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1. Introduction
The modernisation of England’s motorways
and major A roads, also known as the
strategic road network (SRN), is making a
vital contribution to economic wellbeing and
growth. This Route Strategy – one of 18 such
reports – provides a statement on the current
performance of, and perceived pressures on,
the South Midlands route to inform
the planning of future investment.

The SRN supports national and local economic
prosperity by:

▪▪
▪▪
▪▪
▪▪

linking together major cities
connecting with extensive local road networks
providing links to major ports, airports,
and rail terminals
enabling good access to regions and cross-border
routes between the nations of the United Kingdom

The establishment of Highways England through the
Infrastructure Act 2015 has changed fundamentally
the way we plan investment in the network. Funding is
now determined every 5 years, in the Road Investment
Strategy (RIS), which is set by Government. We are
currently delivering on the commitments that were set out
in the first RIS covering 2015 to 2020, which are already
making a difference for road users across the network.
At the same time, we are working closely with the
other 3 bodies with statutory responsibility for the RIS –
Department for Transport, Office of Rail and Road and
Transport Focus – on preparing for the next RIS (RIS2) for
the period after 2020.
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Purpose of Route Strategies
Route Strategies provide a high level view of the current
performance of the SRN as well as issues perceived by
our stakeholders that affect the network. They are one of
the key components of research required for developing
the RIS. This suite of Route Strategies builds upon the
analysis underpinning the first set of Route Strategies
undertaken between 2013 to 2015, which together
provided the first comprehensive assessment of the entire
network. This time the Route Strategies aim to:

▪▪
▪▪
▪▪
▪▪

bring together information from key partners,
motorists, local communities, construction partners,
environmental groups and across the business
achieve a better understanding of the condition
and performance of our roads, and local and
regional aspirations
shape our investment priorities to improve the service
for road users and support a growing economy
help inform the next RIS1

Strategic themes
The Government’s vision for transforming the SRN is
described in the Road Investment Strategy post 2020:
Planning Ahead document available on www.gov.uk. This
vision builds on the 5 broad aims published in the Road
Investment Strategy for 2015-2020: economy; network
capability; integration; safety; and the environment. It also
builds on Highways England’s 5 strategic outcomes (see
Figures 1.1 and 1.2). Using the evidence from this and the
other 17 Route Strategies, we will develop proposals that
can help bring the Government’s vision for roads to life.

RIS1 Strategic Vision as reiterated in “RIS
Post 2020: Planning ahead”
RIS1 Strategic Vision as reiterated in “RIS
Post 2020: Planning ahead”
Economy

Economy
Network
capability
Network
capability
Safety

Environment

Environment
Integration
Integration

Safety
Figure 1.1 - RIS1 strategic vision

Highways England Strategic Business
Plan’s key outcomes
Highways England Strategic Business
Plan’s keySupporting
outcomes
economic growth through a modernised
and reliable network that reduces delays, creates jobs
and helps business compete and opens up new areas
Supporting
economic growth through a modernised
for development
and reliable network that reduces delays, creates jobs
and helps business compete and opens up new areas
More free-flowing network where routine delays
for development
are more infrequent, and where journeys are safer
and more reliable
More free-flowing network where routine delays
are more infrequent, and where journeys are safer
andSafe
moreand
reliable
serviceable network where no one
should be harmed when travelling or working on
the network
Safe and serviceable network where no one
should be harmed when travelling or working on
theImproved
network environment where the impact of our
activities is further reduced, ensuring a long-term and
sustainable benefit to the environment
Improved environment where the impact of our
activities is further reduced, ensuring a long-term and
More accessible
andenvironment
integrated network that
sustainable
benefit to the
gives people the freedom to choose their mode of
transport and enable safe movement across and
More
accessible
and integrated network that
alongside
the network
gives people the freedom to choose their mode of
transport and enable safe movement across and
alongside the network

Figure 1.2 - Highways England strategic outcomes

See Chapter 6 for more information on the next RIS
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Transport Focus

Stakeholder engagement
Building on the engagement we started in the first
round of Route Strategies, we have continued to work
closely with a wide range of stakeholders to enhance our
understanding of the strategic road network, and identify
where users and other stakeholders feel investment
is needed.
We used a number of methods to collate information.
For example, we launched an online tool for customers
and stakeholders over the summer of 2016 to inform us
of the issues and challenges on our roads that affected
them. As well as information collated from a range of
people within Highways England, more than 300 different
stakeholder organisations provided important feedback
on the network during the evidence collection period.
There were also more than 370 individual members of the
public who contributed information. In total, around 2,700
individual points were raised by external stakeholders.

233

354

We commissioned Transport Focus, the road user
watchdog, to undertake research on road user priorities.
More than 4,400 interviews were undertaken with drivers
across the SRN. Figure 1.4 below shows the breakdown
by user type and purpose.
Completed interviews

3,487
79%
Completed interviews
3,487
322

79%
7%

322
407

7%
9%

407
206

9%
5%

206
501

5%
11%

Commuting
Business

501
1,367

11%
31%

Business
Leisure

1,367
2,457

31%
56%

Commuting

Figure 1.4 - Driver
sample breakdown
Leisure
Business
Local authority

716

STBs/LEPs

2,457 from a56%
250 fleet managers
mix
of industries, size and regions
250 fleet managers from a mix
of industries, size and regions

Individuals

166

1,233

Others

Figure 1.3 - External stakeholder responses

We are increasingly working with subnational transport
bodies (STBs), including Midlands Connect, England’s
Economic Heartland and Transport for the North, so we
can ensure that their developing strategies and planning
are integrated into our thinking (and vice versa).

The research found that the South Midlands route was
well rated, with 61% of users rating their experience of
the motorway sections as either extremely good or fairly
good, with a slightly higher proportion (66%) giving the
same rating to the A road sections. As Table 1.1 shows,
30% of users experienced problems using the route, with
congestion and roadworks cited as the two main causes.
The full report has been published on Transport
Focus’s website www.transportfocus.org.uk/researchpublications/publications/road-to-the-future.
We will continue to work closely with Transport Focus to
understand customer priorities to ensure that the next
RIS reflects their needs.
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Experienced
problems %

Route impacted

61%

M25 to Solent

58%

London Orbital and M23 to Gatwick

50%

South Coast Central

46%

Solent to Midlands

44%

East of England

43%

Birmingham to Exeter

41%

South West Peninsula

41%

North and East Midlands

40%

London to Scotland East

40%

South Pennines

39%

Kent Corridor to M25

37%

London to Scotland West

32%

Midlands to Wales and Gloucestershire

30%

Felixstowe to Midlands

30%

South Midlands

28%

London to Leeds East

27%

London to Wales

17%

North Pennines

Congestion/
traffic queuing

Roadworks

Table 1.1 - Transport Focus summary
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Largest problem

Delays caused
by accidents/
roads closed

Second largest
problem

Roads busy/
high volume
of traffic

Highways England

2. The route
The South Midlands route provides a strategic link between the East and
West Midlands, and between the M6 and Birmingham Box and the M1.
The route serves the major towns and
cities surrounding the south-east of
Birmingham to the East Midlands, through
Coventry, Tamworth, Lichfield, Nuneaton,
Hinckley, Rugby, Leicester, and towards
the south of the Midlands linking the major
towns of Warwick, Stratford-upon-Avon,
Evesham and Ashchurch. It includes the
following roads:

▪▪
▪▪
▪▪
▪▪
▪▪

KEY
South Midlands route
SRN

A38 from Lichfield to Derby (including
the A5148)
M42 from Birmingham to the M1
south of Nottingham via the A42
A46/M69 from the M5 near
Ashchurch to the M1 at Leicester
A449/A5 from the junction with the
M54 to the A5 junction with the M1
at junction 18
A45 and M45 from Coventry to
the M1

The route is mainly made up of dual
carriageway all-purpose trunk roads
although there are significant sections of
single carriageway on the A5 and A46.
There are 3 motorway sections, the M45,
M42 (junctions 9 to 11) which are 2-lane
motorways, and the M69 (M6 junction 2
to M1 junction 21) which has 3 lanes.
Reproduced using Ordnance Survey data © Crown Copyright 2016

Figure 2.1 - Route overview map
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The M6 Toll is considered as part of this route as it
connects M6 junction 4 near Coleshill to M6 junction
11A north of Wolverhampton, running parallel to the A5
and M42 within the South Midlands route. The toll road
construction is funded, operated and maintained, by
Midland Expressway Limited, which has a government
commission until 2054.
The route links the East and West Midlands and provides
access to a number of significant traffic generators,
including the National Exhibition Centre, Birmingham and
the Donington Park motor racing circuit. Coventry and
East Midlands airports are within the route and it links
these international freight hubs with the M1 and M6.
The A5 is part of the Trans-European Transport Network
(TEN-T).
There is a wide variety of use of the route due to the mix
of major trunk roads, motorways, and rural and single
carriageway sections set within both rural and urban
areas. A high proportion of commercial traffic uses the
route for east–west movements between Birmingham
and Coventry to the M1, with the A5 acting as a
local distributor.
There are variations in the type and level of traffic
depending on the times of the year, especially at the
southern end where the route serves the historic towns of
Warwick and Stratford-upon-Avon where tourism is a key
part of the local economy.

6

Major events throughout
the year at venues
including the National
Exhibition Centre in
Birmingham and Donington
Park motor racing circuit
attract heavy traffic flows.

Highways England

Newcastle upon Tyne

Liverpool

Manchester
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Birmingham

London
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South Midlands route
Port
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Junction number
© Crown copyright and database rights 2014 Ordnance Survey 100030649 – N130328

Blue sections are motorways
Red sections are all-purpose trunk roads

Figure 2.2 - Route Strategy overview map
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3. Current constraints and challenges
This chapter outlines the emerging
issues raised by stakeholders and
is supplemented by Highways
England information.
The following text and figures within this chapter provide
a summary of the information collected and applied to
our strategic themes.

A safe and
serviceable network
There are safety issues at various points on the route,
particularly when there is congestion and at some specific
junctions on the A5. Safety challenges on the A5 are
focused around Hinckley, Atherstone, the A38 junction
and the A461 Walsall Road junction.
Congestion at some junctions results in slip road queuing,
which can affect the mainline traffic flow of the motorway
or grade-separated dual carriageway (for example at the
A46 Stoneleigh Road junction and the M5 junction 9).
This congestion causes safety concerns.
Some junctions on the A38 within the route are
non-conventional layouts that may be linked to safety
issues in these locations as well as to congestion.
On the A46, there are safety issues associated with the
presence or layout of laybys (and therefore slow-moving
traffic) at several locations.
The lack of hard shoulder on the A42 reduces access for
emergency services.

More free-flowing network
Congestion is an issue within a number of sections of the
route. The M42 between junctions 7 and 10 is one of the
most congested parts of the SRN nationally. High levels
of congestion on the M42 at junctions 10 to 9 in peak
periods can hinder access to/from Tamworth.
The A5 and A46 include sections of both single and dual
carriageway with many at-grade junctions, including
roundabouts. There are capacity constraints at locations
on the A46 and at several junctions of the A38 such as
at the Branston interchange and Hilliard’s Cross. Queuing
back from the congested junctions can also lead to
congestion on the local road network. In Ashchurch, the
A46 corridor is largely urban in nature where the number
of at-grade signalised junctions and direct accesses
cause significant queuing at peak times.
Several roads provide resilience for other strategic roads
in the wider corridor in the Midlands. The A46 between
M5 junction 9 and the M6 provides an alternative to the
Birmingham Box, while the A5 can be an alternative to
the M6 and M6 Toll. However, that means that when an
incident occurs on the Birmingham Box, the A5 and A46
can experience increased congestion. The A5 corridor
runs roughly parallel to the M6 Toll between the M6 and
the A38 but, while giving resilience for those routes, the
junctions are not best-suited for the non-typical traffic
flows that occur when disruption elsewhere leads to
strategic re-routing onto the A5.
Peak period congestion at some grade-separated
junctions can affect the mainline due to queuing. On the
A46 these are the M40 at junction 15 and Stoneleigh
Road junction, and the M5 at junction 9.
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Supporting economic
growth
The route provides critical strategic links between the
East, West and South Midlands and hence is vital to
the regional and national economy as well as providing
local access to many major urban areas. The ambitious
economic growth being promoted by the Midlands
Engine will increase the case for better and more
reliable connectivity between regions to help grow
economic hubs.
A large number of current and proposed development
opportunities are likely to come forward either alongside
the route or near to other major highway corridors that
take direct access from it. In particular, flows on the M42
at junction 9 and junction 10 (with the A5) will increase.
There is significant logistics activity in the economic
opportunity area made up of sections of the M1, M6 and
M69 motorways and served by junctions with the A5 and
A46. Two rail freight terminals are located within the route,
next to the A5. Daventry International Rail Freight Terminal
(DIRFT) is close to M1 junction 18 while Birch Coppice
business park is close to M42 junction 10. Expansion of
both is planned. Further strategic rail freight interchanges
(SRFIs) are planned adjacent to the A38 (East Midlands
Intermodal Park) and the A5 (Four Ashes).
Along the A38, A5 and around the M1, M6 and M69
motorways, there is significant further planned investment
in logistics sites that will likely drive additional use of
the network.
Significant housing growth is underway, planned or
proposed at a number of sites close to the A5 and
A38. Housing growth is also proposed at locations on
the A46 corridor near towns in south Warwickshire,
Worcestershire and Gloucestershire.

An improved environment
The route passes through a number of areas experiencing
environmental challenges. Planned developments near
the SRN will have an impact on demand on the network
and that will have knock-on environmental impacts.
There are Air Quality Management Areas (AQMAs) along
parts of corridors in the route (the A5 and A38), and the
urban areas of Walsall, Birmingham, Coventry, Rugby and
Stratford-upon-Avon are declared as AQMAs.
Noise Important Areas (NIAs) occur on all roads across
the route with concentrations along parts of the A38, A46
and A5 specifically.
Flooding incidents near M42 junction 7 are more
common than elsewhere on the SRN and stakeholders
report flooding issues on the A46 north of the M40 which
are linked to severe weather.

A more accessible and
integrated network
The evidence review highlighted locations of significance
for the integration between the route and other
transport modes.
Severance has been identified as an issue at locations
along the A5 and A46 corridors where the route intersects
with the local road network. There is limited and
inconsistent provision for pedestrians and cyclists that
may not meet future demand, including on parts of the
route with adjacent planned major growth of housing and
employment sites. These include rural locations between
villages while, on the A5, urban locations affected include
Bridgtown and Churchbridge near Cannock, Dordon,
Grendon and Mancetter near Atherstone.
The A46 contributes to severance between rural
communities north and east of Stratford-upon-Avon,
between Leamington and Kenilworth, alongside the town
of Evesham, and through the town of Ashchurch.
Birmingham Airport’s projected passenger growth will
increase pressure on the adjacent SRN including the M42
in this route.
The evidence review also highlighted locations where
HS2 will potentially affect demand on parts of the route.
The construction of HS2 Phase 1 may have impacts on
the SRN as its crosses the A38, A5 and M42 (at several
locations between junctions 6 and 10) and the A46.
When services begin in 2026, the adjacent Birmingham
Interchange station will have associated traffic growth on
the nearby SRN, especially the M42.
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Figure 3.1 - Key challenges for the route
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Diversionary Routes
An essential facet of a resilient road network
is the ability to effectively divert traffic away
from closed carriageways in the event of an
unplanned incident. The map indicates the
diversionary routes that currently exist on
this route and that have been agreed with
the local road network operator. However, it
should be noted that the provision of these
routes is dependent upon the nature of the
incident and the suitability and availability of
the surrounding network. In some instances,
the diversion route may not be suitable for
HGV traffic or might not be available due to
events on the local road network. A review is
currently underway to improve the quality and
coverage of these routes, and to improve the
traffic management procedures that are relied
upon to implement these routes in the event of
a carriageway closure.

KEY
Route
Diversion road network via local road
Strategic road network

Contains Ordnance Survey Data © Crown Copyright and database right 2016

Figure 3.3 - South Midlands diversionary routes

13

South Midlands Route Strategy

Maintaining the strategic road network
We carry out routine maintenance and renewal of
roads, structures and technology to keep the network
safe, serviceable and reliable. We also ensure that our
contractors deliver a high level of service on the SRN
to support operational performance and the long-term
integrity of the asset.
The heavy year-round use of all our routes means that
they require regular maintenance and inspections for
repairs to keep them fully operational, in order to support
economic growth. Our maintenance regime focuses
on 4 key aspects of the routes: road surfaces, bridges
and structures, drainage and earthworks. The summary
condition of each on this route is set out below:
Road surface
The surface condition across the route is considered to
be sound or having some deterioration with less than
0.5% having severe deterioration that would require
focused investigation.
Bridges and structures
The structures across the route are mostly in very good
or good condition. According to an analysis of current
data, fewer than 1% of our structures are in poor or very
poor condition.
Drainage
Drainage assets are represented by both linear assets (for
example pipes, channels, ditches, drains) and non-linear
assets (for example gullies, chambers). Across the route,
drainage assets are considered to be in good condition
for linear assets and fair condition for non-linear assets.
Of those assets inspected more than 55% of the linear
assets have been assessed as having no defects (grade
1), while more than 65% of the non-linear assets have
been assessed as having no defects or only superficial
defects.
Earthworks
The geotechnical earthworks across the route are
considered to be in good condition, with the total length
of earthworks that require further investigation amounting
to less than 1%.
New assets have an operational ‘life’, during which,
under normal conditions and maintenance, the risk of
failure is expected to be low. Beyond this period, the
risk of asset failure is expected to increase, although for
many types of asset the risk of failure remains low and
we do not routinely replace assets solely because they
are older than their expected operational life. We use a
combination of more regular maintenance and inspection,
along with a risk-based approach to ensure that assets
remain safe while achieving value for money from our
maintenance and renewal activities.

14

Future developments
We have taken steps to transform our approach to
maintenance by establishing an asset management
programme that develops and implements the Asset
Management Framework for Highways England.
The framework aligns strategic objectives with regional
asset management plans and lifecycle asset management
plans. It also includes the analysis required to plan the
investment and expenditure on the strategic road network
during the next road period, developing the business
case options for capital renewals. It will provide a clear
articulation of the total value that will be delivered by
investment in RIS2, including the costs and benefits of
delivering the capital renewals programme.
Operations
We are establishing a nationally consistent approach to
the management of our operational capability through
our Operational Excellence change programme. This will
deepen our understanding of how our interventions impact
on the performance of the network and on the journeys of
our customers. We are using the latest analytical software
to process traffic data and gain insight into:

▪▪
▪▪
▪▪

how our operational services can improve safety
and provide security to road users
how the attendance of a traffic officer has an impact
on incident durations
how information provided by Highways England
can benefit road users who plan their journeys
beforehand and then while on their journeys

By better understanding our current operational
performance, we can create a baseline from which we
can identify opportunities for improvement.

Highways England

4. Current investment
plans and growth potential
▪▪
Investment in the strategic road
network can make areas more
▪▪
attractive for inward investment,
unlock new sites for employment and
▪▪
housing and facilitate regeneration.
From servicing the UK’s logistics needs, linking our
manufacturing heartlands and connecting to our
international gateways, supporting services-driven activity
in high-growth towns and cities, to meeting the needs
of our visitor economy, the SRN is critically important to
servicing the UK economy.

Economic context
Highways England has been working with a wide range
of stakeholders to develop a strategic economic growth
plan, which we are calling The Road to Growth. This plan
explores the economic role of the strategic road network,
and aims to explain how we will further increase our
contribution to the UK economy. As part of the evidence
base for The Road to Growth, over 400 economic
hotspots – or economic opportunity areas (EOAs) –
around the SRN have been identified in consultation with
Local Enterprise Partnerships (LEPs). The figures in this
chapter highlight the EOAs which most closely align and
are supported by the route.
To inform the development of The Road to Growth and
assess the relationship between the SRN and economic
growth, a suite of evidence reports were completed.
These reports were published alongside The Road to
Growth discussion paper and were subject to public
consultation from November 2016 to January 2017.
Alongside the engagement we have undertaken with
all LEPs across England, the following evidence reports
have ensured we have a more comprehensive economic
evidence base and a better understanding of future
challenges and opportunities:

▪▪

commercial development – an assessment of the
relationship between the main property sectors and
the SRN
international gateways – a review of principal
international gateways (ports and airports) and their
contribution to the economy
socio-economic analysis and future forecasts –
mapping of socio-economic data (population,
deprivation and employment) and sectoral forecasts
up to 2030. This included identification of the likely
growth forecasts for all sectors with a particular focus
on those sectors heavily dependent on the SRN

The Road to Growth sets out our evidence findings to
date and the steps we will take to enhance our enabling
role in supporting economic growth.

Innovation
In April 2016, we published our Innovation, Technology
and Research Strategy which set out how Highways
England will use pioneering behaviours to help support
our strategic objectives and create value for customers
and stakeholders.
The £150 million Innovation Designated Fund was
established to support innovative capital projects and to
support developing the use of emerging technologies,
new materials and ways of working.

Investment plans
The following figures show the location of Highways
England major improvement projects which have
previously been announced to help tackle some of the
issues on the network. The Highways England website
and delivery plan updates should be consulted for the
latest information.
The figures also show strategic studies which have
been progressed during RIS1, innovation projects and
economic opportunity areas.

economic growth and the SRN – an evidence review
of the relationship between transport investment and
economic growth
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5. Future challenges and opportunities
Route Strategies have identified study areas on the strategic road network
which require further investigation of the issues raised by stakeholders and
identified through Highways England intelligence. These study areas will
now be assessed further as part of our development for RIS2.
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6. Next steps
Our findings from this and other
Route Strategies, as well as other
research, will inform our first Strategic
Road Network Initial Report which
is to be published later this year.
This will form the basis of a public
consultation, which in turn will feed
into decision-making on the next
Road Investment Strategy (RIS2).
We are looking ahead to the next RIS and how we can
support the Secretary of State in ensuring that value for
money investments are made in the road network. The
process for developing RIS2 is set out in our licence, and
is in 3 phases: research, decision and mobilisation.
We are currently in the first phase – research phase
– where we are gathering wide-ranging evidence on
the state of the network and how we can ensure that
improvements have maximum impact. The series of
Route Strategies, of which this is one, is an important
part of this phase alongside the outcomes of strategic
studies which looked at particularly complicated
problems on parts of the network and how to tackle
them. Another key source of evidence is the Strategic
Economic Growth Plan (The Road to Growth), which
examines where and how the SRN can help support
economic growth. This will emphasise that sectors
dependent on the road network employ 7.4 million
people, that we are already doing a great deal to support
growth and that we want to do even more.
Now that this series of Route Strategies is published, we
will continue our engagement with stakeholders, including
other transport providers and authorities, on how best
to address problems and maximise opportunities. For
example, in working towards seamless end-to-end
journeys for our customers, we will be focussing on how
the strategic road network links with local roads and
other modes of transport.

In the decision phase, the consultation feedback will
assist the Department for Transport in developing RIS2.
In turn we will develop a Strategic Business Plan (SBP)
setting out how we will deliver RIS2 as a business.
Both the RIS and SBP will be reviewed by the regulator
of roads, the Office of Rail and Road, to ensure that
we have made the most efficient decisions. The final
documents are to be published in 2019.

Research
(2015-18)

▪▪Strategic Studies
▪▪Route Strategies
▪▪Highways England produces

Strategic Road Network Initial
Report on the state of the network

Evidence used
in drafting RIS2

Decision
(2018-19)

▪▪Department for Transport produces
Road Investment Strategy
▪▪Highways England produces
Strategic Business Plan
▪▪Office of Rail and Road reviews the
efficiency of both

RIS2 finalised
and published

Mobilisation ▪▪Highways England produces
the Delivery Plan
(2020)
1 April 2020 - Road
Period 2 begins

Delivery (post 2020)
Figure 6.1 - RIS2 high-level process

Findings from the research phase will feed into Highways
England’s Strategic Road Network Initial Report,
expected to be published later this year, which will outline
Highways England’s ambitions for the network across
2020–2025 and beyond. The Initial Report will be the
subject of public consultation.
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In the final mobilisation phase, we will set out a
Delivery Plan with a detailed programme of investment
to be carried out in 2020 to 2025 on the basis of the
commitments in RIS2.
Continued investment in modernisation, maintenance and
operation will further improve the road network on top of
the measures and schemes currently being undertaken,
and will allow us to further support users of the strategic
road network and the UK’s economy. The rigorous
process of developing RIS2 should ensure that the best
use is made of taxpayers’ money and that investments
have the maximum impact.
The views and perspectives of different stakeholders,
including motorists, are important to us. Stakeholders may
also wish to contact one of the partner organisations. For
example, stakeholders can keep up to date with Transport
Focus’ work, by signing up to their monthly electronic
newsletter Road User Voice. Alternatively, stakeholders
may prefer to make their views known through one of the
many organisations involved in RIS2. They include the AA,
RAC, RAC Foundation, Road Haulage Association, Freight
Transport Association, Campaign for Better Transport,
Confederation of British Industry and many others.
We will provide information about the process
and emerging findings at events for representative
organisations in spring 2017. At the same time, we
are developing the dialogue with emerging STBs, local
government, LEPs, business groups and environmental
organisations. We want to align our analysis, and
eventually our decision-making, with that of other
organisations, so that we can maximise the benefit
of investment, for example focusing on improving the
interconnectivity between different modes and between
the strategic and local road networks. This should lead
to a richer discussion during public consultation on the
Strategic Road Network Initial Report.
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1. Introduction
Highways England is the new
Company set up by Government to
operate and improve the motorways
and major A roads in England.
When the Infrastructure Bill currently being
considered by Parliament receives Royal
Assent, Highways England will assume
responsibility for the Strategic Road Network,
and for delivering the Government’s vision for
that network, from April 2015. The Company
has a clear brief set out in the Government’s
Road Investment Strategy (RIS) and will have
committed funding for a five year period to
meet the performance expectations set out in
that strategy.
Highways England is a public sector company,
owned by the Government. Our primary role is
to deliver a better service for road users and
to support a growing economy. We will work
in the interests of taxpayers, road users, and
the millions of people who rely on the network
every day.

Over the next few months we will complete
our preparations for the launch of the
Company. We will mobilise our own people,
our contractors and our designers to deliver a
huge programme of investment that will make a
real difference to businesses, communities and
individuals across the country.
Before we commence operating as a company,
we will publish our five year Delivery Plan,
which will set out our detailed programme, and
how we will operate transparently and in the
public interest.

Colin Matthews
Chairman

This Strategic Business Plan is the first
document to be published by Highways
England in response to the Government’s RIS.
It sets out our main activities and describes
how we will go about delivering the Investment
Plan and the requirements of a demanding
Performance Specification that highlights the
levels of performance we are to achieve.
Highways England will be a very different
business from the organisation it will succeed.
We will have a larger programme of investment
to deliver, will work at a much faster pace and
with much greater focus on the service we offer
our customers.

Graham Dalton
Chief Executive

Our primary role is to deliver a better
service for road users and to support
a growing economy.
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The Strategic Road Network
The Strategic Road Network (SRN) is arguably
the biggest and single most important piece of
infrastructure in the country. It is at the core of
our national transport system. Its many arteries
connect our major towns and cities, ensure
commuters make it to work every day and help
millions of us visit our friends and families.
Our motorways and major A roads are the most
heavily used part of the national road network.
They carry a third of all traffic and two-thirds of
all freight1, provide business with the means to
get its products and services to their customers,
gives access to labour markets and suppliers
and encourage trade and new investment. It is
essential to the growth, wellbeing and balance
of the nation’s economy.

The Road Investment Strategy
The RIS sets out an ambitious vision for the
future of the network. A vision that by 2040 the
network will be smoother, smarter and more
sustainable.
In the RIS the Government highlights many of
the key challenges faced by the network namely:

1

The network is struggling to cope in
the face of increasing demand and the
volume of high speed traffic

2

Delays to journeys deter investment
and constrain the ability of business to
compete

3

Stop-start funding available for roads
investment has made it difficult to plan
for the long term

4

Vehicle emissions and noise
significantly impact local communities

5

Our customers need better and more
up to date information to manage their
journeys.

The RIS sets out the investment plan and
performance requirements for the network
for the next five years, together with a longterm commitment to capital funding totalling
more than £11bn. The long-term investment
will enable us to start work on delivering a
modern and sustainable network that will tackle
congestion, supports economic growth and
provides better connections across the country.
There is substantial provision within the RIS
to ensure that the programme of investment is
delivered in a way that minimises impact on the
environment. We will build on recent progress
to mitigate the impact of our work and forge
closer partnerships with environmental bodies,
enabling the plan to be delivered in greater
harmony with the environment than in the past.

Our motorways and major roads
carry a third of all traffic and
two-thirds of all freight.
1. DfT Statistics TRA4105
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INTRODUCTION

The Performance Specification
The Performance Specification sets out the
eight key areas which the Government and the
Strategic Roads Network Monitor will measure
both the network and company performance.
These areas are:

1

Making the network safer

2

Improving user satisfaction

3

Supporting the smooth flow of traffic

4

Encouraging economic growth

5

Delivering better environmental
outcomes

6

Helping cyclists, walkers and other
vulnerable users

7

Achieving real efficiency

8

Keeping the network in good condition.

Our initial high level response to all the
key areas and associated targets is set out
under the key themes of this plan. We have
highlighted these areas and targets where
appropriate to ensure easy identification.
Further details concerning how we will
deliver against these key areas and targets
will be published in our Delivery Plan before
we are formally established as a company.
The Delivery Plan will also include details
and timescales for those indicators we will
measure in addition to those specified by the
Government.
This plan outlines the important first steps we
will take to create a safer, more modern and
more sustainable network. Our customers
travel more than 85 billion miles2 on the
network every year. By making the right
decisions today, we will make it even safer,
more reliable and better connected for
everyone.

Key performance indicators have been
identified for each of these areas with
targets being set in all but two. A number of
further performance indicators and specified
requirements have also been included, or
identified for further development.

We will create a safer, more modern
and more sustainable network.
2.DfT Statistics TRA4201
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2. Summary
In this first plan we have set out what we
will do, how we will deliver the performance
requirements set by the Government, and
progress delivery of the Investment Plan in
line with the timescales proposed. It will be the
first of a series of five year plans in which we
will incrementally set out how we will deliver
the Government’s vision to become a leading
infrastructure operator.
In committing to a substantial investment
programme to deliver a better network, the
Government has acknowledged the need for
more autonomy and flexibility in the way the
roads are managed and has taken action by
creating Highways England, a public sector
company owned by Government.

What we will do
Over the next decade and beyond we will
transform our national roads. We will make
best use of the increased certainty of long term
funding to enable better journeys on better
roads and to improve our service to customers.
To do this we will:

Modernise our core motorways and

upgrade some of the most important major
routes to provide more capacity and better
connections

Maintain the network safely and efficiently
with minimal impact on drivers and
communities

What we
will do

Operate the network to keep traffic moving

and our customers better informed.

In the plan we set out what a modern, well
maintained and efficiently operated network will
look like and the benefits that our customers
will experience.
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summary

How we will deliver
The key elements of how we will deliver are
covered under five themes, these are:

Planning for the Future ‒ making       
the best of increased investment and      
long-term funding certainty for the next
decade and beyond
Growing our Capability ‒ creating a

high performance organisation enabling
our people to perform to the best of their
ability, to innovate and keep improving

Building Stronger Relationships ‒

working together to deliver investment
where it is most needed

Efficient and Effective Delivery ‒

making our investment go further

Improving Customer Service ‒

delivering a better service that aligns  
with our customers’ needs.

As a government-owned company we will move
away from the constraints of being an executive
agency. The move towards long term funding
certainty, away from stop start decision making
and greater commercial flexibility will enable
us to respond positively to customer demands
and speed up delivery. This will ensure we work
alongside our suppliers to gear up to delivering
the considerable uplift in investment together
with realising the level of efficiencies required.

As a government-owned company we
will move away from the constraints
of being an executive agency.
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How we
will deliver

summary

What this will deliver
The increased investment in the SRN over the
next five years will deliver substantial benefits
for road users, communities and the nation as
a whole.
The key outcomes will be:

Supporting Economic Growth through a
modernised and reliable network that reduces
delay, creates jobs and helps business compete
and opens up new areas for development

Safe and Serviceable Network where no one
should be harmed when travelling or working on
the network

More Free Flowing Network where routine

delays are more infrequent, and where journeys
are safer and more reliable

What this
will deliver

Improved Environment where the impact of our
activities is further reduced ensuring a long term
and sustainable benefit to the environment

More Accessible and Integrated Network that

gives people the freedom to choose their mode
of transport and enable safe movement across
and alongside the network.
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3. What we will do

Modernise the Network
Tackling congestion and delay, and
providing better connections are at
the forefront of our plans to provide
a modern network that supports a
modern economy.
Despite the recent economic downturn traffic
levels have remained consistently high. As the
economy recovers, performance will continue
to deteriorate as the provision of extra capacity
has simply been unable to keep pace with
demands to use the network.
A modern network will ease congestion,
reduce delays and improve journeys for all
our customers. A network that is safer, more
sustainable and more accessible to all users
including pedestrians and cyclists.

Smart Motorways
Motorways are the heart of our national road
network. They connect our major towns and
cities and economic hubs including ports and
airports. The network transports more than  
two-thirds of all freight across the country.

In recent years our Smart Motorways
programme has made use of the hard shoulder,
utilised advanced technology to add extra
capacity and used our Traffic Officer Service to
manage traffic effectively across some of the
busiest sections of the motorway network. We
will build on this by significantly expanding the
roll out of Smart Motorways across the country.
By adding more than 400 miles of extra
capacity without the need to widen the road,
we will create a spine of Smart Motorways
which will relieve congestion and reduce delays
across the network. Importantly we expect the
road to be at least as safe as it was before the
changes were made.

Expressways
In addition to adding capacity to the motorway
network, we will begin to upgrade some of
our most important major A roads to the new
Expressway standard. Making up the majority
of the non-motorway network, these roads play
an important role in supporting the economy
particularly at a regional and local level.
Over the next five years, we will start to improve
the way we manage traffic on some of our busiest
A roads by transforming them into Expressways,
mirroring the journey experience normally
associated with our most advanced motorways.
Expressways will:
• Encourage more free-flowing traffic by
modernising junctions

400 miles of extra
capacity.
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• Provide emergency refuge and
maintenance areas
• Use advanced technology to detect and
help clear incidents more quickly and get
traffic moving again.

WHAT WE WILL DO

Reduced size
variable
message sign

Advance
direction
sign

On-road
operational
presence

Left only
and exit or grade
separated junctions

CCTV

Reduced size
variable message
sign

Private means
of access closed
and diverted

Emergency
refuge/
maintenance
area

Radar
detection

Expressway Illustration

Rigid concrete
barrier

In time drivers using much of the non-motorway
network will experience a service normally
associated with our most advanced motorways.  

Other major investments
We will support regional and local growth by
addressing a number of specific bottlenecks
and heavily congested routes across the
country. For example we will:
• Ease access to the east coast ports and
enable significant housing development
by improving the A14 and surrounding
roads from Cambridge to the A1 near
Huntingdon. The scheme will start
construction in 2016.

• Consult the public on options for a much
needed further Lower Thames Crossing
in early 2016, which subject to the
necessary planning consents and funding
mechanisms, will start construction by
2021.
• Develop and deliver investment of more
than £2bn to ease congestion, reduce
delays and support local growth.
• Start to tackle a number of persistent and
long-standing issues at specific locations
on the network including the A303 in the
south west, the A1 north of Newcastle
and the A27 on the south coast.
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85 billion miles of

journeys undertaken on SRN
per year.

Four million

3

customers using the network
every day.

Customers travel on the

3rd

4

Europe.

safest roads in

The number of killed and
serious casualties has almost

halved since 2005.

3. DfT Statistics
4. ESTC 8th Road Safety Performance
Index Report June 2014
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WHAT WE WILL DO

A Safer Network
We believe ‘no one should be harmed when
travelling or working on the Strategic Road
Network’. To achieve this ambitious goal, we
will implement a comprehensive Safe Systems
approach and strategy focussed on safer
vehicles, safer roads for safer people.

Making the network safer
Key Performance Indicator (KPI): The
number of KSIs on the SRN.
Target: Ongoing reduction in network
KSIs to support a decrease of at least
40% by the end of 2020 against 2005-09
baseline.

The network is one of the safest in the world.
We will make it even safer by continuing to
work alongside industry bodies, motoring
organisations and enforcement agencies to
improve road design, driver behaviour and
vehicle maintenance. We will also work with
government and other highway authorities to
identify a road safety assessment rating system
for our roads. This will build upon existing IRAP
star rating systems, such as EuroRAP.
Whilst this system is developed, we will use
designated funding to deliver a network wide
improvement programme designed to ensure
more than 90% of the network achieves a
safety rating equivalent to EuroRAP 3* by 2020.

More sustainable – reducing our impact
There continue to be significant areas of poor
air quality alongside the network and adjoining
roads which exceed the UK and EU standards.
Vehicles are one of the main sources of
carbon and other harmful emissions. The
improvements we will make to the network
combined with cleaner vehicles, changing
driver behaviours and innovative technologies
will make a difference. There are no quick fixes
or easy solutions to reduce carbon emissions.

Star rating for safety5

50%

78%

62%

of all motorways are rated
3-star and half are 4-star.

of dual carriageway ‘A’
roads are 3-star. The
remainder are 4-star (20%)
and 2-star (2%).

of single carriageway ‘A’
roads are 2-star. Most of the
remainder are 3-star (35%)
and less than 1% are 1-star.

Motorways

Dual carriageway truck
‘A’ roads

Single carriageway
trunk ‘A’ roads

4-star

3-star

2-star

1-star

Distribution of total star ratings (smoothed to 3km, RPS1.0 Calculator)
5. Star Rating England's Trunk Road Network
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WHAT WE WILL DO

However we will play our part to improve air
quality in a number of ways including:
• Improve monitoring to identify areas
of poor air quality, evaluate proposed
measures and to review long term trends
• Support and promote research into
mitigation measures and to encourage
innovative solutions to improve overall air
quality
• Support schemes that bring about
positive benefits for local residents and
the wider environment.
The effects of excessive noise on people and
communities are well recognised. Over the last
few years we have been working with Defra
to identify those areas on our network that are
affected by noise.

Delivering better environmental outcomes
KPI: Number of Noise Important Areas
mitigated.
Target: Mitigate at least 1,150 Noise
Important Areas over Road Period 1.
Increased funding and certainty means we can
take action to address many of these issues
now. We will reduce the effects of noise for
many thousands of people by bringing forward
substantive resurfacing and noise mitigation
programmes across the network. This will
include addressing noise issues at the 1150
Noise Important Areas, through interventions
such as use of low noise surfacing. We will
also install additional measures such as noise
barriers and bunds to combat the disturbance
experienced in locations where noise levels are
at their highest.
We will continue to adhere to the principles of
sustainable development in everything we do.
We will improve our performance by finding
new and innovative ways to deliver a more
sustainable network.

More accessible – open to all
We will also improve facilities for people cycling
or walking alongside the network. We will again
make use of the designated funding to make
provision for such groups when designing
and building our major schemes and where
feasible make it safer and easier for cyclists
and pedestrians to access local routes when
crossing the network. For cyclists we will:
• Invest £100m to improve access,
integration and facilities on and around
the network
• Undertake studies at 600 sites identified
in conjunction with Sustrans and The
National Cycling Charity to decide the
best potential solution for each location
• Provide additional professional
development training for those engineers
and planners responsible for designing
schemes to include appropriate cycling
provision
• Produce our first National Cycling
Strategy by the end of 2015.

Cyclists, walkers and other vulnerable
users
KPI: The number of new or upgraded
crossings.
We will continue to improve links to local roads
and strengthen connections with other existing
and emerging forms of transport. For example
we will:
• Work with local authority partners to
enable local economic growth, alleviate
bottlenecks and better integrate traffic
management systems
• Work alongside existing providers and
high speed rail to maximise the economic
benefit of investment in both road and rail
infrastructure
• Support the agreed recommendation of
the Davies Commission regarding future
airport expansion.
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WHAT WE WILL DO

Maintaining the Network
The much increased investment and
commitment we will make over the
next five years will ensure a more
dependable and durable network that
requires less time and money
to maintain.
The strategic road network is always open
for business. 24 hours a day, seven days a
week, all year round. The network carries large
volumes of high speed traffic including much
of the nation’s freight between many of our
towns and cities and through many of our most
densely populated areas. This almost constant
use combined with its complex nature means
the network needs maintaining more often and
to a higher standard than less busy roads.

21,900 miles of road surface
7,500

miles of embankments
and earthworks

18,500 bridges and build

structures

Since 2010 we have successfully reduced
the cost of maintenance by nearly a third. We
have worked hard to keep the network in a
reasonable condition. However, road closures
have sometimes been needed to carry out
small scale repairs, which wear out more
quickly. The economic cost of such closures to
commuters, freight and logistic operators and
business as a whole has been considerable.
This ‘find and fix’ way of working was a short
term and inefficient solution. It now makes
sound economic sense to spend more to avoid
incurring larger bills in future.
The current annual funding cycle means we
often plan work in the spring and summer and
carry it out in the autumn and winter. Working
when daylight hours are shorter and the
weather is poor not only poses additional safety
risks to workers, but also means the work
undertaken deteriorates at a faster rate than
that undertaken in more favourable conditions.
We do more than £100m of construction work
every month. The benefits of improved safety,
reduced congestion and improved reliability
are significant, but as most work is undertaken
at night it is rarely noticed. However working
at night can cause significant disruption to
hauliers and logistic operators who take
advantage of less congested roads to transport
freight at night.

14,400 miles of barriers
150,000 technology assets

and signs

21,000 miles of drains.
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WHAT WE WILL DO

Improving our infrastructure
We will develop more accurate and timely data
systems that will predict how assets perform
under both normal and stress conditions. This
will help us make consistent, evidence based
decisions about planning how best to carry out
work on the network.
We are committed to delivering even more
savings than those we have delivered in
the last four years. We will carry out our
maintenance work more efficiently reinvesting
the savings made to improve the asset and the
service we provide.

The scale of investment to maintain and
improve the network in future will be
considerable. We recognise the potential
economic impact and disruption that this work
could have so we will actively seek views from
drivers, businesses and local communities
before planning how the work is carried out.
We will also step up our efforts to inform people
about why the work is being undertaken, and
the resulting benefits they will see. We will help
people make the right choices about their travel
arrangements to minimise the risk of delays.

We will do this by:
• Carefully considering work that needs
to be done now and in the future so that
we will not need to go back and carry out
further work for at least another five years
• Spreading work evenly throughout year,
taking advantage of more daylight and
better weather to carry out work more
safely and efficiently
• Packaging work together so we carry out
all major schemes, renewals and routine
maintenance in the most efficient manner
to minimise disruption
• Better design and greater reliability from
the manufacturers of products we use to
ensure what we use needs replacing or
repairing less often
• Finding new and innovative ways
of inspecting and diagnosing faults,
identifying problems before they occur
and dealing with them early.

We are committed to delivering even
more savings than those we have
delivered in the last four years.
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Encouraging Economic Growth
KPI: Average delay (time lost per vehicle
per mile).

WHAT WE WILL DO

Better management of what we have
We won’t neglect routine matters that are
important to ensure the safe operation and long
term condition of the network.
We will continue to:
• Ensure the network can withstand the
effects of everyday and increasingly
frequent extreme weather events
• Remove litter from the network while
informing people of the safety and
environmental risks of discarding rubbish
• Repair potholes when they occur
• Keep traffic signs and signals in good
working order
• Manage land immediately surrounding
the network to improve biodiversity
• Treat pollutants before they enter the
water system and reduce the risk of
flooding to communities living adjacent to
the network.

Keeping the network in good condition
KPI: The percentage of pavement asset
that does not require further investigation
for possible maintenance.
Target: Percentage to be maintained at
95% or above.

Delivering better environmental outcomes
KPI: Delivery of improved biodiversity,
as set out in the Company’s Biodiversity
Action Plan.
Target: The Company should publish
its Biodiversity Action Plan by 30 June
2015, and report annually on how it has
delivered against the Plan to reduce net
biodiversity loss on an ongoing annual
basis.

We will continue to manage and keep under
review those parts of the network currently
operated by others on our behalf. Although
the earliest Private Finance Initiative contracts
do not expire until 2026, we will look to better
understand their ongoing maintenance needs
to inform our future asset management
plans. We will agree with the Government
how best to continue operating the Severn
Crossings when the concession comes to
an end in 2018. We will also work alongside
the Motorway Service Area Operators to
agree how we continue to meet the needs of
customers now and in the future.

We will keep traffic signs and signals
in good working order.
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WHAT WE WILL DO

Operating the Network

The network carries high volumes of mixed use
traffic including cars, light goods and heavy
goods vehicles, coaches and buses. This
volume and variety of traffic creates issues
not ordinarily experienced on other roads. It
also means when both planned and unplanned
works and events occur, the delays and
disruption to customers and businesses can be
considerable.
Our Traffic Officer Service and suppliers
work alongside the emergency services to
actively clear incidents that cause disruption
to peoples’ lives and directly impact upon
the nation’s economy. Although often
unavoidable, such delays sometimes result in
frustration when customers receive little or no
information about the reason, or when they
are likely to be able to resume their journey.

Supporting the smooth flow of traffic
KPI: Network Availability: the percentage
of the SRN available to traffic.
Target: Maximise lane availability so that
it does not fall below 97% in any one
rolling year.
KPI: Incident Management: percentage
of motorway incidents cleared within one
hour.
Target: At least 85% of all motorway
incidents should be cleared within one
hour.
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Communicating with people when they are
using the network in a safe and effective way
is now heavily dependent on technology.
While recent years has seen a revolution in
the availability and accessibility of personal
information, the provision of information or
the means of transmitting it to those using the
network has been unable to keep pace.
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Improving availability and making
it more free flowing is essential to
effective operation of the network.
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WHAT WE WILL DO

Last year...
134

Handled 437,000
network incidents

full road closures

374

one lane closures

Improving our operations
To minimise cost and delay caused by
disruption we will consider how we can better
plan roadworks. This will depend on the type of
road, the demands of road users in a particular
area and the impact on local communities.
We will strike a balance between cost and
minimising disruption. By communicating
more effectively the purpose of roadworks,
our customers will better understand their
importance and the benefits that will arise.
We will keep customers more informed about
the work being undertaken and we will help
them make the right choices about their travel
arrangements to minimise the risk of delays.
We pro-actively provide high quality and timely
information which will mean people will know
how long their journey will take and be able
to make changes to select the best route if
circumstances change.
We will work with the private sector and
other transport operators to promote the
development of technology to increase the
number of vehicles that can access the network
and reduce the risks associated with driver
error on our high speed roads.

10,000

abandoned or broken
down vehicles removed

We will also develop new and more effective
ways to ensure there is less disruption to the
network by:
• Working closely with the Police and other
emergency services to get the road open
more quickly after incidents
• Using new technology and improve
training to remove stranded and
overturned vehicles
• Developing new control centre equipment
that will help our traffic officers manage
Smart Motorways, clear incidents more
quickly and deal with events more
efficiently
• Working with Driver and Vehicle
Standards Agency, Police and other
agencies to tackle unsafe or unroadworthy vehicles on the network.
It is also important that drivers behave in a way
that reduces the risk to others. We will highlight
the risks associated with the network and
the inherent dangers posed by inappropriate
behaviour. We will also encourage and instil a
culture across our workforce that fosters safety
related innovation, supports open and honest
reporting and values safety at the heart of good
performance.
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Today the Traffic Officer
Service:
Attend and clear over

7,000 incidents every
month.

Coordinate the

resources of the emergency
services.

Clean debris from the

carriageways.

Manage traffic to reduce

incident related congestion.

Keep you
informed through

electronic message signs and by
supplying information for local
travel reports.
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4. How we will do it

Planning for the Future
We will take a more strategic and
long-term approach to planning the
network and the business. Changing
the way we work will ensure we
make the right investment decisions,
at the right time to deliver our
activities in the most efficient and
effective way.
Route Strategies
In our first few months of operation, we will
publish route strategies for the entire network
setting out our delivery plans for the next five
years. These strategies will provide a clear
indication of our priorities for the longer-term.
They will help to inform the investment plans
of our public and private sector partners and
enable our stakeholders and suppliers to
engage with us with greater confidence.

This first set of strategies will add detail to
the Investment Plan outlined in the RIS and
will set a course for how we will deliver the
Government’s vision and the ambitions set out
within this document. The strategies will bring
forward solutions that not only unlock jobs
and housing, but also take positive action to
address many of the congestion, safety and
environmental challenges on the network.
We will continue to work closely with the Local
Enterprise Partnerships (LEPs) and other
local partners, and stakeholders to develop a
greater understanding of the challenges facing
the network and how best to address them.
We have worked collectively with our partners
to identify existing and future opportunities to
support sustainable growth and development
and to balance national priorities with local
needs and opportunities.
We will now reflect on the approach taken in
these first strategies and the intelligence we
have gathered. In particular, we will look at
how to secure even closer engagement with
stakeholders in acquiring evidence, assessing
priorities and agreeing potential solutions. We
will then refresh our route strategies by the end
of 2016-17 to help us produce our first SRN
‘Initial Report’ to the Secretary of State, which
will inform the development of the next RIS.

These strategies will provide a clear
indication of our priorities for the
longer-term.
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How WE WILL do it

Making Growth Happen
We are consulted annually on over 3,000
planning applications, a large number of
which have the potential to deliver jobs and
housing, and therefore contribute significantly
to national prosperity. We will continue to
perform this role in a way which maximises
the opportunity for growth while ensuring the
safe and effective function of the network.
We will also continue to engage in shaping
Local Plans, and contributing to the Strategic
Economic Plans of each LEP.
We will build on the good relationships we
have already established with all organisations
supporting local economic growth including,
LEPs, private developers and local authorities.
To further encourage economic growth on
and alongside the network, we will produce
in consultation with wider public and private
sector stakeholders our first Strategic Economic
Growth Plan. This plan will set out how we will:
• Better understand the economic
development landscape in which the
network will operate
• Actively target investment that will create
or safeguard jobs or support housing
growth
• Forge new and stronger partnerships to
unlock future growth
• Work to utilise the Growth and Housing
Fund in the RIS, and develop new ways
to pool public and private sector funding
streams to deliver work on the network

• Work with the freight and logistics sectors
and other frequent and extensive users
of the network to better understand
their needs and help them achieve their
business objectives
• Place greater emphasis on schemes that
deliver economic growth in the way we
assess investment priorities.

Forward thinking and Innovation
We will continue to lead the way in developing
innovative and forward thinking solutions to
challenges on the network. We will develop
the knowledge and capability to identify future
opportunities to exploit innovative technology.
This will enable us to build a strong evidence
based approach to inform our future plans.
We will develop and publish our Innovation
strategy by Spring 2016. The strategy will
address those challenges currently facing the
network, the business and our suppliers. It will
set out how we will:
• Stimulate new ideas and ways of working
notably including new construction
materials and processes, road user and
worker safety and environmental issues
such as air quality, noise and water quality
• Partner with key organisations including
Innovate UK and the Transport Systems
Catapult to bring forward innovative
solutions to the challenges facing the
network
• Learn from and share best practice with
other leading UK and overseas transport
infrastructure organisations
• Establish links with other relevant
sectors such as advanced materials and
nanotechnology, energy and low carbon
technologies and robotics and human
centred design.

We will forge new and stronger
partnerships to unlock future growth.
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We will also actively support the testing of
driverless vehicles on public roads, which
will commence in early 2015, and further
investigation and subsequent trialling of
cooperative vehicle technology such as heavy
goods vehicle platooning systems.

How WE WILL do it

Growing our Capability
Our people will play a key role in
delivering the additional capacity
and increased performance
requirements set out in the RIS.
Our ability to perform well, innovate
and continuously improve relies on
them.
Our leaders will articulate the organisational
vision and communicate a clear strategic
narrative to engage our people. Our people
will be clear about what is expected of
them and will be supported to delivering the
increased level of investment. To do this we
need to build our capability.
We currently employ more than 3,500 people
across the business. To deliver the additional
investment we need to increase this number
by 600 by early 2016. The majority of these
new roles will be in engineering, project and
programme management, and other technical
areas. Recruitment activity will be underpinned
by detailed workforce plans that will detail the
capability and skills required. This capacity
building will complement the building of
capability of our existing workforce.

We will build a high performing infrastructure
organisation with a service focused ethos that
places the needs of our customers as its prime
driver. In particular we will focus on developing
effective relationship management skills as we
recognise the importance of this in our ability to
deliver going forward.
We will empower our people to make informed
and balanced decisions. We will create an
environment where people feel able to take
pragmatic and proportionate risks without
compromising their safety, that of their
colleagues, road users or the communities we
serve. Safeguarding public money will always
be of paramount importance. Our approach
to meeting this challenge will focus in the
following key areas (next page).

We will empower our people to make
informed and balanced decisions.
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DEVELOP ORGANISATIONAL AGILITY

• Create organisational structures to drive efficiency and
empower decision making
• Drive collaboration through improved company-wide ways of
working
• Use cross functional teams to increase our capacity for
innovation
• Develop more streamlined processes to improve information
sharing
• Champion continuous improvement.
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BUILD WORKFORCE CAPABILITY

• Raise standards through
effective leadership and
management

• Drive individual contribution
and accountability through
performance management

Pace

• Build relationship
management skills to drive
delivery for our customers

Inte
gri
ty

High
Performing
Organisation

• Build and sustain our talent.

HOW WILL WE BE DIFFERENT

• More diverse and inclusive workforce
• Values and behaviours that will hold ourselves and others to
account
• Attract and reward those demonstrating the right behaviours
and skills
• Employee Proposition will differentiate us from our competitors
• Continue to support constructive relations with our workforce.
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How WE WILL do it

Building Stronger Relationships
As a new company we will build new
relationships, significantly change a number of
existing ones and strengthen many others.
In addition to establishing a more
independent relationship with Government,
we will develop stronger and more productive
relationships with both the Strategic Roads
Network Monitor and Transport Focus.
We will work more collaboratively with our
suppliers and bolster our relationship with the
great number of stakeholders and partners
we frequently engage.

This will mean:
• Agreeing with Government and the
Monitor the baseline for costs and
efficiency against which our five year
Delivery Plan will be measured
• Agreeing the data and reports that will
provide the information the Monitor needs
to provide assurance of our performance

Working with the Strategic Road Network
Monitor

• Focusing more resources on illustrating
the costs of what we do as well the
efficiencies we are achieve

We will establish a positive and cooperative
working relationship with the new Strategic
Road Network Monitor. We will ensure that they
understand our business, the industry that we
work in and our customers’ priorities. In turn we
will act on their feedback, advice and challenge
to improve the cost of the service that we
provide.

• Working with the Monitor and wider
industry to use the expertise both in this
country and elsewhere to improve the
knowledge and capability of an effective
performance and monitoring system.

We will provide the Monitor with the information
necessary to give confidence to Government
and customers about our progress in delivering
the requirements of the RIS. To achieve this we
will work closely with the Monitor to understand
the right balance between routine monitoring
and key performance reporting.

We will ensure that they understand
our business, the industry that we
work in and our customers’ priorities.
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How WE WILL do it

Transport Focus

Working with our Suppliers

Transport Focus (TF) has been established
to generate real insight into our customers’
priorities and provide a strong and
independent voice for their views on the
performance of the network and the company.
We will help them understand how we interact
with our customers and to share our plans for
the future. As with the Monitor we will develop
clear and effective methods of working to
understand what needs delivering over the
next five years.

The level of complexity and scale of the
investment challenge means we must
have access to the best people, skills and
equipment. The capacity and capability of
suppliers to respond will require a significantly
greater and more flexible approach to the way
we deliver.

The Performance Specification highlights the
importance of customer satisfaction and has
set a clear target against which we will be
measured. To achieve this we will work with
TF to:
• Improve our focus on customers to better
communicate what we will be doing, and
to actively build their views into our plans
• Develop a more effective measure of
customers’ views on our performance
• Build on and learn from other transport
sectors, so that their needs are more
effectively represented in the future.

Working with Government
Our existing relationship with Government
will fundamentally change. Under the terms
of our licence we will be required to deliver
the Investment Plan and the expected
level of service detailed in the Performance
Specification. This way of working will form the
basis of our new relationship with Government.
As a company, we will work with Government
as our shareholder to effectively manage
the transition process and establish lasting
partnership that delivers the requirements of
the Performance Specification.
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We will develop durable and more flexible ways
of working with our suppliers and partners
across all activities. We will share aims and
objectives, impart knowledge to ensure we
deliver the right solution at the right cost, and
incentivise performance. To do this we will:
• Build our capability and decision making
through better intelligence, more effective
use of tools and improved data
• Develop a more active approach to
planning, delivery and decision making
to manage smaller schemes, routine
maintenance and our larger programmes
• Integrate work more effectively to better
understand and control the impact of our
investment
• Develop a joint and collaborative
approach to delivering our largest and
most complex projects
• Take a more innovative approach
to delivery with earlier and stronger
collaboration
• Change the way we specify and package
our work to maximise productivity, and
minimise disruption to customers.
The recently commissioned Collaborative
Delivery Framework has appointed 26
companies to help deliver a modern network.
The framework is designed to incentivise and
reward close collaboration between designers,
contractors, and ourselves, to help us procure
in the most cost-effective way.

How WE WILL do it

Strengthen existing relationships
We will continue to engage with the partners,
organisations and other bodies with an interest
in the Strategic Road Network.
We will:
• Work proactively to engage enforcement
agencies to clear incidents more quickly
and effectively, remove dangerous and
illegal vehicles from the network and to
work in partnership to deliver the service
set out in the Performance Specification
• Consult with representatives of the freight
and road haulage sectors to assist future
network planning
• Share knowledge with Road Safety
Partnerships and other safety bodies to
ensure an informative and evidence led
approach to delivering a safer network.
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We will develop a joint approach
to delivering our largest and most
complex projects.
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How WE WILL do it

Efficient and Effective Delivery
Long-term funding certainty coupled with
increased flexibility will be central to our ability
to plan, prioritise and deliver in new ways.
This will be essential if we are to work with our
suppliers to meet the scale of challenge set out
in the RIS.

Managing our work
We will organise projects and schemes we
deliver into programmes and portfolios of
investment. We will complete our major and
minor works on the network in a way that
reduces the need to return for at least another
five years. This approach will ensure we
balance the costs and risks of delivering our
work with the cost and risks of disruption.
Aggregating programmes into significant
portfolios of work will deliver better results and
generate greater economic benefit from the
investment. This will enable us to start and
complete schemes earlier, deliver the benefits
in a more cost efficient way and establish
a viable and transparent pipeline of future
activity. This encourages a long-term, whole
life approach to asset management, fosters
innovation in the supply chain and promotes
regular reviews of the approach taken to inform
future plans.

We will organise projects and
schemes into programmes and
portfolios of investment.
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Programme delivery
We will structure our delivery programmes
around common areas such as particular
products, skills or objectives. This will generate
synergies during product development and
delivery and benefits including:
• Economies of scale and better value from
delivering larger and longer contracts
• Staged procurement of services rather
contracting on a standalone basis
• Capability to deploy people, plant, and
machinery more effectively
• Develop and integrate construction and
maintenance work to minimise the impact
on customers
• Manage risks across programmes of work  
rather than at a project or scheme level
• Reduce equipment failures through better
diagnosis and product design.
We will extend our efforts to deliver work and
to purchase materials at all levels of both our
current and potential suppliers. We will further
develop our engagement with the wider supply
chain through bulk purchasing arrangements.
This approach will combine demand across
the business. It will mean we are able to buy
products and services at a lower cost, driving
innovation and reducing waste across the
supply chain.

How WE WILL do it

We will deliver quicker, more efficiently and
right first time achieving substantial efficiency
savings at least £1.212bn across our
investment programme. In our Delivery Plan
we will set out more detail about how we will
deliver these substantial efficiency savings.

To join up our delivery programme and ensure
investment is directed where it is most needed,
we will implement an integrated portfolio
management approach by the end of 2015.
This function will provide:
• Decision support to select the right
programmes and projects

Achieving real efficiency

• Standards and processes to ensure
consistency of delivery

KPI: Cost savings: savings on capital
expenditure.

• Independent oversight, scrutiny and
challenge to ensure things are done right
first time

Target: Total savings of at least
£1.212bn over Road Period 1 on capital
expenditure.
KPI: Delivery Plan Progress: progress
of work, relative to forecasts set out in
the Delivery Plan, and annual updates to
that Plan, and expectations at the start of
Road Period 1.

• Assurance, coaching and mentoring to
build a competent workforce
• Better transparency, accountability and
decision making

Target: Meet or exceed forecasts.

• Effective identification and management
of risk.

M1

A1

1/2 m
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How WE WILL do it

Improving Customer Service
We will actively listen to all our customers.
We will actively seek their feedback, respond
positively to comments received and take
action where appropriate.

Improving user satisfaction
KPI: The percentage of National Road
Users’ Satisfaction Survey respondents
who are Very or Fairly Satisfied.

The Government has rightly set us a clear
target to achieve a 90% satisfaction score by
31 March 2017.

Target: Achieve a score of 90% by
31 March 2017 and then maintain or
improve it.

We will improve our service to customers
around our customer value proposition.

Our customer value proposition
encompasses 5 areas
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Build stronger
relationships with
customers and
communities

ps

Ensure our
customers
feel safe

nning
Pla

Modernise, maintain
and operate the
network for the
benefit of the country

Give customers
the information
to take control of
their journeys

How WE WILL do it

We will undertake and regularly update
our research programme to improve our
understanding of our customers’ needs, their
priorities, and perceptions about the service we
provide. This information will enable us to work
with Transport Focus to develop a new and
improved customer service measure by 2017.
We will create a customer panel through which
we will secure direct and timely feedback from
our customers. We will use this approach
to test products and services with a diverse
range of our customers to better align what
we do with their needs and to help shape and
determine our future investment priorities.
We will provide better quality, more available
and more easily accessible of information to
our customers. We will make full use of current
and emerging technology to deliver relevant
data and network information directly to our
customers and make it widely available for
others to use.

We will provide better quality, more
available and more easily accessible
of information to our customers.
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5. What this will deliver

Supporting Economic Growth
The Strategic Road Network plays a vital role
in helping to improve productivity and driving
economic growth. It can greatly increase
mobility so that people are able to access
better and more rewarding jobs. It can open up
new markets and suppliers, so that businesses
can compete more effectively at home and
abroad. It can create opportunity by opening up
land for development and break down barriers
between areas of affluence and economic
deprivation.
We have outlined ambitious plans to deliver a
modern, well maintained and operated network
that helps make growth happen. By 2020 our
customers will be using many more miles of
Smart Motorways, the first major A roads will be
transformed into high quality Expressways, and
work to address delays and some of the most
significant bottlenecks that constrain growth
and discourage business investment will be
well underway.

We will take a longer-term and more
efficient approach to repairing and
renewing the network.
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We will also take a longer-term and more
efficient approach to repairing and renewing
the network, keeping it available and clearing
incidents more quickly, all of which will
contribute to minimising delays resulting in less
disruption to business. Frequent and detailed
feedback from those regularly using the
network together with reflecting upon our data
will also help us better understand the links
between congestion and growth.
We recognise that in our role as managing
and operating the network will no longer be
enough if we are to support growth at national,
regional and local levels. As a company we will
proactively seek opportunities to deliver a more
free-flowing and better connected network
that matches the ambitions of our customers,
partners and that set out by Government in its
Road Investment Strategy.

what this WILL DELIVER

A Safe and Serviceable Network
Four million people use the network every day.
It is one of the most heavily used networks
anywhere in Europe. Even with this volume
of traffic our roads are among the safest
anywhere in the world. This plan sets out our
high level plans for building on this in order to
make the network even safer.

Better maintained road surfaces and
infrastructure will also contribute to making the
network safer. Our fully implemented asset
management principles will underpin a delivery
programme that maintains the road surface
in line with, or above those set out in the
Government’s performance specification.

The Government’s target to reduce the number
of people killed or seriously injured on the
network by 40% by 2020 is challenging, but
one we will work hard to deliver. The safety
of those using or working on the network is
paramount. No one should be harmed when
travelling or working on the strategic road
network.

Working alongside the Driver and Vehicle
Standards Agency, the Police and other
agencies will reduce the number of poorly
maintained vehicles on the network.
Improvements in vehicle technology will
further mitigate the risks of driver error. Our
work alongside manufacturers, enforcement
agencies and wider government will provide
the necessary platform for the wider application
of such technology. Designated funding will
actively encourage more innovation and use of
technology to aid road safety.

Our comprehensive and systematic approach
to safety will mean safer roads, safer vehicles
and safer people. Safety will continue to be at
the core of our work as we modernise, maintain
and operate our roads not only for drivers,
but also cyclists, pedestrians and other road
users. The introduction of Expressways, work
to upgrade junctions and removal of some of
the worst bottlenecks will all reduce the risk
of incidents, as will the ring fenced funding to
support wider safety initiatives, cycling and
network accessibility.

The up to date and more readily accessible
information we make widely available to our
customers will keep them better informed about
the inherent dangers of using the network.
It will help people make safe and informed
decisions in advance of and during their
journeys and encourage everyone to respect
other road users those who work on the road.
We will support courteous and compliant
drivers and efforts to reduce the levels of
anti-social behaviour through information and
ultimately enforcement. We will also work with
our partners to raise awareness and address
a range of issues which impair driving, such as
fatigue, distraction, alcohol and drugs.

The safety of those using or working
on the network is paramount.
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what this WILL DELIVER

Free Flowing Roads
The Government’s performance specification
sets out its ambition for a free flowing
network. They have set challenging targets to
maintain network availability and to clear the
majority of incidents within an hour, although
acknowledging that other factors including
the scale of investment and the role of other
partners will be an important factors these
targets being in achieved.
The level of work required should not be
underestimated. By 2020 we will be delivering
around three times the work currently carried
out on the network, so some impact on journey
times is inevitable. Minimising the impact of this
disruption on the economy, environment and
people’s everyday lives will be a major priority
for the new company.
Lane availability will not fall below 97% in
any given year, as where and how work will
be delivered is carefully planned to minimise
disruption. Existing and innovative ways will
keep customers better informed about when
work will be carried out, why it is necessary and
the benefits that will result once it is complete.
Feedback from customers and Transport Focus
will actively inform our work scheduling and
communications so that we are constantly
improving what we do.

At least 85% of motorway incidents
being cleared within one hour.
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Advances in technology will continue to reduce
the number and severity of incidents on the
network and enable them to be cleared more
quickly. Our Traffic Officer Service will work
even closer with the emergency services
and other partners to return the network to
full operation as quickly as possible after
incidents occur. At least 85% of motorway
incidents being cleared within one hour and
changes to the remainder of the network will
be challenging. However the introduction of
Expressways and the extensive programme of
junction improvements will result in smoother,
more reliable traffic flows on many of nonmotorway routes.
In this plan we have outlined the scale of
investment required over the next five years
and beyond to deliver a modern and well
maintained network. A network that is less
congested, where routine delays are more
infrequent, and where journeys are safer and
more reliable.

what this WILL DELIVER

Improved Environment
Road transport contributes significantly to
the nation’s greenhouse gas emissions.
Air quality, noise, biodiversity, the wider
landscape, flooding and water quality are all
environmental issues that are affected by the
network. Improvements in our approach to
design and construction, quieter road surfacing
and species protection have been widely
acknowledged as positive ways we have
reduced the impact of our work.
The Government recognises the challenge
of assessing the environmental impact of the
network. We will work with them, industry and
other stakeholders to develop better ways to
establish a meaningful way to measure the
better outcomes that need to be achieved.
However this plan clearly demonstrates our
commitment to working with partners to make
significant progress over the next five years.

Substantial low noise resurfacing and other
noise reduction measures will improve the
lives of thousands of people at more than 1150
locations on the network. Innovative solutions
will ensure wider air quality benefits are
delivered and areas immediately surrounding
the network will better managed, providing
better links to the natural habitat. Improved
water quality will be achieved by the installation
of more sustainable drainage systems and
the risk of flooding to communities who live
alongside the network will be reduced.
We will provide more detail about our
commitment to reduce the impact and longterm sustainability of our work in our Delivery
Plan and our Biodiversity Action Plan. The latter
will be published by June 2015.
The scale of investment and certainty of the
Government’s funding commitment to the
network means we can build on the significant
progress of recent years. We will continue to
ensure our activities do not adversely impact
the environment and in future will further
reduce the impact of our activities to ensure
a long term and sustainable benefit to the
environment and the communities we serve.

The Government recognises
the challenge of assessing the
environmental impact of the network.
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what this WILL DELIVER

Accessible and Integrated Network
The network connects many of our towns and
cities, enables long distance journeys which
often start and end on the local road network
and ensures people and goods are able to
access our key economic hubs including ports,
airports and freight distribution centres.
Many of our towns and cities have grown
in response to demographic changes. As a
consequence in certain locations, the network
itself, or the lack of it, has inadvertently
become a barrier to vehicles and other roads
users safely accessing local roads, or key
economic hubs.

The provision of further dedicated
funding will mean a more accessible
and easier network to navigate.
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The Government has reiterated its commitment
to promote greater transport choice by
encouraging walking and cycling and generally
more active lifestyles. It expects the network
to address barriers to the safe movement
of vulnerable users across and alongside
the network and prevent future ones from
occurring.
In addition to providing better integrated cycling
facilities and crossing points at over 200
locations on the network, better training and
development of our designers, engineers and
planners will increase the awareness of the
needs of cyclists and other vulnerable users.
The provision of further dedicated funding will
mean a more accessible and easier network to
navigate. Better integration between networks
including local roads, existing and emerging
rail links and ports and airports will also
benefit road users, businesses and the wider
communities located on or near the network.
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Appendix I – Funding Profile: 5 Year Budget/Plans
Spending Round 2013 (SR13) investment period (6 years)
Capital Expenditure

5 Year period (RIS 1 period)

£m

2015-16 2016-17 2017-18 2018-19 2019-20

5 Year
(RIS 1)

Part period
RIS 2

6 Year
Total

Total

2020-21

to 2020-2021

to 2019-2020

Total

Capital Expenditure
Modernise/Enhance
Enhancements
Major and smaller projects

1,049

1,086

1,494

1,774

2,215

7,618

3,099

10,717

Cycling, safety and
integration

175

75

250

Environment

225

75

300

Innovation

120

30

150

Air quality

75

25

100

Growth and housing

80

20

100

includes specific funding
for:

Sub-total

1,049

1,086

1,494

1,774

2,215

7,618

3,099

10,717

732

738

744

3,658

750

4,408

Maintain/Renew
Capital Renewals

718

726

Operate/Support
Plan/Operate/Support/
Protocols

TOTAL Capital
Expenditure

15

15

15

15

15

75

15

90

1,782

1,827

2,241

2,527

2,974

11,351

3,864

15,215

Spending Round 2013 (SR13) investment period (6 years)
Operating expenditure
(Resource)
£m

5 Year period (RIS 1 period)
2015-16 2016-17 2017-18 2018-19 2019-20

5 Year
(RIS 1)

Part period
RIS 2

6 Year
Total

Total

2020-21

2020-21

to 2019-2020

Resource
Maintain/Renew
Maintenance (and
renewals)

285

290

295

300

306

1,476

311

1,787

The Long term capital investment and maintenance and renewals projections shown are as announced in the Statement of Funds Available (SoFA) in the
RIS.
The Government has announced that funding of £742m will be available in 2015-16 for our planning, operating and support activities.
Capital expenditure: Improving and enhancing through investment.
Operating expenditure (resource): Operating and maintaining the existing network.
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Appendix II – Investment Mapping
The following section details the schemes that will be under construction during Road Period 1. We have
therefore not included any feasibility studies or schemes that will begin in Road Period 2. Finally, we haven’t
included schemes that will be funded through other sources other than Highways England.
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North West
Scheme Name

Scheme Description

1

A556: Knutsford: Replacement of the A556 between the M56 and the M6 with
A556 Knutsford to Bowdon grade separated dual carriageway, including a bypass around Mere, improving a
road that serves as the main southern access to Manchester.

2

A585 Windy Harbour Skippool

3

A5036: Princess Way: Comprehensive upgrade to improve access to the Port of
A5036 Princess Way Liverpool to much better access along the A5036 link; this is a central element
Access to Port of Liverpool
of the Liverpool Local Growth Deal.

4

M6 Junction 22 upgrade

M6 J22: Upgrading the M6 J22 by providing additional capacity; extending and
signalising the current gyratory and provision of new facilities for Vulnerable
Road Users.

5

M56 new Junction 11a

M56: New J11a: Provision of a new junction to serve Preston; this will provide a
new link to the Mersey Gateway Bridge and support the Daresbury Enterprise
Zone.

6

M6 Junction 19
Improvements

Upgrades to the M6 at J19, to help the movement of traffic from the upgraded
A556 to the new section of Smart Motorway from Cheshire to Stoke.

7

M55 Junction 2

Addition of the 'missing' J2 to the M55, to connect to the Lancashire CCdelivered Preston Western Distributor Road.

A585: Windy Harbour to Skippool: New bypass of two congested junctions on
the A585(T) at Fleetwood north of the M55; this will reduce the impact of traffic
on two villages and remove a major bottleneck on the main road to Fleetwood.
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North East
Scheme Name

Scheme Description

1

A1 Coal House to Metro
Centre

A1: J67 (Coal House) to J71 (Metro Centre): Increasing lane capacity from two
to three lanes in each direction within the highway boundary; creating parallel
link roads between the Lobley Hill and Gateshead Quay junctions.

2

A1 Leeming to Barton

A1: J51 (Leeming) to J56 (Barton): Upgrading to three lane motorway standard
completing the remaining non-motorway section on the strategic M1/A1(M)
route between London and Newcastle.

A19 Coast Road

A19: (A1058 junction): Upgrading the existing grade separated roundabout to a
three level interchange to increase capacity and improve safety; together with
the A19 Testos, raises the A19 to Expressway standard from Yorkshire to north
of Newcastle.

4

A19 Testos

A19: Junction with the A184: A grade separated junction providing free flowing
access to the southern side of the Tyne Tunnel; together with the A19 Coast
Road scheme this will raise the A19 to Expressway standard from Yorkshire to
the north of Newcastle.

5

A63 Castle Street

A63: Castle Street Hull: Grade separation of the A1079 Mytongate Junction in
Hull to reduce congestion and improve safety; improvements to the surrounding
roads including new pedestrian and cycle access across the A63.

6

A160/A180 Immingham

A160/A180: Port of Immingham: Improvements to the junction between the
A160 and A180 near Immingham plus a full dual carriageway link from the A180
to the Port of Immingham.

7

A19 Down Hill Lane
junction improvement

A19: Junction with the A1290: Provision of a replacement junction at Downhill
Lane to improve capacity and unlock development near the Nissan Factory,
including the proposed International Advanced Manufacturing Park.

8

A19 Norton to Wynyard

A19: Norton to Wynyard: Widening the Billingham Bypass to daul three lanes;
replacing the concrete surface with low-noise surfacing.

9

A1 and A19 technology
enhancements

A1(M) and A19: New technology at motorway standard; includes detection
loops, CCTV cameras and variable message signs to provide better information
for drivers and active traffic management across Tyne and Wea.

10

M1 Junction 45
improvement

Improvements to J45 to allow increased capacity, and to support the nearby Aire
Valley enterprise zone.

11

M62/M606 Chain Bar

M62: J26 (M606 Chain Bar): Provision of a slip road to provide a direct link from
the M62 westbound to the M606 northbound; reduces congestion from the main
part of the existing junction.

12

M621 Junctions 1-7
improvements

Junction enhancements and localised widening of sections of the M621 in
central Leeds.

3
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East
Scheme Name

Scheme Description

A14 Cambridge to
Huntingdon

A14 J20 (Ellington) to J33 (Milton): Major upgrade between the A1 and A10 at
Milton, widening to dual three lanes, creating a bypass for Huntingdon and new
distributor roads for local traffic and remodelling key junctions.

2

A5-M1 Link Road

New junction 11a on the M1 near Luton/Dunstable, plus a new road to link to
the nearby A5. This effectively acts as a bypass for Dunstable, where the A5
currently goes through the town centre. The scheme supports a large housing
development at Houghton Regis.

3

A428 Black Cat to Caxton
Gibbet

A428: Dualling of remaining single carriageway section between Caxton Gibbet
west of Cambridge and the M1, including a grade separated junction at the A1
Black Cat roundabout.

4

M11 Junctions 8 to 14 technology upgrade

M11: J8 (Stansted Airport) to J14 (Cambridge - Girton Interchange): Technology
improvements, including emergency roadside telephones, signals on slip roads,
Motorway Incident Detection and Automatic Signalling, variable message signs,
CCTV cameras and gantries; work to take place in three phases.

5

A12 Chelmsford to A120
widening

A12: J19 (Chelmsford north) to J25 (A120 interchange): Widening to provide
three lanes of capacity between Chelmsford and Colchester, improving safety
and reducing congestion.

6

A12 whole-route
technology upgrade

A12: M25 J28 and Ipswich: Traffic management technology improvements
along the whole route, including detection loops, CCTV cameras and
Variable Message signs to allow better information to drivers and active traffic
management of traffic on the route.

7

M11 Junction 7 junction
upgrade

Extra capacity on J7 near Harlow through significant upgrades and more
technology.

1
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Midlands
Scheme Name

Scheme Description

1

A453 Widening

A453: Upgrading between Nottingham and the M1 replacing rural sections with
dual carriageway and widening urban sections to two lanes in each direction;
improving junctions along the route.

2

A14 Kettering bypass
widening

A14: J7-9 at Kettering: Widening to dual three lane.

3

M1 Junction 19
improvement

M1: J19: Reconstruction of the Catthorpe Interchange to provide free flowing
movement between the A14 and M6, the A14 and M1, and the M6 and M1.

4

A45-A46 Tollbar End

A45-A46: Replacement of the Tollbar End roundabout with a grade separated
junction, plus associated improvements to the adjacent sections of the A46 and
A45.

5

A50 Uttoxeter

A50 Uttoxeter: Replacement of two roundabouts on the A50 at Uttoxeter in
Staffordshire with grade separated junctions.
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Midlands continued
Scheme Name

Scheme Description

A52 Nottingham junctions

A52: Nottingham: Package of measures to improve junctions along the A52,
including signalisation and junction reconstruction.

7

A500 Etruria widening

A500: Etruria: Widening the A500 between Wolstanton and Porthill near the
Etruria Valley development north of Stoke-on-Trent; this complements measures
on the local road network funded under the Stoke-on-Trent and Staffordshire
Growth Deal.

8

M6 Junction 10
improvement

M6: J10 (Walsall): Providing additional capacity at the junction, including the
replacement of both bridges allowing the widening of the roundabout to four
lanes as part of the Black Country Local Growth Deal.

9

A5 Dodwells to Longshoot A5: Hinckley: Widening of the section of A5 near Hinckley to dual carriageway
widening
where it carries traffic for both the A5 and A47.

10

M42 Junction 6

M42: J6 (Birmingham Airport): Upgrading the junction to allow for better
movement of traffic on and off the A45, supporting access to the airport and
preparing capacity for the new HS2 station.

11

A46 Coventry junction
upgrades

A46: Coventry junction upgrades: Upgrading the roundabouts at Binley and
Walsgrove to provide grade separated junctions on the A46; upgrading the
trunk road sections of the A45/A46 between the M6 and M40 to Expressway
standard.

12

A45/A6 Chowns Mill
junction improvement

A45/A6 Chowns Mill, Higham Ferrers: Improvements, including segregated
lanes, signalisation and construction of some additional carriageways at the
A45/A6 junction at Higham Ferrers in Northamptonshire.

13

M5 Junctions 5, 6 and 7
junction upgrades

M5: J5 (Droitwich north) to J7 (Worcester south): Significant expansion to J6
near Worcester with improvements to approach roads and additional measures
to improve capacity on J5 and J7.

14

A43 Abthorpe Junction

A43: Abthorpe Junction, Towcester: Providing additional capacity at the A43
Abthorpe Junction (see also A5/A43 Towcester Relief Road).

15

M54 to M6/M6 Toll link
road

M54 to M6/M6 Toll: Adding north facing access between the M54 and the M6
and M6 Toll between J10a and J11.

16

A14 Junction 10a

A14: A new grade separated J10a east of Kettering, along with closure of
east facing slip roads at J10, to support the East Kettering Sustainable Urban
Extension.

17

A5 Towcester Relief Road

A5/A43: Towcester: Measures to improve the A43 and A5 as part of the
Towcester southern extension and a new link road to the south of the town,
allowing traffic to bypass central Towcester (see also A43 Abthorpe junction).

18

A38 Derby Junctions

A38 Derby: Replacement of three roundabouts to provide grade separated
interchanges, raising the A38 in the East Midlands to Expressway standard and
removing the conflict between local and long distance traffic.

19

M1 Junctions 24 and 24a

Developer-funded upgrade to the M1 to link J24A and J24, with a direct link from
the A50 to the southbound M1 for the first time.

6
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South West
Scheme Name

Scheme Description

1

A30 Temple to Higher
Carblake

A30: Temple to Higher Carblake: Upgrading the A30 to dual carriageway,
replacing the current single carriageway north of Bodmin and connecting the
existing high quality dual carriageway.

2

M49 Avonmouth Junction

M49: New junction to provide strategic access to Severnside and Avonmouth;
this will support the Enterprise Zone and local growth in the Bristol area.

3

M5 Bridgwater Junctions

M5: J23 (A39 interchange): Upgrading of the junction to provide better access to
Hinkley Point and Huntspill Energy Park.

4

A30 Chiverton to Carland
Cross

A30: Chiverton to Carland Cross: Upgrading the A30 to dual carriageway north
of Truro, linking existing dual carriageways around Bodmin with the Redruth
Bypass; coupled with the Temple to High Carblake scheme with will improve the
A30 to Expressway standard between Camborne and the M5.
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South East
Scheme Name

Scheme Description

1

M25 Junction 30

M2:5 J30 (A13): Comprehensive expansion of the junction including free-flowing
links from the southbound M25 to the eastbound A13. The scheme improves
access to ports in the Thames Estuary.

2

A21: Tonbridge to Pembury: Dualling of the A21 between Tonbridge and
Pembury, linking existing high quality dual carriageway north of Tonbridge with
A21 Tonbridge to Pembury
existing dual carriageway to the south and providing a grade separated junction
at Longfield Road.

3

A34 Technology
enhancements

A34: M4 (J13) to M40 (J9): Technology improvements, including detection loops,
CCTV cameras and other driver information systems.

4

M25 Junction 25
improvement

M25: J25 (Cheshunt): Junction improvements to provide widening, signals and
free flow left turn.
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South East continued
Scheme Name

Scheme Description

5

M25 Junction 28
improvement

M25: J28 (Brentwood): Upgrading the interchange with the A12 to provide
dedicated left turn lanes and improvement of the gyratory system.

6

M4 Heathrow slip road

M4: J4 and J4a (access to Heathrow Airport): Improved access to Heathrow
Airport through improved pinch point signing and signals; underpass for nonmotorised users and local environmental mitigation.

7

M2 Junction 5
improvements

M2: J5 (A249): Additional capacity at the junction through improvements to slip
roads and enhanced approaches to the junction.

8

M25 Junction 10/A3
Wisley interchange

M25: J10 (A3 Wisley): Improvement of the interchange to allow free-flowing
movement in all directions, together with improvements to the neighbouring
Painshill interchange on the A3 to improve safety and reduce congestion.

9

M3 Junction 9
improvement

M3: J9 (A34): Comprehensive package of improvements, to include new links
and widening and remodelling of J9 to allow more free flowing connections and
reduce congestion.

10

M3 Junction 10-11
improved sliproads

M3 J10-11 (Winchester south): Improvements for merging traffic to include
technology, widening and lane realignment; lane gain and lane drop will smooth
flow of traffic onto the M3 and assist flow to Southampton Port.

11

M3 Junctions 12-14
improved sliproads

M3: J14 (M27 interchange) to J12 (Eastleigh) northbound: Carriageway widening
and junction reconfiguration to improve capacity through the junction.

12

M27 Southampton
Junctions

M27: J5 (Southampton Airport) to J8 (A3024): Widening and signalisation of slip
roads and access routes to J8, and replacement of rail bridges in Southampton
(on local road network) to reduce pressure on the motorway.

13

M271/A35 Redbridge
roundabout upgrade

M271/A35: Junction improvements to provide a dedicated left turn lane for traffic
leaving the M271 for Southampton Port and free flow traffic from the Port onto
the M271 (a 'hamburger' roundabout).

14

A31 Ringwood

A31: Ringwood: Widening to three lanes and junction improvements providing
more capacity for local traffic; adjustments to nearby road network to provide
improvements for pedestrians; addresses safety and congestion issues.

15

A34 Oxford Junctions

A34: Oxford: Improvements at Peartree and Botley interchanges.

16

A2 Bean and Ebbsfleet
Junctions

A2: Bean and Ebbsfleet Junctions: Improvements to the junctions on the A2 near
Bluewater to enable major developments in the vicinity of Ebbsfleet.

17

M20 Junction 10a

M20: J10a (Ashford): New junction to support major development to the south
east of Ashford.

18

A27 Chichester
improvement

A27 Chichester Bypass: Upgrading the four junctions on the Chichester Bypass.

19

A20 Access to Dover

A20: Access to Dover: Local improvements to improve access to the Port of
Dover from the M20; includes redesigning two junctions to provide free flow
journeys for lorries resulting in improvements to safety and air quality.

20

M27 Junction 10

Developer-funded improvements to M27 J10, providing access both east and
west in place of the current junction layout. Helps significant housing growth
around Fareham.
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Smart Motorways
Smart Motorway Scheme Smart Motorway Description
1

M1 Junctions 32-35A

M1: J32 (M18 interchange) to J35a (A616): Upgrading to Smart Motorway
including hard shoulder running.

2

M1 Junctions 39-42

M1: J39 (Denby Dale) to J42 (M62 interchange): Upgrading to Smart Motorway
including hard shoulder running.

3

M62 Junctions 20-25

Smart Motorways across the Pennines, from Rochdale to Brighouse. Links
two existing Smart Motorway sections to create a continuous smart route from
Leeds to Manchester.

4

M60 Junction 8 to M62
Junction 20: Smart
Motorway

M60: J8 to M62 J20: Upgrading to Smart Motorway between J8 and J18 on the
M60, plus Smart Motorways with all lane running on the M62 from J18-20.

5

M6 Junctions 21A-26

M6: J21a (M62 Croft interchange) to J26 (Wigan): Upgrading to Smart Motorway
including hard shoulder running; this links to the Smart Motorway scheme on the
M62 J10-12 to the east.

6

M62 Junctions 10-12

M62: J10 (M6 Croft interchange) and J12 (M60 Winton interchange): Upgrading
to Smart Motorway including hard shoulder running; this links with the M60
Smart Motorway schemes to the east and M6 schemes to the west.

7

M60 Junctions 24-27 and
J1-4

M60: J24 (M67 Denton interchange) to J27 (A560) and J1 (Stockport) to J4
(M56): Upgrading the south eastern quadrant of the M60 to Smart Motorway
including hard shoulder running on the contiguous section from J24 to J4.

8

M56 Junctions 6-8

M56: J6 (Manchester Airport) to J8 (A556): Upgrading to Smart Motorway
including hard shoulder running; together with improvements to the A556, M6
J19 and M6 Smart Motorway this forms part of a comprehensive upgrade to
Manchester's southern access.

9

M6 Junctions 16-19

M6: J16 (A500) to J19 (A556): Upgrading to Smart Motorway including hard
shoulder running; along with other improvements to the M6 and M1 this forms
the top end of the "smart spine" linking London and the north west.

10

M53 Junctions 5-11

M53: J(A41) to J11 (M56 Stoak interchange): Upgrading to Smart Motorway
including hard shoulder running.

11

M1 Junctions 28-31

M1: J28 (Mansfield) to J32 (Sheffield): Upgrading to Smart Motorway including
hard shoulder running; together with existing improvements to the south, this
creates a Smart Motorway link between Derby, Nottingham and Sheffield.

12

M6 Junctions 10a-13

M6: J10a (M54) to J13 (Stafford): Upgrading to Smart Motorway including hard
shoulder running.

M1 Junctions 13-19

M1: J13 (Milton Keynes south) to J19 (Catthorpe Interchange with M6/A14):
Upgrading to Smart Motorway, including hard shoulder running; along with other
improvements this is an important part of the "smart spine" linking London and
the north west.

13

M1: J24 (A453, East Midlands Airport ) and J25 (A52 between Nottingham and
Derby): Upgrading to Smart Motorway, including hard shoulder running.
14

M1 Junctions 23a-25

15

M6 Junctions 13-15

M1: J23a (A42) to J24 (A453, East Midlands Airport ): Upgrading to Smart
Motorway including hard shoulder running, to link with previously announced
Smart Motorway scheme on the M1 J24 to J25.
M6: J13 (Stafford south) to J15 (Stoke south): Upgrading to Smart Motorway
including hard shoulder running. Along with other improvements, this is an
important link in the "smart spine" linking London and the north west.
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Smart Motorways continued
Smart Motorway Scheme Smart Motorway Description
16

M6 Junctions 2-4

M6: J2 (M69 interchange) to J4 (M42 interchange): Upgrading to Smart
Motorway including hard shoulder running. Along with other improvements this
is part of the "smart spine" linking London and the north west.

17

M5 Junctions 4a-6

M5: J4a (M42 interchange) to J6 (Worcester): Upgrading to Smart Motorway
including hard shoulder running.

18

M40/M42 interchange
Smart Motorways

M40/M42 interchange: Upgrading to Smart Motorway from J16 of the M40 and
from J3 to J3a of the M42 including the introduction of all-lane running to the
existing Smart Motorway section between J3 and J3a of the M42.

19

A1(M): J6 (Welwyn north) to J8 (Hitchin): Upgrading to Smart Motorway
A1(M) Junctions 6-8 Smart
including widening of two lane section to dual three lane and hard shoulder
Motorway
running.

20

M3 Junctions 2-4a

M3: J2 (M25 interchange) to J4a (A327 Farnborough): Upgrading the M3 to
Smart Motorway including hard shoulder running.

21

M4 Junctions 3-12

M4: J3 (Uxbridge) to J12 (Reading west): Upgrading to Smart Motorway, linking
Reading to Heathrow.

22

M20 Junctions 3-5

M20: J3 (M26 interchange) to J5 (Maidstone): Upgrading to Smart Motorway
including hard shoulder running.

23

M23 Junctions 8-10

M23: J8 (M25 interchange) to J10 (Crawley): Upgrading to Smart Motorway,
improving connections to Gatwick Airport.

24

M3 Junctions 9-14

M3: J9 (Winchester/A34 interchange) to J14 (M27 interchange): Upgrading to
Smart Motorway, linking with the Smart Motorway scheme on the M27.

25

M27 Junctions 4-11

M27: J4 (M3 interchange) to J11 (Fareham): Upgrading to Smart Motorway,
linking with the Smart Motorway scheme on the M3.

M25 Junctions 10-16

M25: J10 (A3) to J16 (M40 interchange): Upgrading Smart Motorway and
substantial widening of J11 (Chertsey); this provides for four lane running
through junctions on the M25 between J10 and J16 leading to five lane Smart
Motorway.

26

52

53

...Better journeys on better roads
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NB: This is an interim version of the Plan. Subject to any further minor
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referencing) the text will remain unchanged - however it is due to be formally laid
out in due course.
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LIST OF KEY ABBREVIATIONS
Abbreviation Full Term
AAP
Area Action Plan
AHEVA
Affordable Housing Economic Viability Assessment
AMR
Annual Monitoring Report
CASM
Coventry Area Strategic Model
CCG
Clinical Commissioning Group
CIL
Community Infrastructure Levy
CHP
Combined Heat and Power
CWLEP
Coventry and Warwickshire Local Enterprise Partnership
DCLG
Department for Communities and Local Government
DEFRA
Department of the Environment, Food and Rural Affairs
DtC
Duty to Cooperate
EFW
Energy From Waste
HCA
Homes and Communities Agency
HIA
Health Impact Assessment
HMA
Housing Market Assessment
HRA
Habitats Regulations Assessment
ICNIRP
International Commission on Non-Ionizing Radiation Protection
IDP
Infrastructure Delivery Plan
LAA
Local Aggregate Agreement
LDO
Local Development Order
LGS
Local Green Space
LLFA
Lead Local Flood Authority
LNP
Local Nature Partnership
LNR
Local Nature Reserve
LPA
Local Planning Authority
LWS
Local Wildlife Site
MRF
Materials Recycling Facility
MoU
Memorandum of Understanding
MSA
Mineral Safeguarding Area
MSW
Municipal Solid Waste
NPPF
National Planning Policy Framework
NPPG
National Planning Practice Guidance
OAN
Objectively Assessed Need
ONS
Office of National Statistics
PHE
Public Health England
PSN
Public Service Network
SA / SEA
Sustainability Assessment / Strategic Environmental Assessment
SCI
Statement of Community Involvement
SEP
Strategic Economic Plan
SHLAA
Strategic Housing Land Availability Assessment
SHMA
Strategic Housing Market Assessment
SPD
Supplementary Planning Document
STW
Severn Trent Water
SUDS
Sustainable Drainage Systems
WCML
West Coast Main Line
WFD
Water Framework Directive
WWTW
Waste Water Treatment Works
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Introduction
This Local Plan sets out Coventry’s blueprint and vision to help re-establish
itself as one of the country’s top 10 cities, enhance its position at the centre of
the Coventry and Warwickshire Sub-region and contribute towards the West
Midlands engine for growth.
The Office for National Statistics recognises Coventry as the fastest growing
city outside of Greater London, with job creation continuing to grow and the
city’s two universities thriving. This growth builds upon decades of economic
reinvention and diversification, with the city now home to Jaguar Land Rovers
global headquarters as well as key head offices for Peugeot, Severn Trent
and RICs.
This Plan embraces this growth and identifies land for new homes, new jobs
and new retail and community uses. For the first time in over 50 years the
Council is planning proactively for the removal of land from the city’s Green
Belt to help facilitate growth and development as well as creating high quality
urban and natural environments for those wishing to live and work in
Coventry. This includes two significant urban extensions to the north and west
of the city.
This growth will also be supported by new, high quality infrastructure to
combat congestion and transport issues, provide new high quality public
green spaces, continue to invest in the city’s ever-improving education system
and enhance the health facilities and opportunities required to support all
aspects of the city’s population. Coventry is also a Gigabyte City and classed
as a ‘living lab’ meaning it is continuing to support investment in its IT facilities
and broadband connectivity as well as hosting a range of new and innovative
technologies such as driverless cars.
Alongside this Local Plan, the Council will also bring forward a targeted Action
Plan for its city centre, to recognise its importance as a focal point and
gateway to the city. Together the plans will bring forward exciting regeneration
proposals for significant new offices, retail floor space and city centre living,
with the growth of the city centre being driven forward to support the wider
prosperity of the city as a whole.
The Plan also offers a fantastic opportunity to exploit Coventry’s historic
assets, rich 20th century heritage and showpiece innovative 21st century
buildings and new city centre public realm.
In addition the Council recognises that to achieve its aims and ambitions it
must continue to work closely with its neighbouring authorities. Not only does
this reflect the city’s tight boundaries and constrained opportunities to grow
within them, but also the opportunities for joint working, shared provisions of
services and infrastructure and the management of strategic issues such as
the long term preservation of the Meriden Gap. It also allows for the city to
maximise the benefits and connectivity to the proposed HS2 interchange and
supporting development at UK Central as well as continued job creation at
Ansty Park, Ryton, ProLogis Keresley, University of Warwick and the planned
4

Coventry and Warwick Gateway (including the JLR proposals at Whitley
South).
Purpose and role of the Draft Local Plan
The Council has a statutory duty to prepare, monitor and review a
Development Plan for Coventry. In accordance with national guidance and
regulations a development plan can be made up of a range of documents.
This document is Coventry City Council’s Draft Local Plan. This is the
foundation and most important component of the wider Development Plan
which will also include:
 An Area Action Plan for the City Centre;
 A Community Infrastructure Levy Charging Schedule; and
 A suite of supporting Supplementary Planning Documents.
The Local Plan has been prepared under the Planning and Compulsory
Purchase Act (2004) and the Town and Country Planning Regulations (2012).
The Council’s policies and proposals identified within this Local Plan are
intended to support the delivery of the Council’s Corporate Plan (The Council
Plan) and the development of the city through to 2031. This will support its
overarching aim of becoming a top 10 city again. As such, the purpose of the
Local Plan is to set out the long-term spatial vision for how the city will grow,
develop and change and how this vision will be delivered through a strategy
for promoting, distributing and delivering sustainable development. The aims
of the Council’s Strategic Plan and how this Local Plan supports them is
clearly set out below.
The Plan contains policies, designations and allocations which will be used to
shape development and to determine planning applications.
Background - How the Plan has been developed?
Since 2004, the Council has undertaken a range of consultation exercises on
various stages of developing its Local Plan (and the Core Strategy as it was
previously known). These consultations have considered all aspects of
planning policy, although the fundamental focus has always been around the
level of growth and how that growth is delivered. The development of the Plan
has incurred numerous delays due largely to no fault of the Council. Changing
national guidance and the removal of Regional Strategies have all added
significant delays to the process.
The previous Coventry Development Plan was adopted in 2001, with the
Regional Strategy adopted in 2004. In response to the Regional Strategy
update and move towards new Regional Spatial Strategies and Local
Development Frameworks, Coventry City Council started work on its first Core
Strategy document in 2004 with the first consultation in 2007. The table below
sets out the range of engagement activity that supported the development of
this Plan.
Table 1: Key Dates and Engagement Events
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Key Dates
2001
2004
July 2007
November 2008
March - June 2009
June - November 2009
November 2009 - May 2010
July 2010
September 2011
March 2012
July – October 2012
December 2012 - February
2013
March 2013
September 2014
January 2016
March 2017

Key Engagement Events
Current Coventry Development Plan Adopted
Work Begins on new Coventry Core Strategy
Core Strategy: The Options
Emerging Core Strategy - Preferred Option
Core Strategy Submission Draft
Regional Plan Examination and Panel Report
Core Strategy Examination and Inspectors
Report
2009 Core Strategy W ithdrawn
New Proposed Core Strategy
Housing Numbers Consultation
Proposed Submission Core Strategy
Core Strategy Examination and Inspector’s
Conclusion
2012 Core Strategy W ithdrawn
New Local Plan – Delivering Sustainable
Growth
New Local Plan - Submission Draft
New Local Plan – Proposed Modifications

This shows that the Council have undertaken numerous consultation
exercises in recent years, which have all provided an invaluable library of
evidence, views and commentary which have helped support the
development of this new Local Plan. All community and stakeholder
engagement has been undertaken in accordance with the Council's adopted
Statement of Community Involvement (SCI).
The Local Plan is also supported by a Sustainability Appraisal and Strategic
Environmental Assessment (SA/SEA), a Habitat Regulations Assessment
(HRA) and Health Impact Assessment (HIA).
In addition to public and stakeholder engagement the Local Plan has been
founded on a wide range of supporting evidence documents, which have
identified a host of local needs and issues that this Plan will help to meet and
overcome. In addition however they have also supported the identification of a
host of opportunities and aspirations which are also addressed and supported
through this Plan. The full evidence underpinning this Plan’s policies and
proposals are set out on the Council’s website and summarised alongside
policies within this plan.
The abolition of the regional planning tier is of particular importance, meaning
Local Planning Authorities (LPA) are no longer guided by Regional Spatial
Strategies when establishing their housing requirement, but are able to
identify their own housing needs for their housing market area. This must
however be considered jointly with neighbouring authorities where market
areas cross council boundaries. In responding to the Council’s draft Core
Strategy in 2013, the Inspector’s commentary was clear that the Coventry
Housing Market Area (HMA) covered much of Warwickshire, with a particular
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focus on the Local Authority areas of Warwick, Rugby and Nuneaton and
Bedworth. As such, the housing needs of the HMA have been established
through a range of research largely completed by the 6 Local Planning
Authorities and GL Hearn planning consultants between 2013 and 2016.
National Guidance
The National Planning Policy Framework (NPPF) was published in May 2012
and replaced all existing Planning Policy Statements and Guidance (PPS and
PPG). The new National Planning Practice Guidance (NPPG) was then
published in March 2014 and has replaced the vast majority of supporting
guidance documents and notes.
The Localism Act (2011) introduced regulations that encourage a movement
away from Local Development Frameworks and Core Strategies, back
towards a Local Plan type document. In simple terms this means planning
policy can be focused towards a single document covering all high level policy
and site allocations instead of a range of documents covering different topic
areas. As such, the NPPF refers to the development of Local Plans and is
clear that any additional documents should only be used where clearly
justified. It is for this reason that the Council is rebranding this document as
the Local Plan instead of a Core Strategy. As set out above however, there
will be some additional documents produced to support the delivery of more
focused and detailed areas of planning policy.
Paragraph 150 of the NPPF states that “Local Plans are key to delivering
sustainable development that reflects the vision and aspirations of local
communities”. They “must be prepared with the objective of contributing to the
achievement of sustainable development” and include a “presumption in
favour of sustainable development”. Where appropriate the development of
plans and evidence must be considered jointly with neighbouring authorities
and key stakeholders. This is part of the Duty to Cooperate.
The NPPF is also clear that the Local Plan must be proactive in delivering the
city’s Objectively Assessed Needs for market and affordable housing, as well
as the identified need for town centre uses and employment land. In doing so
it must also have full regard to relevant market and economic signals through
the development of a robust evidence base and subsequent policies.
The Local Plan must also ensure the natural and historic environments are
protected with the plan defining the extent of the city’s Green Belt.
The Duty to Cooperate
Satisfying the Council’s responsibilities through the Duty to Cooperate is vital
to the delivery of an acceptable Local Plan. The Council must ensure it
engages with its neighbours and key stakeholders in an active, constructive,
effective and on-going basis on a range of strategic policy issues, including,
housing, employment, environmental considerations and infrastructure.
Indeed, successful working under the Duty to Cooperate will be vital to
ensuring the city can achieve its aims of becoming a top 10 city again and
meeting its development needs.
7

The Council has managed key elements of the Duty to Cooperate through
joint working, evidence gathering and information sharing alongside its
neighbouring authorities, the Local Enterprise Partnership (LEP), the Local
Nature Partnership (LNP) and other key stakeholders. Such work has
included:
 Joint Strategic Housing Market Assessment (SHMA) (2013 - 2016);
 Agreed Memorandum of Understanding across Coventry and
Warwickshire relating to housing requirements and employment land
(2015 and 2016);
 Joint Green Belt Review (2009 and 2015);
 Strategic Flood Risk Assessment for Coventry (2015);
 Coventry Water Cycle Study (2015);
 Assessment of Employment Land Requirements for Coventry and
Warwickshire (2014 and 2015);
 West Midlands Strategic Employment Land need assessment (2015);
 Local Aggregates Assessment for the West Midlands Metropolitan
Authorities (2015);
 Duty to Cooperate meetings for Coventry, Solihull, Hinckley and Bosworth
and the Warwickshire authorities (on-going);
 Duty to Cooperate meetings for West Midland Metropolitan Authorities (ongoing);
 Quarterly meetings of the West Midlands Planning Officers Group (ongoing);
 Establishment of a Coventry and Warwickshire and South East
Leicestershire Joint Committee for council leaders and the LEP;
 Acceptance of City Deal and Submission of the Strategic Economic Plan
(SEP) for Coventry and Warwickshire and Hinckley and Bosworth;
 Establishment of Coventry and Warwickshire Co-ordinated Monitoring
Group;
 Coventry and Warwickshire Ecology and Biodiversity forum;
 West Midlands Resource Technical Advisory Body to respond to strategic
waste issues;
 West Midlands Transport Officers Group;
 Establishment of the West Midlands Combined Authority; and
 1:1 Authority engagement over strategic issues.
The Council’s continued commitment to joint working and active and
constructive co-operation to help ensure the successful delivery of the Local
Plan is set out in Policy DS2.
Issues and Opportunities
Through the development of the Council’s new Local Plan a range of key
issues, risks, strengths and benefits have been identified. These have been
developed and considered through a range of evidence and consultation
responses. The Local Plan therefore provides a suite of policies that seek to
build upon these strengths and opportunities whilst combating the risks and
issues.
Issues and Risks
Substantial projected population

Strengths and Opportunities
Strong working relationships with
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growth
Aging population
Constrained city boundaries which
restrict the city’s growth options
A skewed housing offer with a
concentration towards smaller and
lower value homes
Substantial growth in the private
rented sector
Increasing levels of in-commuting
Above average unemployment and
worklessness
Areas of focused deprivation and
health inequalities
A need to improve employment land
quality and quantum of provision
Skills shortage in some key jobs
growth areas
Underperforming city centre and
under representation of national
retailers
Need to create a suitable balance
between the growth of universities
and their surrounding environs

neighbouring authorities through the
Duty to Cooperate
Substantial projected population
growth
A younger population than
neighbouring areas and strong growth
in workforce
Sustained period of jobs growth

Presence of JLR, RICs and Severn
Trent headquarters
Regeneration proposals to enhance
and revitalise the city centre
Excellent access to local services and
facilities
A strong network of centres
2 world class universities
Close proximity to Birmingham
International Airport and proposed
HS2 interchange
World class sporting venues

High quality highway network,
including direct access to the M6,
M69, M40 and M42 with excellent
connectivity to surrounding towns and
cities.
Energy Generation pressures
High quality public transport service
A need to improve air quality across
Frequent and high quality rail services
the city and combat climate change
to surrounding towns and city’s
including London in under an hour
Shortage of public green spaces in
Opportunity to enhance renewable
some parts of the city, especially
energy generation through the heat
central and northern areas.
line and energy from waste facility
Localised highway congestion
Strong waste management practices
Poor levels of physical activity
Nationally strategic University hospital
provision
Heritage assets at risk
‘Living lab’ status and a test bed for
intelligent mobility
Balance the needs of public transport, Internationally renowned heritage
cycling and walking with those of the
assets and tourism features
car

VISION STRATEGY AND OBJECTIVES
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The overarching vision of this Local Plan reflects the Council’s wider
corporate plan (The Council Plan).
“Coventry – A top ten City that is globally connected and locally
committed”
This promotes Coventry as a city that is open for business and growth,
providing jobs and prosperity for local people. Furthermore, the Council
remains locally committed to improving the quality of life for all the city’s
residents, creating jobs and increasing spend power, whilst also making sure
people who need support receive it when they need it.
The Council has utilised a range of previous consultation activity and
evidence to help formally shape the vision and objectives for Coventry moving
forward. The table below helps identify those key objectives which inform and
support the overarching vision. There is also clear links to the policies within
the Plan to help identify how the plan supports the achievement of these
objectives.
Local Plan
Objectives
1. Supporting
businesses to
grow

Sub objectives






2. Enabling the right
infrastructure for
the city to grow
and thrive.



3. Developing a
dynamic 21st
century city centre





Maintaining a local economy,
maximise employment
opportunities and skill levels, and
ensure that businesses have a
range and choice of sites and
premises;
Attracting inward investment and
helping business to expand; and
Improve Coventry economy
though developing a successful
and diverse modern economy.
Build on the universities as an
engine for research, innovation
and culture in the city.
Providing leadership to stimulate
the Friargate business district;
and
Making the city more accessible
for business, visitors and local
people through better road, rail,
bus, Rapid Transit and digital
connections.

Enhancing the quality of public
spaces through high quality
urban and landscape design.

Supporting
Policies
Policy DS4
Policy JE1,
Policy JE2,
Policy JE7,
Policy R1,
Policy CO1,
Policy CO2.

Policy DS4
Policy JE1,
Policy JE2,
Policy JE4,
Policy H2,
Policy AC1,
Policy AC4,
Policy AC5,
Policy AC6,
Policy C1,
Policy C2.
Policy DS4
Policy DE1,
Policy AC1,
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4. Raising the profile
of Coventry.












5. Creating an
attractive, cleaner
and greener city.







6. Maintaining and
enhancing an



Improve city centre accessibility
and connectivity.
Maximise the city’s heritage
assets to support growth in
tourism.
Focus on the office, retail and
leisure employment generating
developments within the City
Centre ; and
Support Coventry to regain its
status as a Top 10 city.
Encouraging businesses to
relocate to the city;
Improve and diversify the city’s
housing offer
Developing economic, business
and trade links with other towns
and cities; and
Promoting Coventry as a visitor
destination and centre of arts &
culture; sports & leisure; music &
events.
Reduce existing levels of
unemployment.
Provide a high quality public
transport network which
integrates with walking and
cycling routes
Support the city’s two world class
universities as they continue to
strengthen their national and
global reputation.
Protect and conserve the
irregular pattern of the public
footpath network and
characteristic feature of roads
and lanes.
To achieve a significant
improvement in the quality of
design, maintenance and
accessibility of buildings and
spaces in all parts of the City in
order to provide a cleaner ,
sustainable and attractive built,
historic and green environment.
Protect and enhance the city’s
most sensitive and highest
quality green spaces.
Providing a transport network
that enhances the city’s

Policy HE2,
Policy JE1,
Policy R1,
Policy CO1,
Policy CO2.

Policy DS1,
Policy H3,
Policy JE1,
Policy JE6,
Policy JE7,
Policy DS2.

Policy GB1,
Policy GE1,
Policy GE2,
Policy GE3,
Policy GE4,
Policy DE1,
Policy HE1,
Policy HE2.

Policy AC1,
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accessible
transport network.




7. Housing that

meets the needs of
all people





8. Improve the health
and wellbeing of
local residents.






9. Support safer
communities.





accessibility, efficiency, safety
and sustainability;
Continuing to improve links with
the city centre and better
connection to green spaces
within Coventry; and
Increasing the range of
opportunities for people to
access arts and culture; sports
and leisure; music and events;
and other activities.
Improve the provision of the right
quality of housing to meet the
needs of the city’s population.
Increase number of larger family
homes in Coventry.
Promoting a high quality built
environment by improving design
and layout.
Ensure high levels of energy
efficiency.
Ensure all housing is accessible
by sustainable modes of
transport

Policy AC2,
Policy AC3,
Policy AC4,
Policy AC5,
Policy AC6.

Create a smoke free Coventry.
Improve access to high quality
health provisions where they are
most needed.
Encourage healthy and active
lifestyles.
Encouraging walking and cycling.

Policy HW1,
Policy AC1,
Policy AC4,
Policy EM1,
Policy EM2,
Policy EM3,
Policy EM6.
Policy DS4
Policy DE1.

Ensuring that new developments,
open spaces, residential and
business areas are designed in
ways that reduce the
opportunities for crime.
Ensure high quality design also
helps reduce the fear of crime.

Policy H1,
Policy H2,
Policy H3,
Policy H4,
Policy H5,
Policy H6,
Policy H7,
Policy H8,
Policy H9,
Policy H10,
Policy H11,
Policy EM1,
Policy EM2,
Policy EM3.
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1. Overall Levels of Growth And the Duty to Cooperate
Introduction
After a period of population decline during the 80’s, 90’s and early 00’s
Coventry is growing again and in 2015 has been identified as the fastest
growing city in England outside of London. This growth is being driven by a
range of factors including more people having children, longer life expectancy,
more local people choosing to stay in Coventry and more people choosing to
move to the city to live, work and be educated. This has seen the city
demonstrate a significantly younger population profile than its Warwickshire
neighbours, providing a growing employment base that will increasingly
require high quality jobs, education opportunities and homes. The plan must
also make provisions for the recovery in housing needs and demand following
the recession at the end of the last decade. In this context it is expected that
increasing numbers of young people (particularly around the 25-34 age
bracket) will seek to form their own households having been forced in recent
years to occupy houses in multiple occupation or remain at home with family.
As a result and having regard to the most up to date data available Coventry’s
population is projected to grow by in excess of 89,000 people between 2011
and 2031, with growth in the working age population of approximately 48,000
people. This results in an Objectively Assessed Need (OAN) for housing of
42,400 homes over the same period. In addition such growth also creates a
need for approximately 215ha of employment land and 106,000sq.m of retail
floor space. This updated assessment of need reflects:
 the Office for National Statistics (ONS) 2012 based sub-national
population projections;
 the 2013 and 2014 mid-year population estimates;
 associated household projections issued by the Department for
Communities and Local Government (DCLG) in 2015;
 analysis of a range of economic growth forecasts to align growth
strategies;
 affordable housing needs; and
 a review of market signals and performance.
As part of the Local Plans public examination a detailed review of the 2014
based sub-national population projections (ONS), the respective household
projections (DCLG) and the 2015 mid-year population estimates was
undertaken. This reflected the timely release of this data during the
examination process. The information was reviewed as part of a joint
Coventry and Warwickshire commission and showed a continued growth in
housing need in Coventry. This growth was however offset by a decrease in
growth projections for Warwickshire meaning the overall needs of the
Coventry and Warwickshire Housing Market Area are actually projected to
decrease by 35 homes a year. For the avoidance of doubt this assessment
highlights the city’s population to grow by in excess of 100,000 people with a
revised housing need of 47,320. Again though, this additional growth is to be
offset by a decline in growth pressure within Warwickshire. As such, the
updated information has very little impact on the ability of the: Local Plans for
Coventry and Warwickshire to meet the needs of the HMA in accordance with
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national guidance. For this reason no adjustment was made to the policy
structure of this Plan. Should the situation change in future years the Plan will
be reviewed in accordance with Policy DS1.
Housing Need
The NPPF requires the development of a Strategic Housing Market
Assessment (SHMA) to inform OAN for a Housing Market Area (HMA) to
inform the preparation of Local Plans. In relation to Coventry this study has
been undertaken jointly with the city’s Warwickshire neighbours and has
shown the Coventry and Warwickshire sub region to reflect a city focused
HMA. The Joint SHMA (2013) as well as its 2014 and 2015 updates provide
an understanding of both need and demand for market and affordable
housing, whilst taking into account changes to the housing stock, market
dynamics, underlying demand drivers and short and long-term drivers of
change.
The Joint SHMA work has highlighted a number of potential growth options for
Coventry, and highlighted the importance of the city’s growth to the wider subregion. Taking into account the requirements of the NPPF, the
recommendations of the Joint SHMA work, the responses to public
consultation and findings of the Sustainability Appraisal, the Council consider
the city’s full OAN for housing to total 42,400 homes (2,120 per annum)
between 2011 and 2031, with an OAN for affordable homes of 12,000 (600
per annum), which are to be provided as a proportion of total need and from
within the existing housing stock. As set out above, although the 2014 based
data suggests an increase in the OAN for the city it also shows that this is
more than offset by a decrease in OAN across Warwickshire. As such, the
housing needs of the HMA remain stable. In this context though the city’s
OAN will continue to be considered as a minimum level of provision for the
purposes of this Plan.
Delivering the city’s housing need must however be considered within the
context of deliverability, sustainable development, justifiable constraints and
housing land supply. With this in mind the Council have reviewed and updated
its Strategic Housing Land Availability Assessment (SHLAA) to reflect a joint
methodology agreed across the HMA. This review has highlighted that the city
can accommodate between 24,600 and 25,000 homes. As such, it is not
possible to deliver the city’s full housing needs within the city boundary and a
shortfall of at least 17,800 homes exists. Even without the significant level of
unmet need the annualised rate of growth projected for the city (1,230 per
annum on average) continues to represent a step change in regular housing
growth within Coventry. It will also represent for the first time in over 50 years
that the city has seen significant expansion of its urban area.
As a result, the Council have worked openly and constructively with its
neighbouring authorities to agree a Joint Memorandum of Understanding
(MoU) on housing delivery (2015) to support all Local Plans for Coventry and
Warwickshire. This MOU is unchanged following the 2014 based data as the
overall needs of the HMA remain stable and continued to be planned for in a
positive way. At the time of writing this MoU has been endorsed by five of six
authorities and seeks to demonstrate that the full needs of the HMA will be
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planned for over the course of the plan period. This approach has been
progressed through the Duty to Cooperate (DtC) to help provide as much
certainty as possible about how the city’s full housing needs will be delivered.
The Council recognises however that it can only go so far in this respect as it
is inappropriate and beyond the powers of the Council to dictate terms and
sites to other local authorities.
Notwithstanding, the Council is committed to continued and constructive
engagement, through the DtC, with its Warwickshire neighbours to secure the
most appropriate and sustainable locations for housing growth across the
HMA. In reflection of the Warwickshire authorities supporting the delivery of
the city’s wider housing need, where it is shown to be desirable, appropriate,
sustainable and deliverable the Council will support it’s Warwickshire
neighbours in bringing forward land for housing and employment that sits
adjacent to the city’s existing administrative boundaries. This will ensure
infrastructure needs are met in full across administrative boundaries (where
necessary and as appropriate) and support the continued growth of the city as
the central point of the sub-region.
Having regard to this approach, the Housing chapter of this plan identifies the
city’s current supply pipeline as well as proposed allocations for new homes
across the city. This has been set in the context of a need of at least 42,400
homes, a requirement (informed by capacity) of 24,600 and an identified
shortfall of at least 17,800 homes. This unmet housing need is to be provided
within Warwickshire based on an agreed redistribution mechanism.
Employment Land Needs
As well as providing new homes it is vitally important that the city’s economy
is supported and able to grow, providing new jobs and investment in to the
city. For a number of years the city has lost jobs to surrounding areas and has
seen important industrial land redeveloped for alternative uses. This is a trend
that needs to be reversed to help Coventry return to the status of a ‘top 10
city’. As a result of focused action and delivery by the Council and the
Coventry and Warwickshire Local Enterprise Partnership (CWLEP) the city’s
decline has, in recent years, been challenged and is now being reversed. The
housing pressures outlined in this report are testimony to the growing demand
from people who want to live and work in the city and who are increasingly
attracted to the area as a result of the resurgence of manufacturing industries
in the sub-region, the success of our two world class universities and the
growth in jobs across many sectors. With this in mind the Council is fully
supportive of a number of economic growth projects actively on-going within,
and immediately adjacent to, Coventry. These include:
 Friargate – Office led regeneration of the Coventry railway station
and surrounding area
 Coventry and Warwickshire Gateway (including Whitley Business
Park and Whitley South) – Significant investment in advanced
manufacturing, logistics, and hi-tech research and development
opportunities to the south and south east sides of the city supported
by the global headquarters of JLR;
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Support for continuing expansion of both The University of Warwick
and Coventry University as well as the Coventry and Warwick
University Hospital;
The occupation and potential expansion of Ansty Park to the north
east of the city;
The final completion of, Ryton Park on the city’s eastern boundary;
The final completion and expansion of ProLogis Park at Keresley,
which straddles the city’s northern boundary;
The continued regeneration of the employment land at Browns
Lane (known as Lyons Park); and
Numerous other employment land opportunities within the existing
urban area such as Parkside, Whitmore Park and Paragon Park.

Although this list helps highlight a number of strategic locations for both
employment land delivery and job creation over the plan period it should not
be considered exhaustive as the Council will remain committed to supporting
new employment opportunities throughout the city. This is considered vitally
important to reducing unemployment across the city, increasing graduate
retention and continuing to support the city’s increasing economic success. It
is also key to ensuring the Council plays its part in delivering the ambitions
and priorities of the Strategic Economic Plan (SEP).
In this context a consolidated review of the city’s employment land
requirements has been undertaken. This study has identified that the city’s
working age population is expected to grow by 47,600 people over the next 20
year period, compared to a projected growth in jobs of 18,100. This has
potential implications in terms of job opportunities, growth in economic
participation and worklessness etc, but also justifies the need to focus new
employment provision on and immediately around the city. This is an element
of the DtC that is well established with the city’s Warwickshire neighbours and
has resulted in schemes such as Ansty Park and Coventry Gateway being
brought forward and proposed.
To support the total level of population growth projected for Coventry the
study identifies an initial need for 215ha, with a further 154ha proposed to
support the loss of employment land to alternative uses and enhance the
quality of the city’s employment land offer.
This establishes a requirement of 369ha of B class employment land, in order
to support the city’s economic growth. Given the redistribution of housing into
Warwickshire however, it is necessary to consider employment land needs in
accordance with housing growth in order to align the housing and economic
strategy of the city.
This is supported by the work undertaken by GL Hearn as well as an
employment land study undertaken by CBRE on behalf of the CWLEP. This
work is clear that Coventry forms the economic heartland for the sub-region.
In recent years new employment developments have been brought forward
and promoted in close proximity to the city boundary and have served the
city’s population in terms of jobs provision, but have been situated
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administratively within Warwickshire. The recent developments at Ryton and
Ansty Park are prime examples (both situated in Rugby Borough), whilst the
continued expansion of University of Warwick and the proposed development
of the Gateway scheme are largely within Warwick District. The development
of Pro-Logis Park at Keresley is another example straddling the boundary with
Nuneaton and Bedworth. Such developments have both helped strengthen
the city’s position as an economic focus, but have also weakened the city
itself in terms of economic investment and employment land availability. As
such, a balance needs to be created through this Local Plan and the DtC to
ensure the city is able to attract its own investment, support the economic
growth of the sub region and enhance the city’s position at the economic heart
of that sub-region.
The employment chapter of this plan therefore identifies the city’s current
supply pipeline as well as proposed allocations for new employment land.
When considered in the context of a total requirement of 369ha however there
is an identified shortfall of 241ha, which is to be provided within Warwickshire
but adjacent to the city boundary, principally at Ansty Park, Ryton Park and
Coventry Gateway, which are actively proposed and promoted by Rugby and
Warwick Councils respectively. This redistribution has been agreed through a
Coventry and Warwickshire Employment Land MOU (2016). The MOU has
also agreed the site opportunities referenced above, and although 2016
monitoring suggests a slight improvement in the city’s employment land
position, there remains a significant shortfall against the overall requirement
and an on-going need for deliverable employment land across the sub-region.
This also reflects the minimum nature of the requirement identified in Policy
DS1.
Retail Floor Space Needs
Within its boundaries Coventry contains a wide range of designated centres of
varying sizes and scales which support the city centre at the top of the centres
hierarchy. The council’s new town centre policies have been informed by a
range of evidence documents, but most importantly the update to the
Shopping and Centres Study completed by Nathaniel Litchfield and Partners
in 2014. This study undertook an assessment of the city’s retail based needs,
looking at 2 levels of population growth linked to capacity and needs. The
study highlights Coventry city centre as the sub-regional centre in terms of
retail, but acknowledges that it has failed to ‘punch its weight’ in recent times
and is in need of regeneration and investment. As such, the study is quite
clear that comparison retail investments should, wherever possible be
focused towards the city centre to help it reclaim some of its market share and
improve its competitive position. Convenience retail proposals are identified
as being more dispersed, with investment expected and needed in all parts of
the city. For example, it is clear that the city centre continues to lack a notable
convenience offer, whilst the need for a new superstore in the north west of
the city will be amplified following the allocation of the two Sustainable Urban
Extensions.
Having regard to the city’s position at the heart of the sub-region, the
regeneration opportunities within the city centre and the identification of much
of Warwickshire within the Coventry retail catchment area, the Local Plan
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makes provisions for the city’s full retail based needs. In this context a total
need of 84,952sq.m of floor space is required (A1-A5 including bulky goods
retail) and a further 21,882sq.m of convenience retail floor space. This totals
approximately 107,000sq.m of retail based floor space. In delivering this floor
space it is expected that around 20,200sq.m of comparison space will be
reoccupied through existing vacant units leaving a further 86,800sq.m to be
planned for.
As such, the plan makes a number of proposals to encourage sustainable
retail growth across Coventry including allocating at least 70,000sq.m of retail
to the city centre, the full occupation of Brandon Road centre, new centres as
part of the urban extension at Eastern Green and Keresley, a refurbishment of
Cannon Park and redevelopment of Riley Square at Bell Green District
Centre. Detailed proposals relating to retail need and distribution are included
in the shopping and centres chapter of this plan.
Policy DS1: Overall Development Needs
1. Over the Plan period significant levels of housing, employment and
retail development will be planned for and provided along with
supporting infrastructure and environmental enhancements:a) A minimum of 24,600 additional homes.
b) A minimum of 128ha of employment land within the city’s
administrative boundary, including:
i. at least 176,000sq.m of office floor space at Friargate and
the wider city centre,
ii. the continued expansion of Whitley Business Park; and
iii. 15ha strategic allocation adjoining the A45 as part of the
Eastern Green sustainable urban extension
c) 84,900sq.m gross retail based floor space (across use classes
A1-A5 (including bulky goods)) and 21,900sq.m gross
convenience floor space by 2031, of which at least 70,000sq.m
is to be allocated to Coventry city centre.
2. Notwithstanding the above, Coventry’s objectively assessed housing
need for the period 2011 to 2031 is at least 42,400 additional homes
and 369ha of employment land (including qualitative replacements). It
is not possible to deliver all of this additional development land within
the city boundary. As such, the Council will continue to work actively
with neighbouring Councils through the Duty to Cooperate to ensure
that appropriate provision is made elsewhere within the Housing
Market Area.
3. The Council will undertake a comprehensive review of national policy,
the regional context, updates to the evidence base and monitoring data
before 31st March 2021 to assess whether a full or partial review of the
Plan is required. In the event that a review is required, work on that
review will commence immediately.
Furthermore, the Plan will be reviewed (either wholly or partially) prior
to the end of the Plan Period in the event of one or more of the
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following circumstances arising: a) Through the Duty to Co-operate, the unmet housing and
employment needs of the city are proven to be undeliverable
within the Local Plans of Warwickshire authorities;
b) Updated evidence or changes to national policy suggest that the
overall development strategy should be significantly changed;
c) The monitoring of the Local Plan (in line with the Plan’s
Monitoring Framework having particular regard to the monitoring
of housing delivery) demonstrates that the overall development
strategy or the policies are not delivering the Local Plan’s
objectives and requirements;
d) Any other reasons that render the Plan, or part of it, significantly
out of date.

Local Plan Review
In the event that the Plan as a whole or a key part of it becomes out of date, it
will be necessary to undertake a full or partial review of the Plan. Further to
part 3 of Policy DS1 there are a number of factors that could render the Plan
out of date:
a) Should one or more of the City’s Warwickshire neighbours be unable to
deliver the relevant proportion of the city’s unmet development needs
(for housing and employment as appropriate) as informed by the
relevant MOU’s then the city will explore all options to review its Local
Plan. A failure to deliver the development needs in accordance with
existing MOU’s however should be evidenced by a public examination
and subsequent adoption of the relevant Local Plan and have full
regard to the Duty to Cooperate process.
b) The Coventry and Warwickshire Memorandum of Understanding
(MOU) may need to be updated to reflect changing circumstances and
evidence. In the event that a new or revised Memorandum of
Understanding would require substantive revisions to the Local Plan
proposals, then a partial or full review is likely to be necessary.
However a new or revised MOU will not necessarily require a review of
the Plan where the changes can be accommodated within the Plan’s
existing strategy.
c) National planning guidance is clear that updated evidence (such as
new ONS population and respective household projections) will not
necessarily render the Plan out of date. However where evidence
signals a substantial and sustained change (either up or down) to the
context of the Local Plan, this will trigger a review (partial or whole) of
it.
d) The delivery of the Local Plan’s objectives, including the overall annual
housing requirement will be closely monitored. Where the Plan’s
proposals and policies are clearly failing to deliver the Plan’s overall
strategy and objectives, the Plan will require a review.
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To ensure the Plan remains up to date and relevant, the Council is also
committed to undertaking a comprehensive review of national policy, the
regional context, updated evidence and monitoring data. The outcomes of this
review will be reported to the Council before the end of March 2021 with a
clearly justified recommendation as to whether a partial or comprehensive
review of the Plan is required.
During this period to 2021, the Council will also continue to work with the
CWLEP and its Warwickshire neighbours to consider whether a statutory
Single Spatial Strategy should be prepared to cover the HMA or part of it. In
the event that the Council takes part in preparing a statutory Single Spatial
Strategy, this will constitute a review of the Local Plan in accordance with this
Policy.
The Duty to Cooperate (DtC)
The DtC is a legal test that requires cooperation between local planning
authorities and other public bodies to maximise the effectiveness of policies
for strategic matters in Local Plans.
The DtC was created in the Localism Act 2011, and amends the Planning and
Compulsory Purchase Act 2004. It places a legal duty on local planning
authorities, county councils in England and public bodies to engage
constructively, actively and on an on-going basis to maximise the
effectiveness of Local Plan preparation in the context of strategic cross
boundary matters. The DtC is not a duty to agree. Cooperation should
produce effective and deliverable policies on strategic cross boundary
matters. If another authority will not cooperate this should not prevent the
authority bringing forward a Local Plan and submitting it for examination.
However, the authority will need to submit comprehensive and robust
evidence of the efforts it has made to cooperate and any outcomes achieved
and this will be thoroughly tested at the examination.
Given Coventry’s geographical location between the county of Warwickshire
and the West Midlands Metropolitan area, the city has a DtC with the following
local authorities:
 Birmingham City Council,
 Dudley Metropolitan Borough Council,
 North Warwickshire Borough Council,
 Nuneaton and Bedworth Borough Council,
 Rugby Borough Council,
 Sandwell Metropolitan Borough Council,
 Solihull Metropolitan Borough Council,
 Stratford on Avon District Council,
 Walsall Metropolitan Borough Council,
 Warwick District Council,
 Warwickshire County Council and
 Wolverhampton City Council,
In addition to Local Planning Authorities, other public bodies and
organisations are subject to the DtC. These bodies are:
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each clinical commissioning group established under section 14D of
the National Health Service Act 2006
each Integrated Transport Authority
Highways England
Natural England
The Civil Aviation Authority
The Environment Agency
The Historic Buildings and Monuments Commission for England
(Historic England)
The Homes and Communities Agency (HCA)
The Local Enterprise Partnership (LEP) and Local Nature Partnership
(LNP)
The Office of Rail Regulation
The National Health Service Commissioning Board

These organisations are required to cooperate with local authorities and the
other prescribed bodies. These bodies play a key role in delivering local
aspirations, and cooperation between them and local planning authorities is
vital to make Local Plans as effective as possible on strategic cross boundary
matters.
Policy DS2: The Duty to Cooperate
1. Coventry City Council will work with neighbouring authorities within it’s
Housing Market Area to support the delivery of the development needs
identified in Policy DS1 that originate from the city.
2. In order to ensure the affordable housing needs of the city are met, the
Council will work with its neighbouring authorities to secure opportunities
for Coventry citizens to access affordable homes within Warwickshire
where they are delivered as part of the city’s wider housing needs being
met.
3. The Council will support the preparation of joint strategic evidence which
will enable the successful delivery of regeneration and economic growth
across the sub-region. The Council will continue to be proactive in this
regard and will seek to cooperate with all partners on an on-going basis
across all topic areas including housing, infrastructure, economy and jobs,
transport, health and the environment.
4. Should the need arise and should it be considered appropriate the Council
is committed to working with partners on preparing joint development plan
documents, supplementary planning documents and design guides to help
deliver new sustainable development that may straddle or adjoin the city’s
administrative boundary.
5. Where sites cross or are adjacent to administrative boundaries and are not
subject to joint development plan documents, the Council will continue to
work proactively and on an on-going basis with all relevant partners to
enable the delivery of new development on these sites.
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6. Of particular relevance to parts 4 and 5 of this policy are the continued
growth and expansion of:
a. Jaguar Land Rover at Whitley;
b. The University of Warwick;
c. The wider Coventry Gateway proposals;
d. Ansty Park;
e. Pro-Logis Park at Keresley; and
f. Proposed residential developments to the south of the city’s
administrative boundary.
7. The Council is committed to supporting the economic growth objectives of
the sub-region and, in partnership with the CWLEP will continue to work
pro-actively will all partners to deliver economic growth and prosperity
across Coventry and Warwickshire.
Delivering Sustainable Development
The Government expects the planning system to actively encourage growth,
giving local people the opportunity to shape communities, whilst providing
sufficient housing to meet local need and support economic activity. This
approach is entirely consistent with the Council’s vision and aspirations for
Coventry. In this context, it is important that the planning system does
everything possible to support economic growth and sustainable
development.
The NPPF sets out the presumption in favour of sustainable development and
the need for sustainable economic growth. It is also now widely recognised
that Local Plans should reflect this presumption within their own policy base to
promote sustainable development at the local level.
Policy DS3: Sustainable Development Policy
1. When considering development proposals the Council will take a positive
approach that reflects the presumption in favour of sustainable
development contained in the National Planning Policy Framework. It will
work proactively with applicants to find solutions to enable proposals to be
approved wherever possible, and to secure development that improves the
economic, social and environmental conditions in the area, including:
a) access to a variety of high quality green and blue infrastructure;
b) access to job opportunities;
c) use of low carbon, renewable and energy efficient technologies;
d) the creation of mixed sustainable communities through a variety of
dwelling types, sizes, tenures and range of community facilities
e) increased health, wellbeing and quality of life;
f) measures to adapt to the impacts of climate change;
g) access to sustainable modes of transport;
h) preservation and enhancement of the historic environment; and
i) sustainable waste management.
2. Planning applications that accord with the policies in the Coventry Local
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Plan (and, where relevant, with policies in supporting plans) will be
approved without delay, unless material considerations indicate otherwise.
3. Where there are no policies relevant to the application or relevant policies
are out of date at the time of making the decision then the Council will grant
permission unless material considerations indicate otherwise.
4. This will take into account:
a) Any adverse impacts of granting permission that would significantly
and demonstrably outweigh the benefits, when assessed against the
policies in the National Planning Policy Framework taken as a whole;
or
b) Specific policies in that Framework that indicate that development
should be restricted.

Masterplan Principles
In order to support the delivery of sustainable development the importance of
embedding a strong master planning framework within the Local Plan cannot
be underestimated.
This policy, together with other relevant policies provides the master planning
principles to guide and support landowners and developers in preparing
appropriate master plans and site plans to help inform the Development
Management process. It will provide an over-arching framework for the master
planning of new development proposals, most notably those highlighted within
policies JE2, H2 and R1 of this Local Plan. This sets out key requirements
relating to land use, densities, community facilities, transportation, open
spaces and phasing. Further work on the detailed master planning of areas
should be carried out within this over-arching context.
The guidance provided is intended to provide greater certainty to developers,
the public and all other interested parties. This overarching framework should
therefore set the scene for more detailed design and implementation work to
follow as part of subsequent planning applications. In this context Part A of
this Policy provides a general context for the master planning of sites
identified within Policies JE2, H2 and R1 and any other major new
developments which may emerge over the Plan period. Parts B-D relate
specifically to the 3 specific allocations which the Council considers of
significant strategic importance to the successful implementation of this Plan
and its objectives. These sites include:


The cross boundary employment hub at Whitley, Whitley South and
Baginton Fields – totalling in excess of 83ha of employment land of
which 55ha sits within Coventry’s administrative boundary. The rest sits
within Warwick District. The wider Whitley business park contains the
global headquarters of Jaguar Land Rover with substantial parts of
undeveloped land already benefitting from cross boundary planning
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consent to support the expansion plans of JLR and its supply chain.
The relevant site allocations within this plan include JE2:3 and JE2:4.
The Sustainable Urban Extension at Keresley – 3,100 homes, new
education facilities, 2 local centres and accompanying green, blue and
highway infrastructure. The relevant site allocations within this plan
include H2:1 and the Keresley local centres in Policy R1.
The Sustainable Urban Extension at Eastern Green – 2,250 homes,
15ha of employment land, a new Major District Centre, new
educational facilities and accompanying green, blue and highway
infrastructure. The relevant site allocations within this plan include
JE2:5, H2:2 and the new Major District Centre in Policy R1.

The Council considers these sites to be of sufficient scale to warrant
comprehensive consideration through a master planning process. This will
form an integral part of the Development Management process (including preapplication stages) and is with a view to supporting their comprehensive
delivery in a successful and sustainable way. Policy DS4 (parts A-D) therefore
establish a clear set of Masterplan principles and design concepts that should
form a fundamental basis for the future development of these areas.
In order to deliver the required level of growth over the Plan period, there will
be a need for a range and choice of sites to be on stream over the remainder
of the Plan period. The master planning approach has been adopted to
carefully manage this process. Parts B-D of the policy in particular are
therefore of particular importance to support the longer term phased delivery
of the 3 larger development areas. In this way, each site and each phase of
development can bring with it or contribute towards the necessary range of
supporting infrastructure. It should be noted that the scale of strategic sites
opens up the opportunity for delivering significant infrastructure benefits.
However, some major elements may take a long period to deliver. Therefore,
early phases will need to both deliver the infrastructure which is required for
that particular phase along with contributing to the provision of wider strategic
infrastructure which may be physically provided at a slightly later date.
Detailed provisions will be put in place to secure delivery in such instances.
To support this, planning conditions and Planning Obligations (Section 106
Agreements and CIL) will be used in accordance with Policy IM1 to formally
tie in the phased delivery of necessary supporting infrastructure with trigger
mechanisms and thresholds used to ensure timely provision. This will have
regard to the requirements of this Local Plan as well as supporting evidence
and modelling work provided as part of the planning application.
The infrastructure provisions contained within parts B-D of Policy DS4 and the
supporting policies reflect the known requirements at this time. Future
updates to the IDP will allow such information to be regularly updated to
reflect prevailing circumstances and show more detail when it is known. It
would be premature and unhelpful to include overly prescriptive directions in
the Plan relating to highly detailed matters more appropriately considered
through the Development Management process. This approach is intended to
provide maximum clarity without setting out unsupported aspirations.
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Policy DS4 (Part A) – General Masterplan principles
The following General Principles should be adhered to when master planning
any major development proposal:
i.

ii.

iii.

iv.

v.

vi.

vii.

viii.

ix.

x.

Where appropriate the Masterplan should clearly identify any phasing
of development along with the timely provision of supporting
infrastructure;
Where the site is identified as an allocation within the Local Plan or City
Centre AAP it should plan positively to meet in full the requirements
identified within the relevant policies associated with the allocation.
Where the proposal represents a phase or phases of a wider scheme
however, the quantum of development should reflect the relative size
and characteristics of the phase, including its position within the wider
site;
Where possible, all proposals should be planned in a comprehensive
and integrated manner reflecting partnership working with relevant
stakeholders. Where proposals represent a phase of a larger
development the Masterplan should have full regard to any adjoining
land parcels and development proposals to ensure it delivers
appropriate parts of the strategic or site-wide infrastructure and other
relevant features. This should support the wider delivery of the
comprehensive scheme;
Opportunities to deliver higher density residential and mixed-use
development should be maximised along public transport corridors and
in designated centres with lower densities provided elsewhere (in
accordance with policies H9 and R3);
Employment and commercial proposals should respond positively to
market demands and requirements, maximising opportunities to locate
within or close to designated centres (as appropriate) and provide a
range and choice of opportunities to meet business and customer
needs;
Identify appropriate highway infrastructure along with sustainable
transport corridors that include the provision for integrated public
transport, cycling and walking which provides excellent connectivity
and linkages to within the site itself, the City Centre and with the
surrounding area and existing networks;
Appropriate levels of car and cycle parking should be made in
accordance with the Local Plan’s parking requirements. Spaces should
be well integrated within the development and laid out to ensure they
do not result in the obstruction of the highway as a result of excessive
on-street parking;
Where appropriate social and community facilities should be
concentrated within mixed use hubs and designated centres and easily
accessed by public transport, walking and cycling (having regard to
Policy CO1);
Proposals should respond to the local context and local design
characteristics (in accordance with Policies GE3, HE2 and DE1), to
create new well designed developments with a distinctive character
which residents will be proud of;
Features of the historic environment should be respected as part of
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xi.

xii.

xiii.

xiv.

new developments with existing heritage assets conserved and
enhanced as part of development proposals (in accordance with Policy
HE2). Where appropriate, this should include the setting of buildings
and spaces and the restoration of assets at risk of loss;
Sympathetically integrate existing landscape, biodiversity and historic
features of the site into the development taking opportunities to protect,
enhance and manage important features along with mitigation and
enhancement measures to provide satisfactory compensatory
provisions where appropriate (having regard to Policies GE1-4);
Provide fully integrated, accessible and connected multi-functional
green and blue infrastructure which forms strategically important links
to the surrounding area to provide routes for people and wildlife and
open spaces for sports, recreation and play;
Where appropriate incorporate innovative and creative approaches to
energy generation, the provision of utilities and information technology,
mitigation of pollutants, management of surface water and flood risk
and waste management solutions. These should be adopted to make
new developments more sustainable and resistant to the impacts of
climate change; and
All new Masterplans should be informed by consultation with existing
communities in adjoining areas. This should take place prior to the
submission of a planning application to ensure feedback can influence
the final proposals.

As outlined above, Parts B-D of this policy relate to the following sites:
 The Whitley employment hub (including the future expansion of JLR);
 The Keresley SUE; and
 The Eastern Green SUE.
These are considered to offer significant strategic importance to the
successful delivery of the Local Plan and due to their size and nature will
require a degree of comprehensive master planning:
Policy DS4 (Part B) - Whitley Specific Masterplan Principles
In addition to the general principles outlined in Policy DS4 (Part A) of this
policy, development proposals which relate to this area should also have
regard to the relevant requirements below:
i.
ii.

iii.

iv.

Any development should support and complement the existing JLR
global headquarters;
New provision should be primarily focused within ‘B class’ uses
(excluding B1 offices) unless they are shown to be ancillary and
supportive to the overall provisions of the business park and in
accordance with the other policies of this Plan;
Support and integrate the planned highway infrastructure (as listed in
the IDP) across the A45, A444 and other appropriate surrounding
roads to ensure efficient and appropriate vehicle access into the site(s);
Continue to maximise links and connectivity with surrounding business
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v.

vi.

vii.
viii.
ix.

parks within both Coventry City and Warwick District to enhance the
employment hub;
Expand and enhance on existing travel plans and continue to
encourage excellent connectivity to public transport as well as the
provision of high quality routes to support both walking and cycling;
Enhance the connectivity of ecology and biodiversity at the
Stonebridge meadows LNR and Baginton Fields nature reserve. This
should include a ‘green’ connection into the River Sowe along the
northern edge of the site and south of the A46;
An appropriate buffer should be retained between the new commercial
activity and the existing homes in and around Sedgemoor Road;
Development should not compromise the presence and ecological
value of the River Sowe and River Sherbourne; and
Make positive provisions to relocate the existing sports fields (as
appropriate) in accordance with Policy GE2;

Further to Part B of Policy DS4, further considerations may be of relevance to
the wider Whitley Business Park in so far as it relates to land within Warwick
District. Notwithstanding the extensive cooperation between Coventry City
Council and Warwick District Council in relation to this area, it is not within the
remit of this Local Plan to apply policy proposals to land outside of Coventry’s
administrative boundary.
Policy DS4 (Part C) – Keresley SUE Specific Masterplan Principles
In addition to the general principles outlined in Policy DS4 (Part A) of this
policy, development proposals which relate to this area should also have
regard to the relevant requirements below:
i.
ii.
iii.

iv.

v.

Incorporate the recommendations of the Council’s SUE Design
Guidance SPD;
Ensure that the planned Local Centres are located at separate ends
(north and south) in accordance with Policy R1;
Ensure the new defensible boundaries to the Green Belt are clearly
supported on the western side of the site to Tamworth Road and to the
north around Thompsons Lane;
Establish a comprehensive green and blue infrastructure corridor
focused around the Ancient Woodlands, Hounds Hill and the Hall
Brook. This corridor should run north-south between the Burrow Hill
Fort to the north and the Jubilee Woodland to the south east; and
Identify clear access points to the site and make appropriate provisions
for new transport infrastructure and highway improvements to support
the comprehensive delivery of the site. This should include:
a) The provision of a new Link Road in accordance with Policy H2.
The Link Road should be operational to traffic prior to the full
completion of all development components within the SUE;
b) The delivery of the Link Road should not be to the detriment of ProLogis Park; and
c) The management of the existing highway junctions at Bennetts
Road, Tamworth Road, Fivefield Road, Sandpits Lane, Thompsons
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Lane, Long Lane and Watery Lane to ensure they continue to
operate in a safe and appropriate way.

Policy DS4 (Part D) – Eastern Green SUE Specific Masterplan Principles
In addition to the general principles outlined in Policy DS4 (Part A) of this
policy, development proposals which relate to this area should also have
regard to the relevant requirements below:
i.
ii.
iii.

iv.

v.
vi.

vii.

viii.

ix.

x.

Incorporate the recommendations of the Council’s SUE Design
Guidance SPD;
Respond to the transport and economic opportunities associated with
the site’s proximity to the planned HS2 interchange to the west.
Ensure that the employment provisions and Major District Centre are
located towards the north of the site and are accessed directly from the
new A45 Junction. Neither the employment provision or new Major
District Centre should be occupied until the new A45 junction is fully
operational;
Furthermore, the residential element of the scheme should be limited to
the occupation of no more than 250 homes until such time as the new
A45 junction is fully operational, unless otherwise agreed in writing by
the City Council in response to a robust TA.
Ensure the new defensible boundaries to the Green Belt are clearly
supported to Pickford Green Lane in the west and the A45 to the north;
Provide appropriate green infrastructure along the western edge of the
SUE around Pickford Green Lane to help blend and integrate the
development into the wider Countryside;
Establish a comprehensive green and blue infrastructure corridor
focused along the Pickford Brook and its tributary. This should run
from Pickford Green Lane in the west and link to existing corridors offsite, for example, across Westridge Avenue and Parkhill Drive towards
Allesley Park;
Identify clear access points to the site and make appropriate provisions
for new transport infrastructure and highway improvements to support
the comprehensive delivery of the site;
In accordance with Policy AC2, manage the existing highway junctions
at Pickford Green Lane and Brick Hill Lane with the A45 to ensure they
are either integrated into the new A45 junction or safely retained within
the existing highway network; and
Make appropriate provision to aid future integration of the new rapid
transit route within the site once the final route is known.
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2. Health and Wellbeing
Relevant Evidence Base
 Coventry Joint Strategic Needs Assessment (2012)
 Coventry Joint Health and Wellbeing Strategy (2013)
 Indices of Multiple Deprivation (2012)
Introduction
This chapter sets out the policy and guidance to support the health and
wellbeing of Coventry’s population over the course of the plan period. It builds
upon the NPPF’s principle of achieving sustainable development and ensuring
the health status and needs of the local population are fully understood and
taken into account as part of development.
A key role of the Local Plan is therefore to provide for development in a way
that supports and encourages active and healthy lifestyles. Health and
wellbeing has been identified as a cross cutting theme across the Local Plan
and supports the Council’s wider agenda of improving the health and
wellbeing of all people living in Coventry.
Economic, social and environmental conditions influence the health of
individuals and populations and are described in the NPPF. These factors
cannot always be controlled by individuals and in turn they influence and often
constrain the choices we make and the lifestyle we lead. These are known as
social determinants of health and determine the extent to which a person has
the right physical, social and personal resources to achieve their goals, meet
needs and deal with changes to their circumstances. There is a clear link
between the social determinants of health and health inequalities.
These are the social, economic and environmental determinants of health as
described by Barton and Grant.

Barton, H. and Grant, M. (2006) A health map for the local human habitat. The Journal for the
Royal Society for the Promotion of Health, 126 (6). pp. 252-253. ISSN 1466-4240
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Being a Marmot City
In April 2013, responsibilities for public health were transferred to local
government providing the Council with an opportunity to broaden its
ownership of the health inequalities agenda. The Council committed to
delivering rapid change in health inequalities and was one of seven cities in
the UK invited to participate in the UK Marmot Network and become a Marmot
City.
Professor Sir Michael Marmot’s 2010 report Fair Society, Healthy Lives (The
Marmot Review) identified a social gradient in health. This means that those
living in the most deprived neighbourhoods die earlier and spend more time in
ill health than those living in the least deprived neighbourhoods.
The Marmot Review also identified that reducing health inequalities requires
creating and developing healthy and sustainable places and communities
which is also identified in the NPPF through its presumption in favour of
sustainable development.
The people of Coventry experience high levels of inequality. Men in the most
affluent areas of Coventry will live, on average 10 years longer than men in
the most deprived areas. The difference in life expectancy across Coventry
can be demonstrated by following the city’s number 10 bus route.

Evidence demonstrates that in order to reduce such health inequalities, and
accelerate improvement in health outcomes in more deprived areas, it is
crucial to consider the conditions which determine health, e.g. transport,
housing, employment, income, environment and community. These conditions
vary drastically across the city, with the poorer neighbourhoods being more
susceptible to poor health and wellbeing.
Coventry City Council has therefore adopted the following Marmot
recommendations through its designation as a Marmot City:
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a. Prioritise policies and interventions that both reduce health inequalities
and mitigate climate change by:

Improving active travel;

Improving good quality open and green spaces;

Improving the quality of food in local areas; and

Improving the energy efficiency of housing.
b. Fully integrate the planning, transport, housing, environmental and health
systems to address the social determinants of health in each part of the
city; and
c. Support locally developed and evidence based community regeneration
programmes that:

Remove barriers to community participation and action; and

Reduce social isolation.
These recommendations will be addressed throughout this Local Plan, most
notably in relation to:

Sports and physical activity;

Provision and protection of good quality green spaces;

Better networks for walking and cycling;

Promotion of healthy eating;

Energy efficient homes;

Combatting fuel poverty;

Facilitating jobs growth; and

Improving air quality.
Health Impact Assessments (HIA)
A HIA will be a useful tool in determining planning applications where there
are expected to be significant impacts on health and wellbeing. They should
be used to reduce adverse impacts and maximise positive impacts on health
and wellbeing of the population, as well as assessing the indirect implications
for the wider community. HIA’s help to achieve sustainable development by
finding ways to create a healthy and just society and to enhance and improve
the places we live.
HIA’s are usually forward looking and can be carried out at any stage in the
development process, but are best undertaken at the earliest stage possible.
This should ideally be prior to the submission of planning applications to
ensure that health and wellbeing is considered fully at the outset. Where this
is not appropriate however they should form part of the material submitted to
support the relevant planning application. This can be as stand-alone
assessments or as part of a wider Sustainability Appraisal (SA),
Environmental Impact Assessment (EIA), or Integrated Impact Assessment
(IIA).

Policy HW1: Health Impact Assessments (HIA)
1. All major development proposals will be required to demonstrate that they
would have an acceptable impact on health and wellbeing. This should be
demonstrated through a:
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a) HIA where significant impacts on health and wellbeing would arise from
that proposal; or
b) HIA Screening Report which demonstrates that the proposed
development would not overall give rise to negative impacts in respect
of health and wellbeing.
2. All HIA’s shall be undertaken in accordance with the Council’s HIA
Supplementary Planning Document.
3. Where a development has significant negative or positive impacts on health
and wellbeing the Council may require applicants to provide for the
mitigation or provision of such impacts through planning conditions and/or
financial/other contributions secured via planning obligations and/or the
Council’s CIL Charging Schedule.

An appropriately robust methodology, such as that set out in the Department
for Health Guidelines for HIA’s (2010), should be followed in the preparation
of all HIA Screening Reports. This will include thorough consideration of the
impacts of the development on the health and wellbeing of those living and
working in the city and visitors to the city. These guidelines will form a
platform to support the Council’s HIA SPD.
All HIA’s and Screening Reports should be carried out to a level of detail
appropriate to the scale and type of development being proposed whilst also
having regard to the surrounding area. This will be considered on a site by
site basis but will need to include explicit consideration of the impacts on
different groups in the population. This reflects the fact that certain groups will
be potentially more vulnerable to negative impacts from development thereby
impacting on health inequalities. This includes those on a low income,
minority ethnic groups, young people, those with disabilities and elderly
people.
To support this process the Council will develop a HIA SPD. This will also
build upon the current Health Impacts Tool Kit being developed by
Birmingham City Council and which is expected to be rolled out across the
WMCA in 2017. The development of this toolkit to date has involved
partnership working with representatives from the development industry and
Public Health England (PHE). Once launched it is expected to carry with it an
associated accreditation supported by PHE. In the event that this tool kit is not
rolled out across the WMCA or the toolkit is shown to be inappropriate for a
specific development proposal, the HIA SPD will provide guidance as to
alternative tool kits that will support health considerations in new
developments across Coventry.
Major development proposals in particular are more likely to have a significant
impact in terms of health and wellbeing, which is recognised by national
guidance. As such a HIA will be required to support developments defined as
follows:
(a) the use of land for mineral-working deposits;
(b) waste development;
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(c)

d)

all forms of residential development where:
(i) the number of homes to be provided is 150 or more; or
(ii) the site area is 5 hectares or more and it is not known whether the
development falls within sub-paragraph (c)(i);
all forms of urban development (not involving housing) where:
(i) the area of development exceeds 1ha; or
(ii) in the case of industrial estate development exceeds 5ha.

Notwithstanding the identified thresholds, all developments, including those
below them, will be encouraged and recommended to complete the toolkit
identified above and/or have full regard to how health benefits can be realised
through development as part of the design process. By considering the use of
this toolkit for sites below the threshold this could carry added benefit,
especially within some of the city’s more deprived areas where health and
wellbeing concerns are more concentrated and in areas where issues are
more isolated and/or related specifically to the proposed development or
location of development. This process will also help in the consideration of the
Local Plans policies on air quality, green spaces and active travel. Any
consideration of benefits or impacts should have full regard to both the
existing and new population that may live and/or work in or around the
proposed site.
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3. Jobs and Economy
Relevant Evidence Base
 Coventry Employment Land Study (2015) – GL Hearn
 Coventry & Warwickshire Local Enterprise Partnership (CWLEP)
“Employment Land Use Study (2015) – CBRE
 Coventry City Council - A Jobs & Growth Strategy for Coventry 20142017.
 Coventry & Warwickshire Local Enterprise Partnership “Strategic
Economic Plan” (2014).
 Coventry & Warwickshire Local Enterprise Partnership “City Deal”
(2013)
 “Driving Growth: Supporting Business Innovation in Coventry &
Warwickshire” (2013) prepared by the Centre for Cities.
 Coventry City Council “Review of Existing Employment Sites” (2012);
 Coventry City Council "Coventry's Economy 1976 to 2026" (2008) and
2015 partial update.
 Coventry City Council Social Value Policy.
 Coventry City Council ‘Emerging Vision for Tourism 2014-2024
 West Midlands Strategic Employment Sites Study (2015) – PBA & JLL
 Annual Monitoring Report (2015).
 Coventry Tourism Economic Impact Assessment (2015)
 CWLEP Skills Strategy (2014)
Introduction
Economic Opportunities
Coventry’s economic base has been diversifying over recent decades shifting
away from being dominated by manufacturing which provided 55% of jobs in
the 1970’s (compared to 11% of jobs now). Today the majority of jobs in
Coventry are in the education (13.6%) and healthcare (13%) sectors.
Recent economic shocks have brought about many job losses in Coventry in
recent decades but employment in the city grew strongly between 2010 and
2013 – from 150,900 to 156,700, an increase of 5,800. However, employment
levels remain below the peaks of almost 162,000 which existed in 1990 and
2002.
These trends have driven changing needs for employment land and premises.
The city has already experienced considerable recycling of large former
factories (“churn”), notably car plants and some of these have continued in
employment use while others have been released in whole or part for new
homes to be built.
The growth in employment and diversification of the city’s economic base is
predicted to continue through the Plan period up to 2031. In particular new
employment opportunities resulting from growth in the advanced
manufacturing
and
engineering,
automotive,
technology
and
distribution/logistics sectors offer an opportunity to further increase and
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diversify the city’s economic base in the future. A balanced, mixed economy
will require the retention and expansion of a range and choice of sites and
premises.
The automotive manufacturing sector has seen much change over the last 30
years or so. Job numbers fell from a high of 12,600 in 1987 to 5,800 in 1994
and then almost doubled to 11,500 by 1999 before falling again through the
2000s. This sector is heavily influenced by the operations of a few key
operators – particularly Jaguar Land Rover in Coventry. The automotive
manufacturing sector has seen strong performance in recent years. This is
reflected in recent job growth rates with a growth of over 1,000 jobs since
2010.
GL Hearn report in their recent Employment Land Study that the strongest
employment growth over the Plan period is expected in the following sectors:
 Financial, Legal and Business Support Services – 11,100 FTE jobs;
 Education – 3,600 FTE jobs;
 Health – 3,800 FTE jobs;
 Retail Trade – 2,800 FTE jobs;
 Construction – 2,700 FTE jobs;
 Wholesale Trade – 2,600 FTE jobs; and
 Architectural and Engineering Services – 2,000 FTE jobs.
In addition GL Hearn also highlights a likely growth in the automotive
manufacturing sector above the rates expected by current forecasts. This is
expected to be supported by the continued investment plans of Jaguar Land
Rover and the trickle down effects in the supply chain.
Therefore it is important that the location and provision of appropriate
employment land is considered against future growth sectors. Much of the
growth in the business support services sector (Use Class B1) could be
accommodated in the Friargate redevelopment – the new City Centre
Business District. Significant expansion is also envisaged by Coventry
University within the city centre. Outside the city centre, office and related
jobs, including the expansion of the University of Warwick and University
Hospital Walsgrave, can be expected to provide significant new employment.
The majority of the remainder of new jobs will be provided on ‘industrial land’
within Classes B1 (light industrial and R & D), B2 (general industrial), and B8
(storage and distribution) uses.
There are a number of existing company headquarters operations within the
city and it is important that the Council supports these companies in retaining,
expanding and/or relocating their headquarters operations within the city.
Companies with headquarters operations within the city include Jaguar Land
Rover, Peugeot/Citroen, London Taxis International, Severn Trent Water, the
Skills Funding Agency and the RICS.
In particular, Jaguar Land Rover has established itself as a global business
and is the UK’s largest automotive employer, creating both direct and indirect
jobs across the city, sub-region and UK as a whole. Jaguar Land Rover’s
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existing site at Whitley Business Park is home to its global headquarters and
is an advance engineer’s facility, as well as the Jaguar Design department.
The site currently employs in excess of 5,200 people with this figure expected
to grow substantially in the coming years as Jaguar Land Rover continues to
push forward with its own expansion plans. The City Council is committed to
working jointly with Jaguar Land Rover and Warwick District Council in
particular to help support the planned growth of Jaguar Land Rover in the
most appropriate way. This includes the City Council’s commitment to
supporting the Whitley South proposals in Warwick District but also the
allocation of land adjacent to Whitley Business Park at Baginton Fields. This
site will help to create an employment hub for the south east corner of
Coventry which could help support the longer term expansion of Jaguar Land
Rover at Whitley, support the sustainable growth of its supply chain or provide
a stand-alone inward investment opportunity.
Coventry also needs to maximise the opportunities for innovation, maintaining
and strengthening links between the Universities and local businesses and
business organisations, as well as the provision of a range and choice of
employment sites and premises to enable businesses to remain in the city as
they grow. The city has seen a significant increase in the number of
businesses operating from within its administrative area – a growth of 660
businesses between 2010 and 2014, an increase of 7.1%. In particular there
has been significant growth during this period in the number of businesses in
the professional, scientific and technical sector (+410 or 37.8%) and the
information and communication sector (+215 or 33.6%).
In terms of the tourism sector, Coventry is recognised internationally for its
Cathedral. The city centre is also home to the Coventry Transport Museum,
the Herbert Art Gallery and Museum, the Belgrade Theatre, the Skydome
leisure complex and other buildings of historic significance. Also of importance
in terms of the city’s visitor economy are the two Universities, the Warwick
Arts Centre and the Ricoh Arena. The CWLEP acknowledge the significance
of the tourism sector to the economy of the sub-region in their Strategic
Economic Plan.
Overall the Coventry area is identified by the CWLEP, in its recent SEP and
City Deal, as a focus for its ambitious growth plans. These plans aim to build
on the sub-region’s central location, employment sites, distinctive businesses,
innovation assets and highly talented workforce to ensure that the sub-region
becomes a high performing economy. Such an economy will have innovative
businesses which are competing internationally, growing and providing better
paid employment opportunities for residents across both rural and urban
areas. The CWLEP are also seeking to address the current economic
inequalities between their relatively poorly performing local authority areas in
the north of the sub-region (Coventry, Nuneaton & Bedworth and Rugby) and
those more prosperous areas in the south (Warwick and Stratford-upon-Avon
Districts).
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Economic Challenges
Notwithstanding the economic opportunities highlighted above, Coventry also
faces a number of economic challenges.
The city’s population has increased substantially in recent decades (by 11.8%
between 1994 and 2014) and now stands at around 337,000. Further
population growth is envisaged during the plan period with provision to be
made for 25,000 new dwellings within the city. Coventry also has a relatively
young population with the largest age group being those in their twenties. It is
therefore imperative in the interests of promoting sustainable development
and minimising commuting that accessible employment opportunities are
provided for this rising population.
There is also a need to improve economic productivity within the city.
Productivity measured as GVA (gross value added) per head has declined in
recent decades. In 1997 GVA per head in Coventry was 10.7% higher than
the national average. However, by 2013 this had declined to 12.3% below the
national average.
Coventry also has relatively low economic activity rates. In this regard the
Office for National Statistics has published figures which show the number of
jobs per person of working age. In 2013 the city had 0.78 jobs per person of
working age. This compares to a figure of 0.84 for the LEP area as a whole
and 0.80 for the whole of England and Wales. For its size, Coventry should
have higher levels of employment. Coventry’s economic activity rate of 70.3%
is below the average for the CWLEP area (76%) and the national average
(77.4%).
Whilst unemployment in Coventry has fallen in recent years, at 6.8% it is still
above the CWLEP average of 4.2% and the national average of 6.1%.
Research contained with the CWLEP’s Strategic Economic Plan shows that
within Coventry there are almost 60,000 people out of work or in work with low
earnings who are experiencing deprivation. By comparison Nuneaton &
Bedworth and Warwick Districts have between 10,000 and 20,000 residents
experiencing deprivation whilst all other Districts in the sub-region each have
less than 10,000 such residents.
Policy JE1: Overall Economy and Employment Strategy
1. The Council will work positively and proactively with the business
community in the city, inward investors, the city’s two Universities, key
public sector employers, the CWLEP and neighbouring local authorities to
support sustainable economic growth and job creation. In this regard the
Council will:
a) Promote continued diversification of the city’s economic base,
particularly through supporting the expansion of companies
operating in growth sectors and partnership working with the
city’s Universities to promote innovation;
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b)

Ensure that job opportunities arising from employment
development are accessible to all of the city’s working age
residents, particularly priority groups and those in the most
deprived areas of the city;
c) Provide for a readily available range and choice of employment
sites and premises to meet projected need over the Plan period
related to growth of the city’s population and the pivotal role of
the city in the CWLEP’s ambitious growth agenda for the subregion;
d) Safeguard existing employment sites and premises from being
lost to non-employment uses unless certain exceptional
circumstances are demonstrated;
e) Support companies, including Jaguar Land Rover, in retaining,
expanding and/or relocating their headquarters operations within
the city and support the provision of new infrastructure that
encourages these companies to grow.
f) Seek to direct office development to locations in the city centre
and other defined centres with new large scale office
development focused on the city centre’s Friargate Business
District;
g) Ensure that new research and development, light industrial,
general industrial and storage/distribution developments are
appropriately sited and designed to maximise their accessibility
by a choice of means of transport, have an acceptable impact on
the highway network and to minimise the potential for
environmental conflict with nearby sensitive land uses;
h) Support tourism/visitor related development in respect of Coventry
city centre, the Ricoh Arena and the Coventry and Warwick
University Campuses.
i) Support the continued growth of the city’s two universities and in
doing so maximise the economic development and other
community benefits associated with them.

Access to a skilled labour force, particularly in growth sectors such as
advanced engineering and manufacturing and the automotive industry, is
currently a constraint within Coventry and the wider CWLEP area. This matter
is being addressed by the CWLEP in partnership with local authorities in the
sub-region through the CWLEP City Deal programme.
The Council’s Jobs and Growth Strategy also highlights the need to ensure
that job opportunities arising from employment development are accessible to
the city’s residents. In particular jobs need to be accessible to those living in
the most deprived areas of the city – Foleshill, Hillfields, Spon End/Radford,
Stoke Aldermoor, Willenhall, Tile Hill/Canley and Wood End/Bell Green. There
is also a need to help those in priority groups into employment. These include
the unemployed, those with physical and mental health problems, exoffenders and those from troubled family backgrounds.
The employment policies in this Chapter and references to ‘employment land’,
‘employment uses’ and ‘employment purposes’ relate only to development
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falling within Use Classes B1, B2 and B8 of the Town & Country Planning Use
Classes Order 1987 as amended. These comprise business offices (Use
Class B1a), research and development activities (Use Class B1b), light and
general industrial uses (Use Classes B1c and B2) and uses within the
storage/distribution sector (Use Class B8).
Provision of Employment Land and Premises
Employment Land Requirements
Employment land should be provided to meet the needs of all employment
uses – offices, research and development, light/general industrial and
storage/distribution. These uses have varying land requirements. Research
comprised within the evidence base identifies that office occupiers are
increasingly seeking city centre locations, research and development
occupiers often require sites with close links to the universities whilst industrial
and storage/distribution occupiers prefer sites which have good access to the
strategic highway network and are not constrained by their proximity to
neighbouring sensitive land uses such as housing. Sites of varying size are
also required to meet the needs of both large and small businesses.
The level of employment sites and premises required over the plan period will
be driven by a range of factors. GL Hearn forecast that the housing growth
proposed for the plan period will increase the city’s labour force by 25,200
generating a gross employment land need for the plan period of 107ha. This
figure includes a 58ha 5 year supply margin (see below).
However, in addition to this, regard also needs to be had to the pivotal role of
the city in the CWLEP’s ambitious growth strategy for the wider sub-region.
As a consequence GL Hearn have also provided employment land demand
forecasts based on recent/predicted strong performance in the three key
growth sectors of financial and professional services, advanced
manufacturing/engineering and logistics/distribution. Overall this forecast
generates a gross need, including the 58ha 5 year supply margin (see below),
for between 205 and 215ha of employment land for B Class occupiers during
the Plan period 2011-2031.
GL Hearn have also provided employment land requirement figures based on
the projection of past completions in respect of employment land development
within the city. These projections generate need of between 210 and 231ha.
The 210ha figure is based on completions over the last 10 years of 10.5ha per
annum on average whilst the 231ha figure is based on average annual
completions over the last 15 years of 11.6ha per annum.
Overall GL Hearn recommend that a gross employment land need of around
215ha (including the 58ha 5 year supply margin) is provided for in respect of
the Plan period 2011-2031.
In order to ensure that a sufficient portfolio of employment land is available to
those occupiers seeking new premises at all times throughout the plan period
it is considered that a minimum reservoir of land needs to be maintained. As
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stated above, average completions over the last 15 years in Coventry amount
to 11.6ha per annum and therefore GL Hearn recommend a 5 year ‘margin’ of
around 58ha. This also broadly aligns with total employment land needs for
the city when it is disaggregated into 5 year blocks over the 20 year plan
period.
In terms of the Coventry & Warwickshire LEP area as a whole the recent
CBRE employment land use study undertaken for the CWLEP recommends
that between 500 and 660ha of employment land is required up to 2031
across the sub-region in order to meet envisaged demand. They further
recommend that for the purposes of planning that sites be identified that can
achieve the higher end of this range. The city’s employment land supply
contributes towards achieving this level of growth. Work through the DtC has
sought to ensure that the full level of employment land needs identified
through the LEP study and local authority assessments are fully aligned with
the housing needs of the sub-region.
Furthermore, consideration must also be given to other qualitative factors in
determining employment land requirements. In this regard GL Hearn report
that there is a considerable shortfall in the amount of B8 sites coming forward.
There is also evidence of limited availability of larger plots for manufacturing
activities and a need to identify land for B1 offices and research &
development uses. There also remains existing capacity in relation to the city
and sub-regional population/jobs growth balance as well as the promotion of
above trend reductions in unemployment and deprived households (in
Coventry especially) to facilitate the provision of additional employment land
within the city.
With this in mind, around 64ha of industrial land across the city is identified in
the city’s SHLAA as potentially suitable for new housing, whilst since the start
of the plan period in 2011 around 90ha of employment land on sites of over 1
hectare in size have been granted planning permission, are under
construction or have been redeveloped for non-employment uses due to
factors which constrain the continued use of this land for employment
purposes. Therefore overall the city’s existing employment land portfolio is
likely to be depleted by around 154ha during the plan period. This does not
reflect a lack of employment land need or demand, but reflects the locational
and qualitative issues with the city’s existing employment land provisions. As
such, it is necessary to ensure that alternative employment sites are provided
to compensate for such loss by providing high quality sites which are
attractive to the market.
When considering growth needs and qualitative replacements as a whole the
city’s employment land requirement is 369ha
Employment Land Supply
The city’s employment land supply to satisfy the above-mentioned
employment land requirement comprises a number of components.

40

These comprise firstly completions to date during the early part of the plan
period during the financial years of 2011/2012 to 2015/2016. Such
completions include those at the Ansty Park and Pro-Logis Ryton sites within
Rugby Borough Council’s administrative area because these sites lie adjacent
to the city’s boundary and are therefore considered to form part of the city’s
employment land supply. Employment land completions for this period total a
little over 70ha comprising 26ha of completions on land within the city’s
administrative area, 30ha at Pro-Logis Ryton and 14ha at Ansty.
The next supply components comprise extant planning permissions for
employment development and sites under construction. Some of the
proposed employment allocations in Policy JE2 (or part thereof) also benefit
from extant permissions and therefore these have been excluded from these
components to avoid double counting as allocations also form part of the city’s
employment land supply. Bearing in mind the above, land with extant
permission for B class employment uses totals 70ha comprising 17ha of land
within the city’s administrative boundary, 27ha at Pro-logis Ryton and 26ha at
Ansty.
Finally proposed employment land allocations comprise part of the city’s
employment land supply. In determining which land to allocate for
employment use, regard has been given to the broad requirements, as
identified above, of the different types and size of employment land occupiers.
Existing employment sites with extant permissions which have substantial
areas of remaining land have also been assessed. Consideration has also
been given to more localised factors in determining where employment land
can be allocated which has the greatest potential to generate economic
growth through clustering linkages with key existing employment occupiers
and proposed regional economic growth initiatives.
Bearing in mind all of the above it proposed to allocate 8 sites for employment
development which in total amount to 107ha.
Firstly, 7ha of previously developed land at Friargate in Coventry city centre
are allocated for B1 office development as part of an office led mixed-use
redevelopment which already has planning permission. The Friargate site
occupies a highly accessible location adjacent to Coventry Railway Station
and is identified in the City Centre Area Action Plan as a new business district
for the city centre.
The 23.5ha previously developed Lyons Park site at Coundon Wedge Drive in
the north west of the city is allocated for a mix of B1, B2 and B8 uses in
accordance with the extant planning permission covering this site.
Construction of 5 industrial/warehouse units on 4.5ha of the site has now
been completed. The remaining 19ha of the site either remains undeveloped
or has commenced development in early 2017 so is subject to the allocation
figure in Policy JE2.
30ha of Greenfield land at Whitley Business Park in the south east of the city
are also allocated for a mix of research and development, industrial and
storage/distribution uses (B1, B2 and B8) in accordance with previous
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planning approvals for employment development on this site. The site
occupies a key location adjacent to the world headquarters of Jaguar Land
Rover at Whitley. The site also lies adjacent to the A45/A46 strategic highway
network. Whitley Business Park was allocated as an employment site in the
2001 Coventry Development Plan but has remained undeveloped for many
years with access problems in particular being cited as a constraint to the
site’s development. However, the attractiveness of the site to occupiers has
recently been enhanced by highway improvement works comprising a new
vehicle bridge and slip roads which have significantly improved access.
Detailed planning approval has recently been granted for a large B8 unit on
12ha of the site with a further 9ha of the site expected to contribute towards
the growth aspirations of JLR in association with the land at Whitley South (in
Warwick District).
A further 25ha of Greenfield land is allocated at Baginton Fields and South
East of Whitley Business Park through removal of land from the Green Belt. It
is anticipated that this site will provide further employment land for research
and development, industrial and storage/distribution (B1, B2 & B8) occupiers
seeking a location immediately adjacent to the A45/A46 strategic highway
network and the Jaguar Land Rover World Headquarters site. Any
redevelopment of this site will need to safeguard the environmentally sensitive
adjacent Sowe Valley river corridor and Stonebridge Meadows Local Nature
Reserve and compensatory provision will need to be provided for in respect of
those parts of the site currently occupied by the King Henry VIII School
playing fields.
15ha of land currently within the Green Belt are allocated adjacent to the A45
at Eastern Green on the western boundary of the city as part of a strategic
urban extension which will also provide 2,250 new dwellings and a new Major
District Centre. It is envisaged that the site will provide space for research and
development, industrial and storage/distribution occupiers (B1, B2 & B8). The
site occupies a key location on the A45 strategic highway network within a
short distance of the proposed UK Central redevelopment initiative around
Birmingham Airport and the NEC associated with the construction of the High
Speed 2 rail link.
Finally, a further 11ha of previously developed employment land are allocated
on 3 small sites within the city as part of mixed-use developments. These
comprise 8ha at Whitmore Park in Holbrooks, 1.5ha at Durbar Avenue in
Foleshill and 1.5ha on the Former Electric Power Station site at Aldermans
Green. The last of these 3 sites already has planning permission for mixeduse redevelopment with the approved employment element providing 35 small
units for light industrial and storage/distribution occupiers. Overall, it is
anticipated that these sites will provide space for smaller scale research and
development, industrial and storage/distribution occupiers.
The Prologis Ryton, Ansty, Lyons Park and Whitley Business Park sites
referred to above are identified as strategic sites of regional significance in the
West Midlands Strategic Employment Sites Study. These sites in addition to
Friargate are also referred to as strategic sites of sub-regional importance in
the CWLEP Employment Land Use Study.
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Table 3.1 below provides a summary of the employment land supply
components described above. It can be seen that the supply components total
248ha which relate positively towards the identified needs suggested by GL
Hearn for the Plan period. This level of provision both within and adjacent to
Coventry also supports the Coventry and Warwickshire employment Land
MOU and the aspirations of the LEP and its Strategic Economic Plan.
Table 3.1 – Supply Components
Supply Components

Site Size (Ha)

Completions 2011-2016 (includes Ryton, Ansty & within Coventry)

70.3

Under Constructions in Coventry (excluding proposed allocations)

3.1

Extant Permissions in Coventry (excluding proposed allocations)

14

Extant Permissions and under constructions at Ryton & Ansty

53.4

Proposed Site Allocations*

107

Total**

247.8

*57.7ha of land within proposed allocated sites already benefits from planning
permission for employment development.
** 4.5ha of the allocated allowance at Lyons Park has been completed in 2015/16
monitoring year. This is captured in the completions row of the above table. The
allocations row is reduced accordingly to avoid double counting
Table 3.1 clearly reflects that the city cannot meet its full employment land
requirement within its own boundaries. This has already been highlighted
through policy DS1 and reflects the importance of the DtC in ensuring the
employment land needs of the sub-region are met in full.
Policy JE2: Provision of Employment Land and Premises
1. A total of 107ha of land are allocated for employment development within
the city’s administrative area. The allocations are as specified below
together with details of the type of employment development that will be
promoted on each of these sites.
Site Ref Site

Ward/LPA

JE2:1

St. Michael’s

JE2:2
JE2:3
JE2:4

JE2:5

Friargate (part of
mixed use site)
Lyons Park
Whitley
Business
Park
Land at Baginton
Fields and South
East
of
Whitley
Business Park
A45 Eastern Green
(part of mixed use

Area Ha
Employment
(Hectares) Type
7
Primarily B1a

Bablake
19
Cheylesmore 30
Cheylesmore 25

Bablake

15

B1, B2 & B8
B1b&c, B2 &
B8
B1b&c, B2 &
B8

B1b&c, B2 &
B8
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JE2:6
JE2:7
JE2:8

site)
Whitmore Park (part Holbrook
of mixed use site)
Durbar Avenue (part Foleshill
of mixed use site)
Land at Aldermans Longford
Green Road and
Sutton Stop (part of
mixed use site)
TOTAL

8
1.5

B1b&c, B2 &
B8
B1b&c & B8

1.5

B1c & B8
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2. The Friargate, A45 Eastern Green, Whitmore Park, Durbar Avenue and
Alderman’s Green Road and Sutton Stop employment allocations are to be
progressed as part of wider mixed-use re-development schemes and
should be supported by comprehensive Masterplans.
3. A minimum supply of new employment land on a 5 year rolling cycle of
58ha is required to be available at all times in Coventry and on sites
outside but adjacent to the city’s administrative boundary (the “Minimum
Reservoir”). This will be achieved by using a combination of newly
allocated and recycled land. A balanced portfolio of employment land
supply offering a choice of sites will be maintained, with details of need and
supply set out in the Annual Monitoring Report.

In terms of phasing, it is considered that the Lyons Park, Whitley Business
Park and Former Electric Power Station sites will be built out in the short term
as these benefit from planning permission and development has already
commenced on the first two of these sites.
Construction has also commenced on the 1st phase of office development at
Friargate but it is anticipated that the majority of this site will be built out in the
medium term as will the majority of the other allocated sites – Land at
Baginton Fields and South East of Whitley Business Park, A45 Eastern Green
and Durbar Avenue which do not as yet have planning permission.
It is considered that the Whitmore Park site is likely to come forward for
development towards the end of the Plan period as this site is currently
occupied by an existing engineering business and substantial site preparation
works would need to be undertaken in redeveloping this site.
Non-Employment Uses on Employment Land
It is essential that a sufficient amount and range of employment land is
maintained throughout the city to ensure that the city’s economy continues to
grow and residents have access to job opportunities. This objective is
achieved in part through the allocation of land in this Plan for employment
purposes and this Policy seeks firstly to protect these allocated sites from
undesirable redevelopment or conversion for non-employment uses. It is also
important to ensure that existing non-allocated employment sites are also
retained for employment use wherever possible.
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On those employment sites where this Policy applies the loss of such sites to
non-employment use will not be permitted unless the exceptions criteria
outlined in the Policy are satisfied. The exceptions criteria reflect advice in
paragraph 22 of the NPPF.
Policy JE3: Non-Employment Uses on Employment Land
1. Proposals for the redevelopment in whole or in part of employment land for
non-employment purposes will not be permitted unless it can be
demonstrated that the part(s) of the site where non-employment
development is proposed are:
a) No longer suitable for employment use bearing in mind their
physical characteristics, access arrangements and/or relationship
to neighbouring land-uses and there is evidence of unsuccessful
active and substantial marketing of the site for employment use
using a variety of media which supports this; or
b) It would not be financially viable to re-use or re-develop the land or
buildings on the land in whole or in part for employment purposes;
or
c) The non-employment development proposed would be used for
purposes which are clearly ancillary to and will support the
operations of a primary employment use on the land; or
d) The non-employment development would generate significant
employment gains which are of sufficient weight to justify the loss
of employment land.
2. In addition to at least one of the above criteria being satisfied it will also
need to be demonstrated that:
a) The potential of the site to contribute to the employment land
requirements of the city over the plan period is not significant; and
b) The proposal would not significantly compromise the viability or
deliverability of other adjacent employment land or land allocated in
this Plan for employment development; and
c) The proposal will not have an unacceptable adverse impact on the
continuing operation of any nearby existing businesses.
3. Planning applications to which this Policy applies should be accompanied
by written evidence to demonstrate that the proposed development
satisfies the exceptions criteria highlighted above.
4. This Policy applies to land which is currently in use or was last used for
employment purposes unless such land has been allocated in this Plan
wholly for non-employment use.

Where it is considered that a site is no longer suitable for employment use the
evidence of unsuccessful active and substantial marketing of the site using a
variety of media will normally need to show that such marketing has taken
place for a continuous period of at least 6 months immediately prior to the
submission of any planning application for non-employment use of the site.
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This marketing activity should be undertaken in accordance with Appendix 2
of the Local Plan.
Location of New Office Development
The NPPF defines office development as a main town centre use. Therefore
the ‘Sequential Test’ applies and such development should normally be
accommodated within defined centres unless it can be demonstrated that
there are no sites within such Centres which are suitable and available to
accommodate the proposed development. If this can be demonstrated then
development should be located in edge-of-centre locations where possible
(i.e. within 300 metres of the boundary of a defined centre or within 500
metres of a public transport interchange) and only if no such sites are suitable
and available should out-of-centre sites be considered (NPPF paragraph 24).
There is also a requirement in the NPPF (paragraph 26) for large scale office
development proposals of 2,500 square metres gross or more to be
accompanied by an Impact Assessment to examine whether or not the
proposal is acceptable in terms of its impact on the vitality and viability of
defined centres and to ensure that it does not have an adverse impact on
existing, committed and planned public and private investment in office
development within defined centres.
Policy JE4: Location of Office Development
1. New office development (including change of use of buildings to provide
office accommodation and the expansion of existing office uses) should
normally be sited within Coventry city centre or other defined centres (as
defined on the Policies Map).
2. The Friargate site within Coventry city centre is the Council’s preferred
location for new large scale office development. This site is allocated for
primarily B1 office development under Policy JE2.
3. Proposals for new office development in other locations will only be
permitted if the following criteria are satisfied:
a) Having regard to locational factors, there are no suitable sequentially
preferable sites available within the city centre, another defined centre
or in an edge-of-centre location (if no Defined Centre sites are suitable
and available); or
b) The proposal is for small scale rural offices;
4. In addition to at least one of the above criteria being satisfied it will also
need to be demonstrated that:
a) The proposal would not have a significant adverse impact on the vitality
and viability of defined centres and on existing, committed and planned
public and private investment in office development within a defined
centre; and
b) The site is accessible by a choice of means of transport or will be made
accessible by a choice of means of transport as a consequence of
planning permission being granted for the development; and
c) There is good access from the development to a primary route on the
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highway network and an acceptable impact on the capacity of that
network; and
d) The proposals are compatible with other Plan Policies.
5. Proposals for new office development outside of Defined Centres shall be
accompanied by a Sequential Assessment and where a proposal is for
2,500 square metres (gross) or more of office floor space an Impact
Assessment shall also be provided which examines the impact of the
proposal on the vitality and viability of Defined Centres and its impact on
existing, committed and planned public and private investment in office
development within Defined Centres.

Both the Council and the CWLEP are promoting the Friargate redevelopment
as the new business district for Coventry city centre. Friargate is shown on the
Policies Map as lying with a defined centre and is allocated under Policy JE2
for primarily B1 office purposes. It is considered that this key site will be the
focus for large scale new office development (1,000 square metres gross floor
space or greater) within the city over the plan period.
It is acknowledged that in some instances it may not be possible for new
office development to be located in a defined centre due to particular
locational factors. However, robust justification will need to be provided to
demonstrate that sequentially preferable sites are not suitable due to such
locational factors. In this regard the NPPF is clear that applicants should
demonstrate flexibility on issues such as format and scale and the NPPG on
Ensuring the Vitality of Town Centres also states that land ownership matters
are not considered to constitute robust justification.
Policy JE4 applies to both employment sites allocated in this Plan and windfall
sites that may come forward for development.
Location of New R&D, Industrial and Storage/Distribution Development
The Council’s preferred location for new Research & Development (R&D),
industrial and storage/distribution development are the various sites allocated
for such purposes under Policy JE2.
Notwithstanding this, it is acknowledged that proposals may come forward on
other non-allocated sites within the city for these uses. All R&D, industrial and
storage/distribution developments on such sites should be accessible by a
choice of means of transport, have an acceptable impact on the highway
network and be compliant with other Plan Policies.
However, in addition it is acknowledged that significant environmental impacts
can arise from general industrial and storage/distribution operations and
therefore proposals for such development will also need to demonstrate that
they would not result in significant harm to the amenities of persons occupying
nearby residential property or other land occupied by uses sensitive to
environmental pollution such as schools and hospitals.
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The Council will also need to be satisfied that proposals on windfall sites
would not compromise the viability or deliverability of land allocated in this
Plan for employment development;
Overall the objective of Policy JE5 is to ensure that businesses can locate in
the optimal location in terms of accessibility and minimising environmental
conflicts whilst also providing residents with good access to a range of job
opportunities across the city.
Policy JE5: Location of R&D, Industrial and Storage/Distribution
Development
1. The Council’s preferred location for new Research & Development (R&D),
industrial and storage/distribution development are the sites allocated for
such purposes under Policy JE2
2. However proposals for new R&D, industrial and storage/distribution
development (including changes of use and the expansion of existing
operations) on sites not allocated under Policy JE2 will be permitted
provided that they are:
a) Accessible by a choice of means of transport or will be made
accessible by a choice of means of transport as a consequence of
planning permission being granted for the development; and
b) Have good access to a primary route on the highway network and an
acceptable impact on the capacity of that network; and
c) The proposal would not significantly compromise the viability or
deliverability of land allocated in this Plan for employment
development; and
d) The development is compatible with other Plan Policies.
3. In addition to the above, proposals for new general industrial and
storage/distribution development (including changes of use and the
expansion of existing operations) on all sites (including those allocated
under Policy JE2) will also be required to demonstrate that the proposed
development would not result in significant harm to the amenities of
persons occupying nearby residential property or other land occupied by
uses sensitive to environmental pollution.

Tourism/Visitor Related Development
The latest tourism/visitor statistics available for the city (2013) show that there
were around 8.2 million visitor trips undertaken to Coventry during that year.
7.6 million of these were day trips whilst the remaining 600,000 were
overnight visits. It is estimated that these visitors spent £419 million in the city
and that this spend helped to support around 10,000 jobs. These figures
demonstrate the significance of tourism and other visitors to the city’s
economic wellbeing.
The Council have recently announced their support for the city to bid for
Coventry to become UK City of Culture in 2021.
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The Council is also currently progressing a strategy to further promote the
city’s visitor economy and has published an ‘Emerging Vision for Tourism’
which covers the period 2014-2024.
The overarching vision is that:
“By 2024 Coventry will be internationally recognised as a compelling tourism
destination of distinction; renowned for the quality and depth of its visitor
experience across its diverse cultural, heritage, sports and events offer.
Championing a successful and thriving tourism economy, Coventry’s
approach will showcase effective and sustainable partnership working that
combines to provide a rich and captivating experience, increasing visitor
levels, spend and ultimately jobs.”
Key objectives outlined in the emerging vision document are as follows:
1. Change the negative perceptions of Coventry, locally, nationally and
internationally to that of a city which offers a vibrant, diverse and quality
experience and that is open for business.
2. Strengthening the city’s heritage and culture offer.
3. Securing major conferences and exhibitions at venues within the city.
4. Attract, secure and maintain a regular high profile events programme for
the city.
5. Attract high profile sporting events; and
6. Retain within the city a greater number of those graduating from the city’s
universities.
Overall the Council is aiming to increase total visitor trips to Coventry to
9,000,000 by 2024, an increase of around 10% on the visitor numbers
recorded in 2013 with a corresponding 7% increase in annual visitor spend to
£447 million.
The ‘Emerging Vision for Tourism’ document identifies in particular the
significance of Coventry city Centre, the Ricoh Arena and the Coventry and
Warwick University campuses as destinations within the city for tourists and
visitors.
Policy JE6 therefore seeks to support proposals for tourism/visitor related
development in or adjacent to the above locations subject to compatibility with
other Plan Policies. Tourism/visitor related development such as hotels,
conference facilities and leisure/recreation schemes which are classified by
the NPPF as Main Town Centre Uses will also need to satisfy the Sequential
and, where appropriate, Impact Tests laid down in national guidance.
Policy JE6: Tourism/Visitor Related Development
1. Proposals for development within Coventry city centre (as defined on the
Policies Map) or on sites at or adjacent to the Ricoh Arena or the Coventry
and Warwick University campuses which would contribute towards the
city’s role as a tourist destination will be supported subject to compatibility
with other Plan Policies.
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Accessibility to Employment Opportunities
Both CWLEP policy at the sub-regional level and Council documents including
the Coventry Social Value Policy and Jobs & Growth Strategy emphasise the
need to ensure that new employment opportunities are accessible to the city’s
residents, particularly priority groups and those in the most deprived areas of
the city.
As stated earlier in this Chapter unemployment within the city remains above
the CWLEP and national averages and there are high levels of deprivation in
numerical terms amongst those out of work or in work with low earnings.
In accordance with the CWLEP’s City Deal it is also a priority to ensure that
training is provided which meets the specific needs of businesses in the
identified growth sectors.
Within the West Midlands Integrated Transport Authority’s Strategic Transport
Plan, there are a number of policies promoting ‘Economic Growth and
Economic Inclusion’. These promote improvements in transport infrastructure
including Rapid Transit, improved bus services and enhanced walking and
cycling measures, alongside policies to improve junction pinch points.
Investments in such infrastructure are considered throughout this Plan and
will serve new employment sites, to enable new travel demands to be met
successfully through sustainable forms of travel. As such, new development
must be well designed to accommodate the needs of all transport modes and
must be fully integrated with existing transport networks. Sustainable travel
improvements will then allow employment sites to be developed, enabling
new travel demand to be met by sustainable forms of travel.

Policy JE7: Accessibility to Employment Opportunities
1. Planning applications for new employment development (including changes
of use and the expansion of existing operations) will be required to
demonstrate how job opportunities arising from the proposed development
will be made accessible to the City’s residents, particularly those in the
most deprived areas of the City and priority groups. In this regard
applicants will be expected to give consideration to a range of measures
including:
a) enhancement of the accessibility of the development to residents by a
choice of means of transport;
b) developments must be well designed to accommodate the needs of all
transport modes and must be fully integrated with existing transport
networks.
c) the provision of support to residents in applying for jobs arising from the
development;
d) the provision of training opportunities to assist residents in accessing
employment opportunities;
e) Childcare provision which enables residents to access employment
opportunities; and/or
f) Measures to assist those with physical or mental health disabilities to
access employment opportunities.
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2. In respect of planning applications for new employment development the
Council may require applicants to make financial or other contributions
secured through planning obligations or its CIL Charging Schedule to
maximise the accessibility of job opportunities to the city’s residents.

There are several dimensions to improving the accessibility of job
opportunities to local residents. Firstly, it may be necessary for improvements
to public transport infrastructure and services to be funded and better facilities
for pedestrians and cyclists to be provided to ensure that residents are able to
travel to/from work within a reasonable timescale.
Support may also need to be provided to assist residents, particularly those
from disadvantaged groups or areas in applying for new jobs and to receive
training that will assist them in accessing employment opportunities. Childcare
provision may also assist in enhancing access to employment and individuals
with physical or mental health difficulties may require support to access jobs.
The extent and nature of measures proposed to enhance accessibility to
employment opportunities will vary dependent upon the scale and type of
employment development proposed. For certain employment developments,
in particular major developments (i.e. those for 1,000 square metres or more
of gross floor space or proposals for development on sites of 1ha or more) the
Council may require applicants to make financial or other contributions to
employment accessibility measures with these to be secured through planning
obligations or the City’s CIL Charging Schedule, although regard will be had
to financial viability considerations and other infrastructure requirements in
determining the level of any contributions.
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4. Delivering Coventry's Housing Needs
Relevant Evidence Base
 Strategic Housing Land Availability Assessment (SHLAA) (2015);
 Coventry Strategic Housing Market Assessment (SHMA) (2012);
 Coventry and Warwickshire Strategic Housing Market
Assessment (2013) (SHMA)
 Coventry and Warwickshire SHMA (2014 Annex and 2015
update)
 Coventry Housing and Homelessness Strategy 2013-2018
(2013)
 Affordable Housing Economic Viability Assessment (AHEVA)
(2012);
 Coventry Gypsy and Traveller Accommodation Assessment
(2015);
 Coventry Older Persons Housing Strategy (2008)
 Student Accommodation Study (2005);
 Student population Information Note (2015)
 Annual Monitoring Report (2015)
 Density of Development Assessment (2015)
 Small Site Windfall Allowance (2015)
 Supplementary Housing Evidence Paper (2015)
 Coventry and Warwickshire Memorandum of Understanding on
Housing Delivery (2015)
Introduction
Since 2010 the rate of annual net completions in Coventry has been
increasing year on year, with completions over the last 5 years averaging 986
homes per annum. This compares to the average rate of 681 homes a year
between 2001 and 2011 and just 564 homes a year on average dating back to
1991.
The level of net completions has been influenced by significant levels of
demolition arising from urban regeneration throughout the city. This was
particularly prominent between 2002 and 2006, where on average; more than
300 dwellings per annum were being demolished. Since 2006 however the
annual average has dropped to approximately 79 dwellings. This has largely
been reflective of the development programmes within the regeneration
areas, where houses have been retained in the short term to meet housing
need and new homes have been built on sites that were cleared in previous
years. The level of urban regeneration proposed by this Local Plan will see a
continuation of demolition, especially within the areas of Wood End, Henley
Green, Manor Farm and Canley, with at least 300 further homes expected to
be cleared up to 2031. Such clearance will support on-going urban
regeneration programmes.
The recent growth in the city’s population is in part at least, a reflection of the
West Midlands Regional Strategy and its approach to urban renaissance.
However, this growth has added significant pressure to the city’s housing
market and has seen a range of regeneration schemes progressed such as
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New Stoke Village, Bannerbrook and Daimler Green. The new wave of ‘urban
villages’ are now starting to progress at New Century Park and at Foleshill on
the former Acetate works and Paragon Park, helping regenerate the urban
environment and provide much needed homes for local communities. Such
developments do however reflect recent trends in Coventry which has seen
former factory sites redeveloped for housing with new job opportunities
growing around the fringes of the city. Although this has had positive
outcomes, the city is now seeing increasing demand for employment land and
there is an important need to create a balance between homes and jobs in the
urban area. At the same time the amount of brownfield land available for
development is reducing as readily available sites are brought forward for
development. This places pressure on the city’s Greenfield sites and its Green
Belt and requires further balancing between maintaining local green
infrastructure and growing the city.
The Overarching Housing Strategy
The SHMA assessments have shown that the housing market in Coventry is
generally focused towards smaller, lower value properties relative to the wider
housing market area and national trends. For example, 71% of all Coventry
homes are within Council Tax bands A and B compared to Nuneaton where
the figure is 60% and the national average of 44%. Likewise just 10% of the
city’s existing housing stock is classified as detached. This is compared to
24% in Nuneaton and Bedworth and 22% nationally.
Following a period of house price decline at the end of the last decade, there
are now signs of recovery and the Joint SHMA highlights that house prices in
Coventry have now increased by around 8% since mid-2012. This growth has
however remained below figures seen in other parts of the HMA and appears
to have been influenced by the sorts of homes available. For example, the
city’s strongest growth in prices has been seen in its larger semi-detached
and detached properties, which have seen the least availability.
Vacancy rates across the city have reduced by 38% between 2005 and 2015.
We now see less than 2.5% of all properties in Coventry vacant with less than
1% of properties considered long term vacant homes (more than 6 months).
This is below the national average of around 4%. Notwithstanding this
reduction, there remain approximately 1,100 long-term vacant properties
within the city, which with intervention could be brought back into use, helping
to meet local housing needs. This will be tackled on an on-going basis
through the council’s empty homes strategy.
Such analysis of the city’s housing market has also been reflected in past
consultation, which has shown a need to provide a better quality and mix of
housing within Coventry, including a range of types of housing and tenures.
This particularly includes a need to provide a broader variety of 'affordable'
housing, by size, tenure and location. This has been supported by the SHMA
which has identified a need to diversify the city’s housing stock, encouraging
an increase in larger properties to meet the needs of different communities.
Furthermore, consultation and evidence have highlighted the need to consider
'group specific' housing needs, such as student accommodation, retirement
dwellings, care homes and sites for Gypsies and Travellers.
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These issues are considered through the Council’s Housing and
Homelessness Strategy, which identified a range of key themes and priorities
for delivering new homes across the city. These included:
 To ensure decent homes, housing choice and support for Coventry
citizens
 Optimise opportunities for increasing new affordable housing supply to
ensure that the delivery of new affordable housing is at a level that
supports the economic growth ambitions of the city.
 Promote balanced and sustainable communities by diversifying the
size, type and tenure of new housing, particularly family sized housing.
 Develop new affordable housing to a high quality without compromising
the deliverability and viability of new housing schemes.
 Support economic growth by developing high value, high quality
housing to retain higher earners and attract new residents.
 Regenerate neighbourhoods where poor quality, low demand housing
exists.
 Improve existing site provision to meet the needs of Gypsies and
Travellers.
 Improve energy efficiency and affordable warmth across all tenures.
 Improve property condition and management standards in the private
rented sector.
 Make best use of existing housing by reducing the number of empty
properties and addressing issues such as under-occupation.
 Improve housing choice for an ageing population.
 Improve the quality of our neighbourhoods to support safe, inclusive
and cohesive communities.
Scale of Housing Development
The Coventry and Warwickshire Joint SHMA considered a range of scenarios
and impacts relating to population dynamics and household formation.
Through the course of developing the Joint SHMA the city’s projected housing
need has grown substantially. This has been reflective of new research and
data relating to:
 the 2011 Census;
 unattributable population change; and
 a relative reduction in projected growth within Warwickshire.
This has produced a magnet like effect for the city, and in part at least reflects
the success of the Regional Strategy and its ambitions to grow the principal
urban areas of the West Midlands – including Coventry. This has resulted in
an Objectively Assessed Need for housing of at least 42,400 homes between
2011 and 2031. As previously highlighted in earlier sections of this plan
however, the cities OAN needs to be considered in the context of its HMA as
not all of these homes can be delivered within the city’s boundaries. Following
a thorough consideration of sustainable development principles, the
constraints identified in the NPPF and a thorough assessment of land options
through the Council’s updated SHLAA 2015, a capacity of approximately
25,000 homes has been identified. The Council considers that this provides a
degree of flexibility in relation to an agreed requirement of 24,600 homes
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(C&W MOU on housing requirements). The Council also considers that this
will reflect a minimum housing requirement and is at a level that is
sustainable, deliverable, realistic, and achievable. Table 4.1 identifies the
Council’s housing land supply and sets out how this requirement will be met.
Table 4.1: Components of housing supply 2011 to 2031
Housing Land Supply Components
Past Net Completions*
Sites With Planning Permission*
Sites Under Construction*
SHLAA Sites
Proposed Site Allocations (Local Plan)*
Proposed Site Allocations (City Centre AAP)**
Small Site Windfall Allowance
Total

Number of Homes
5,550
5,900
945
3,058
8,920
649
350
25,372

* In addition to the number of homes under the Proposed Site Allocations (Local Plan), 169
dwellings have been completed as of April 1st 2016 and 962 homes have planning permission
or are already under construction (at April 1st 2016). These are included in the relevant
headings in the table and are not double counted.

As highlighted through this chapter the level of housing delivery required
across Coventry over the course of the plan period will present both
challenges and opportunities. When assessing the remaining land supply
approximately 52% is identified as being on brownfield land, whilst
approximately 27% of total supply will be delivered on land that was
designated Green Belt prior to this Plan.
Policy H1: Housing Land Requirements
1. Provisions will be made for a minimum of 24,600 additional dwellings
between 2011 and 2031.
2. As part of the housing trajectory (Appendix 1), this requirement is to be
stepped in the following way:
a) 2011-2016 (first 5 years): 1,020 homes per annum
b) 2017-2031 (following 15 years): 1,300 homes per annum
3. Housing land will be released in order to maintain a continuous 5 year
supply of housing land in order to support a varied and flexible land
supply to support housing delivery and sustainable development. This
will be monitored through the Council’s Annual Monitoring Report.
The identified land supply will offer a strong degree of flexibility, choice and
opportunity throughout all parts of the city. Through the housing trajectory
though, the requirement will be stepped to allow for the necessary step
change in housing delivery to be managed in a sustainable and appropriate
way. This will also reflect the increase in deliverable land options facilitated by
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this new Local Plan as well reflecting improving market conditions relative to
the initial years of this plan period. Policy H1 sets out the proposed stepped
trajectory of the requirements. The projected delivery of this supply is
identified in the Council’s housing trajectory in Appendix 1.
To help facilitate the step change in housing delivery that the city needs,
Policy H2 allocates a number of strategic sites, with a further range of sites
allocated through the City Centre Area Action Plan. The council have also
identified a ‘Supporting Housing Delivery Development Plan Document’ within
its Local Development Scheme, which will be linked to the delivery of housing
land across the city and be brought forward should the city’s land supply fall
short of 5 years (or equivalent having regard to performance). This will be
continually monitored through the Annual Monitoring Report (AMR) and biannual reviews of the SHLAA. To ensure a robust assessment of land supply
is undertaken monitoring will consider the Sedgefield approach and factor in a
5% supply buffer as standard unless there is evidence of persistent under
delivery against the housing trajectory which supports Policy H1 of this plan.
Through the AMR, land supply will also be assessed against a 20% buffer and
give consideration to the Liverpool approach. This additional sensitivity
monitoring will also be utilised as an early warning mechanism to identify any
potential need for an early review of the SHLAA or early preparation of the
‘Supporting Housing Delivery DPD. This monitoring approach will also be the
mechanism for updating the housing trajectory to keep it up to date and to
ensure the Council maintains a continuous 5 year supply of housing land. In
addition the Council will continue to work with key stakeholders through the
Planning and Housing Group of the Coventry and Warwickshire LEP to
encourage and support the delivery of sustainable housing growth.
In recent years the city has had a proud history of urban regeneration and
bringing forward brownfield sites for redevelopment in a positive and
constructive fashion. Indeed, since 2001 in excess of 90% of all new homes in
Coventry have been built on previously developed land. The continuation of
this trend will be challenging moving forward but will remain an important
priority of this plan. Through its AMR the Council will therefore monitor closely
the proportion of development on brownfield sites. This is with a view to
encouraging and supporting a majority of annual completions on brownfield
sites. Should this fail to materialise for 2 consecutive monitoring years then
the Council will consider this a secondary trigger in the delivery of its
‘Supporting Housing Delivery Development Plan Document’. Such monitoring
data would not in itself however constitute a reason for refusing a greenfield
development proposal.
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Policy H2: Housing Allocations

1. Table 4.2 identifies the sites to be allocated for housing development
alongside essential details that will support the principles of sustainable
development. The development of all sites will also need to be
considered in accordance with other policies in this Local Plan (and
supporting documents) and the Infrastructure Delivery Plan, with the
infrastructure needs of each site to be secured through legal
agreements and/or the Council’s CIL Charging Schedule where
appropriate.
2. The urban extension proposals at Keresley and Eastern Green are to be
brought forward in full accordance with comprehensive Masterplans and
in accordance with the Council’s Urban Extension Design Guidance
SPD.

Table 4.2 – Site Allocations for Housing
Site Ref

Site

Ward

Total
Dwellings

GF /
PDL

H2:1

Keresley
SUE

Bablake

3,100

GF

H2:2

Eastern
Green SUE

Bablake

2,250

GF

Essential Site Specific Requirements and
Other Uses
Retail space within local centres (policy R1).
Distributor link road connecting Long Lane and
Winding House Lane to be fully operational prior
to the full completion of the SUE. Surrounding
junction improvements as appropriate and
identified through a robust TA. Provision of 1 x
2FE primary school and contributions towards a
8FE secondary school. Retention of medieval
fishponds, ancient woodlands, important
(ancient) hedgerows. Creation of publicly
accessible green corridor along the Hall Brook
and enhanced connectivity between the ancient
woodlands. Protection of Jubilee Woodland.
Inclusion of appropriate screening to existing
residential areas.
15ha of employment land adjacent to the A45
(policy JE2), which is to be developed in tandem
with the residential development. The provision
of a new Major District Centre (policy R1).
Provision of 1 2FE primary school. New grade
separated junction from the A45 to provide
primary site access with surrounding junction
improvements as appropriate. The new A45
junction should be fully operational prior to the
occupation of the employment land and the
Major District Centre, whilst no more than 250
homes should be occupied prior to this junction
being fully operational (in accordance with Policy
DS4D). Creation of publicly accessible green
corridors along the Pickford Brook and its
tributaries. Retention of medieval moat at Pond
Farm and retention of important hedgerows.
Inclusion of appropriate screening to existing
residential areas. Buffering and screening at
Pickford Green to protect the transition of land
use into the wider Green Belt.
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Retention and enhanced setting of listed
buildings at Hungerley Hall Farm. Site to
incorporate blue light access linking the A46 to
the University Hospital. Facilitate and work with
Highways England on highways proposals
linked to a new Grade Separated junction at
Clifford Bridge. Provision of essential drainage
and flood risk infrastructure.
As part of mixed use scheme to deliver 8ha of
redeveloped employment land (policy JE2). The
retention of the sports field fronting Beake
Avenue. Highway works to open up Swallow
Road to public traffic as appropriate. Retention
of locally listed building facades and boundary
walls.

H2:3

Walsgrave
Hill Farm

Henley and
Wyken

900

GF

H2:4

Land at
Whitmore
Park,
Holbrook
Lane

Holbrook

730

PDL

H2:5

Paragon
Park

Foleshill

700

PDL

H2:6

Land at
Browns
Lane

Bablake

475

GF

H2:7

Land at
Sutton Stop

Longford

285

GF

H2:8

Land West
of Cromwell
Lane

Westwood

240

GF

H2:9

Land at
London
Road/Allard
Way

Binley and
Willenhall

200

GF

H2:10

Former
Lyng Hall
playing
fields

Upper
Stoke

185

mix

Provision of 1ha of publicly accessible green
space as part of development

H2:11

Elms Farm

Henley

150

GF

Creation of publicly accessible green space
along eastern boundary of site

H2:12

Site of LTI
Factory,
Holyhead
Road

Sherbourne

110

PDL

H2:13

Grange
Farm

Longford

105

GF

Retention of building facing Foleshill Road.
Remodelling of Webster Park to include a new
area of playing fields adjacent to the existing
primary school.
Retention of important trees and hedgerows.
Need to focus primary access to Coundon
Wedge Drive.
Total Allocation is linked to extant permission
(FUL/2013/0727) and should also include a 225
berth marina and ancillary provisions (as
appropriate) and 1.5ha of employment land
(policy JE2). The site should also incorporate in
excess of 5ha publicly accessible green space
and the inclusion of appropriate screening to
existing residential areas. Development will
need to ensure that highways access and
provisions are adequate and suitable for the site.
This could include remodelling of the junction at
Sutton Stop and Grange Road and at
Alderman’s Green Road
Creation of woodland area to the western
boundary of the site to reflect Ancient Arden
landscape characteristics and ensure defensible
boundary to the wider Green Belt. Retain and
enhance the setting of Westwood Farm and
other listed buildings within and adjacent to the
site. Inclusion of appropriate screening to
existing residential areas. Explore opportunities
to introduce residents parking schemes on site
and along adjoining streets with surrounding
junction improvements as appropriate.
Retention and reuse of locally listed pumping
station and lodge. Retention of important
hedgerows and management of
biodiversity/ecology impacts. The provision of at
least 2.5ha of publicly accessible green space
as part of the development.

Retention of important hedgerows. Highway
improvements to Grange Road.
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H2:14

Former
Transco
site, Abbots
Lane

Sherbourne

100

PDL

Retention of sandstone boundary walls

H2:15

Land at
Sandy Lane

Radford

90

PDL

Retention of the Daimler Office building on
Sandy Lane

H2:16

Land at
Carlton
Road / Old
Church
Road

Foleshill

85

PDL

Retention of chimney, art-deco façade and
railings of former weaving mill

H2:17

Nursery
Sites,
Browns
Lane

Bablake

80

GF

H2:18

Former
Mercia
sports field

Foleshill

75

GF/PDL

Provision of 0.5ha of publicly accessible green
space as part of development

H2:19

Land at
Mitchell
Avenue

Wainbody

50

GF

Existing sports facilities are to be re-provided at
the site of the former Alderman Harris School at
Charter Avenue or an appropriate alternative
site within the local area as part of this
development (in accordance with policy GE2).

H2:20

Land at
Durbar
Avenue

Foleshill

45

PDL

As part of mixed use scheme to deliver 1.5ha of
redeveloped employment land (policy JE2)

H2:21

Woodfield
school site,
Stoneleigh
Road

Wainbody

30

mix

new homes to link in with new railway station to
be delivered as part of the wider NUCKLE
project (policy Ac6)

H2:22

Land at the
Junction of
Jardine
Crescent
and Jobs
Lane

Woodlands

25

PDL

retail space within extended district centre
(policy R1)

H2:23

Land west
of Cryfield
Heights,
Gibbet Hill

Wainbody

20

GF

H2:24

Land West
of
Cheltenham
Croft

Henley

15

GF

H2:25

The Grange
Children’s
Home,
Waste Lane

Bablake

15

PDL/GF

Locally Listed buildings to be retained and
converted with limited new build allowed to
support a comprehensive scheme. Dense tree
boundaries to be retained to protect wider Green
Belt setting.

NB: Site capacities have been rounded and add up to 9 dwellings more than the figures in
Table 4.1, which reflects permissions and phasing to date. The figures in Table 4.1 inform the
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Housing Trajectory. Where there is conflict, the figures in Table 4.1 should be used as this
reflects on-going monitoring

In order to support the sustainable access to the sites identified above a
number of cases are envisaged whereby local transport infrastructure will
require either partial or entire construction upon land that will remain within
the Green Belt. Paragraph 90 of the NPPF states “Certain other forms of
development are also not inappropriate in Green Belt provided they preserve
the openness of the Green Belt and do not conflict with the purposes of
including land in Green Belt. Para 90 goes on to clarify that this includes
“local transport infrastructure which can demonstrate a requirement for
a Green Belt location”.
Having regard to national policy alongside the essential requirements outlined
in Policy H2, the Master planning principles outlined in policy DS4 and the
proposed Green Belt boundaries in policy GB1 the following sites will require
local transport infrastructure that clearly demonstrates a requirement for a
Green Belt location.
 Keresley SUE – Highway proposals associated with the Link Road
between Winding House Lane and Long Lane
 Eastern Green SUE – The new junction from the A45 will require land
to the north of the A45 to ensure traffic flows on the road are not
compromised
 Walsgrave Hill Farm – highway proposals associated with the new
junction at the A46 and the blue light access
 Sutton Stop – junction improvements to Alderman’s Green Road
 The Grange Children’s home, Waste Lane – possible access
improvements at Waste Lane and/or Brownshill Green Road
In the case of land at Eastern Green and Sutton Stop this will also relate to
policy JE2 should the employment elements of the site be brought forward
separately.
Location of Additional Housing Development
Future housing developments will be designed to create new and stable
communities providing a mix and choice of housing types and tenures.
Opportunities to create new areas of housing as part of mixed‑use
developments will also be encouraged. In accordance with the NPPF the
Council will also encourage new self-build programmes, where local people
wish to build their own homes and promote the provision of starter homes as
part of meeting affordable housing need.
When considering the suitability of a site for housing development that is not
already allocated, Policy H3 must be considered to ensure it is situated within
a sustainable location and will ensure the creation of an appropriate and
acceptable residential environment.
Policy H3: Provision of New Housing

1. New residential development, including opportunities for self-build homes
and starter homes, must provide a high quality residential environment
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which assists in delivering urban regeneration or contributes to creating
sustainable communities and which overall enhances the built environment.
2. In addition, opportunities to provide self-build homes and starter homes will
be considered acceptable as part of limited infill within existing ribbon
developments within the Green Belt where it is demonstrated that they do
not have an adverse impact upon the openness and integrity of the wider
Green Belt.
3. A suitable residential environment will include safe and appropriate access,
have adequate amenity space and parking provision and be safe from
environmental pollutants such as land contamination, excessive noise and
air quality issues.
4. Wherever possible new developments should also be:
a) within 2km radius of local medical services;
b) within 1.5km of a designated centre within the city hierarchy (policy
R3);
c) within 1km radius of a primary school;
d) within 1km of indoor and outdoor sports facilities; and
e) within 400m of a bus stop
f) within 400m of publicly accessible green space.
5. Proposals should also be in conformity with all other relevant plan policies
6. Sustainable transport provision and the infrastructure required to support
housing development must be considered from the onset, to ensure all sites
have easy access to high quality public transport and walking and cycling
routes
7. The delivery of self-build homes will be supported where they meet the
criteria of this policy

The principles of supporting a sustainable residential development have been
considered through a range of evidence and best practice as well as an
overview of local services and facilities and their proximity to homes and
development opportunities across the city. It is vital that new homes are easily
accessible to schools, health facilities, leisure provisions and public transport
etc. Should development come forward that is deficient against the criteria in
policy H3 then the site specific circumstances will be considered to
understand the extent to which the criteria are not met. Should it be deemed
appropriate and justified without excessively impacting on development
viability, developer contributions will be required via a Section 106 agreement
and/or CIL. This will be managed through Policy IM1.
When considering public transport options in particular new homes should
comply with the TfWM’s access standards of 400m to a bus stop and seek to
maximise connectivity to the existing network and facilitate extensions to this
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network where practicable. This should include new and improved bus
connections with good service frequency to serve new larger sites where
appropriate and practical.
Where possible publicly accessible green spaces should be incorporated
within new developments to ensure they are easily accessible to residents.
Where this is not possible however developments should ensure that publicly
accessible green space is within 400m of the site in accordance with the
Council’s Green Space Standards. Where appropriate, new public green
space should be multi-functional and support high quality urban and
landscape design. Where suitable provision already exists off-site
contributions may be sought through S106 agreement to support the
enhancement, connectivity and maintenance of the site.
Those sites proposed for allocation in Policy H2 have already been
considered against these criteria with any deficiencies to be rectified through
master planning and the delivery of appropriate infrastructure.
In responding to Government objectives of facilitating the delivery of self-build
homes and starter homes the Council have considered that some limited
provision of these could, in accordance with national Green Belt policy,
represent acceptable development within the Green Belt, but only where they
represent limited infill opportunities within existing ribbon developments and
complement the existing street scene. In addition proposals will only be
acceptable where they do not negatively impact on the openness of the wider
Green Belt or the integrity of its character and surrounding land uses. Every
effort should also be taken to deliver high quality homes which have regard to
the Council’s SUE design guidance (as appropriate) and which complements
the surrounding area.
To ensure high quality built environments are created through new
development specific reference should be made to other sections of the plan
including Design and Heritage for example. Supporting SPD will also be
prepared to provide greater detail around design standards and expectations.
Securing a Mix of Housing
National planning policy requires local planning authorities to plan for a mix of
housing, based on demographic trends, market trends and the needs of
different groups in the community, including the elderly and people with
disabilities. Local planning authorities should identify the size, type, tenure
and range of housing that is required in different locations.
The city has undertaken a Joint SHMA with its Warwickshire neighbours,
which provides a clear understanding of the housing needs for Coventry,
including the need for all types of housing and the needs of different groups in
the community.
Policy H4 is concerned with the mix of general market housing only, whilst
Policy H6 refers to the mix of housing in respect of the affordable homes
element of housing developments. It will aim to ensure that housing
development sites deliver a range of housing sizes and types which reflects
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the needs of Coventry over the plan period taking into account the current
housing stock and the need to diversify the city’s housing offer.
Policy H4: Securing a Mix of Housing
1. The Council will require proposals for residential development to include
a mix of market housing which contributes towards a balance of house
types and sizes across the city in accordance with the latest Strategic
Housing Market Assessment.
2. In assessing the housing mix in residential schemes the Council may
take into account the following circumstances where it may not be
appropriate to provide the full range of housing types in accordance with
the latest Strategic Housing Market Assessment:
a) physical constraints, such as those associated with small sites of
less than 5 houses and conversion schemes, where opportunities for
a range of different house types are limited;
b) locational issues, such as highly accessible sites within or close to a
designated centre where larger homes and low/ medium densities
may not be appropriate;
c) sites with severe development constraints where housing mix may
impact on viability;
d) sites where particular house types and/ or building forms may be
required in order to sustain or enhance the setting of a heritage
asset; and
e) developments in parish or neighbourhood plan areas, where there is
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help maintain a mix of new homes and improve quality within the existing
housing stock.
The Council considers that it is particularly important that the strategic sites
provide the full range of housing to meet the assessed need. This will provide
greater opportunities for the whole community to live near their place of work
in modern, energy efficient homes and to reduce out-commuting. It will also
help to provide a variety of housing types and sizes and support the
diversification of existing housing stock within local communities. Such an
approach is integral to ensuring suitable housing pathways are created within
local communities allowing people to retain their community links when
moving home, should they wish to do so.
The Council accepts that not all sites will be able to accommodate the full
range of housing types. The Council will, therefore, take into account the
nature and location of the scheme and, in particular, whether there are any
genuine reasons why a mix of types cannot be delivered in practice, or would
be harmful to the setting of a heritage asset.
Managing the Existing Housing Stock
People’s need for housing is met from both the provision of new housing and,
for the majority, through the existing stock. As such, it is important that there
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is a balance between the maximum use of existing dwellings and the
development of new housing. This may involve an improvement in the quality
of homes, as well as the clearance and redevelopment of housing which has
reached the end of its useful life. Four key components of this approach are:
 The return of empty properties to habitable use, especially those that have
been vacant for more than 6 months. This will be carried out in line with
the Council’s existing and future Empty Homes Strategy.
 The provision of purpose built student accommodation within the most
sustainable locations and the suitable management of Houses in Multiple
Occupation (HiMO's). This is with a view to 'freeing up' family housing for
purchase or private rent and helping to maintain and build stronger, more
stable communities.
 The provision of residential care facilities and retirement properties. Again,
this can help overcome under occupation of family properties and provide
sustainable and affordable alternatives within established communities.
 The continued refurbishment and enhancement of existing dwellings
through external and internal wall insulation and other sustainability
initiatives will be supported to improve energy efficiency and build quality.

Policy H5: Managing Existing Housing Stock
1. Where appropriate, the existing housing stock will be renovated and
improved, in association with the enhancement of the surrounding
residential environment and to meet local housing needs. Where
appropriate these works should include opportunities to improve energy
efficiency of existing homes.
2. The conversion of buildings from non-residential to residential use will be
supported providing a satisfactory residential environment is created and
the proposals are compatible with other Plan Policies.
3. Demolition and redevelopment schemes will be supported where existing
housing stock does not meet local housing market needs, and its
redevelopment represents the principles of sustainable development.

At the current time 15.7% of households in Coventry experience fuel poverty
and this will need to be challenged through improvements to the existing
housing stock and ensuring new homes are energy efficient. As such,
schemes like those recently brought forward in Willenhall and Henley Green,
will be supported and encouraged. Renovation works should also help
enhance the surrounding residential environment and help meet local housing
needs. This is with a view to improving the quality of the city’s housing offer
and can also make valuable contributions to reducing fuel poverty and
supporting improved health and wellbeing of occupants.
Demolition and redevelopment schemes will be considered where the existing
housing does not meet local housing market needs or is in a very poor state
of repair. Regeneration will be undertaken so as to promote sustainable urban
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living, enhance the public realm, combat climate change, improve accessibility
and address social deprivation. Replacement provision should also represent
the most efficient use of land in accordance with council’s density policy.
Together these considerations will ensure that regeneration projects respond
to the 3 aspects of sustainable development outlined in the NPPF.
‘Affordable’ Housing1
The Council is committed to planning for high quality affordable housing for
people who are unable to access or afford market housing. The policy
intention is to ensure that a choice of housing is available to all in mixed
tenure, balanced and sustainable communities.
The 2015 Joint SHMA update identified a need for 12,000 additional
affordable homes within Coventry between 2011 and 2031 (600 per annum).
This is considered to be the city’s objectively assessed need for affordable
housing. Set within the context of the city’s total housing need of 42,400
homes, this represents approximately 28% of total housing growth.
If a pro-rata approach is taken, linked to the city’s identified capacity (24,600),
this would require the Council to identify sufficient supply for around 348
affordable homes per annum or 6,960 in total over the plan period.
The remaining affordable housing need will be managed as part of
developments within Warwickshire which will be brought forward to support
the city’s remaining housing need (in full). The majority of Warwickshire
authorities have higher proportions of affordable housing need as part of their
respective policies therefore this approach will not only ensure the city’s
remaining need is supported, but also that wider need across Warwickshire
and the needs of the HMA as a whole can be accommodated in a sustainable
and viable way. The Council will work with its Warwickshire neighbours to
ensure appropriate allocation policies are implemented.
An Affordable Housing Economic Viability Assessment (AHEVA) has also
been undertaken, which assessed viability at differing value points across
Coventry.
Together the AHEVA and the Joint SHMA have supported the preparation of
the Council's ‘affordable’ housing policy and will also guide future reviews of
its Housing Strategy.
In order to meet the affordable housing need identified in the SHMA, the
Council will seek a developer contribution of 25% towards the provision of
affordable housing on developments of 25 dwellings or more, or over 1ha in
area, taking into consideration specific site circumstances and economic
viability.
During the first 4 years of the plan period a total of 1,239 affordable homes
have already been completed, whilst as of April 1 st 2015 1,285 affordable
dwellings had planning consent or were under construction. The sites
1

Affordable Housing is referenced in line with the definition in the NPPF
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shortlisted in the SHLAA and those proposed for allocation in Policy H2 have
capacity to deliver nearly 3,300 further affordable homes across the city
based on this policy.
This leaves a shortfall of approximately 1,150 homes. It is expected that this
shortfall will be met through a range of approaches, including:
 Windfall sites in addition to those sites identified in the SHLAA and
Policy H2
 the Private Rented Sector - This reflects the evidence in the Joint
SHMA around the level of support the Private Rented Sector
(supported by housing benefits) gives to those seeking affordable
housing. The Council considers that high quality provision within this
sector could offer a clear choice within the city’s housing pathways and
may help to meet the city’s housing needs.
 Further redevelopment within the existing affordable housing stock –
This primarily involves on-going regeneration projects, such as those at
Canley and Wood End, where clearance of hard to let or low demand
properties will help to make way for higher demand homes, helping
meet housing need in a more robust and appropriate way.
 The city also has a proven track record of delivering affordable homes
on sites with direct provision by Registered Providers and currently
averages in excess of 180 homes a year through this mechanism.
Although a limited allowance is made for this in the above calculations
it is substantially below established trends and offers significant
flexibility over the course of the plan period.
 The re-use of long term empty homes as part of the council’s empty
homes policy. The use of compulsory purchase powers or enforced
sale may be utilised by the Council, especially where existing owners
cannot be determined.

Policy H6: Affordable Housing
1. New residential schemes of 25 dwellings or more (excluding student
accommodation), or more than 1ha, will be expected to provide 25% of all
dwellings as affordable homes.
2. Proposals within areas of existing high concentration (shown on Figure
4.1) should make provisions as follows:
a) 10% Social/Affordable Rental provision
b) 15% Intermediate Provision
3. Proposals within areas of existing medium concentration (shown on
Figure 4.1) should make provisions as follows:
a) 12.5% Social/Affordable Rental provision
b) 12.5% Intermediate Provision
4. Proposals within areas of existing low concentration (shown on Figure
4.1) should make provisions as follows:
a) 15% Social/Affordable Rental provision
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b) 10% Intermediate Provision
5. Where the specified level of affordable housing cannot be provided,
including for reasons of viability, robust evidence must be presented to
justify a reduced or alternative form of contribution.
6. Through appropriate design standards, new affordable housing units must
be appropriately integrated within the development and with other
affordable homes adjoining the site.
7. Through engagement with the Council, Registered Providers, and having
regard to the recommendations of the SHMA, developers should ensure
that affordable housing contributions comprise dwellings of the right size,
type, affordability and tenure to meet local needs.
The Council’s initial SHMA for Coventry (2012) is considered to provide a
justified and strategic overview of affordable housing need at a local submarket level within the city. However, to reflect the on-going work on SHMA’s
across Coventry and Warwickshire the Coventry SHMA is considered to
reflect a minimum approach to total need. This more local level study
identified sub-markets within the city, each with differing market
characteristics and levels of affordable housing need. It highlighted the
geographical imbalance in the current distribution of ‘affordable’ homes
throughout the city.
To support this work the existing affordable housing distribution within the city
has been analysed at four-digit postcode level, showing which areas have a
high existing stock of social housing (over 1,500 properties) and which have a
low existing social housing provision (under 500 properties). The areas that
fall between these two figures are classed as having a medium level of
existing provision.
Figure 4.1 - Plan of Value Areas for Affordable Housing Provision
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Alongside the SHMA work, this information has helped inform the different
requirements for the tenure of affordable homes across different parts of the
city. These are clearly set out in Policy H6 and represent target levels of
provision. These will help to meet local affordable housing needs and create
greater tenure diversification, improved housing pathways, and the rebalancing of local housing markets. The Council will however consider these
targets in a flexible way where robust evidence is provided to demonstrate
viability pressures. Under such circumstances opportunities should be
considered to make alternative tenure provisions before reduced contributions
are considered. Where the provision of 25% affordable homes cannot be
provided on site and a lower or zero provision is proposed, this should be
clearly justified through a robust open book Residual Land Valuation exercise.
In exceptional circumstances however the Council may consider alternative
forms of provision. This could include off site provision of affordable homes.
Where all options for securing on-site provisions have been explored and
exhausted, alternative sites may be proposed (for example, an alternative site
in an area of lower existing affordable housing to contribute to the creation of
mixed and balanced communities) or a financial contribution may be agreed
(for example, where property types such as flats over shops are proposed but
are not acceptable to Registered Providers). Any off-site provision must be
equivalent to the volume that would be viable if provision was made on-site. In
terms of a financial contribution this should be provided as an equivalent
commuted sum as part of a S106 agreement. This should be calculated by
subtracting the residual land value of the site with 25% affordable housing
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from the residual land value with 100% market housing. Such calculation will
require costs and values to be kept constant unless otherwise agreed by the
Local Authority
This policy approach seeks to strike a balance between development viability
and meeting housing needs. This encourages the diversification of the
‘affordable’ housing stock, by meeting identified needs where they arise and
provide choice for those in housing need, with future supply distributed
throughout the city rather than concentrated in particular localities.
The greater proportion of intermediate tenure required in areas with high
existing rented housing supply will diversify the tenure mix and assist
households from those localities who aspire to home ownership (but who
cannot otherwise afford market housing), as well as contributing to the city’s
overall need for affordable housing. There is, however, a need for continued
delivery of social and affordable rented properties in these areas to meet
changing household needs. Indeed, where the Council’s SHMA work and
Housing Strategy highlights a specific need for social rented provision this
should be provided as a priority within the rental element of affordable need.
It is expected that affordable homes will be delivered on-site and integrated
within the proposed development. When locating affordable homes within a
scheme consideration should also be given to any existing affordable homes
that adjoin the site. This will help to ensure that affordable homes do not
become overly concentrated and that new development is well integrated
within the wider urban area. This should reflect the management requirements
of the Housing Association as well as the need to create balanced and mixed
communities.
In addition to providing a range of tenures, it is important to ensure that
property types delivered meet affordable housing need. The Council will
therefore look to deliver a balanced profile of affordable housing to meet local
needs in accordance with the most up to date SHMA. The precise mix of
dwellings will however be negotiated on each site, but on sites which are
suitable for family housing with three or more bedrooms, this should be
prioritised. This reflects the recommendations of both the 2012 Coventry
SHMA and the 2013 Joint SHMA, which highlight the need for larger family
homes (with approximately 60% of new homes being of 3 or more bedrooms),
housing for older people, specialist and supported housing.
Gypsies and Travellers
In March 2012 DCLG issued Planning Policy for Traveller sites, which
supplements the NPPF and provides national guidance on planning for Gypsy
and Traveller2 sites. This has subsequently been updated in August 2015 to
incorporate a number of small changes to the methodology. The overarching
aim of national policy is to “ensure fair and equal treatment for travellers, in a

2

For the purpose of policy, Annex 1 of the National Planning Policy for Traveller Sites (as updated at
August 2015) provides a definition of Gypsies, Travellers and Travelling Show people.
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way that facilitates the traditional and nomadic way of life of travellers while
respecting the interests of the settled community”3.
In order to understand the city’s local needs a new Gypsy and Traveller
Accommodation Assessment was carried out in 2014. This identified two
Gypsy and Traveller sites in Coventry. The first at Siskin Drive is owned by
the Council, but does not meet current requirements and requires
regeneration. Indeed, only 4 pitches are currently occupied on the site,
despite its existing capacity of 22. The second site is situated at Burbages
Lane and is privately owned with all 14 pitches fully occupied. The study also
identified that the households occupying these sites had become reasonably
settled with no immediate intention of moving.
The study identified a need for 34 permanent pitches across Coventry over
the next 5 years, however 5 of these pitches related to needs originating from
existing families living in bricks and mortar accommodation. Due to the
difficulties in engaging with these households, the need for these 5 pitches
was based on assumptions linked to the Census data. Based on the
amendments to national guidance there is uncertainty as to whether it
remains justified to plan for these specific provisions. As such, this would
mean the city requires a total of 29 permanent pitches over the next 5 years.
To meet this need the study identifies a total supply of 30 permanent pitches
across the 2 existing sites. This is however based on the assumption that the
Siskin Drive site will be refurbished and remodelled to provide fewer, larger
pitches better meeting modern design standards. Indeed work is continuing
with the Homes and Communities Agency (HCA) to secure the necessary
grant funding to support the regeneration of this site creating a total of 16 new
pitches (a net reduction of 6 pitches). To support this on-going work the site is
allocated through the local plan for the delivery of 16 permanent pitches to
meet short term need. It is also identified on the Policies Map.
In terms of longer term need the study identifies a requirement for 6 additional
permanent pitches to 2031. National guidance does not however require
immediate allocation of these pitches, but does support a criteria based policy
to help guide and consider additional pitch proposals. National guidance also
requires such a policy to be “fair and facilitate the traditional and nomadic life
of travellers whilst respecting the interests of the settled community”. Policy
H7 will therefore support windfall proposals for new pitches as and when they
are brought forward through the planning process.
In addition to permanent pitches the updated needs assessment also
identifies a need for at least 6 temporary or transit pitches to avoid nuisance
caused by uncontrolled encampments in unsuitable areas. This need reflects
a change on past assessments and has been driven primarily by an upturn in
illegal encampments in the last 2 years, with more than 70% of all
occurrences taking place in this time. Prior to this, illegal encampments within
Coventry were rare with DCLG records showing no illegal encampments
registered on the bi-annual count, with the study showing only sporadic
occurrences dating back to 2009. As such, there is a genuine risk that this
3

Paragraph 3 - the National Planning Policy for Traveller Sites (March 2012)
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short term increase in illegal encampments is a temporary departure from
long term trends. Indeed the study does recommend an on-going monitoring
of these trends.
The provision of temporary stopping places will therefore be considered
through the criteria based policy set out below. Should on-going monitoring
identify a continuation of recent trends and demonstrate that this is not a short
term deviation then the council will consider the need for a targeted review of
this Local Plan in accordance with Policy DS1 and the monitoring framework
which supports this Plan.
Policy H7: Gypsy and Traveller Accommodation
1. Provision will be made for at least 16 permanent pitches for Gypsies
and Travellers through the re-modelling of the site at Siskin Drive,
Coventry (as identified on the Policies Map).
2. Proposals for additional permanent and temporary Gypsy and Traveller
sites outside of the Green Belt (and within it, if very special
circumstances have been demonstrated) will be assessed against the
following criteria:
a) The sites use should not conflict with other development plan
policies or national planning policy relating to issues such as risk
from flooding, contamination or agricultural land quality;
b) Sites should be located within reasonable travelling distance of local
services and community facilities, including a primary school;
c) The site should enable safe and convenient pedestrian and vehicle
access to and from the public highway, and adequate space for
vehicle parking, turning and servicing;
d) The site should be served by adequate water and sewerage
connections, power and waste facilities;
e) The use of the site should not have an adverse impact on the
amenities of occupiers of nearby properties or the appearance or
character of the area in which it would be situated.

By way of reasonable travelling distance, national guidance draws some
similarities between sites for Gypsy and Travellers and sites for general bricks
and mortar housing. As such, the standards set out in policy H3 should be
considered when determining applications for Gypsy and Traveller sites.
Care Homes, Supported Housing, Nursing Homes and Older Persons
accommodation
Primarily as a result of improved life expectancy the number of people aged
over 55 in Coventry is expected to increase by approximately 26% by 20314,
and the population aged over 85 is also predicted to increase by in excess of
76%. Although substantial increases these figures are below those of the
city’s Warwickshire neighbours, which reflect the city’s younger population
base. The Council’s Older Peoples Housing Strategy identified some key
4

2013 Joint SHMA Population projections
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themes to improve the range and quality of housing available to this age
group. These included enabling older people to maintain their independence
and to make active and informed choices for suitable housing, care and
support, while maximising their quality of life.
The Council will therefore work with key stakeholders and encourage various
housing options for older people, which may include the provision of new
purpose built accommodation ranging from suitably designed and spacious
bungalows to fully accessible apartment schemes and larger housing with
appropriate levels of care, services and support. Schemes that propose a mix
of tenure and care facility will also be supported and encouraged. This reflects
the increasing variety of accommodation available to older people and the
importance of meeting the specific housing needs of this aspect of the city's
population.
The Joint SHMA (2013) estimated that the future need for specialist housing
for older people however could be met largely by Extra Care Housing
schemes. Whilst estimates of the need for Extra Care Housing are likely to
change over the plan period, the Joint SHMA includes data which suggests a
need for 4,089 units (gross) over the plan period of which 12% would need to
be provided as an affordable tenure. This level of need is estimated on the
basis that no Extra Care Housing existed at 2011. The net need, taking into
account committed and completed Extra Care Housing schemes between
2011 and 2013, was 3,492 units.
Extra Care Housing provides for people with varying levels of care needs.
Some occupiers will require help with housekeeping only, whilst others will
require a more personal level of care. These schemes, therefore, will need to
be located in areas with good access to local services and public transport to
suit those with more independent lifestyles. The Council will encourage the
provision of Extra Care Housing schemes on the strategic sites, particularly
where they are located close to community facilities and as part of mixed
developments to help promote housing pathways. As such, older people’s
residential provisions will provide valuable additions to the Council’s housing
land supply as it will meet the needs of identified households. To support
future housing pathways, opportunities for new Extra Care provision within the
Urban Extensions at Keresley and Eastern Green should be considered at the
Master planning stage. Within the urban extensions and through city wide
development in general opportunities should be taken to focus new provisions
around designated centres, with the recent development at the Butts a prime
example of what can be achieved across the city.
To help facilitate increased supply of appropriate residential provision the
Council will encourage diverse provision through appropriate funding and the
recycling of suitable council‑owned sites. The Council will also seek to
improve upon and expand, where necessary its existing stock of housing
aimed at supporting those groups with specific needs e.g. Learning
Disabilities and other supported housing.
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Policy H8: Care Homes, Supported Housing, Nursing Homes and Older
Persons accommodation
1. Proposals for care homes, nursing homes and other specialist and
supported forms of housing for the elderly and those requiring care will be
encouraged in areas that are accessible by a choice of means of transport
and that are situated in close proximity to key local services.
2. Proposals should be of a high quality and design and be compatible with
the character of the surrounding area.

Building Regulations require all new dwellings to be accessible and useable.
In general, new dwellings are constructed to mobility standards, having regard
to the characteristics of each site, which enables anyone who has or develops
impaired movement or a wheelchair user to have reasonable access to and
within the dwelling.
In addition, new homes brought forward under policy H8 will need to be in
close proximity and accessible to a wide range of services and facilities. As
such, sites within or adjacent to designated centres will be supported in order
to facilitate such access. Consideration will also be given to the standards
identified in policy H3, although these should be considered a maximum in
these circumstances and should, were possible be reduced to enhance
access to services.
In delivering these aims the Council is committed to becoming an Age
Friendly City and the delivery of a high quality housing offer to support the
city’s older population is considered an integral part of this.
Residential Density
The NPPF specifically encourages the identification of locally set density
requirements that reflect local circumstances. In order to support this, the
Council have undertaken a detailed assessment of recent developments
throughout Coventry in order to identify development density trends.
In order to promote sustainable urban regeneration, new residential
developments must promote the most efficient and effective use of land. The
assessment of recent developments has shown that the density and mix of
residential development largely reflects local density patterns, and this should
continue. In order to support urban regeneration and high quality design,
development must ensure that land is used as intensively as possible whilst
remaining compatible with the quality, character and amenity of the
surrounding area. Higher densities do not and should not compromise the
quality of new development and, indeed, they can continue to be achieved
using a variety of building types in response to local character and context.
However, the character of some parts of the city, particularly to the south and
west, is formed by lower density development and such development plays a
major role in providing a choice in housing and in contributing to the diversity
of the city’s housing market.
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The best locations for higher density development would be within or adjacent
to designated centres or public transport nodes. This is particularly true of the
city Centre where recent densities have consistently exceeded 200 dwellings
per hectare (dph).
Thus design principles will be vital when delivering higher densities, to ensure
the protection of local distinctiveness and an attractive environment for
residents, businesses and investors.
When considering density however it is also important to ensure it is
considered alongside other essential onsite provisions such as appropriate
levels of amenity space, landscaping and any appropriate onsite
infrastructure. As such, the Council’s policy is set in the context of net
densities that seek to maintain:
 at least 20% of gross site area to remain undeveloped on sites in
excess of 2ha;
 at least 15% of gross site area to remain undeveloped on sites below
2ha; and
 at least 5% of gross site area to remain undeveloped on sites within the
city centre.
The undeveloped areas should focus on providing localised green spaces,
landscaping and other public realm provisions as appropriate. Main roads,
parking spaces and gardens have been considered essential elements of a
residential property and are counted towards the developable area. The
reduction of site area to reflect density will also help to support the Council’s
green space standards and ensure high quality built environments.
Exceptions to this may exist as part of site proposals to reflect site specific
circumstances.
Policy H9: Residential Density
1. Residential development, including conversions, must make the most
effective and efficient use of land whilst ensuring compatibility with the
quality, character and amenity of the surrounding area.
2. Therefore, outside of the Ring Road (The A4053) a minimum of 35
dwellings per hectare (net) should be provided on Previously Developed
Land.
3. Developments inside the Ring Road (The A4053) should aim to achieve
a minimum of 200 dwellings per hectare (net).
4. Developments on Greenfield sites should achieve a minimum of 30
dwellings per hectare (net).

Student Accommodation
The Council commissioned a Student Accommodation Study in 2005 in order
to investigate the likely needs and impacts arising from two expanding
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universities. At the time of the study a number of concerns had been
expressed in some inner‑city communities about high concentrations of
student housing, which could upset the balance of the local area, jeopardising
local services and causing problems for non‑student residents (through a
reduction in demand for schools and local services, noise, anti‑social
behaviour, demand for parking space and the poor management and
maintenance of houses and gardens). Such concerns continue to be raised
today through consultation exercises. In contrast there has also been
recognition from key stakeholders of the positive benefits which the two
universities and their students bring to the city as a whole.
The Study showed that there were approximately 24,500 full time students at
the cities two Universities in 2005. More recent evidence shows that this had
increased to approximately 38,000 full time students with more than 50,000
students in total in 2014. The 2005 study showed that approximately 10,500
(43%) of all full time students from both universities were in managed
accommodation. Although the number of available bed spaces across the city
has increased by 26% since 2005 (meaning there is now a sufficient number
to accommodate in excess of 13,300 students) the proportion of bed spaces
to full time students has not kept pace with the continued growth of the
universities.
The 2005 study highlighted that a number of opportunities had been taken
since the turn of the century, especially on sites close to Coventry University,
to provide new purpose‑built student accommodation. The supplementary
evidence has identified the continuation of this trend, with in excess of 3,500
bed spaces currently with extant planning permission. Market drivers, in terms
of planning applications and the completion of new student bed spaces
suggest continued developer interest in purpose built student accommodation,
with a strong viable market, especially within the city centre. The continued
delivery of these purpose built schemes, and those similar in nature, will be
supported by the Council as they:
 make significant contributions to the Council’s housing land supply;
 meet specific housing needs within the city’s population;
 offer modern and high quality accommodation to support both
universities;
 support and facilitate urban regeneration; and
 help minimise the uptake of family housing by students in the private
rented sector.
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Policy H10: Student Accommodation
1. Purpose-built student accommodation and conversions of residential
and non-residential properties to student accommodation will be
encouraged where:
a) It is directly accessible from the universities:
b) Such development can play a part in the regeneration of the
immediate neighbourhoods without disadvantage to local services.
c) It will not materially harm the amenities of occupiers of nearby
properties; and
d) It will reflect and support or enhance the appearance and character
of the area.
2. To support the intended use of the proposals the specified tenure will be
secured through a Section 106 agreement.
To be considered directly accessible to either university sites for new student
accommodation should be situated within easy walking distance of the
university’s, or easily accessible by cycling or public transport. This will
predominantly mean they are situated either within or adjacent to the city
centre or the University of Warwick campus. This will reduce the reliance on
car travel, encourage active travel, and reduce congestion and pollutants and
the need for onsite parking spaces within such schemes. In the case of the
city centre it will also contribute towards further increases in city centre living.
In terms of new student accommodation reflecting the appearance and
character of its surroundings, this will again be of particular importance within
the city centre. This recognises the 7 Conservation Areas and range of other
heritage assets that are present within the city centre and the need to protect
their setting and historic character.
The changing face of student accommodation means that it now sits within a
variety of use class categories. In terms of creating living environments
specifically for students within existing residential provisions this policy will
only relate to schemes that will occupy more than 6 students. Where
proposals relate to purpose built student accommodation or the conversion of
non–residential properties to student accommodation however the policy will
apply in all cases.
The tenure of student accommodation will be secured through a Section 106
agreement. This reflects the fact that should the properties be occupied by
other aspects of the city’s population then it would be required to contribute
affordable housing and potentially other Section 106 or CIL contributions.
Should the tenure change to general market or affordable housing then such
contributions will need to be considered through a variation of the Section 106
agreement and/or planning permission.
Homes in Multiple Occupation (HiMO’s)
The private rented sector has become a significant component of the city’s
housing offer and now accounts for 21% of the total housing stock in
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Coventry. It forms an integral part of the city’s housing pathways and includes
a variety of types of provision including HiMO’s and shared housing.
Both the Coventry SHMA (2012) and the Joint SHMA (2013) considered the
importance of the private rented sector in meeting the city’s housing needs
and how it provides a well-established role in helping to ensure sufficient
housing is accessible to all aspects of the city’s population. Indeed, the SHMA
also highlighted that HiMO’s can provide an affordable housing option for
young professionals and graduates and a first foot on the housing ladder for
many of the city’s young people in general. They therefore contribute towards
meeting the housing demands of the cities workforce both current and future.
Although private rented homes in general have very similar characteristics to
those in home ownership, the HiMO and shared housing elements often draw
concerns from local communities for a variety of reasons. The principle
concern reflects the loss of traditional family housing to shared
accommodation or HiMO’s and the often transient nature of residents hence
impacting on community cohesion, the provision of local services, parking
pressures and the appearance and maintenance of properties. These issues
have been highlighted through a range of consultation events that have
informed this Local Plan.
The 2011 census identified that 6,780 households in Coventry (around 5%)
are living in multi-person households. In addition a further 200 were classed
as living in shared accommodation (0.1%). It is especially prevalent in parts of
the city that benefit from excellent accesses to the University’s, the city centre
and some of the other locations within the centres hierarchy. The Census also
highlighted that these properties are generally concentrated in a small number
of areas across the city.
Such concentration of property type however reflects similar patterns across
the whole of Coventry. This can be identified through the Coventry SHMA’s 5
sub-markets, which are reflective of different housing characteristics
throughout the city. Indeed, this draws out examples such as areas to the
south of the city which focus on low density large family homes, or a
concentration of social and affordable rented homes to the south east or north
east, or a focus on higher density modern family homes within an urban
village environment towards the centre and north of the city. As such,
although the city has an overall focus towards smaller lower value homes at
the local level there is no evidence of an ‘atypical’ balance or mix of property
types or community. Instead there is greater evidence of localised
concentrations, albeit of varying types and tenures. This in part reflects
historic development patterns within Coventry, but also reflects market
pressures, housing pathways and access to jobs and education. More
recently, changes to national permitted development rights, and difficulties
accessing mortgage finance, have supported the growth in the city’s multi
person households and the private rented sector.
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Policy H11: Homes in Multiple Occupation (HiMO’s)
1. The development of purpose built HiMO’s or the conversion of existing
homes or non-residential properties to large HiMO’s will not be
permitted in areas where the proposals would materially harm:
a) the amenities of occupiers of nearby properties (including the
provision of suitable parking provisions);
b) the appearance or character of an area;
c) local services; and
d) The amenity value and living standards of future occupants of the
property, having specific regard to internal space and
garden/amenity space.
To reflect permitted development rights, policy H11 relates to large HiMO’s.
This includes the conversion or development of homes to occupy more than 6
unrelated individuals. This does not mean the property must contain more
than six bedrooms to be classified as a large HiMO. Indeed it may only
contain 3 double bedrooms for example. In order to clarify this aspect of HiMO
development, planning applications should clearly highlight the intended
occupancy or potential occupancy of bedrooms as part of a Planning
Statement or Design and Access Statement.
This Plan has already identified the importance of diversifying the city’s
housing stock, and the influence of the private rented sector in general is no
exception to that aim. The Council considers one of the most integral
implications of this though relates to the quality of the rental offer and
management of properties, especially during times of vacancy. Although key
to ensuring high quality environments they are issues more related to wider
Housing Strategy and Environmental Health. As such, these issues will be
tackled through the review of the Council’s Housing Strategy. In parallel with
the performance of local centres and services, concentrations of HiMO’s
(small and large), shared accommodation and the private rented sector in
general will be monitored closely as part of implementing this Local Plan and
supporting the Housing Strategy. This will help to ensure any adverse impacts
are managed and combated in the most appropriate way.
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5. Retail and Town Centre Uses
Relevant Evidence Base
 The Coventry Shopping and Centres Study (2014 update)
 The Coventry Local Centres Assessment (2015)
 Annual Monitoring Report
 Friargate Masterplan
 City Centre South Masterplan
Introduction
The role and function of town centres nationally is changing as people shop
and undertake leisure activities in different ways than they have done in the
past. As such, town centres need to diversify, making wider provisions to
support their community, whilst ensuring they are attractive, diverse and
accessible to those wanting to use them. Successful centres are of vital
importance to local communities across the city as they play an important part
in supporting economic growth, encouraging investment, urban regeneration
and job creation.
With this in mind this plan will support new retail and town centre
developments across Coventry building upon the NPPF’s centres first
approach and establishing the city centre as the primary focus for new retail
and leisure investment. It will set out Coventry’s hierarchy of centres, as well
as identify a range of proposals which will support and enhance the respective
roles of these centres. Proposals will also be encouraged which diversify the
range of uses in designated centres without compromising the shopping
function, particularly those uses which make the town centre more attractive
to residents, employers, shoppers and visitors.
Across the city there are also a range of out of centre retail parks, such as
Gallagher Retail Park and Airport Retail Park. It is recognised that whilst these
areas currently complement the city’s retail offer, any proposals for the future
expansion, intensification or changes of use at these locations should be
carefully assessed to ensure that they do not have a detrimental impact on
designated centres and any existing, committed or planned town centre
investment.
The city also contains a network of local shopping centres, other smaller
shopping frontages and local shops serving the daily needs of local
communities. These facilities are within easy walking distance of many people
thus reducing the need to travel and contribute towards sustainable
communities.
Coventry’s Retail Based Needs
To support the Local Plan and City Centre Area Action Plan, the Council
appointed Nathanial Lichfield and Partners to undertake an update of its
Shopping and Centre Study. This study looked at two levels of population
growth within Coventry, firstly, one which was more reflective of likely city
housing capacity (and subsequent population growth) and secondly, one
which had regard to the latest population projections issued by the ONS. The
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evidence highlights that the city’s retail catchment area exceeds its
administrative boundaries and draws expenditure from its surrounding
neighbours. With this in mind the Local Plan seeks to make provision for the
level of retail need required to support its full projected population growth and
needs, regardless of housing capacity as this supports and recognises the
city’s position at the heart of the sub-region. This also fully reflects the
expenditure and needs calculations in the Shopping and Centres study. Table
5.1 below builds upon the information set out in policy DS1 and highlights the
full extent of retail need identified for Coventry over the plan period. The
Shopping and Centre’s study is clear that this level of need requires regular
monitoring and that the need identified post 2021 in particular should be
treated with caution due to the changing face of retail and expenditure
patterns. In terms of the city centre element of this need, this will be delivered
through the city Centre Area Action Plan. The allocation of convenience floor
space, A2 provision and retail warehouse need towards the city centre reflects
the recommendations and overarching principles of the Shopping and Centres
Study and the need to consider such provisions sequentially through the
hierarchy. As such, new opportunities should be provided within the Primary
Shopping Area or wider city centre wherever possible to meet these needs
unless otherwise identified in Policy R1. If this does not prove possible
through the Sequential Assessment process then provisions should be
focused towards the other centres within the hierarchy as appropriate.
Table 5.1 – Retail Needs by Type (sq.m of gross floor space) to 2031
to 2031
Convenience
City Centre
Rest of
City
Total

21,882
21,882

Comparison
(A1)*
27,667
13,175
40,842

A2

A3-A5

Retail
Warehouse

10,010
9,712
9,712

2,630
12,640

21,758
21,758

* An allowance for at least 10,000sq.m of new retail floor space at City Centre South
has been added into the short term projection.
NB: all figures are for gross floor space
NB: Source: Coventry Shopping and Centres Study (2014)

In this context, Table 5.2 highlights that more than two thirds of retail need is
focused towards the end of the plan period, reflecting stronger projections of
retail expenditure post 2021.
Table 5.2 – Retail Needs by Period (sq.m of gross floor space) to 2031

Total Convenience Retail floor
space

To 2021

2021-2031

Total 20112031

8,090

13,792

21,882
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Total Comparison Retail floor
space (A1)*

14,191

26,651

40,842

Total A2 floor space

3,189

6,523

9,712

Total A3-A5 floor space

7,183

5,457

12,640

Total Retail Warehousing floor
space

2,425

19,333

21,758

Total

35,078

71,756

106,834

* An allowance for at least 10,000sq.m of new retail floor space at City Centre South
has been added into the short term projection.
NB: all figures are for gross floor space
NB: Source: Coventry Shopping and Centres Study (2014)

Notwithstanding, this plan recognises the importance of providing certainty
over location (wherever possible) and providing sequentially preferable
opportunities to help promote sustainable development and the long term
vitality of the centres hierarchy. New allocation proposals will therefore sit
alongside existing commitments and the reduction of vacant premises to meet
the city’s new retail needs. Table 5.3 sets out the supply components of retail
floor space.
Table 5.3: Supply Components of Retail Floor Space (to 2031)
Gross Retail floor space (sq.m)
Retail Floor Space Supply
Components
Completion since Study (20152016)*
Sites With Planning Permission
Sites Under Construction
Occupation of vacant premises
(outside of city centre)
Proposed Site Allocations (city
centre)**
Proposed
Site
Allocations
(wider city)**
Total

Convenience

Comparison
A1

Other Retail
based - A2-A5

125

1,430

0

1,813
818

1,491
0

490
0

0

10,600

10,000

60,100

10,200

10,000

22,956

84,111

* Completions since study refers to the level of completed floor space in Coventry
since the completion of the NLP Study in 2014. This study identified the level of need
which has informed the Local Plan.
** Allocations within the city centre include 33,825sq.m of retail floor space (use class
A1-A5) with planning permission or under construction. Allocations within the wider
city Include 1,843sq.m of floor space with planning permission or under construction.
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The Shopping and Centres Study identified opportunities to occupy existing
vacant premises totalling 20,200sq.m. This comprised 9,600sq.m within the
city centre and a further 10,600sq.m in the wider city. This floor space is
identified within the study as contributing towards the city’s total needs with a
specific reference to the full occupation of the new centre at Binley. The
occupation of vacant premises within the centres hierarchy is identified as a
priority and is expected to occur within the period to 2021.
Policy R1 – Delivering Retail Growth
1. The following sites/areas are allocated to support the provision of retail
floor space across Coventry. These schemes are to be delivered in
accordance with the specifications in this policy and other policies within
this plan and the City Centre AAP as appropriate.
Site

Proposed floor
Details
space (sq.m gross)
City Centre
At least 70,100
A1-A5 uses of varying size
(including bulky goods retail
where
appropriate)
to
be
delivered through the Area
Action Plan at City Centre South,
City Centre North, Friargate, City
Centre Supermarket and wider
support for the creation of active
frontages within the wider city
centre. Also includes allowance
for city centre vacant units.
New Eastern Green Up to 10,000
To include approx. 5,000sq.m for
Major
District
a new superstore, 4,000sq.m of
Centre
predominantly bulky goods retail
and up to 1,000sq.m of small
scale local provisions.
Cannon Park Major 6,200
District Centre*

New A1 elements of the scheme
should
be
restricted
to
convenience and bulky goods
retail.
Non A1 uses will be supported to
encourage diversification of the
centre, especially around A2-A5
uses.

New Keresley Local 1,500
Centre south

Local centre to include a range
of small scale units providing a
range of local community uses
and top up provisions.

New Keresley Local 1,000

Local centre to include a range
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Centre north

of small scale units providing a
range of community uses and
top up provisions.

Brade Drive District 1,000
Centre

New retail floor space should be
focused around new A1-A5 uses
and other non-retail uses. This
should be delivered in small
scale units to support local
needs and help diversify the
centre’s current offer.

Jardine
Crescent 500
District Centre

New floor space to be provided
as part of mixed use schemes
within amended centre boundary
A1-A5 uses to be provided,
which
reflect
the
existing
character of the centre.

2. The comprehensive redevelopment of the Riley Square element of Bell
green District Centre will be supported in accordance with an overarching
Masterplan for the area.
3. Further retail provision at Arena Park Major District Centre will not be
supported during the plan period unless it is demonstrated that it will not
have a significant adverse impact on the city centre or is an essential
element of supporting the wider parks tourism functions.

Of greatest importance is the city centre and the need to strengthen its role at
the top of the centres hierarchy. This is to be achieved through a range of
retail based regeneration schemes at City Centre South, Friargate and the
longer term aspiration at City Centre North. In addition a new food superstore
is identified to support the city centre, an offer which has been missing since
the closure of the Co-Op store in 2004. This will support other town centre
proposals such as the new City Centre sports and leisure destination, new
hotels and office provisions. These will all be delivered through the City
Centre Area Action Plan.
Other notable allocations include the redevelopment of the Cannon Park
Major District Centre in a similar format to that previously granted planning
consent in 2008. Alongside recent planning consent for a new, smaller
convenience store, this would see the size of the existing convenience offer
significantly increased to support growth in the population around the Canley
area of the city. When bringing this scheme forward however, specific care
will need to be given to the highway impacts and issues that exist in the
immediate vicinity.
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Additional floor space is also to be delivered at Jardine Crescent to help grow
and diversify the centre to meet local needs within smaller units that reflect
the existing character of the District Centre. Like other centres across the city,
this provides a focus on smaller units with an average floor space of 115sq.m
and no single units larger than 457sq.m.
New floor space is also proposed at Brade Drive District Centre to support
housing delivery within the surrounding area and to help diversify the retail
offer. This will also include a changing of the centre boundary to help focus
new provision alongside existing units and promote a more compact centre.
The Riley Square aspect of the Bell Green District Centre has been a
longstanding concern due to high vacancy rates and a poor quality built
environment. Policy R1 therefore makes provision for the complete
redevelopment of the area to ensure the centre is suitable to meet the future
needs of the local area. Given the existing constraints associated with the
centre though, this will need to be brought forward in accordance with a
comprehensive masterplan which makes provisions for replacement housing
and retail floor space as well as significant improvements to both the built and
natural environment. This may result in changes to the layout of the District
Centre boundary and the retail footprint. Proposals should however ensure
that new retail provision remains focused close to the junction of Roseberry
Avenue and Henley Road to ensure it remains well connected to the wider
District Centre and prevents the creation of a split centre.
Three new centres are also identified to support the new urban extensions
and ensure small scale local provisions are made to support existing need
and new communities within the North West area of the city.
When defining small scale local provisions evidence identifies that such units
within similar Coventry centres would be between 36sq.m and 780sq.m,
although the upper limit is influenced by a small number of larger units which
are largely utilised for convenience goods. This is emphasised by 88% of
units in the city’s local centres being below 250sq.m. The new small scale
provisions referred to in Policy R1 should therefor reflect this range of unit
sizes, with no one unit exceeding 800sq.m. This will ensure a flexible and
varied unit offer to help meet local needs.
With regards to the Arena Park centre the Shopping and Centres Study raised
concern that the centre is in danger of competing with the city centre rather
than complementing it. Following its allocation and subsequent development
in the 2001 Development Plan the centre has grown significantly over 2
phases containing one of the country’s largest superstores as well as a range
of restaurants and retail warehouse provision. Reflecting this growth the Local
Plan has defined a centre boundary for Arena Park for the first time, which is
shown on the Policies Map. Although the role of this centre in supporting the
Ricoh Arena as one of the city’s key visitor destinations will need to be
managed during the plan period, the provision of new retail floor space will not
be supported unless it is shown to have no further impact on the city centre or
is an essential element of supporting the viability or operational functions of
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new tourism facilities. In this context new proposals will also be considered
against policy JE6 of this plan.
Other Town Centre Needs
In addition to retail needs the Shopping and Centres Study also assesses the
need for other main town centre uses. For the avoidance of doubt this
conforms with the NPPF and considers the following uses:
 Leisure, entertainment facilities the more intensive sport and recreation
uses (including cinemas, restaurants, drive-through restaurants, bars and
pubs, night-clubs, casinos, health and fitness centres, indoor bowling
centres, and bingo halls);
 Offices; and
 Arts, culture and tourism development (including theatres, museums,
galleries and concert halls, hotels and conference facilities).
The Shopping and Centres Study concludes there is potential for Coventry to
increase its market share of cinema trips meaning it could support an
additional cinema. It also highlights that there could be scope for about two
additional health and fitness clubs by 2031. In contrast it suggests there is no
quantitative need for additional theatre facilities, tenpin bowling, bingo or
nightclubs. However qualitative improvements should not be discouraged
within designated centres.
In response to this level of need, existing permission already exist for a new
city centre cinema as part of the City Centre South proposals, whilst further
health and fitness facilities are planned at Bishop Street and as part of the
proposed City Centre Sports and Leisure Destination. Any further proposals
for Main Town Centre uses will be considered in accordance with Policies R3
and R4 of this Plan
Coventry’s Centres Hierarchy
The NPPF supports the identification of designated town centres as well as a
centres hierarchy. The centres hierarchy in Coventry has evolved over time
and is refreshed further through the policies in this Local Plan. This reflects
the need to promote a vibrant and viable centres hierarchy that is able to
respond to the changing needs of local communities.
Coventry city centre will remain at the top of the centres hierarchy. It is the
main comparison shopping destination and the main focus for employment,
leisure, entertainment and cultural activities. However investment within the
city centre has not kept pace with development in district centres and retail
parks or other competing towns and cities such as Birmingham, Solihull and
Leicester. This is highlighted by the city centre ranking 58th on the national
ladder (according to the venue score index), with Leicester ranked 17 th and
Birmingham ranked 3rd. This is despite the city being classed the 13th largest
in the country and the fastest growing outside London. With this in mind there
is a clear need to invest in the city centre’s retail offer to strengthen its role at
the top of the hierarchy. Alongside this Local Plan, the Council will also adopt
a City Centre AAP which will consider the city centre and its specific policies
in more detail. Although the wider city centre boundary is shown on the
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Policies Map5, the Primary Shopping Area and primary and secondary
frontages will be designated through the Area Action Plan.
Policy R2: Coventry City Centre – Development Strategy
1. The city centre will continue to be developed and regenerated to ensure it
is a truly world class city centre, leading in design, sustainability and
culture. This will be achieved by:
a) Enhancement of its position as a focus for the entire sub-region and as
a national and international destination to live, work and play;
b) Enhancement of its retail and leisure offer to strengthen the city’s subregional role;
c) Provision of high quality office space;
d) Becoming a hub for education;
e) Including a variety of places to live which cater for different needs;
f) Preserving or enhancing the character and setting of the historic built
landscape and the archaeological environment;
g) A connected public realm including public squares and green spaces,
easily accessible through the creation of desirable and legible
pedestrian routes;
h) Accessible for all;
i) Providing an attractive and safe environment for pedestrians, cyclists
and motorists;
j) Provide a high quality public transport system that benefits from
seamless integration and is well connected to existing and new
infrastructure
k) High quality sustainable built design;
l) Continuing to develop a vibrant and attractive night time economy;
m) Providing opportunities to improve health and wellbeing;
n) Continuing to support greater integration of the university within the
wider city centre in accordance with the policies in the Area Action
Plan;
o) Recognising and preserving key views to the iconic three spires of St
Michaels, Holy Trinity and Christchurch; and
p) Supporting the reintroduction of green and blue infrastructure
throughout the city centre, including opportunities for deculverting
wherever possible.
2. An Area Action Plan will be developed to help deliver this strategy and
support and guide development within the city centre.

It is not only the investment in the city centre that requires consideration
though; it is also the management of the centres’ hierarchy as a whole to
ensure it supports rather than competes with the city centre. In considering
the centres hierarchy it has become clear that a number of changes are
required to ensure it remains fit for purpose and continues to serve the people
of Coventry and its wider catchment in the most appropriate way.

5

This is the area that will be covered by the City Centre Area Action Plan
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For example Ball Hill lacks a major supermarket anchor associated with a
Major District Centre and suffers from a lack of expansion opportunities
brought about by its linear nature and surrounding residential provision. In
contrast a new centre at Brandon Road, Binley was allocated in the 2001 plan
and has now been developed as a high quality modern retail hub for the south
east corner of the city. This has been linked to the adjacent supermarket,
providing it with it strong convenience anchor and now serves the role of a
Major District Centre as opposed to its previous district centre designation.
In terms of Local Centres, one additional centre is to be added to the
hierarchy. This is situated at Bannerbrook Park, Banner Lane and reflects
recent developments in the area. Its designation as a new Local Centre will
ensure it continues to provide a high quality local facility for the local
community.
In addition, boundary changes are proposed at:
 Brade Drive District Centre to provide a more focused centre boundary
and support the linked diversification of the centre;
 Daventry Road District Centre, to include the new supermarket;
 Foleshill District Centre to reflect recent growth of the centre.
 Jardine Crescent to support modest expansion of the centre and the
redevelopment of vacant sites;
 Ansty Road Local Centre, to include adjoining community facilities;
 Holbrook Lane Local Centre, to include the existing petrol filling station;
 Longford Road Local Centre, to include adjoining community facilities;
and
 Radford Road Local Centre, to include adjoining community facilities.
As part of the city’s wider growth strategy two urban extensions are planned
for the North West of the city. The Shopping and Centre study has highlighted
that this particular part of the city is underprovided for in terms of convenience
retail offer. This reflects the relatively low population density present in that
area of the city and the lack of existing centres. With this in mind, a Major
District Centre is proposed as part of the Eastern Green urban extension,
which will benefit from excellent links to the A45. However; in designating this,
lessons must be learnt from the Arena Park development and the centre will
not be allowed to expand beyond the strict provisions of Policy R1. This seeks
to ensure any provisions within the centre over and above the convenience
floor space are either locally aimed or support the city’s needs for bulky goods
retail. With regards the Keresley urban extension two new local centres are
proposed, one to the south of the development and a second towards the
north helping to promote sustainable development, active travel and
community provisions. As these areas are yet to be developed the exact
nature of the centre boundaries will be initially defined through the relevant
supporting Master Plans (as required through policy H2). These boundaries
will then be formally considered through the next Local Plan review. For the
avoidance of doubt however any retail proposals that divert from the
allocations in policy R1 will be considered to be out of centre and will be
considered in accordance with policy R4 of this Local Plan.
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Healthy town centres usually have a good mix of higher and lower order
comparison goods shops and a balance between Class A1, A2 and Class A3
to A5 uses to ensure a flexibility of offer and a vibrancy and vitality. The 2001
plan encouraged at least 85% of units within any given centre to be retained
as class A1. The changing face of retail and the functions of centres has seen
a decrease in the percentage of A1 uses. The average proportion of A1 uses
across Coventry centres is just over 50% compared to a UK average of
around 58%. The retention of a majority A1 function continues to be an
important element of supporting the longevity of centres. However, with the
city’s vacancy rates above the national average and greater flexibility within
the use class order, the greater importance rests with the A-use class
category as a whole ensuring units are occupied. As such, there will be no
threshold applied to A1 uses within centres; however the Council will require
designated centres to retain a majority of provision within the ‘A’ use class
category (Class A1-A5 of the Use Classes Order). It will also be essential to
maintain an appropriately balanced range of ‘A’ class uses. This should be
considered in the context of Policy R5. As part of diversifying centres
alternative uses including social, community and leisure provisions will be
supported as will new residential provisions, where it does not undermine the
overall functionality of the centre.
This approach will not relate to the city centre, which will be considered
separately through the City Centre AAP.
Policy R3: The Network of Centres
1. To support the city centre, the Council will designate, enhance, maintain
and protect a network of Centres consisting of Major District Centres,
District Centres and Local Centres. These Centres will be the preferred
locations for new shops, and other Main Town Centre and community
facility uses which do not serve a city-wide catchment.
2. In all these Centres:
a) A balance will be sought between shops (Class A1), and other Main
Town Centre and community uses in order to protect the vitality and
viability of the centre as a whole;
b) Proposals that reduce the concentration of A-class uses within a
centre below 51% will not be approved
c) a residential element will be promoted and encouraged, subject to
the creation of a satisfactory residential environment and so long as
it does not undermine the functionality of the centre;
d) improvement to the environment and accessibility will be promoted
and encouraged.
3. Major District Centres are shown on the Policies Map at:
a) Arena Park;
b) Cannon Park;
c) Brandon Road; and
d) Eastern Green.
They will complement but not compete with the city centre and will contain
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a scale of development which is demonstrated to not impact negatively on
the city centre and supports the needs of their part of the city for:
e) a mix of bulk convenience and comparison shopping as well as
service and catering uses;
f) social, community and leisure uses including hotels; and
g) offices.
4. District Centres are shown on the Policies Map at:
a) Ball Hill;
b) Bell Green;
c) Brade Drive;
d) Daventry Road;
e) Earlsdon;
f) Foleshill;
g) Jardine Crescent;
h) Jubilee Crescent.
They will contain a scale of development which is demonstrated to not
impact negatively on higher order centres and supports the needs of their
district of the city for bulk convenience shopping as well as an element of
comparison shopping, service and catering uses. Social, community,
leisure and small scale office uses will also be acceptable.
5. Local Centres are shown on the Policies Map at:
a) Acorn Street;
m) Holbrook Lane;
b) Ansty Road;
n) Holyhead Road;
c) Baginton Road;
o) Keresley North;
d) Bannerbrook;
p) Keresley Road;
e) Barkers Butts Lane;
q) Keresley South;
f) Binley Road;
r) Longford;
g) Birmingham Road;
s) Quorn Way;
h) Broad Park Road;
t) Radford Road;
i) Charter Avenue;
u) Station Avenue;
j) Far Gosford Street;
v) Sutton Avenue;
k) Green Lane;
w) Walsgrave Road;
l) Hillfields;
x) Willenhall;
y) Winsford Avenue.
They will contain an appropriate scale of development which is
demonstrated to not impact negatively on higher order centres and
supports their immediate locality for day-to-day convenience shopping
and also some service and restaurant uses; and social, community and
leisure uses. Small scale office uses will also be acceptable.
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Out of Centre Proposals
The city’s designated centres are generally the focus for retail and other town
centre uses, however there are a range of shops and services across
Coventry which are not located in a defined centre. Whilst retail and leisure
investment is not encouraged outside of the centres hierarchy, it is recognised
that there may be occasions when proposals for uses outside defined centres
are considered suitable and acceptable. This reflects the NPPF’s approach to
centres first and where this cannot be accommodated the consideration of out
of centre proposals through a sequential assessment and impact test.
To support this policy the Council have undertaken a thorough review of
existing retail provisions to help understand what sort of proposals would
warrant consideration through a sequential assessment and impact test. The
NPPF requires a Sequential Assessment for all main town centre proposals
outside of a designated centre, but sets a threshold of 2,500sq.m for Impact
Tests. Both thresholds can be changed through respective local plans when
having regard to local circumstances and evidence.
Having regard to the difficulties and pressures facing Coventry’s hierarchy of
centres and the pressures it faces competing with out of centre retail parks
and neighbouring towns and cities there is clear justification to retain a ‘catch
all’ threshold for sequential assessments. In terms of impact tests, the council
have considered the average size of units throughout the hierarchy as well as
the sort of proposals that have come forward for planning considerations in
recent years. This has supported an understanding of the sort of proposals
that could be expected and at what level they could have an impact on the
units within designated centres. The Council’s monitoring has identified an
average unit size across all centres of 362sq.m, although this does decrease
to 220sq.m when the city centre is excluded. In turn the average unit size
within the city centre is 457sq.m. This reflects the city’s broad centres profile
of smaller units linked to a scattering of larger anchor style units. In general
the profile of recent out of centre proposals varies from approximately
120sq.m to 1,700sq.m. With vacancy rates remaining high and centres
remaining under pressure it is therefore considered justified to introduce a
threshold for impact tests below that identified in the NPPF. Based on the
evidence available it is clear that the city’s existing designated centres are
focused around smaller units, with 88% of all stores outside of the city centre
below 250sq.m in size, highlighting the greater likelihood for impacts to be felt
in smaller units. Although this figure drops to 74% inside of the city centre,
there is still a clear focus on smaller units. Notwithstanding, the city’s out of
centre retail parks, which would be the most likely focus for out of centre
proposals, contain units which average around 900-1,200sq.m in size. As
such, the evidence base suggests that on balance a threshold of 1,000sq.m
would be appropriate to apply for impact tests across Coventry. This will
ensure impacts on smaller units are considered whilst also placing greater
emphasis on the average unit sizes within the city centre, where the greatest
importance exists.
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Policy R4: Out of Centre Proposals
1. Proposals for retail and other Main Town Centre uses (including proposals
for the expansion or re-configuration of existing uses and the variation of
existing conditions) will not be permitted in out-of-centre locations unless
they satisfy the Sequential Assessment and the Impact Test (where
appropriate).
2. Sequential Assessment
a) A sequential assessment will be required for all retail and other Main
Town Centre use proposals outside a defined centre and should be
prepared in accordance with national guidance. This should have
regard to the centres hierarchy set out in policy R3.
b) Where in-centre options are exhausted, edge of centre locations
(within 300m of a centre boundary) that are well connected and
accessible to the centres themselves should also be considered in
advance of out of centre sites.
3. Impact Test
a) An Impact Test will be required for all retail and other Main Town
Centre use proposals outside a defined centre that exceed 1,000sq.m
(gross) floor space. The assessment of Impact should be prepared in
accordance with national guidance and consider the potential impact
on the vitality, viability, role and character of a defined centre(s) within
the centres hierarchy (as set out in policy R3).
b) Catchment areas for Sequential Assessments and Impact Tests will
be considered on a case by case basis to reflect the specific
proposals being considered.
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National Guidance is not clear how proposed extensions to existing out of
centre Main Town Centre uses should be considered. There is clear local
evidence however that in order to strengthen the cities centres hierarchy that
out of centre provisions should be limited. As such, the same approach is to
be applied to proposals for the extension of existing units (including the
introduction of mezzanine floors). This means that all proposals will remain
subject to the Sequential Assessment, which should consider the amount of
floor space to be created by the extension. An Impact Assessment will be
required where the amount of new floor space proposed to be created
exceeds the 1,000sq.m threshold
Where proposals are made to merge or sub-divide existing out of centre
premises or to vary existing conditions which restrict the sale of particular
goods, the proposals will be treated in the same way as if they were new
units. This again reflects the sensitivity of floor space provision and unit sizes
across the city and the impact such change in market offer could have on the
wider centres hierarchy. A prime example exists in a range of out of centre
retail parks and lower order centres where the floor space of units and the
sale of particular products are restricted to minimise direct competition with
the city centre. This is also an important consideration in terms of functionality
and the overall role of the centre or out of centre location.

When considering Sequential Assessments and Impact Tests for an out of
centre proposal consideration must be given to existing, committed and
planned public and private investment within a defined centre that exists
within an agreed catchment area of the proposal. These will be considered on
a site by site basis having regard to the location, size, scale and intended
customer base of the proposal.
Further consideration can however be given to the type of the proposal, its
intended market area, drive time and access to both the highway and public
transport. When considering investment proposals which are not complete,
consideration should be given to likely delivery timeframes and whether or not
it will be completed and readily available within 5 years from the date of the
application. Assessments should also have regard to any existing out of
centre locations and out of centre proposals that already benefit from planning
permission, but are yet to be completed as notwithstanding their out of centre
nature they still represent private sector investment in the city’s wider retail
offer.
Furthermore and in accordance with national guidance, land ownership
matters are not considered sufficient justification for preferring out-of-centre or
edge-of-centre sites over those within defined centres, applicants should also
demonstrate flexibility on issues such as format and scale when undertaking
Sequential Assessments.
For the avoidance of doubt, Policy R4 does not apply to office development
falling within Use Class B1 of the Town & Country Planning Use Classes
Order 1987 (as amended) as such proposals will be assessed against Policy
JE5 of this Plan.
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Retail Frontages and Ground Floor Units in defined centres
Designated centres have been identified on the basis of their function and role
within local communities, with a primary purpose of making retail and
shopping provisions available to their local community in a sustainable and
accessible way. The role and offer of centres is changing though and the
need for flexibility is becoming increasingly important. This is particularly true
within Coventry where vacancy rates are relatively high. Therefore, with the
exception of the city centre there are no plans to designate primary or
secondary retail frontages. The importance of the city centre at the top of the
centres hierarchy and the need to promote the city centre as the focal point
for A1 retail means primary and secondary frontages remain important to
identify. These will be managed through the City Centre AAP.
When considering uses within the centres hierarchy this is generally focused
towards the ground floor of units. As such, the ground floor element of these
units is of primary importance as they offer the ‘shop windows’ for the centre.

Policy R5: Retail Frontages and Ground Floor Units in defined centres
1. Proposals to use ground floor units within defined centres for non-A class
uses will normally be permitted provided that:
a) the primary retail function of the centre would not be
undermined in the context of Policy R3;
b) the use would make a positive contribution to the overall role,
vitality and viability of the centre; and
c) the use is compatible with other Plan policies.
2. The impact of a proposal on the primary retail function of a centre will be
determined on the basis of:
a) the location and prominence of the unit within the relevant
frontage;
b) the width of the frontage of the unit when compared to other
units in the centre;
c) the number and proximity of other units occupied by ‘A’ class
uses; and
d) compatibility of the proposal with nearby uses.

By considering the issues identified in Policy R5, such proposals will be
assessed in the context of ensuring and maintaining a viable and vibrant
centre with lively street frontages.
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By way of prominence and size of the unit, consideration will need to be given
to the character of the centre and how the unit in question compares to other
units within the centre. For example, Coventry’s defined centres are
characterised by a concentration of smaller units supplemented by a small
number of larger units that are more prominent in terms of size and frontage
within the centre. They are also often ‘anchor’ type units within the centres
and provide a principle focus and attraction. The change of use of such a unit
is likely to have a greater impact in terms of prominence and frontage than the
change of use of a smaller unit. Furthermore consideration will also need to
be given to the lay out of the centre. This will need to have regard to whether
the centre is a single grouping of units in a continuous row or if it is
segregated by roads or open space etc. Where a centre is focused around
more than 1 grouping of units, it should normally be the single grouping that is
considered when examining the prominence of the unit. Where it is a single
grouping the whole centre should be assessed.
It may also be important to consider the highway implications of non-retail
proposals, especially if such proposals involve larger social or community
provisions which may require significant car parking or concentration of
activity at certain periods.
Restaurants, bars and Hot Food Takeaways
The creation of food and drink uses in classes A3, A4 and A5 have become
increasingly flexible in recent years following changes in permitted
development rights. This is especially true for restaurant uses (A3) and
reflects the change and diversification of modern town centres.
Policy: R6 Restaurants, bars and Hot Food Takeaways
1. Outlets should be located within defined centres and will normally be
discouraged outside those locations.
2. Proposals within defined centres will be permitted provided they:
a) would not result in significant harm to the amenity of nearby residents
or highway safety;
b) would not result in harmful cumulative impacts due to the existence of
any existing or consented proposed outlet;
c) are in accordance with the emerging Hot Food Takeaway
Supplementary Planning Document (in particular, proposals for A5
uses); and
d) are compatible with other Plan Policies.

The Council has pledged to improve its population’s health and wellbeing and
to reduce health inequalities. One of the challenges the Council faces in
promoting healthy eating is the availability of foods high in fat, salt and sugar
in local neighbourhoods, including the prevalence of hot food takeaways in
some areas.

94

Such uses do however have the potential to cause significant problems with
impact upon residential amenity, highways and parking. Hot food takeaways
often attract considerable customer numbers and are regularly associated
with issues such as litter, waste disposal, noise, odour, traffic and health. For
a combination of these reasons, they will normally only be supported within
defined centres where residential amenity is less likely to be an issue and will
be resisted elsewhere. Where homes are situated above such premises,
specific care will need to be given to odour extraction, noise insulation and
general public convenience. Where appropriate provisions cannot be included
then such uses will not be supported, even within designated centres.
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6. Communities
Relevant Evidence Base







The Coventry Council Plan (2015 update)
Coventry Sports Strategy 2014-2028 (2014)
Coventry City Council Indoor Facilities Strategy (2014)
Coventry Aquatics Strategy (2014)
Coventry University Masterplan
University of Warwick Masterplan

Introduction
This chapter considers social, community and leisure facilities that are not
defined as Main Town Centre uses by the NPPF. These include provisions for
sporting uses, including swimming pools, leisure centres and sporting venues,
health centres and hospitals, educational establishments including nurseries
and universities, meeting places, libraries and places of worship.
The policies in this chapter set out the approach to safeguarding and
improving social, community and leisure premises and providing support for
the development of new facilities where there are identified gaps in provision.
The policies will support and facilitate the implementation of existing and
future strategies for the provision and improvement of social community and
leisure premises across Coventry.
The NPPF also promotes the creation of healthy communities and vibrant and
viable town centres both of which help support local communities and provide
a focal point for services over and above retailing facilities. The NPPF
recognises that these two objectives can complement one another by
providing for social, community and leisure uses within designated centres.
Indeed the provision of such facilities can make significant contributions to the
diversification of designated centres, helping to promote sustainable
development and sustainable travel through the creation of linked trips and
mixed use developments.
The Council will encourage applications that promote the re-use of existing
facilities which support and enhance existing local communities, with a view to
protecting those particular features of the neighbourhood valued by its
residents.
New or improved social and community premises
In providing social, community and leisure services the NPPF requires local
authorities to plan positively for the provision and use of shared spaces,
community facilities (such as meeting and sports venues, cultural buildings
and places of worship) and other local services to enhance the sustainability
of communities and residential environments. In doing so Local Plans should
guard against the unnecessary loss of valued facilities and services, allow
established facilities to develop and modernise in a sustainable way and
ensure that the location of housing, economic uses and community facilities
and services are considered and promoted in an integrated way.
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New cultural and community premises (as outlined below) will therefore be
considered in accordance with the sequential approach set out in policy CO1.
This is with a view to locating facilities in defined centres makes them easily
accessible by foot, bicycle or public transport and fully accessible by all
sections of the community and facilitating more integrated communities. They
should be provided in buildings and facilities which are flexible and adaptable
to communities’ needs and sited to maximise the shared use of premises to
facilitate their longevity.
Local Health Provisions
To support the University Hospital a range of health provisions have been
retained and developed at the City of Coventry Health Centre, Stoney Stanton
Road, whilst other new health facilities have been provided across Coventry.
As the city’s population continues to grow and the needs of the population
change in terms of an ageing population, the Council will continue to work
with the Coventry and Rugby Clinical Commissioning Group (CCG) and The
University Hospital Coventry and Warwickshire NHS Trust. Although the city’s
population will remain one of the youngest across the sub-region it is still
expected to age, and as such it will be important to ensure new facilities are
easily accessible to those who need them.
Cultural and Community Buildings
Such facilities include sporting uses, including swimming pools, leisure
centres and sporting venues, meeting places, libraries and places of worship.
The Council will seek to bring forward the recommendations of its Sports
Strategy and its supporting documents to inspire more people to take up and
regularly take part in sport; provide a range of high quality sporting
opportunities; and to provide a range of modern, accessible and high quality
sports facilities. This has already started with the delivery of the new
swimming facility at the AT7 Centre and the planned City centre Leisure
Destination. The Council is also committed to maintaining a library provision
across the city as well managing an appropriate level of other community halls
and buildings.
The provision of places of worship will need to be carefully considered having
regard to the needs of local communities and faiths.
Universities, Schools and Educational Facilities
Coventry’s education offer is varied and successful, with a range of improving
primary and secondary schools, supported by strong colleges and two of the
countries most respected Universities. In addition to a number of private
institutions the city offers a range of State-funded schools including local
authority maintained schools (community, foundation and voluntary aided and
controlled schools).
In order to support sustainable development the Council recognises the
importance of maintaining an adequate and appropriate supply of education
provision. Opportunities should be taken to ensure schools are located in
sustainable locations that complement neighbouring uses. They should be
within easy access of local communities as well as offering opportunities to
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generate linked trips by being located close to other social and community
provisions and local retail and service offers as well as being easily accessible
by a range of transport options.
Where possible schools and their grounds should be utilised for other
community provisions such as social, cultural, leisure and indoor sports
facilities. This will help to develop a schools position at the centre of the
community with significant benefits to local residents. It can also help ensure
the effective use of resources and help minimise travel distances for users.
The Council will continue to work with both universities to enable on-going
development of their masterplans. This collaborative working will help to
facilitate future development proposals and ensure they are in harmony with
the overall aims of regeneration, education and investment in Coventry and
the sub-region.
Policy CO1: New or improved social community and leisure premises
1. Proposals for social, community and leisure facilities will be considered
through the following sequential approach:
a) Designated centres to support the centres hierarchy;
b) Where no suitable sites are available in a designated centre, an edgeof-centre location;
c) Where no edge of centre sites are available, a site adjacent to other
associated facilities including existing schools and educational
facilities;
d) Only where no suitable site can be identified having regard to points 13, will stand alone sites be supported, subject to:
i. The proposal addressing an unmet need within a local community;
ii. There being no significant adverse impact upon the role of a
defined Centre; and
iii. There being no material impact on neighbouring amenity;
2. Proposals will be considered on the basis of:
a) The appropriateness of their proposed location in relation to their scale
and intended catchment;
b) Compatibility with nearby uses;
c) Accessibility by a choice of means of transport; and
d) Compatibility with other Plan Policies.
3. Where proposals are in accordance with the approved Masterplans for
Coventry University or the University of Warwick they will normally be
approved subject to high quality design proposals.

To support compatibility with nearby uses community premises should be
appropriate to their surroundings in terms of scale, character and mix of uses,
and should not harm residential amenity, the environment, or result in adverse
transport impacts in line with other relevant policies. Some facilities within
residential neighbourhoods can have an impact on residential amenity which
may need to be carefully managed. For example the hours of operation will
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need to be balanced against the needs of service providers and users of the
premises against impacts on neighbouring residents. Planning conditions will
be used, as appropriate, to mitigate potential adverse amenity impacts.
Proposals should promote active frontages and encourage linked trips and
shared services wherever possible. They should satisfy the above sequential
approach in order to ensure that centres remain as the focus for not only
retailing but also community uses, which ensures that the centre has a
diverse mix of uses and addresses where appropriate any unmet local need.
It will also be important to locate these provisions in the most sustainable
places relevant to the proposed use to generate linked trips and promote
sustainable communities.
It is recognised that there may be occasions where a proposal is not suitable
for an in-centre use. This may be due to a number of factors including space
requirements, neighbouring uses or local amenity. The Council will require
evidence and justification for the reasons why centres have been discounted
and why similar uses such as educational facilities, for example, cannot be
located in the same locations.
Re-Use of or Redevelopment of Facilities
There may be circumstances where an existing facility ceases to operate and
a site becomes vacant. Under such circumstances the first consideration will
be whether there is still a local need for services currently or last provided on
that site.
Policy CO2: Re-Use of or Redevelopment of Facilities
1. Proposals for the re-use or redevelopment of community premises for a
use outside the scope of this policy will not be supported if:
a) There is an outstanding local need which could reasonably be met at
that location;
b) The site remains viable for existing uses or could be made viable
through appropriate diversification of use;
c) the proposal is not compatible with nearby uses.
2. In all cases consideration should be given to the suitability of the location
for such facilities having regard to other Policies in this plan and its
supporting documents
3. Where replacement facilities are intended, they should:
a) continue to serve the community;
b) be of appropriate scale and character; and
c) be of high quality design.

In order to demonstrate that there is no further need or demand for a building
to support social, community or leisure use, applicants should undertake the
following measures as a minimum:
 Where appropriate, seek confirmation in writing from the relevant
agency that the proposed loss of premises is consistent with the
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agreed strategy for delivery of that service in the local community and
city as a whole;
In accordance with Appendix 2 of the Local Plan, market the land or
premises for D1 or D2 use continuously for a period of at least three
months; and
Close to the beginning of the marketing period, notify the Council of the
proposed vacancy, so that community organisations, arts, sports and
cultural groups seeking premises can be made aware of it.

Proposals involving the loss of land in use, or previously in use, by an
education facility will only be supported, if it is clearly demonstrated to be
surplus to educational requirements and its development for other uses would
contribute to improvements in the delivery of school places in the city.
Where replacement facilities are intended, they should be located in
accessible locations. The quality of new provision should be equivalent to or
exceed what is being replaced.
Where premises have been registered with the Council as assets of
community value under the Localism Act 2011, this will be a material
consideration in the determination of applications for change of use to noncommunity related use.
Neighbourhood and Community Planning
The Localism Act and NPPF provide the framework for Town or Parish
Councils and defined neighbourhoods across Coventry to engage in
community and neighbourhood planning. This can include a host of activity
including Neighbourhood Plans, Parish Plans or other forms of design
guidance etc. Where local neighbourhoods wish to engage in the
development of local planning policy the Council will help support this process
and work with communities to achieve their planning aims, where these are in
conformity with the NPPF and the strategic policies of this Plan. Once
adopted, a Neighbourhood Plan will form part of the statutory development
plan and must be taken in to account in making planning decisions in that
locality. Once proposed they will also be referred to within the Council’s Local
Development Scheme.
Policy CO3: Neighbourhood and Community Planning
1. Where appropriate the Council will support communities in the preparation
of:
a) Parish Plans;
b) Parish Design Statements, and;
c) Neighbourhood Plans.
2. When preparing these plans they must remain in accordance with national
legislation, this Local Plan and any other city wide planning documents
which support it.
3. Where appropriate the Council will support the application and designation
of land or buildings as Assets of Community Value.
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4. The Council will not support applications for Neighbourhood, Parish Plans
or Assets of Community Value where they conflict with this Local Plan or
supporting documentation.

The Council considers that local communities taking an active role in
determining the future for their neighbourhoods is a key part of achieving
sustainable communities and these are processes which make a difference in
bringing forward development in a way that is consistent with local needs and
aspirations.
At the current time one neighbourhood plan area has been designated at
Willenhall and work on a Neighbourhood Plan for the area remains on-going.
Coventry has three Parish Councils at Keresley, Finham and Allesley, which
have the autonomy to prepare either a Parish Plan or Neighbourhood Plan.
The designation of land and buildings as Assets of Community Value was
also introduced through the Localism Act. Since its introduction three assets
have been designated:
 the listed building at 449/449A Foleshill Road
 the former Coventry Loop Railway Line area of open space.
 The White Lion Public House, Brownshill Green
Such designations are considered important to protecting non-statutory
heritage assets and retaining important buildings and areas of land within
local communities.
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7. Green Belt and Green Environment
Relevant Evidence Base
 Coventry Green Belt Review (2007)
 Coventry and Warwickshire Sub-Regional Green Belt Study (2009)
 Coventry Green Space Strategy (2010)
 Coventry and Warwickshire Sub Regional Green Infrastructure Study
(2011)
 Coventry and Warwickshire Joint Green Belt Review (2015)
 Coventry Green Belt Ecology and Biodiversity Study (2015)
 Agricultural Land Classification (2009)
 Coventry Play Pitch Strategy (2014)
Introduction
The chapter establishes a new approach to how Coventry’s green
environment will be planned, maintained, protected and enhanced. It will
present opportunities to create more sustainable development and patterns of
growth that will help meet Coventry’s development needs, whilst seeking to
protect the city’s highest value and most sensitive green spaces. The chapter
will also cover all aspects of the city’s green environment including the Green
Belt, green spaces, environmental designations and protected trees.
Green Belt
The most important attribute of Green Belts is its openness and purpose of
restricting urban sprawl. There are 5 main purposes of Green Belt and these
are identified in the NPPF.
The use of land in Coventry’s Green Belt also has a positive role to play in
fulfilling the following objectives, through active countryside management:
 Retaining land in agriculture, forestry, and related open uses;
 Providing access to the open countryside and green corridors for the
urban population, linked to the surrounding countryside of Warwickshire
and Solihull;
 Providing opportunities for outdoor sport and recreation near urban
areas;
 Protecting and enhancing attractive landscapes, including the Ancient
Arden landscape, green corridors, and landscapes near to where people
live;
 Securing biodiversity and nature conservation interests; and
 Improving damaged and despoiled land.
The city has two distinctive types of Green Belt – the open countryside of
Ancient Arden on its western boundary, predominantly used for agriculture
and quiet, passive leisure; and Green Belt corridors, which are extensive and
continuous tracts of open land that extend through the built-up area of the city,
to and from the countryside beyond.
Of greatest prominence is the wider Green Belt that encircles the city, helping
prevent urban sprawl and ensuring Coventry does not merge with surrounding
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towns, villages and cities. This has been a key aspect of the Joint evidence
base and the DtC. Given the growth pressures facing Coventry and its wider
HMA however, there has been a strong need to explore the most sustainable
and appropriate opportunities to expand the city. Through the consideration of
evidence and joint working on the DtC a number of development options have
been identified within the city’s Green Belt. Where development is brought
forward on Green Belt land however, the Council will seek to ensure high
quality design and the creation of high quality environments within which local
people will choose to live. A prime example of this is the Council’s Ancient
Arden Design Guidelines which will be applied in order to protect the visual
amenities, local distinctiveness and character of the Green Belt, whilst also
supporting sustainable development. These guidelines will form the basis of
the Council’s Sustainable Urban Extension Design Guidance SPD.
The Green Belt corridors have particular value in environmental quality within
the urban areas, assisting nature conservation and providing people with
access to the open countryside around the city by walking and cycling but
have been shown, through evidence, to not fulfil the purposes of Green Belt.
Historically, the development of Coventry has occasionally led to industrial
and commercial buildings being constructed within areas now designated as
Green Belt. Although it may be preferable, it is sometimes unviable for such
sites to be redeveloped for more appropriate Green Belt uses. Rather than
seeing them become neglected, and to protect the employment land portfolio,
the opportunity will be taken to improve their impact on the Green Belt.
To that end, an assessment of the Green Belt has concluded that the sites
listed in Policy GB1 present significant opportunities for development. The
Green Belt boundaries are therefore amended to enable sensitive,
appropriate development of these sites to support the city’s housing and
employment needs. These are also identified on the policy map.
Coventry’s Exceptional Circumstances
The administrative boundary of Coventry is tightly defined with many parts of
the existing urban area abutting this boundary. Based on the latest evidence
(from the ONS), Coventry is recognised as having the fastest growing
population outside Greater London. The SHMA (2015) highlights Coventry’s
objectively assessed housing need to be at least 42,400 homes to 2031.
Having undertaken a comprehensive review of the Green Belt together with a
full analysis of other relevant evidence, it has become abundantly clear the
Council cannot physically accommodate all of this need within its
administrative area let alone its existing urban area.
Indeed, the constructive and on-going discussions through the Duty to
Cooperate (DtC) process has enabled the Council to understand that all
development needs of the Housing Market Area cannot be accommodated in
the existing urban areas of Coventry and Warwickshire. All Local Planning
Authorities in Coventry and Warwickshire have therefore committed to
considering their Green Belt boundaries through their respective Local Plans.
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The NPPF is clear that housing need (market and affordable) must be met in
full. Through the findings of the Sustainability Appraisal and in taking these
findings on board, the Council has considered realistic alternative options
through the Local Plan and the DtC. The city also has clear issues in terms of
a skewed existing housing stock and there is a need to diversify this in a
viable, realistic and deliverable way. However, larger family housing is
typically lower density than apartments and the existing housing
developments seen within Coventry’s existing urban areas and so in order to
meet the housing needs of local people and ensure a deliverable and
achievable Local Plan, it is acknowledged that an element of Green Belt land
is required to meet these development needs. Although some of these larger,
higher value homes can and will be delivered within the existing urban area
and on non-Green Belt land, existing Green Belt land is required to make real
inroads into the diversification of the city’s housing offer and meet the city’s
housing needs.
The city’s tight boundary also means land is depleting from an employment
land supply perspective. In-commuting to Coventry for work has increased
substantially in the last decade, placing pressure on sustainable travel
patterns and air quality. The city must do something to reduce in commuting
and rebalance its housing/employment offer. It must provide employment land
to stimulate economic growth, however the balance of need and supply
means this must also utilise Green Belt land.
Moreover, without the release of land for development that is currently in the
Coventry Green Belt, it is highly unlikely the Council would be in a position to
demonstrate a continuous five year supply of housing land or a continuous
reservoir of employment land over the medium and long term time horizon of
the plan period. Indeed, the need for housing in general and affordable
housing in particular, are matters to be given very substantial weight.
Paragraph 89 of the NPPF confirms that affordable housing is an issue of
sufficient weight for it potentially to be an exception to normal Green Belt
policy.
Policy GB1: Green Belt and Local Green Space
1. The city’s most up-to-date Green Belt and Local Green space boundaries
are identified on the Policies Map.
2A: Inappropriate development will not be permitted in the Coventry Green
Belt unless very special circumstances exist. Development proposals,
including those involving previously developed land and buildings, in the
Green Belt will be assessed in relation to the relevant national planning
policy.
2B: Within areas designated as Local Green Space the erection of small
buildings and structures which are ancillary to the primary use of the land
may be acceptable. Other development will not be permitted unless very
special circumstances are demonstrated.
3. The following areas will be removed from the Green Belt to accommodate
future development needs and are shown on the Policies Map. Where
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appropriate further details are provided in Policy JE2, H2 and HE3;
a) Land part of the Wood End redevelopment (residential)
b) Land at Sutton Stop (residential and employment)
c) Land south at Walsgrave Hill Farm (residential)
d) Land at Keresley (residential)
e) Land north of Upper Eastern Green (residential and employment)
f) Land at Cromwell Lane (residential)
g) Land at Mitchell Avenue (residential)
h) Land off Allard Way/London Road (residential)
i) Land at Cheltenham Croft (residential)
j) Land east of Browns Lane (residential)
k) Land west of Browns Lane/Burton Close (residential)
l) Land at Cryfield Heights (residential)
m) Land at Woodfield School, Stoneleigh Road (Residential and
infrastructure)
n) Land south of Blue Coats School (Heritage and Education)
o) Land at Baginton Fields and South East of Whitley Business Park
(employment)
p) Land to the east of the existing Energy from Waste plant at Bar Road
(general industrial)
4. The following areas will be removed from the Green Belt and re-designated
as Local Green Space and are shown on the Policies Map:
a) Sowe Valley
b) Sherbourne Valley
c) War Memorial Park
d) Tocil Wood Brook Stray
e) Park Wood and Ten Shilling Wood
f) Tile Hill Wood
g) Allesley Park
5. The following areas will be removed from the Green Belt and will not be redesignated as Local Green Space as they do not serve the purposes of
either:
a) Land at Park Hill Lane
b) Land at Westwood School and Xcel Leisure Centre
6. The following areas will be designated as new areas of Local Green Space
and are shown on the Policies Map:
a) Sowe Valley Northern Extension
b) Sherbourne Valley and Lake View Park
c) Walsgrave Triangle, Cross Point.
7. In addition to appropriate development in the Green Belt identified in the
NPPF, limited infill development would be considered appropriate. Any
proposal in these locations will be expected to be of an appropriate density
to reflect surrounding properties should not impact negatively on the
openness and character of the wider Coventry Green Belt and will also
need to accord with Policy H3.
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The NPPF requires changes to the Green Belt to be made through the Local
Plan process. A common interpretation of the policy position is that, where
necessitated by development requirements, plans should identify the most
sustainable locations, unless outweighed by adverse effects on the overall
integrity of the Green Belt according to an assessment of the whole of the
Green Belt based around the five purposes.
In other words, the relatively poor performance of the land against Green Belt
purposes is not, in itself, an exceptional circumstance that would justify
release of the land from the Green Belt. The 2015 Coventry and Warwickshire
Joint Green Belt Review recommended that the lowest performing parcels of
Green Belt, or parts of them, could be considered for removal from the Green
Belt. But the Green Belt review itself has not been considered in isolation. The
Council have also considered the ecology and biodiversity value of sites, the
agricultural land classification, infrastructure constraints and opportunities,
Historic Landscape Character. This information has also been brought
together through Sustainability Appraisal to consider the most appropriate
locations for sustainable development.
Development in these locations would effectively be ‘infill’ and/or controlled
growth and would be well contained by existing significant features and the
landscape. It would not be urban sprawl. In defining precise areas for
removal, however, the Council has sought to minimise any harm to the
remainder of the Green Belt by indicating the type of development (in terms of
use class and density) that would be acceptable in these locations.
Furthermore, it is important to highlight that section 3 and 7 of policy GB1 sit
in part at least alongside section 9 of the NPPF by considering appropriate
and inappropriate development within the Green Belt. In this context it is
important to draw links to the supporting text of Policy H2 in this Local Plan in
so far as it relates to the appropriate delivery of local transport infrastructure
within a Green Belt location.
Designation of Local Green Space
Much of the Green Belt within and close to the edge of the sub-region’s urban
areas plays an important role as ‘green infrastructure’. This is particularly
relevant in the pockets and corridors of Green Belt within Coventry (such as
the Sowe and Sherbourne river valleys), which not only make the city a better
place to live, but also increase the sustainability credentials of the city,
promoting health and wellbeing, biodiversity and resilience to climate change.
Despite their positive uses, these pockets and corridors of Green Belt have
little connection with the wider countryside around Coventry and, partly as a
result, make a more limited contribution to the Green Belt purposes.
This Policy re-designates these areas as ‘Local Green Spaces’. The NPPF
supports such an approach, although not specifically in relation to Green Belt
land. A Local Green Space designation is appropriate ‘where the green area
is demonstrably special to a local community and holds a particular local
significance, for example because of its beauty, historic significance,
recreational value (including as a playing field), tranquillity or richness of its
wildlife’ (NPPF para. 77). This describes these parcels very well and, through
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any appropriate Local Plan policy framework, their protection could be
secured as strongly as Green Belt.
In addition to the re-designation of these parcels and corridors, the Council’s
evidence base coupled with the feedback from previous public consultations,
has been used to propose additional areas of local green space. These
include land at Eastern Green, land north of the Sowe Valley and land at
Walsgrave Triangle, Cross Point which would provide an important buffer
between any prospective residential and/or commercial development, whilst
protecting land of high community value.
As part of the proposed two urban extensions at Keresley and Eastern Green,
significant tracts of green infrastructure are proposed. Once established,
these green corridors will be assessed to establish their value as additional
areas of local green space. This approach will also be taken forward in
relation to the land around Charterhouse Heritage Park (policy HE3), the
employment allocations at Whitley Business Park and Baginton Fields (Policy
JE2) and the housing allocation at London Road / Allard Way (Policy H2:9).
National Guidance requires development proposals within areas designated
as Local Green Space to be considered against local policies which are
consistent with policy for Green Belt. This principle is broadly accepted
through Policy GB1, however it is important to consider the context of Green
Belt policy against that of Local Green Spaces. Any development within Local
Green Spaces should for example not impact on the initial purpose of land
being considered as a locally important green space or impact negatively on
criteria set out in Paragraph 77 of the NPPF. Of particular importance is land
used for recreational and leisure use, especially sports pitches. It is
acknowledged that some developments may be required to support the
continued use of sites as high quality sports pitches (e.g. buildings for
changing facilities and related teaching or training provisions) and this would
be supported in principle. Other acceptable examples will include the
provision of:
 new play equipment within parks and public spaces;
 appropriate and suitable parking facilities at parks and public spaces;
 appropriate lighting (in terms of scale and surrounding uses) to support
sports facilities; and
 the provision of appropriate and suitable footpaths and cycle ways to
enhance accessibility to high quality green spaces.
In all cases development should be ancillary to the primary purpose of the
Local Green Space. Should development prevent the continued use of land
for sports pitches, or other forms of Local Green Space (as appropriate) this
will not be supported.
Safeguarded Land in the Green Belt
The NPPF sets the approach to defining the Green Belt boundaries. Its
purpose is to help ensure that the Green Belt (as defined in this Plan) endures
beyond the Plan period and that defensible boundaries are maintained.
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Through the evidence base and the DtC process it has become apparent that
Green Belt parcels straddle administrative boundaries. This is particularly true
along the city’s constrained southern boundary, where a number of land areas
are separated through administrative boundaries. As such, when considered
in isolation through the Coventry Local Plan the land in question is considered
unsuitable for removal from the Green Belt due to the inability to create
defensible boundaries that would endure beyond the plan period. When
considered alongside development options within Warwick District however
the land could provide longer term possibilities for the release of land from the
Green Belt to support cross boundary development proposals in Warwick
District. Given the nature of the areas involved though, the retention and
delivery of infrastructure, most notably for highways, education or green
spaces would be the main focus. This reflects the existing nature of these
sites which largely comprise existing low density homes, existing education
provisions or ancient woodland.
As discussed in the context of Policy DS1 and DS2 however, the Council
cannot place undue pressure on neighbouring authorities to develop on
specific sites. It can however put a mechanism in place that responds to
potential longer term development options meaning its own Plan remains
flexible and is able to respond to emerging circumstances in neighbouring
areas. This also allows the Council to continue discharging its responsibilities
through the DtC in an effective and continuous way.
Land along the southern boundary of Coventry is therefore intended to be
designated as safeguarded land for consideration as part of the next Local
Plan review. This will have explicit regard to development proposals within
Warwick District that if brought forward for development over the course of
this Plan period would create Green Belt policy ‘islands’ and therefore render
the Green Belt policy designations in these areas inappropriate. In this
context, these sites are safeguarded in so far as their long term designation
as ‘Green Belt’ is dependent upon the development of adjoining land in a
neighbouring local authority. As already highlighted, the sites themselves are
largely utilised for a small number of low density homes, education provisions
or undevelopable due to the presence of ancient woodlands.
Should such development proposals not materialise within Warwick District
however these sites will be considered for a formal return to the Green Belt
due to the issues raised above.
Policy GB2: Safeguarded Land in the Green Belt
1. The areas of Safeguarded Land proposed partly or wholly comprise the
following sites and are shown on the Policies Map.
a) Land south of Westwood Heath Road;
b) Land south of Bishop Ullathorne School;
c) Playing Field south of Finham Park School; and
d) Land west of Finham Primary School.
Any development of these sites will be subject to consideration through a
full or partial review of this Local Plan having explicit regard to
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development proposals in Warwick District.

Para 85 of the NPPF expressly mentions the opportunity to safeguard land
within the Green Belt as part of a Local Plan. It is not however allocated for
development at the present time and is instead identified for consideration
through future Plan reviews. As such, planning permission for the permanent
development of safeguarded land will only be granted following a Local Plan
review which proposes the development. In this context, should cross
boundary development proposals within Warwick District include the wider
development of any of these areas as part of a comprehensive development
proposal then the Council will consider the significance of this in relation to the
sites and the wider proposals. The Council will then determine if a need exists
to undertake a targeted review of its Local Plan in this regard. This would be
in accordance with Policy DS1 of this Plan. Such an event would also trigger
the review of the Council’s Local Development Scheme with a view to
supporting the delivery of cross boundary evidence or development plan
documents (as appropriate) in accordance with Policy DS2.
Of particular relevance is the existing use and purpose of these sites. In this
context the future review of these safeguarded areas is unlikely to trigger the
comprehensive development or redevelopment of these areas. Instead it will
respond to changes in Green Belt policy and seek to remove any cases of
Green Belt islands having been created by adjoining development in Warwick
District. This especially relates to the education facilities at Bishop UIlathorne
and Finham Park (primary and secondary). In such cases development
proposals must ensure that the city’s education requirements continue to be
met and where appropriate support sustainable accessibility to school places
for residents of new homes.
The Council considers this approach will support sustainable development,
support on-going commitment to discharging the DtC in this respect and the
long term protection and management of the Green Belt to the south of the
city.
Green Environment
Introduction
A sustainable growth strategy relies on protecting and improving the quality of
the environment. Future development must be located to maximise the
efficient use of land, well integrated with existing development, and well
related to public transport and other existing and planned green infrastructure,
so promoting sustainable development.
The term green infrastructure refers to a strategic network of green and blue
spaces, such as woodlands, parks, amenity landscaping, ponds, canals and
rivers, and the links between them. In the Coventry context, enhancing and
increasing green infrastructure is particularly important. The 2011 SubRegional Green Infrastructure Study produced a set of Green Infrastructure
Standards for sustainable development.
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High quality and well-connected green infrastructure has the potential to make
Coventry a much more attractive and prosperous city, and a healthier place to
live, work and enjoy, with multiple benefits for the economy, the environment
and people. Local networks of high quality and well managed open spaces
help to create urban environments that are attractive, clean and safe, and can
play a major part in improving people’s sense of wellbeing. In order to
underpin the overall quality of life in all areas and support wider social and
economic objectives, the development and maintenance, to a high standard,
of a well-connected and multi‑functional green infrastructure network, is
essential. Part of the challenge will be to identify and secure funding to ensure
that the investment and improvements made to the city’s green infrastructure
have a lasting impact and generate optimum value for public and private
money. High quality green infrastructure is crucial in encouraging people to
continue to live in the city and to attract others to want to move to, visit and
invest in the city.
Green infrastructure will also have an important role to play in helping the city
adapt to climate change. This will include moderating urban temperatures,
storing excess rainfall, increasing surface porosity to ease drainage, providing
shade via tree canopies, and providing green oases in urban areas.
Essentially, the city’s green infrastructure is a visual expression of how we
see ourselves as a society and the environment in which we choose to live.
Policy GE1 Green Infrastructure
1. The Council will protect green infrastructure based on an analysis of
existing assets, informed by the Green Infrastructure Study and Green
Space Strategy by incorporating the Council’s Green Space Standards,
and characterisation assessments.
2. New development proposals should make provision for green infrastructure
to ensure that such development is integrated into the landscape and
contributes to improvements in connectivity and public access, biodiversity,
landscape conservation, design, archaeology and recreation.
3. Coventry's existing and planned network of green infrastructure should be
used as a way of adapting to climate change through the management and
enhancement of existing habitats. This must be demonstrated through the
creation of new habitats wherever possible to assist with species
movement, to provide a source of locally grown food through allotments
and community gardens, to provide sustainable and active travel routes for
people, to provide shade and counteract the urban heat island effect, and
to assist in improving public health and wellbeing.
4. New development will be expected to maintain the quantity, quality and
functionality of existing green infrastructure. Where quantity is not retained,
enhancement to quality is expected. Where the opportunity arises, and in
line with the city's most up-to-date Green Space Strategy, the Council will
also expect new developments to enhance green infrastructure, and create
and improve linkages between individual areas. Any development which is
likely to adversely affect the integrity of a green corridor will be required to
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be expressly justified and where appropriate, mitigation measures put in
place.
5. A key element of Coventry's approach to green infrastructure will be the
continued development of a network of green spaces, water bodies, paths
and cycle ways, with priority given to those parts of the city where there is
an identified deficiency of green space. Where a development proposal lies
adjacent to a river corridor or tributary, a natural sinuous river channel
should be retained or, where possible, re-instated. Culverts should be
removed unless it can be demonstrated that it is impractical to do so.
6. Development must respect the importance of conservation, improvement
and management of green infrastructure in order to complement and
balance the built environment. A strategic network of green infrastructure
already exists in the city, connecting natural heritage, green space,
biodiversity, historic landscapes or other environmental assets, together
with links to adjacent districts in Warwickshire and Solihull. This strategic
network will be safeguarded and enhanced by:
a) Not permitting development that compromises its integrity and that of
the overall green infrastructure framework (including the
Coventry/Oxford Canal);
b) Using developer contributions to facilitate improvements to its quality,
connectivity, multi-functionality and robustness;
c) Investing in enhancement and restoration where opportunities exist,
and the creation of new resources where possible, such as linking
green infrastructure to other forms of infrastructure;
d) Improving its functionality, quality, connectivity and accessibility;
e) Ensuring that a key aim of green infrastructure is the maintenance and
improvement and expansion of biodiversity;
f) Integrating proposals to improve green infrastructure in the delivery of
new developments, particularly through area based regeneration
initiatives and major proposals and schemes; and
g) Flood risk management and improving surface water quality.
The long term vision for green infrastructure in Coventry, outlined in the Green
Infrastructure Study, is the provision of a city wide network of high quality, well
managed and well connected, multi-functional green space, delivering a wide
range of benefits to those living, working and visiting the city, and improving
the attractiveness of the city as a whole. The suite of green infrastructure
assets can be classified under 3 overarching categories of ‘formal’, ‘informal’
and ‘functional’, as follows:
 Formal:
o urban parks
o country and regional parks
o formal and private gardens
o institutional grounds (for example schools and hospitals)
o outdoor sports facilities
o civic squares and spaces
 Informal:
o recreation spaces and playing fields
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o
o
o
o
o

play areas
village greens
urban commons
incidental green space
natural and semi-natural spaces including woodlands, hedgerows,
scrub, meadows, wetlands, open and running water, and bare rock
habitats
o rivers and canals including their banks
o road and rail corridors and verges
o cycling routes and rights of way
o national and local nature reserves and locally designated sites for
nature conservation
o historic landscapes, archaeological and historic sites
 Functional:
o allotments
o community gardens
o city farms
o orchards
o roof gardens
o urban edge farmland
o cemeteries and churchyards
o sustainable urban drainage schemes and flood storage areas.
Green infrastructure is considered equal to all other forms of infrastructure
and will be viewed as a critical element in the determination of planning
applications. All outline and detailed planning applications will need to
demonstrate consideration of the site’s potential impact on the existing green
infrastructure network. The design of developments will need to respect their
relationship to the city’s green infrastructure network and opportunities sought
wherever possible to improve the network, including the installation of
features such as urban trees and green roofs. Where open space is created
within developments, it will be of a high and lasting design quality which seeks
to minimise on-going maintenance pressures. Its efficiency will be maximised
through the designing in of multiple functions, including biodiversity,
sustainable drainage, natural shading, informal recreation, adventure play, art
appreciation and organised sports. The layout of this open space will also
support the existing green infrastructure network.
The green infrastructure network will be accessible, useable and useful for
both people and wildlife. It will be a key contributor to Coventry’s aim to be a
more sustainable city and its actions against climate change, and help the city
to project a positive and attractive image. During this plan period, the Council,
in partnership with the local community, will help to plan, deliver and manage
Green Infrastructure to maintain and develop a high quality environment,
which makes Coventry attractive, vibrant, prosperous and sustainable.
Priorities for investment will be in those areas where net gains in the range of
functions can be most effective and in particular, where it improves public
accessibility and local deficiencies in multi‑functional green space provision,
quality, biodiversity and connectivity.
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Green infrastructure should be considered in the same manner as any other
form of infrastructure servicing new development, and should be an essential
component of all fully serviced development plots. New green infrastructure
associated with development should connect into site level networks which
should in turn connect into the city-wide network. All developments should
include, wherever possible, green infrastructure elements, including SuDs,
urban trees and green roofs, which deliver multiple sustainable benefits to the
urban environment through their natural processes.
Formal Green Space
Urban Parks
The city has identified a hierarchy of provision for its parks and open spaces.
Within that hierarchy the sites defined as parks and open space (Premier
Park, Area Park, Neighbourhood Park, Country Park, Principal Open Space,
Incidental Open Space and Ornamental Areas) are important elements of the
city’s green space and are shown on the Policies Map. They provide a sense
of place for the local community and provide landscape quality to particular
densely populated urban areas of the city.
Outdoor Sports Facilities
Outdoor sports provision considers grass pitches across the city, both public
and private on dedicated sites or in other open spaces such as parks. It also
considers other sports provision such as bowls, tennis and athletics that may
also be on specific sites or in other spaces. There is a good distribution of
sports pitches across the city and the level of community use needs to be
monitored to enable on-going supply and demand calculations to be
established in accordance with the Council’s Playing Pitch Strategy. The way
in which sports pitches are provided and maintained is changing, especially
those in public ownership. In this context, opportunities to create ‘hub sites’
will be supported where a grouping of pitches can be provided in a single
location to meet the needs of a range of sports and teams.
Informal Green Space
Natural and Semi Natural Spaces
It is widely understood that sites of natural or semi‑natural green space that
are accessible, enhance the quality of life for people. The wildlife and
biodiversity benefits that these sites also contribute are often neglected.
Biodiversity is important to the quality of the air that people breathe, to the
richness in variety of species in an area and as an indicator of the health and
quality of a local environment. These areas not only have benefits in terms of
biodiversity, they can also be valuable to local economies and as a tourism
asset. It is important to recognise that the public rights of way network may
serve to provide people in the area with access to the wider countryside.
Play Areas
For the purposes of developing the Green Space Strategy, provision for
children and young people has concentrated on the fixed play provision within
the city and consists of equipped play areas and other specialist provision,
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such as multi‑use games areas and wheeled play provision or skate parks.
However children play in a wide variety of other places as well.
Coventry also has a Play Pitch Strategy to improve play opportunities for
children and young people entitled 'Something to do' developed by a range of
Council services in partnership with the voluntary sector. The Play Pitch
Strategy will be used to help the Council and its partners:
 Develop better and more local and inclusive play spaces and
opportunities;
 Create a more child‑friendly public realm;
 Ensure that neighbourhood play areas that are safely accessible by
young children are provided in all new residential developments;
 Improve understanding of the importance of children's play across the
range of policy areas that have an impact on children's lives; and
 Embed play within key strategic plans and initiatives.
This Strategy will be regularly monitored to reflect any changes in policy,
funding, legislation, other strategies or plans. Local consultation with
communities will also be fed back into the Strategy. It will also be used to help
inform planning decisions about play, including developer contributions, with
particular reference to natural and informal play opportunities for children and
young people. As such it supports the development of the IDP. The Council
will seek to protect open space of value to the community and provide
accessibility to a sufficient quantity and quality, including the provision of
parks and open spaces, natural green space, provision for children and young
people, outdoor sports and allotments. In order to achieve this, the Council
will seek to enhance and improve areas of existing open space, and to
provide new types of open space where there is a deficiency in quantity,
quality or accessibility. In seeking to improve play opportunities for children
and young people, the strategy will be supported, with particular reference to
promoting natural and informal play opportunities.
Functional Green Space
Allotments and Community Gardens
Allotments provide a key type of provision within the overall portfolio of open
space and recreation facilities, whilst also making a valuable contribution to
improving the health and wellbeing of local people. As such, the value of
allotments is significant, providing facilities for physical activity in addition to
the promotion of healthy eating and educational value. The provision of
allotments is a statutory function for local authorities under a number of acts
including the 1950 Allotment Act. There is some indication that waiting lists
are increasing and that allotments are becoming more popular. Over recent
years there has been a growing interest in the development and
establishment of community gardens which are similar to the more traditional
allotment provision but offer an alternative that is less formal and potentially
easier to integrate within urban environments.
Churchyards and Cemeteries
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Cemeteries and closed churchyards can provide a valuable contribution to the
portfolio of open space provision within an area. For many, they can provide a
place for quiet contemplation in addition to their primary purpose as a final
resting place. They often have wildlife conservation and biodiversity value
also.

Policy GE2: Green Space
1. Development involving the loss of green space that is of value for amenity,
recreational, outdoor sports and/or community use will not be permitted
unless specifically identified as part of a strategic land use allocation, or it
can be demonstrated that:
a) An assessment showing there is no longer a demand, or prospect of
demand, for the recreational use of the site or any other green space
use; or
b) A deficiency would not be created through its loss, measured against
the most up-to-date Coventry Green Space standards; or
c) The loss resulting from any proposed development would be
replaced by equivalent or better provision in terms of quantity and
quality in a suitable location of the city.
2. To support the proposed allocations at H2:19 and JE2:4 the following sites
are allocated for the provision of new replacement sports pitches:
a) Land at Charter Avenue (former Alderman Harris School site).
b) Land east of Coundon Wedge Road.

In order to address health inequalities and to promote healthier lifestyles,
people need to have good access to a range of parks, open spaces, indoor
and outdoor sports and recreational facilities. These spaces also add to the
quality of the environment. This includes formal sports provision such as
playing fields and play areas, as well as more informal areas of open space
suitable for general relaxation, children’s play, walking and cycling.
An extensive audit and needs assessment of recreational open spaces and
outdoor sports facilities in the city was undertaken in consultation with the
local community during 2007 (PPG17 Audit), which will be monitored and kept
up‑to‑date during the plan period. This audit has informed the review and
replacement of the Coventry Green Space Strategy and examines the
quantity, quality and accessibility of green space provision within the city.
The Council has adopted a Green Space Strategy, which sets out minimum
local standards for green space provision. It sets out the provision standards
for the various categories of open space looking at quantity, quality and
accessibility. There is also a set of quality standards for each of the provision
standard categories. The same Green Space can sometimes contribute to
more than one category in the standards. The standards reflect the
information received from the various need surveys and audit information and
any new development will be required to meet these minimum standards.
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The sites allocated for replacement sports pitch provision are situated within a
new area of Local Green Space and the Green Belt respectively. The NPPF is
clear that the provision of sports pitches will be appropriate within both
designated areas so long as it does not impact on the purposes of the
designation. In both cases the creation of new sports pitches is not expected
to impact upon the purposes of Green Belt or Local Green Space and will
support the sustainable provision of high quality sports and recreation facilities
within the respective areas.
Policy GE3: Biodiversity, Geological, Landscape and Archaeological
Conservation
1. Sites of Special Scientific Interest (SSSIs), Local Nature Reserves (LNRs),
Ancient Woodlands, Local Wildlife and Geological Sites will be protected
and enhanced. Proposals for development on other sites, having
biodiversity or geological conservation value, will be permitted provided that
they protect, enhance and/or restore habitat biodiversity. Development
proposals will be expected to ensure that they:
a) lead to a net gain of biodiversity, where appropriate, by means of an
approved ecological assessment of existing site features and
development impacts;
b) protect or enhance biodiversity assets and secure their long term
management and maintenance;
c) avoid negative impacts on existing biodiversity; and
d) preserve species which are legally protected, in decline, are rare
within Coventry or which are covered by national, regional or local
Biodiversity Action Plans.
2. Where this is not possible, adequate mitigation measures must be
identified. If mitigation measures are not possible on site, then
compensatory measures involving biodiversity offsetting will be considered,
but only in exceptional circumstances.
3. Biodiversity will be encouraged particularly in areas of deficiency, in areas
of development and sustainable urban extensions, and along wildlife
corridors. Opportunities will be sought to restore or recreate habitats, or
enhance the linkages between them, as part of the strategic framework for
green infrastructure. Protected Species, and species and habitats identified
in the Local Biodiversity Action Plan (LBAP), will be protected and
conserved through a buffer or movement to alternative habitat. Identified
important landscape features, including Historic Environment assets, trees
protected by preservation orders, individual and groups of ancient trees,
ancient and newly-planted woodlands, ancient hedgerows and heritage
assets of value to the locality, will be protected against loss or damage. In
the case of archaeological remains, all practical measures must be taken
for their assessment and recording in accordance with Policy HE2.

Planning legislation places a biodiversity duty of care on all local and public
authorities, emphasising that development plan policies and planning
decisions should be based upon up‑to‑date information about the
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environmental characteristics of their area. These characteristics include the
relevant biodiversity and geological resources of the area. In reviewing
environmental characteristics, the Council will continue to assess the potential
to sustain and enhance these resources.
Connectivity between sites and buildings, and resilient and robust
ecosystems, which are adaptable to change, are essential to ensure retention
of existing levels of biodiversity and to enable these to be enhanced wherever
possible. As part of new development this could be achieved through well
designed gardens, green roofs or landscape features. Resilient and
functioning ecosystems support a range of human population needs, including
flood management, control of atmospheric pollution, and access to green
space.
In order to restore good levels of biodiversity across the Warwickshire,
Coventry and Solihull sub‑region, it is important to have urban areas that are
permeable for wildlife, with havens for wildlife through the city and connected
corridors linking sites. Green infrastructure planning and implementation can
contribute strongly to fulfilling this. Biodiversity will be promoted as a core
component of sustainable development and landscapes for living,
underpinning social, health, environmental and economic benefits, together
with community well‑being and local quality of life.
All development proposals will be expected to avoid negative impacts on
existing biodiversity. Where this is not possible, mitigation measures should
be identified, if these are not possible on site, then these should be offset
elsewhere as a compensatory measure, but only in exceptional
circumstances. Such circumstances may include the comprehensive delivery
of a planned strategic allocation in accordance with a Council approved
Masterplan. In all such cases though, compensatory provisions should be
made as close to the original site as possible. In this instance development
proposals should be guided by the Council's approach to biodiversity
offsetting as set out in the Green Infrastructure Strategy, or any subsequent
update to this document and national policy. In all instances, the long term
management and maintenance of ecological features must be demonstrated.
In order to assist in ecological assessments the Warwickshire Biological
Records Centre should be consulted.
Policy GE4: Tree Protection
1. Development proposals will be positively considered provided:
a) there is no unacceptable loss of, or damage to, existing trees or
woodlands during or as a result of development, any loss should be
supported by a tree survey;
b) trees not to be retained as a result of the development are replaced
with new trees as part of a well-designed landscape scheme; and
c) existing trees worthy of retention are sympathetically incorporated
into the overall design of the scheme including all necessary
measures taken to ensure their continued protection and survival
during construction.
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2. Development proposals that seek to remove trees that are subject to
‘Protection’, without justification, will not be permitted.
Trees make a valuable contribution to the city’s green landscape. New
developments should seek to retain existing trees and other landscape
features, incorporating them into a high quality design and landscape
proposals where possible. Should loss be unavoidable, compensatory
provision of new trees should be proposed as part of a well-designed
landscape scheme or within other areas of green space within the local
community. This will ideally be within 400m of the site to reflect the distance
recommended within the Green Space Strategy. All replacement trees should
also be of an appropriate type and status to reflect those which have been
lost.
Trees that are already subject to protection either as part of an Ancient
Woodland (as shown in Appendix 3) or through a Tree Preservation Order
should be retained for the value they add to the visual amenity of the area, as
such development proposals should retain protected trees.
In exceptional circumstances where the benefits of development are
considered to outweigh the benefit of preserving protected trees, development
will be permitted subject to adequate compensatory provision being made.
This could take the form of replacement trees or a financial contribution
equivalent to the value of the removed tree(s). This will be calculated using an
appropriate assessment calculation agreed with the Council such as CAVAT.
Further details will be provided in a Tree Protection Supplementary Planning
Document.
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8. Design
Relevant Evidence Base
 Coventry Urban Design Guidance (2004)
 Coventry Green Space Strategy (2008)
 Coventry Green Infrastructure Study (2008)
 Coventry Historic Environment Record (HER)
 Coventry Spires View Management Framework – Technical Guidance
(2015)
Introduction
The city’s built and natural environments reflect the public realm or public face
of Coventry. They are integral in creating a positive image and help create a
sense of place, shaping cultural identities and helping to instil civic pride.
They play an important part in improving the health and wellbeing of the
population and can help mitigate the impacts of climate change. Furthermore
they can play an important role in helping to attract investment, visitors and
encourage tourism.
The public realm is essentially the network of routes and spaces that connect
the city together. They are like the arteries of the city and the better they
operate the better the city functions. These routes and spaces are usually but
not always fronted or bounded by development and they contribute to the city
in different ways. Whatever the type of route they all need to be designed to
ensure they are attractive and pleasant to use. Through-city and city-wide
routes are very important at conveying the image of the city to those merely
passing through and creating good first impressions of the city to vehicleborne visitors alike. Whilst local and neighbourhood routes are fundamental in
ensuring that the city is a pleasant and attractive place to live and work.
In all cases well designed and maintained streets and public spaces can help
encourage walking and cycling, and can reduce anti-social behaviour and
crime including the perception and fear of crime. Furthermore creating routes
and spaces that are green, through the use of trees, living walls, green roofs
and, other types of green infrastructure, will not only enhance the quality and
attractiveness of the city but will also contribute to ecological diversity.
High Quality Design
The Council wants to significantly raise the standard of design in the built and
green environments as good design assists in the creation of sustainable and
inclusive communities and can improve the quality of people’s lives.
Furthermore good design can help to reduce some of the environmental
inequalities between the more deprived neighbourhoods and the rest of the
city.
This Local Plan will ensure that development follows an effective design
process, which assesses the physical, social and economic context, evaluates
options and involves affected groups of people.
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Policy DE1 Ensuring High Quality Design
1. All development proposals must respect and enhance their surroundings
and positively contribute towards the local identity and character of an area.
2. The setting, integrity and character of heritage assets will be protected in
accordance with Policy HE2.
3. All development will be expected to meet the following key principles:
a) respond to the physical context of the site;
b) consider the local distinctiveness and identity of the site but also have
regard to opportunities to enhance the local built and natural
environment through new development and enhanced design;
c) where appropriate, retain and incorporate into the layout the
protection of important views, including key views of the three spires;
d) preserve or enhance the character and setting of the historic built,
landscape and where appropriate archaeological environment;
e) preserve or enhance the character and setting of major road, rail and
canal corridors;
f) clearly define the boundaries between public and private spaces and
enclosure of space;
g) provide attractive, safe, uncluttered, active and easily identifiable, high
quality public spaces;
h) make places that inter‑connect and are easy to move through;
i) ensure places are easily understood by users, with clear routes and
distinct physical features;
j) seek high quality design and attention to detail in the layout of
developments, individual buildings and infrastructure in terms of
function and impact, not just for the short term, but over the lifetime of
the development;
k) be adaptable to changing social, technological, economic and market
conditions and ensure that developments maximise the use of the
site;
l) promote diversity through mixes of uses within a site or building, which
work together to create vital and viable places;
m) be proactive in responding to climate change and adopt sustainable
and low carbon construction principles in terms of their design, layout
and density;
n) consider green infrastructure at the earliest stage in the design
process, to ensure that it is well planned, designed, managed and
maintained. It should also be well integrated and serve multiple
purposes (as appropriate);
o) Support the integration of through routes for public transport and
incorporate suitable bus priority measures as appropriate;
p) minimise adverse impact on important natural resources;
q) conserve, restore or enhance biodiversity; and
r) respect and enhance landscape quality including trees, hedges and
other landscape features of value.
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Opportunities to reflect existing materials and characteristics as part of new
developments should be the starting point of any design proposals. Where
there is no established character or the character is poor quality there will be
a clear and justifiable need to bring about improvements and enhancement to
the existing built and natural environment. As such, proposals which
demonstrate high quality design; reflect the requirements of policy DE1 and
would reflect a significant enhancement of the built environment may be
considered acceptable even where they divert from current characteristics.
Wherever possible, development proposals should look to incorporate existing
landscape features – landform, trees, hedges, water bodies etc. These
should be used to inform and guide how a development is designed and they
should be incorporated in a way that ensures they will contribute positively to
the development and surrounding area.
Like the routes and spaces, the buildings that front them must positively
contribute to the built environment. They need to be designed to enhance
their immediate location and the city as a whole. They should be energy
efficient and incorporate sustainable technologies to help combat climate
change. They should also be designed to be safe and easy to use by all
members of the community, including people with restricted mobility.
Design proposals relating to landscaping, public realm and green spaces
should also be prepared in accordance with the Green Environment and
Environmental Management policies of this plan. Any sites brought forward
within or immediately adjacent to a Conservation Area or which has an impact
on the setting of a listed building should also be considered in accordance
with the heritage policies of this plan.
To support the importance of promoting high quality design across Coventry
and within specific development proposals, Supplementary Planning
Documents will be prepared. These will include specific guidance relating to:
 The city centre;
 The 2 Sustainable Urban Extensions at Keresley and Eastern Green;
and
 City wide design guidance.

.
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9. Heritage
Relevant Evidence base
 The Coventry Historic Environment Record (HER)
 The National Heritage List for England
 The Coventry Local List of Buildings of Historic and Architectural
Interest
 Coventry Heritage at Risk Register
 The Gould Report on the 20th Century City Centre (2009)
 The Coventry Historic Landscape Characterisation (2013)
 Spon End and Nauls Mill Area of Local Distinctiveness (2003)
 Conservation Area Appraisals and Management Plans
 The Arden Design Guidance (1995)
 Design Guidance on Shop fronts for Conservation Areas and Historic
Buildings (2014)
Introduction
Coventry has a rich and diverse historic environment which is evident in the
survival of individual historic assets and in the local character and
distinctiveness of the broader landscape. Prehistoric flint tools which have
been collected from fields around the city demonstrate that there has been
human activity in the Coventry area since at least the Mesolithic period, some
10,000 years ago. The landscapes and buildings that can be seen today
predominantly date from the medieval period onwards when Coventry grew
from a small Saxon settlement to become one of the principal cities of
medieval England. The wealth of the medieval city peaked in the 15 th century
and was followed by a slow economic decline that saw Coventry stagnate
until a second period of dramatic expansion occurred in the late 19 th century
with the emergence of industries such as ribbon weaving and watch making.
Twentieth century Coventry became a major centre for manufacturing and the
city grew rapidly with factories and housing expanding over the previously
rural landscape absorbing many of the surrounding villages and farms. The
concentration of industry in Coventry resulted in it suffering from extensive
bombing during World War II, causing significant damage to the fabric of the
city. However the wartime destruction was followed by an era of extensive
reconstruction with innovative architecture and design in the 1950s and 60s.
Conservation Areas
Section 69 of the Planning (Listed Buildings and Conservation Areas) Act
1990 imposes a duty on local planning authorities to designate as
Conservation Areas any ‘areas of special architectural or historic interest the
character and appearance of which it is desirable to conserve or enhance’.
The Act also requires local planning authorities to review their Conservation
Areas from time to time and designate extra areas where appropriate.
The Council will investigate the potential for designating new Conservation
Areas in the Victorian and Edwardian suburb of Earlsdon and rural Arden
settlement of Brownshill Green.
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Earlsdon was originally laid out as a ‘garden village’ in 1852 by the
Coventry Freehold Land Society with 251 plots arranged around eight
streets. Development progressed slowly and it was many years before all
of the plots were filled and many of the area’s buildings date from the late
Victorian / Edwardian period. The areas are already known to be green
and leafy with a strong Edwardian character with several interesting
buildings, some of which have already been locally listed for their
architectural and historic interest.



The settlement at Brownshill Green dates back to the medieval period and
is referred to in 1411 as Le Brounsehul Felde. The settlement would have
been clustered around a rectangular village green, a piece of common
land that was crossed by Wall Hill Road and Hawkes Mill Lane. The pub
and the properties along Hawks Mill Lane are 19th century encroachments
on to the green, while the earlier houses are set well back from the roads
indicating where the edge of the green once was. The area contains
numerous listed and locally listed buildings.

The Council will also review the boundaries of the following existing
Conservation Areas.
 Allesley;
 Kenilworth Road;
 Stoke Green;
 Greyfriars Green;
 Ivy Farm Lane High Street; and
 Spon End.
Appraisals and management plans will be produced for all of the city’s
Conservation Areas to guide their preservation and enhancement.
Policy HE1 Conservation Areas
1. The areas listed below have been designated as Conservation Areas under
Section 69 of the Planning (Listed Buildings and Conservation Areas) Act
1990 and are detailed on the Policies Map:
a) Allesley
b) Chapelfields
c) Coventry Canal
d) Far Gosford Street
e) Greyfriars Green
f) Hawkesbury Junction
g) High Street
h) Hill Top
i) Ivy Farm Lane
j) Kenilworth Road
k) Lady Herbert’s Garden and The Burges
l) London Road
m) Naul’s Mill
n) Spon End
o) Spon Street
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p) Stoke Green
2. The following areas are proposed for designation as Conservation Areas:
a) Earlsdon
b) Brownshill Green
The exact boundaries will be determined by the production of Conservation
Area Appraisals and Management Plans following public consultation.
3. Conservation Area Appraisals and Management Plans will be produced for
all of the Conservation Areas to guide their preservation and enhancement.
All development proposals within Conservation Areas will be determined in
accordance with this Plan and the appropriate Appraisal and Management
Plan.

Conservation and Heritage Assets
Coventry has over 400 Listed Buildings ranging from the medieval St Mary’s
Guild Hall to the 1962 railway station that have been selected by the
Government as being of national importance. In addition over 280 buildings
have been selected by the Council for Local Listing due to their importance to
Coventry. The city also has 16 Conservation Areas (plus a further two
proposed through this plan), 20 Scheduled Monuments, 4 Registered Parks
and Gardens and thousands of other archaeological sites, historic structures
and features recorded on the Coventry Historic Environment Record.
Policy HE2: Conservation and Heritage Assets
1. In order to help sustain the historic character, sense of place,
environmental quality and local distinctiveness of Coventry, development
proposals will be supported where they conserve and, where appropriate,
enhance those aspects of the historic environment which are recognised as
being of special historic, archaeological, architectural, artistic, landscape or
townscape significance. These Heritage Assets include:
a) Listed Buildings and Locally Listed buildings;
b) Conservation Areas;
c) Scheduled Ancient Monuments and Archaeological sites;
d) Registered Parks and Gardens; and
e) Other places, spaces, structures and features which may not be
formally designated but are recognised as significant elements of
Coventry’s heritage and are positively identified on the Coventry
Historic Environment Record.
2. Proposals likely to affect the significance of a heritage asset or its setting
should demonstrate an understanding of such significance using currently
available evidence.
3. Development proposals involving heritage assets in general and listed
buildings in particular, should acknowledge the significance of the existing
building and the area by means of their siting, massing, form, scale,
materials and detail.
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4. The sympathetic and creative re-use of heritage assets will be encouraged,
especially for heritage that is considered to be at risk, so long as it is not
damaging to the significance of the heritage asset. The embodied energy
present in historic buildings contributes to sustainability.
5. The Council will use its statutory powers to secure the preservation of
buildings and other heritage assets that are deemed to be at risk by the
national and local heritage at risk registers.
6. Demolition or destruction of heritage assets will be resisted; proposals to
demolish a heritage asset will therefore need substantial justification. The
greater the damage to the significance of the asset, the greater the
justification required and the public benefit needed to outweigh such
damage.
7. All proposals should aim to sustain and reinforce the special character and
conserve the following distinctive historic elements of Coventry:
a) The surviving buildings, defences and street plan of the medieval
city centre and its suburbs;
b) The surviving pre-industrial settlements and landscape features
which have been subsumed by the expansion of the city such as
Walsgrave, Canley, Binley, Brownshill Green, Coundon Green,
Little Heath (Spring Road), Stivichall Croft and Lower Eastern
Green (at Dial House Lane);
c) The wider Arden rural environment on the fringe of the city
comprising field-systems, ancient woodlands and commons which
developed over centuries; interspersed with a mix of settlements,
farmsteads and smallholdings;
d) Buildings associated with the city’s industrial heritage; ribbon
weaving, watch making, cycle making, motor car manufacturing,
brick making, coal mining, synthetic textiles, munitions, aeronautical
engineering, canals and railways;
e) The Victorian and Edwardian suburbs such as Earlsdon and Stoke;
f) Designed landscapes, including historic parks and gardens (both
registered and locally listed), historic cemeteries, churchyards and
public parks;
g) The significant elements of Coventry’s ground-breaking post-war
reconstruction including its plan, built form, public art works and
public spaces; and
h) Archaeological remains of all periods from the earliest Prehistoric
human habitation to the modern industrial period.
8. Where material change to a heritage asset has been agreed, recording and
interpretation should be undertaken to document and understand the
asset’s archaeological, architectural or historic significance. The scope of
the recording should be proportionate to the asset’s significance and the
impact of the development on the asset. The information and
understanding gained should be made publicly available, as a minimum
through the Coventry Historic Environment Record.
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Where it is considered necessary, the Council will propose buildings for
Listing by national government and will also continue to enhance and maintain
an up-to-date Coventry Local List of buildings of historic and architectural
interest.
Where heritage assets are present on sites allocated for housing in Policy H2,
the Council will seek to secure their retention and conservation through legal
agreements.
In addition to the national Historic England Heritage at Risk Register the
Council will maintain the Coventry Heritage at Risk Register and work with
property owners and developers to reduce the number of heritage assets in
Coventry that are deemed to be at risk. The Council will use its statutory
powers where necessary to secure the preservation of listed buildings with
Urgent Works and Repairs Notices. To reflect their historic importance, scale
and strategic proximity to the city centre, the sites of Charterhouse and the
London Road cemetery are to be designated as a Heritage Park. This is
considered further in Policy HE3.
The Council will continue to maintain an up-to-date and accessible Historic
Environment Record as the principal evidence base on the city’s Historic
Environment. Historic Landscape Characterisation and the Arden Design
Guidance will be used to inform decisions on historic character and local
distinctiveness.
Heritage Park - Charterhouse
Through the Local Plan and partnership working with Historic England and the
Historic Coventry Charitable Trust, the Council are promoting through this
Local Plan the creation of a City Heritage Park in the Sherbourne Valley and
the grounds of the Charterhouse and London Road Cemetery. The
designation reflects the historic significance of the two sites as well as their
scale and strategic proximity to the city centre. There is also wider
connectivity opportunities associated with the River Sherbourne. Proposals to
establish the park will be supported along with measures to improve linkages
to the area, and improve accessibility between the city centre and the
Charterhouse grounds. These should include a riverside walkway along the
exposed section of the River Sherbourne, connecting Far Gosford Street with
Charterhouse along the west side of the river crossing Gulson Road and
Humber Avenue. A footpath and cycle route along the former Coventry loop
line railway and a new pedestrian crossing on the London Road. These
enhancements in connectivity and green infrastructure could facilitate
comprehensive regeneration opportunities of brownfield land along the River
Sherbourne, most notably between Gulson Road and Gosford Street and in
Harper Road that will complement this part of the city. The Proposed City
Heritage Park and its key routes and linkages are identified on the inset map
at Appendix 4. The wider area will be supported by a Masterplan.
In addition, opportunities should be taken to improve the setting of the
Charterhouse, the naturalisation of the river valley and the views through to
the viaduct. Prime examples include land around Blue Coat School, where:
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the existing car park is to be removed from the area of the
Charterhouse Scheduled Ancient Monument; and
The all-weather sports and playground facilities are to be relocated
away from the riverside in an appropriate and sustainable way.

These 2 areas should then be proactively re-naturalised or appropriately
landscaped, adding to the Heritage Park where appropriate and supporting an
extension to the current Local Green Space designation that is proposed for
the land west of the river. The extension of the Local Green Space
designation should be supported by new defensible boundary lines created as
part of the Master planning process and brought forward in partnership with
the local community, the school and the Charterhouse Trust.
To ensure Bluecoats school continue to offer a high quality education offer to
the city however, these facilities will then be relocated onto former allotment
land to the east of the river, which will be removed from the Green Belt
providing a firm boundary for future school expansion. The proposed Green
Belt amendments around Blue Coat School and Charterhouse are shown on
the Policies Map.
Policy HE3 - Heritage Park – Charterhouse
1. Proposals for a City Heritage Park in the grounds of the Charterhouse and
London Road cemetery will be supported along with measures to improve
linkages to the area along the River Sherbourne (between Charterhouse
and Far Gosford Street), the former Coventry loop railway line and across
the London Road. Proposals that are detrimental to the establishment of
the heritage park and the improvement of linkages will be resisted.
2. Land at Blue Coat School is to be removed from the Green Belt in
accordance with policy GB1 to support the expansion of school facilities
on condition that the existing school car park is removed from the area of
the Charterhouse Scheduled Ancient Monument. In addition, the
expansion of the school should also support the appropriate relocation of
the all-weather sports facilities and playground areas to secure the
enhancement of the riverside area. This should facilitate the renaturalisation of the area in an appropriate way in order to enhance the
setting of the Charterhouse, its precinct and the Heritage Park as a whole.
3. The creation of the Heritage Park and expansion of Blue Coat School
should be guided by a comprehensive Master plan, which reflects the
policies of this Plan (including Appendix 4).
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10. Accessibility
Relevant Evidence Base
 Census travel to work data ONS (2011)
 West Midlands Local Transport Plan 3 (LTP3) (2011-2026)
 West Midlands Strategic Transport Plan (2015)
 West Midlands Household Survey
 West Midlands 1500 point Survey (2015)
 Coventry and Warwickshire Strategic Economic Plan (SEP) (2014)
 Coventry Area Strategic Model (CASM) – WSP (2015 and 2016)
 Coventry and Warwickshire’s Commuting Movements (2015)
 Traffic Master Data (2015)
 Coventry Rail Investment Strategy (2013)
 Coventry Vehicular Cordon Survey (2013)
 Coventry Pedestrian and Cycle Cordon Survey (2015)
 The Coventry Joint Health & Wellbeing Strategy (2012)
 Report to Scrutiny Co-ordination Committee, Air Quality (2014)
 Coventry Air Quality Action Plan and Progress Report (2012-14)
 Report to Cabinet – Age Friendly City Programme (2014)

Introduction
The local transport system will play a critically important role in supporting
major housing and jobs growth in Coventry, and the Council’s ambition to
become a top ten city.
In addition to enabling everyday activities such as accessing work, education,
shops and leisure facilities, transport can also have a significant influence on
peoples’ health and wellbeing and overall quality of life. Transport is also an
enabler of economic activity, providing connections between people and jobs,
access to markets and business supply chains.
Individual transport needs can vary significantly. It is therefore important to
ensure that everyone who lives in, works in or visits the city is able to access
a choice of accessible and high quality transport modes and make well
informed and appropriate decisions about how and when they travel.
Coventry’s existing transport network generally works effectively, however
there are a number of important wider challenges to address:





The dominance of the car in the context of a compact growing city with
a high proportion of short local car trips which discourages physical
activity, thus promoting less healthy lifestyles.
Relatively low levels of cycling, and to a lesser extent walking and
public transport usage for local trips, especially for trips to school and
work.
Low levels of accessibility and a high reliance on access by car to
some edge of city employment and retail sites.
Road congestion on some major road corridors, primarily during peak
periods, which can negatively affect economic growth and air quality.
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The impact of the car in the street environment such as obstructive onstreet parking, road safety and general street clutter.
Working towards achieving current road casualty reduction targets and
making our roads safer for all.
The need for improved strategic connectivity to surrounding areas
which are economically linked to Coventry.

Public Health and Air Quality
Transport, public health and land use planning are intrinsically linked. For
example physical inactivity, which is typically exacerbated by excessive
reliance on the private car, is major contributory factor to the cause of obesity
which is linked to the onset of type 2 diabetes, both of which are rising rapidly
in the resident population. For example, the Coventry Joint Health and
Wellbeing Strategy show that 20% of Coventry’s year 6 children are obese
with a further 14% overweight. A major contributory factor is an increase in
sedentary lifestyles and poor diet. There is evidence of this locally which
shows that a large proportion of very short local trips are made by car, further
amplifying levels of physical inactivity. The health sector is keen to promote a
more proactive approach to healthcare by encouraging the take-up of active
travel modes. Therefore the promotion and uptake of walking and cycling as
an everyday travel mode presents an ideal solution to address these issues.
Coventry is a designated Marmot City, so is seeking ways to address health
inequalities across the city. The Cycle Coventry Programme also helps
support cycle infrastructure improvements and supporting Smarter Choice
modes together with the TfWM’s Strategic Transport Plan where it includes
developing a metropolitan strategic cycle network to ensure seamless travel.
A citywide Air Quality Management Area (AQMA) was declared in Coventry in
20096 due to significantly high levels of air quality emissions. Research
demonstrates that emissions from road transport are the principal source of
elevated concentrations of Nitrogen Dioxide (NO2) which causes poor air
quality. The main transport corridors to the North and North East of Coventry
(linked to M6) are identified as being most likely to exceed the NO2 standard7.
The development and expansion of the city provides an opportunity to
address these issues through investment in the existing transport network,
and by ensuring that new developments cater for the accessibility needs of a
diverse, forward looking low carbon city. This includes opportunities for the
promotion of intelligent mobility and more active and environmentally
sustainable modes of travel such as walking and cycling, public transport and
ultra-low emission vehicles such as electric cars.
There are already a number of positive initiatives taking place including a
successful programme of investment in transport networks across the city.
This includes a successful programme of public realm enhancements in the
city centre, targeted investment to address congestion along a series of busy
road corridors and the delivery of a substantial programme of cycle routes.
6
7

http://www.coventry.gov.uk/downloads/file/13783/air_quality_management_area_aqma_order
http://www.coventry.gov.uk/downloads/download/618/air_quality_in_coventry
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Strategic Connectivity
The need to enhance accessibility within the city is underpinned by a wider
objective to strengthen accessibility across Coventry and Warwickshire and
with neighbouring areas in the East and West Midlands. This approach
recognises the established economic travel to work area and reinforces
opportunities to enhance business connectivity and supply chains.
The Coventry and Warwickshire LEP, through its Strategic Economic Plan
(SEP), acknowledges the important role transport plays in supporting
economic growth proposals and the strong interactions which exist on the
Coventry and Warwickshire north-south corridor, and those with the West
Midlands,
East Midlands, Northamptonshire and Oxfordshire. These
interactions have also been identified by the initial findings of the Midlands
Connect programme which is seeking to improve the strategic connectivity to
support growth objectives.
The approved Strategic Transport Plan for the West Midlands Metropolitan
Area “Movement for Growth” sets out the overarching transport strategy for
the West Midlands Metropolitan area. The plan’s approach of a metropolitan
tier with a metropolitan rail and rapid transit network, key route network and
metropolitan strategic cycle network will help deliver a transport system which
boosts our economy and improves the environment.
Figure 10.1 - Midlands Connect – Strategic Growth Corridors and Hubs

An Accessible Transport Network
In order to create a prosperous and attractive city, local people must have
good access to the jobs and services they need. This can only be achieved if
the transport network offers a wide choice of convenient, affordable and
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reliable transport modes which meet the needs of the varying types of trips
which people need to make.
The principles adopted in this development plan promote the utilisation of
accessible brownfield sites with additional housing being met through the
development of Sustainable Urban Extensions (See Policies H1- H3).
The use of brownfield sites will:
 Make sustainable travel options, such as walking and cycling more
attractive options for local trips;
 Help to focus development towards accessible locations making it
easier for local people to access employment, education and skills,
shops and leisure facilities and reduce the distance people need to
travel; and
 Support higher density development proposals which will help support
the viability of public transport services
It is essential that major housing and employment sites are appropriately
linked to the local and strategic road network. The provision of high quality
transport infrastructure associated with the development of Sustainable Urban
Extensions (SUE’s) will be crucial to their success as an environmentally and
economically sustainable approach to meeting housing need. SUE’s and
other major development sites will need to be seamlessly integrated into wider
transport networks to encourage the uptake of walking, cycling and public
transport.
Transport Infrastructure Hierarchy
A modal hierarchy has been developed to guide the types of infrastructure
required to fulfil the needs of a growing and manageable sustainable transport
network.
 Local trips – Shorter trips within and between local neighbourhoods,
 City trips – citywide and some cross boundary
 Strategic trips – Cross-boundary, regional and national
Local Trips
For shorter local trips to amenities such as to schools and local shops,
walking, cycling and public transport should be developed to the point of being
the most attractive modes of travel. These modes are more feasible for
shorter journeys as well as being more sustainable in terms of reducing local
congestion, improving air quality, reducing carbon emissions and have
significant added health benefits. At present approximately 60% of all trips
within the city are less than 2 miles, a distance which can be easily made by
these modes.
Local walking and cycling networks must be of a sufficiently high quality and
be safe in order to encourage their use by a wide variety of people with
different mobility needs.

131

City Trips
For longer trips within the city, such as access to peripheral employment sites
and the city centre, a mix of walking, cycling, public transport should remain
as the preferred and most viable options, particularly for trips to school and
work. Car use will remain an important part of the transport network,
especially for trips involving the movement of goods or for people with more
limited mobility.
Strategic Trips
For long distance trips to destinations outside of the city, car, rail, rapid transit
and air will be the preferred modes of travel. It will be important that everyone
in the city has a good level of access to major public transport hubs such as
Coventry Station and Pool Meadow Bus Station to boost the attractiveness of
public transport services. Opportunities to enhance access to Birmingham
Airport, the new high speed rail interchange and proposals for UK Central
located in Solihull will also be sought to strengthen national and international
connectivity. The road network will continue to cater for a largest proportion of
strategic freight, business and leisure trips including the M6, A45/M1 and
A46/M40. Opportunities will be sought to meet the rising demand for rail trips
in accordance with the Council’s Rail Investment Strategy.
Equality and Choice
In order to ensure opportunities for travel are equitably available, the needs of
everyone in the community should be considered, including those with
physical and sensory disabilities, people with special needs, the elderly and
young children.
Due to the increasing number of older people in Coventry, the Council is
working in partnership with Coventry University and Age UK Coventry to
help the city become more age-friendly8. Transport has been identified as one
of three priority areas to address. To support the achievement of this
objective, new development proposals should consider the specific needs of
an Age Friendly City. The needs of these groups must be considered and
accommodated where possible within new development proposals and
associated transport infrastructure.
Intelligent Mobility
Coventry is rapidly establishing itself as a test-bed for intelligent mobility.
Established links with the car manufacturing sector and Coventry’s two
universities offers a unique opportunity to develop a high-tech low carbon
transport technology industry which could support increased jobs, and provide
the opportunity to develop a truly sustainable, integrated and accessible
transport network.

8

http://democraticservices.coventry.gov.uk/documents/s18644/Age%20Friendly%20City%20Programm
e.pdf
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Policy AC1: Accessible Transport Network
1. Development proposals which are expected to generate additional trips on
the transport network should:
a) Integrate with existing transport networks including roads, public
transport and walking and cycling routes to promote access by a choice
of transport modes.
b) Consider the transport and accessibility needs of everyone living,
working or visiting the city. Special attention should be paid to the
needs of disabled people, young children, and people with special
needs. Special attention should be paid to the needs of an aging
population to make Coventry an Age Friendly City.
c) Support the delivery of new and improved high quality local transport
networks which are closely integrated into the built form. This includes
networks which support access to strategic growth corridors. The scale
of measures required should be appropriate to the scale and impact of
the proposed development.
d) Actively support the provision and integration of emerging and future
intelligent mobility infrastructure, including electric vehicle charging
points, Car Club schemes and bicycle hire.
2. Further guidance will be contained in the Coventry Connected SPD.

Local Road Network
Coventry is well connected to the national road network having good access
to the A46/M40, M69, M6, M45/M1 and M42. Highways England manage the
strategic road network which surrounds Coventry and is crucial to its national
connectivity needs. This includes the A46 corridor which has been designated
as an Expressway in the Highways England Road Investment Strategy. This
busy corridor is already benefitting from major investment at Tollbar Island to
introduce a grade separated underpass. Further improvements are planned at
Brandon Road and Walsgrave near the B4082 to introduce grade separation
to improve traffic flow. Further enhancements are likely to be necessary within
the plan period, such as the A46/Stoneleigh Road junction located in
Warwickshire, which supports access to several major employment sites
within Coventry including the University of Warwick and Westwood Business
Park. Future capacity enhancements on the strategic highway network which
support Coventry’s economic growth proposals will be supported.
Coventry’s well maintained and managed local highway network is considered
to be an asset for the city which should be protected. The historic evolution of
the city has left a legacy of a concentric web of radial roads enabling direct
linkages between the strategic road network and the Coventry ring road.
Recent improvements to the road network as part of a major Pinch Point
programme has helped to address local congestion hotspots and improve
traffic flows, most notably on the A45 and A4600 corridors.
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The emerging Key Route Network as highlighted in the West Midlands
Strategic Transport Plan will be made up of main metropolitan roads operating at agreed performance standards. This network will serve the main
strategic demand flows of people and freight across the metropolitan area,
and provide connections to the national strategic road network. It will also
serve large local flows which use main roads and provide good access for
businesses reliant on road based transport and will use highway capacity
effectively to cater for movement by rapid transit and core bus routes, the
Metropolitan Cycle Network, Heavy/Light Goods vehicles and private cars to
support growth on key corridors.
Figure 10.2 – Highway Connectivity

A major programme of public realm works in the city centre has helped to
achieve a step change in the quality of the city centre environment and
pedestrian connectivity. On-going works will be promoted in the CCAAP and
will seek to enhance the quality of the adjacent public realm, increase the
efficiency of traffic flows and improve the permeability of routes which cross
the ring road for pedestrians and cyclists. Changes to the ring road may also
support opportunities to facilitate the creation of new development sites.
Where appropriate, new developments should seek to support and
accommodate these proposals.
Impact of Growth on the Road Network
A comprehensive and independently developed strategic transport model has
been carried out by WSP Planning Consultants to assess the impact of
planned development proposals on the highway network over the plan period.
The appraisal is based on the outputs of the highway element of the Coventry
Area Strategic Model (CASM). The model has assessed the impact of the
expected additional trip generation from planned residential and commercial
development on the local highway network.
The model was used to firstly assess the proposed growth on a 2013 road
network plus ‘committed’ schemes (i.e. those which are either completed,
under construction or have committed funding). This was referred to as a ‘Do
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Minimum Scenario’. Following this, a selection of ‘Do Something’ scenarios
were modelled to understand the impact of various additional highway
capacity improvement schemes on the network which are considered
necessary to mitigate the impact of new development up to 2031. The model
was also run to consider the total impacts of the growth planned within this
Local Plan (by location) having specific regard to the impacts of the proposed
SUE’s. Finally, the model has also been used to test the impact of potential
growth in other local authority areas adjacent to the city, primarily in
Warwickshire and Solihull and the impact this could have on the city’s
highways.
The schemes of greatest significance included:
 Keresley: Proposal for a new distributor link road connecting Long
Lane and Winding House Lane, delivered as part of a wider strategic
highway upgrade between the M6 Junction 3 and the A45
 Eastern Green: Proposed new grade separated junction from the A45
to provide primary site access;
 Highway improvements at the A45, A46 and A444 to support improved
access to Whitley Business Park. This will also include a new road
bridge across the A45 to support access to the Whitley South
development site (in Warwick District); and
 Walsgrave: Proposed inclusion of a new blue light access linking the
A46 to the University Hospital as part of a new grade separated
junction to replace the existing Clifford Bridge Road roundabout.
All scenarios have been run on a ‘worst-case’ basis to understand the
potential impacts from additional vehicular traffic. Therefore no adjustments
for demand management, higher than average public transport patronage or
increased walking and cycling have been made to the vehicle trip generation
assumptions. The adoption and promotion of sustainably focused policies to
achieve a real and sustained shift from private car use will be a priority for the
Council; but equally it is important to know that the road network has the
capability and resilience to accommodate the maximum additional demands
placed upon it; within acceptable tolerances.
If all Local Plan development proposals are delivered within the plan period, it
is estimated that the overall number of vehicle trips on Coventry’s road
network might increase by around 42% in the AM peak and 37% in the PM
peak between 2013 and 2031, see table 10.1. Network delays per vehicle
might be expected to increase by similar amounts, but due to the generally
resilient highway network and relative lack of congestion compared to other
major urban areas, modelling suggests that this would result in only a 1.4
minute increase in journey times per trip during the peak time.
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Table 10.1 - Cordoned Coventry Network CASM Highway Demand / Trip
Rate Changes
2031 Local
2031 Local
2013
2013
%
Plan
%
Plan
AM
PM
chang
Growth AM change
Growth PM
Peak
Peak
e
Peak
Peak
Cars
71,633
102,046
77,973
106,361
HGVs
4,511
5,213
2,970
3,392
LGVs
7,040
10,909
5,899
9,032
Total 83,185
118,169
+42%
86,842
118,786
+37%
The further modelling work which takes account of all Local Plan growth
proposals and planned road infrastructure measures reduces delay in the
network to 33% in the AM peak and 28% in the PM peak. This equates to a
reduction of over 20% when compared to only the do minimum scenario.
Although total vehicle kilometres increase, the overall uplift in journey making
is indicative of the improved connectivity across Coventry which will support
increased economic growth and activity.
The most effected routes and junctions are primarily focused in the northwest
of the city close to the periphery of the city centre, and to a lesser extent on
major strategic corridors in the south and east of the city including the A45
and A46 corridors. This correlates with the anticipated increase in trips
associated with the SUE sites in the west and northwest of the city at Eastern
Green and Keresley and with planned employment growth in the south and
east of the city including The University, Whitley and Ansty Park. The greatest
expected impacts on the highway network are primarily focused on the
following routes:
 A4114 - Holyhead Road
 B4106 – Allesley Old Road / Spon End / Butts
 Coundon Road
 B4098 – Radford Road
 B4119 - Foleshill Road
 A4600 Walsgrave Road
 A428 Binley Road
 A45 corridor between Broad lane and the A46
 A444 north/south corridor
 A46 eastern bypass towards Ansty
 Stoneleigh Road on approach to the A46 (not in Coventry)
To complement this, a set of sustainable development and travel policies
have been developed which are designed to enable a greater availability of
viable travel choices that can also promote healthier lifestyles, improved air
quality and increased access to services, training, skills and
education. These, along with high technology solutions to enable agile and
home/remote working, can be expected to reduce the car mode share for all
trip purposes from 61% to 51% in the morning peak period, a 10% reduction
(table 10.2).
Table 10.2 - Targeted 10% Reduction in Single Occupancy Car Use
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Mode of Travel

Current
Mode
share

2031
Mode
Share

Car Driver
44.6%
34.6%
Car Passenger
16.8%
17.8%
Cycle
1.8%
3%
Walk
26.6%
29.5%
Bus
8.9%
11.2%
Train
0.8%
1.5%
Other / increased
0.7%
2.4%
home working
Total
100%
100%
(Note. minor variations due to rounding)

%
Change
in Mode
Share
-10%
+1%
+1.2%
+2.9%
+2.3%
+0.7%
+1.7%

Furthermore the general increase in trips, combined with changing working
practices and advances in technology, is also likely to encourage an uptake in
more agile and flexible working arrangements; thereby reducing the number
of trips taking place during peak periods.
Achieving a change in behaviour will be most relevant to commuting trips; and
if just 10% of all car borne commuters over the plan period were to change
their time of travel to before or after the peak hour period, 4,500 trips would be
removed from the network in the morning peak. The West Midlands 1,500
Point Survey (2015) shows that Coventry currently has a more concentrated
morning peak period than any other local authority area in the West Midlands.
If the impact of change in time of travel is combined with outcomes achieved
through targeted modal shift interventions (as outlined in table 10.2) this
would reduce the overall increase in the number of trips as a result of Local
Plan development as follows:
Table 10.3 – Changes in Trips with Local Plan interventions
Total increase in trips as a result of Local Plan
development
Travel Time Period
With planned mitigation
Worst-case scenario
and behaviour changes
Morning Peak Hour
42%
24%
Evening Peak Hour
37%
19%
In addition to the above measures, the city is actively pursuing a programme
of technology led transport improvements which focus on increasing journey
time reliability, improved traveller confidence and travel information and
streamlining payment systems. This is expected to make travel by different
modes a more attractive and realistic option for a wider spectrum of the local
population. Preliminary studies have suggested that on a corridor basis using
technology to fine tune the performance of the transport network can release
at least a 5-10% reduction in congestion benefits.
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The IDP sets out the full package of measures which are considered to be
essential to support the successful delivery of the Local Plan. With the
delivery of these measures in combination with the delivery of sustainable
transport policies and infrastructure, the predicted level of increase in traffic is
considered to be manageable.
Policy AC2: Road Network
1. New development proposals which are predicted to have a negative impact
on the capacity and/or safety of the highway network should:
a) Mitigate and manage the traffic growth which they are predicted to
generate to ensure that they do not cause unacceptable levels of traffic
congestion, highway safety problems and poor air quality. Highway
mitigation and management measures should focus firstly on demand
management measures (Policy AC3) including the promotion of
sustainable modes of travel, and secondly on the delivery of
appropriate highway capacity interventions. Highway capacity
interventions should be appropriate to the scale of development and
expected impact and will be determined through the associated
Transport Assessment.
b) Developments should seek to support and accommodate, where
appropriate, measures which facilitate enhancements to the wider
transport network including those set out in the Infrastructure Delivery
Plan.
c) Be served by routes which are suitable for that purpose. Where this is
not achievable, proposals will only be considered acceptable if
appropriate interventions can be applied to suitably mitigate any
negative impacts, including the construction of new access link roads.
2. The Infrastructure Delivery Plan sets out specific measures and funding
sources for the transport network improvements which are required to
support the delivery of the Local Plan. The level of financial contributions
that will be sought from developers for highways infrastructure will be set
out in the Council’s Community Infrastructure Levy Charging Schedule. The
Council may also seek to secure the provision of transportation
infrastructure through planning conditions and legal agreements.
3. Further guidance will be contained in the Coventry Connected SPD.

Network and Demand Management
Highway resilience and journey time reliability are essential to supporting the
needs of local businesses and the economic prosperity of the city. Coventry’s
existing highway network generally copes well with traffic incidents and peak
flows; however congestion still exists in some areas during the peak period.
Evidence shows that a large proportion of existing peak car traffic consists of
trips which start and finish within the city and are over relatively short
distances, often less than two miles. As a priority, sustainable modes of travel
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will be promoted to reduce single occupancy car use for short journeys.
However, it is recognised that as the city grows and the population and the
number of jobs increase, other demand management measures will become
increasingly important to maintain the integrity of the network.
The primary tools to achieve this are:
 Transport Assessments;
 Travel Plans;
 Car parking standards; and
 Urban Traffic Management and Control.
Transport Assessments - New developments will need to be considered on
a case by case basis to determine the accessibility requirements by all
transport modes, the anticipated levels of traffic generated and the impact this
would have on the highway network. Transport Assessments will be required
for larger developments which create significant additional trips on the
network, and will be used to determine the severity of the impact, including
congestion and road safety, and the appropriate type and level of mitigation
required.
Travel Plans - Travel Plans play an essential role in encouraging sustainable
transport and flexible and agile working practices to support the management
and generation of traffic associated with trip attractors such as local
businesses, schools, universities, hospitals, railway stations and new
residential developments. They are the first step in mitigating transport related
issues before implementing physical road infrastructure measures.
Travel Plan support can be provided by the City Council and TfWM on the
cheapest and most sustainable ways to travel including journey planning,
ticket advice and any travel support.
Travel Plans should be updated regularly and monitored to maximise their
effectiveness against agreed objectives and targets. Where applicable, these
should be closely linked to Transport Assessments to act as a monitoring tool
and action plan.
Car Parking – The provision of car parking can influence:
 The generation of traffic and the potential for congestion.
 Occurrences of inappropriate on-street parking which can:
o Block access routes for emergency, refuse and delivery vehicles;
o Block footways preventing access for pedestrians;
o Impact negatively on the street scene; and
o Reduce visibility for all users at junctions causing safety issues.
 The ability to encourage sustainable transport modes.
 The visual impact of car parking on the built environment
New developments will therefore be expected to provide appropriate levels of
car parking in order to address these issues. Local car parking standards are
set out in the local plan appendices. They have been developed based on
NPPF criteria, locally determined accessibility criteria and benchmarking of
other Local Authorities.
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Detailed standards have been developed for areas outside of the city centre
including car parking standards for new residential and business
development. The provision of car parking in the city centre will be determined
on a site-by-site basis. The objective of this approach is to discourage the
excessive provision of private car parking in the city centre because:
1) Adequate levels of publically available car parking are already provided
across the city centre.
2) The city centre is highly accessible compared to other parts of the city, so
can be easily accessed by more sustainable non-car modes of transport.
3) Development in the city centre is proposed to be of a much higher
density; but this would not be achievable if high levels of private parking
are provided.
The car parking standards also include requirements for the provision of
electric car charging and cycle parking infrastructure.
Proposals for publically available car parking in the city centre are set out in
the CCAAP. This proposes a plan, monitor and manage approach to the
provision of public car parking to ensure that a consistent and appropriate
supply of parking is maintained to support new development proposals
without having an unsustainable oversupply. This includes proposals to
replace some existing surface level car parks with multi-storey car parking.
Urban Traffic Management Control (UTMC) - The on-going development of
the UTMC system combined with the application of Intelligent Transport
System (ITS) technologies will continue to be used to manage traffic on the
highway network. Any new traffic control infrastructure required to support
new developments must be compatible with, and where appropriate, link into
the established UTMC network.
Policy AC3: Demand Management
1. Transport Assessments will be required for developments which generate
significant additional trips on the transport network. Thresholds for their
requirement will be based on locally determined criteria set out in the
Coventry Connected SPD.
2. Travel Plans will be required for new developments which generate
significant additional traffic movements. Detailed guidance on the
requirement for Travel Plans will be set out in the Coventry Connected
SPD.
3. Proposals for the provision of car parking associated with new development
will be assessed on the basis of parking standards set out in Appendix 5.
4. New development proposals which require changes to the highway network
will be required to integrate with any existing UTMC and ITS infrastructure
and strategy and development of the Key Route Network.
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5. Further guidance will be contained in the Coventry Connected SPD

Walking and Cycling
Walking and cycling offer a range of benefits, for example, they are highly
cost effective, do not emit carbon or harmful pollutants which affect air quality,
and do not contribute significantly to road traffic congestion. Perhaps the most
significant advantages which are offered by these active travel modes are the
physical and mental health benefits. However, approximately 60% of all trips
in the city are currently made by car, yet only 2% are made by bicycle.
Coventry has a reasonably well-developed cycling and walking network which
has benefitted from recent initiatives including the city centre public realm
programme and the Cycle Coventry project. These schemes have helped to
make a positive contribution towards the creation of an environment which
encourages sustainable and active modes of travel. The Council will build on
the successes and momentum gained from these projects and intends to
implement additional phases of them in tandem with the growth of the city.
The expansion of safe cycling and walking networks will be complemented by
a hierarchy of inter-connected “quiet streets”. This will be achieved through
the physical control of through-traffic, where appropriate, and implementing
measures to minimise vehicle speeds through high quality urban and
highways design and infrastructure. This concept will be prioritised through
the development of SUE sites. Further guidance will be set out in the
Coventry Connected SPD.
Cycling
The first phase of the Cycle Coventry project helped local people to take up
cycling through the delivery of seven new cycle routes in the north and south
west of the city which were supported by a package of training and practical
support. This has helped to deliver the first stages of the wider Cycle Coventry
cycle network which is made up 17 strategic cycle routes linked by an orbital
route.
The West Midlands Cycle Charter also aims to raise cycling levels, and
deliver change. The charter sees cycling as playing an important role in
addressing the challenges the West Midlands face, which include reducing
congestion, carbon and pollution, supporting economic growth and
employment, tackling obesity and creating places where people want to live,
work, learn, shop and do business.
The Cycle Charter also supports a Metropolitan Cycle Network which will be
integrated with local cycle networks.
Opportunities will be sought to deliver additional phases of the network as part
of new development proposals. For larger developments, financial
contributions may be required which support the enhancement of cycle routes
on the wider highway network which are consistent with the IDP and local
cycling strategy. High quality cycle parking should also be provided at new
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sites and along the wider public transport network at interchanges and
stations.
Figure 10.3 - Proposed Cycle Coventry Cycle Network

New developments must consider the needs of cyclist and where appropriate,
provide dedicated high quality, safe and direct cycle routes and infrastructure
which integrate with the established cycle network. This may require the
upgrading of existing cycle facilities to a more appropriate standard which is
relative to the scale of development. For example, the widening of existing
cycle routes and footways, the addition of street lighting or new/upgraded
priority crossings.
In accordance with the Manual for Streets, cyclists should generally be
accommodated on the carriageway in areas with low traffic volumes and
speeds. Dedicated off-carriageway infrastructure will be required alongside
more heavily trafficked routes and at intersections. Opportunities will also be
sought to develop cycle routes through areas of greenspace which provide
opportunities for leisure cycling and direct quiet routes to surrounding areas
and amenities. Other supporting measures such as advanced stop lines,
directional signage and lighting form an important part of the cycle network
and will be expected to be integrated into all major development proposals.
Cycle parking, in combination with shower/changing and clothing storage
facilities are an essential part of supporting the needs of cyclists and should
be catered for. Cycle parking standards are set out in the car parking
standards in Appendix 5. The Coventry Connected SPD includes a local
strategy for cycling which includes guidance on requirements for cycle route
provision, and other supporting infrastructure requirements.
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Walking
In addition to being healthy and sustainable, walking is perhaps the cheapest
and most accessible mode of transport and forms at least part of every
journey. Development proposals which are expected to generate additional
trips on the transport network must consider the needs of pedestrians and
where appropriate provide convenient and safe pedestrian routes to and
through the site which link seamlessly to the existing pedestrian route
network.
The type of provision should be determined based on the expected level and
speed of traffic and the location and type of development proposal. In many
circumstances off-carriageway footways will generally be the preferred option.
However, in quieter residential areas, within the city centre and areas where
the ratio of pedestrians to traffic is high it may be appropriate to provide
shared pedestrian / vehicle surfaces which encourage higher levels of
interaction between different travel modes. On more heavily trafficked routes,
pedestrian priority measures such as controlled crossing points will be
required to make walking as safe and convenient as possible.
Policy AC4: Walking and Cycling
1. Development proposals should incorporate appropriate safe and
convenient access to walking and cycling routes. Where these links do not
exist, new and upgraded routes will be required and these must
appropriately link into established networks to ensure that routes are
continuous. The expected type of provision will depend on the scale, use
and location of the site. For larger developments, financial contributions
may be required to support improved pedestrian and /or cycling routes on
the wider network. Further details will be set out in the Coventry
Connected SPD.
2. A complementary network of connected Quiet Streets will be developed
which include physical measures to control and restrict certain traffic
movements and vehicle speeds to create an environment where walking
and cycling are the preferred modes of transport. These will prioritised
through the development of SUE sites, but will also be considered within
existing areas of the city which are negatively affected by increased traffic
associated with new development. Financial contributions will be sought to
deliver those proposals where the predicted impact of development traffic
is significant and measures are needed to support an improved pedestrian
and cycle environment.
3. Further details will be set out in the Coventry Connected SPD.
4. High quality cycle parking and associated facilities, such as changing,
shower and storage, as part of new development proposals. The expected
level of provision should be based on the cycle parking standards set out
in the Appendix 5.
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Public Transport
Bus Services and Infrastructure
Buses offer a realistic modal choice for many local trips, and particularly those
into the city centre. Bus network coverage across the city is generally good
although there are some examples of where service frequencies are
inadequate to provide an attractive and realistic option, such as more
peripheral edge of town employment sites.
Coventry’s Bus Network Development Plan and bus policies as highlighted in
the Strategic Transport Plan demonstrate the importance of a partnership
approach with TfWM. This will be vital in providing high quality bus services
to new developments.
To ensure bus travel is an attractive and convenient option, new development
must comply with TfWM access standards and be expected to have access to
a bus stop within 400m, with regular service patterns serving the city centre. It
is accepted that this may not be practicable for small scale development
proposals in more remote parts of the city but developers will be encouraged
to liaise with the Council and TfWM to ensure access standards are fully met.
For larger development sites, in particular those in more peripheral locations,
it will be important that bus services are fully integrated into the whole sites
footprint with provision made to accommodate appropriate bus infrastructure
including bus shelters and passenger information. Through routes for buses
along with suitable bus priority measures should also be provided wherever
possible and the Council will work in consultation with developers, bus
operators, TfWM and the Passenger Transport Executive to achieve this.
The existing bus network primarily follows the radial network of roads across
the city, and whilst this supports good access to the city centre, it does not
necessarily support the demand for orbital trips such as those between
residential and edge of town employment sites. More recently operators have
introduced orbital services which have helped to address this issue.
The West Midlands Strategic Transport Plan sets out a strategy for a core bus
network which is closely integrated with a high frequency rail and rapid transit
network to enhance connectivity to other strategic centres across the West
Midlands.
Interchange, Information & Ticketing
One of the major barriers to encouraging public transport is the need to
interchange between different modes and services, often paying separately
each time at the point of use, and often with inadequate prior knowledge of
when and where the next service will be. A step change is required in the
quality of public transport provision which will require complementary
measures to:
 Improve the ease of access to interchange facilities and to the quality of
the waiting environment within them;
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Provide quality and timely information, both at bus stops and remotely via
mobile devices, that can reduce uncertainty for travellers; and
Make payment quick and convenient through the introduction of integrated
ticketing systems and cashless smart payment methods which work
across all modes and services.

Rapid Transit
In order to manage congestion to acceptable levels and maintain network
resilience throughout the plan period, additional public transport provision will
be required. To support jobs-led growth in the city, it is apparent that the
current public transport network will not adequately address all of additional
demands, or meet the expectations of the modern business sector. It is clear
that a step change is required to remedy this, and the development of a high
quality rapid transit system provides an appropriate and viable solution.
The West Midlands Strategic Transport Plan sets out comprehensive network
of rail and rapid transit routes across the Metropolitan area including a new
Rapid Transit network for the Coventry area.
Major trip generators such as the city centre, Ansty Park, Whitley Business
Park, the Universities and the Hospital will be a priority for the provision of
high quality rapid transit services. Routes will also serve Coventry main
railway station and other transport interchanges to enable close integration
with local and national transport networks. Options are also being considered
for improved public transport connectivity to proposed HS2 interchange and
the UK Central proposal in Solihull through the HS2 Connectivity Package.
The identification and feasibility of individual routes will be subject to further
study and delivered through the Coventry Connected Transport Strategy and
the West Midlands Strategic Transport Plan.
In addition to supporting the needs of existing employment sites, rapid transit
also provides a way of unlocking potential development growth sites by
significantly improving accessibility. The high quality, fast and reliable nature
of rapid transit increases the viability and attractiveness of services and offers
a realistic alternative to local car journeys.
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Figure 10.4 - Indicative Coventry Rapid Transit Network

Policy AC5: Bus and Rapid Transit
1. New major development proposals should have safe and convenient
access to the existing bus network and comply with the TfWM access
standards. In areas where this is not achieved, new development may be
required to include the provision of appropriate bus infrastructure to enable
services to be fully integrated into the development site. The level of need
and expected provision will be determined through Transport Assessments
and Travel Plans.
2. The development of a rapid transit network will be supported to improve
accessibility to existing and new major trip attractors. Major development
proposals which are expected to create significant numbers of additional
trips on the network, and are located in close proximity to a proposed rapid
transit route should seek to make provision for those routes, including new
infrastructure to facilitate the integration of the rapid transit network into the
development site. The level of need and expected provision will be
determined through Transport Assessments and Travel Plans.
3. Further details will be set out in the Coventry Connected SPD,the West
Midlands Strategic Transport Plan and Coventry’s Bus Network
Development Plan.
Rail Services
Building on its core rail connectivity assets, including excellent rail links on the
West Coast Main Line (WCML) between Coventry, London and Birmingham,
the Council has a developed an ambitious evidenced based rail investment
strategy. The strategy sets out a clear case for the need to radically improve
rail services which support the economic travel to work area such as services
on the north-south corridor between Coventry the Thames Valley,
Warwickshire and the East Midlands9. Allied to this, the Council is investing in
9

Coventry Rail Investment Strategy (2013)
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the delivery of the Coventry Station Masterplan which will result in improved
integration between rail and other modes of transport and the adjacent
Friargate regeneration scheme.
The delivery of the Coventry Station masterplan redevelopment will improve
transport interchange facilities and enable the predicted growth in rail
passengers to be accommodated. The scheme includes improvements to
pedestrian accesses, car parking, bus interchange facilities, cycle parking and
a new bay platform to facilitate the delivery of the NUCKLE rail scheme.
Existing stations at Tile Hill and Canley predominantly cater for local rail
services between Coventry and Birmingham, although Tile Hill offers some
longer distance journey options as far as London. Both stations also act as rail
Park and Ride facilities, although the car parks continue to operate at, or near
capacity. Measures which address capacity issues will be supported including
better integration with bus and rapid transit networks, walking and cycling
routes and appropriate capacity enhancements to station car parking.
Additional local rail stations on the WCML to the east of the city serving
Willenhall and Binley would allow some of the strong local rail service demand
to be met and support the regeneration and economic growth of this part of
the city. However, this will need to be considered in the context of wider
strategic rail industry plans which plan for capacity on the busy WCML.
Options are also being explored for a new station in the south of the city to
support new development growth. These stations are also identified in the
West Midlands Strategic Plan.
Line capacity between Coventry and Birmingham is constrained which causes
competition between fast long distance and local stopping services. It is clear
that major infrastructure improvements will be required to meet the growing
demands to support the growth of the city. Proposals to expand capacity on
the WCML which support Coventry’s rail connectivity objectives will be
supported.
High Speed Rail (HS2) and West Coast Main Line (WCML)
The government is proposing to construct a new high speed railway between
London and the north called HS2. The first phase of this scheme includes a
new station located close to Birmingham International station approximately
four miles from the western boundary of Coventry. Solihull Metropolitan
Borough Council is promoting a masterplan called UK Central (UKC) which
includes plans to create up to 100,000 new jobs and new housing growth.
It will be important that Coventry is well connected to UK Central and able to
form part of a broader UK Central Plus economic offer supported by excellent
highway and public transport services. This will enable Coventry to continue
to develop and be a major sub-regional hub for growth supporting services
and economic activity across the whole area. For example, significant benefits
could be gained through improved connectivity to high profile employers and
development sites which are located on linked economic growth corridors
including the A45 / A46 and M6 including the University of Warwick, Jaguar
Land Rover and the area around Whitley and Coventry airport. Existing
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constraints along these corridors may impede the demands of potential
growth and it is likely therefore that measures may be required to improve
connectivity along new and improved transport corridors in or adjacent to
Coventry. Proposals which enhance that connectivity will be supported.
The construction of HS2 is likely to affect service patterns on the WCML to
reflect the introduction of new high speed services. It will be important that
existing services which support the local growth agenda are protected, and
opportunities are seized which support improved connectivity objectives in the
Coventry Rail Investment Strategy.
Policy AC6: Rail
1. Proposals which improve the quality of local rail services and access to
stations and rail interchange facilities will be supported. These include:
a) Improved access to rail stations, including HS2, by all modes of travel;
b) Improved interchange facilities between rail and other modes; and
c) Enhancements on the rail network which increase the frequency and
quality of rail services which serve Coventry.
2. Measures which support the delivery of objectives in the Coventry Rail
Investment Strategy for improved rail connectivity will be supported. This
includes measures which facilitate improved rail services and supporting
rail infrastructure on the Coventry north-south corridor between
Leamington, Kenilworth, Coventry, Bedworth, Nuneaton and Leicestershire.
3. Proposals for additional local railway stations on the east-west and
north/south rail corridor within Coventry will be supported where they are
proven to be viable, support growth objectives and are consistent with the
relevant national, regional or local rail strategies.
4. Further details are set out in the Coventry Connected SPD, Coventry Rail
Investment Strategy and the West Midlands Strategic Transport Plan

Freight
Road Freight
The efficient movement of freight is essential to support economic growth. In
addition to supporting existing businesses, freight movements provide
opportunities to generate additional employment through the creation of
logistical and freight industries. The central location of Coventry and its high
level of access to the strategic route network strengthens this opportunity.
On-street lorry parking, particularly around major employment and distribution
sites, can create highway safety issues. These issues arise through a
combination of factors such as specific delivery slots resulting in vehicles
waiting on-street, and a lack of dedicated onsite HGV parking. Where new
developments are expected to require large numbers of lorry movements,
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appropriate parking and turning facilities must be provided onsite to minimise
disruption on the public highway.
Rail Freight
There is currently limited scope for additional rail freight access within the city.
Opportunities for additional facilities which arise within the plan period will
generally be supported, but will need to be assessed on their individual merit
and be consistent with the relevant rail industry plans.
Air Freight
The role and usage of Coventry airport has fluctuated over time but it
continues to cater for business/general aviation, air mail, bulk freight and
other niche functions. Having good local access to air freight facilities offers
opportunities to improve supply chains and therefore attract new investment
into the area.
Policy AC7: Freight
1. New developments on sites which generate or are likely to generate
significant HGV movements must accommodate appropriate on-site lorry
parking and turning facilities to minimise disruption and safety issues on
the public highway.
2. New development which supports the use of rail and air freight facilities
will be supported where there is an evidenced demand, proposals are
consistent with the relevant air and rail industry plans, have an acceptable
environmental impact and do not significantly compromise the capacity
and safety of the local highway network.
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11. Environmental Management, Minerals and Waste
Relevant Evidence Base
 West Midlands Climate Change Partnership Climate Change Adaptation
and Resilience Study Summary Report - Halcrow (2010).
 Coventry City Council Low Carbon Energy Study – AECOM (2010)
 Coventry City Council Climate Change Strategy (2012)
 Delivering a More Sustainable City Supplementary Planning Document.
(2009)
 Evidence base to support planning policies relating to sustainable
buildings and low carbon/renewable energy (2015)
 Additional evidence; Coventry District Energy City Centre Phase 1 district
network (2015)
 West Midlands Low Emissions Towns and Cities Programme (2014)
 Draft Surface Water Management Plan Risk Assessment (2012)
 Draft Local Flood Risk Management Strategy (2016)
 Preliminary Flood Risk Assessment, Coventry City Council (2011)
 Strategic Flood Risk Assessment Report - JBA Consulting (2015)
 Water Cycle Study – AMEC (2015)
 Coventry University, SuDs Technical Feasibility Report (2012)
 A GIS based decision to support methodology at local planning authority
scale for the implementation of sustainable drainage, Coventry University Dr. Warwick, F (2014).
 Coventry Municipal Waste Management Strategy, 2008-2020.
 Guide for Mineral Safeguarding in England’ produced by the British
Geological Survey (BGS) (2007)
 Draft West Midlands Local Aggregates Assessment ( 2015)
Introduction
Climate change and its potential impact on the urban and natural environment
is recognised as one of the most significant challenges facing all communities
across Coventry and beyond. In the Coventry context, it is essential that the
way in which the city develops over the plan period and beyond is set within
the context of mitigating the impacts of climate change and adapting to the
effects on the local environment.
The key components of how Coventry can develop a more sustainable future
include the following policy areas:
 Planning for Climate Change;
 Water Quality and Flood Risk;
 Air Quality; and
 Minerals and Waste.
Coventry's Climate Change Strategy sets out several objectives to reduce
carbon emissions. Objective 1 directly relates to how all future development in
the city must contribute to achieving this which states:
''to have a joint programme, working with other organisations in the city,
to reduce carbon dioxide emissions by 27.5% by 2020. The 27.5% target
is based upon a 2005 baseline and is equivalent to the national carbon
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dioxide emissions target of 34% by 2020 which has a 1990 baseline
leading to the difference in percentages''.
Planning for Climate Change
Infrastructure and buildings are the key components of a successful city. As
the effects of climate change become more apparent, these important
elements of the city will need to be adapted to work in equilibrium with more
pronounced extreme weather conditions. Planning for climate change
adaptation should therefore become part of every development. Adaptation
methods can include, but are not limited to:
 Using materials so they can adapt to extreme weather, for example,
using lighter coloured materials to reflect sunlight thus cooling
buildings;
 Incorporating thermal mass, shading devices and night time cooling
strategy into building design in order to prevent overheating; and
 Installing sustainable drainage systems such as permeable paving and
infiltration devices. These reduce the risk of flash flooding. Depending
on the particular type used, SUDS can also have other benefits such
as a reduction in water pollution and a decrease in the urban heat
island effect.
National planning policy acknowledges that planning has a key role to play in
minimising vulnerability and providing resilience to the impacts of climate
change and that local authorities should adopt proactive strategies to mitigate
and adapt to climate change. It is important that buildings are designed to
ensure resilience not just in the short term but throughout the anticipated
lifetime of the building. This should include designing buildings to keep cool
and warm without using power through the use of appropriate construction
materials, layout and building orientation and the use of green infrastructure
for urban cooling, shading, heating and night time cooling. Consideration
should also be given to the need for water conservation through a range of
water efficiency measures such as the use of low water sanitary equipment,
grey water recycling systems and rain water harvesting from water butts to
large storage systems.
Policy EM1: Planning for Climate Change Adaptation
1. All development is required to be designed to be resilient to, and adapt to
the future impacts of, climate change through the inclusion of the following
adaptation measures:
a) using layout, building orientation, construction techniques and
materials and natural ventilation methods to mitigate against rising
temperatures;
b) optimising the use of multi-functional green infrastructure, including
tree planting for urban cooling, local flood risk management and
shading,
c) incorporating water efficiency measures, such as the use of grey
water and rainwater recycling, low water use sanitary equipment
d) minimising vulnerability to flood risk by locating development in
areas of low flood risk and including mitigation measures including
SUDS in accordance with Policy EM4;
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e) Where applicable, maintain and enhance the canal network to reflect
the canals’ role in urban cooling.
f) seek opportunities to make space for water and develop new blue
infrastructure to accommodate climate change.
2. Applicants will be required to set out how the requirements of the policy
have been complied with including justification for why the above measures
have not been incorporated.
3. Where justification for non-compliance with the requirements is based on
viability, this will need to be clearly demonstrated through an open book
financial appraisal.

Some of the measures identified in this policy also fulfil other functions. For
example, the appropriate provision of green infrastructure also has an
important recreational and ecological role. This supports the provision of
multi-functional green spaces and supports the most efficient use of
developable land. Adapting to the future climate should therefore be seen as
important in the delivery of well-designed sustainable communities.
It is recognised that the scale and nature of certain developments may mean
some of the adaptation measures listed would not be suitable. For example,
extensions or change of use proposals may not present the opportunity to
incorporate green infrastructure. Where this is the case, applicants should
demonstrate that they have sought to maximise resilience to the impacts of
climate change in other ways, particularly in respect of Building Regulation
requirements and water conservation.
Policy EM2: Building Standards
1. New development should be designed and constructed to meet the relevant
Building Regulations, as a minimum, with a view to::
a) Maximising energy efficiency and the use of low carbon energy;
b) Conserving water and minimising flood risk including flood resilient
construction;
c) Considering the type and source of the materials used;
d) Minimising waste and maximising recycling during construction and
operation;
e) Being flexible and adaptable to future occupier needs; and
f) Incorporating measures to enhance biodiversity value.
2. In meeting the carbon reduction targets set out in Building Regulations, the
Council will expect development to be designed in accordance with the
following energy hierarchy:
a) Reduce energy demand through energy efficiency measures
b) Supply energy through efficient means (i.e. low carbon technologies)
c) Utilise renewable energy generation
3. A Sustainable Buildings Statement should demonstrate how the
requirements of Climate Change policies in this Plan and any other
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relevant local climate change strategies have been met, and consider any
potential coal mining legacy issues including land stability.
4. A comprehensive update of the Delivering a More Sustainable City SPD
incorporating the approach to Building Sustainability Standards will be
developed.

The Council intends to take a leading role in identifying new and existing
opportunities for Decentralised Energy Networks (or DENs for short) through
heat and energy recovery. The construction methods and standards of all
buildings can help reduce local climatic effects and ensure better adaptability
to changing circumstances. The Government has identified this issue as a
priority through the National Planning Policy Framework, Para's 93-95.
In meeting the requirements of this policy developers should, where relevant
and applicable, demonstrate the performance of their proposals against the
relevant national standard or code. Currently, there is not a non-domestic
equivalent of the Code but the Building Research Establishment
Environmental Assessment Method (or BREEAM for short) is a voluntary
assessment scheme that covers areas ranging from management, health and
well-being, energy, transport, water, materials and waste, land use and
ecology, and pollution aspects of non-residential building performance. This is
the most comprehensive assessment tool available to assess non-residential
buildings and its standards range from Pass to Good, Very Good, Excellent
and Outstanding.
The built environment remains the largest single contributor of carbon dioxide
at 40% of the city’s total with homes and transport having emissions of 36%
and 24% respectively. It will be the case that the strategic sites designated on
the Policies Map will have a major role to play in achieving an increase in the
level of decentralised low and zero carbon energy supplies that can be made
available.
Any prospective developers investing in the identified strategic sites should
consider bringing forward development schemes that could take advantage of
any existing and planned decentralised energy network. Developments that
would be expected in these areas would offer the economies of scale
necessary to include combined heat and power generation or a network
connection to an existing energy network. The indicative route of the phase 1
heat network is shown on the Policies Map. The Council will encourage
applicants to connect to the network, wherever practicably possible or
demonstrate how the objectives of this policy have been met through
alternative equivalent carbon solution in the Sustainable Buildings Statement.
Consideration of the city’s coal mining legacy should also be included within
the Sustainable Building Statement having regard to maps and information
published by the Coal Authority.
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Policy EM3 Renewable Energy Generation
1. Proposals for the installation of renewable and low carbon energy
technologies, including both building-integrated and standalone schemes
will be promoted and encouraged, provided that:
a) any significant adverse impacts can be mitigated;
b) where biofuels are to be utilised, they should be obtained from
sustainable sources and transportation distances are minimised;
c) any energy centre is suitably located and designed to a high quality
such that it is sympathetically integrated with its surroundings; and
d) all proposals are consistent with any relevant Policies in this Plan.

Renewable energy can be supplied at a national level from sources such as
large off shore wind farms, solar farms or hydroelectric schemes. Although
not a source of renewable energy, nuclear power is a major low carbon
source. Locally, smaller and on-site renewable energy schemes include
solar photovoltaic, solar thermal, ground source and air source heat pumps
and, where fuelled by biomass or biogas, district energy schemes and
combined heat and power plants (CHP). Due to the lack of large areas of
open space within the city, on-site and neighbourhood-scale renewable
energy schemes are the most effective way for Coventry to contribute to
renewable energy targets set out by the Government.
Although wind turbines are a good example of a renewable energy source,
around 90% of Coventry is unsuitable for wind turbines due to insufficient
wind speeds, and the density of development. This has been evidenced
through a local wind mapping study carried out in 2010. As such Policy EM3
does not apply to any proposals for wind turbines or wind farms. Instead any
such proposals will be considered in accordance with the most up to date
national policy.
The indications from the evidence base identify there will be a greater need to
encourage and support a wider spectrum of renewable energy technologies to
help deliver the energy supply that would be placed on the grid as a result of
the levels of growth planned for the city. Therefore, as part of the strategic
sites detailed in this Plan, any proposed development schemes will be
expected to consider and incorporate, where viable, renewable energy
generation technologies as part of the overall suite of energy supply.
Water Quality and Flood Risk
It is important to apply this policy in the context of the Council’s Local Flood
Risk Management Strategy and Surface Water Management Plan to ensure
that all links are made to the aims and objectives of these plans. This will help
ensure that the areas identified as at risk of flooding, either fluvial or surface
water, are fully considered where applications in such areas are received.
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Policy EM4 Flood Risk Management
1. All major developments must be assessed in respect of the level of flood
risk from all sources. If development in areas at risk of flooding is the only
option following the application of the sequential test, it will only be
permitted where all of the following criteria are met:
a) the type of development is appropriate to the level of flood risk
associated with its location with reference to Coventry’s Strategic
Flood Risk Assessment (SFRA) flood zone maps and advice on
appropriate uses within these zones from the Environment Agency
and/or Lead Local Flood Authority;
b) it is provided with the appropriate minimum standard of flood
defence and resilience to aid recovery (including suitable warning
and evacuation procedures) which can be maintained for the lifetime
of the development;
c) it does not impede flood flows, does not increase the flood risk on
site or elsewhere or result in a loss of floodplain storage capacity;
d) in the case of dwellings, it is evident that as a minimum, safe, dry
pedestrian access would be available to land not at high risk, and;
e) in the case of essential infrastructure, access must be guaranteed
and must be capable of remaining operational during all flooding
events.
2. All opportunities to reduce flood risk in the surrounding area must be
taken, including creating additional flood storage. In this instance
reference should be made to the Councils IDP or Regulation 123 list. In
order to achieve this:
a) the functional floodplain (Flood Zone 3b) should be protected from
development and reinstated in brownfield areas wherever possible;
b) single storey buildings, basements and buildings on stilts will not be
acceptable in Flood Zone 3;
c) all opportunities to undertake river restoration and enhancement
including de-culverting, removing unnecessary structures and
reinstating a natural, sinuous watercourse will be encouraged;
d) unless shown to be acceptable through exceptional circumstances,
development should be set back at least 8m (from the top of bank
or toe of a flood defence) of Main Rivers and 5m from Ordinary
watercourses for maintenance access. This includes existing
culverted watercourses.
e) finished floor levels must be set a minimum of 600mm above the
1% AEP (1 in 100 year) plus climate change flood level.
Where a development benefits from an existing or proposed flood defence
scheme, the development should contribute towards the capital and/or
maintenance of these defences over its lifetime.
3. For sites in Flood Zone 3a, development should not impede flow routes,
reduce floodplain storage or consume flood storage in a ‘flood cell’ within
a defended area. If the development does result in a loss of storage,
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compensatory floodplain storage should be provided on a ‘level for level’
and ‘volume for volume’ basis.
4. For sites in Flood Zone 3a, all types of new development behind flood
defences should be avoided, where possible, due to the residual risks of
breach and overtopping. Development should ensure that it would not
prevent the Water bodies’ ability to reach good status or its potential to do
so as set in the Severn River Basin Management Plans and should
support, where possible, to improving the status class.
5. A sequential, risk-based approach to the location of suitable development
will be undertaken by the Council based on the Environment Agency's
latest flood maps, SFRA flood zones and Vulnerability Classification to
steer new development to areas with the lowest probability of flooding
avoiding, where possible, flood risk to people and property and managing
any residual risk.
6. The Exception Test (for use when there are large areas in Flood Zones 2
and 3, where the Sequential Test alone cannot deliver acceptable sites,
but where some continuing development is necessary) will apply where
development will provide wider sustainability benefits that outweigh flood
risk, fully informed by an appropriately scaled Flood Risk Assessment
(FRA) which indicates that development will be safe for its lifetime taking
account of the vulnerability of its users, without increasing flood risk
elsewhere, and, where possible reducing flood risk overall.
7. Land that is required for current and future flood management will be
safeguarded from development. Where development lies adjacent to or
benefits from an existing or future flood defence scheme they may be
expected to contribute towards the cost of delivery and/or maintenance of
that scheme in accordance with Policy IM1.
8. A Flood Risk Assessment is required, appropriate to the scale and nature
of the development proposed, where the development is:
a) within a river floodplain, as defined by the Coventry SFRA
indicative flood zone maps;
b) within 20 metres of any watercourse;
c) adjacent to, or including, any flood bank or other flood control
structure;
d) within an area where there may be surface water issues and
drainage problems;

In accordance with the National Planning Policy Framework, the overall aim of
this policy is to direct development away from areas of high flood risk and
avoid inappropriate development in areas at risk of fluvial and pluvial flooding.
Where development cannot take place in areas of low flood risk, a sequential
test should be applied in which it is acknowledged that extensive areas of built
development fall into the high risk areas and that the re-use of previously
developed land may be needed to avoid economic stagnation. Where in the
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wider overall interest, development is supported as an exception to this policy
with high risk areas, applicants will need to demonstrate that they strictly
comply with all criteria of the policy.
The Environment Agency has produced flood zone maps for local and other
watercourses, as well as surface water. The maps are based upon the
approximate extent of flooding and are indicative only, being based on the
best information available at the time. These maps should be used as a basis
for consultation and not for decision making. The most up to date indicative
flood zone maps are available from the Environment Agency. Additional
information may be obtained by contacting the Council's Flood Risk
Management and Drainage team, in addition to the maps that accompany the
2015 SFRA.
SFRA maps show both fluvial flood zones and areas subject to surface water
flooding in the city. The flood zone maps show the level of risk and
appropriate uses within them. The fluvial flood zones are, Zone 1, being the
low probability zone where all land uses are considered acceptable; fluvial
Zone 2 which carries medium risk and essential infrastructure and where
water compatible uses which are less vulnerable are appropriate; fluvial Zone
3 which is the flood plain and only suitable for water compatible and less
vulnerable uses. The surface water flooding indicates the areas of the city that
are subject to predicted pluvial flood risk within formerly defined fluvial
flooding Zone 1. The Council has undertaken a level one and level two
Strategic Flood Risk Assessment (2015), which has provided the evidence to
directly inform the allocation of land for new development over the plan
period. This has also provided a basis for a strategic policy to set a framework
for more site-specific Flood Risk Assessments (FRA's) by:
1. choosing sites outside flood risk zones as far as practicable;
2. controlling development within flood risk areas and the types of
development which may be considered;
3. assessing opportunities to facilitate the relocation of development, and;
4. incorporating measures to address flood risk from all new
developments, such as sustainable urban drainage systems (SuDs), as
set out in policy EM5.
Policy EM5 Sustainable Drainage Systems (SuDS)
1. All development must apply SuDS and should ensure that surface water
runoff is managed as close to its source as possible.
2. SuDS are the preferred way of managing and conveying surface water. All
developments will consider and demonstrate how the following hierarchy
for the discharge of surface water from a site will be applied:
a) Discharge by infiltration and water reuse technologies
b) Discharge to a watercourse allied with water reuse technologies
c) Discharge to surface water sewer allied with water reuse
technologies.
3. All development should carry out infiltration tests and a ground water risk
assessment, including seasonal groundwater monitoring, to demonstrate
whether infiltration is possible and that ground water would not be polluted
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to Environment Agency and Lead Local Flood Authority requirements.
Where it is proven that infiltration is not possible, allied with water reuse
technologies, surface water should be discharged into a watercourse (in
agreement with the Environment Agency and Lead Local Flood Authority)
at a rate no greater than Qbar greenfield runoff, or an appropriate
minimum rate for small sites, agreed by the Lead Local Flood Authority. If
there is no watercourse available then, allied with water reuse
technologies, surface water should be discharged to a surface water
sewer at a rate no greater than Qbar greenfield runoff.
4. In exceptional circumstances, where a sustainable drainage system cannot
be provided, it must be demonstrated that it is not possible to incorporate
sustainable drainage systems, and an acceptable means of surface water
disposal is provided at source which does not increase the risk of flooding
or give rise to environmental problems and improves on the current
situation with a reduction in peak and total discharge.
5. The long-term maintenance arrangements for all SuDS must be agreed
with the relevant risk management authority. A separate SPD will be
produced to detail how SuDS schemes will be designed in accordance
with the technical standards set out by the Coventry Lead Local Flood
Authority and by the Department for Environment, Food and Rural Affairs.

SuDS involve a range of techniques that mimic the way that rainfall drains in
natural systems and avoids any increase in flood risk and improves water
quality. Many existing drainage systems can cause problems of flooding,
pollution or damage to the environment and are not proving to be sustainable
in the long term. The key objectives in the use of SuDS are:
 reducing flood risk and mitigating the impacts of climate change;
 maintaining and restoring natural flow routes together with the rate and
volume of surface runoff to reduce the risk of flooding;
 improving the water environment quality;
 minimising diffuse pollution;
 reducing pressure on the sewerage network;
 improving habitat, biodiversity and local amenity; and.
 harness opportunities to incorporate multi-functional uses such as
green space play areas.
The Council is also the Lead Local Flood Authority (or LLFA for short) with
responsibility for developing, maintaining and monitoring a Local Flood Risk
Management Strategy in partnership with other relevant bodies in the area. In
addition, the LLFA is a statutory consultee on all major planning applications
and a consultee on a non-statutory basis on all minor applications whilst also
advising on the approval of all sustainable drainage and related systems,
surface flooding and ground water for all planning applications.
In respect of SuDS, it is important to emphasise the need for a Management
train where drainage techniques can be used in series to change the flow and
quality characteristics of the runoff in stages. For a management train to work
effectively the train must contain the right type of SUDS. The detail for this
158

would be set out in the SPD, but all consideration should be given to the
principle by ensuring developments implement source controls as part of the
management train. In environmental terms this approach is good for water
quality. With respect to future maintenance, it places the responsibility with
the development owner and reduces or eliminates runoff from the small
rainfall events which constitute the majority of rain events.
Policy EM6 Redevelopment of Previously Developed Land.
1. Development will be permitted where proposals do not have a negative
impact on water quality, either directly through pollution of surface or
ground water or indirectly through the treatment of waste water by
whatever means.
2. Prior to any potential development, consultation must be held with Severn
Trent Water to ensure that the required wastewater infrastructure is in
place in sufficient time. In line with the objectives of the Water Framework
Directive, development must not affect the water bodies’ ability to reach
good status or its potential as set in the Humber and Severn River Basin
Management Plans and should support, where possible, to improving the
status class.
3. Developers and operators must provide adequate information when
submitting their proposals so that the potential impact on groundwater
resources and quality can be adequately assessed’. This should include a
risk assessment demonstrating there would be no adverse effect on water
resources.
4. Development will not be permitted within a groundwater Source Protection
Zone 1 which would physically disturb an aquifer. This will include
situations where proposed waste water infrastructure could pose an
unacceptable risk of pollution of the underlying aquifer or receiving
watercourse.

When promoting land affected or potentially affected by contamination
developers and site promoters are actively encouraged to engage with the
Environment Agency as early as possible in the planning process to follow the
risk management framework provided in CLR11 - Model Procedures for the
Management of Land Contamination (2004). Furthermore, it is advised to
refer to the Environment Agency’s Guidance on Requirements for Land
Contamination Reports (2005) for the specific type of information that we
require to assess the risks to Controlled Waters.
The Environment Agency require the risk to groundwater of any significant
contamination to be considered by a desk study, site investigation and
subsequent conceptual model and risk assessment, where necessary leading
to suitable remedial action and related method statement. This is in
accordance with NPPF (Para 109 -112), which indicates that where
development is proposed on land that is known or suspected to be affected by
contamination then the risks to human health and the wider environment
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should be assessed by the applicant for consideration by the LPA prior to
determination.
The assessment should provide such information as is necessary to
determine whether the proposed development can proceed. Where such
assessment shows that remediation is required then the standard of
remediation that should be achieved through the grant of planning permission
for new development is the removal of unacceptable risk and making the site
suitable for its new use, including the removal of existing pollutant linkages.
All receptors relevant to the site should be protected to an appropriate
standard. As a minimum, after carrying out the development and
commencement of its use, the land should not be capable of being
determined as contaminated land under Part IIA of the Environmental
Protection Act 1990.
Development proposals will need to comply with the Environment Agency
publication Groundwater Protection: Policy and Practice' (GP3) which may
require development may be restricted at certain locations and there will need
to be careful consideration given to the potential water quality risks and
impact on flooding and surface water drainage.
Air Quality
As previously highlighted in the Accessibility chapter of this Plan, the whole of
Coventry is designated as an Air Quality Management Area and has been
since 2009. Emissions from road transport are the major source of pollution in
Coventry, with emissions from industry also contributing. It must be
recognised that transport requirements associated with the construction
phase itself has a negative impact upon air quality. Under Part IV of the
Environment Act 1995, the Council carries out annual review and assessment
of air quality in the city, within the context of national air quality standards and
objectives.
As a partner of the Low Emissions Towns and Cities programme (LETCP),
the Council is working together with its West Midlands neighbours to improve
air quality and reduce emissions from road transport. This is alongside the
emerging ‘West Midlands Metropolitan Transport Emissions Framework’
which sets out transports role in tackling air quality issues and has proposed a
range of policies. The intention is to do this by promoting the uptake of low
emission fuels and technologies, establishing and sharing best practice
policies, and developing various tools and resources. The objectives of the
programme are to investigate and produce various regional strategies
designed to improve air quality, with a view to meeting national air quality
objectives.
Funded through the DEFRA Air Quality Grant, the aims of the LETCP and
West Midlands Transport Emissions Framework are to:
 Improve air quality through the reductions in road transport emissions,
and simultaneously reductions in carbon emissions;
 Establish best practice policies and measures for the West Midlands,
creating transferable models for other towns and cities;
 Improve health; and
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Maximise opportunities for economic development through the
transition to a green economy

Policy EM7 Air Quality
1. Major development schemes should promote a shift to the use of
sustainable low emission transport (electric vehicles and vehicles that use
biofuels) to minimise the impact of vehicle emissions on air quality.
Development will be located where it is accessible to support the use of
public transport, walking and cycling. All major development proposals
should be suitably planned to design out any adverse impact on air quality
and be in accordance with the West Midlands Transport Emissions
Framework and associated policies.
2. Major Development proposals will require the submission of an air quality
assessment, as they may lead to a significant deterioration in local air
quality resulting in unacceptable effects on human health, local amenity or
the natural environment. The air quality assessment should address:
a) The existing background levels of air quality;
b) The cumulative background levels of air quality (related to the
cumulative impact of developments in an area);
c) The feasibility of any measures of mitigation that would prevent
the national air quality objectives being exceeded, or would
reduce the extent of the air quality deterioration.
3. A Supplementary Planning Document will be developed to support this
Policy.
To support the improvement in the city’s air quality this policy should be
applied in conjunction with the Low Emissions Strategy and Good Practice
Guidance on Planning and Procurement for the West Midlands (2014)
developed by the LETCP. All major developments will therefore be required to
undertake full air quality assessments. Where appropriate exposure
assessments will also apply to smaller developments in accordance with this
guidance.
Exposure assessments will need to include an understanding of potential
exposure to pollutants, as well as a proposal for mitigation measures such as:
 designing buildings to ensure local people are less exposed;
 green areas are incorporated into development to help create barriers
to pollutants;
 that building layout and design prevents the creation of wind tunnels
and canyons to help the dispersal of pollutants.
 This policy should be applied in conjunction with the Low Emissions
Strategy and Good Practice Guidance on Planning and Procurement
for the West Midlands.
Specific attention should be paid to location of sensitive developments, e.g.
schools, hospitals, residential areas.
161

Detailed methodology for full air quality and exposure assessments should
however be agreed with the Council. Mitigation and compensation measures
ensuring that all developments are sustainable from an air quality perspective
should be submitted with all proposals. Where appropriate, such measures
may be secured through a legal agreement. Recommended measures for all
types of developments can be found in the LETCP Air Quality Planning
Guidance.
Minerals and Waste
Introduction
The Council recognises the importance of sustainable waste management
both locally and in co-operation with its neighbours to ensure that all the
waste management needs of the area are met. The key challenges for future
growth in waste will be balancing economic prosperity and associated growth
with the financial strains of providing necessary infrastructure.
Waste Management
The predominant residual municipal solid waste (MSW) treatment method
within Coventry is incineration within an Energy from Waste (EfW) facility.
Around 92% of residual MSW is sent to the existing EfW plant, with the
remainder going direct to landfill. The EfW plant operates by burning residual
municipal waste, under controlled conditions, and utilising the heat from the
combustion to raise steam. This steam is then used to generate electricity
using two turbines and to provide heat to Coventry’s district energy network
(Heatline). The heat is transported using a network of underground pipes to
heat eight major buildings in the city centre including the Council House, the
Cathedral, the Herbert Art Gallery and Museum, and the Sports Centre
Buildings within the new business district at Friargate will also be served by
Heatline for their heating and cooling needs.
The EfW plant is operated by Coventry and Solihull Waste Disposal
Company, an ‘arm’s length’ company jointly owned by Coventry, Solihull and
Warwickshire Councils. The development proposed by the Plan will inevitably
lead to a rise in all waste production. Residual municipal waste will continue to
be delivered to the EfW plant at the same proportion (i.e. 92% of total
tonnage). However, it is also recognised that recycling levels will also need to
be maintained and increased throughout the Plan period in line with the
Council’s Waste Management Strategy.
The challenge to Coventry will be building upon existing recycling and
composting arrangements, and raising the city's ambitions to become
amongst the highest recycling cities in the UK. By doing this we will ensure
that we meet the recycling targets set out in the national waste strategy and
deliver the associated climate change and other environmental benefits of
conserving raw materials and energy for the people of Coventry. Coventry’s
Municipal Waste Strategy 2008-2020 has outlined the city’s ambition to
achieve a 50% recycling rate by 2019/20.
The NPPF requires each community to take responsibility for their own waste
and to adopt the principles of the waste hierarchy – prevent, reduce, reuse,
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recycle / compost, recover and then finally disposal. Coventry will require a
sufficient number of waste treatment centres to cater for its needs. Where this
involves newer methods of waste treatment, this can often take place in
completely enclosed, controlled environments and does not constitute bad
neighbour uses. Facilities at the EfW plant will also be expanded to support
the management of the city’s waste and generate heat and power for local
homes and business.
Existing waste treatment facilities, however, have often been located in older
industrial areas. As these areas continue to regenerate, the existing uses may
not be considered compatible with new, or expansions to existing waste
management facilities. In this context, and in order to ensure Coventry's waste
treatment needs are met, existing waste treatment facilities will either need to
be improved where necessary and safeguarded.
Policy EM8 Waste Management
1. The Council’s Waste Management Strategy will be supported through:
a) encouraging less consumption of raw materials through the
reduction and re-use of waste products;
b) a requirement for development proposals to incorporate adequate
storage for waste and recycling services along with safe access for
collection vehicles;
c) encouragement of new methods of processing and recycling at
waste management sites;
d) supporting recycling proposals for aggregate materials subject to
the criteria in part 2 of this policy;
e) Existing waste management facilities or land allocated for waste
management uses being protected from encroachment by
incompatible land uses that are more sensitive to odour, noise,
dust and pest impacts; and
f) Proposals for waste management facilities only being permitted
where they would not have an unacceptable impact on the quantity
or quality of surface or groundwater resources.
2. Proposed new or expanded waste management facilities will be assessed
against the following criteria:
a) The effect of the proposed waste facility upon the environment and
neighbouring land uses;
b) The impact of traffic generated by the proposal and the availability
of alternative transit modes, such as rail and waterways;
c) The need for pollution control measures appropriate to the type of
waste to be processed or handled;
d) The impact of proposals on residential amenity. New waste
facilities will not normally be approved adjacent to existing housing
and proposals for anaerobic digestion will not be approved in close
proximity to existing housing;
e) The effect of proposals on aircraft safety; and
f) The design of the proposal. Careful consideration should be given
to the need to minimise environmental and visual impact. Wherever
feasible, waste operations should be enclosed within buildings or
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sealed structures in order to minimise impacts on adjacent uses
from noise, ordure, vermin and wildlife. Proposals advocating open
air unenclosed storage of organic odour producing material will not
be supported.
3. Proposals will be supported where it is demonstrated that these criteria are
satisfied.
4. Development proposals should demonstrate measures to minimise the
generation of waste in the construction, use and life of buildings and
promote more sustainable approaches to waste management, including the
reuse and recycling of construction waste and the promotion of layouts and
designs that provide adequate space to facilitate waste storage, reuse,
recycling and composting.

Residual waste treatment capacity operational or in construction in the West
Midlands is currently at 1.3 million tonnes per annum. Allocations for waste
management sites and areas suitable for new or enhanced waste
management facilities will be assessed against the criteria in this Policy.
The Council adopted its Municipal Waste Strategy 2008-2020 in 2009 in
response to the Environmental Protection Act (EPA) and Waste (England and
Wales) Regulation 2011 and associated national policy. The strategy outlines
the Councils commitment to reducing both the quantity of waste, and to
increase waste minimisation and reuse of unwanted goods, recycle and
compost more waste, with the least amount of waste being sent to landfill as
possible. This will be achieved through the development and support of
proactive education, engagement, enforcement, higher levels of waste
prevention, reuse, recycling and composting consistent with national
standards of good practice for an urban environment.
Coventry is one of the highest performing authorities for diversion of municipal
waste away from landfill. During the year 2014/15 the Council sent 8.3% of
municipal waste to landfill, the proportion of this waste purely from household
sources was 3%. Of the remaining household waste, 34.1% was recycled and
60.84% was used to generate electricity at the Energy from Waste Plant.
Figure 11.1: Actual and projected growth of households and municipal
waste (MSW) in Coventry
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Source: Coventry Waste Strategy, 2008-2020
The estimates from the data show a fall in arisings as shown by figure 11.1.
As demonstrated through this Plan, there is a significant planned increase in
housing provision and the associated increase in population up to 2031.
Future growth in prosperity and dwellings within the city will see a growth in
overall waste produced in Coventry.
Therefore it is important to recognise the significance of effective waste
prevention to provide a safe, clean and green environment where people will
want to live and invest. Supporting residents to minimise the amount of waste
produced, maximising reuse, recycling and recovery of energy from the
remaining waste, to reduce the impact on the environment and encourage
more sustainable use of resources for the benefit of all.
Figure 11.2: The Waste Hierarchy

Existing Waste Management Facilities
The urban nature of Coventry and the absence of active quarrying activity
means there is no opportunity for existing or future development landfill
capacity in the city. Therefore, the city will continue to rely upon landfill
capacity in surrounding authorities for the life of the plan period to manage
wastes that cannot be reduced, re-used, recycled, composted or recovered.
Whilst the total volume of waste landfilled is likely to fall over the life of this
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plan it should be considered that an increasing percentage of waste that is
landfilled will be classed as hazardous waste, e.g. asbestos.
However, Coventry hosts a number of other waste management facilities for
the treatment of both commercial and municipal wastes, including:
 1 x Energy from Waste facility, Bar Road
 1 x Civic Amenity Site at Bar Road;
 1 x municipal waste transfer station at Whitley Depot London Road;
 a number of metal treatment / recycling facilities; and
 Numerous privately operated Waste Transfer, Bulking, and Material
Sorting facilities – (used by Coventry, neighbouring authorities, and
private businesses).
New Waste Management Facilities
The Council will support the distribution of new waste facilities across the city
providing the sites and facilities meet the specified criteria in Policy EM8.
Where proposals for waste facilities can demonstrate they are sustainably
located and meet waste management requirements and fulfil a need they will
be supported. Modern well-run waste management facilities may present no
more noise or loss of amenity than a typical industrial use and are essential to
managing waste in sustainable and efficient way.
Industrial areas with existing and complementary waste and industrial uses
are well placed to specialise in new waste and sustainable energy
technologies. There is an opportunity for the development of such
technologies at the Bar Road facility which has potential to cluster
complementary waste and sustainable energy uses. The Council will actively
encourage and promote appropriate recycling and CHP energy generation
schemes.
The Jobs and Economy section of this Local Plan makes provisions for a
minimum reservoir of 58ha of employment land to be available at all times.
This can include proposals for the management and treatment of waste and
should ensure that there is a constant supply of suitable sites for wasterelated uses. Coventry recognises that the future sustainable management of
waste is an area of growth and has significant potential for job creation. To
support the implementation of both the city's Climate Change and Waste
Management Strategies, Coventry would support the development of facilities
that recycle and recover value from waste. In particular, facilities that are
developed along with supporting infrastructure that make use of the materials
recovered through the waste management process in specific localities that
reduce transport journeys will be encouraged. For example, a Materials
Recycling Facility (MRF) that is co-located with a paper mill or plastic
manufacturer along with an Anaerobic Digestion facility that powers and heats
the other buildings to develop an eco-park.
Safeguarding Mineral Resources
The continued supply of aggregates and other material, including recycled
and secondary materials is required to meet current and future needs of the
development and construction industry. Promoting the use of recycled and
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secondary materials will help to minimise both primary extraction and waste
and so is reflected in Policy EM8.
The National Planning Policy Framework requires local planning authorities to
define Mineral Safeguarding Areas (or MSAs for short) in Local Plans in order
that proven mineral resources are not needlessly sterilised by non-mineral
development, although there is no presumption that resources defined in
MSAs will be worked.
MSAs are required to identify what are considered to be economic deposits of
mineral. The purpose of MSAs is to ensure that mineral resources are
adequately taken into account in all spatial planning decisions. They do not
automatically preclude other forms of development taking place, but highlight
the presence of economic mineral so that it is considered, and not
unknowingly or needlessly sterilised.
In areas where extraction is permitted or is planned, Mineral Consultation
Areas will be designated. None are proposed for Coventry during this Plan
period as there are no anticipated active mineral sites that are being brought
forward during the plan period. This has been evidenced through the British
Geological Society’s Mineral Safeguarding Project, which has been
undertaken for the Coventry, Solihull and Warwickshire authorities.
Policy EM9 Safeguarding Mineral Resources
1. Mineral Safeguarding Areas are defined for mineral reserves that are
considered to be of current or future economic importance. Where
developments are proposed in these areas, the application needs to
acknowledge the presence of these mineral reserves. The extent of Mineral
Safeguarding Areas are defined on the Policies Map.

In Coventry, the predominant economic mineral resource is coal. MSAs for
this mineral have been identified having had regard to advice in the ‘Guide for
Mineral Safeguarding in England’ produced by the British Geological Society
(BGS) in November 2007. The former coal mining site at Daw Mill (which lies
outside Coventry’s boundaries) previously had a direct impact on the
extensive concealed coal reserves that extend across the southern coalfield.
These areas lie in the north western areas of Coventry’s administrative
boundary. Following the closure of the site however, the mining of this area is
now highly unlikely.
Local authorities are required to prepare a Local Aggregate Assessment
(LAA) to assess the capacity and outputs from existing sources, and to
assess future supply options. The 2015 draft LAA has been prepared
collaboratively by the seven West Midlands Metropolitan Authorities in order
to address cross boundary mineral planning issues. The Council will continue
to proactively work with its neighbours through joint working and collaborative
efforts via the West Midlands Aggregate Working Party.
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The draft report identifies that the requirement from the West Midlands Subnational apportionments were last undertaken in 2009. They suggested that
165 million tonnes of sand and gravel were required over the 16 year period
from 2005 to 2020 along with 82 tonnes of crushed rock. The most recent
(2011) annual apportionment to the West Midlands Metropolitan Area is for
the production of 0.55 million tonnes of sand and gravel per year. There is no
crushed rock apportionment. These apportionments have informed the most
recent guidelines for the purposes of minerals planning in the area and are
reflected in the Solihull Local Plan which, notwithstanding the legal challenge
to its housing policies, was adopted in December 2013. This sets out a
requirement for 7.5 million tonnes of sand and gravel production over the plan
period.

Policy EM10 Non Mineral Development in Mineral Safeguarding
Areas
All non-mineral development proposals in the designated Mineral
Safeguarding Areas should assess and evaluate the legacy of past mining
heritage and should consider this in accordance with Policy EM2. It
should also ensure that development does not entirely sterilise any
potential future mineral extraction should this become viable and
desirable. This should be considered in partnership with the Coal
Authority.

The policy aims to take a balanced approach to protecting minerals resources
in Coventry against the need to attract investment and urban regeneration to
a primarily built up area.
This policy ensures that all proposals for non-mineral working within the
designated MSAs are properly considered and evaluated in partnership with
the Coal Authority. The Policy also aims to ensure that development
proposals within the Plan are deliverable without complete sterilisation due
primarily to the extensive deep cast coal reserves to the West and North West
of the city. Within this location this has been further emphasised by the
closure, and planned redevelopment of the Daw Mill Colliery, which would
have provided the primary access point for the extraction of such reserves.
Development identified within policies H2 and/or JE2 would not therefore be
subject to this policy.
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12. Connectivity – Telecommunications, Broadband and Mobile Internet
Relevant Evidence Base
 BDUK Broadband Delivery Project - Local Broadband Plan: Coventry,
Solihull & Warwickshire Superfast Broadband (2011-2015)
 Coventry Broadband Coverage Map
 West Midlands Strategic Infrastructure Advice Paper (PBA) 2015
Introduction
The Government is committed to securing a world-class communication
system. The importance of facilitating this through the Local Plans is identified
within the NPPF (para 43) as well as the Digital Communications
Infrastructure Strategy and the Digital Agenda for Europe. Currently, one of
the main barriers to this is the availability of super-fast and ultrafast
broadband10, especially in more rural areas and within new developments, in
particular those on previously undeveloped land. The NPPF recognises the
role of advanced, high quality communications infrastructure in creating
sustainable economic growth. The development of high speed broadband
technology and other communications networks will also play a vital role in
enhancing the provision of local community facilities and services.
Communication infrastructure includes telephone systems (both wired and
mobile) and broadband. The benefits of having a modern and accessible
system of telecommunications, wireless and electronic methods of
communication across Coventry and its surrounding area will be significant
both in terms of economic growth, inward investment and sustainable living
environments. As such, the city aspires to be a superfast broadband city and
wherever possible will look to invest directly in projects to help deliver this
aspiration. This is also recognised within the Council’s IDP and forms the
basis for policy C1.
Broadband Connectivity
A digitally accessible city will allow people enhanced freedom of choice about
where and how they work, how they interact with services and facilities and
how they promote and operate their businesses. It will also support the city
centre and its role within Coventry’s electric city initiatives and its position as a
Gigabyte City. A connected community is a more sustainable one, as it
represents the opportunity for a reduction in car-based commuting and a
commensurate reduction in carbon outputs and traffic congestion. It also
promotes Coventry as a suitable place for high technology activities and
employment to take place, especially in accordance with the growth and
continued success of the city’s two universities.
At this time however there is no legal requirement to provide such facilities as
standard, although recent proposed changes to Building Regulations could
change this position. Despite the nationwide installation programmes of major
suppliers there is a genuine risk that gaps will continue to remain within the
market, especially within new developments that grow and expand the
10

Superfast broadband is defined as delivering speeds of 25mbps+, whilst ultrafast broadband is
equivalent to 100mbps+
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existing urban area. Indeed the Council is aware of recent developments
across Coventry where superfast broadband has not been installed from the
outset and as a result is incurring greater cost and disruption to introduce
retrospectively compared to inclusion alongside wider utilities provision or
highway construction at the outset of development. In 2015, Peter Brett
Associates undertook an overview of Strategic Infrastructure on behalf of the
Metropolitan Authorities. This included a section on telecommunications
infrastructure and highlighted the importance of incorporating such provisions
at the initial development stage. It also highlighted that within predominantly
urban areas where existing networks can be connected and enhanced the
cost of delivering such provisions is highly unlikely to have an impact on
development viability when delivered from the outset in partnership with a
specific provider.
To support the delivery of superfast broadband across Coventry, the Council
has a strong track record in procuring and implementing advanced wide area
network services, working closely with both JANET(UK) and the Cabinet
Office in relation to the Public Services Network (PSN) programme.
The Council is also a member of the CSW Broadband Project, which has
been supporting the delivery of broadband upgrades across Coventry and
Warwickshire since 2011 and which aims to upgrade existing infrastructure to
deliver the government and European connectivity targets. The project is
supported by the Coventry & Warwickshire and Greater Birmingham & Solihull
LEPs.
The project mapping developed by the CSW Broadband Project highlights a
range of areas that continue to lack super-fast broadband connections across
the city. These locations are predominantly situated around the edges of the
city, including the largely undeveloped or low developed areas to the North
West corner of the city. There are other notable locations though, especially
around the current regeneration areas in Lower Stoke and Canley as well as
parts of the city centre. This highlights the importance of continuing to
promote the benefits of super-fast broadband and the principles of the CSW
project throughout the plan period as part of new developments as when they
happen. This will not only support the viability of such infrastructure but will
also support urban regeneration and sustainable development principles.
In addition to Broadband connectivity, the provisions of mobile internet
services are becoming increasingly important. The CSW Broadband Project
identified that Coventry has 100% coverage of 3G capabilities; however there
is an on-going roll-out of 4G technologies, which will seek to maximise
provisions and access across the city.
Policy C1: Broadband and Mobile Internet
1. Developers of new developments (residential, employment and
commercial) will be expected to facilitate and contribute towards the
provision of broadband infrastructure suitable to enable the delivery of
broadband services across Coventry to ensure that the appropriate service
is available to those who need it.
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2. Developers must make sure that broadband services that meet the
ambitions of the Digital Communications Infrastructure Strategy and the
European Digital Agenda are available, wherever practicable, to all
residents of the development at market prices and with a full choice of all
UK service providers.
3. Developers are required to work with a recognised network carrier to
design a bespoke duct network, for the development.
4. Other forms of infrastructure, such as facilities supporting mobile
broadband and Wi-Fi, should be included, wherever possible and viable
and should be designed in a sympathetic and appropriate way in order to
reflect the character of the surrounding area.

Key to this plan is ensuring that new developments deliver broadband
services that meet the ambition of the governments Digital Communication
Strategy and the European Digital agenda. Notable targets of these strategies
are:
The digital communications infrastructure strategy:
 By 2017, superfast coverage will have reached 95% of premises, and
we expect mobile operators to have achieved 4G coverage to 98%.
 The ambition that ultrafast broadband of at least 100Mbps should
become available to nearly all UK premises.
Digital Agenda for Europe:
 Download rates of 30 Mbps for all of its citizens and at least 50% of
European households subscribing to internet connections above 100
Mbps by 2020.
Through this Local Plan the Council will adopt these targets for Coventry. In
relation to the ambition for ultra-fast broadband, the Digital Communications
Infrastructure Strategy did not set a timeframe for achieving this target. In
adopting this for Coventry, the Council will therefore aim to support the
delivery of ultrafast broadband to 95% of all homes across the city by 2021
and 100% by the end of this plan period. Any opportunity to accelerate or
increase connectivity across Coventry however will be supported.
In relation to point D of Policy C1, specific regard should be given to the
delivery of new infrastructure to support mobile internet within Conservation
Areas or on/ adjacent to heritage assets. Such infrastructure should not be
intrusive and should not have a negative impact on the character, integrity or
setting of such assets and/or areas.
In terms of actual connections and intended providers, applicants should
engage with network providers from the outset to ensure the needs of the
service (including new ducting) can be introduced alongside other on site
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infrastructure works as part of new developments to ensure the most efficient
and viable approach is taken to securing connectivity.
This approach should be clearly identified within the Planning Statement that
supports a relevant planning application and should outline who the intended
network provider(s) will be and how the connection will be secured to each
property. Every opportunity to future proof broadband provision and
infrastructure should also be taken. This should ensure that ducting can be
utilised to support ever increasing broadband speeds and caballing with
minimum disruption to the highway network.
Telecommunications
In terms of general telephone communications, there is a legal requirement
that copper wire telephone services are provided to all new developments. It
is therefore assumed that there will be no issue with the provision of
telephone services to new development.
Policy C2: Telecommunications
1.

When considering notifications, planning applications and prior approval
applications, regard will be given to the following factors:
a) operational requirements of the telecommunication networks and
the technical limitations of the technology, including any technical
constraints on the location of telecommunications apparatus;
b) the need for the ICNIRP Guidelines (and any other relevant
guidance in place at the time of the application) for safe emissions
to be met;
c) the potential for sharing existing masts, buildings and other
structures; and
d) the impact of the development on its surroundings with particular
regard to the following criteria:
i. the visual amenity, character or appearance of the
surrounding area.
ii. apparatus and associated structures sited on a building
should be sited and designed in order to seek to minimise
impact to the external appearance of the host building.
iii. development should not have an unacceptable effect on
conservation areas or buildings of architectural or historic
interest or areas of ecological interest or areas of landscape
value or sites of archaeological importance.
iv. the proposed provision of landscaping.

2. Telecommunications equipment that has become obsolete or that is no
longer in use should be removed as soon as practicable and the site
restored to its former condition.

Detailed evidence and justification for any new site should accompany any
application made to the local planning authority. To support this, the Council
will update its existing Telecommunications SPG.
172

13. Infrastructure Delivery, Implementation and Monitoring
Introduction
The Local Plan sets out how the city will develop over the period to 2031,
identifying where homes, jobs, services and infrastructure will be delivered
and the type of places and environments that will be created.
Having set out a clear direction for how the city will develop, and the planning
policies and proposals that will help achieve this, it will be important that there
are tools in place to help implement these and ensure the successful delivery
of the overall vision for Coventry.
This chapter identifies the processes by which the infrastructure necessary to
support the level of planned development within the city would be secured
and delivered. It links to other Local Plan policies and supporting text to
identify key strategic infrastructure as well as summarising broad
requirements throughout the city.
Delivery of infrastructure
Partners
The delivery of infrastructure to support the growth identified in the Local Plan
will require a partnership approach. As a Local Authority, Coventry City
Council has a number of responsibilities and obligations it has to meet and
therefore has a pivotal role as an infrastructure and service provider. The
roles the Council currently fulfils include:
• Local Planning Authority
• Local Highway Authority
• Local Education Authority
• Waste and Minerals Authority
• Strategic Housing Authority
• Social Care Service Provider
• Lead Local Flood Authority
• Public Health
The Council has an important role to play in setting the level of and securing
developer contributions, including CIL, to deliver the necessary infrastructure
to support development. In line with its role and responsibilities, the Council
will have a lead role in coordinating and delivering infrastructure in Coventry
to support growth. The Council will work closely and in partnership with a
number of organisations across both the public and private sector to achieve
this. As a major landowner within Coventry, the Council will play a leading role
in bringing sites forward for development.
There are close links between Coventry and the rest of the West Midlands
and Warwickshire. This includes both Local Authorities, Local Enterprise
Partnerships and the West Midlands Combined Authority, and on-going
discussions have taken place on a number of key issues, including housing
and economic growth. The Council will work with these neighbouring
authorities and organisations to ensure that cross boundary infrastructure
issues are addressed to help deliver growth and development in the area.
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Organisations in the public sector as well as other agencies are also
responsible for meeting their statutory obligations and responding to growth.
The Council will continue to work closely with these agencies to maximise
funding opportunities and to identify the most effective and timely delivery
mechanisms for the necessary infrastructure.
Definition of Infrastructure
The Planning Act 2008 provides a wide definition of the infrastructure which
can be funded by the CIL and other sources. This definition allows the CIL to
be used to fund a broad range of facilities and can be grouped under 3
specific categories:


Physical infrastructure covers: transportation networks (roads, public
transport, footpaths and cycle ways); water; drainage; flood prevention;
and utility services such as electricity, gas and telecommunications.



Social infrastructure covers: education (primary, secondary, higher
and special needs); health facilities (hospitals and primary care
providers); social services; emergency services (police fire and
ambulance); and other community facilities, such as indoor sports,
cultural facilities, libraries, cemeteries and community halls



Green infrastructure covers: parks; allotments; footpaths; cycle paths;
natural spaces; sports and cultural facilities; and play areas

This list of specific infrastructure has been developed through a robust and
credible evidence base, joint working and focused consultation. The list
should not be considered exhaustive and will be monitored on an annual
basis, to highlight any changes to needs within the city that require attention
and investment.
Infrastructure Requirements
The Local Plan has been developed alongside continued consultation with the
bodies responsible for infrastructure delivery in order to ensure that required
infrastructure will be delivered in a timely manner where appropriate. The
views of these bodies have been used in testing and underpinning the
strategy, although there remain some areas, which will require on-going
consultation with the responsible bodies and agencies to identify future,
unforeseen needs. This reflects the on-going importance of continuous
engagement and monitoring to ensure the Plan is kept up to date and fit for
purpose.
A key aspect of this policy will be the Infrastructure Delivery Plan (IDP). This
will set out what infrastructure is required, when it is required, how much it will
cost and what part of the overall cost will require contributions from
development. It is important that this is kept up to date along with the
evidence base that informs the IDP. The following areas of infrastructure will
be considered through the IDP:
 Highways and public transport;
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Cycling and walking routes
Water supply and sewage treatment;
Flood risk and drainage;
Utilities and energy supply;
Fuel poverty and energy efficiency;
Health provisions;
Community facilities;
Education;
Sports facilities;
Green infrastructure;
Emergency services;
Waste treatment and management; and
City centre infrastructure including public realm and accessibility.

In addition, the City’s IDP will be managed to reflect strategic cross boundary
infrastructure that is to be delivered within Warwickshire but with a view to
supporting the growth of the City (in part at least) and the delivery of the
homes and employment land that have been redistributed through the
Housing and Employment MOU’s. This reflects the strategic importance of
such infrastructure and the Councils on-going commitment to its Duty to
Cooperate responsibilities with its neighbouring authorities.
Policy IM1: Developer Contributions for Infrastructure
1. Development will be expected to provide, or contribute towards provision
of:
a) Measures to directly mitigate its impact and make it acceptable in
planning terms; and
b) Physical, social and green infrastructure to support the needs
associated with the development
2. Infrastructure and mitigation measures will be provided in a timely manner
to support the objectives of the Plan.
3. The Council will, where appropriate, seek to secure site-specific
infrastructure investments and/or contributions as well as off-site
contributions and/or investments. The nature and scale of these will be
related to the form of development and its potential impact on the site and
surrounding area. The cumulative impact of developments will also be
taken into account.
4. Developer contributions in the form of Planning Obligations and/or
Community Infrastructure Levy (CIL) will contribute towards strategic
infrastructure required to support the overall development in the Plan. This
will focus primarily on category 1 infrastructure as identified in the IDP
and/or Regulation 123 list.
5. Where site specific issues generate viability concerns, applicants should
discuss these with the Council at the earliest possible stage in the
development process. Proposals that are unable to comply with the Plan’s
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policies on viability grounds must be accompanied by a detailed Viability
Assessment.
6. The Council will work in partnership with infrastructure providers and other
delivery agencies in updating the Infrastructure Delivery Plan to ensure an
up to date evidence base regarding infrastructure requirements and costs
is maintained.

The NPPF requires that careful attention is given to viability and costs of
development. For plans to be deliverable, development must be viable and
should not therefore be subject to obligations and policy burdens that
undermine viability. Development should provide competitive returns to a
willing landowner and willing developer.
The Council has developed viability evidence to support its Local Plan, having
regard to affordable housing and development standards. The viability
assessment work will be developed further through the Council’s Community
Infrastructure Levy Charging Schedule.
The work to date suggests that as a whole, the Plan’s proposals are viable
and, in the main development proposals should be able to comply with the
policies of the Plan and contribute to the costs of infrastructure through CIL
and Section 106 contributions without threatening viability.
However, there may be specific circumstances which mean the planning
obligations and polices make a development, which otherwise positively
contributes to the delivery of the Local Plan, unviable. In these cases,
applicants will be expected to demonstrate how planning obligations and
policies result in the development being unviable by preparing a Viability
Assessment. The Viability Assessment should be undertaken in accordance
with the RICS Guidance Note on “Financial Viability in Planning” or any
updates of this guidance. The Viability Assessment will be reviewed by the
Council, however where conflicting views remain an independent viability
specialist may be appointed by the Council at the applicant’s expense in order
to reach an agreed position.
Implementation
In implementing the policies and proposals within the Local Plan it is
recognised that the private sector will have a key role to play in both the
funding and delivery of development. Equally, the Council will have an
important role to play and will make use of all appropriate mechanisms
including:
• Use of Government grants, European funding and prudential
borrowing;
• Working in partnership with other statutory delivery agencies (e.g. the
WMCA, the Environment Agency, the Homes and Communities
Agency, Sport England, and utility Companies) to ensure that essential
infrastructure is provided;
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•
•
•

•
•
•
•
•
•
•

Working in partnership with landowners/developers and other private
sector organisations including Business Improvement Districts to
secure deliverable development proposals and investment;
Engaging with education providers and other organisations to support
skills and training initiatives;
Preparation of Local Development Orders (LDOs), Area Action Plans
(AAPs) and Supplementary Planning Documents (SPDs) and other
more detailed frameworks to provide context and support for site
specific delivery;
Application of the Development Management and other regulatory
functions;
Use of the Council’s Compulsory Purchase powers to assist with site
assembly;
Use of Section 106 agreements to secure affordable housing and other
benefits;
Support for Neighbourhood Planning and other local initiatives;
Use of tariff-based systems such as the Community Infrastructure Levy
for infrastructure delivery where appropriate;
Use of other funding sources such as the landfill tax, the aggregates
levy, the lottery fund, development incentives and other initiatives as
they arise; and
Where appropriate pro-active use of the Council’s land holdings to
assist delivery.

Over the lifetime of the plan it is likely that new initiatives, partnerships and
sources of funding will emerge that will play a new role in helping to
implement proposals and deliver growth. Some of the specific mechanisms
that are currently and will continue to play a key role in the short to medium
term are identified below.
National Guidance does however place greater certainty on short term
infrastructure needs in order to ensure development can be supported in a
sustainable way from the outset of the plan. The Councils current 5 year
housing land supply comprises 75% of homes which already have planning
consent or have started construction (at April 2016). In addition, a further 15%
is covered by sites allocated under policy H2, adding further certainty to the
delivery of these schemes and their supporting infrastructure. The remaining
10% comprises sites within the SHLAA that are predominantly smaller sites
within the existing urban area and which will have a lesser impact on
infrastructure needs, with greater opportunity to access and utilise existing
provisions.
In terms of employment land, the works currently on-going at Toll bar Island
have supported the access to Whitley Business Park, whilst land at Browns
Lane, Friargate and Sutton Stop have extant planning permissions meaning
infrastructure considerations have already been taken into account. Alongside
the remaining land at Ansty Park and Ryton the Council is clearly able to
demonstrate a deliverable reservoir of employment land supported by
achievable infrastructure programmes.
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Local and National Grant Funding
One of the key aspects for the successful delivery of the Local Plan will be the
provision of infrastructure to enable and support development. There are a
range of funding options that can be utilised to support the infrastructure and
environmental improvements that are required to enable the delivery of the
overall strategy and support sustainable growth.
To support the delivery of Infrastructure across Coventry the Council have
been proactive, efficient and successful at drawing down significant levels of
grant funding from a variety of sources including:
 The European Regional Development Fund (ERDF);
 The Regional Growth Fund (RGF);
 Growth Deal and City Deal;
 Strategic Economic Plan funding streams;
 Other Local Enterprise Funding;
 Heritage Lottery Fund; and
 Department for Education Capital Grant funding.
Such funding has helped deliver infrastructure projects that have and continue
to unlock growth across the city. In the last 3 years grant funding has
delivered in excess of £64m, with a further £73m committed and secured to
fund schemes over the next 5 years. These funds contribute towards a total
grant funding pot of in excess of £224m that will support infrastructure delivery
across Coventry over the course of the plan period. These funds have
successfully delivered schemes such as:
 NUCKLE rail upgrades;
 Far Gosford Street regeneration;
 Transport Museum expansion;
 Redesign of Whitley Junction;
 School expansions and refurbishments e.g. Edgewick, Little Heath,
Whitley Abbey, Corpus Christi and Hollyfast Schools;
 Commencement of Friargate;
 Redevelopment of the Ring Road Junction 6;
 Cycling initiatives across the city;
 Highway upgrades at the A4600; and
 Enhancements to public green spaces and play areas e.g.: Canley,
Primrose Hill and War Memorial Park.
The Council recognises that grant funding is likely to change significantly over
the course of the plan period, with different sources and amounts of funding
becoming available. The Council does however have a proven track record
and substantial experience in both securing and spending grant funding in
order to support improvements to the city’s infrastructure. Indeed, the City
Council are already progressing plans to invest money secured through the
Devolution Deal as part of the West Midlands Combined Authority, including
significant contributions towards rail and highway infrastructure. As such,
grant funding is expected to continue to contribute towards delivering the
infrastructure needs of this Plan. Where possible and appropriate
opportunities to ‘match fund’ grant funding alongside other funding streams
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such as developer contributions or council budgets will be supported to
ensure the sustainable delivery of infrastructure.
Developer Contributions
Development will be expected to provide, or contribute towards the provision
of:
• Measures to directly mitigate its impact and make it acceptable in
planning terms
• Physical, social and green infrastructure to support the needs
associated with the development.
These contributions will be sought in line with the CIL regulations and
appropriate ‘tests’ or successor regulations/guidance. The Council will, where
appropriate, seek to secure site specific measures through planning
obligations. The nature and scale of any planning obligations sought will be
related to the form of development and its potential impact on the site and
surrounding area. Infrastructure and mitigation measures will be provided in a
timely manner to support the objectives of the Local Plan, and will ensure any
new developments will provide the infrastructure, facilities, amenities and
other planning benefits which are necessary to support and serve the
development, and to offset any consequential planning loss to the local area
which may result from the development. Developer contributions in the form of
the CIL will contribute towards strategic infrastructure to support the overall
development in the Plan.
Planning Obligations and Community Infrastructure Levy (CIL)
Section 106 agreements will continue to be used to secure affordable housing
and on site infrastructure, ensure the development or use of land occurs in
specific ways; and requires specified operations or activities to be carried out.
As of June 2016, the Council had secured in excess of £6m in developer
contributions to support the sustainable delivery of sites already with planning
permission or currently being developed. This includes money for new school
places, new play areas, highway improvements and general maintenance of
parks and green spaces. In addition to this money current developer
contributions have secured land set aside for education provision and parks
and green spaces.
The CIL came into force nationally in April 2010 and allows local authorities to
raise funds from developers undertaking new building projects in their area.
The CIL is a set levy based upon the type of use and floor space proposed
and provides a standardised method for calculating contributions. The Council
expects to adopt its own CIL in 2018.
Inward investment
Alongside securing funding for infrastructure the ability to attract private sector
investment will be central to the overall success of the Local Plan. The
Council will continue to take a proactive and constructive approach to
potential investors. The Council will continue to work actively in promoting
Coventry and the opportunities on offer. Indeed the Local Plan supports this
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approach by providing a degree of certainty over site allocations and
proposals. Furthermore the city finds itself at the forefront of an upturn in the
local and national economy and through this Local Plan and its supporting
documents will be very well placed to respond to this upturn with a varied and
flexible supply of developable land to facilitate inward investment.
Partnership working
While the Council has a key role to play in delivering the policies and
proposals, responsibility does not rest solely with the Council and it will
require the combined efforts and investment of a range of stakeholders
working together.
The CWLEP will have a central role in supporting the delivery of the overall
growth agenda for Coventry. They provide the vision, knowledge and strategic
leadership required to drive sustainable private sector growth and job creation
in their areas. The CWLEP was formed in 2011 and is a business led initiative
with local authority, the business community and educational providers
represented.
Duty to Cooperate
To support the alignment of sub-regional development and strategic
infrastructure a Spatial Plan for Recovery and Growth is being progressed by
the CWLEP, in partnership with the 6 local authorities and WCC. The County
Council are also coordinating a compendium of infrastructure Plans across
the sub-region to support the alignment of strategic growth areas and
infrastructure provisions. This will be supported by the regular updating of the
City Council’s live IDP which will identify key cross boundary schemes linked
to the delivery of the city’s unmet needs within Warwickshire. In addition a
West Midlands Strategic Infrastructure Advice Note has been prepared to
support the Combined Authority process and inform key infrastructure issues
that need to be overcome to support the delivery of new homes and jobs.
Both areas of work support the DtC process in so far as it relates to the
delivery of strategic infrastructure.
Use of Council powers
The Council has a range of powers that are available to help support delivery.
This will not just be confined to those of the planning system but also the
housing, education and highway functions it provides.
Compulsory Purchase Powers
These are an important tool for local authorities and other public bodies to
assemble land to help deliver social and economic change. The Council has a
strong track record in utilising these powers to support urban regeneration
schemes and the delivery of infrastructure and will continue to apply these
powers where the acquisition of land is necessary to enable comprehensive
schemes that deliver economic, social and environmental benefits.
Use of Council Land
The Council has extensive landholdings within Coventry and will seek to use
these to take forward the strategy where appropriate and possible. This will
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include the promotion of land for development and through the protection and
improvement of social and environmental assets.
Wider Planning
The preparation of more detailed plans to guide delivery in areas of change
has proved to be successful in the past and will continue. Wherever possible
the Council will aim to make use of Supplementary Planning Documents, Area
Action Plans, Neighbourhood Development Plans and regeneration
frameworks to provide local and site specific policy and promote a
comprehensive approach to development initiatives. The Development
Planning and Development Management roles of the Council will remain an
important delivery mechanism.
Monitoring
The Council will measure the performance of the Coventry Local Plan by
assessing how effective its policies are in delivering the vision and objectives.
The main mechanism for reporting on the performance of the Plan will be the
Authorities’ Annual Monitoring Report.
Monitoring and Performance
Appendix 8 of the Local Plan identifies a range of monitoring requirements
linked to the policies of this Plan. These requirements will be assessed
through the Council’s Annual Monitoring Report process to test the delivery
and performance of the Local Plan and Supporting Documents.
The Monitoring Framework has been appended to the Local Plan to reflect the
fact that it is a ‘living document’. Many of the Local Plan policies will require
assessment over time to understand appropriate trends and impacts on
development. This reflect the changing face of planning policy in recent years
and the increasing need to consider the impacts of climate change and
sustainable development in particular. Where trends become apparent
through monitoring this Framework will be updated through the Annual
Monitoring Report process.
The Monitoring Framework will therefore be regularly reviewed and kept up to
date. It will also be an integral evidence platform for determining the need to
review the Plan, either in full or part, in accordance with Policy DS1.
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Appendix 1 H.04: COVENTRY & WARWICKSHIRE LOCAL
ENTERPRISE PARTNERSHIP: UPDATED STRATEGIC
ECONOMIC PLAN (AUGUST 2016)

UPDATED STRATEGIC
ECONOMIC PLAN
AUGUST 2016
cwlep.com
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Foreword

by the Chairman of the Coventry & Warwickshire
Local Enterprise Partnership
The Coventry & Warwickshire Local Enterprise Partnership (CWLEP) is delighted to
present its updated Strategic Economic Plan.
In the last two years the political landscape of this country has fundamentally changed; the election
of a Conservative majority government in 2015, the emergence of a West Midlands Combined
Authority and, more recently, the outcome of the EU Referendum will create new opportunities and
challenges that Coventry & Warwickshire must take and overcome in equal measure.
Over the last two years since the original SEP was first published, CWLEP has made great progress
in helping to bring additional growth to our area’s economy. The updated SEP has been developed
to reflect on progress since 2014, to provide the tools to further stimulate growth, and to provide a
pipeline of projects and schemes across the region that will enable this growth.
We are confident this plan has the vision and ambition that can, with the right support, establish
beyond doubt that Coventry & Warwickshire is the ‘Knowledge Capital of the UK’ and enable the
area to achieve its fantastic potential.
The SEP was first published in March 2014 and since then CWLEP has secured significant
support for the area including £89.4 million of funding through the initial Growth Deals.
This is being invested in a range of projects such as; the Coventry to Nuneaton rail link, the
new access to Coventry City Centre from the Railway Station and Warwickshire College’s
Apprenticeship Centre.
This updated plan builds on that progress and identifies further important strategic
initiatives that will address the emerging economic challenges and opportunities
facing the area.
We have established five strategic pillars to allow us to focus investment around
clear priorities. These pillars are: Unlocking our Growth Potential; Advanced
Manufacturing and Engineering; Growing our SMEs; Growing our Talent and,
(additional to the original SEP in 2014), Culture and Tourism. The pipeline of
projects and schemes that support these pillars form the substance of our
Growth Deal 3 bid to Government.
We look forward to negotiating a Growth Deal with Government that will
enable many of these projects and schemes to be delivered. It is vital that
the private sector, our local authorities and our two world-class universities
continue to collaborate to deliver our updated SEP and we are confident
that the strong relationships between companies, local authorities and
organisations in our area will enable us to achieve our ambitions.

Jonathan Browning
Chairman of the Coventry & Warwickshire LEP
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Executive Summary
The Coventry & Warwickshire Strategic Economic Plan (CWSEP), published in March
2014, set out how the Coventry & Warwickshire Local Enterprise Partnership (CWLEP),
along with its partners in the public, private and third sectors, will grow the economy
over the short, medium and longer term. It recognised that co-ordinated action from
all sectors will play a key role in stimulating growth and prosperity, and increasing the
competitiveness of the local economy.
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Review of the 2014 Strategic Economic Plan
Although Coventry & Warwickshire has many characteristics of a high performing economy, such as its strong
transport links and presence of world-class universities and R&D institutions, it was recognised that the
area’s overall economic performance could be described as average. The Plan therefore sought to improve this
performance, through targeted interventions across four thematic areas, many of which were funded through
the Growth Deal.

Progress Against 2014 CWSEP Strategic Pillars
Unlocking our growth potential
This has included enhancements to the local rail infrastructure, with contractors already appointed
for the enhancements to Coventry Station and development of Kenilworth Station. Significant
improvements are also earmarked for the local road infrastructure, including the M40, A45, A46, A444
and A5 corridors. It is envisaged that these investments will bring key sites forward for development,
which will result in significant business investment and growth and job creation impacts for the
local economy.

Advanced Manufacturing and Engineering sector development
This has included a series of investments to help realise the growth potential of a key sector where
Coventry & Warwickshire has a competitive advantage. The investments are focused on enhancing levels
of Research & Development (R&D) and improving skills levels, with a new National Transport Design
Centre in Coventry having secured planning permission in March 2016.

Coventry & Warwickshire Growth Hub
A core outcome of the Coventry & Warwickshire City Deal, the Hub was launched with physical
premises in July 2014. Demand for the Hub’s services is increasing, with it having engaged with 1,880
businesses and assisted 212 of these to improve their performance, generating £31.7m in GVA in its first
year of operation. In addition, Venture House which provides 2,500 sq ft of flexible space and business
advice to Stratford-upon-Avon start-ups and SMEs, opened in Quarter 2 2016.

Growing our talent
This focuses on enhancing skills levels of local residents as a means of raising local productivity
levels, particularly in key sectors such as Advanced Manufacturing & Engineering, ICT, Digital &
Creative Industries, Logistics, Culture & Tourism, Professional & Financial Services and Healthcare.
The Trident Centre in Leamington Spa, providing courses and apprenticeships in manufacturing and
engineering, and the Advice Centre at City College Coventry have successfully been developed and
are now operational.
CWLEP, through Growth Deal, has been instrumental in
tackling transport barriers to growth by investing in our
railways with visible changes to Coventry Station that
commuters and businesses are already experiencing, and
the new Kenilworth Station is on track for opening in
2017. Warwickshire College has opened its doors to new

students and will train advanced and higher apprentices.
Already, over 200 apprentices from Jaguar Land Rover
and SMEs are enjoying the class-leading industry
facilities including engineering workshops and computer
laboratories. Coventry students will benefit from tailored
job search advice in their new Advice Centre with a
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high profile new on-campus facility. The low
business start-up rate in Stratford-upon-Avon
has been tackled with a dedicated business
hub called Venture House, which opened in
Quarter 2 of 2016. With calls for Local Growth
Fund 3 underway, we are confident that further
programmes of infrastructure will begin at
pace to build on these important achievements
to date.
Coventry City Council is the statutory
Accountable Body for the financial oversight
and management of the portfolio of projects
funded through the Growth Deal, reporting
progress to CWLEP’s Board. By the end of the
2015/16 financial year, CWLEP was on track to
deliver its Growth Deal programme by 2020,
having successfully committed its initial full
year allocation of £17.18m on kick-starting the
schemes mentioned above.

2016 Strategic Economic
Plan Update
The past two years have seen much progress
in Coventry & Warwickshire’s economy, with
the early Growth Deal investments providing
strong foundations for growth; however,
it is important that the Strategic Economic
Plan evolves in its focus, priorities and
plans to respond strategically to the area’s
ever-changing economic challenges.
Despite the fact Coventry & Warwickshire’s
GVA grew more rapidly than the national
average between 2010-2014 (3.75% compared
to 3%), the area still had an output gap of some
£460.2m in 2014, which rises to £2.328bn if we
only consider local employee jobs (given that
GVA per worker in Coventry & Warwickshire is
just 90% of the national average). This is a
key strategic issue that needs to be addressed.
The local economy needs to grow at 3.3%
per annum (assuming a UK GVA Growth Rate
of 3%) if this output gap is to be removed
by 2030.
The main sectors that are expected to
contribute to this GVA growth include the
Automotive, Construction, ICT, Architecture/Civil
Engineering and Logistics sectors. The Culture
and Tourism sector is also expected to make an
important contribution, and this is reflected in
the five themes that now form the Strategic
Economic Plan:
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2016 CWSEP Update Strategic Pillars
Unlocking our growth potential
Although the area has witnessed growth in the demand for
employment land, particularly in Advanced Manufacturing
and Logistics, there is a need to address the low stock and
immediate pipeline of employment land, particularly in
Coventry and Nuneaton & Bedworth, where job densities are
low. Transport infrastructure and urban centre improvements,
as well as significant expansions of the superfast broadband
infrastructure, will play a crucial role in bringing major sites
forward for development and attracting business investment.

Advanced Manufacturing and Engineering
sector development
There is a need to capitalise on the potential of this sector,
which is growing more rapidly in Coventry & Warwickshire
than the UK overall. A key priority is to increase levels of
business engagement with the area’s world-class R&D and
innovation assets, and fulfil the area’s potential as a test
bed for new low carbon products.

Growing our SMEs
The Growth Hub will continue to deliver a central business
support co-ordination function within Coventry &
Warwickshire, with the Hub now being a subsidiary of CWLEP
with its own bank account and core team. Its portfolio of
activity will continue to expand to ensure future sustainability
and reflect the evolving demand for business support
locally. All Business Account Managers are accredited by the
Association of British Mentors.

Growing our talent
This will target improvements to skills levels in Coventry
& Warwickshire’s priority sectors and ensure the supply of
training meets demand from employers. It will also entail
investments in the capital infrastructure which will unlock
barriers to developing technologies in energy efficiency,
low carbon, assistive technologies, intelligent mobility,
sustainability, digital technology and data analysis in
particular. Interventions in this theme will help to drive
growth, tackle unemployment and ensure a stronger fit
between education and employment.

Culture and tourism
This will focus on growing the visitor economy, particularly
around Coventry’s opportunity to become UK Capital of
Culture in 2021, and further developing the renowned offer
that is “Shakespeare’s Stratford”.

Recognising the role that a range of sectors need
to play in growing and diversifying the Coventry &
Warwickshire economy, the CWSEP vision has been
updated to reflect this:

“Coventry & Warwickshire is
recognised as a global hub for
knowledge-based industries, leading
the way in advanced manufacturing &
engineering and digital sectors.
Building on its central location,
employment sites, distinctive
businesses, innovation and cultural
assets and highly talented workforce,
by 2025 Coventry & Warwickshire will
be a high performing economy with
our innovative businesses competing
internationally, growing and providing
better paid employment opportunities
for all of our residents across both our
rural and urban areas.”

West Midlands Combined Authority
and Midlands Engine
The seven metropolitan authorities of Birmingham,
Coventry, Dudley, Sandwell, Solihull, Walsall and
Wolverhampton have established a West Midlands
Combined Authority, working alongside the Local
Enterprise Partnerships of the Black Country, Greater
Birmingham & Solihull and Coventry & Warwickshire
and other Local Authorities.
Nuneaton & Bedworth Borough Council is a nonconstituent member, whilst Warwickshire County Council,
North Warwickshire Borough Council, Rugby Borough
Council, and Stratford-on-Avon District Council act as
observers, with a view to joining as members in
the future.
A Strategic Economic Plan has been established for the
Combined Authority and three-LEP geography, which
includes clear objectives and targets for the 2016-2030
period. As a result, the objectives proposed in the 2016
Coventry & Warwickshire Strategic Economic Plan are
closely aligned with those of the emerging Combined
Authority Strategic Economic Plan, particularly in terms
of growing the manufacturing and digital/creative
sectors, raising skills levels as a means of both supporting
growth of key economic sectors and increasing
employment rates, and enhancing the transport
infrastructure as an enabler for economic growth.
2015 also witnessed the launch of the Midlands Engine,
where the 11 Midlands-based LEPs will work together
to respond to the Government’s economic and political
challenges, particularly in:
•

Enhancing transport connectivity.

•	Increasing inward investment and local
business growth.
•

Enhancing education and skills.

•	Increasing capacity and collaboration in
Research, Development and Innovation.
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Review of the 2014 Strategic Economic Plan
1.1
Introduction
The Coventry & Warwickshire Strategic
Economic Plan, published in March 2014,
set out how Coventry & Warwickshire Local
Enterprise Partnership (CWLEP) will grow the
economy over the short, medium and longer
term. It recognised that building growth and
prosperity requires co-ordinated action from
all sectors.
In particular, investment from both national and local
government would be required in the development of
the Coventry & Warwickshire economy, and private
sector companies would remain the key drivers of
economic growth.
The ultimate aim set out in the Strategic Economic Plan
(SEP) was to improve the competitiveness of the Coventry
& Warwickshire economy, and increase employment and
wealth opportunities for all, reflected in the creation of
94,500 new jobs and £15.823bn GVA per annum in the
Coventry & Warwickshire economy by 2030. This was
encapsulated in the vision presented in the plan:
“Coventry & Warwickshire is recognised as a global hub in
the advanced manufacturing and engineering sector, with
business and research links across the world.
Building on its central location, employment sites,
distinctive businesses, innovation assets and highly

talented workforce, by 2025 Coventry & Warwickshire
will be a high performing economy with our innovative
businesses competing internationally, growing and
providing better paid employment opportunities for all of
our residents across both our rural and urban areas.”
The vision was long-term in nature, and reflected
the requirements at that time that were needed to
significantly grow the economy and build a stronger
private sector. In this context, the Strategic Economic
Plan set out a framework for growth and the economic
priorities that would help deliver the economic vision.
The 2014 Strategic Economic Plan also recognised that
the Coventry & Warwickshire area has many of the
key characteristics of a high performing economy. It is
extremely well placed on the strategic transport network
and has excellent links with London. It is home to two
leading global universities, six Further Education colleges
and world-class R&D institutions. It has a range of multinational companies (many with their headquarters here),
and is a highly attractive environment for businesses to
locate and residents to live, with a strong cultural and
heritage offer.
However, when looked at in total, today’s Coventry &
Warwickshire economic profile could be described as
average, with multiple smaller economic geographies
existing across the LEP area. It has the complexity of
an urban city economy mixed with areas of deprivation
and prosperity and a diverse peri-urban and rural county
economy. It has generally higher levels of prosperity
in the south in the districts of Stratford-on-Avon and
Warwick, alongside challenges for skills, job creation and
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access to higher value jobs in the northern boroughs
of Warwickshire.
The 2014 SEP was built around four key themes:

Unlocking our growth potential
Advanced Manufacturing and Engineering
sector development
Coventry & Warwickshire Growth Hub
Growing our talent
CWLEP, through Growth Deal in particular, has been
instrumental in ensuring that positive progress has been
made against the above four themes since 2014. This
has included tackling transport barriers to growth by
investing in our railways with visible changes to Coventry
Station that commuters and businesses are already
experiencing, and the new Kenilworth Station is on
track for opening in 2017.
Warwickshire College has opened its doors to new
students and has extended its training of advanced
and higher apprentices. Already, over 200 apprentices
from Jaguar Land Rover and SMEs are enjoying the
class-leading industry facilities including engineering
workshops and computer laboratories. Coventry students
will benefit from tailored job search advice in their new
Advice Centre with a high profile new on-campus facility.
The low business start-up rate in Stratford-upon-Avon
has been tackled with a dedicated business hub called
Venture House, which opened in Quarter 2 of 2016. With
calls for Local Growth Fund 3 underway, we are confident
that the key programmes of infrastructure will begin at
pace to build on these successes.

1.2
Unlocking our Growth Potential
An important part of the Strategic Economic Plan was
to ensure that there are appropriate and available
employment sites to allow existing business to
grow and to attract inward investment. The focus
of intervention has been on major employment and
innovation sites, all closely linked to the rail or
strategic highway network and all within relatively
close proximity.

13

The priority employment and innovation sites are mainly
located within a strongly established north-south travel
to work corridor extending from Hinckley – Nuneaton
– Coventry – Leamington Spa – Warwick, within which
80% of all travel to work activity occurs.
The ability to facilitate physical business-to-business
interaction and to support access to labour in this
corridor is critical to achieving the targeted growth.
While the area benefits from good transport connectivity,
this needed to be further strengthened to ensure the
area remains competitive and attractive to new
inward investment.
Investment through the Growth Deal signed by the
then Minister for Universities, Science and Cities,
Greg Clark MP, for sites and infrastructure included:
NORTH-SOUTH RAIL
•	Delivery of the North-South Rail and Coventry
Station scheme, which will improve passenger
capacity and secure an increase in train service
frequency between Coventry - Bedworth
- Nuneaton.
CITY CENTRE ACCESS
•	Delivery of the Coventry City Centre road access
project that will enable housing growth, support
retail regeneration and city centre employment
accessibility:
-

Supporting the development of 18,000 m2 of
commercial floorspace and 1,230 housing units.

KENILWORTH STATION
•	A new rail station in Kenilworth, including platform,
an accessible footbridge with lifts, a staffed ticket
office, waiting room, toilets, a 90 space car park
and a stand for two buses:
-

Increase sub-regional GVA by approximately
£30.6 million per annum.

-

Significantly enhance rail access for
Kenilworth’s 25,500 residents.

The Growth Deal included other projects with
provisional allocations starting in 2016/17 and beyond:
ACCESS TO WARWICK
•	Delivery of the A46/A425/A4177 Stanks Road
network scheme. This will enhance access to
Warwick town centre and facilitate future
employment and housing growth in the area.
A5 CORRIDOR
•	Delivery of the A5 Corridor scheme. This will
enable the dualling of the A5/A47 Longshoot to
Dodwells which will: reduce congestion, improve
journey time reliability, and support current
and future economic activity in Warwickshire,
Leicestershire and the wider A5 corridor.
ACCESS TO UK CENTRAL
•	Improve links to UK Central, Birmingham
Airport & High Speed 2 (HS2). This scheme will
improve key junctions along the A45, connecting
the major employment sites of the University of
Warwick, Whitley, and Ansty to major national
and international gateways.
A45 CORRIDOR COVENTRY RAPID TRANSIT
•	Contribution to a series of targeted
improvements at junctions along the A45 from
the A46/A45/A444 Stivichall junction through to
the A45/Broad Lane junction.
COVENTRY SOUTH MASS RAPID TRANSIT
•	Contribution towards enhanced transport
connectivity between Coventry Airport,
Middlemarch Business Park, Whitley
Employment Zone with Coventry City Centre
and Coventry Station.

In January 2015, Oliver Letwin MP, then Minister
for Government Policy and Chancellor of the Duchy
of Lancaster announced further sites and infrastructure
investment through an extension to Growth Deal,
including:
EMPLOYMENT SITES
•	An Investment programme to bring forward key
employment sites for development (e.g. Friargate
and further employment land around J12 M40),
enabling business growth and creating new
job opportunities:
-	Creating 43,200 m2 of new commercial
floorspace.
-	Stimulating £88.5 million of private sector
investment into employment land.
-	Creating 3,600 new jobs for the local
economy by 2020.
-	Creating almost £172 million in GVA.
INVESTMENT FUND
•	A fund that will support local businesses to make
major capital investments, develop buildings and
infrastructure or access new technologies that will
facilitate business growth and job creation:
-	Creating at least 97 new jobs for the local
economy by 2020.
-	Creating £11.2 million in GVA within Coventry
& Warwickshire.
CAPACITY IMPROVEMENT
•	Capacity improvements in the A444 corridor
at the Coton Arches roundabout in Nuneaton,
which will facilitate housing and employment
growth (including at the flagship Bermuda Park
employment site) and improve access to
Nuneaton town centre:
-	Enabling over 400 new homes to be built.
-	Enabling over 700 new jobs to be created.
-	Creating at least £24.2 million in GVA for the
local economy.
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The impact is forecast to be significant, with the
financing secured through the Coventry & Warwickshire
Growth Deal enhancing the locality as a place to live
and work. Indeed, significant progress has already been
made, with the principal contracts for both the Coventry
and Kenilworth Station projects being let, and the
programme of public realm improvements for Coventry
City Centre completed.
Once delivered, the investments within this theme will
improve road connections and, by tackling congestion on
the area’s roads, it will make moving around by car and
public transport quicker and easier and improve people’s
journeys to work and business-to-business connectivity.
Vital infrastructure developments will help unlock new
sites for industry, bringing new jobs into the area.
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1.3
Advanced Manufacturing and Engineering
Advanced Manufacturing and Engineering (AME)
is a key driver of economic growth and is of
global significance.
It is a competitive asset in terms of its depth, capability
and industrial heritage. Coventry & Warwickshire has
retained its technical and engineering strengths and
is home to large AME businesses which are critical to
future growth. Companies such as Aston Martin, BMW,
Jaguar Land Rover and Tata have chosen Coventry &
Warwickshire as a base to do business. Many technology
businesses based here have been at the cutting edge of
using new materials and developing them into
innovative products.
Coventry & Warwickshire has a strong base of
employment in Advanced Manufacturing and
Engineering, specifically motor vehicles (automotive),
aerospace, architectural and engineering activities,
fabricated metal products, machinery and equipment,
electrical equipment and other transport equipment.
Private sector businesses have invested significantly into
Research & Development (R&D) and modern technologies
in AME and rely on a highly-skilled workforce with
transferable skills.
Alongside private businesses, Coventry & Warwickshire
has access to world-class Research & Development and
Innovation Infrastructure including Coventry University,
the University of Warwick, the Manufacturing Technology
Centre (MTC) and Horiba-MIRA. Support for AME is
a priority and through strong public-private sector
collaboration Coventry & Warwickshire will be globally
regarded as a centre of excellence for AME with strong
and innovative businesses with world-class Research &
Development and a highly-skilled and flexible workforce.
A key enabler will be to support a greater number of
businesses (particularly SMEs) to work with the area’s
fantastic innovation assets to foster innovation and
facilitate their growth. Marketing these innovation assets
will also play an important role in attracting further
investment from knowledge-intensive sectors to Coventry
& Warwickshire.
Advanced Manufacturing and Engineering (AME) is the
foundation of CWLEP’s SEP. AME directly employs 34,000
people in Coventry & Warwickshire accounting for 10%
of all employment. This is 57% greater than the UK
average overall and 500% greater than the UK average
for the automotive industry1.

1

S ee “Coventry & Warwickshire Economic Review – Strand 5: Advanced Manufacturing
and Engineering in Coventry & Warwickshire”, August 2013

Investment through Growth Deal included:

Investment through Growth Deal includes:

TRANSPORT DESIGN CENTRE

RESEARCH & DEVELOPMENT

•	Development of a National Transport Design
Centre at Coventry University Technology park:

•	A new centre to deliver R&D activities developing
new steel products that will service key sectors
such as Automotive, Aerospace, Rail, Defence
and Energy:

-

1,700 m² of purpose built grow-on space.

-

115 jobs created.

-

253 businesses assisted by 2021/22.

APPRENTICESHIP CENTRE
•	Development of a new Apprenticeship Centre at
Warwickshire College. This investment will enable
the college to purchase new equipment and
refurbish college buildings, which will
provide additional apprenticeship training in
advanced manufacturing and engineering:
-

312 Advanced Apprenticeships.

-

342 Higher Apprenticeships.

-	Support 30 businesses in developing new
high-value steel products.
-	Safeguard 40 jobs initially within the
businesses supported.
-	Create at least £3million in GVA within
Coventry & Warwickshire by 2018.
BUSINESS INVESTMENT FUND
•	A fund that will address difficulties businesses are
currently encountering in accessing finance from
commercial providers to fund expansion projects.
•	The fund will support businesses to make major
capital investments, develop buildings and
infrastructure or access new technologies that will
facilitate business growth and job creation. The
fund will create around 100 new jobs directly for
the local economy.
EMPLOYMENT SITES
•	Investment programme to bring forward key
employment sites for development (e.g. further
employment land around J12 M40, Gaydon). This
will result in business growth and the creation of
new job opportunities within the local economy.
The planned activities within this theme, particularly
those funded through the Growth Deal, will potentially
have a considerable impact on the local economy in the
form of facilitating business growth and job creation.
Indeed, planning permission has been secured and
construction work started on the National Transport
Design Centre. Longer-term, the development of the
new R&D Centre for Innovative Steel Based Products,
combined with the launch of the Business Investment
Fund, will help to strengthen local supply chains within
the automotive, aerospace, rail, defence and energy
sectors, in particular.
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1.4
Growth Hub
The creation of the Coventry & Warwickshire Growth
Hub was a core outcome of City Deal in April 2014.
It launched soon afterwards in July 2014, and is located
in Cheylesmore House (Coventry). The Growth Hub is now
well established and seeing a huge increase in demand
for its services, engaging with 1,880 businesses in its first
year of operation. This scale of business engagement is
only likely to increase, particularly in light of decisions
made within the 2015 Government Spending Review,
which reaffirmed the position of Growth Hubs as the
vehicle for business support. The decision to close the
national Business Growth Service, which included the
Manufacturing Advisory Service (MAS), has also created
opportunities for the Growth Hub to offer more specialist
advice around productivity, particularly for the
AME sector.
Clearly there have been many changes since the ‘City
Deal’ was signed in 2014 but the original objectives
of the City Deal remain unchanged. In addition, the
Growth Hub is now also seen as essential in providing
an indispensable service for Coventry & Warwickshire to
deliver economic impact against the SEP.
The Growth Hub is a one-stop shop, serviced by proactive
Account Managers who work with growth companies
and advise on the optimum course available to maximise
their potential growth. Their expertise is used to provide
information, diagnostics and brokerage across Local
Authority and sector boundaries leading to an efficiency
that would be difficult to replicate on an individual
authority basis.
Support services provided include access to finance,
business innovation, international trade, inward
investment, improving workforce skills to enable
business growth, advice with the submission of planning
applications, and general business support and advice.
As well as engaging with 1,880 businesses in its first
year of operation, the Hub assisted 212 businesses to
improve their performance, and provided 312 referrals to
national business support products. The support activities
have led to £5.25m of private sector investment and the
generation of some £31.7m in Gross Value Added (GVA)
for the Coventry & Warwickshire economy2.
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In addition, Venture House, which provides some
2,500 sq ft of flexible space to new and existing SMEs
with support from Growth Hub business advisors,
opened in Stratford-upon-Avon in Quarter 2 of 2016.
Part-funded through Growth Deal, this facility will play
an important role in developing sustainable new startups, as well as the growth of micro-businesses within
Stratford-upon-Avon.

1.5
Growing Our Talent
The Coventry & Warwickshire Strategic Economic Plan
identified IT Services, Digital and Creative Industries,
Logistics, Culture and Tourism, Professional and
Financial Services and Healthcare as sectors that
will make a significant contribution to growing the
Coventry & Warwickshire economy.
It was recognised that further investment in these sectors
was vital to ensure that we enhance the productivity
and competitiveness of the wider business base, thereby
increasing employment opportunities. This additional
investment needed would be in supporting new business
start-ups, increasing business resilience and improving
the skills levels of residents.
Investment through Growth Deal included:
SKILLS CENTRE
•	Development of a new Skills Centre at Coventry
City College. This will provide support for young
and unemployed people in acquiring skills for
employment, and for marginalised groups to acquire
basic skills especially English and mathematics:
-	88 additional apprenticeships over three years.
-	769 additional learners developing skills over
three years.
START-UP FACILITIES
•	Provision of new business start-up facilities in
Stratford-upon-Avon by converting an existing local
authority building into a state-of-the-art facility.
-

Refurbishment of 244 m² vacant property.

-	Enable 23 business start-ups and growing small
businesses to locate in the building.

2

See Coventry & Warwickshire Growth Hub Final Evaluation (January 2016)

CITY CENTRE ACCESS
•	Delivery of the Coventry City Centre road
access project that will enable housing growth,
support retail regeneration and city centre
employment accessibility.
ACCESS TO UK CENTRAL
•	Improve links to UK Central, Birmingham Airport
and High Speed 2 (HS2). This scheme will improve
key junctions, connecting the major employment
sites of University of Warwick, Whitley and Ansty
to major national and international gateways.
Investment through Growth Deal included:
FE COLLEGES
•	New facilities at FE Colleges to deliver skills
as demanded by local employers. The Growth
Deal will invest in skills training to increase the
number of technically trained people to meet the
continuing demands from existing and future local
employers in the advanced manufacturing and
construction sectors:
-

Create 1,200 m2 of new learning space.

-

Generate 1,200 new learners per annum.

-	Create 730 new apprenticeship opportunities,
particularly within construction and AME.

Significant progress has already been made within this
theme, particularly through investments from the Growth
Deal. The Trident Centre, a new 1,675 m2 learning centre
for Warwickshire College in Leamington Spa, has been
constructed, and the Centre is already operational. This
delivers much needed courses and apprenticeships within
the AME sector.

In addition, a new Advice Centre at City College
Coventry to provide help and support for people wanting
to find information about jobs, training or education, is
also fully operational. A cross-LEP Skills Partnership has
also been successfully established to deliver a
co-ordinated approach that will enable residents
to access training and employment in the North
Warwickshire, Nuneaton & Bedworth and Hinckley &
Bosworth Local Authority areas.

1.6
Programme Management and Governance
Coventry City Council is the statutory Accountable
Body for delivery and financial oversight and has put
in a place a Growth Deal Programme Management
Team. This team is responsible for managing the
portfolio of projects funded through Growth Deal, and
reporting progress to the CWLEP Board.
The CWLEP were early adopters of an approved Assurance
Framework setting out how the Growth Deal Programme
would be managed and governed. The programme is
regularly monitored through monthly meetings with
the Government’s Cities & Local Growth Unit and is
accountable to the LEP Board via the board’s Programme
Delivery Sub-Committee where the expenditure, delivery
and output profiles are scrutinised on behalf of the
LEP Board.
In December 2015, the Annual Performance Conversation
took place between Government and the CWLEP.
The CWLEP was judged to be delivering effective
management, distribution of funds and execution of
commitments within both the City and Growth Deals.
Moreover, by the end of the 2015/16 financial year,
CWLEP was on track to deliver its initial Growth Deal
programme by 2020, having successfully committed its
first full year allocation of £17.18m on kick-starting
flagship schemes.
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2

2016 Strategic Economic Plan Update
2.1
Vision, objectives, strategy and plans
The past two years have seen significant
progress within Coventry & Warwickshire’s
economy, with the early Growth Deal
investments providing a strong foundation for
longer-term economic growth.
However, the SEP is a living document that must remain
relevant to the key strategic socio-economic challenges
and opportunities facing the area. Therefore, whilst we
acknowledge the encouraging progress, we at CWLEP
also need to continually revisit our focus, priorities
and plans.
As a Local Enterprise Partnership area, Coventry &
Warwickshire can highlight particular positive aspects
of economic performance:
•	
The area has the lowest level of unemployment
within its comparator group of 13 “Producing
Places3” LEPs within England.
•	
The area has the 2nd highest level of employment
opportunities compared to its population (job
density) across our comparator group of 13
“Producing Places*” LEPs within England.
•	
The area is ranked 4th across our comparator group
of 13 “Producing Places*” LEPs within England in
relation to nominal GVA per head.
•	
The area has seen skills attainment and higher level
skills attainment levels increase by greater than the
English average between 2011 and 2014.
3

 ote: The typology of Local Enterprise Partnerships is based on comparative
N
performance across a range of indicators. LEPs in the producing places group
including Coventry & Warwickshire have a concentration of businesses in the
production industries.

Yet there remain significant challenges that need to be
addressed at both the Coventry & Warwickshire and
individual Local Authority area levels, alongside the
new opportunities that have emerged as a result of our
success and in light of the changes taking place in both
national and local government.
This 2016 update to the economic plan builds upon the
2014 SEP that supported negotiations with Government
for the first local Growth Deal. It presents the most
recent information and view on the local economy. It also
includes an early view of the linkages to the emerging
priorities of the West Midlands Combined Authority and
Midlands Engine.
Alongside this update to the Strategic Economic Plan,
CWLEP issued a call for Expressions of Interest to create
a “long-list” of potential projects and programmes that
could unlock further economic development. These
projects and programmes are expected to align with the
established priorities outlined in existing Coventry &
Warwickshire LEP strategies. As a result of the call for
Expressions of Interest, this update of the SEP identifies
additional investment priorities that CWLEP will support
through potential future rounds of Local Growth Deal.
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2.2
Baseline Economic Forecast

In particular, there is a need to tackle the key factors
driving Coventry & Warwickshire’s productivity gap:

The Office of National Statistics (ONS) estimated the
contribution of Coventry & Warwickshire in terms of
Gross Value Added (GVA) to the economy in 2010 to
be £17.931bn. Undertaking calculations based on ONS
population and GVA estimates, the output gap based
on GVA per capita totalled £1.137bn in 2010.

•	
Lack of growth in our knowledge-intensive sectors
– while the Coventry & Warwickshire area has a
reasonably strong proportion of its economy in
these sectors (particularly advanced manufacturing
and digital & creative industries), the total amount
of knowledge-intensive activity within the economy
is growing at a rate that is slower than average.
•	
Lack of growth in our small and medium sized
businesses – again, while the Coventry &
Warwickshire area performs well in terms of the
number of new business starts, we are not seeing as
many of these small companies growing into larger
businesses as we should.

From 2010 to 2014, GVA growth in the UK has been
estimated utilising ONS estimates at 3%. In comparison
over the same time period the Coventry & Warwickshire
LEP area grew by 3.75%. This growth above the UK
average has resulted in a significant reduction in the
output gap based on GVA per capita, with the gap
reducing to £460.2m in 20144. However, given that GVA
per worker in Coventry & Warwickshire (£43,639) is just
90% of the national average5, if we only consider local
employee jobs, this productivity gap rises to £2.328bn6.

•

Utilising national and sub-national population
projections and an estimated UK GVA growth rate of 3%
from 2015 to 2030, it is estimated that the Coventry &
Warwickshire economy will need to increase the value of
its goods and services by 3.3% per annum over the same
time period for GVA to be in line with the UK per capita
average by 2030. The key sectors that are expected to
contribute to this GVA growth include the Automotive,
Construction, Information & Communications Technology
(ICT), Architecture/Civil Engineering, and Logistics sectors.

•	
Increasing agglomeration effects within the local
economy by improving connectivity both within
and between the economic centres within Coventry
& Warwickshire, and ensuring stronger connections
across the wider Midlands area as part of
Midlands Connect.
•

The 2014 Coventry & Warwickshire Strategic Economic
Plan highlighted that through all the proposed Local
Growth Deal Initiatives and Government asks that there
would be a net additional increase in GVA per annum
of £1.216bn by 2020, £2.221bn by 2025 and £2.761bn
by 2030. Our current forecast, based on population and
GVA estimates, is for overall growth in GVA per annum in
Coventry & Warwickshire of £3.942bn by 2020, £9.916bn
by 2025 and £15.823bn by 2030.

5

Coventry University Analysis (2016)
Warwickshire County Council Analysis (2016)

E xtracting increased value added from the
economic activities within Coventry & Warwickshire
through improved supply chain linkages, business
support focused on growth and improving the
competitiveness of Coventry & Warwickshire
companies. This will ensure that we maximise the
impact of key strengths within the area – including
our culture and tourism offer.

There is also a need to address the inequality in economic
performance within Coventry & Warwickshire and the
underlying factors, which further contribute towards the
productivity gap. For example, Nuneaton & Bedworth
and Coventry have low job density levels (number of jobs
relative to population size), whereas Stratford-on-Avon
and Warwick districts have high job densities. Coventry’s
unemployment rate also significantly exceeds the
national average.

Moving forward, we recognise the need to focus our
attention on productivity, and translating our stronger
than average performance in total economic growth into
more effective, efficient and productive growth.

4

 need to invest in skills within the local population,
A
increasing qualification levels, and ensuring that
the workforce in Coventry & Warwickshire have
the skills that effectively meet the needs of our
business base.

6

In other words, the Coventry & Warwickshire economy would generate an
additional £2.3bn in output if our productivity levels per worker were the same as
the national average.

In addition, qualification levels in Nuneaton
& Bedworth, Coventry and North Warwickshire
are significantly lower than in the southern
districts of Warwickshire. The proportion of
residents in those areas with no qualifications
exceeds the national average and the number
with degree level qualifications is also below
the national average, leading to employment
rates below the national average.
These important economic differences, coupled
with an analysis of Coventry & Warwickshire’s
strengths and opportunities, have helped shape
the major pillars that now form the updated
Strategic Economic Plan.
In recognising the range of economic sectors
that will play a key role in growing Coventry &
Warwickshire’s economy, the four strategic pillars
included in the 2014 SEP have evolved into five,
with “Culture and Tourism” added as the fifth pillar
given that sector’s increasing strategic importance.
The sections that follow summarise the significant
progress and evolution that has taken place
within each of the five pillars.

2.3
Objectives and Core Strategic Themes
After considering Coventry & Warwickshire’s recent
economic performance, and the area’s economic
needs, it was apparent that the vision from the 2014
Strategic Economic Plan remains broadly valid, but
needed updating to reflect the growing importance
of the digital and cultural sectors:

“Coventry & Warwickshire is recognised as a
global hub for knowledge-based industries,
leading the way in advanced manufacturing &
engineering and digital sectors.
Building on its central location, employment
sites, distinctive businesses, innovation and
cultural assets and highly talented workforce,
by 2025 Coventry & Warwickshire will be a
high performing economy with our innovative
businesses competing internationally, growing
and providing better paid employment
opportunities for all of our residents across both
our rural and urban areas”.

It is also important to revisit the objectives that underpin this vision, and the 2016 Strategic Economic Plan Update
proposes seven strategic objectives that reflect the five pillars of activity (detailed below).

2016 CWSEP Update Strategic Pillars
Unlocking
our Growth
Potential

Advanced
Manufacturing
& Engineering

Ensuring the
availability of
appropriate
employment sites
to allow existing
businesses to grow
and to attract
inward investment.

Coventry &
Warwickshire will be
globally regarded as
a centre of excellence
with a strong and
innovative business
and R&D base and
a highly skilled and
flexible workforce.

Growing our
SMEs

Growing our
Talent

Culture
& Tourism

Building on the
work of Coventry
& Warwickshire
Growth Hub to
enable business
development and
improvement, through
providing information,
diagnostics and
brokerage services,
and ensuring a strong
support infrastructure
is in place to address
barriers to business
growth.

Enhancing the
productivity and
competitiveness of
our wider business
base and increasing
employment
opportunities by
supporting the
development of new
business start-ups,
increasing business
resilience and
improving the skill
levels of residents.

An essential element
of Shakespeare’s
England and the
wider Coventry
& Warwickshire
economy.
Improvements to
the local tourism
infrastructure will help
to grow the sector.
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The concept of sustainable development will be integrated into all activities delivered through the five strategic pillars.
In measuring success, four outcome targets will be used which, when achieved, reduce disparities in performance between
the Coventry & Warwickshire economy and the national economy as a whole by 2030. If these objectives and targets are
to be achieved, it is a pre-condition that CWLEP works effectively with the public, private and third sectors locally.

Objectives
•
Improve Coventry & Warwickshire’s economic competitiveness.
•
Address the existing productivity gap between the CWLEP area and the UK average.
•
Ensure strong road, rail and broadband connectivity across the full CWLEP area.
•
Become a global centre for R&D in Advanced Manufacturing and Engineering.
•
Create a supportive environment within which businesses can grow and prosper.
•	Invest in employment and skills provision to meet evolving demands of employers, providing a
world-class apprenticeship offer.
•	Grow the creative and cultural industries with Coventry becoming UK Capital of Culture 2021.

Five pillars of activity
UNLOCKING
OUR GROWTH
POTENTIAL:
Unlocking of new
employments and
housing sites.

ADVANCED
MANUFACTURING
& ENGINEERING:
Enhance innovation,
R&D and raise skills
levels in the sector.

GROWING OUR
SMEs:
Build on the work of
the Growth Hub as an
enabler of business
growth through IDB
service, and deliver
a strong business
support system.

GROWING OUR
TALENT:
Raising skills level
to help enhance
business growth
and raise
employment rates.

CULTURE &
TOURISM:
Grow this
strategically
important sector.

Outcome Targets
•
•
•
•

A minimum growth rate of 3.3% per annum to remove the output gap by 2030.
A GVA per annum increase of £15.823bn by 2030.
An economy which will employ an additional 94,500 people by 2030.
The provision of 75,000 - 76,000 new homes by 2030.

All pillars of activity will ultimately help to improve the quality of life for Coventry & Warwickshire residents, particularly
by stimulating additional sustainable employment and helping to raise income levels. The following sections describe the
key activities that are proposed within each of the five pillars from 2016 onwards.

2.4
Unlocking our Growth Potential
2.4.1 Employment Land
It is recognised that the ambitious plans CWLEP and its
partners have for the area, building on the very positive
growth of key sectors in recent years, has driven the
take up of land on high-quality sites. These sites are
now close to being exhausted and future growth will be
constrained unless currently proposed sites are delivered
and future sites are identified. The CBRE Employment
Land Study commissioned by CWLEP was published in
August 2015 and provided an up-to-date assessment
of the ‘Objectively Assessed Need’ for employment land
in Coventry & Warwickshire. Following the guidance
set out in the National Planning Policy Framework and
associated planning practice guidance it found that:
•	Demand has been strong across the main
components of employment land in the CWLEP
area – in advanced manufacturing, particularly
the automotive sector, and in logistics within the
‘Golden Triangle’ (bounded by the M6, M69 and
M1). As a result, the supply of suitable sites is now
at a critical level, with less than two years supply
available across the area, much of it in smaller,
ageing and unsuitable units.
•	Future projections of demand have increased
since previous assessments. Using the different
Government recommended methodologies for
calculating future demand, the range to 2031
ranges from 353 ha (sectorial), through 405 and
570 ha (demographic/labour market) to 637 to 660
ha (take up). The CBRE Employment Land Study
recommended that CWLEP plans for the higher end
of this range.
•	Only 64 ha is available on ‘oven-ready’ sites which
can meet current occupier demand. A further 93
ha may come forward on secondary sites with
development potential. However future supply is
reliant on new major strategic sites being
brought forward.

STRATEGIC PROGRAMME:
URBAN CORE DEVELOPMENT
As highlighted in the introduction to this SEP Update,
Coventry & Warwickshire overall has a strong
employment profile but this highlights significant
challenges within specific economic geographies. In
particular, Coventry and Nuneaton & Bedworth both
face issues of lower job densities, economic inactivity
and employment rates, relative to the Stratford-onAvon and Warwick districts (where the number of jobs
exceeds the resident population) and national average.
The Urban Core strategic programme will concentrate
investment in Coventry City Centre and in transforming
Nuneaton to address these challenges where the focus
will be on developing the town centre and the A444
growth corridor. Areas for investment include highway
improvements and rail infrastructure enhancements
to support north-south connectivity, town centre
infrastructure and investments that support growth in
tourism, the visitor economy, and the leisure and
retail offer.
In Coventry, the unlocking of key development sites is
essential to support private investment, job creation and
housing growth. These include; City Centre South which
will provide a significantly enhanced retail and leisure
offer; the extension of the Friargate development; and
the Civic Centre redevelopment by Coventry University.
As with Nuneaton, transport connectivity is essential
both within the City, north-south into Warwickshire and
to UK Central and HS2.

The scarcity of available land in the short-term has the
potential to damage the economic prospects of the
area by preventing investment opportunities to be fully
secured. Indeed, there is the risk that potential investors
would be forced to consider alternative locations outside
of Coventry & Warwickshire. Research carried out by the
Federation of Small Businesses also identified shortages
in industrial space as a notable barrier to business
growth that affects a range of sectors. Moreover, there
is a particular need for additional strategic sites that
are capable of accommodating the largest storage
and distribution requirements and sites suitable for
development as R&D centres, in order for CWLEP to
achieve its targets in relation to the growth of the local
automotive cluster.
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Therefore, if the area is to realise its economic growth potential,
it is crucial that the future supply of employment land, both in
terms of size and location, and the subsequent supply of units,
can respond to the demands of investors. It is also important, in
planning new commercial and housing developments, that the
sites have access to superfast broadband, the necessary energy
infrastructure, and that the necessary flood risk assessments have
been conducted. The effective use of Section 106 Agreements will
play an important role.

Summary of Employment Land Priorities at LEP,
West Midlands Combined Authority (WMCA) and
Midlands Engine Geographies
The chart below provides an overview of the programmes and
initiatives funded in Coventry & Warwickshire through the
2014 and 2015 Local Growth Deal.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Urban Core”
Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• Employment Sites
- Friargate, M40.
• Capital Investment
Fund for Local
Businesses.

• Nuneaton Town
Centre.
• A444 Growth
Corridor.
• City Centre South.
• Friargate Extension.
• Civic Centre
Redevelopment.

• Industrial Excellence
Programme.
• Land Remediation
Fund.
• Land supply for
business expansion
and inward
investment.
• Land use changes.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

It highlights high-level examples of the strategic priorities resulting
from the Call for Proposals to unlock further economic development
and a summary of the potential related linkages to the emerging
priorities of the West Midlands Combined Authority and
Midlands Engine.

• Working with
UKTI RIO to bring
investable sites to
market.

2.4.2 Transport Connectivity
The need to maintain good connectivity both to and
within the LEP area requires sustained investment in the
transport network at both a strategic and local level.
The LEP is actively involved in the Midlands Connect
initiative, which is developing a clear and evidenced
strategy for investment in the strategic road and rail
network to support the ‘Midlands Engine for Growth’.
CWLEP is also represented on two multi-agency groups
which are identifying the medium and longer-term
needs of the A5 and A46 corridors, both of which are
critical to the sub-regional economy. These corridors
are predicted to come under significant pressure over
the next 10-15 years as a result of planned housing and
employment growth. Traffic switching from other routes
(M1/M69, M42 etc.) as they become over capacity due to
wider traffic growth and strategically significant growth
proposals such as UK Central and HS2 will also add to the
problem. CWLEP has funded development work to bring
forward proposals to support the long-term economic
sustainability of both these corridors. It is also working
with Highways England to help inform its Strategic
Economic Growth Plan and the emerging priorities across
Coventry & Warwickshire for the next “Road Investment
Strategy” period.

STRATEGIC PROGRAMME: ENABLING
ECONOMIC GROWTH
Coventry & Warwickshire’s location in relation to the
strategic transport network is a key enabler and driver
of economic activity, and provides the basis for our
high-level spatial plan. An effective transportation
system provides the labour pool with the ability to
access training and jobs; allows the local, national and
international customer base to access goods and
services; facilitates and supports growth; and enables
efficient business to business activity, supporting
innovation and the supply chain.
As highlighted previously, the need to maintain good
connectivity both to and within the LEP area requires
sustained investment in the transport network at both
a strategic and local level. The LEP will support
investment that enhances our rail infrastructure and
transport corridors, including the A5, A45, A46, A444
and A452 corridors.

The LEP is also working with its Local Authority partners
to develop robust proposals to ensure the impacts of
housing and employment growth on the local transport
network are properly understood and mitigated. The LEP
has highlighted a number of locally strategic corridors
which will require investment both to maintain their
existing function and adapt to the pressures which
growth will bring, both within urban and rural areas.
These include not only the A46 and A5 corridors, but also
the A444 between Nuneaton and Coventry, the Coventry
Ring Road, the A452 between Kenilworth, Leamington
and the M40, the A3400 Birmingham Road in Stratfordupon-Avon and the A426 between the M6 and Rugby
town centre. The A5 Corridor will also be a focus of
infrastructure improvements to capitalise on potential
future expansions to the MIRA site. Work to develop
improvements in each of these corridors is well underway
in terms of business case development and design.
Work on a number of heavy rail initiatives, including the
next phase of improvements in the North-South Corridor,
is also underway as part of the LEP’s adopted Rail
Strategy for Coventry & Warwickshire. These, together
with enhancements to rail connectivity from Stratfordupon-Avon, will play an important role in providing
residents with access to employment and training
opportunities. Improvements to the local bus
and cycle networks will complement enhancements
to the rail infrastructure.
Coventry & Warwickshire is at the forefront of the
developing Connected and Autonomous Vehicles
(CAV) sector, also known as Telematics, Infotainment
or Mobility. The firms in this sector are adapting
technologies from elsewhere for application in designing
transport networks as systems of the future. From
remotely operated vehicles to developments with iPad
applications and diagnostics, the sub-region has a global
presence in this sector with world-class research. The
area is home to MIRA, the University of Warwick and
Coventry University, who are all at the forefront of this
new technology.
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STRATEGIC PROGRAMME: UK CENTRAL CONNECTIVITY
Located immediately adjacent to the Coventry & Warwickshire LEP area, UK Central (previously known as the M42
Economic Gateway) in Solihull will be the West Midlands’ principal international gateway. The area already contains
Birmingham Airport (a key strategic transport asset attracting around 10 million passengers annually and enabler of
international trade) and will include the new HS2 interchange. This will support an estimated 100,000 jobs region-wide
and contribute £5.1 billion to regional GDP. The proximity of UK Central to Coventry & Warwickshire has the potential to
provide employment opportunities for local residents, and further inward investment and business growth within
Coventry & Warwickshire, particularly once HS2 is operational.
To maximise these economic growth opportunities, full connectivity with UK Central for the entire CWLEP area is
essential. This includes the establishment of a core network of rapid transit connections from Coventry City Centre and
Coventry South with the main UK Central HS2 Hub. Similarly, within Warwickshire, transport corridor improvements will
be essential, particularly along the A446 to enhance connectivity and also mitigate local impact during the construction
phase for HS2.

Summary of Transport Connectivity Priorities at LEP, West Midlands Combined Authority
(WMCA) and Midlands Engine Geographies
The chart below provides an overview of the programmes and initiatives funded in Coventry & Warwickshire
through the 2014 and 2015 Local Growth Deal.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Enabling Economic
Growth” Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• North-South Rail.
• Coventry Station.
• City Centre Access.
• A5 Corridor.
• A46 Warwick
Access.
• UK Central
Connectivity.
• New Technologies.
• A444 Capacity
Improvement.

• A444 & Nuneaton
Access.
• City Centre Access
(Coventry).
• UK Central
Connectivity.
• Transport Corridors
- A46 and A452
(Stratford-uponAvon/ Warwick).
• Rail Infrastructure
(freight and
passenger.

• HS2.
• HS2 Connectivity.
• UK Central
Connectivity.
• City Centre
Gateways.
• High Quality Local
Transport.
• Transport
Technologies Intelligent Mobility.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

It highlights high-level examples of the strategic priorities resulting from the Call for Proposals to unlock further economic
development and a summary of the potential related linkages to the emerging priorities of the West Midlands Combined
Authority and Midlands Engine.

• Midlands Connect.
• HS2.
• North-South
Connectivity.
• Road and Rail
Networks.
• International
Gateway
Connectivity.

Both mobile and fixed internet access is one of the
fastest growing aspects of modern life. It is critical to
supporting the dynamism of the modern economy and
the mobility of the labour force. In terms of mobile
access, small parts of Coventry & Warwickshire still suffer
from being limited to 2G access only, a technology from
the 1990s.

STRATEGIC PROGRAMME: DIGITAL
CONNECTIVITY
The UK government terms superfast broadband to be
24 Mbps, which it aims to make available to 95% of UK
premises by 2017. Current broadband uptake in UK is
patchy, with superfast broadband take up in Coventry &
Warwickshire between 70-80%, which is slightly below
the UK average of 80% of premises having access to
superfast fibre broadband.

2.4.3 Digital Connectivity
Coventry & Warwickshire’s industrial sector is dominated
by high-technology and high-value manufacturing and
is also particularly strong in the areas of digital media
and the development of various communications tools
and software applications. These sectors are increasingly
reliant upon high-performance connectivity to support,
for example, collaboration and data exchange with
national and international partners and suppliers. Indeed,
FSB research indicates that 94% of small businesses view
a reliable broadband connection as an important enabler
of success.
The majority of SMEs in the UK use broadband, with
53% utilising a wired DSL connection, 12% with fibre
optic connections, and the remaining 35% using mobile
cellular networks. Worryingly, around 45,000 SMEs in
the UK still use a dial-up connection, which can only
achieve 20-56 kbps of data speed. This is primarily due
to the lack of broadband access or expensive broadband
connections in their area.
Up to 1 in 7 SMEs still identify that a low broadband
speed is a barrier to growth, and these findings are
evidence that there is both a private consumer demand
and an industrial demand. To address this, there is
already a strong recommendation to the government
from both the FSB and the LEP Network to create a
national strategy to deliver a universal minimum 10 Mbps
broadband service to all premises in the UK by 2018/19,
and increase that service floor to 100 Mbps by 20307.

7

FSB Research (2015)

When we examine the percentage of premises that have
access to superfast broadband (24 Mbps), we see that
large patches of South-East and West Warwickshire,
as well as North Coventry, have below 50% access.
Despite the success of the recent Coventry, Solihull
and Warwickshire Broadband Superfast Broadband
programme which helped to expand superfast broadband
provision, very few areas in Coventry, Kenilworth,
Warwick, and Stratford-upon-Avon have superfast
broadband access at over 80%.
The low percentage of superfast broadband access
and the high percentage of slow broadband access in
Coventry & Warwickshire is falling well short of the UK
government’s broadband policy which stipulates that
95% of premises should have access to 24 Mbps and
that the remaining 5% will have access to 2 Mbps.
Future investment is required to ensure that at least 95%
of Coventry & Warwickshire premises have access to
reliable superfast broadband by 2020, and that a higher
number of businesses can access ultra-fast broadband.
This will particularly target the extension of superfast
broadband to the areas within Coventry & Warwickshire
still without superfast broadband, particularly new
strategic commercial and housing development sites,
through fibre broadband infrastructure or other
technologies – capable of delivering a minimum 30Mbps
download speed in line with the EU2020 targets. CWLEP
will consider the commissioning of a technical study
on future digital connectivity requirements and
investment priorities.
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Investment is needed to extend the reach of existing
macro base stations or to install new ones, such that
coverage of the basic 3G service is extended across all
areas. It is also important to consider metrics beyond the
average or peak data speeds. Ubiquitous connectivity,
both outdoors in built-up or wooded areas, and indoors,
remains a challenge.

Summary of Digital Connectivity
Priorities at LEP, West Midlands
Combined Authority (WMCA) and
Midlands Engine Geographies
The chart below provides an overview of the
programmes and initiatives funded in Coventry &
Warwickshire through the 2014 and 2015
Local Growth Deal.
It highlights high-level examples of the strategic
priorities resulting from the Call for Proposals to unlock
further economic development and a summary of the
potential related linkages to the emerging priorities
of the West Midlands Combined Authority and
Midlands Engine.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Digital
Connectivity”
Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• No local Growth
Deal financing
agreed to support
digital connectivity.

• Superfast
Broadband.
• Mobile and
Fixed Access.
• Target 30Mbps
Download Speed.
• Facilitating
growth of the
digital sector.

• Access for 100%
of businesses to
superfast
broadband.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

Additional investment in small-cells is recommended for
business parks and public buildings to improve indoor
signal strengths, especially given the abundance of
old buildings in the area with thick walls that absorb
electromagnetic radiation. This will enable users to fully
utilise the benefits of 4G data speeds both indoors and
outdoors. In terms of fixed broadband provisioning,
superfast broadband (24 Mbps) is critical to business, and
also to quality of life which will fall below international
standards if investment is not focused directly into
this area.
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• No digital
connectivity
priorities
identified to date.

2.5
Advanced Manufacturing and Engineering

order to build partnerships focused on developing a
particular technology.

Manufacturing, particularly automotive and machinery,
remains a core strength of the Coventry & Warwickshire
economy, and is the fifth largest sector in terms of GVA.

This has led to the region being widely recognised as
an established leader in the design, development and
deployment of low carbon vehicles and powertrain.
The work has been a natural progression from the
area’s expertise in vehicle engineering. The area is
home to a number of prestigious businesses and support
organisations operating in the fields of electric, electric
hybrid, fuel cells and hydrogen power systems and
lightweight materials. Coventry has a network of publicly
available third generation electric vehicle points and
boasts the UK’s first all-electric bus service. The extensive
Research & Development capability and capacity
positions Coventry & Warwickshire as the ideal test-bed
for low carbon transport technologies.

Coventry & Warwickshire considers itself to be the home
of the automotive industry in the UK. Established here in
the 20th century, the industry continues to be one of the
mainstays of the local economy.
As a result of that, Coventry & Warwickshire has
developed a strong competitive advantage in Advanced
Manufacturing, with aspirations to become a globallyrecognised leader. There are several internationallyrenowned companies based in the region including
Jaguar Land Rover, BMW, General Electric, and Aston
Martin Lagonda; a high concentration of jobs in these
sectors (34,000 people in Coventry & Warwickshire are
employed in Advanced Manufacturing); and higher recent
growth rates than the UK as a whole.
As the country’s economic recovery continues, the
automotive and advanced manufacturers in general see
the area as being the ideal place for new operations
or for the expansion of existing ones. Coventry &
Warwickshire is centrally placed in the country with
excellent transport links and the areas strong tradition
of manufacturing and excellent universities means that
skilled engineers are readily available. The way in which
major OEMs seek to interface with their Tier 1 suppliers is
changing and it is now becoming more and more
common for OEMs and suppliers to co-locate in

Jaguar Land Rover (JLR) has been behind a significant
amount of capital investment into the Midlands
automotive sector in recent years. In March 2015, JLR
revealed the expansion of the company’s engineering
and design centre at Whitley, Coventry. This will
involve a doubling of the footprint at this site and
allow for JLR’s development of ultra-low emission
technologies. In September 2015, it also announced
significant investment into its R&D facilities at Gaydon
(near Stratford-upon-Avon) to further consolidate and
expand its activities there. Following this, in January
2016 JLR announced its proposed £500m expansion
plans for Whitley South including the co-location of
top level JLR suppliers alongside a business park and
hotel development. JLR are also a partner in the £150m
investment to create the National Automotive Innovation
Centre at the University of Warwick alongside Tata
Motors European Technology Centre.
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STRATEGIC PROGRAMME: ADVANCED
MANUFACTURING AND ENGINEERING
A great deal of important and exciting work to grow
the sector is already being undertaken by our partners –
employers, local authorities, membership organisations,
education and training providers, and through national
Industrial Strategies. Our approach is not to replace what
is going on but to support, to stimulate and to help fill
gaps so that the sector has the confidence and strategic
vision to take advantage of market opportunities.
A key priority includes promoting and championing
business engagement with the world-class breadth of
capability and expertise in our R&D and innovation
assets to (i) enable business to get ahead and stay
ahead and (ii) secure inward investment. It is crucial
that we strengthen the competitive advantage of our
manufacturing businesses in national and global markets.
In this context we will support investments that retain
and support the growth of the OEMs in our area; enable
innovation and its commercialisation; strengthen supply
chain links and re-shore activity to the region and secure
further inward investment. We will focus in particular
on action to enable businesses to translate new ideas
in volume manufacture and use Industry 4.0 (the next
stage of digitisation of the manufacturing sector, which
covers computing and data science) to reinforce local
supply chains.

Chinese firm Geely, which purchased Manganese Bronze
Holdings in 2013, owners of the London Taxi Company, is
developing a £250m R&D and assembly facility at Ansty
Park. The new development is expected to create up to
1,000 jobs, with the capacity to assemble up to 36,000
vehicles a year.
The R&D facility itself will focus on the next generation
of electric and ultra-low emission taxis that will need
to comply with new emissions targets being introduced
by the Mayor of London from January 2018. In October
2015, during a visit by the Chinese President, Geely
announced a further £50m of investment into 37,000 m2
of further new R&D facilities.
Coventry and Nuneaton & Bedworth have highest
employment in aerospace, and Coventry, Rugby and
Warwick have higher employment levels in Machinery &
Equipment and R&D. North Warwickshire borough has

higher levels of employment in electronic components
than the other districts in CWLEP. Stratford is the only
area to have employment in the pharmaceutical
products sector and also contributes to the manufacture
of computers.
Despite these key economic strengths and investment
successes, a major challenge facing the Coventry &
Warwickshire economy is to support the diffusion
of innovation throughout the local business base,
particularly its SME base, and address the tail of less
innovative firms that is currently limiting the growth of
the local economy.
This will include supporting local SMEs to collaborate
with the knowledge base in developing innovations, and
strengthening local supply chains for the major OEMs.

Summary of Advanced Manufacturing
and Engineering Priorities at LEP, West
Midlands Combined Authority (WMCA)
and Midlands Engine Geographies
The chart below provides an overview of the
programmes and initiatives funded in Coventry &
Warwickshire through the 2014 and 2015 Local
Growth Deal.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Advanced
Manufacturing
& Engineering”
Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• Warwickshire
College
Apprenticeship
Centre.
• National Transport
Design Centre.
• WMG New Product
Research &
Development
Centre.

• Skills Infrastructure
for Advanced
Manufacturing and
Engineering.
• Metrology.
• Developing low
carbon products
and technologies.
• Supply Chain
Research,
Development and
Innovation.

• Industrial Excellence
Programme (Sites).
• Powering Growth
Programme.
• Skills Network of
Excellence.
• High Value
Manufacturing
Showcase.
• Industrial Systems
Architects.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

It highlights high-level examples of the strategic
priorities resulting from the Call for Proposals to unlock
further economic development and a summary of the
potential related linkages to the emerging priorities
of the West Midlands Combined Authority and
Midlands Engine.

• Promotion of
key markets and
industries.
• Innovation in
Manufacturing,
Engineering
and transport
technologies.
• Finance for
Business.
• Skills for Advanced
Manufacturing and
Engineering.
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2.6
Growing our SMEs

STRATEGIC PROGRAMME:
COVENTRY & WARWICKSHIRE GROWTH HUB

The Coventry & Warwickshire Growth Hub will continue
to act as a central business support co-ordination
function and will service business across a wide range
of sectors. This will be across both urban and rural areas
and enable businesses (particularly local SMEs) to grow
and create new jobs within the local economy.

The Growth Hub will continue to operate as a subsidiary
of CWLEP, with a core team of staff, which includes the
Managing Director, Business Account Managers that will
engage directly with businesses, a Planning Officer, and
Data Manager. Moreover, a coherent financial plan is in
place, which focuses on diversifying the Hub’s income
base to ensure its future sustainability, including:

The Hub will provide a high quality service focused
on delivering positive outcomes for the businesses
supported. It will develop stronger integration with other
national and local business support activities, as well as
meet the demand of businesses looking to use the Hub’s
services. Given that Coventry & Warwickshire is home
to some 40,155 businesses, of which 99.5% are SMEs
(83% micro businesses), the provision of a strong
SME support infrastructure is an important enabler of
economic growth.
The Growth Hub has evolved into operating as a
subsidiary of CWLEP, with its own bank account and a
core team of staff, which includes a Managing Director
and Account Managers that engage directly with
businesses. Moreover, a coherent financial plan is in
place, which focuses on diversifying the Hub’s income
base to ensure its future sustainability, including securing
funding from other public sources (such as European
Regional Development Fund), additional subcontracting
opportunities, private sector rental of facilities and
conferencing income.
To help to continually improve the quality of advice
being given to businesses, Growth Hub staff are
engaged in a training programme that will ensure the
delivery of business support to a common standard.
Moreover, all Growth Hub Account Managers have
gained accreditation by the Association of British
Business Mentors.
The Hub’s staff will continue to monitor changes in UK
business support policy, as well as changes in the macroeconomic environment and demand for business support
provision, and adapt and align its services accordingly.

•	Securing funding from other public sources
(such as European Regional Development Fund).
•

Additional subcontracting opportunities.

•

Private sector rental of facilities.

•

Conferencing income.

This focus has already resulted in new high profile
contracts being secured, which has led to income
generation, and new licenses being purchased.
To help maximise the quality of advice being given to
businesses across a wide range of sectors, the Growth
Hub staff are engaged in a training programme that will
ensure the delivery of business support to a common
standard. Moreover, all Growth Hub Account Managers
have gained accreditation by the Association of British
Business Mentors.

Summary of Growth Hub Priorities
at LEP, West Midlands Combined
Authority (WMCA) and Midlands
Engine Geographies
The chart below provides an overview of the
programmes and initiatives funded in Coventry &
Warwickshire through the 2014 and 2015 Local
Growth Deal.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Growth Hub”
Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• Stratford-uponAvon Start-Up
Facilities.
• Growth Hub
Business Support
Coordination.
• Business Investment
Fund.

• Growth Hub
continues to
deliver a central
business support
co-ordination
function.

• Services formerly
delivered through
Business Growth
Service to be
devolved to
Growth Hubs.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

It highlights high-level examples of the strategic
priorities resulting from the Call for Proposals to unlock
further economic development and a summary of the
potential related linkages to the emerging priorities
of the West Midlands Combined Authority and
Midlands Engine.

• Access to finance.
• Integrated Business
Support offer.
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2.7
Growing our Talent
2.7.1 Skills
It is recognised nationally that a significant factor in the
relatively poor productivity performance of the UK overall
is the low level of skills in the workforce: “We rank in
the bottom four OECD countries for the literacy and
numeracy skills of our 16-24 year olds. We also perform
poorly on intermediate professional and technical skills,
and are forecast to fall to the bottom five OECD countries
for intermediate skills by 2020.” (HM Government,
English Apprenticeships: Our 2020 Vision, 2015).
Nationally, projections indicate that over the next
decade, there will be around 5 million new and
replacement job openings for high skilled jobs (including
management and professional roles) and 3.6 million
openings for medium-skilled jobs (including skilled trades
and associate professional/technical roles). There are
also growing skills shortages in the Science, Technology,
Engineering and Mathematics (STEM) and digital
sectors (including computer science and digital science),
which are increasingly critical to the strength and
competitiveness of the UK economy. (HM Government,
English Apprenticeships: Our 2020 Vision, 2015). As a
result, there is a growing need to address job-specific
vocational skills requirements across a range of sectors,
which places a high importance on Further and Higher
Education providers and employers working closely to
address this issue. Increasing the provision
of higher and degree level apprenticeships will also
play an important role in addressing key job-specific
skills shortages.
Skills attainment was a core issue identified in the 2014
Strategic Economic Plan with qualifications at all levels
below the English average. The Coventry & Warwickshire
LEP area skills profile has improved in relation to those
people with no qualifications, seeing a reduction of 2.7%
overall between 2011 and 2014 from 14.2% to 11.5%,
against an English average reduction of 1.9% and a West
Midlands area reduction of 0.8% over the same period.
However, the CWLEP area (11.5%) remains above the
English average (8.6%).
In relation to higher level skills at NVQ level 4 and
above (including HND, Degree, Postgraduate level
qualifications), a similar position emerges. The Coventry
& Warwickshire area has improved its NVQ Level 4+
attainment rate by 5.2 % between 2011 and 2014 to
34.7% of the population overall. This compares with an
English average of 35.7% in 2014 and an improvement
8

NOMIS data (2016)
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of 3.2% over the same timeline. Within the CWLEP area,
it is notable that Coventry, North Warwickshire and
Nuneaton & Bedworth contain a higher proportion of
residents with no qualifications and fewer residents
with degree level qualifications than the other Local
Authority areas8.

STRATEGIC PROGRAMME: SKILLS
Through its Skills Strategy and Strategic Economic Plan,
CWLEP will focus support on the skills and sectors most
important for Coventry & Warwickshire to develop
processes to ensure that its planning is informed by data
on supply and demand and raise the profile of skills and
local employment opportunities. A continued focus will
be given to:
•	Using skills to drive growth and create jobs –
overcoming skills gaps and skills shortages to
support the high value industries of the future.
•	Developing skills to tackle unemployment and
worklessness – future-proofing the workforce and
helping those without jobs to get the skills that
employers need, as well as tackling major barriers
to employment such as poor health. This will
include expanding the provision of apprenticeships,
particularly by encouraging employers in key
growth sectors of the local economy to utilise the
Apprenticeship Levy. Indeed, CWLEP aims to make
Coventry & Warwickshire a national exemplar in the
provision of Apprenticeships, particularly in high
value manufacturing.
•	Getting a better fit between education and
employment – closer working between employers
and schools, colleges, universities and training
providers. This will also include a need to retain
more graduates from local universities to help
ensure that higher value job opportunities are filled.
Increasing the provision of work placements and
traineeships will play an important role.
Investment through the local Growth Deal will include
support for skills infrastructure for the renewal,
modernisation and rationalisation of skills and education
infrastructure, particularly to ensure that the evolving
job-specific skills, generic and customer service skills
needs of employers in growth sectors of the local
economy are met. This is particularly important for the
Advanced Manufacturing, Construction/Civil Engineering,

Summary of Skills Priorities at LEP, West
Midlands Combined Authority (WMCA)
and Midlands Engine Geographies

Investments will enable the provision of good quality
accommodation and specialist equipment to support
education and training, which promotes economic
growth and helps learners reach their potential.
Investment will also be targeted at initiatives to raise
the skills of the existing workforce and encourage and
enable young people to pursue careers in high value
manufacturing and other growth sectors of the economy,
and to increase the ability of our young people and
residents to engage effectively in the digital age. We
need to ensure that the whole of the population has access
to the technology and skills needed and to avoid inequality
of access to the benefits of a technological age.

The chart below provides an overview of the
programmes and initiatives funded in Coventry &
Warwickshire through the 2014 and 2015 Local
Growth Deal.
It highlights high-level examples of the strategic
priorities resulting from the Call for Proposals to unlock
further economic development and a summary of the
potential related linkages to the emerging priorities
of the West Midlands Combined Authority and
Midlands Engine.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Skills” Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• Warwickshire
College
Apprenticeship
Centre.
• Coventry City
College Skills
Centre.
• New Facilities at FE
Colleges.

• Skills Infrastructure
for Advanced
Manufacturing &
Engineering.
• Skills Infrastructure.
• Digital Skills.
• Specialist
Equipment.

• Skills for the
Supply Chain and
Employment for All.
• Ignite: Schools.
• Retune:
Employability.
• Skills Network of
Excellence.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

Tourism, Professional Services, Health & Social Care
and Digital & Creative sectors. There is also a need to
enhance leadership and management skills, particularly
within the local SME base.

• Skills for Advanced
Manufacturing &
Engineering.
• Degree and
Higher Level
Apprenticeships.
• Sharing Best
Practice.
• Specialist
Advanced
Manufacturing
Hubs.
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2.7.2 Developing the Technologies
of the Future

STRATEGIC PROGRAMME: DEVELOPING THE
TECHNOLOGIES OF THE FUTURE

Supporting technologies where our science strengths
and business capabilities combine is a core part of the
Government’s Industrial Strategy. In Autumn 2012, the
Chancellor highlighted ‘eight great technologies’ where
the UK can lead the world. Each technology is an area
in which the UK has world-leading research, has a range
of applications across a spectrum of industries, and
has the potential for the UK to be at the forefront
of commercialisation.

The development of future and emerging technologies
is fundamental to enhancing business productivity and
supporting economic growth. The LEP area has
world-class universities providing access to leading
Research & Development and innovation infrastructure,
alongside a strong network of Further Education Colleges.
It is vital that we utilise the core assets of our key
partner institutions in the development, prototyping,
testing, commercialisation, demonstration and training of
new technologies for adoption across our major
economic sectors.

The eight great technologies are:
•
•
•
•
•
•
•
•

Big data and energy-efficient computing.
Satellites and commercial applications of space.
Robotics and autonomous systems.
Synthetic biology.
Regenerative medicine.
Agri-science.
Advanced materials and nanotechnology.
Energy and its storage.

These are not exclusive or exhaustive, and there are
many other important areas of science and innovation
in which the UK excels and will excel in future. The most
valuable applications are likely to come when companies
develop new combinations of these technologies. For
example combining big data, satellites and autonomous
systems could lead to cars and planes that drive and
fly themselves.
In Coventry & Warwickshire, the unlocking of wider
economic growth potential needs to be addressed by
interventions which are both cross-cutting and sector
specific. The areas of health, logistics, environmental
technologies, IT Services and Digital & Creative Industries
are increasingly important to our economy, alongside
growth through innovation in rural areas and innovation
in rural technologies. The 2014 Strategic Economic Plan
highlighted the importance of interventions including
technology centre facilities; specialist technology support
programmes; demonstrator programmes and innovation
support programmes for product design and development
and systems integration.
It remains important to capitalise on the area’s
world-class innovation assets and research institutions,
given that the development and commercialisation
of new technologies pertinent to the area’s priority
growth sectors will play an important role in facilitating
economic growth longer-term.

CWLEP is particularly keen to invest in capital
infrastructure that supports the development and
uptake of solutions in energy efficiency, low carbon
economy, assisted living and healthcare technologies,
intelligent mobility, sustainability, digital technology
and data analytics.

Summary of Technology Priorities
at LEP, West Midlands Combined
Authority (WMCA) and Midlands
Engine Geographies
The chart below provides an overview of the
programmes and initiatives funded in Coventry &
Warwickshire through the 2014 and 2015 Local
Growth Deal.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Developing
Technologies
of the Future”
Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• National Transport
Design Centre.
• R&D Centre of
Excellence for
Innovative and
New Steel Products.

• Technologies of
the Future:
- Energy Efficiency.
- Low Carbon.

• Prioritisation
of Disruptive
and Emerging
Technologies:
- New
manufacturing.
- Creative & Digital.

- Sustainability.

- Environmental
technologies.

-D
 igital and ICT
Economy.

- Medical, Health
and Well Being.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

It highlights high-level examples of the strategic
priorities resulting from the Call for Proposals to unlock
further economic development and a summary of the
potential related linkages to the emerging priorities
of the West Midlands Combined Authority and
Midlands Engine.

• Key Market
Promotion and
development in:
- Agri-food
and drink.
- Healthcare &
Lifescience.
- Energy &
Low Carbon
Technologies.
- Creative, Digital
& Design.
- Manufacturing,
engineering
and transport
technologies.
• Science Parks and
innovation Centres
to play key role.
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2.7.3 Digital and ICT Economy
Information and Communication Technologies saw
significant growth in the 1997 to 2012 period in
both Coventry & Warwickshire. Indeed, Coventry &
Warwickshire is already home to some 2,500 digital
businesses (mainly hardware, software, digital content
and gaming). The growth of the digital and ICT sectors is
set to continue between 2015 and 2030 with computer
programming and information services (software,
computer systems, communications technologies and
data processing) forecast to be the 6th largest sector
in the economy in GVA terms and 13th in terms
of employment9.
It was recognised in the SEP published in 2014 that
“Coventry & Warwickshire is a UK hub for Serious
Games and the Video Gaming industry, with leading
computer games companies and a leading cluster of
game development.” Silicon Spa is one of the UK’s
largest concentrations of computer gaming companies
and is situated in and around Leamington Spa in the
south of Warwickshire, with some 30 studios employing
1,200 people making up 10% of the UK’s industry
total. A strategic research study for Silicon Spa is
being commissioned to create a rationale and basis for
further action to support this key micro-cluster within
Warwick District and the sub-region. In particular,
further investment is required to enable the setting up
of new studios, and retain and strengthen Coventry &
Warwickshire’s competitive advantage in this sector.
The global video games industry is an economic and
cultural success story. Nearly 140 of the UK’s best
games businesses are based in the West Midlands
creating highly-skilled, productive jobs and opportunities
throughout the area. Between them, these businesses
are responsible for many of the best known titles
in the world including console blockbusters such as
Forza Horizon and Guitar Hero Live, mobile hits like
Warhammer, Freeblade and innovative PC titles such as
LA Cops.
The growth of the games sector is key to the future
economic growth of Coventry & Warwickshire,
given that:
•

 ames are a blend of transferable 21st century
G
skills: Making games is a fusion of art, design,
programming, data analysis, science, mathematics –
all skills transferable to other sectors.

•	
Games are key exports: 68% of games businesses
generate over 60% of their annual turnover from
sales outside the UK.

9

Coventry University Analysis (2016)
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•	
Games appeal widely: 21m play games in the UK,
half of them are women and 27% of them are
over 44.
•	
Games are big sellers: The UK is the 6th largest
global consumer market worth £3.9bn in UK
consumer spend alone.
•	
Games can heal: Virtual Reality and Augmented
Reality are used successfully in healthcare to treat
and train.
•	
Games make you smart: Playing games gives you
skills - problem solving, dexterity, systems thinking,
team work. Games are also used to train surgeons
and fighter pilots.

STRATEGIC PROGRAMME:
DIGITAL AND ICT ECONOMY
CWLEP area has some 2,500 digital businesses, which
principally consist of hardware, software, digital content
and gaming. There is a globally-significant gaming
cluster around Leamington Spa, Warwick and Southam,
which has earned the title “Silicon Spa”. This has one of
the largest clusters of gaming studios in the UK. Over
30 gaming studios are based in the area in and around
Leamington Spa, including established names such
as Codemasters, Exient, SEGA Hardlight, Full Fat and
Freestyle Games.
However, the scale of the sector is frequently not
recognised, and with other progressive digital clusters in
the UK delivering significant investment in infrastructure,
it is important that continued investment takes place
to enable new studios to set up, and retain the area’s
competitive advantage in this sector by growing
this cluster.
As a result, CWLEP is keen to secure investment in
Leamington Spa that will unlock its commercial and
cultural potential in the creative and digital economy,
including investment in buildings and improved transport
and mobility infrastructure (e.g. A46, A452) and startup facilities. Although this investment would enable the
growth of a range of digital sectors, the local gaming
sector is one that faces stiff competition from other
clusters in the UK and overseas, and needs specific
support to reach its full potential, given that:
•

 lobal competition is a threat - since 2008 the
G
games industries of Canada, South Korea and the
Nordic countries have grown fast – clusters in
these countries all benefit from consistent
support and incentives from their national and
regional governments.

•

 ames are a relatively new industry - public
G
funding for the sector is still poorly understood,
coordinated and designed. This inhibits further
investment, growth and exports in one of the UK’s
fastest growing export sectors.

Many of these issues are also pertinent to other digital
and ICT sectors of the economy, and it is important that
a strong business support infrastructure is in place to
tackle these issues and enable SMEs in these sectors to
realise their growth potential.

•

 5% of UK games businesses are SMEs - further
9
resources are needed to scale these businesses up
in the West Midlands.

•

T he ‘competition for talent’ remains a major
challenge and the region requires skills development
from school age onwards. Failure to recruit and
retain the best talent can lead to investment
locating elsewhere in the UK or overseas and stifle
the growth of all industries that rely on these skills.

It is also notable that digital applications influence
other strategically important economic sectors of the
Coventry & Warwickshire economy (including high
value manufacturing and a range of creative and service
sector industries).

•

T he games sector relies on innovation and
creativity – support should encourage more
risk-taking to help local games businesses to
continue to create cutting-edge world-class
interactive entertainment.

As a result, improving digital skills within the local
workforce and addressing skills shortages in these
areas will play an important role in improving the
competitiveness of a range of key growth sectors of the
local economy.
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Summary of Digital and ICT Priorities at LEP, West Midlands Combined Authority (WMCA)
and Midlands Engine Geographies
The chart below provides an overview of the programmes and initiatives funded in Coventry & Warwickshire
through the 2014 and 2015 Local Growth Deal.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Digital and
ICT Economy”
Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• Digital Industries
Network &
Telecommunications
Centre at City
College.

• Strengthening of
digital sectors,
particularly the
gaming sector.
• Improvements
to transport
infrastructure in
South Warwickshire.
• Investment in
digital skills.

• Digital, Creative and
Design industries as
priority sectors.
• Innovation
Eco-System.
• Disruptive
and Emerging
Technologies.
• Improve business
take-up of ICT.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

It highlights high-level examples of the strategic priorities resulting from the Call for Proposals to unlock further economic
development and a summary of the potential related linkages to the emerging priorities of the West Midlands Combined
Authority and Midlands Engine.

• Strengthen digital
media sector,
supported by
smart technologies.
• Support
prototyping of
new products.
• Digital media and
content fund.

2.8
Culture and Tourism
Tourism and the visitor economy are an essential element
of the economy of Shakespeare’s England, and the
wider Coventry & Warwickshire economy. It supports
businesses, jobs, routes to employment, and a wider
supply chain with over 40,000 people employed in
culture and tourism across the entire LEP area.
Both Warwick and Stratford-upon-Avon are considered
to be two of Visit England’s “Attract Brands”, reflecting
England’s best known destinations, via visitor numbers
and consumer perceptions. The 10.2 million trips to
Shakespeare’s England every year account for a total
value from tourism to local businesses of £631 million,
which supports 11,000 jobs.
•

1 0.2 million trips were taken in Shakespeare’s
England – 9.3 million day trips and 0.89 million
overnight visits.

•	
Visitors spent £505 million in the area, which is an
average of £42 million spent in the local economy
each month. The overnight trips account for a total
of 2.37 million nights in the area. These overnight
visits generated £175 million, compared with £315
million from day trips.
•	
The 10.2 million trips account for a total value
of tourism to the local business turnover of £631
million, which supports 11,077 jobs. These jobs
breakdown as 8,678 direct tourism related jobs and
an additional 2,398 non tourism jobs dependent on
the multiplier spend from tourism10.

CWLEP is clear that a healthy cultural life is essential,
and that tourism activity contributes to the positive
economic performance, social environment, and wider
health and wellbeing of our sub-region.

STRATEGIC PROGRAMME:
CULTURE AND TOURISM
The Culture and Tourism strategic programme will focus
on the opportunity for Coventry as UK Capital of Culture
2021 and support for developing the world renowned
asset that is Shakespeare’s Stratford. It will also focus
on ensuring that the benefits of an enhanced visitor
economy are felt throughout Coventry & Warwickshire.
The Department of Culture Media and Sport (DCMS)
manages the process for the UK City of Culture title.
Following a recent consultation about the timetable,
the DCMS has committed to inviting proposals for the
2021 title by early 2017. The emerging economic case for
Coventry bidding for UK City of Culture is considered to
be strong.
A successful partnership proposal is likely to bring
significant national investment into the city from
public and private sources, increased visitor spend,
enhanced student numbers, as well as the potential
economic benefits of accelerated development. In Derry/
Londonderry, major infrastructure developments were
realised through the programme, and Hull is already
attracting investment in transport, public realm and
retail on the back of its successful bid.

In addition to Shakespeare’s England, Coventry
City Centre contains a number of high-profile and
internationally renowned visitor attractions such as the
Cathedrals, Transport Museum and Herbert Art Gallery,
whilst Nuneaton as the birthplace of the writer George
Eliot, and Rugby (where the sport of Rugby Football
originated) also both offer stronger tourism potential
than is currently being fulfilled.

Stratford-upon-Avon is a key asset within the CWLEP
area, given its status as the birth place of William
Shakespeare and a major English tourist town. Receiving
around 5 million visitors per year, the district is home to
the Royal Shakespeare Company (RSC) and Shakespeare
Birthplace Trust (SBT) properties. The Shakespeare
Birthplace Trust properties attract over 820,000 visits per
annum with a significant proportion (approximately half)
from international visitors.

CWLEP will support the ambitions of cultural and
touristic assets in the CWLEP area. The LEP will also
support local cultural community activities, as well as
high-profile events, that raise visibility nationally and
internationally. It will also recognise the complementary
rural and urban culture and tourism offers across
Coventry & Warwickshire.

Alongside this, the RSC has over 1 million visitors come
to its Stratford-upon-Avon theatres each year. Both
the SBT and RSC are a significant part of the wealth of
cultural and tourism assets in Coventry & Warwickshire,
contributing significantly towards the attractiveness of
the LEP area as a place in which to locate business, work
and study.

10

 arwickshire County Council “Destination Management Plan for
W
Shakespeare’s England Region 2015-2020
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Maintaining and growing our cultural and tourism
assets is a key priority for CWLEP. To achieve this
ambition, there is a need to build on existing strengths
within the sub-region, coupled with a need to better
package and promote key visitor attractions across
the full CWLEP area. This would facilitate increases in
overnight stays and therefore increases in visitor spend
levels. Investment will focus on economic and cultural
development, including:
•	Innovative contemporary approaches in historic
environments and joined-up public spaces.
•	Deliver an improved and integrated transport
infrastructure to improve connectivity.
•	Training, skills development and cultural
education.
•

Investment in digital infrastructure.
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Summary of Culture & Tourism Priorities
at LEP, West Midlands Combined
Authority (WMCA) and Midlands
Engine Geographies
The chart below provides an overview of the
programmes and initiatives funded in Coventry &
Warwickshire through the 2014 and 2015 Local
Growth Deal.
It highlights high-level examples of the strategic
priorities resulting from the Call for Proposals to unlock
further economic development and a summary of the
potential related linkages to the emerging priorities
of the West Midlands Combined Authority and
Midlands Engine.

•	Enhancing the supply of accommodation to
enable longer stays and increased visitor spending.

Draft WMCA
Strategic
Economic Plan

Emerging
Midlands Engine
Prospectus

Committed
Investments

“Culture &
Tourism”
Strategic
Programme

Emerging Actions
& Priorities

Emerging
Priorities

• No local Growth
Deal financing
agreed to support
culture & tourism.

• UK City of Culture
bid 2021.
• Shakespeare’s
Stratford.
• Supporting growth
of local culture and
tourism sector.

• Enabling the
growth of the
region’s leisure,
cultural and visitor
economy offer.
• Support for
Coventry’s 2021
UK Capital of
Culture bid.

Midlands Engine for Growth:
Strategic Priorities

2016
Strategic
Economic Plan
West Midlands Combined
Authority: Strategic Priorities

2014
Strategic
Economic Plan
2016 CWLEP SEP Update
Strategic Priorities

CWLEP 2014 and 2015 Growth Deal

To enable the growth of the sector and maximise the
impacts of visitor spend, it is crucial that the area’s
visitor attractions, major events, and accommodation
are marketed and promoted sufficiently.

• Develop “one
travel pass” to
promote tourism
sector.
• Importance
of investing
in transport
infrastructure.

3

The West Midlands Combined Authority
and Midlands Engine
The seven metropolitan authorities of
Birmingham, Coventry, Dudley, Sandwell,
Solihull, Walsall and Wolverhampton have
established a West Midlands Combined
Authority, working alongside the Local
Enterprise Partnerships of the Black Country,
Greater Birmingham & Solihull and Coventry &
Warwickshire and other Local Authorities.
Nuneaton & Bedworth Borough Council is a nonconstituent member, whilst Warwickshire County
Council, North Warwickshire Borough Council, Rugby
Borough Council, and Stratford-on-Avon District Council
have observer status with a view to joining as members
in the future.
The West Midlands Combined Authority (WMCA) is based
on the functioning economic geography of three LEP
areas: Greater Birmingham & Solihull; Black Country and
Coventry & Warwickshire. 90% of the area’s population
of 4 million live and work in this area. The region’s
economy is worth £80 billion of GVA. The WMCA has
unique characteristics:

•	A legal body with powers of decision making
granted by parliament.
•	
Currently seven constituent members (LA) with
ultimate voting rights and eight non-constituent
members (five LAs and three LEPs), with more LAs
to formally join.
•	
A metro mayor for the West Midlands will be
elected in May 2017.
•	
Will drive forward a series of joint objectives in
support of economic growth and public service
reform as outlined in its SEP.
•	
Negotiated a Devolution Deal with the government
to receive powers and funding from Whitehall,
made possible due to the strong governance
arrangements in place.
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The Devolution Deal supports the overall aims of
closing both the current productivity and the public
spending gaps, and includes:
•

S ignificant devolution of funding and financial
flexibilities to support a locally controlled ten-year
investment fund totalling around £8 billion. This will
be used to take forward a Transport Investment Plan
and to increase the supply of new development land.

•

Implementation of the HS2 Growth Strategy,
including regeneration around the Curzon
Street (Birmingham city centre) and Interchange
HS2 stations.

•	
An integrated new employment and skills system
for the West Midlands.
•

T ransformation of public services for “troubled
individuals”, including support for people with
mental health and reforms to the criminal
justice system.

Other elements of the Devolution Deal include plans to
revitalise the housing market, transform business support
and inward investment, create a National Pathfinder
for Innovation, and invest in quality of life through an
improved cultural offer.
A Strategic Economic Plan has been published for the
West Midlands Combined Authority and three-LEP
geography. This will provide the case for economic
devolution, with clear objectives and targets covering the
period 2016-2030. It will also establish the evidence base
for the added value of the Combined Authority Economic
Plan and associated activity and programmes.

The Plan contains eight priority actions:

The Combined Authority Strategic Economic Plan:
•

S ets out an economic vision for the West Midlands
and the opportunities and barriers that require
attention at a conurbation level.

•

 rticulates the added value of activity at a
A
Combined Authority level to enable economic
growth and set out a series of propositions to
enable that growth.

•

 emonstrates the contribution of the partnership
D
between business and the public sector that the
LEPs can deliver alongside the Combined Authority.

•

S trengthening the West Midlands’ position as
one of the biggest concentration of high value
manufacturing businesses and supply chains
in Europe.

•

Developing the Creative and Digital sector.

•

S trengthening the Environmental Technologies
sector.

•

E nabling the further growth of the Medical and
Life Sciences sector.

•

Maximising the economic benefits of HS2.

•

 eeting businesses’ skills needs and ensuring
M
residents can access jobs created by growth.

•

 ccelerating the delivery of housing plans to ensure
A
house building levels support growth rates.

•

Exploiting the region’s economic geography.

It is important to note that the Combined Authority
Strategic Economic Plan will sit alongside those of the
Black Country, Greater Birmingham and Solihull and
Coventry & Warwickshire LEPs. Indeed, the pillars and
priorities of the 2016 CWSEP Update have been designed
in a way that ensures alignment with the objectives and
priorities of the Combined Authority Strategic
Economic Plan.
In addition to the West Midlands Combined Authority,
2015 also witnessed the launch of the ‘Midlands Engine’.
The Midlands Engine stretches from Wales to the North
Sea and from the northern Home Counties to the Peak
District. It includes 11 Local Enterprise Partnerships who
together with their Local Authorities, businesses and the
wider partners have come together to respond to the
Government economic and productivity challenges.
The Midlands Engine region makes a £222bn (14.6%)
annual contribution in GVA to the UK economy, and
this has grown by 30% in the last decade. The Midlands
Engine is home to a population of just over 11.5 million
people (17.9%), of which 24% are under 20 years of age,
offering a long-term, sustainable workforce. Around 4.3
million people (15.7%) in the Midlands Engine region are
in employment, with 38.3% judged to be in knowledgeintensive sectors. Unemployment rates are 5.3%,
marginally lower than the UK average.
There is still much to do to grow the economy and
productivity of the region to ensure that the Midlands
Engine meets its full potential as a driver of national
economic success. The Midlands accounts for 15.7%
of the UK’s employed population but only 14.6% of
total UK economic output. GVA per worker is £46,310,
some £7,000 below the national average. There are
some particular socio-economic challenges, which have
been characterised by a history of underinvestment.
These include skills levels, an under-representation of
knowledge-intensive business relative to the overall
business base, levels of investment made by SMEs in
innovation, and aspects of connectivity.
CWLEP needs to work in collaboration, both within its
LEP geographical area and between its local authorities,
businesses and educational institutions, and across wider
economic geographies.

This is critical to ensuring that we are able to
influence, inform, direct and benefit from major
strategic initiatives that will support, for example:
•

 nhanced transport connectivity – ensuring
E
businesses and their supply chains are able to
collaborate and distribute their products and
services efficiently, and that our residents
are able to access the widest possible
employment opportunities.

•

Increased inward investment and local business
growth – ensuring that through joint marketing
approaches at both a Combined Authority and
Midlands Engine geography, we are able to actively
promote our area as having a strong capacity and
capability in terms of availability of employment
land, skills, transport connectivity, and R&D
infrastructure. This will encourage global
employers to locate within our LEP area, and
expand their operations.

•	
Enhanced education and skills – through
combined approaches that directly target the
skills deficits and challenges that exist at all
levels, and through the exchange and transfer
of the good practice that exists across the wider
economic geographies.
•

Increased capacity and collaboration in research,
development and innovation – Coventry &
Warwickshire is fortunate to have two world-class
universities within its LEP area, operating alongside
key national research and innovation centres. These
institutions are engaged in strategically important
collaborations operating on a local, regional,
national and global scale. Through increased
geographical collaboration, these institutions will
be able to improve their existing infrastructure,
resources and expertise.

Despite the importance of collaborating with wider
economic geographies, it is critical that CWLEP does not
lose sight of its own strategic priorities and how these
align to those of the Combined Authority and Midlands
Engine. CWLEP and partners will need to ensure that
the benefits of this collaboration are maximised for the
Coventry & Warwickshire economy.
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“Coventry & Warwickshire is recognised as a
global hub for knowledge-based industries,
leading the way in advanced manufacturing &
engineering and digital sectors.”

www.cwlep.com

Coventry & Warwickshire
Local Enterprise Partnership
The Old Clink, The Holloway
Warwick, CV34 4SJ
Telephone: 01926 418000
Email: contact@cwlep.com
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Executive Summary
KEY HIGHLIGHTS
This report provides an up to date assessment of the ‘Objectively Assessed Need’ for
employment land in the Coventry and Warwickshire Local Enterprise Partnership (CWLEP)
area. Following the guidance set out in the National Planning Policy Framework and
associated planning practice guidance its finds that:
 Take up of employment land has accelerated strongly as the economy has moved out
of recession with take up across the Midlands exceeding the pre-recession peak in 2014
at 11.08 million sq ft (1.03m sq m), with momentum continuing in 2015;
 Growth has been strong across the main components of employment land demand in
the CWLEP area – in advanced manufacturing, particularly the automotive sector, and
in logistics as part of the ‘Golden Triangle’. This encompasses B1b/c, B2 and B8
planning use classes;
 As a result, existing supply of accommodation is now at a critical level with less than two
years supply available across the area, much of it in smaller, aging and unsuitable
units;

 Even then these sites only total around 330 ha, below the bottom end of the forecast
range and significantly below the recommended range based on take up. It is
therefore necessary to consider whether and when additional strategic sites can be
identified. Such sites would ideally be located in the Coventry Travel to Work Area
(including Nuneaton and Bedworth) to meet local labour market needs and promote
sustainable travel patterns with new household growth;
 CWLEP and its partners have ambitious plans for the area building on the very positive
growth of key sectors in recent years which has driven the take up of land on high
quality sites. These sites are now close to being exhausted and future growth will be
constrained unless currently proposed sites are delivered and future sites are identified.
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 By contrast the current employment land stock and immediate pipeline is exceptionally
low. Only 64 ha is available on ‘oven ready’ sites which can meet current occupier
demand. A further 93 ha may come forward on secondary sites with development
potential. However future supply is reliant on new major strategic sites being brought
forward at Coventry and Warwickshire Gateway and extensions to Bermuda Park;
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 Future projections of demand have increased since previous assessments. Using the
different Government recommended methodologies future demand to 2031 ranges
from 353 ha (sectorial), through 405 to 570 ha (demographic/labour market) to 637 to
660 ha (take up). It is recommended that the LEP plan for the higher end of this range;
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INTRODUCTION
Coventry and Warwickshire Local Enterprise Partnership (CWLEP) is working with local
partners to secure the sustainable economic growth of the sub-region.
A key part of the Strategic Economic Plan for the area is to ensure that there are
appropriate and available employment sites to allow existing business to grow and to
attract inward investment. An important role for the LEP, identified in national planning and
economic policy guidance, is to work with local partners to ensure these needs are met.
CWLEP commissioned a study in 2014 (‘the Atkins Study’) to help the Local Planning
Authorities in the area identify their ‘Objectively Assessed Needs’ for employment
floorspace.
While the Atkins report was being prepared a public enquiry was held into the proposals for
one of the potential strategic sites in the LEP area, Coventry and Warwickshire Gateway,
located on the border of Coventry and Warwick Council areas.
In his report to the Inquiry the Inspector concluded that the proposals would have significant
benefits, were well located to meet the economic and labour market needs of Coventry and
that there was market evidence that the two types of floorspace proposed (logistics and
advanced manufacturing) were required. However this wasn’t supported by up-to-date
quantitative evidence on future land requirements.

This report therefore updates the work undertaken by the Atkins report in order to
significantly expand on the market assessment and quantitative and qualitative supply
considerations and seeks to make recommendations on the requirements for employment
space in the LEP area.

CURRENT SUPPLY
The assessment of current and pipeline supply reviews the three main ‘types’ of floorspace
in the area. These are for B1 office floorspace, Industrial and Research and Development
floorspace (B1b and B2) and Logistics (B8) floorspace.
Current office availability is concentrated in an around Coventry with 24% of the available
space in Central Coventry and 16.6% in Outer Coventry. Most of this floorspace is
available in smaller units, with over half in units of under 10,000 sq ft (c. 930 sq m).
Industrial and Research and Development are important economic sectors for the area,
providing an important contribution to GVA (Gross Value Added) in the sub-regional
economy and skilled jobs. They are also an important growth sector for the LEP. Available
floorspace in this sector is more broadly spread across the area than offices with Nuneaton
and Bedworth having the largest potential supply, with Coventry and North Warwickshire
accounting for slightly smaller shares. Warwick accounts for less than 10% of the available
total.
There has been very strong take up both of specialist Science and Technology Park
floorspace (with occupancy ranging from 80 to close to 100%) and new manufacturing and
supply chain facilities for Jaguar Land Rover and the London Taxi Company.
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Since the publication of the Atkins Report, the Public Enquiry (held in April and May 2014)
and decision by the Secretary of State (February 2015) it is apparent there has been both
strong economic growth and employment land take up across the LEP area.
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UPDATING THE ASSESSMENT
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Logistics is a critical sector for the Midlands economy, with the CWLEP area forming part of
the ‘Golden Triangle’ close to excellent strategic road and rail connections. There has
been a continuing trend for larger distribution units offering greater economies of scale to
national operators and the Midlands with its excellent logistics access remains a favoured
location. There has been extremely strong recent take up in this sector triggered by
improving market conditions and the return of the UK economy to growth rates last seen
prior to the 2009 recession.
What is notable about this new phase of development is that those buildings that are being
speculatively constructed are being pre-let or let very quickly after completion due to the
acute shortage of supply. We anticipate this trend continuing where developers can offer
fast track delivery on oven ready development sites with all necessary infrastructure and
planning in place.
The chart below illustrates the very significant decline in available supply, on large strategic
employment sites in the LEP area, which has accelerated since the production of the Atkins
report and the CWG Inquiry.
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This graph takes into account all take-up of land within sites identified in Appendix 2
(Strategic Sites Review), with the sharp decline in recent years reflecting take-up rates back
at pre-recession levels and continuing to grow. There is now emerging an acute shortage
of space.
There are now clear signs that the shortage of suitable stock is leading to substantial growth
in rents. Indeed the lack of ready to occupy supply in many parts of the UK has led to the
fastest growth in rents for around 15 years. The IPD Quarterly Index, produced by MSCI,
provides an overview of average rates of rental growth for commercial real estate. The data
is based on repeated valuation of properties, mainly those held within institutional funds. In
the twelve months to the end of June 2015, industrial rents in the West Midlands grew by
4.80% on average. This is the highest annual growth rate recorded on the Quarterly Index
since its introduction in 2001 for the West Midlands. It is also the second fastest growing
region in the UK, just behind London at 4.99%, and ahead of the South East at 4.33%.
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Industrial Rental Growth by Region

West Midlands industrials

12 months to end June 2015

percent per annum

Rolling 12 month rental growth

6

London

4.99

West Midlands

4

4.80

South East

4.33

Eastern

2

3.62

Scotland
0
-2

3.06

South West

2.72

East Midlands

2.63

North West

2.50

Wales
-4
-6

2.26

North East

1.77

Yorks & Humber

1.70
0.0 0.5 1.0 1.5 2.0 2.5 3.0 3.5 4.0 4.5 5.0

02 03 04 05 06 07 08 09 10 11 12 13 14 15

Source: MSCI

Source: MSCI

We are also seeing new build units let at record rents (for example at Birch Coppice – see
Appendix 2). There is therefore the potential risk that a significant imbalance between
supply and occupier demand, as currently exists, will lead to rental growth, at rates well
ahead of current levels of inflation. Such growth may have an impact on the occupier
affordability relative to other regions and will impact those occupiers who are subject to
upward only rent reviews.
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FUTURE DEMAND
In relation to future demand the report uses the Government’s recommended methodology
in the Planning Practice Guidance to update likely demand requirements. The Report uses
four approaches to assessing demand requirements; sectoral projections, demographic
projections; historic take up rates and recent market signals and take up.

ADDITIONAL JOBS
2011-2031

B1a/b

25,200

378,600

76

B1c

3,900

229,125

57

B2

5,800

208,800

52

B8

12,000

840,000

168

Total B-class

46,900

1,655,925

353

SITE AREA REQUIRED
(HA)

Demographic projections, taking into account current labour market underperformance,
particularly in the Coventry area suggest a need for between 60,000 and 126,000 jobs to
be accommodated. A mid-range point of 90,000 would suggest the need for 15% more
jobs than on the basis of the sectoral trend forecast. This would equate to a total of 405 ha
of B Class land if these jobs were to follow similar sectoral breakdowns to those projected
by the LEP. The higher end of the range would suggest around 570 hectares
The majority of the jobs would need to be located in the Coventry and Warwick Travel to
Work Area to allow for sustainable commuting patterns based on projected population
growth.
Trends in recent take-up are highlighted by planning policy as a key part of the evidence
base for forecasting future employment land need, and as such the estimates from this
evidence should be considered as a priority.
The Atkins Report (2014, Scenario 4, paragraphs 4.29 to 4.30) identified annual
completions of approximately 33 hectares per year over varying periods to 2013,which
would equate to need for 659 hectares over the 20 year period to 2031. At that time it
noted that a linear extrapolation forward may not necessarily reflect future demand.
However, it is clear from recent experience that even those estimates may be conservative
with take up in 2014 exceeding the peak of the previous cycle, and strong demand carrying
forward into 2015. This includes announcements of an expansion of Jaguar’s centre at
Whitley, and a new R & D and assembly facility for the London Taxi Company at Ansty Park.
As a result there is now only 1.3 years supply of land based on annual take up across the
LEP area.
Logistics take up more widely across the Midlands has been particularly strong with logistics
take up in the Midlands in 2014 at record levels and exceeding that at the peak of the
previous economic boom. It is our conclusion that take up in the LEP area is likely to have
been even higher if a supply of sites for large logistics operators had been readily available.
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SECTOR

EMPLOYMENT
FLOORSPACE
REQUIREMENT (SQ M)
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Sectorial projections suggest the need for in total 353 hectares of employment land to
accommodate approximately 47,000 jobs in B class floorspace as part of a growth of
78,000 jobs across the area.
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This potential dampening of take up levels should be taken into account in assessing future
demand requirements.
Based on average levels of take-up over the last 9 years1, which includes the deepest and
longest economic downturn of the post-war years, the following land requirements would
be necessary, to 2031, assuming all went to new stock.
SECTOR

AVERAGE TAKE UP PER
ANNUM (SQ M)

TOTAL REQUIREMENT
TO 2031 (M SQ FT)

SITE AREA REQUIRED
(HA)

B1 (all)

3,700

55,500

11

B2

174,000

2,610,000

348

B8

92,900

1,393,500

278

Total B-class

270,600

4,059,000

637

“Local planning authorities should ensure that their assessment of and strategies
for housing, employment and other uses are integrated, and that they take full
account of relevant market and economic signals”
We would therefore recommend an appropriate range of between 500 and 660 hectares
for the purposes of planning, with sites being identified that can achieve the higher end of
this range, and to provide appropriate choice and flexibility in the market place.

RECOMMENDED SUPPLY
The report then goes on to identify, classify and critically assess identified sites that could
accommodate the employment uses described in the previous section. This assessment is
split between B8 (Logistics) uses and B1 (B), B1 (C) and B2 uses.
The sites are classified using a simple Red-Amber-Green categorisation, with full
assessments included in the Appendices. Sites in the green category have the ability to
provide for the relevant use in the short to medium term. These sites rank high due to
location, and their ability to deliver space that, in our opinion, will be attractive to occupiers.
Amber sites fall short of providing the ideal site, and may fall short for numerous reasons.
In most instances this is remoteness. Red sites are considered unsuitable from a market
perspective for the relevant land use.

1

Nine years is used, principally as this is the current length of the back history of CBRE’s Logistics
market data. However, this is an ideal timeframe, as it covers the peak and troughs of a full
economic cycle.

EXECUTIVE SUMMARY

The NPPF and NPPG highlight response to market signals as a key aspect in sufficiently
planning for future need, suggesting that (NPPF paragraph 158):
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On the basis of the work undertaken both “Sectoral” and “Demographic” projections
exceed those identified in the Atkins study in 2014. However average take up continues to
be strong with take up accelerating in recent years. Market signals indicate that this recent
rate of take up is likely to continue. In our view it is essential, in accordance with
Government expectations, that greater weight should be given to these market transactions
than was the case in the Atkins report on the basis that they have been sustained and that
actual supply is now very limited.
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It should be noted that this is an analysis of the same set of sites therefore the summary
tables should not be read cumulatively. In total across all of the sites the notional maximum
land supply on identified sites is 508 hectares (1,256 acres)
The report on the basis of the above analysis breaks down these sites into four categories.
These are:
1. Deliverable sites with immediate capacity for either B2 or B8 or both. Together these
comprise 64 hectares (158 acres)
2. Secondary potential sites for all employment uses but with infrastructure requirements
or other constraints. Together these comprise 93 hectares (229 acres)
3. Potential new strategic sites capable of meeting large scale needs across all
employment uses. These are Coventry and Warwickshire Gateway and extensions to
Bermuda Park. Together these comprise 162 hectares (400 acres)
4. Other sites where capacity has been exhausted or there are significant constraints/lack
of likely market interest. Together these comprise 188 hectares (464 acres)

CONCLUSION
Not only is a significant level of employment land required over the plan period, but this
has to be of a suitable quality to meet sectoral needs, and be in the right location within the
LEP area to respond to demographic and market-driven demand. On both counts, this
suggests Coventry as the key location. Furthermore, given the surge in recent take-up and
reduction in available supply, the need to address this need is urgent and requires
addressing early in the plan period. The lack of suitable space in the quantity identified is
likely to be having a detrimental effect on the economic prospects of the LEP area in rebalancing Coventry’s problems of deprivation, and also more widely in delivering the
economic potential of the LEP area as a nationally competitive AME and logistics hub.

EXECUTIVE SUMMARY

This would suggest the need to identify at least one and, subject to an assessment of the
prospects of Gaydon/Lighthorne Heath, two additional large strategic sites. Any new subregional sites that come forward will need to meet certain criteria on location (relative to
labour markets, supply chain and delivery markets and strategic infrastructure).
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Together categories 1 to 3 represent the core sites portfolio for current and future
employment land supply to meet strategic needs in the CWLEP area. They account for
approximately 307 hectares of land which is insufficient to meet ‘Objectively Identified
Need’ in the CWLEP area – representing only around half the required land to meet the
‘take up’ based assessment based on recent trends in the area.
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Aims & Purpose of Report

This study from CBRE has been commissioned by Coventry & Warwickshire Local Enterprise
Partnership (CWLEP), to provide an overview of employment land use across the LEP area.
CWLEP’s ‘Vision’ is to:
‘build on its central location, employment sites, distinctive businesses, innovation assets and
highly talented workforce, to become a high performing economy with innovative businesses
competing internationally, growing and providing better paid employment opportunities for
residents across both rural and urban areas.’

The report follows guidance set out in the NPPF and Planning Practice Guidance (PPG) to
objectively identify need, consider how that need relates to the strategic portfolio of sites in
the CWLEP area, and make recommendations on site allocations.

GEOGRAPHICAL SCOPE
This report primarily focuses on employment land use within the CWLEP. This is a subregion comprising six district and unitary authorities: Coventry, North Warwickshire,
Nuneaton and Bedworth, Rugby, Stratford-on-Avon, and Warwick, as shown in Figure 1.
The LEP was established in response to the Government requesting local partners to
establish partnerships whose geography reflected natural economic areas. Where
appropriate the report will also refer to the wider West Midlands market.

AIMS & PURPOSE OF REPORT

A Strategic Employment Land Study was produced by Atkins in 2014 which informed the
LEP’s approach. This report is intended to update and expand upon that evidence base to
reflect the strong employment performance and rapid growth in take up in the local market
in the past year and also address information gaps identified in the Planning Inspector’s
Report and subsequent decision by the Secretary of State on the planning application one of
the strategic sites (Coventry and Warwickshire Gateway) identified in CWLEP’s Strategic
Economic Plan. In addition the report is intended to inform to local plans with an update of
local need and demands.
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An important part of achieving this is to ensure that there are appropriate and available
employment sites to attract new investors, retain local business and re-shore manufacturing.
As advised by the National Planning Policy Framework (NPPF) the LEP has been working
with the Local Planning Authorities to help to identify the ‘objectively assessed need’ for
employment land and appropriate strategic sites to meet this need. This will inform plan
making by the authorities and the consideration of relevant planning applications.
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AIMS & PURPOSE OF REPORT

Source: CBRE / Tableau
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Figure 1: Coventry & Warwickshire LEP Sub-Region
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Context & Methodology
INTRODUCTION
This section provides a brief summary of the policy context for the report and the
methodology used in the assessment.
It begins with a brief description of the role of Local Enterprise Partnerships and their role in
leading economic development in their areas. It then briefly summarises national guidance
on planning for economic uses, including the approach to the assessment of needs and
identification of sites.

LOCAL ENTERPRISE PARTNERSHIPS AND THEIR ROLE IN PLANNING
In 2010 the Government invited businesses and Councils to come together to form ‘Local
Enterprise Partnerships’ (LEPs). These bodies replaced the previous Regional Development
Agencies and at the same time the Government confirmed that it would cease to use
‘Standard Regions’ in undertaking strategic planning.

Local planning authorities are required to work collaboratively on strategic priorities across
administrative boundaries including with LEPs (NPPF: 180).
In relation to business needs local planning authorities should (NPPF: 160):

“Work together with county and neighbouring authorities and with Local
Enterprise Partnerships to prepare and maintain a robust evidence base to
understand both existing business needs and likely changes in the market.”
Planning Practice Guidance suggests that LEPs are among the bodies that should be
involved in plan preparation from the earliest stage including the preparation of the
evidence base to identify needs (Reference ID: 2a-007-20150320) and that LEP areas are
one of the factors which should be considered in determining functional economic market
areas for need assessments (Reference ID: 2a-012-20140306).

CONTEXT & METHODOLOGY

“Local enterprise partnerships will provide the clear vision and strategic
leadership to drive sustainable private sector-led growth and job creation in their
area. We particularly encourage partnerships working in respect to transport,
housing and planning as part of an integrated approach to growth and
infrastructure delivery. This will be a major step forward in fostering a strong
environment for business growth.”

Page 11

At the time the Government identified a key role for LEPs in bringing together partners to
plan for growth, stating (Local Growth White Paper, 2010):
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PLANNING FOR BUSINESS AND ECONOMIC NEEDS
The National Planning Policy Framework (NPPF, 2013) requires local authorities “objectively
to identify” and seek to meet development needs in their areas.
It states that:

“Significant weight should be placed on the need to support economic growth
through the planning system.” (NPPF: 19)
As noted above, in plan making authorities should seek to assess needs in appropriate
market areas working with neighbouring authorities, LEPs and the business community.
(NPPF: 160)
In doing so they should identify qualitative and quantitative needs for all types of economic
activity, and identify the sufficiency and suitability of the current and future supply of land
for economic development. (NPPF: 161)

(2a-008-20140306)

2. Identify Current Situation
(2a-030/31-20140306)

3. Identify Future Trends

1.Labour Demand Projections
2.Labour Supply (Demographic)
3.Take Up and Market Signals
4.Consultation
(2a-032-20140306)

4. Identify Employment Land
Requirements
(2a-033/4-20140306)

CONTEXT & METHODOLOGY

1. Identify Functional
Market Area
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Planning Policy Guidance (PPG) sets out in more detail how local authorities and their
partners should undertake economic development needs assessments. The flow chart
below summarises the key steps.
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1: Functional Market Area
In identifying functional market areas LPAs and partners are encouraged to look beyond
administrative boundaries and consider functional economic geography. This is essential in
order to demonstrate that authorities have fulfilled the Duty to Co-operate in relation to
planning for economic uses.
The PPG identifies a number of potential areas for consideration which includes LEP areas –
which in the case of this report is the CWLEP area, with reference to the wider West
Midlands property market and particularly the ‘Golden Triangle’ for distribution.
In this context it should be noted that the Government sees benefit in places competing with
one another which is seen as helping increase prosperity locally and collectively increasing
the size of the national economy. (Local Growth White Paper 2010: 1.19)
This requirement reflects the important role that LEPs are encouraged to play in strategic
planning to support growth by providing economic leadership through their Strategic
Economic Plans.

3. Identify Future Trends
In identifying future demand local authorities are encouraged to use quantitative and
qualitative techniques. In doing so they need to ensure they understand the specific
characteristics of demand from different sectors. Guidance emphasises the need for a
range of sites to meet the full range of economic needs.
For the quantitative assessment the guidance suggests the use of four specific approaches
which plan makers should consider which, taken together and considered in the context of
qualitative concerns will form the basis for the identification of objective needs.
These are:


Sectoral and employment forecasts translated into land requirements;



Demographic assessments – based on the projected labour force for the area and
assumptions about economic activity rates;



Analysis of take up and future market demand for employment sites;



Consultation with relevant bodies and consideration of secondary data sources.

CONTEXT & METHODOLOGY

The PPG suggests a range of techniques to assess the baseline situation in relation to
economic uses. In relation to employment land it suggests the need to consider recent
trends in employment land supply and loss, the stock of employment land and market
signals. The assessment should include consideration of take up for specialist economic
uses and other qualitative issues.
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2. Assessment of the Current Situation
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4. Identify Employment Land Requirements
Having considered the current stock and future demand plan makers should consider how
the two interact and the quantity, types and location of sites required to meet these
objectively identified needs.
This is the approach taken in the remainder of this report.

COVENTRY & WARWICKSHIRE LEP (CWLEP)
The Coventry and Warwickshire LEP is therefore working with partners to identify strategic
needs for the area based on the above principles.
CWLEP’s 5-year Strategy (2011-2016) identified a key priority to focus on knowledgeintensive sectors in order to remain competitive at an international level. Target sectors
include:
 Advanced engineering and high-value manufacturing;
 Automotive and low-carbon mobility; and

The CWLEP produced a Strategic Economic Plan (SEP) in March 2014 which includes a
comprehensive analysis of the social and economic needs of the local economy and a
proposed ‘spatial approach’ focusing on key employment sites. The SEP highlights an
aspiration for the sub-region to compete as a global hub in the advanced manufacturing
and engineering sectors, building on existing strengths including its strategic location,
productive employment sites and skilled workforce.
These sectors are the cornerstone of the LEP’s SEP, with a vision to increase direct
employment in Advanced Manufacturing and Engineering employment by 9,000 jobs
creating an annual GVA of £745m by 2025.
CWLEP has also committed to a City Deal, centred around the advanced manufacturing
and engineering sector, with a target of creating 15,000 new jobs by 2025.

PREVIOUS STUDIES
As part of the LEP’s work it commissioned Atkins to produce an Employment Land Study to
inform its approach to strategic sites and local plan making.
This is one of a number of studies that have been undertaken of similar issues in the area
that are summarised in more detail below.

The Atkins Report
The most recent and comprehensive study is the Coventry and Warwickshire Strategic
Employment Land Study produced by Atkins for the Coventry and Warwickshire Local
Economic Partnership (CWLEP) in October 2014 (The Atkins Report).

CONTEXT & METHODOLOGY

These growth areas already have an established presence in the LEP, and the Strategy
stresses the importance on building on these strengths through ensuring that the area has
the relevant sites, premises and infrastructure to support this growth.
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 Business and professional services.
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Atkins was commissioned in November 2013 by CWLEP to undertake a Strategic
Employment Land Study. The purpose of the study was to provide a robust evidence base
and associated policy recommendations to assist in the preparation of CWLEP's Strategic
Economic Plan and to also provide evidence for the local authorities within the CWLEP area
to inform the preparation of revision of each Council’s Local Plan.
The core objectives of the study were to:
 Undertake a gap analysis and quality check of existing Employment Land Studies;
 Assess the future employment land needs of the sub-region by considering a range of
demand scenarios;
 Consider the need for one or more employment sites of strategic significance; and
 If a need for such site(s) is identified, assess the suitability of potential sites and provide
appropriate recommendations.
Four employment growth scenarios were tested as part of this study in order to provide a
quantitative estimate of the sub-region’s additional employment land requirements over the
period 2011-2031. These ranged from 115ha (SHMA-linked scenario) to 659ha
(completions scenario).

They stated that in an area such as Coventry and Warwickshire where growth aspirations
are high and a need exists to address challenges such as relatively high levels of
deprivation and unemployment in certain parts of the sub-region, quantitative estimates of
land requirements should build in a reasonable degree of flexibility. They also considered
that flexibility is required to allow for the fact that a significant proportion of existing
employment land sites and allocations are constrained and/or potentially unviable for
development.
Atkins recommended that their scenario 2 (baseline+) is used as the minimum estimation of
quantitative need in the sub-region. This scenario reflected the continuation of past trends
boosted by targeted investment in new advanced manufacturing and engineering activity.
Under this scenario, future demand for additional land is estimated to be around 326ha in
the period up to 2031. However, they stated that as evidenced by past rates of take-up,
actual demand could be significantly greater (up to 660ha between 2011 and 2031).
Bearing in mind historical rates of take-up and the need to build in sufficient flexibility to
enable the property market to operate efficiently, Atkins recommended that the future need
estimate is treated as a minimum guideline.
Having regard to existing levels of supply they conclude that the LEP and the local
authorities should plan for a minimum requirement of 129ha of employment land across
the sub-region but aspire to deliver potentially more good quality employment land in order
to offer the local and inward investment market sufficient choice and flexibility.
Atkins also considered the need for the provision of strategic employment land in addition
to land to meet local needs. They concluded that based on the assessment of quantitative,

CONTEXT & METHODOLOGY

They advised that on developing employment land policies in Local Plans and incorporating
estimates of future employment land requirements in Strategic Economic Plans, the use of
quantitative estimates should be set in the context of the scale and nature of strategic
economic growth policies being pursued by the local authorities and LEPs in question.
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Atkins cautioned against being overly prescriptive in the application of numerical estimates
of need, explaining that estimating future employment land demand requirements in
quantitative terms is not an exact science.
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strategic and market considerations the sub-region would benefit from the provision of at
least one new major employment site. They argued that qualitative factors were the
primary drivers behind the need to identify one or more strategic employment sites, and
that the role of strategic employment sites should be to help a local economy take a stepchange in economic performance and profile.
Atkins recommended that CWLEP and the individual local authorities consider the
identification and allocation of a small number of clearly sector-focussed strategic
employment sites that would be large and flexible enough to meet future business needs.
They undertook an assessment of a number of potential sites, including sites put forward
following CWLEP’s “open-call for sites” exercise and concluded that the Coventry and
Warwickshire Gateway site was assessed to be best placed to fulfil the leading role as the
sub-region’s premier strategic employment site.

Other Studies

Savills prepared a Coventry and Warwickshire Gateway Need and Comparative Site
Assessment Study (2012) on behalf of the applicant’s, the Coventry and Warwickshire
Development Partnership. Updates to this study were undertaken as part of the Call-in
Inquiry in early 2014. Savills analysed the supply and demand for employment floorspace
and concluded that there was a strong need for a major employment site to serve the subregion. They reviewed the take up of major new space in the area and undertook an
assessment of alternative sites for a strategic employment site. They concluded that there
was a limited supply of sites to meet the employment demands of the area including (at the
time of the Call-In Inquiry) a supply of land for B2/B8 development of 2.8 years based on
five year average take-up.
GL Hearn was appointed by Warwick District Council to give an independent assessment of
the economic and employment case for the Coventry and Warwickshire Gateway proposal.
Their initial report prepared in April 2013 was also updated as part of the call-in inquiry.
At the time of the inquiry, GL Hearn concluded that market evidence indicated a shortage of
land within the market area and wider region which is capable of accommodating large
manufacturing or distribution/logistics units. They stated that evidence indicated a less than
one year’s supply of available units and a shortage of land to meet need beyond the short
term. They also concluded having regard to market demand, that the supply of land is
expected to be taken up in the short term.

CONTEXT & METHODOLOGY

In addition to these local studies this report has had regard to the work undertaken by
Savills and GL Hearn in relation to the Coventry and Warwickshire Gateway planning
application. The Coventry and Warwickshire Gateway scheme is a major strategic
employment scheme consisting of 343,740 sq m of B2/B8 floorspace and 65,000 sq m of
B1 floorspace (predominantly B1 b & c). The application was resolved to be approved by
Warwick District Council and Coventry City Council but refused by the Secretary of State
following the application being ‘called-in’.
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The Atkins Study included a review of existing employment land studies undertaken in
relation to specific local authority areas. The review of these studies is not repeated here
but the conclusions of the studies have been taken into consideration in the preparation of
this report.
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PLANNING INSPECTOR’S REPORT
The Planning Inspector’s Report (APP/U4610/V/13/2202736 & PP/T3725/V/13/2202738)
into the called-in planning application for Coventry & Warwickshire Gateway also made
some observations into the employment land evidence base as it related to that proposal.
The Inspector found that the broad location of the site was appropriate for meeting the
area’s regeneration needs (para 1004), that a strong case had been made on the future
inadequacies of supply for the (logistics) floorspace and that the advanced manufacturing
component would be well suited to the local economy (para 1009), but that the
‘quantitative case’ for future land requirements had not at that point been clearly made.
(paras 1006 and 1009). It should be noted that at that point the Atkins report, summarised
above, was still in draft and was not therefore considered by the Inspector as part of the
Inquiry

IMPLICATIONS FOR THIS STUDY

In considering future requirements CWLEP was conscious of the need to keep the evidence
base up to date and to reflect the dynamic nature of the local property market, particularly
as it emerges strongly from a prolonged recession. This study is therefore intended to
update the evidence from the Atkins Study, particularly on market take up, and provide,
following the approach set out in planning guidance, clear quantitative and qualitative
evidence on which to plan for strategic employment sites.

CONTEXT & METHODOLOGY

Each has identified a recent increase in the demand for employment space in the area with
strong prospects for future demand alongside a shortage of supply. They each concluded
that supply was diminishing and that there is a particular shortage of supply of high quality
strategic employment land which could meet the needs of larger employment requirements.
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Whilst the approach to and purpose of the studies differ, the broad conclusions of the three
recent studies that have considered a wider than individual local authority area, are
consistent.
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Current Position
This section provides an overview of key features of the West Midlands and CW LEP subarea economy, and provides a summary of the recent economic trends in the UK and subnational areas in terms of growth and change in sectors including logistics, office-based
sectors and AME (Advanced Manufacturing and Engineering) in particular as it relates to
the current strengths of CWLEP area.
It then provides an overview of recent market activity for these different employment use
classes.

THE CWLEP & WEST MIDLANDS AREA
Previous iterations of policy at the regional level (Regional Spatial Strategy) identified the
need for high quality employment locations (including Regional Investment Sites) to
underpin the competitiveness of the West Midlands economy and serve the needs of
Coventry and Nuneaton as a Regeneration Zone.

Socio-economics and Labour Market Performance
Although the CWLEP has comparative sectoral advantages, there is still an element of
underperformance in job creation, leading in part to problems of unemployment,
deprivation and worklessness in areas within the sub-region. Coventry has performed
relatively strongly over the last decade in growing its business stock and employment base
but remains in a position of ‘catch up’ with other more prosperous areas.
Coventry has a higher unemployment rate compared to the UK average, at 6.6% compared
to 6.4% across the area as a whole and this has been consistently higher over the last ten
years. Higher unemployment rates are concentrated in the south of the City.
Coventry also has fewer jobs per resident (job density) than other comparable areas that
are performing better. The chart below shows the number of jobs pear head in Coventry
compared to those English cities which rank in the top five in one of the economic indicators
in the Centre for Cities Outlook2, which benchmarks the performance of all UK cities. As
can be seen Coventry ranks below all of these cities in terms of number of jobs per resident.
The ratio for Coventry City and its TTWA are the same. Coventry urgently needs new jobs
and that the lack of jobs is the main weakness of Coventry’s economy, despite its strengths
in a number of sectors.

2

Cities Outlook 2014, Centre for Cities. Economic Indicators: Business Start Ups, Business Stock,
Innovation, Employment Rate, Unemployment and Private Sector Employment Growth

CURRENT POSITION

The role of the LEP is twofold. First to maximise the economic potential of the area by
ensuring key sites are available to allow it to maximise its share of investment in the
‘Golden Triangle’ and secondly to try to ensure that such investment benefits areas of
labour market need – primarily Coventry and Nuneaton and Bedworth.
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The Midlands ‘Golden Triangle’ (area within M42, M1 and M6) is one of the leading areas
in the UK, with high demand for space and regarded by the industry as the most optimum
location in the UK. The area has key competitive advantages in advanced manufacturing
and logistics.
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Jobs per Working-age Resident
Coventry
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On this basis, Coventry would require around 89,000 jobs (excluding labour market
growth) if it were to have the same amount of jobs per resident as Crawley (the highest job
density). Around 45,000-47,000 would be required to match Warrington, Reading and
Milton Keynes, and around 22,000-26,000 to match York, Peterborough and Swindon.

Page 19

The current jobs profile in the Study Areas are disproportionately weighted towards certain
sectors, including utilities, motor trades, wholesale and manufacturing, compared to the
sector profile of England.

CURRENT POSITION

Source: Centre for Cities: Cities Outlook 2014

There is a clear split between the types of jobs over-represented within Coventry and
Warwick, and the wider TTWA and LEP area. The LEP area has particular strengths in key
sectors of motor trade, wholesale, and professional/technical services.
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Locational Quotients compared to England
WEST
MIDLANDS

COVENTRY

2 : Mining, quarrying & utilities (B,D and E)

1.9

1.3

1.1

3 : Manufacturing (C)

1.2

1.1

1.4

4 : Construction (F)

0.4

0.9

1.0

5 : Motor trades (Part G)

1.4

1.6

1.5

6 : Wholesale (Part G)

1.0

1.2

1.2

7 : Retail (Part G)

1.0

0.9

1.0

8 : Transport & storage (inc. postal) (H)

0.7

1.3

1.1

9 : Accommodation & food services (I)

0.7

1.0

0.9

10 : Information & communication (J)

0.8

0.9

0.6

11 : Financial & insurance (K)

1.3

0.8

0.7

12 : Property (L)

0.9

0.9

1.0

13 : Professional, scientific & technical (M)

0.6

0.9

0.7

14 : Business administration & support services (N)

1.1

1.0

1.0

15 : Public administration & defence (O)

1.0

0.8

1.0

16 : Education (P)

1.6

1.2

1.0

Source: BRES (2012)

Office supply & availability
The table below shows the broad geographical distribution of office space availability
across the sub-region, split by local authority district, with an additional split for Central
Coventry. Overall, the greatest concentration of office supply is in Coventry, accounting for
over 40% of availability across the sub-region, a total of 46,167 sq m. A further 24%
(27,263 sq m) is to be found in Warwick, leaving 39,654 sq m spread across the remaining
districts within Warwickshire.

Office availability across Coventry & Warwickshire, as at 1 May 2015
LOCATION

TOTAL SQ M AVAILABLE

% OF AVAILABLE SPACE ACROSS LEP AREA

Central Coventry

27,395

24.2%

Outer Coventry

18,772

16.6%

North Warwickshire

6,795

6.0%

Nuneaton & Bedworth

9,521

8.4%

Rugby

5,788

5.1%

Stratford-on-Avon

17,550

15.5%

Warwick

27,263

24.1%

3

Source: CoStar
3

Central Coventry is an area extending just beyond Coventry’s Ringway. To the south, west and
north-west, the area is bounded by railway lines. The area includes Sandy Lane Business Park to
the north and Coventry railway station to the south.

CURRENT POSITION

SELECTED SECTOR LQS (COMPARED TO ENGLAND)

CW LEP
AREA
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A value of >1 indicates higher than the national average proportion of jobs in that sector
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The map below shows the more detailed geographic distribution across the sub-region.

Map of office availability

CURRENT POSITION
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As at May 2015

Source: CoStar, mapped by CBRE using Tableau

Office supply by sizeband
As at 1 May 2015

SIZEBAND

TOTAL AVAILABILITY (SQ
FT)

TOTAL AVAILABILITY (SQ
M)

NUMBER OF PROPERTIES

< 2,000 sq ft

93,545

8,691

88

2,000 to 4,999 sq ft

272,630

25,328

84

5,000 to 9,999 sq ft

199,965

18,577

29

10,000 to 19,999 sq ft

234,415

21,778

17

20,000 to 29,999 sq ft

167,360

15,548

7

30,000 to 39,999 sq ft

68,547

6,368

2

40,000 to 49,999 sq ft

126,408

11,744

3

50,000 sq ft

54,447

5,058

1

Source: CoStar
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R&D AND INDUSTRIAL / B1(C) AND B2
Research & Development Sector
The Coventry and Warwickshire area has some clear merits as a location for research and
development (R&D) activities, and associated advance manufacturing functions. The most
successful locations for R&D are typically those that can build strong economies of scale, by
exploiting the benefits of cluster and agglomeration.
Data from the ONS (Business Enterprise Research and Development, 2013) suggests that
the West Midlands supports 16,000 jobs in R&D performed by UK businesses
(approximately 9% of the UK total).

Employment & Location Quotients in Manufacturing
BRES (2012) by 3-digit, based on sectors outlined by CWLEP

JOBS

COVENTRY

COVENTRY &
WARWICK TTWA

CW LEP AREA

WEST
MIDLANDS

Number of jobs: Medium + High
Tech Manufacturing

5,540

10,607

11,630

46,438

Location Quotient: Medium + High Tech
Manufacturing

2.7

2.0

2.0

1.4

In the case of CW LEP, the SEP outlines that Advanced Manufacturing and Engineering,
particularly in the automotive sector, is a key part of the area’s existing strength .
It is also worth reflecting on the importance of the science park network in the UK and how
this structure has led to economic clusters of international importance – see Appendix 1 for
a full review of the growth and structure of science parks in the UK.

Advanced Manufacturing and Engineering (AME)
Manufacturing is classified into high, medium and low-tech45. The Coventry and
Warwickshire region has a specialism in the advanced manufacturing sector with several
4

High-tech manufacturing = SIC 261 : Manufacture of electronic components and boards; 262 : Manufacture of
computers and peripheral equipment; 263 : Manufacture of communication equipment; 265 : Manufacture
of instruments and appliances for measuring, testing and navigation; watches and clocks; 303 :
Manufacture of air and spacecraft and related machinery.
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The following table shows location quotients (LQs) for manufacturing sectors. An LQ of 1
shows a proportion of employment in that sector in line with the national average, an LQ of
2 is a proportion of employment double the national average and so on. This
demonstrates that LEP area and Coventry and its wider Travel to Work Area have a very
significant strength in medium and high tech manufacturing at between 2 and nearly three
times the national average.
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R&D is usually defined through the creation of products within industries, rather than
detailed descriptions of industries themselves. However, a subset of SIC codes can be
identified to give a conservative estimate of the jobs directly related to R&D (SIC71:
Architectural and Engineering Activities; Technical Testing and Analysis; and SIC72:
Scientific Research and Development). On this basis, the CW LEP area supports 12,400
R&D jobs, having grown by 18% in the past 5 years compared to 2% growth in this sector in
the UK.
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large companies based in the region, for example Jaguar Land Rover, a high concentration
of jobs in these sectors, and higher recent growth rates than the UK as a whole.
Coventry and Nuneaton and Bedworth have highest employment in air and spacecraft
related machinery, whereas Coventry, Rugby and Warwick have higher employment levels
in instruments and appliances for measuring, testing and navigation. North Warwickshire
borough has higher levels of employment in electronic components than the other regions
of CWLEP. Stratford is the only region to have employment in the pharmaceutical products
sector and also contributes to the manufacture of computers.
CW LEP has an existing strength in medium-and high-tech manufacturing, with twice the
UK average concentration of jobs in these sectors according to BRES data (2014). These
sectors continue to grow significantly in the LEP, by 13% over the last five years, compared
to 1% growth in the UK as a whole. These sectors are growing faster than the average rate
of job creation across all sectors in the LEP (at 2% in the last 5 years).

The success of this strategy is reflected in increasing demand for employment space from
the manufacturing sector and in particular the motor vehicle industry and its wider supply
chain. Since 2008, and the acquisition of the Jaguar and Land Rover brands by Tata
Motors, there has been significant investment into the region as the new owners reestablished and grew the business into a leading global automotive marque.
As a result there has been an increase in both direct requirements for Jaguar Land Rover
(JLR) and their approved suppliers. JLR have taken a number of buildings in their own right
over the last 18 months and continue to have various active searches but at the same time
are also undertaking considerable investment at their Lode Lane and Castle Bromwich
manufacturing plants to accommodate new lines which will lead to further relocations from
site. Distribution specialists DHL, Syncreon and Neovia have all seen increased activity as a
result of JLR’s improved business.
In addition to JLR, The London Taxi Company have recently made a significant new
commitment to a £150 million / 23,225 sq m research and manufacturing facility at Ansty,
Coventry, highlighting the growth of key manufacturing sectors. These investments build
upon an increasingly strong UK automotive manufacturing sector, ranging from the Nissan
plant in Sunderland, Honda in Swindon, and the other major Midlands manufacturer:

5

Medium-tech manufacturing = SIC 281 : Manufacture of general purpose machinery; 289 : Manufacture of
other special-purpose machinery; 291 : Manufacture of motor vehicles; 325 : Manufacture of medical and
dental instruments and supplies
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The Government is seeking to promote growth in advanced manufacturing through
supporting investment in Enterprise Zones nominated by LEPs, promoting innovation centres
in places with strong links between Universities and industry, with Coventry specifically
identified, and promoting training and apprenticeships (Plan for Growth, pages 85 to 89).
Investment in such ‘high value added’ activities is required to underpin long term growth
and restore the competitiveness of the local economy.
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Manufacturing is seen as important to the UK as it has high productivity (output per person)
and forms an important part of the export economy. It is particularly important to those
areas such as the West Midlands with relatively small financial and business services
sectors.
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Toyota at Burnaston in Derbyshire. In recent years forecasts from the automotive sector
have suggested that car production in the UK is likely to return to levels last seen in 1972 6.

Industrial supply and availability
We have analysed general and light industrials as a single grouping, using transactional
data from CoStar to gather a historic perspective on demand across the sub-region. Here
we have analysed units under 100,000 sq ft only, as larger units have been ostensibly the
preserve of the warehousing and distribution sector.
The table below shows the broad geographical distribution of industrial supply across the
sub-region, split by local authority district. Note that these figures account for existing
buildings which are currently being marketed for industrial occupation. Unlike B1 offices,
industrial space is more evenly distributed across the LEP area. Nuneaton & Bedworth,
currently has the highest share of overall availability within the area, with almost 650,000
sq ft available, a 27% share of the LEP area’s availability. Rugby and Coventry each have
20-22% share of available industrial space. This is the typical distribution expected in the
area, with the highest concentrations of industrial space being close to Coventry and in
areas immediately to the north and north east of the city – along the M69 corridor.

Industrial availability across Coventry & Warwickshire

TOTAL SQ FT AVAILABLE

TOTAL SQ M AVAILABLE

Coventry

540,185

50,185

22.6%

North Warwickshire

357,179

33,183

14.9%

Nuneaton & Bedworth

647,267

60,133

27.1%

Rugby

500,646

46,512

20.9%

Stratford-on-Avon

140,726

13,074

5.9%

Warwick

207,026

19,233

8.7%

Source: CoStar

The map below shows the more detailed geographic distribution across the sub-region, with
the Coventry-Nuneaton cluster being very clear. In addition, a secondary cluster, including
some larger requirements is clear in and around Rugby.
Other districts have relatively low levels of supply, particularly the more rural districts of
Warwick and Stratford. North Warwickshire has a number of larger requirements too, the
majority of these tend to be concentrated along the district’s boundary with Birmingham.
The bulk of available industrial properties are small in size. Around two-thirds of available
units are of less than 10,000 sq ft (930 sq m), with a further 31% of between 10,000 and
50,000 sq ft (930-4,645 sq m). Only four units, totalling 279,000 sq ft (25,920 sq m) are
available in larger units of between 50 and 100,000 sq ft (4,645 – 9,290 sq m).
It should be noted that much of the recent industrial take up in the CWLEP area has either
been in purpose built Science and Technology Parks or in bespoke high quality premises for
specific occupiers. The Science Parks in the area (University of Warwick, Coventry
6

“UK automotive industry targets all-time manufacturing records”, Society of Motor Manufacturer and
Traders press release, 12 June 2012.
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LOCATION

% OF AVAILABLE SPACE
ACROSS LEP AREA
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Units of less than 100,000 sq ft as at 1 May 2015
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Technology Park, Warwick Innovation Centre, Binley Innovation Centre) have very high
levels of occupancy (80% to 97%) 7. B2 take up, as described below, has also been very
high addressing specific industry demands.
A future competitive portfolio to meet the needs of R&D and Advanced Manufacturing
occupiers therefore requires large, well located sites with high amenity standards and
design quality and an ability to work with institutions and businesses to cater quickly for
bespoke requirements.

Map of industrial availability

CURRENT POSITION
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As at May 2015

Source: CoStar, mapped by CBRE using Tableau

7

Savills, Proof of Evidence of Barry W Allen, In relation to applications for planning permission to
develop an employment generating scheme on land known as Coventry & Warwickshire
Gateway, March 2014, Figure 8.6.

CBRE | EMPLOYMENT LAND USE STUDY

Industrial supply by sizeband
As at 1 May 2015

SIZEBAND

TOTAL AVAILABILITY (SQ
FT)

TOTAL AVAILABILITY (SQ
M)

NUMBER OF PROPERTIES

< 5,000 sq ft

246,511

22,902

94

5,000 to 9,999 sq ft

377,309

35,053

54

10,000 to 19,999 sq ft

500,015

46,453

36

20,000 to 49,999 sq ft

989,742

91,950

33

50,000 to 100,000 sq ft

279,452

25,962

4

Source: CoStar

LOGISTICS / B8
UK Logistics - Context

 Demand is driven by large retailers, online retailing and third-party retailers;

Recent Trends in the Midlands and CWLEP
The central location of the CWLEP in the UK and the West Midlands ‘Golden Triangle’ is a
key competitive asset for the logistics sector, and there is already a well established cluster
of logistics businesses in the area. This competitive advantage has led to the development
of a number of major road and rail based freight distribution facilities over the last 15
years, including Hams Hall near Coleshill, Bermuda Park between Nuneaton and Bedworth,
Keresley in North West Coventry, Birch Coppice in North Warwickshire and Coton Park
near Rugby.
There has been a continuing trend for larger distribution units offering greater economies of
scales to national operators and the Midlands with its excellent logistics access remains a
favoured location.
Trends have been driven primarily by the third party logistics providers (3PLs) and retailers
who account for some 62% of take-up since the start of 2014. Retailer demand and that of
the 3PLs has been stimulated by considerable growth in online retailing and also the growth
of the discount retailers both within the grocery sector (for example Aldi, Lidl) and within
general merchandise and clothing (The Range, B&M and Primark).
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 The UK has seen particularly strong demand for logistics space since the mid-2000s;
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The market for large logistics warehouse units in Coventry & Warwickshire, sometimes
referred to as ‘Big Boxes’ is part of a much wider national network of distribution centres.
Occupiers will consider facilities in various locations based on access to suppliers,
customers and the transport network. As such, it is important to consider logistics market in
the wider UK context. Appendix 4 covers in detail a UK-wide analysis of market activity and
dynamics in the logistics sector. In summary:
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Midlands logistics take-up by sector
2012 – 2015 YTD

Postal services
4%
Other
3%
Construction
5%
3PL
31%

Other manufacturing
9%

Motor industry
19%

Retail
29%

Supply and Availability
Since the previous peak of speculative development activity in 2009, when some 50 units of
over 200,000 sq ft were available for immediate occupation, levels of new stock has
continued to erode with the last speculative building from that period now under offer.
During 2014 some 3 million sq ft of this space was acquired by occupiers, by this time,
much of this space was located in more peripheral parts of the Midlands. The first space to
lease as the economy slowly recovered in 2010, were those units closest to the traditional
logistics ‘Golden Triangle’8, that is locations close to Coventry, Rugby and Leicester.
The strength of demand for logistics warehouses has seen a rapid decline in the amount of
ready-to-occupy available space across the UK, particularly in areas of high demand
including the Midland’s Golden Triangle, North West and South East. This rapidly reversed
a position of oversupply in 2009, to one of severe undersupply by the end of 2012. This
position has only become more acute since 2012, due to the very low levels of development
within the sector.
At the end of the first quarter of 2015, CBRE estimate there is currently 3.01 million sq ft of
available logistics space across the whole East and West Midland Regions. Of this 0.13
million sq ft is newly built space, not previously occupied. Given this severe shortage of
space, a new phase of speculative development commenced in 2014. This new phase was
also triggered improving market conditions and the return of the UK economy to growth
rates last seen prior to the 2009 recession. However, what is notable about this new phase
8

This is an area roughly bounded by the M6, M1 and M42 motorways, regarded by the logistics and
distribution industry as the most optimum location within the UK. It is estimated that from the
Golden Triangle over 95% of the UK population is within a 4 hour truck drive.
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All of these sectors have been looking for larger more efficient regional / national
distribution centres in which to benefit from reduced operating costs.
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Source: CBRE Research
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of speculative development is that it is far more restrained and those buildings that are
being speculatively constructed are being pre-let or let very quickly after completion.
A clear example of this was seen at Birch Coppice, where IM Properties’ were one of the
first developers to commence speculative construction of two units of circa 160,000 sq ft
each. Prior to completion in early 2014, both units had been let to Bunzl and DAU
Draexlmaier.
As a result there continues to be very little new / modern existing stock over 100,000 sq ft
across the Midlands and there has been a significant increase in the amount of new take up
which is procured on a design and build basis as opposed to taking an existing unit. We
anticipate this trend continuing where developers can offer fast track delivery on oven ready
development sites with all necessary infrastructure and planning in place.
Scarcity in local availability was confirmed from CBRE’s own experience in undertaking a
confidential search and acquisition on behalf of Euro Car Parts during 2014. Euro Car Parts
are the leading car component supplier in the UK and have seen significant growth. To
cater for their ongoing business growth their logistics advisors indicated their need for a
bespoke new facility of 1.1 million sq ft with a fully automated system.

Only three other credible sites were identified within the preferred search area which could
have accommodated the requirement. These were:
 Rugby Gateway (Roxhill / Segro) – The largest plot has detailed consent for 810,000 sq
ft. Site infrastructure is in place.
 Bardon (Mountpark) – Up to 1.3 million sq ft. Planning permission secured but no site
infrastructure yet in place (timing was therefore unsuitable).
 Prologis Park, Fradley, Lichfield (Prologis) – 770,000 sq ft. Planning secured but there
were some HS2 issues (which have now been resolved). Site infrastructure still to be
constructed, therefore time uncertain.
Given the relatively illiquid nature of property and the time delays in procuring new sites few
new options have since become available that CBRE had previously not identified for Euro
Car Parts.

Leasing Velocities: Demonstrating recent strength in demand
What has become increasingly evident over the last two years is the significant increase in
the level of occupier activity / commitment on recognised strategic distribution sites across
the region. Many occupiers have now recognised the drastic reduction in choice that is
available to them whilst their businesses are seeking to continue to grow.
These are sites which were originally developed over the last 10-20 years and which saw
steady flow of take up in their early years. They then suffered through the economic
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Euro Car Parts were forced to amend their requirement to accommodate the need for a
new facility to be up and running by January 2016 to cater for their significant market
growth. They eventually agreed a pre-let at IM Properties’ Birch Coppice in Tamworth for a
building of some 780,000 sq ft; the plot had originally been designed to accommodate a
unit of 710,000 sq ft.
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Following a detailed review of the market CBRE were only able to identify a couple of land
options which could potentially accommodate this size of requirement but neither were in
the preferred area or could offer a guaranteed timetable for delivery.
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downturn and the initial stuttered recovery between 2007 and 2011, before seeing a
significant increase in activity over recent years.
The following section on future supply details recent large scale transactions in the West
Midlands and CWLEP area (pages 42 to 45) including very substantial take up of both
bespoke premises and increasingly speculative units with annual take up exceeding the
peak year of the previous cycle in 2014 and strong demand maintained into 2015. This
notable increase in activity has seen leading established sites effectively removed from the
supply chain as they are now fully occupied / committed. These “full” sites would include:
 Ansty Park, Coventry
 Prologis Park, Midpoint
 Magna Park, Lutterworth
 Whitley Business Park, Coventry
 Birch Coppice, Tamworth (Phases 1 & 2)
 Hinckley Commercial Park (Phases 1 & 2)
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The chart below combines the erosion of land at all of these sites over the last eight years. It
illustrates the very significant decline in available supply, on large strategic employment
sites in the LEP area, which has accelerated since the production of the Atkins report and
the CWG Inquiry.

Erosion of Land Supply on Recent Sites
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UK RECESSION
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CURRENT POSITION - SUMMARY
Trends in sectors in the UK and the West Midlands / CWLEP are showing net growth in
employment, particularly in office-based sectors and services as a whole. More locally, the
CWLEP area has seen these patterns alongside a significant growth and concentration of
AME and R&D sectors, and logistics. This is reflected not only in increases in overall job
numbers, but through the decrease in supply of employment sites needed by these sectors
in the West Midlands.

CURRENT POSITION
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These findings are consistent with analysis in previous reports within the sub-region. Indeed
the analysis presented here has sought to update on market conditions since those previous
studies were written. Past trends in the relationship between supply and demand have
intensified with demand for employment space has holding up, if not expanding as the UK
and the region’s economy has strengthened. As such, the land supply to accommodate
many of these occupier requirements has rapidly eroded, indeed accelerated during the
past year; the greatest loss of land has taken place over the twelve months from spring
2014 onwards.
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Forecast Demand
This section of the report moves onto to estimate the potential future demand for various B
class use type. Where possible, this has utilised quantitative techniques, primarily using
employment forecasts as the basis for driving future space requirements.
As identified above, there is no set methodology required to undertake an objective
assessment of demand for employment land, although the NPPG suggests that it should be
analysed by market segment and sub-areas, and it is important to consider projections and
forecasts. Future trends should be forecast based on a range of data, and should
fundamentally consider:
 Sectoral and employment forecasts and projections (i.e. labour demand);
 Demographically-derived assessments of future employment needs (labour supply) –
usually based on population and economic activity projections, and can be tied to
housing data;
 Analysis based on the past take-up of employment land and/or future property market
requirements; and
 Consultation with relevant organisations, studies of business trends, and monitoring of
business, economic and employment statistics.

SECTOR

FTE JOBS CHANGE 2011-2031

Business support services (B1)

17,300

Health

10,600

Construction

10,200

Food & drink services

10,000

IT services (B1)

9,100

Warehousing and postal (B8)

7,100

Retail

5,800

Food and drink manufacturing

-600

Electronics manufacturing

-700

Machinery manufacturing

-700

Printing and recording manufacturing

-1,200

Public administration and defence

-1,400

Architectural and engineering services

-2,200

Education

-6,400

TOTAL

77,600

The above table is based on Cambridge Econometrics ‘baseline’ scenario. Atkins developed
a higher-growth scenario (Scenario 2: Baseline+) using this as a starting point, but adding
in 12,570 additional jobs (at a rate of 629 per year) in the AME sectors by 2031 to align

FORECAST DEMAND

CWLEP’s SEP estimates that the area will deliver 94,500 additional jobs by 2031, based on
Cambridge Econometrics forecasts analysed by Atkins (Strategic Employment Land Study,
2014). According to these forecasts, the number of jobs for all sectors across the LEP area is
anticipated to increase by 21% - or 77,600 FTEs - between 2011 and 2031. The sectoral
breakdown for these jobs is forecast as follows:
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SECTORAL DEMAND
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with the City Deal target (8,800 new AME jobs by 2025) references in the Strategic
Economic Plan.
These additional AME jobs are split between different floorspace types (10% B1a/b; 20%
B1c; 50% B2; and 20% B8.
The following table further disaggregates the B-class sectors by broad floorspace type and
year of forecast:
SECTOR

2011

2021

2031

CHANGE 2011-2021

CHANGE 2011-2031

B1a/b

115,100

129,100

140,300

14,000

25,200

B1c

13,600

15,800

17,500

2,200

3,900

B2

20,000

23,200

25,800

3,200

5,800

B8

43,000

50,300

55,000

7,300

12,000

Total B-class

191,700

218,400

238,600

26,700

46,900

EMPLOYMENT
FLOORSPACE
REQUIREMENT (SQ M)

SITE AREA REQUIRED
(HA)

B1a/b

25,200

378,600

76

B1c

3,900

229,125

57

B2

5,800

208,800

52

B8

12,000

840,000

168

Total B-class

46,900

1,655,925

353

Offices (B1a)
Cambridge Econometrics’ forecast predicts that the sub-region will employ around 25,200
additional people in office-based (B1a) jobs by 2031, bringing the total employed in these
roles to 140,300 people. The biggest increases are forecast to be within the business
support services sector.
On this basis, and assuming an occupational ratio for offices of 12 sq m NIA per full-time
equivalent employee (equivalent to around 15sqm GEA), this produces an overall
additional demand for office space of 378,000 sq m by 2031. The land take for this
amount of office space will of course depend on the location in which it is developed.
Assuming an average plot ratio of 50%, this would require around 76 hectares.

Manufacturing and Research & Development (B1b/c/B2)
Quantifying future demand for advanced manufacturing and science park space is
significantly more complex than for distribution or entirely office-based sectors. Trend based
forecasting has less influence, as the manufacturing sector as a whole is one where
employment levels continue to decline on a national basis, albeit at a much slower rate in
recent years than in the 1990s/2000s.
However advanced manufacturing and enterprises built upon research and development
(R&D) are expected to grow in some parts of the UK, but in many instances will require

FORECAST DEMAND

SECTOR

ADDITIONAL JOBS
2011-2031
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These jobs have then been applied to the methodology outlined in the Atkins Report for
calculating employment floorspace required, and then site area required based on
standard plot ratios as follows:
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inward investment to truly succeed – events that are typically outside the sphere of trend
based employment forecasts.
As outlined above, the City Deal and CWLEP SEP suggests that the AME sector, a key
supplier of R&D jobs, has set a target of 12,570 new jobs by 2031. This estimate is
ultimately based on the current status of R&D jobs within the overall Coventry and
Warwickshire employment structure, and the investment outlined in the City Deal. The City
Deal explains that growth in these sectors is currently constrained by a number of barriers
including the lack of employment sites, and seeks to tackle these barriers to deliver:
 £25m of local and national public sector investment; and
 Over £67m, of private investment.
If the area was to successfully build on the existing automotive cluster, as should be possible
given it’s features described below, then the sector could generate more roles than this
initial forecast. Historically, the R&D jobs total in the area has also been more volatile than
other sectors, and has had spells when jobs numbers rose sharply.
As outlined above, the forecast AME jobs are split across several floorspace types.

Logistics (B8)

A large retail warehouse operation provides employment for those across a wide range of
skills sets, from lower skills levels, thought to highly skilled IT and mechanical engineers.
The business critical infrastructure within a modern logistics warehouse has to be
maintained and operational, often 24/7. Any failure of this equipment will have significant
implications for the business itself, and its reputation amongst its customer base.
Logistics Employment Forecast
For the purpose of forecasting future B8 warehouse demand, employment forecasts for
Coventry and Warwickshire LEP area were sourced from Cambridge Econometrics, as
outlined above. Overall, across the Coventry & Warwickshire LEP area, Cambridge
Econometrics forecast and addition 12,000 jobs within logistics (B8) based sectors by 2031,
an increase of 28%. This would increase employment to around 55,000 people within the
sub-region.
The reality is that employment growth does not expand in a straight line - With the UK’s
economic recovery now well established, it is reasonable to expect the majority of this
growth to be front loaded, that is to take place during the first half of the forecast period.
In order to estimate the land requirement for this increase in employment, we have used the
Employment Densities Guide, published by the Homes and Communities Agency in 2010 9.

9

HCA (2010) Employment Densities Guide, 2nd edition

FORECAST DEMAND

Whilst being increasingly influenced by mechanisation, modern logistics warehouses
continue to employ large numbers of individuals. There remains a strong link between the
floorspace required for a warehouse the number of jobs that warehouse supports. Indeed,
as warehouse operations become ever more sophisticated from a technological perspective,
and as online retail operations increasingly influence the operations inside those
warehouses, so the workforce becomes more varied.
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Current Logistics Employment in CWLEP
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This report shows that general warehousing, within the B8 use class, is typically occupied at
a rate of 70 sq m per full time employee, based on the Gross External Area.
Assuming all projected jobs required 70 sqm of warehouse space, then a total of 840,000
sqm of additional warehousing floorspace is required in the Coventry and Warwickshire
area before the end of 2031. Assuming a 50% site coverage, then this amount of space
would require a minimum land resource of around 168 hectares net developable land. This
is a simple trend based forecast, influenced by the current structure of the local economy in
Coventry and Warwickshire. There are a number of reasons why this estimate may differ,
some more quantifiable than others.
 The UK’s and Midlands economies could expand at a faster rate than the current
consensus, thereby triggering a higher level of demand.

 There has been a trend in the past decade for requirements for new build warehouse to
incrementally increase. It is therefore worth testing the estimates with a lower density of
warehouse per employee, say 100 sq m, assuming all other factors remain equal. On
this basis, and assuming no change in employment growth, then the total space
required would increase to 1,200,000 sq m. Again assuming a 50% site coverage, then
this amount of space would require a minimum land resource of 240 hectares.

DEMOGRAPHIC-RELATED DEMAND
Existing and Future Labour Market Capacity
The labour force - the number of people either in employment or wanting employment – is
not fixed. It changes quite significantly over time, as the economy expands and contracts,
and as the size and make-up of the population changes. These factors are what drive the
demographic-related demand for employment floorspace.
The overall size of the labour force is constrained by the population of working age (if no
net migration is assumed), generally aged between 16-64. This is then split between
economically active and economically inactive people.
The economically active are comprised of those in work, and those who are unemployed,
and able to start work in the two weeks following the survey interview and who had either
looked for work in the four weeks prior to interview or were waiting to start a job they had
already obtained.

FORECAST DEMAND

 With low levels of supply across the UK, in particular those markets regarded as the best
logistics locations, there could be displaced activity into those areas where there is ready
to occupy supply. Should the Coventry and Warwickshire be able to deliver appropriate
space in the short term, or provide reassurance to occupiers that there are ‘oven-ready’
sites where a design and build warehouse could be developed, then there is a potential
for a short term boost in demand, above and beyond estimated trend growth.
Previously in this report we have flagged the example of B&M Stores, who were unable
to find an appropriate location in the Midlands and had to make a significant
compromise by locating outside their preferred geography, in Cheshire.
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 Successful market interventions by the sub-regional local authorities and the Local
Enterprise Partnership, could lead to above average inward investment into the area,
above and beyond the current trend rate. Should these initiatives be successful then,
similarly, demand would be expected to be higher.
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The economically inactive population includes a number of groups, including students,
discouraged workers, retirees, sick and disabled people.
The table below summarises the most recent of these figures for Coventry City Council area,
the Coventry Travel to Work Area (TTWA) and the Local Enterprise Partnership (LEP) area,
using the latest figures based on the year to September 2014 - It should be noted that the
rate for Coventry is lower than the TTWA which in turn is lower than the LEP.
It then shows the total number of unemployed people and the total number of people who
are inactive but want a job. The sum of these is shown as ‘Labour Market Capacity’. This is
the capacity within the labour market that future strategic employment sites would in part
draw from if they were brought forward tomorrow. This shows capacity of 19,600 in the
Coventry City area and 34,100 in the Travel to Work Area.
In practice, future employment sites would draw from the overall labour pool and not just,
or even primarily, those who are unemployed or wanting a job, although jobs vacated by
moving workers would be backfilled.

This is not an unreasonable assumption if one reviews the variations in Coventry over the
recent economic cycle. The current economic activity rate is 72.6%, which represents a fall
of 4.4% since its peak in September 2007.

Labour Supply, Current Active and Potential, September 2014
YEAR TO SEP 2014

COVENTRY
(LA)

COVENTRY
TTWA

LEP

Number

%

Number

%

Number

%

Working age population

214,300

100%

361,600

100%

554,000

100%

In work

141,300

66%

251,000

69%

411,800

74%

Unemployed

10,000

5%

17,800

5%

21,200

4%

Inactive but want a job

9,600

4%

16,300

5%

21,000

4%

Labour Market Capacity (Unemployed + Want
Job)

19,600

9%

34,100

9%

42,200

8%

Potential Labour Supply (Current Activity)

160,900

75%

285,100

79%

454,000

82%

Potential Additional Labour Force if Activity
Increased

24,426

11%

27,712

8%

21,280

4%

Labour Market Capacity(New Active +
Unemployed + Want Job)

44,026

21%

61,812

17%

63,480

11%

Total Current Potential Labour Force

185,326

86%

312,812

87%

475,280

86%

Source: Annual Population Survey 2014
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In relation to the first point the table illustrates what the Labour Supply in Coventry could be
if it had the same potential labour supply rate as more prosperous Warwick. This discounts
students who in part account for Coventry’s lower economic activity. This would suggest
that from the current working age population Coventry could increase its labour supply by a
further 24,400, the TTWA by 27,700 and the LEP by 21,300.
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The creation of jobs at these sites, and elsewhere in the economy, will also have the effect
of increasing the overall labour supply in the area. This is because it would encourage
people who are not currently working or even seeking a job to re-enter the labour market
and encourage those in the labour market to work longer hours.
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Population Growth
In addition to the current Labour Supply there is also projected to be very significant
population growth in Coventry and the wider region over the next twenty years.
A number of population projection scenarios have been made by ONS in recent years
based on 2010, 2011 (interim) and 2012 as baseline years. The latter is the first to include
data from the 2011 Census in the projections.
GL Hearn used the 2011-based projections and 2008-based projections as the starting
point for their forecast of population (and housing demand) in the Coventry and
Warwickshire Joint SHMA (November 2013), and the 2012-based projections in their
update document produced in 2014.
The following table compares change in working-age population (16-64) in Coventry and
the CWLEP area by source of information (the SHMA projections do not disaggregate to
working age):

SOURCE

WORKING AGE POPULATION
INCREASE (2012 - 2031)

Coventry

2010-based SNPP

52,100

2012-based SNPP

41,500

2010-based SNPP

78,800

2012-based SNPP

39,600

CW LEP

Source: Office of National Statistics

The above identifies that the majority of the net growth in the LEP area will be concentrated
in Coventry, with net declines in other areas based on 2012-based data.
The LEP Strategic Economic Plan (p.24) suggests that the local economy will employ an
additional 94,500 by 2030 (77,600 FTEs), and that the partners are seeking to exceed this.
The demographic analysis shows that based on population growth and improvements in
economic activity, and if demand for work from unemployed and economically inactive
people who would like to work can be met, that this is a realistic aspirational target.
The demographic assessment would therefore suggest that at present an additional 60,000
jobs would be required to support reductions in unemployment and an increase in
economic activity and that another 66,000 would be needed to meet future needs to 2031
(assuming similar economic activity rates). The majority of these would need to be in the
Coventry and Warwick Travel to Work Area. This is greater than the ‘Sector Led’ demand
scenario. This would equate to 126,000 jobs in total.
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Comparison of Working Age Population Projections (ONS, 2010-based and
2012-based)
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RECENT TAKE-UP AND FUTURE REQUIREMENTS
B1a Office
Office
CBRE have use third-party data to build a picture on the levels of both supply and demand
for B1 offices across the Coventry & Warwickshire LEP area. In this report we have used the
CoStar database, one of the UK’s leading sources of commercial property information. We
have also augmented this data with the local knowledge of CBRE’s office agency team
based in Birmingham.

Office take-up, Coventry & Warwickshire

FORECAST DEMAND
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2005 – end April 2015

Source: CoStar

The table below shows the market balance for each local authority area in the sub-region.
Market balance in this context is simply the current availability divided by the annual
average take-up for the same area. This gives a figure known as the ‘years supply’, in
essence the time required, should take-up maintain at historic average levels, for current
availability levels to be fully absorbed.
This flags significant variation in supply across the sub-region, with Rugby and North
Warwickshire having the lowest year’s supply of 1.4 and 2.6 years respectively. The two
locations with the highest total availability have roughly 3.5-4.0 years supply. Nuneaton &
Bedworth stands out as a location with high levels of supply, given recent historic take-up.
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Market balance by local authority
LOCAL AUTHORITY
DISTRICT

CURRENT AVAILABILITY
(SQ FT / SQ M)

ANNUAL AVERAGE TAKEUP (2005 – 2014)
(SQ FT / SQ M)

YEARS SUPPLY

Coventry

496,939 / 46,167

125,941 / 11,700

3.9

North Warwickshire

73,143 / 6,795

28,658 / 2,662

2.6

Nuneaton & Bedworth

102,482 / 9,521

14,119 / 1,312

7.3

Rugby

62,304 / 5,788

44,535 / 4,137

1.4

Stratford-on-Avon

188,902 / 17,550

47,103 / 4,376

4.0

Warwick

293,456 / 27,263

85,181 / 7,914

3.4

CWLEP Total

1,217,226 / 113,084

345,537 / 32,101

3.5

Source: CBRE based on CoStar data

Within Coventry & Warwickshire, there is already an important cluster of R&D and
advanced manufacturing sectors, in the shape of the aeronautical and automotive
industries that have driven and will continue to drive upward demand for science-park type
B1 space.
Indeed, the growth of the advanced manufacturing and engineering (AME) sector is a stated
objective of CWLEP, as outlined in the Strategic Economic Plan for the sub-region,
published in 2014:
“Coventry and Warwickshire will be recognised as a major global centre for research and development
in Advanced Manufacturing and Engineering and particularly Automotive Technologies. The SEP
supports interventions which will accelerate research and development and innovation particularly
within supply chain companies and enhancing access to World Class Research and Development and
Innovation Infrastructure, supporting business growth in the AME Supply Chain and which will ensure
current and future skills needs are met.”10

The SEP goes further by setting out a vision for how the Coventry & Warwickshire sub-region
could look in 2025. In particular the plan targets:
 Increase in direct employment within AME by 8,835 people by 2025.
 Increase annual GVA in AME by an additional £745m by 2025.
Support from the sub-regions local governance is vitally important for the development of
the advanced manufacturing sector within Coventry & Warwickshire. In addition, and
reflecting on the historic success of bioscience led science parks, the sub-region benefits
from strong and growing links with the academic community.

10

Coventry & Warwickshire LEP (2014) A SEP for the future and for bringing manufacturing home,
Strategic Economic Plan, 31 March 2014, p.12
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Research & Development (B1b)
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The majority of available space in the sub-region is of less than 20,000 sq ft. However, it is
generally new requirements of 20,000 sq ft and upwards that are the biggest employment
generators. However, ready-to-occupy units in the sub-region of 20,000 sq ft and above
are very limited. In total, based on CoStar records, there are 13 such properties, of which 7
of these are within Coventry, with a further 3 in Warwick. Over 40,000 sq ft, and just four
properties could accommodate such a requirement, with all bar one in Coventry.
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Within the sub-region there are two major universities: University of Coventry and University
of Warwick. Warwick in particular consistently appears in the top 10 universities within the
UK, and ranked in 103rd place in the 2015 Times Higher World University Rankings. Within
the sub-rankings for physical sciences, Warwick ranks higher at position number 83. In
addition there are a number of other academic led institutions within the local area. These
include:
 The Manufacturing and Technology Centre (MTC) based at Ansty Park, Coventry and
opened in 2011. The Centre develops and proves innovative manufacturing processes
and technologies in a low risk environment. It works in partnership with industry,
academia and other institutions. The centre also provides business incubation facilities.
Whilst some of it’s work to date has been with the automotive industry, the MTC’s scope
extends more widely across the field of advanced manufacturing.

In the last twelve months we have also seen significant announcements regarding further
automotive R&D activity in the Coventry area. In particular, two major announcements
stand out:
 Jaguar Land Rover, as we have already flagged, have been behind a significant
amount of capital investment into the Midlands automotive sector in recent years. The
latest development from JLR was revealed in March 2015 with the announcement of the
expansion of the company’s engineering and design centre at Whitley, Coventry. This
will involve a doubling of the footprint at this site, allowing for JLR development of ultralow emission technologies11.
 Chinese firm Geely, who purchased outright Manganese Bronze Holdings in 2013,
have are to develop a £250m R&D and assembly facility for the London Taxi Company
at Ansty Park. The new development is expected to create up to 1,000 jobs, with the
capacity to assemble up to 36,000 vehicles a year. The R&D facility itself will focus on

11

Jaguar Land Rover press release: “Jaguar Land Rover doubles advanced engineering and design
centre footprint”, 25 March 2015.
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 National Automotive Innovation Centre (NAIC), is currently under construction on the
University of Warwick campus. This new centre, being developed with long-term
funding from Jaguar Land Rover and Tata Motors, will be a unique establishment, and
should help provide for the long-term sustainability of the automotive sector in this part
of the Midlands. The Centre will bring together academic and industrial R&D teams,
making use of the latest equipment to help develop the next generation of automotive
technologies. It will also provide and educational role, by developing the next
generation of R&D skilled staff. In essence NAIC will become the incubator for the
automotive R&D sector within the sub-region. If as successful as the pharmaceutical
incubators on science parks in the Cambridge area, there is a strong likelihood of new
businesses being spun off the research activity at NAIC.
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 MIRA, in contrast, is an independent vehicle engineering consultancy, who have gone
on to develop the MIRA Technology Park. This is a campus environment, with bespoke
R&D facilities, located on the A5 between Nuneaton and Hinckley. Current occupiers
include Bosch, Continental, Goodyear Dunlop, Jaguar Land Rover, Norgren, Pirelli and
Vocis, alongside a number of other automotive supply companies.
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the next generation of electric and ultra-low emission taxis that will need to comply with
new emissions targets being introduced by the Mayor of London from January 201812.

Industrial / B1c and B2
Demand for industrial space has been strong throughout recent years – having recovered
exceptionally quickly from 2010 onwards (with almost 1.8 million sq ft (167,000 sq m) let in
2011, followed by a consistent 1.4 million sq ft (130,000 sq m) per year since).

Industrial take-up, Coventry & Warwickshire

FORECAST DEMAND
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2005 – 2014

Source: CoStar

The table below shows the market balance for each local authority area in the sub-region.
Market balance in this context is simply the current availability divided by the annual
average take-up for the same area. This gives a figure known as the ‘year’s supply’, in
essence the time required, should take-up maintain at historic average levels, for current
availability levels to be fully absorbed.
With the exception of Nuneaton & Bedworth, there is very little variation across the LEP
area. Most districts have close to one year of supply currently available, based on historic
rates of take-up, with the lowest relative totals in North Warwickshire and Stratford-onAvon.
12

London Taxi Company press release: “Geely to invest £250m in new London Taxi site to develop
next-generation green cab”, 26 March 2015.
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Market balance by local authority
LOCAL AUTHORITY
DISTRICT

CURRENT AVAILABILITY
(SQ FT / SQ M)

ANNUAL AVERAGE TAKEUP (2005 – 2014)
(SQ FT SQ M)

YEARS SUPPLY

Coventry

540,185 / 50,185

486,560 / 45,203

1.1

North Warwickshire

357,179 / 33,183

403,639 / 37,499

0.9

Nuneaton & Bedworth

647,267 / 60,133

332,173 / 30,860

1.9

Rugby

500,646 / 46,512

303,604 / 28,206

1.6

Stratford-on-Avon

140,726 / 13,074

158,579 / 14,732

0.9

Warwick

207,026 / 19,233

188,973 / 17,556

1.1

CWLEP Total

2,393,029 / 222,320

1,873,528 / 174,056

1.3

Source: CBRE based on CoStar data

The UK has seen particularly strong demand for logistics space since the second half of the
2000s. Only one year during this time, 2009, saw take-up fall below 15 million sq ft
(1.39m sq m), the year that coincided with the worst phase of the last recession. Since then
take-up has been consistently strong. Over the long-term, average annual take-up for
logistics units of 100,000 sq ft and above is 16.3 million sq ft (1.51m sq m) per annum. In
2013, take-up across the UK was just over 19 million sq ft (1.77m sq m), and rose to just
over 20 million sq ft (1.86m sq m) in 2014. In short, UK wide, demand for logistics space is
strong.
Increasingly the market is being dominated by the development industry, either through the
delivery of new speculative built properties, or, as is now typical for large units of over
200,000 sq ft, through design and build / build to suit arrangements. This is due to a
national shortage of ready to occupy buildings for modern logistics operations.
A notable increase in demand has come from the manufacturing sector and in particular
the motor vehicle industry and its wider supply chain.
There has been a continuing trend for larger distribution units offering greater economies of
scales to national operators and the Midlands with its excellent logistics access remains a
favoured location.
Notable large scale recent transactions have included:
 Euro Car Parts, Birch Coppice, Tamworth 788,000 sq ft (73,200 sq m) pre-let
 Primark, Thrapston – 1.1 million sq ft (102,000 sq m) pre-let
 Norbert Dentressangle / Amazon, Royal Oak, Daventry – 990,000 sq ft (92,000 sq m)
letting

FORECAST DEMAND

Logistics / B8
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What this desktop analysis is not able to show is the quality of stock by which these total
comprise. However, for those seeking good quality space, availability levels are likely to be
even lower. Given most moves in this sector are likely to be existing local churn, that is
existing occupiers moving a relatively short geographical distance, it could be argued that
current levels of supply, of existing buildings, is insufficient to meet demand at recent
volumes.
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 Kuehne & Nagel Drinksflow, Derby Commercial Park – 630,000 sq ft (58,500 sq m)
pre-let
 J Sainsbury, DIRFT – 1 million sq ft (92,900 sq m) pre-let
 Tesco, DIRFT – 800,000 sq ft (74,300 sq m) pre-let
 UK Mail, Prologis Park, Ryton – 22 acres (9 ha) freehold turnkey for 214,000 sq ft
(19,900 sq m)
 Costco, G-Park Crick – 52 acres (21 ha) site sale
 Jaguar Land Rover, Prologis Park, Midpoint, Birmingham – 467,000 sq ft (43,400 sq m)
letting
 Travis Perkins, Whitley Business Park, Coventry – 21 acre / 214,000 sq ft (8.5 ha /
19,900 sq m) freehold turnkey
 London Taxi Company, Ansty Business Park, Coventry – 250,000 sq ft (23,200 sq m)
freehold turnkey

The Midlands logistics and industrial sector is continuing to perform very well with high
levels of demand across the region. CBRE recorded take up across the Midlands (in units
over 100,000 sq ft) in 2014 was at a record level of 11.8 million sq ft (1.09m sq m) in 46
separate transactions, considerably up on the previous year (by some 3 million sq ft). Takeup during the first half of 2015 has been a little slower, in contrast to 2015, with 3.3 million
sq ft acquired for occupation so far this year (305,000 sq m).
The record take up in 2014 should be contrasted against the average take up for the period
of 2009-2014 of 7.98 million sq ft (741,400 sq m) per annum. Take up for the period
2009-H1 2015 is illustrated in the graph and table below.
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In addition to these larger scale conventional warehouses there has been a significant
growth in the demand for bespoke land hungry parcel hub operations driven by the
increased parcel traffic generated by online retailing. Geopost (particularly through its
brand DPD) acquired the entire Phase 2 development land of 45 acres (18 ha) at
Goodman’s Hinckley Commercial Park in 2014 initially agreeing to a freehold turnkey of a
bespoke parcel hub of 360,000 sq ft (33,450 sq m) on a site of some 35 acres (14 ha) and
the subsequent acquisition of the adjacent speculative unit of 165,000 sq ft which was built
on the remaining 8 acres.
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 Hermes ParcelNet, bespoke unit of 270,000 sq ft (25,000 sq m) & DHL 237,000 sq ft
(22,000 sq m) letting at Rugby Gateway
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Logistics take-up
East and West Midlands
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2012 – April 2015

LOCATION

TOWN

OCCUPIER

SIZE (SQ FT)

SIZE (SQ M)

DATE

A14 Central

Thrapston

Primark

1,060,000

98,500

Q2 2014

D&B

Zone 3, DIRFT II

Daventry

Sainsbury’s

1,000,000

92,900

Q3 2012

D&B

Royal Oak Industrial Estate

Daventry

Norbert
Dentressangle

996,000

92,500

Q3 2014

Existing

Birch Coppice

Tamworth

Euro Car Parts

788,000

73,200

Q4 2014

D&B

Derby Commercial Park

Derby

Kuehne & Nagel

630,000

58,500

Q2 2014

D&B

G.Park

Crick

CostCo Wholesale

565,000

52,500

Q3 2013

D&B

LPP Corby

Corby

Staples

528,000

49,100

Q3 2014

Existing

Prologis Park

Stoke-onTrent

Dunelm Soft
Furnishings

526,000

48,900

Q1 2015

D&B

Max Park

Corby

Smyths Toys

511,000

47,500

Q4 2014

Existing

Markham Value Business Park

Chesterfield

Great Bear
Distribution

479,000

44,500

Q2 2015

D&B

Hydro, Magna Park

Lutterworth

Steinhoff Upholstery

426,000

39,600

Q2 2012

Existing

DIRFT II

Daventry

Stobart Group

419,000

38,900

Q4 2014

D&B

Alto.415, Lymedale Business
Park

Stoke-onTrent

Smyths Toys

415,000

38,600

Q1 2012

Existing

Prologis Grange Park

Northampton

Clipper Logistics

343,000

31,900

Q2 2015

Let U/C

Source: CBRE Research Floor sizes rounded to nearest 1,000 sq ft
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15 key logistics occupational deals in Midlands
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Market Activity within CWLEP
It is notable from our analysis above of the overall market across the Midlands, that in the
recent past, the Coventry and Warwickshire sub-region have not seen any of the largest
occupational deals occur within the sub-region. However, this is principally due to the lack
of opportunities for occupiers to take or commission larger units within the LEP area in
recent years. In other words this immediate area is a supply constrained market and has
been for some time. The table below shows the major deals since 2012 within the LEP area.
Unlike for the other employment land uses, we have not analysed this activity by district, as
activity is highly concentrated within a small group, principally Coventry and Rugby.

Largest logistics occupational deals in CWLEP sub-region
LOCATION

TOWN

OCCUPIER

SIZE (SQ FT)

SIZE (SQ M)

DATE

Birch Coppice Business
Park

Tamworth

Euro Car Parts

788,000

73,200

Q4 2014

Swift Valley Park

Rugby

DHL

334,000

31,000

Q4 2013

Prologis Park, Ryton

Coventry

Network Rail

300,000

27,900

Q4 2012

Prologis Park, Ryton

Coventry

UK Mail

231,000

21,500

Q1 2014

The Triangle, Walsgrave

Coventry

Neovia Logistics

229,000

21,300

Q3 2014

Prologis Park, Ryton

Coventry

Jaguar Land Rover

227,000

21,100

Q3 2014

Central City Industrial
Estate

Coventry

Beko

216,000

20,100

Q3 2014
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Swift Valley Park

Rugby

The Range

212,000

19,700

Q2 2015

Lyons Park

Coventry

Covrad Heat Transfer

120,000

11,100

Q3 2014

Rugby Gateway

Rugby

Hermes ParcelNet

269,000

25,000

Q2 2015

FORECAST DEMAND

2012 – April 2015

Rugby Gateway

Rugby

DHL

237,000

22,000

Q2 2015

Source: CBRE Research Floor sizes rounded to nearest 1,000 sq ft

Overall, take-up across the LEP area has averaged approximately 1 million sq ft (92,900 sq
m) per annum. On this basis, and given existing, ready-to-occupy B8 space, there is, in
effect just three months’ supply available within the sub-region. With the significant
investment into the region by the motor industry, from manufacturers including Jaguar Land
Rover, London Taxi Company, Aston Martin and BMW Mini, there has been increased
demand from the wider supply chain for warehouse units. The Coventry and Warwickshire
area is one of the key hotspots for this demand, to the extent that in recent years it has
accounted for almost half of all take-up, far outpacing the traditional dominant occupier
groups of the 3PLs and the retail sector.
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Logistics take-up by sector
2014/15
Retail
8%

3PLs
13%

Other
9%

Mail services
14%

Other maufacturing
8%

Motor industry
48%

Prologis have their future development phase at Ryton, Coventry which can accommodate a
building of 500,000 sq ft and where they have indicated they intend to hold out for a single
pre-let.
There is capacity outside the LEP area in the Midlands to meet growing occupier demand
but it is very noticeable that in the area south of Birmingham, running down the M6
corridor past Coventry towards Rugby, there is almost no supply of larger distribution units
or land in excess of 250,000 sq ft (23,200 sq m). Given occupier demand for ‘oven ready’
sites it is therefore likely that without increased supply the LEP area will underperform
compared to other locations and to meet the acute labour market needs in the Coventry
Travel to Work Area (including Nuneaton and Bedworth).
Active larger scale requirements within this area include:
 Lidl – 25-30 acres (10-12 ha)
 B&M Stores – 30-40 acres (12-16 ha)
 Neovia – 500,000 & 250,000 sq ft (46,450 & 23,200 sq m)
 Zara / Clipper Logistics – 350,000 sq ft (32,500 sq m)
 DHL – 300-500,000 sq ft (27,870 – 46,450 sq m)
 Arcadia – 600,000 sq ft (55,750 sq m)
 Jaguar Land Rover – 400-500,000 sq ft (37,160-46,450 sq m)
 Royal Mail – 300,000 sq ft (27,870 sq m)
 Aston Martin – 30 acres (12 ha)
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Future Development
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Source: CBRE Research
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The strong market dynamics within the sector have seen significant investment from
property companies and institutional investors looking to acquire land and undertake
speculative unit development which has seen rises in rents, land prices and investment
yields.
The same story is true in the sub 100,000 sq ft size range where there is virtually no new
stock available and yet a healthy level of demand. These units however are rarely acquired
by pre-let / design and build with occupiers seeking to acquire existing modern or new units
and yet there has been no speculative development since 2007/2008.

Impacts of short-term speculative development
Development opportunities have been reduced elsewhere on established distribution sites
across the region and increased activity in the speculative development market fuelled by
interest from institutional funds. At present some 19 speculative units are committed or
proposed across the Midlands along the M1 / M6 corridor providing up to 4 million sq ft of
new unit development. Further speculative development will be announced. By way of an
example, a site such as Optimus Point in Leicester has effectively been removed from the
larger scale development option by the owners (Wilson Bowden and M&G) deciding to
speculatively develop two units of 206,000 and 276,000 sq ft leaving the largest unit on
site of around 300,000 sq ft. Prior to their commitment to speculatively develop, a single
unit of 500,000 sq ft could have been accommodated on site. This trend will inevitably
continue over the next 12-18 months with further speculative development eroding the
supply of readily available development land.
In our opinion there is a desperate need to supply further large scale development sites in
recognised distribution locations across the Midlands to accommodate occupational
demand which otherwise may be forced to delay a proposed move or consider different less
favoured locations such as the A14 corridor where cheaper land and a greater degree of
options can be provided.
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In summary there remains a distinct lack of both serviceable development land and new
distribution units with some occupiers now looking to shift from their preferred operational
location to accommodate a particular requirement. One recent example would be discount
retailer B&M acquiring the Onyx Building (c. 350,000 sq ft) in Cheshire at the end of 2014
when their original search for an existing unit was centred on the Midlands but where they
were unable to identify anything suitable.
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Leading Midlands developer IM Properties was one of the first to undertake speculative
smaller unit development over the last two years with the successful acquisition of Solihull
Business Park land which had been previously designated for office development but
undeveloped over some 10 years. Following acquisition of the site IM Properties
developed three speculative units which have all been pre-let / sold over a 22 month
period. This distinct lack of availability has encouraged institutional funds to return to the
speculative market for smaller units and leading fund LaSalle Investment Management have
recently committed themselves to speculatively developing some 214,000 sq ft (19,880 sq
m) of new accommodation in five units of between 30-50,000 sq ft at Lyons Park, Coventry
(just off the A45). These units will be completed by September 2015 and are already
generating strong interest. It is however currently a rare example of much needed small
unit speculative development.
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FUTURE DEMAND - SUMMARY
The assessment above follows the guidance of the NPPG in order to provide an
understanding of the Objective need for employment land in the CWLEP area.
It uses the four principal methodologies to identify likely demand.
Sectoral projections
These suggest the need for the following employment floorspace as part of a total
requirement to accommodate approximately 78,000 jobs across the area.
EMPLOYMENT
FLOORSPACE
REQUIREMENT (SQ M)

SITE AREA REQUIRED
(HA)

B1a/b

25,200

378,600

76

B1c

3,900

229,125

57

B2

5,800

208,800

52

B8

12,000

840,000

168

Total B-class

46,900

1,655,925

353

Demographic projections
Taking into account current labour market underperformance, particularly in the Coventry
area, suggest a need for between 60,000 and 126,000 jobs to be accommodated. A midrange point of 90,000 would suggest the need for 15% more jobs than on the basis of the
sectoral trend forecast. This would equate to a total of 405 ha of B Class floorspace if these
jobs were to follow similar sectoral breakdowns to the local economy. At the top (126,000)
end of the range this would equate to approximately 550 hectares.
As noted above the majority of the jobs would need to be located in the Coventry and
Warwick Travel to Work Area to allow for sustainable commuting patterns based on
projected population growth.

Average levels of take-up
Based on average levels of take-up presented earlier in this report, the following land
requirements would be necessary, assuming all went to new stock.
SECTOR

AVERAGE TAKE UP PER
ANNUM (SQ M)

TOTAL REQUIREMENT
TO 2031 (M SQ FT)

SITE AREA REQUIRED
(HA)

B1 (all)

3,700

55,500

11

B2

174,000

2,610,000

348

B8

92,900

1,393,500

278

Total B-class

270,600

4,059,000

637

FORECAST DEMAND

Page 47

SECTOR

ADDITIONAL JOBS
2011-2031
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As noted above in relation to supply, recent take up has been very strong in the local area,
particularly for Industrial, Research and Development and Logistics floorspace. This
includes announcements of an expansion of Jaguar’s centre at Whitley, and a new R & D
and assembly facility for the London Taxi Company at Ansty Park. Based on CBRE’s data
on existing supply of B8 buildings, there is only circa 3 months of supply remaining; based
on CoStar data for industrial uses there is 1.3 years of supply remain in the LEP area.
However, 88% of available industrial units are of less than 25,000 sq ft (2,300 sq m). As a
result there is now a significant risk that occupiers seeking space, particularly B8 units, will
have to consider alternative locations within the Midlands or the rest of the UK, in order to
meet their growth requirements.

The NPPF and NPPG highlight response to market signals as a key aspect in sufficiently
planning for future need, suggesting that (NPPF paragraph 158):

“Local planning authorities should ensure that their assessment of and strategies
for housing, employment and other uses are integrated, and that they take full
account of relevant market and economic signals”
We would therefore recommend an appropriate range of between 500 and 660 hectares
for the purposes of planning, with sites being identified that can achieve the higher end of
this range, and to provide appropriate choice and flexibility in the market place.

FORECAST DEMAND

On the basis of the work undertaken both “Sectoral” and “Demographic” projections
exceed those identified in the Atkins study in 2014. However average take-up continues to
be strong with take up accelerating in recent years. Market signals indicate that this recent
rate of take-up is likely to continue. Further, growth emanating from the region’s
automotive sector, and the LEP’s Strategic Economic Plan will have the impact of further
strengthening future demand. In our view it is essential, in accordance with Government
expectations, that greater weight should be given to these market transactions than was the
case in the Atkins report on the basis that they have been sustained and that actual
remaining supply is now very limited.
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Logistics take up more widely across the Midlands has been particularly strong with logistics
take up in the Midlands in 2014 at record levels and exceeding that at the peak of the
previous economic boom. It is our conclusion that take-up in the LEP area is likely to have
been even higher if a supply of sites for large logistics operators had been readily available.
This potential dampening of take up levels should be taken into account in assessing future
demand requirements. Indeed, the Savills report argued (para 5.110) that demand in the
area “is in part driven by the supply of deliverable sites”.
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Recommended Supply
This section now moves on to identify, classify and critically assess available sites that could
accommodate the employment uses described in the previous section of this report.
We have not undertaken a detailed assessment of office sites given the relatively low
projected take up and our view that the critical issue for this sector is qualitative perceptions
of the current office locations and capacity, particularly in Coventry City Centre. It should
be noted that the distinction between office demand and the other ‘B Class’ uses,
particularly R+D, are not clear cut and that some of the requirement above may also need
to be accommodated as an ancillary/supporting function on industrial/R+D sites.

Here we summarise the individual site assessments using a simple Red-Amber-Green (RAG)
categorisation.
 Sites in the green category have the ability to provide for the relevant use in the short to
medium term, and are likely to be the most desired by occupiers. These sites rank high
due to location, and their ability to deliver space that, in our opinion, will be attractive
to occupiers.
 Amber sites fall short of providing the ideal site, and this maybe for numerous reasons,
but primarily an issue that could, in time, be overcome. This would include
short/medium term planning hurdles. It is these amber sites that have the greatest
potential to meet demand and need and which should be encouraged to be brought
forward as soon as is feasible.
 Red sites are considered unsuitable from a market perspective for the relevant land use.
The location or setting of these sites would simply not lend themselves to the suggested
use and would be unattractive to the majority of likely occupiers.
We have divided this analysis into two groups based on the broad difference between the
different B class uses. It should be noted that this is an analysis of the same set of sites
therefore the summary tables should not be read cumulatively. In total, therefore, across all
of the sites the notional maximum land supply on identified sites is 508 hectares (1,256
acres).

RECOMMENDED SUPPLY

Unlike the Atkins report, we have undertaken our analysis from CBRE’s knowledge of the
sites most preferred by occupiers in logistics and advance manufacturing/R&D. We have
assessed each site, based on the timing, infrastructure and suitability for these employment
use types. This is fundamentally a market based analysis, built upon the local knowledge of
CBRE’s industrial and logistics agency team, and their understanding and past experience
of the locations preferred by occupiers of these buildings. Our detailed assessment of each
site can be found in Appendix 2.
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As the most recent similar report, we have, as our starting point, utilised the list of sites
covered by Appendix B in the Atkins report from October 2014 and have updated and
refined this information based on the most recent market intelligence. In particular this
information has been sought from CBRE’s agency teams working in the Midlands. The
majority of these sites are located within the Coventry & Warwickshire LEP area, or close to
its boundaries with other authorities and LEPs. This includes both committed sites, and
those in the longer term pipeline including some, such as Coventry and Warwickshire
Gateway and extensions to Bermuda Park which appear in draft Local Plans. This is a more
extensive list than covered in the GL Hearn report, simply as the scope of that study was just
Warwick district.
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STRATEGIC EMPLOYMENT SITES
As well as the overall quantitative requirements it is also important to consider the types of
sites required to ensure that the demands of key potential occupiers and growth sectors are
met. This has been an important consideration for Coventry and Warwickshire LEP who
have identified the potential need for ‘Strategic Employment Sites’ in their economic plan.
Such sites were defined in the Atkins Study (2014) as:
 At least 20 ha in size or is likely to accommodate at least 80,000 sq m of floorspace.
 Has excellent access to the strategic road network.
 Has good levels of accessibility and is located within, or close to, the areas of greatest
need.
 Demonstrates good strategic fit with the Strategic Economic Plan, primarily being
capable of meeting the needs of the sub-region’s key growth sectors including
advanced manufacturing and engineering, research and development and logistics.
Has premier appeal to national and potentially international investors.

LOGISTICS / B8
In total, across the LEP area, our analysis has found there to be 37 hectares (91 acres) of
land on sites most suited for immediate B8 Logistics uses, plus a further 24 hectares (59
acres) that is more borderline.
A further 255 hectares (629 acres) we have classified as amber. These are sites suitable for
B8, but which have issues relating to immediate delivery – for instance a lack of
infrastructure. Of these sites the largest is Coventry & Warwickshire Gateway. Given its size,
this is the only major site in the sub-region that has the ability to deliver large scale B8
warehousing over the next five years.
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Such sites would be capable of meeting the exacting needs of major business in the logistics
and advanced manufacturing sectors. These issues have also been considered in our
scoring and conclusions.
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 Is feasible and deliverable in terms of being financially viable and able to overcome any
significant physical, environmental or infrastructure constraints.
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Summary of CBRE analysis of employment land sites
LAND AVAILABILITY

LIMITATIONS

B8

ACRES

HECTARE

Whitley Business Park

7

3

Remaining space being taken by JLR. Remainder
currently under negotiation



Lyons Park

26

11

Somewhat remote from A45. Not a favoured distribution
location.

/


Friargate

37

15

City centre site.



Birch Coppice

Nil

Nil

Now full – remaining site now being speculatively
developed.



Daw Mill

100

41

Remote rural location. Poor road access.



Holly Lane, Atherstone

20

8

Strong local link to Aldi. Within 1km of A5 providing
reasonable road access.



Bermuda Park Extension 1

40

16

Not currently available and would not accommodate
large occupiers.



Bermuda Park Extension 2

100

41

Not currently available and would not accommodate
large occupiers.



Ansty Business Park

10

4

No B8 permitted. Land now taken by London Taxi
Company development.



Prologis Central Park, Rugby

10

4

Two distinct plots remaining but limited unit size (no
more than 100,000 sq ft)



Prologis Park, Ryton

24

10

No limitations – excellent site.



Rugby Gateway

25

10

No limitations – ready for immediate
occupation/development



Arden Road, Alcester

20

8

Likely to be suitable to smaller businesses only.



Bishopton Lane, Stratford

15

6

Road access poor. Would not suit larger occupier.



Codemaster, Southam

15

6

Unsuitable for B8: too far south west and some distance
for major road (M40)



Gaydon / Lighthorne Heath

220

89

Rural setting – not a recognised general distribution
location..



Gorcott Hill

20

8

Lacks infrastructure. Maybe issues due to proximity of
Gorcott Hall.



Wildmoor

45

18

Rural setting – not suitable for logistics



Winyates Green Triangle

30

12

Good site – only issues may be proximity of existing
residential.



Coventry & Warwickshire
Gateway

260

105

Optimal location. Permission rejected after call-in, but
proposed to be allocated in the Warwick District Local
Plan.



Fen End

25

10

Rural location – limited attractiveness for logistics
operators.



Thickthorn

20

8

Relatively small site, adjacent to existing residential uses.
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SITE
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Coventry & Warwickshire sub-region
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SITE

LAND AVAILABILITY

LIMITATIONS

B8

ACRES

HECTARE

Tournament Fields

35

14

Adjacent residential makes more suitable for offices/R&D.
Likely to only deliver smaller units.

/


Stratford Road, Warwick

20

8

Not a preferred location of B8 occupiers, despite proximity
to M40.



Stoneleigh Park

50

20

Significant infrastructure works required. Rural setting.



Hams Hall

50

20

Timing for when this site could be delivered remains
uncertain



Middlemarch Business Park

29

12

Adjacent to CWG



Source: CBRE

Summary for B8
GRADING

ACRES

HECTARES

 Red

484

196

 Amber

629

255

/ Amber Green

59

24

 Green

91

37

B1(B), B1(C) AND B2 USES
In total, across the LEP area, our analysis has found there to be 77 hectares (190 acres) of
land on sites most suited for immediate R&D and manufacturing uses.
A further 312 hectares (771 acres) we have classified as amber. These are sites suitable for
B8, but, as with logistics have barriers to immediate delivery – either planning status and/or
infrastructure requirements. Again Coventry and Warwickshire Gateway and the Bermuda
Park Extension sites provide the most significant potential pipeline with the remaining sites
being either relatively small or poorly located.

Summary of CBRE analysis of employment land sites
Coventry & Warwickshire sub-region

SITE

LAND AVAILABILITY

LIMITATIONS

B8

ACRES

HECTARE

Whitley Business Park

7

3

Remaining space being taken by JLR. Remainder currently under
negotiation



Lyons Park

26

11

Would suit non-distribution uses.



Friargate

37

15

City centre site. B1(a) offices ideal use – perhaps not right for
other B class uses



Birch Coppice

Nil

Nil

Now full – remaining site now being speculatively developed for
B8.



Daw Mill

100

41

Remote rural location. Poor road access. Infrastructure required.



Holly Lane, Atherstone

20

8

Strong local link to Aldi. Within 1km of A5 providing reasonable
road access.
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Source: CBRE

LAND AVAILABILITY

LIMITATIONS

B8

ACRES

HECTARE

Bermuda Park Extension 1

40

16

Not currently available.



Bermuda Park Extension 2

100

41

Not currently available.



Ansty Business Park

10

4

Land now taken by London Taxi Company development.



Prologis Central Park, Rugby

10

4

Two distinct plots remaining on a largely B8 park.



Prologis Park, Ryton

24

10

No limitations – excellent site.



Rugby Gateway

25

10

No limitations – ready for immediate occupation/development



Arden Road, Alcester

20

8

Likely to be suitable to smaller businesses only, subject to
planning



Bishopton Lane, Stratford

15

6

Road access poor. Would not suit larger occupier, subject to
planning



Codemaster, Southam

15

6

Limited appeal given remote location.



Gaydon / Lighthorne Heath

220

89

Rural setting.



Gorcott Hill

20

8

Lacks infrastructure. Maybe issues due to proximity of Gorcott
Hall.



Wildmoor

45

18

Rural setting – would suite high value / low site density campus.
Not infrastructure ready.



Winyates Green Triangle

30

12

Good site. Not infrastructure ready.



Coventry & Warwickshire
Gateway

260

105

Superb location. Permission rejected after call-in, but supported
by LEP and local authorities.



Fen End

25

10

Rural location – but would suite automotive occupiers;
recognised test track location.



Thickthorn

20

8

Relatively small site, adjacent to existing residential uses.



Tournament Fields

33

14

Adjacent residential makes more suitable for offices/R&D. Likely
to only deliver smaller units.



Stratford Road, Warwick

20

8

Good location for R&D, offices or other small scale uses.



Stoneleigh Park

50

20

Significant infrastructure works required. Rural setting.



Hams Hall

50

20

Timing for when this site could be delivered remains uncertain.
Best suited to B8 as an established distribution location



Middlemarch Business Park

29

12

Adjacent to CWG



Source: CBRE

Summary for Other B Use Classes
GRADING

ACRES

HECTARES

 Red

322

130

 Amber

771

312

 Green

190

77

Source: CBRE
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SITE
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SUMMARY (ALL USES)
The table below, on the basis of the above analysis breaks down these sites into four
categories.
These are:
1. Deliverable sites with immediate capacity for either B2 or B8 or both. Together these
comprise 64 hectares (158 acres). However, this is spread across seven separate sites,
provide very limited opportunities for a large B8 occupier.
2. Secondary potential sites for all employment uses but with infrastructure requirements
or other constraints. Together these comprise 93 hectares (229 acres). Given the
current position at deliverable sites, there is an urgent need to bring forward these sites.
3. Potential new strategic sites capable of meeting large scale needs across all
employment uses. These are Coventry and Warwickshire Gateway and extensions to
Bermuda Park. Together these comprise 162 hectares (400 acres). As with the
secondary sites above, there is also an urgent need to bring forward these sites as well.

Site analysis summary for All B1b/c, B2 & B8 Uses
LAND AVAILABILITY
ACRES

HECTARES

Lyons Park

26

11

Tournament Fields

33

13

Stratford Road, Warwick

20

8

Holly Lane, Atherstone

20

8

Prologis Central Park, Rugby

10

4

Prologis Park, Ryton

24

10

Rugby Gateway

25

10

Sub-Total

158

64

Daw Mill

100

41

Gorcott Hill

20

8

Winyates Green Triangle

30

12

Hams Hall

50

20

Middlemarch Business Park

29

12

Sub-Total

229

93

SITE
1. DELIVERABLE SITES

2. SECONDARY POTENTIAL

RECOMMENDED SUPPLY

Consequently the top three groups represent the core sites portfolio for current and future
employment land supply to meet strategic needs in the CWLEP area. They account for
approximately 307 hectares of land which is insufficient to meet ‘Objectively Identified
Need’ in the CWLEP area – and only around half the required land to meet the ‘take-up’
based assessment based on recent trends in the area.
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4. Other sites where capacity has been exhausted or there are significant constraints/lack
of likely market interest. Together these comprise 188 hectares (464 acres).
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LAND AVAILABILITY
ACRES

HECTARES

Bermuda Park Extension 1

40

16

Bermuda Park Extension 2

100

41

Coventry & Warwickshire Gateway

260

105

Sub-Total

400

162

Whitley Business Park

7

3

Birch Coppice

0

0

Ansty Business Park

10

4

Codemaster, Southam

15

6

Gaydon / Lighthorne Heath

220

89

Thickthorn

20

8

Stoneleigh Park

50

20

Friargate

37

15

Arden Road, Alcester

20

8

Bishopton Lane, Stratford

15

6

Wildmoor

45

18

Fen End

25

10

Sub-Total

464

188

TOTAL Groups 1 TO 3

758

307

TOTAL ALL

1,222

495

SITE
3. POTENTIAL NEW STRATEGIC

RECOMMENDED SUPPLY
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4. OTHER
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Conclusions and Review of Findings
This report has sought to demonstrate the supply and demand position for B class land uses
within the Coventry & Warwickshire Local Enterprise Partnership area. In doing so, it is clear
that is significant shortage of sites within the sub-region that can adequately meet forecast
demand through to 2031. Indeed the current supply position is such that there is an urgent
need for additional supply of good quality and well location land, to accommodate short to
medium term demand.
The scarcity of available land in the short term has the potential to damage the economic
prospects of the area by preventing investment opportunities to be fully delivered. Indeed
there is the risk that demand would be forced to consider alternative locations, in the
Midlands or elsewhere in the UK. In particular there is a need for additional strategic sites
that are capable of accommodating the largest B8 requirements, as well as sites suitable for
development as R&D sites, in order for the LEP to achieve its key targets in relation to the
growth of the sub-region’s automotive cluster.
Overall the key findings of this report are:

 As a result current existing properties available of industrial occupation are now close to
capacity, with collectively under two years supply available across the area, much of in
smaller individual units.;
 Future projections of demand have increased since previous assessments. Using the
different Government recommended methodologies future demand to 2031 ranges
from 353 ha (sectoral), through 405 to 570 ha (demographic/labour market) to 637 to
660 ha (take up). It is recommended that the LEP plan for the higher end of this range;
 By contrast the current employment land stock and immediate pipeline is very low.
Only 64 ha is available on ‘oven ready’ sites which can meet current occupier demand.
A further 93 ha may come forward on secondary sites with development potential.
However future supply is reliant on new major strategic sites being brought forward at
Coventry and Warwickshire Gateway and extensions to Bermuda Park;
 Even then these sites only total around 330 ha, below the bottom end of the forecast
range. It is therefore necessary to consider whether and when additional strategic sites
can be identified. Such sites would ideally be located in the Coventry Travel to Work
Area (including Nuneaton and Bedworth) to meet local labour market needs and
promote sustainable travel patterns with new household growth;
 CWLEP and its partners have ambitious plans for the area building on the very positive
growth of key sectors in recent years which has driven the take up of land on high
quality sites. These sites are now close to being exhausted and future growth will be
constrained unless currently proposed sites are delivered and future sites are identified.

CONCLUSIONS AND REVIEW OF FINDINGS

 Growth has been strong across both main components of employment land demand in
the CWLEP area – in advanced manufacturing, particularly the automotive sector, and
in logistics as part of the ‘Golden Triangle’. This encompasses B1b/c, B2 and B8
planning use classes;
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 Take up of employment land has accelerated strongly as the economy has moved out
of recession with take up across the West Midlands exceeding the pre-recession peak in
2014, with momentum continuing in 2015;
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Appendix 1: Growth and Structure of R&D in the UK
Growth and Structure of UK Science Parks
The United Kingdom Science Park Association (UKSPA) defines a science park as follows:
“a business support and technology transfer initiative that:
 Encourages and supports the start-up, incubation and growth of innovation-led, high
growth, knowledge based businesses
 Provides an environment where larger and international businesses can develop specific
and close interactions with a particular centre of knowledge creation for their mutual
benefit
 Has formal and operational links with centres of knowledge creation such as universities,
higher education institutes and research institutes. ”
UKSPA 2003

Stanford University in California was the first university to develop a science park in the
1960s. This was primarily to accommodate spin-off companies exploiting commercial
opportunities arising from their research. These specialist centres, established and run by
academics, provided low-cost accommodation in close proximity to the university. Initially
populated largely by IT and bioscience based spin-offs, over a period of years they attracted
support services and other ancillary occupiers to grow into the type of science park that is
recognisable in the market today.
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Number of science parks and tenants
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Source: UK Science Park Association

The science park concept first started to develop in the UK in the 1970s with the emergence
of Cambridge Science Park. Since then the number of parks in the UK that broadly meet the
UKSPA definition has reached a total of 70. A large proportion of these parks were

CBRE | EMPLOYMENT LAND USE STUDY

developed after 1990 as the science park concept gained wider recognition within the UK
property, academic and scientific industry communities. This total excludes any number of
additional business parks and other developments that contain some element of scientific
research and development (R&D) activity, but which are not dominated by them.
There have been two distinct phases in the evolution of the science park market in the UK
 Phase one, 1990 – 1996: This period was characterised by a relatively slow rate of
growth in the market, with the total number of parks rising from 44 in 1990 to 49 in
1996, an average annual growth rate of 2.5%. During this phase, there were relatively
few new parks established, but a significant number moved from the construction phase
to becoming occupied and operational.

The size of the market has remained relatively stable in recent years. The onset of the
recession in 2008/09 did mean that both the number of tenants and the number of people
employed on science parks fell modestly. Both peaked in 2006 with 74,782 people
employed across 3,398 companies 13. Two years later the number of companies on science
parks had fallen by 300, although this has since rebounded to return to a level comparable
to the total in 2006. Nevertheless, job numbers have continued to slide, and the most
recent figures from UKSPA suggest the total employed on science parks stands at 69,744.

Profile of UK science park occupiers
End 2011

By floorspace

By number of tenants
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Source: UK Science Park Association
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Based on UKSPA membership data.
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 Phase two, 1997 – 2008: This second period, which coincided with significant growth in
the economy as a whole and the IT and life sciences sectors in particular. There was a
sharp increase in new park formation, construction activity and development
completions.
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The occupier base of science parks is reasonably varied, encompassing a variety of
technology and consultancy services. Analysis of UKSPA data shows that by floorspace,
there are two dominant sectors nationally: bio-related and computer/telecoms. Bio-related
occupiers are the largest individual sector, accounting for just under a third of total
floorspace, but around 20% of tenants, reflecting the greater use of space for laboratories.
However, the sector is characterised by occupiers with a high propensity to cluster, and as
such in specific locations, such as Cambridge and its environs, some sectors will dominate
more than others. In addition, this categorisation will mask other cross-sectoral linkages, for
example patent agents and consultants working alongside pharmaceutical R&D functions.

Since the onset of the global financial crisis, the subsequent worldwide recession, felt
particularly harshly in the UK, and the protracted period of stagnation for UK economic
growth, the need of science park operators to maintain and preserve rental income has
been paramount. As such the occupier mix on some parks has, by necessity, become more
varied. This has had the short-term benefit of maintaining income, but has the
disadvantage of diluting the sector specialisation found on individual sites. Nevertheless,
the trend towards agglomeration within science parks remains strong.

Importance of clusters: lessons from bioscience
There are many circumstances in which businesses tend to locate close to one another.
These can include:
 Proximity to a source of raw materials;
 Access to a common pool of labour or service providers;
 Linkage to particular companies who are customers or suppliers to the businesses
concerned;
 Access to a particular transport mode or interchange.
The “agglomeration economies” that such companies can achieve have long been
recognised. However, within the research and development sector there is an even greater
tendency for companies to co-locate in “clusters”.
Clusters may be defined as “geographic concentrations of interrelated companies,
specialised suppliers, service providers, firms in related industries and associated institutions
(universities, trade associations and standards agencies) in particular fields that compete
but also co-operate.”14 Within the UK, the trend is most particularly observable within the
bioscience sector, however, as we will see, the dynamics within this sector equally apply to
other R&D operations.
14

DTI, Biotechnology Clusters, 1999
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After computing and bio-related occupiers, the third largest grouping, by floorspace, is
industrial technologies. Together with the growing sector of material science, these two
sectors account for around 20% of science park occupation. Increasingly, as technology
advances the boundaries between these individual subsectors will begin to blur. As a result
a number of these sectors are relevant to the growth automotive research sector located in
the Coventry area, encompassing materials science, energy use and efficiency and the
wider use of technologies from elsewhere within the vehicle design and manufacturing
process.
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As the bioscience and IT industries are based on knowledge and innovation, R&D spin-offs
from academic research have needed to be in close proximity to their parent institution with
strong supporting infrastructure to foster their development. These industries inherently
cluster around certain locations with a strong scientific base and good technology transfer
from academia to the business community.
Globally the largest bioscience clusters are in the United States including San Francisco, San
Diego, Boston, Seattle and North Carolina. On a European level the major clusters are
focussed on the south east of England (Cambridge, Oxford and London), Medicon valley in
Denmark and Sweden, Berlin, Munich, Paris, Lyon and Edinburgh.
In the UK, demand for science park space has largely been concentrated in the triangle
formed by Cambridge, Oxford and London and in the areas around Edinburgh, due to the
early adoption of space on parks by companies within the bioscience sector.
Clusters have formed in these locations primarily for three reasons.

6. An entrepreneurial environment: includes commercial awareness and entrepreneurship
in universities or research institutes, the existence of role models and recognition of the
achievements of entrepreneurs. The presence of a variety of sources of funding to
support new commercial ventures is crucial in fostering an entrepreneurial culture within
a location.
7. A skilled workforce: R&D companies depend on researchers and technicians as
employees, on the presence of scientific innovators with commercial awareness to
generate and exploit ideas, and on institutions to provide training courses and
conferences. Locating close to academic or research institutions that provide all of
these things – particularly a supply of trained employees – offers significant competitive
advantage.
Cambridge, Oxford and London are all clusters that possess these characteristics. In this,
however, they are not entirely unique. What makes them different is that they also now
have an established base of existing bioscience R&D activity. Whilst it is impossible to
define exactly what level of agglomeration creates “critical mass”, the existence of a
significant grouping of such activities becomes self-reinforcing as it generates further
benefits for those who locate there. As a result a successful cluster can make claim to the
following attributes:
 Attracting a growing company base: the number of new start-ups entering the cluster,
which before reaching critical mass could be very limited, may rapidly increase. The
growing company base fosters competition and therefore innovation and productivity.
Strong clusters have higher rates of new company formation and research suggests that
firms who are located within clusters grow faster than average.
 Attracting key staff: The existence of a strong and growing community of business is
important in the attraction and retention of key staff to the cluster. Key staff are attracted
to the area because of the range of employment opportunities available even to those
with highly specialised skills. This is particularly important for those who may be joining
a company which has a high risk of failure.
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5. A strong science base: this includes leading research organisations, university
departments, hospitals/ medical schools and charities. The strong science base is
primarily responsible for ensuring a steady flow of new commercially exploitable ideas
and therefore fosters competitive advantage for companies located around such
organisations.
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 Premises and infrastructure: R&D companies, particularly in the bioscience sector, have
particular property requirements that are more likely to be satisfied in a location where
there are other similar companies in the area. Incubators and shared workplaces tend
to be provided close to the research organisations. Premises with wet labs and flexible
leasing arrangements become more common providing different space sizes for the
development of commercial ventures. As the cluster matures and larger companies are
attracted (or emerge as successful ventures from the start-up community) larger
buildings are likely to be provided. This (together with labour force and inter-company
linkages) encourages companies to remain “loyal” to a particular cluster once they have
located there.

 Business support services and business linkages: Business support services such as legal
services, patent advisors, recruitment consultants and agencies, property advisors all
tend to locate within successful clusters. They are likely to be joined by large companies
in related sectors as well as suppliers of specialist equipment and supplies. These
businesses are attracted to the cluster because of the concentration of companies that
require their services. The attraction of these companies is important as it reduces costs
to new start-ups by the joint sourcing of suppliers and services – a classic
“agglomeration economy”.
Features of successful science parks
Historically the most successful science parks in the UK have emerged due to a combination
of a number of key factors. Together, many of these factors can be very difficult to create
and implement, but are features already prevalent within a local area or sub-region.
Figure x below, outlines CBRE’s framework for a successful science park. This matrix is
based upon advice and analysis of successful science parks undertaken by CBRE over the
last 10-20 years. It was development largely around the growth of parks with occupiers
within the pharmaceutical and biomedical sectors, as well as food production facilities.
However, the same factors could equally be used for park specialising in other areas where
scientific and engineering expertise, particularly from an innovative, academic environment,
leads to commercial applications within industry. So this could equally apply to the
computing and electronics sector, and other forms of advance manufacturing such as
motor vehicle or aircraft design, advance materials development and sophisticated forms of
accretive manufacturing.
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 Financial Support: Venture capitalists and business angel services are attracted to the
clusters because of the pool of fresh innovation at these locations. In turn they aid that
fresh innovation and foster its continuing growth by providing the finance that ensures
new ideas can be exploited in the commercial arena.

CBRE | EMPLOYMENT LAND USE STUDY

Factors that make a successful science park

 Strong Science Base: clear evidence, particularly in Coventry and Warwick of a strong
and growing scientific base, with leading universities, and expanding research institutes.
 Supportive Policy Environment: it is clear from the strategy laid out in the CWLEP SEP
that advanced manufacturing and associated R&D within the automotive sector, is a key
area of growth potential for the sub-region and as such is being supported at all levels
of local government.
 Effective networks: already clear signs that there is an active automotive research cluster
in the sub-region. With forthcoming developments, such as the NAIC and R&D facilities
at both JLR and London Taxi Company.
 Skilled Workforce
 Entrepreneurial Culture:
 Support Services / Large Companies: The sub-region is ideally located close to
Birmingham, where there is an important regional professional service community.
 Growing Company Base – clear evidence that this is currently taking place, particularly
with the commitment this year from London Taxi Company.
 Ability to attract staff
 Premises and infrastructure – this is a critical issue for any growing cluster. Within the
core areas around Coventry and Warwick, there is limited suitable accommodation to
meet the needs of an expanding R&D base and the emergence of spin-off businesses.
 Availability of finance
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Source: CBRE
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Appendix 2: Strategic Site Review

Name

Birch Coppice

Location

Tamworth

Postcode

B78 1BF

General description

Former colliery redeveloped from mid-1990’s as distribution park with rail terminal

Developer

IM Properties

Date site launched

1995

Planning status

B1, B2 and B8

Total site area

400 acres

Remaining site area

Nil – remaining plot (1) now being speculatively developed for 47,500 sq ft unit

Date

Occupier

Size

Term / Comment

Aug-10

Ocado

35 acres

FH site purchase

Jan-13

Bunzl

165,600

Pre-let

Jan-14

DAU Draexlmaier

169,000

Pre-let

Mar-14

UPS

6 acres

FH Site purchase

Sept-14

UPS

152,500

Pre-let

Oct-14

Eurocarparts

788,000

Pre-let

Summary

Now effectively full following a very successful last 2 years securing record rents
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Summary / date of occupier commitment (1.35 million sq ft committed in 12 months)
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Name

Prologis Park Midpoint

Location

Birmingham

Postcode

B76 1BL

General description

Former Severn Trent sewerage works redeveloped for distribution park

Developer

Prologis

Date site launched

1992 (Phase 1)
2008 (Phase 2)

Planning status

B1, B2 and B8

Total site area

65 acres (1.3 million sq ft)

Remaining site area

Nil

Date

Occupier

Size

Term / Comment

Sept-09

Total Pallet Network

314,000

Pre-let

Jan-10

Biffa

237,000

Pre-let

Sept-10

K&N

237,000

Letting

Jan-11

Europa

150,000

Pre-let

Jan-13

Total Pallet Network

367,500

Pre-let

Dec-14

JLR

470,000

Letting

Feb-15

Syncreon

127,500

Pre-let

Summary

Birmingham’s premier distribution park now fully occupied
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Summary / date of occupier commitment
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Name

Prologis Park Ryton

Location

Oxford Road, Ryton-on-Dunsmore, Coventry

Postcode

CV8 3EA

General description

Development of former Peugeot site for logistics park

Developer

Prologis

Date site launched

Acquired 2007

Planning status

B1, B2 and B8

Total site area

125 acres

Remaining site area

48 acres (speculative units planned on 24 acres)

Date

Occupier

Size

Term / Comment

Mar-12

Network Rail

300,000

FH turnkey

Oct-13

LG

165,000

Pre-let

Oct-13

Freeman

181,000

Pre-let

Jan-14

UK Mail

24 acres

FH turnkey for bespoke 231,000 sq ft unit

Aug-14

JLR

226,760

Letting of speculative unit

Summary

A further 24 acres will be used to speculatively develop two units of 140,000 and
322,000 sq ft with the remaining plot capable of taking a single unit of 500,000 sq ft
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Summary / date of occupier commitment
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Name

Prologis Park DIRFT (I & II)

Location

Daventry

Postcode

NN6 7EL

Map reference number

13

General description

Flagship distribution park fronting M6 with dedicated rail terminal

Developer

Prologis

Date site launched

Mid 1990’s

Planning status

Consent for distribution use

Total site area

6.5 million sq ft (Phase I & II)

Remaining site area

Nil

Date

Occupier

Size

Term / Comment

May-10

Tesco

785,000

Pre-let

Oct-12

J Sainsbury

1,000,000

Pre-let

July-14

Eddie Stobart

420,000

Pre-let

Summary

Recognised as the Midlands flagship rail terminal distribution site and established rival
to Magna Park now fully let. Phase III will provide units from 2017 for further 8
million sq ft.
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Summary / date of occupier commitment (Phases I & II now full committed following pre-letting to Eddie Stobart of 420,000 sq ft)
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Name

Ansty Business Park

Location

Central Boulevard / Ansty Road, Coventry

Postcode

CV7 9RD

General description

Former Rolls Royce site acquired by English Partnerships as Regional Major
Investment Site to encourage inward investment / large corporate occupiers or hi-tech
users

Developer

English Partnerships / Advantage West Midlands / HCA

Date site launched

1998

Planning status

R&D
Office
Manufacturing (not B8)

Total site area

100 acres

Remaining site area

10 acres

Date

Occupier

Size

Term / Comment

Dec-07

Ericsson

165,000

Pre-let

Mid-12

J Sainsbury

165,000

FH purchase

Aug-11

Manufacturing Technology Centre
(MTC)

120,000

FH purchase (ground lease)

Dec-13

MTC Aerospace

90,000

FH purchase

Dec-13

MTC National Apprenticeship
College

60,000

FH purchase

Jan-14

University of Birmingham / Rolls
Royce High Temp Research Centre

65,000

FH purchase

Feb-15

London Taxi Company

260,000

FH purchase

Jun 15

Fanuc

100,000

FH purchase

Summary

Extremely successful last 4 years with only 15 acres remaining and this is the subject
of good interest. Should be fully occupied during 2015.
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Summary / date of occupier commitment
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Name

Whitley Business Park

Location

Coventry

Postcode

CV3 4LF

Map reference number

1

General description

Development land adjacent to JLR development facility prominent to A45. Land
purchased from JLR. Initial speculative small office scheme.

Developer

St Modwen Developments

Date site launched

March 2007

Planning status

Masterplan promotes B1 industrial and offices but B8 subsequently secured

Total site area

93 acres for up to 1.1 million sq ft

Remaining site area

7 acres - subject of strong occupier interest

Date

Occupier

Size

Term / Comment

Dec-14

Travis Perkins

21.1 acres

FH turnkey for low density 214,000 sq ft distribution unit
secured B8 consent

Dec-14

JLR

Up to 50 acres

Reacquired land to cater for future expansion

Summary

Following an initial very slow 7 years of marketing the entire site has been acquired in
less than 12 months following a commitment to build new improved site
infrastructure. Will shortly be fully occupied. Fanuc had planned to open a new
robotics plant here, but have opted for Ansty instead.
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Name

Hinckley Commercial Park

Location

Hinckley

Postcode

LE10 3BQ

General description

Logistics and industrial park located off the A5

Developer

Goodman

Date site launched

2006

Planning status

B1, B2 and B8

Total site area

50 acres Phase 1
45 acres Phase 2

Remaining site area

Nil

Date

Occupier

Size

Term / Comment

2013

DPD / Geopost

360,000

Pre-sale on 33 acres

Sept-14

DPD / Geopost

165,000

Pre-let

Summary

Development fully occupied following commitments by DPD / Geopost which took out
all of the Phase 2 land – deals took some 12 months whilst the planning to secure the
Phase 2 land took considerably longer! Phase 1 occupiers include Syncreon (300,000
sq ft) and Neovia (120,000 sq ft).
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Summary / date of occupier commitment
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Name

Rugby Gateway

Location

Rugby

Postcode

CV23 0WE

Map reference number

12

General description

Flagship distribution park at J1 of M6. Detailed consent for single unit of 810,000 sq
ft offering largest oven ready plot in Midlands.

Developer

Roxhill & Segro

Date site launched

2013

Planning status

B1, B2 and B8

Total site area

120 acres for 1.8 million sq ft

Remaining site area

25 acres

Date

Occupier

Size

Term / Comment

Mar-14

H&M

236,806 sq ft

Pre-let

Jun 14

Hermes ParcelNet

269,248 sq ft

Pre-let

Jun 14

DHL

237,000 sq ft

Pre-let

Summary

A superb distribution location at the heart of the Golden Triangle. Very strong interest
on speculative unit and development plots. Current demand suggests that the site
should be fully developed within the next 2 years. Remaining 25 acres expected to be
developed on a speculative basis.
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Summary / date of occupier commitment
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Appendix 3: Assessment of Employment Sites
Whitley Business Park

Scimitar Way, Coventry

Postcode

CV3 4LF

General description

Development land adjacent to JLR development facility prominent to A45. Land
purchased from JLR. Initial speculative small office scheme.

Planning status

Masterplan promotes B1 industrial and offices but B8 subsequently secured

Developer

St Modwen Developments

Undeveloped site area

7 acres

Infrastructure ready

Currently under way

Suitability of site for B1(b/c) uses

Yes – offices, R&D and industrial

Suitability of site for B8 uses

Yes following recent granting of consent for Travis Perkins

General advantages of site

Excellent location and prominence with improved site access to A45 / motorway.
Improved site infrastructure works approved mid 2014.

General disadvantages of site

Adjacent to JLR who are sensitive about some occupiers and poor site access until
recent works

Likely occupier demand

Various originally intended for office / R&D. See separate leasing velocity pro-forma
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Location

Lyons Park
Location

Browns Lane, Coventry

Postcode

CV5 9DQ

General description

Former British Leyland site fully remediated with site infrastructure for new industrial
and distribution units. All HCA land now under offer, with Goodman ownership
remaining.

Planning status

B1, B2 and B8

Developer

Goodman / HCA

Undeveloped site area

26 acres approx

Infrastructure ready

Yes

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes but limited due to adjacent residential / countryside and size (max 250,000 sq ft)

General advantages of site

Oven ready site available freehold or leasehold ideally suited for medium sized local /
regional businesses

General disadvantages of site

Location somewhat remote from A45 and not favoured distribution location for general
Midlands location

Likely occupier demand

Various ideally suits Coventry businesses
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Friargate, Coventry

Location

Station Square, Coventry

Postcode

CV1 2TG

General description

City Centre location adjacent to Coventry Railway Station

Planning status

Outline planning for offices with ancillary hotels / retail

Developer

Coventry City Council

Undeveloped site area

37 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

No - pure offices

Suitability of site for B8 uses

No

General advantages of site

City Centre for office users with train station next door

General disadvantages of site

City Centre location

Likely occupier demand

Office occupier
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Birch Coppice

Location

Tamworth

Postcode

B78 1BF

Map reference number

4

General description

Former colliery redeveloped from mid-1990’s as distribution park with rail terminal

Planning status

B1, B2 and B8

Developer

IM Properties

Undeveloped site area

Nil – remaining plot (1) now being speculatively developed for 47,500 sq ft unit

Infrastructure ready

Yes

Suitability of site for B1(b/c) uses

Yes limited

Suitability of site for B8 uses

Yes

General advantages of site

Full infrastructure in place. Excellent location close to J10 of M42. Site has dedicated
rail terminal.

General disadvantages of site

None

Likely occupier demand

Excellent - see leasing velocity pro-forma
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Daw Mill
Location

Daw Mill Lane, Arley, Warwickshire

Postcode

CV7 8SH

General description

Former colliery closed in 2013. Located in countryside.

Planning status

No current consent or allocation

Developer

Harworth Estates

Undeveloped site area

100 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Large site within Midlands triangle with excellent power and rail communication

General disadvantages of site

Remote rural location and will require significant site remediation. Very poor road
access.

Likely occupier demand

Limited
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Holly Lane
Location

Atherstone, Warwickshire

Postcode

CV9 2SQ

General description

Adjacent to Aldi and identified as potential expansion for them

Planning status

Site identified for Aldi’s future expansion for B1, B2 and B8

Developer

Aldi

Undeveloped site area

20 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Close proximity to A5 and location established by Aldi, would suit mid-sized
warehouse development

General disadvantages of site

Location linked very strongly to Aldi and site not recognised as general commercial
development opportunity. Still within 1 km of A5 offering reasonable road access in
comparison to other sites.

Likely occupier demand

Good regional interest
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Bermuda Park Extension 1
Location

St David’s Way, Nuneaton

Postcode

CV10 7SD

General description

Natural extension to Bermuda Park development

Planning status

Proposed development site for B1, B2 and B8

Developer

Arbury Estates

Undeveloped site area

40 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Nuneaton is a recognised location as is Bermuda Park and site is close to A444 so
would suit commercial development

General disadvantages of site

Not currently available and would not accommodate larger occupiers

Likely occupier demand

Good subject to size
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Bermuda Park Extension 2
Location

St David’s Way, Nuneaton

Postcode

CV10 7SD

General description

Natural extension to Bermuda Park development

Planning status

Proposed development site for B1, B2 and B8

Developer

Arbury Estates

Undeveloped site area

100 acres

Infrastructure ready

Yes

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Nuneaton is a recognised location as is Bermuda Park and site is close to A444 so
would suit commercial development.

General disadvantages of site

Not currently available and would not accommodate larger occupiers. Adjacent
travellers camp and also risk of hazardous materials from Univar Ltd’s adjacent
warehouse.

Likely occupier demand

Good subject to size
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Location

Central Boulevard / Ansty Road, Coventry

Postcode

CV7 9RD

General description

Former Rolls Royce site acquired by English Partnerships as Regional Major Investment
Site to encourage inward investment

Planning status

R&D
Office
Manufacturing (not B8)

Developer

English Partnerships / Advantage West Midlands / HCA

Undeveloped site area

10 acres in small plots.
Recent deal saw FANUC (Japanese automotive robotics) take 100,000 sq ft new
production facility in freehold turnkey. FANUC existing Coventry occupier (on Seven
Stars Estate).

Infrastructure ready

Yes (built 2008)

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

No

General advantages of site

Prominent well located site marketed for HQ, R&D and manufacturing buildings for
inward investment

General disadvantages of site

No B8

Likely occupier demand

Various see leasing velocity pro-forma

Prologis Central Park
Location

Castle Mound Way, Rugby

Postcode

CV23 0WE

General description

Residue of larger development site with only two individual plots remaining

Planning status

Outline consent for B1, B2 and B8

Developer

Hamden Developments

Undeveloped site area

10 acres

Infrastructure ready

Yes

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Adjacent area fully developed and visible from M6 motorway excellent access to J1 of
M6

General disadvantages of site

Two distinct plots given change of levels

Likely occupier demand

Strong but size limited for units of no more than 100,000 sq ft (x2)
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Ansty Business Park

CBRE | EMPLOYMENT LAND USE STUDY

Prologis Park Ryton
Location

Oxford Road, Ryton-on-Dunsmore, Coventry

Postcode

CV8 3EA

General description

Development of former Peugeot site for logistics park

Planning status

B1, B2 and B8

Developer

Prologis

Undeveloped site area

48 acres. Prologis expected to shortly speculative build two units on 24 acres, leaving
24 acres remaining.

Infrastructure ready

Yes

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Full infrastructure in place and good location off A45

General disadvantages of site

None

Likely occupier demand

Excellent - see leasing velocity pro-forma

Location

Rugby

Postcode

CV23 0WE

General description

Flagship distribution park at J1 of M6

Planning status

B1, B2 and B8

Developer

Roxhill & Segro

Undeveloped site area

25 acres
Recent activity: speculative unit RG4 let to DHL and Hermes taking bespoke 290,000
sq ft on 35 acres. Expectation that remaining land will be developed speculatively for
two units.

Infrastructure ready

Yes

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Ready for immediate occupation / development. Probably best site currently available
in Midlands.

General disadvantages of site

None

Likely occupier demand

Very strong with excellent interest in both the speculative unit of 237,000 sq ft and
the remaining development plots (200,000 – 810,000 sq ft)
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Rugby Gateway
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Rugby Radio Station (DIRFT III)
Location

Daventry

Postcode

NN6 7EL

General description

Extension to flagship distribution park fronting M6 with dedicated rail terminal to
provide further 8 million sq ft

Planning status

Planning consent recently secured

Developer

Prologis

Undeveloped site area

450 acres approx. for 8 million sq ft

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Midlands flagship distribution park which will offer state of the art new rail terminal

General disadvantages of site

There will be a time lag for availability due to linkages with new rail terminal.

Likely occupier demand

Very strong, principally amongst occupiers requiring access to a rail head.

Location

Arden Road, Alcester

Postcode

B49 6HW

General description

Greenbelt land being promoted by Council

Planning status

Site is allocated for development for B1, B2 and B8 (but majority of land lies within
Greenbelt)

Developer

Stratford District Council

Undeveloped site area

20 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes subject to planning – small units only

Suitability of site for B8 uses

Yes subject to planning – small units only

General advantages of site

Unknown

General disadvantages of site

In Greenbelt will only suit smaller local businesses

Likely occupier demand

Limited
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Arden Road
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Bishopton
Location

Bishopton Lane, Stratford upon Avon

Postcode

CV37

General description

Rural location adjacent to residential but close proximity to A46

Planning status

Site currently within Greenbelt but identified for relocation of local businesses

Developer

The Bird Group

Undeveloped site area

35 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes subject to planning

Suitability of site for B8 uses

Yes subject to planning (smaller units)

General advantages of site

Has potential for higher value uses in park style setting

General disadvantages of site

Currently Greenbelt and would not suit larger occupier. Regional road access poor

Likely occupier demand

Limited / local

Location

Southam, Warwickshire

Postcode

CV47 2DL

General description

Rural setting

Planning status

No Local Plan allocation

Developer

Codemasters

Undeveloped site area

15 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Limited

Suitability of site for B8 uses

Limited

General advantages of site

Adjacent to A425 and could provide campus style setting

General disadvantages of site

Location not suitable for B8

Likely occupier demand

Limited / local
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Codemasters, Southam
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Gaydon / Lighthorne Heath
Location

Stratford Road, Lighthorne

Postcode

CV33 9TW

General description

Rural setting with site adjacent to village of Gaydon

Planning status

Allocated for proposed expansion of JLR

Developer

Stratford District Council

Undeveloped site area

220 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes - JLR

Suitability of site for B8 uses

Yes - JLR

General advantages of site

Ideally suits JLR expansion with reasonable access to M40

General disadvantages of site

Rural setting not recognised general distribution location

Likely occupier demand

Limited / local

Location

Redditch

Postcode

B98 9EU

eneral description

Rural setting adjacent to A435 but natural extension to existing modern industrial /
distribution estate

Developer

Gorcott Hall Estate

Undeveloped site area

20 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Excellent location adjacent to A435 and next to Ravensbank Business Park

General disadvantages of site

Not oven ready. Adjacent Gorcott Hall may impact on planning.

Likely occupier demand

Very good especially for Redditch based businesses
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Wildmoor
Alcester Road, Stratford upon Avon

Postcode

CV37 9RJ

Map reference number

19

General description

Rural setting but close to A46 providing reasonable road access across region

Planning status

Being promoted for cater for business relocations in area linked to Canal Quarter
Regeneration

Developer

TDH Estates

Undeveloped site area

45 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes – limited

Suitability of site for B8 uses

Yes - limited

General advantages of site

Attractive setting would suit higher values / low site density campus development not
big sheds

General disadvantages of site

Rural setting not suitable for warehouse development

Likely occupier demand

Limited / local
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Location

Winyates Green Triangle
Location

Far Moor Lane, Redditch

Postcode

B98 0SD

Map reference number

20

General description

Natural expansion area to adjacent Ravesnbank Business Park close to A435

Planning status

Proposed B1, B2 and B8 / employment uses

Developer

HCA

Undeveloped site area

30 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Prominent and adjacent to established commercial

General disadvantages of site

Adjacent residential may impact

Likely occupier demand

Very good
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Location

Rowley Road, Warwickshire

Postcode

CV3 3AL

Map reference number

21

General description

Proposal for logistics park together with offices and technology hub providing a
mixture of uses on integrated business park with units from 50,000 – 1 million sq ft
possible

Planning status

Application was called in by Secretary of State who rejected the application for
development. Currently under further review.

Developer

Roxhill Developments

Undeveloped site area

260 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Superb location with excellent motorway access and scale of development offers
opportunity for both large and smaller new units. A rare opportunity across the
Midlands for larger scale development.

General disadvantages of site

None

Likely occupier demand

Strong

Fen End
Location

Fen End Road, Kenilworth

Postcode

CV8 1NR

Map reference number

22

General description

Former RAF base since used as test track by Prodrive

Planning status

Outline consent granted for campus development for R&D and automotive industry

Developer

100 Percent Properties

Undeveloped site area

25 acres approx

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes – automotive / R&D related

Suitability of site for B8 uses

No

General advantages of site

Recognised automotive test track location

General disadvantages of site

Rural location and unlikely to appeal to other commercial users

Likely occupier demand

Limited / specific automotive related users
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Coventry & Warwickshire Gateway
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Thickthorn
Glasshouse Lane, Kenilworth

Postcode

CV8 2AJ

Map reference number

23

General description

Presently used by sports club and any development would be linked to further
residential expansion

Planning status

Allocated within Local Plan as employment land but linked to residential

Developer

Various

Undeveloped site area

20 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes – limited / small / mixed use

Suitability of site for B8 uses

Yes - limited

General advantages of site

Close to A46 and adjacent residential

General disadvantages of site

Relatively small and adjacent residential will limit development opportunities to mixed
use and higher values

Likely occupier demand

Limited – definitely not suitable for larger scale
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Location

Tournament Fields
Location

Warwick

Postcode

CV34 6LG

Map reference number

24

General description

Former Greenfield site prominently located between motorway and Warwick. Initial
phase of development has been for offices. Although recently consent was granted for
B8 warehouse of 225,000 sq ft and likely that remaining office development land
may be converted for smaller warehousing / industrial uses.

Planning status

B1, B2 and B8

Developer

Clowes Developments

Undeveloped site area

33 acres
Recent 30,000 sq ft pre-let deal to Semcon.

Infrastructure ready

Yes

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Established commercial (offices) location close to motorway junction

General disadvantages of site

Adjacent residential and sensitive location make it more suitable for offices and R&D
uses than large B8 sheds

Likely occupier demand

Good particularly for smaller sized units of between 50-100,000 sq ft
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Stratford Road, Warwick
Location

Stratford Road, Warwick – opposite Tournament Fields

Postcode

CV34 6UW

General description

Land allocated in Submitted Draft Local Plan for employment use, to replace change of
allocation of land near Warwick Technology Park which is now allocated to housing.

Planning status

Allocated in draft Local Plan

Developer

To be confirmed; site owned by Warwick DC / Severn Trent

Undeveloped site area

c.20 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes – office and R&D uses rather than pure light industrial

Suitability of site for B8 uses

No

General advantages of site

Other office uses nearby; location close to motorway junction

General disadvantages of site

Less suited to B8 uses given location. Maybe issue on site configuration

Likely occupier demand

Good particularly for smaller sized units of between 50-100,000 sq ft
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Stoneleigh Park
Location

Stoneleigh Road, Kenilworth

Postcode

CV8 2EL

Map reference number

26

General description

Recognised rural location with established links to the National Agricultural Centre

Planning status

Site has consent for approximately 1 million sq ft of additional development linked to
science business and technology / innovation uses related agricultural and equine
businesses

Developer

LaSalle

Undeveloped site area

50 acres

Infrastructure ready

No

Suitability of site for B1(b/c) uses

Yes but R&D office campus uses

Suitability of site for B8 uses

No

General advantages of site

Attractive rural setting and established agricultural links – natural area for expansion

General disadvantages of site

Rural location with only limited development potential. Significant infrastructure
works required and definitely not suitable for larger scale industrial distribution.

Likely occupier demand

Limited
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Middlemarch Business Park
Coventry Airport

Postcode

CV3 4PB

General description

Existing passenger terminal and associated buildings and facilities are no longer
required at Coventry Airport. Current proposal is to redevelop this land for B2, B8 and
ancillary B1 uses

Planning status

Sits outside policy designations in the immediate area (such as the Green Belt).
Application submitted to Warwick DC in July 2015.

Developer

Rigby Group

Undeveloped site area

29 acres

Infrastructure ready

Access from Siskin Way on existing Middlemarch Business Park

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Natural extension / in fill of existing business park. With ability to provide up to
650,000 sq ft of space. Benefits from good strategic location.

General disadvantages of site

Site clearance required, .permission still required

Likely occupier demand

Strong
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Location

Hams Hall
Location

Coleshill, Birmingham

Postcode

B46 1GB

General description

Former reserved power station (B) which operated until 1981 and power generation
finally ceased at Hams Hall in 1992. Site forms natural part of existing Hams Hall
development (over power station A).

Planning status

Site was retained within Green Belt given possible future requirement by E.ON but it
has since been confirmed there is no such further requirement. This brownfield site is
currently being promoted in the Local Plan by Prologis and E.ON for designation for
future logistics use.

Developer

Prologis / E.ON

Undeveloped site area

50 acres

Infrastructure ready

Existing infrastructure to phase 1 would need to be extended subject to remediation
works

Suitability of site for B1(b/c) uses

Yes

Suitability of site for B8 uses

Yes

General advantages of site

Established distribution location with existing phase 1 development of Hams Hall over
the last 15 years. Excellent location within Midlands capable of accommodating large
scale distribution units from 100,000 sq ft upwards.

General disadvantages of site

Currently not allocated for distribution use so time delays for planning and currently
brownfield and would require remediation.

Likely occupier demand

Very strong
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Appendix 4: UK Logistics Market Dynamics

For the purposes of this section, analysis of market activity makes use of data collected,
verified and analysed by CBRE. Given the nature the logistics industry, we must consider
national and regional patterns of occupation, as well as local market structure to gain a full
understanding of the dynamics within the market.
This is especially important at the time of writing, as ready-to-occupy warehouse units, that
is those that could be occupied immediately, are now very scarce, particularly in those parts
of the UK with the highest levels of demand for large floorplate warehouses.
CBRE’s analysis of the UK logistics market monitors only those modern buildings that are
able to meet the demands of modern logistics occupiers such as major retail chains, third
party logistics providers, and other distribution based business, such as those within the
motor vehicle supply chain. Specifically, CBRE only track buildings with the following
characteristics:
 Minimum floor area of 100,000 sq ft per unit;
 Minimum eaves height of 10 metres;
 At least 5 dock level loading doors;
 No more than 15% of floorspace used as office space; and,

As such CBRE data may differ from that reported by other commercial property consultants,
who use different criteria for their market analysis.
Using these criteria enables CBRE to focus on the market for large, modern B8 warehouses,
including rail-connected logistics, and excludes other large floorplate buildings, such as old
factory building, whose physical specification and dimension means they are unsuitable for
modern logistics operations. As a result these figures provide a clear view on the levels of
demand and supply within the market specifically for large floorplate warehouses.
In 2010 and 2011 demand was driven by large retailers, including the grocery chains, reconfiguring their supply chain. Invariably this saw occupiers take increasingly larger units to
service their national requirements. Online retailing has also been a significant driving force
behind supply chain reconfiguration in recent years. For large retailers, including pure-play
online retailers such as Amazon, ASOS and Ocado, this has involved the acquisition of
large floorplate warehouses, often in more peripheral locations around the country (for
example Dunfermline, Barnsley and Swansea).
For those with physical store networks to also service, different strategies have been
adopted, some of which have involved dedicated online fulfilment warehouses (for example
Next in Doncaster). At the smaller end of the market, the growth in online sales has
impacted upon the so-called ‘final mile’ with some of the major parcel delivery companies
seeking sites for a new generation of parcel delivery hubs. GeoPost, through their
subsidiary DPD, have been pioneers in this field.
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 Minimum yard depth of 40 metres.
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CHAPTER 1: INTRODUCTION
1.1.
The Council has a statutory duty to prepare, monitor and review a Development Plan for the
Borough. This document is Rugby Borough Council’s Plan. It sets out the Council’s policies and
proposals to support the development of the Borough through to 2031. The Local Plan is the
foundation and most important component of the wider Development Plan which will also include a
Community Infrastructure Levy (CIL) Charging Schedule, a Gypsy and Traveller Site Allocations
Development Plan Document and a collection of Supplementary Planning Documents.
1.2.
The purpose of the Local Plan is to describe the type of place Rugby Borough is today, the type
of place we aspire to be in the future and provide a framework that will manage change and growth
until 2031. The Local Plan sets out the long-term spatial vision for how the town and villages in the
Borough are planned to develop and change and how this vision will be delivered through a strategy
for promoting, distributing and delivering sustainable development.
1.3.
The Local Plan replaces the Core Strategy June 2011 and the policies saved from the Rugby
Borough Local Plan 2006.
Purpose of this document
1.4.

This Local Plan has been prepared under the Planning and Compulsory Purchase Act 2004.

Context
1.5.
The National Planning Policy Framework (NPPF) provides the policy framework for preparing
Local Plans. The NPPF asks that Local Plans set out the strategic priorities for the area including policies
to deliver:
• the homes and jobs needed in the area;
• the provision of retail, leisure and other commercial development;
• the provision of infrastructure for transport, telecommunications, waste management,
water supply, wastewater, and flood risk, and the provision of minerals and energy;
• the provision of health, security, community and cultural infrastructure and other local
facilities; and
• climate change mitigation and adaptation, conservation and enhancement of the natural
and historic environment, including landscape.
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1.6.

The NPPF sets out four key tests of soundness for Local Plans:
• Positively prepared – the Local Plan should be prepared based on a strategy which seeks
to meet objectively assessed development and infrastructure requirements, including
unmet requirements from neighbouring authorities where it is reasonable to do so and
consistent with achieving sustainable development;
• Justified – the Local Plan should be the most appropriate strategy, when considered
against the reasonable alternatives, based on proportionate evidence;
• Effective – the Local Plan should be deliverable over its period and based on effective joint
working on cross-boundary strategic priorities; and
• Consistent with national policy – the Local Plan should enable the delivery of sustainable
development in accordance with the policies in the NPPF framework.

The Duty to Co-operate
1.7.
It is vital that the Council satisfies its legal obligations through the Duty to Co-operate in order
to delivery an acceptable Local Plan. These obligations require the Council to engage with its
neighbours and stakeholders in an active, constructive and effective manner, on an ongoing basis, on
a range of strategic policy issues. These include housing, employment, environmental considerations
and infrastructure.
1.8.
The Council has achieved its obligations under the Duty to Co-operate by engaging in joint
working, evidence gathering and information sharing with its neighbouring authorities, the Local
Enterprise Partnership and other key stakeholders.
1.9.
The Council will continue to cooperate with other Councils and bodies to ensure that cross
border issues of strategic significance are addressed throughout the plan period and beyond.
Consultation and evidence
1.10. The preparation of the Local Plan began in 2013 when the Council intended to pursue a
Development Management Development Plan Document (DPD) to sit alongside the Core Strategy
2011. It has since become necessary for the Core Strategy to be replaced by the Local Plan.
Consultation
Discussion Document, July/ August 2013:
1.11. This consultation was undertaken to seek representations on the compliance of local planning
policy with the NPPF following its publication in March 2012. This included a discussion about whether
or not the Core Strategy should be retained and an additional DPD produced or whether a document
should be produced that incorporated the Core Strategy and new policy guidance.
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Development Strategy Document, July/August 2014:
1.12. This document outlined the then current position in relation to the performance of the
Core Strategy against its housing target and in the context of the NPPF. The Coventry and
Warwickshire Strategic Housing Market Assessment (SHMA) was also introduced and its implications
for Rugby outlined. The implications of these factors on the Council’s adopted housing targets and
land supply were outlined and it was proposed that the Core Strategy be replaced by a new Local Plan.
Preferred Option Local Plan, December 2015/January/February 2016:
1.13. This consultation sought views on a draft of a full Local Plan. It contained proposed
development targets, distribution strategies, allocations and Development Management Policies. It
was supported by a Sustainability Appraisal, also published for comment. The points emerging from
these consultations are described in the Reports of Public Consultation.
Evidence
1.14. The full evidence underpinning this Local Plan’s policies and proposals are set out on the
Council’s website. The evidence base includes the following:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Sustainability Appraisal;
Strategic Housing Land Availability Assessment (SHLAA);
Strategic Housing Market Assessment (SHMA);
Air Quality Monitoring Reports;
Employment Land Review;
Rural Sustainability Study 2015;
Coventry and Warwickshire Joint Green Belt Review: Stage 1, 2015;
Strategic Transport Modelling;
Retail and Main Town Centre Uses Study;
Local Plan Viability Testing;
Gypsy and Traveller Accommodation Assessment (GTAA);
Green Infrastructure Strategy;
Open Space, Play Pitch and Built Facilities Study;
Habitat Regulations Assessment;
Habitat Biodiversity Audit;
Renewable Energy Study;
Water Cycle Study;
Strategic Flood Risk Assessment (SFRA)
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2.

CHAPTER 2: CONTEXT, VISION AND OBJECTIVES
2.1.
The Borough of Rugby covers an area of 138 square miles located in central England, within
the County of Warwickshire. The Borough is on the eastern edge of the West Midlands Region,
bordering directly on to the counties of Northamptonshire and Leicestershire, both of which are in the
East Midlands Region.
2.2.
The Borough has 41 parishes and the largest centre of population is the attractive market
town of Rugby with two thirds of the Borough’s 106,400 residents (Nomis 2017) living in the town and
the remainder residing in the rural area. The villages in the Borough range in size from 20 to 3,000
people. Rugby is unique in that it is the only place in the world that gives its name to an international
sport.

Hinckley and
Warwickshire Bosworth

Blaby

Leicestershire
Nuneaton
and
Bedworth

Harborough

Coventry

Rugby

Northamptonshire
Warwick
Daventry

Warwickshire
Stratford
on Avon
4

Portrait of Rugby Borough
2.3.
This Local Plan has been informed by a detailed understanding of Rugby Borough, including
the makeup of its population, the local environment and economy.
Local Community
2.4.
The Borough’s overall population remained steady between 1980-2001 but between 20012011 the population increased significantly by 14.8% to around 100,496 (Nomis, 2015). The rise in
population was largely due to people migrating into the area and more single parent families, but also
as a result of increased birth rate and people living longer. The projected population increase between
2011 and 2031 is expected to be 15.5%, which would bring the population to around 115,236 (Nomis
2015).
2.5.
Across Warwickshire as a whole, the highest rates of projected population growth are in the
groups aged 65 and over. The eldest age group (those aged 85 and over) is projected to increase by
over 190% by 2035.
2.6.
The average household size within the Borough of Rugby is 2.4 persons. Proportionally the
number of households has risen faster than the population, which is partly due to over a quarter
(28.1%) of Rugby’s households being occupied by a single person.
2.7.
The 2011 Census shows that around 12% of Rugby Borough’s residents were born outside the
UK. 5.9% being from Europe, 1.9% Africa, 2.6% Asia, and 1.2% from the Rest of the World. In terms of
ethnicity, nearly 16% of Rugby’s population belong to groups other than White British. These include
Asian Indian (3.1%), Black African (1.0%), White Irish (1%), Asian Other (1%) and White Other (5.2%)
groups.
2.8.
The average house price in the Borough in 2017 was £223,209. This is similar to the national
average, but less than Stratford upon Avon and Warwick, and more than Nuneaton & Bedworth, North
Warwickshire and Coventry. On average, a property costs around 6.8 times the (median) average
annual wage for a fulltime worker in the Borough (5.9 times the average wage for men, and 8 times
the average for women). Overall prices in Rugby over the last year were 7.5% up on 2016 (Authority
Monitoring Report 2018).
2.9.
Rugby’s average household incomes are however higher than that for the West Midlands
region and also above national levels.
2.10. In the Indices of Multiple Deprivation 2015, Rugby is ranked 240 out of 326 Local Authorities
(no.1 being most deprived, 326 the least). At a county level, the Indices show that Warwickshire is
ranked 124th out of 152 upper tier authorities in England meaning that it is amongst the 20% least
deprived areas in England.
2.11. All districts in Warwickshire saw improvements in their rank of average score from 2010 to
2015 relative to other national local authorities. Rugby has seen the greatest improvement in rankings,
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relative to the other districts in Warwickshire. In Rugby Borough, only Brownsover South falls within
the top 20% of overall deprived local areas nationally, although this has still improved in rank since
2010, from 3314 to 5627 (out of 32,844).
2.12. Although Rugby is ranked fairly well overall, in relation to Barriers to Housing and Local
Services, it has seven local areas within the top 10% most deprived for this specific deprivation
category (Warwickshire as a whole has 32 of these areas including Rugby’s). Also, in relation to
Education, Skills and Training Development, Rugby has two areas within the top 10% most deprived
nationally (Brownsover South and Newbold upon Avon).
Local Economy
2.13. Rugby has a total of 56,200 economically active residents. 85.9% of residents aged 16-64 are
in employment, which is higher than regional and national averages (Nomis, January – December
2015). 2100 residents (3.7%) are unemployed, which is below regional and national averages (Nomis
2018).
2.14. Of the population of Rugby, in general more people are higher qualified than comparable
regional averages, particularly at level 4 and above (Certificate of Higher Education, Higher
Apprenticeship, NVQ level 4). Qualifications at level 3 (NVQ level 3, A-level, BTEC level 3) and below
are similar to or slightly less than national averages (Nomis 2017).
2.15. The focus for the Borough’s large scale employment sites is on the edge of the urban area of
the Borough, principally to the north of town with proximity to Junction 1 of the M6. The new Gateway
development is underway and has permission for 36ha of employment uses (B1, B2 and B8). Whilst
new distribution parks have sprung up in this area Rugby has a number of smaller, older sites that
accommodate small to medium manufacturing businesses that are generally located around the edge
of the town centre.
2.16. The main sources of jobs by industry consist of Wholesale and Retail Trade; Repair of Motor
Vehicles (14.6%), Transportation and Storage (12.5%), Professional, Scientific and Technical (9.4%),
Education (9.4%) and Manufacturing (9.4%) and Human Health and Social Work (8.3%). Other main
sectors of employment include Construction (6.2%). The percentage of employees in Transport and
Storage, Construction, Professional, Scientific and Technical sectors is somewhat higher than regional
and national averages. Human Health and Social Work Activities are lower than regional and national
averages (Nomis 2017).
2.17. The Town Centre is predominantly used for A1 (Retail) uses, which make up around 53% of
the units in the area. There is also a mix of other uses including A2 (Professional Services) and A3 (Food
and Drink) which make up around 12.5% and 10.5% respectively. There is a vacancy rate of 11%, which
is similar to the national average (Authority Monitoring Report 2018).
2.18. Rugby Borough has the recently redeveloped Elliotts Field retail park located to the north of
the town. This initially provided 29,162 sqm floorspace, and was expanded to provide an additional
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11,960 sqm. Further units have also been built recently at the nearby Junction 1 retail park providing
an additional 5,670 sqm, and also at Technology Drive providing a total of 8,817sqm.
Local Environment
2.19. The Borough’s residents live in a delightful and attractive environment with Caldecott Park,
Coombe Abbey Country Park and Draycote Water available for social and recreational purposes. In
2016, Rugby has a total of 57 designated Local Sites of which 3 are Local Geological Sites and 54 Local
Wildlife Sites. There are also 128 potential Local Wildlife Sites awaiting assessment. Rugby Borough
contains 6 Sites of Special Scientific Interest (SSSI's) including 2 designated for their geological interest
and four for biological interest.
2.20. Within the Borough there are 19 Conservation Areas, 6 Grade 1 Listed Buildings, 30 Grade II*
Listed Buildings and 460 Grade II Listed Buildings. Spread throughout the Borough are 26 Scheduled
Monuments and 5 Registered Gardens, the latter being at Bilton Grange Grade II, Coombe Abbey
Grade II*, Ryton House Grade II, Newnham Paddox Grade II, and Dunchurch Lodge Grade II. There are
currently 10 assets on the Heritage at Risk Register within the Borough as at 2018.
2.21. There is an Air Quality Management Area existing within Rugby Town to monitor levels of
nitrogen dioxide. Air Quality is assessed annually and reported in Rugby Borough Council’s Air Quality
Annual Status Report.
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What is our Vision for Rugby Borough?
2.22. The growth that Rugby Borough needs to accommodate over the period of the Local Plan
needs to be delivered in a sustainable way. Key to achieving this is a strong vision for Rugby Borough.
Spatial Vision
In 2031, Rugby will be a place where the community has worked together to create a Borough where
people are proud to live, work and visit.
Strong links and relationships within the Coventry and Warwickshire sub-region and neighbouring East
Midlands authorities will be maintained and strengthened.
Rugby Town Centre will be a prosperous and attractive town centre which complements and connects
to the retail parks on Leicester Road, offering a wide range of shops, leisure and entertainment
opportunities to those who visit alongside the businesses, public services and new homes that serve
local residents.
The economy will be strong and provide a range of high quality employment opportunities suitable
for the whole community which will in turn be supported through excellent links to local schools,
Warwickshire College and local universities.
The majority of new sustainable housing and employment development will be focused on Rugby
urban area. Sustainable growth of main rural settlements will also take place to meet the housing
needs of the rural population and provide support for rural infrastructure and services. Infrastructure
to support growth will be phased into developments in such a way to ensure impacts are properly
mitigated.
All Borough residents will have the opportunity to live in decent homes that they can afford through
the provision of a variety of housing that meets the needs of all sectors of the community. Those areas
within the Borough in need of regeneration will have focused attention to ensure improvement.
The Borough’s local neighbourhoods will each have local services, community facilities and usable
public spaces. Residents within the Borough will be well connected by a sustainable public transport
system, incorporating excellent rail and bus links to ensure access to employment, health and local
services, and a network of footpaths providing pedestrian links to local facilities and the open
countryside.
The sustainable growth of the town and Borough to meet the needs of the community will be balanced
with protection and enhancement of the Borough’s historic environment and existing natural assets
through the creation of a strategic green infrastructure network. Development will be accommodated
in ways which reduces our carbon footprint as well as protecting and enhancing the area.
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Spatial Objectives
2.23. In order for the vision to be fulfilled and for the Key Issues to be addressed, the following
spatial objectives have been developed.

Environmental

Economic

Social

Objective

1

To protect and enhance existing local services and create new neighbourhoods that
contain services that meet the day to day needs of the new communities. Enable
appropriate amounts of development in Main Rural Settlements to bolster their role as
local service centres.

2

Enhance the quality of outdoor and indoor sport, leisure, recreation and cultural facilities
within the Borough and to ensure residents have access to good outdoor leisure and
recreation facilities through the development of a developing green infrastructure
network throughout the Borough.

3

To ensure all residents of the Borough have a decent and affordable home with particular
focus on affordable provision in the rural areas and specialised housing types for the
older population.

4

To ensure the Borough has an expanding and diverse economy where manufacturing and
engineering remains strong, the service sector grows and there is not over reliance on
logistics, transport and distribution.

5

Ensure that all businesses, whether large or small, can locate and operate in Rugby
through the provision of a varied portfolio of employment land that offers space for
companies to commence trading and then stay within the Borough as they grow.

6

To enhance the vitality of Rugby Town Centre, ensuring it has a complementary role to
the out of town retail parks, providing a distinctive offer to both residents
and visitors.

7

Build on Rugby’s rural market town character by protecting, utilising and enhancing
historic assets and ensuring all new development demonstrates high quality design,
maintaining an attractive built environment throughout the Borough.

8

Protect natural species present in the Borough by improving habitats through the
enhancement of a green infrastructure network that supports natural and ecological
processes.

9

Ensure the challenges of climate change are met by utilising the renewable energy
resources present in the Borough, improving the energy efficiency of existing
development and ensuring the urban extensions achieve high sustainability standards.

2.24. The overall strategy for managing development in the Borough during the plan period is
illustrated in the key diagram on the following page.
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3.

CHAPTER 3: GENERAL PRINCIPLES
3.1.
This chapter sets out the General Principles of plan for the growth of the Borough through to
2031.
3.2.
At the centre of this Local Plan is the principle of sustainable development. Sustainable
development is at the heart of good planning and in making the right decisions for this and future
generations. The three elements of sustainable development – social, economic and environmental –
need to be considered jointly and not in isolation. The general principles contained within this chapter
of the Local Plan will ensure that the correct approach is taken and sustainable development
delivered.
3.3.
The Local Plan has been written to provide the starting point for guiding growth and creating
and delivering sustainable development. This echoes the approach of Government guidance set out
in the National Planning Policy Framework.
Policy GP1: Securing Sustainable Development
When considering development proposals the Council will take a positive approach that reflects the
presumption in favour of sustainable development contained in the National Planning Policy
Framework. It will always work proactively with applicants to jointly find solutions, which mean that
proposals can be approved wherever possible, and to secure development that improves the
economic, social and environmental conditions in the area.
Planning applications that accord with the policies in this Local Plan (and, where relevant, with
policies in Neighbourhood Plans) will be approved without delay unless material considerations
indicate otherwise.

3.4.
At the heart of the Government’s national policy on planning is a presumption in favour of
sustainable development. All plans should be based upon and reflect the presumption in favour of
sustainable development, with clear policies that will guide how the presumption should be applied
locally.
3.5.
Policy GP1 enshrines this ethos of national policy and seeks to ensure that positive planning
is delivered expediently whilst ensuring that the three dimensions of sustainable development –
economic, social and environmental, are achieved jointly through the delivery of sustainable
development.
3.6.
Furthermore, the planning system should play an active role in guiding development to
sustainable solutions. Through implementing Policy GP1, the Council will take local circumstances into
account, in order to be able to respond to different opportunities for achieving sustainable
development as they arise.
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Policy GP2: Settlement Hierarchy
Development will be allocated and supported in accordance with the following Settlement
Hierarchy, as defined on the Policies Map:

Rugby town

Main focus for all development in the Borough. Development
permitted within existing boundaries and as part of allocated
Sustainable Urban Extensions.

Main Rural Settlements
Binley Woods, Brinklow,
Clifton upon Dunsmore,
Dunchurch, Long Lawford,
Ryton on Dunsmore,
Stretton on Dunsmore,
Wolston, Wolvey.
Rural Villages

Countryside

Green Belt

Development will be permitted within the existing boundaries
of all Main Rural Settlements and on allocated sites.

Development will be permitted within existing boundaries
only, including the conversion of existing buildings where
national policy permits.
New development will be resisted; only where national policy
on countryside locations allows will development be
permitted.
New development will be resisted; only where national policy
on Green Belt allows will development be permitted.

3.7.
In arriving at its spatial strategy for housing and employment allocations, the Council has taken
account of its Vision and Objectives (as set out in Chapter 2) national planning policy, sub-regional
housing and employment strategies, public consultation feedback and the technical evidence that has
been prepared to support the Local Plan and the Sustainability Appraisal.
3.8.
The Settlement Hierarchy has informed the site allocations introduced in policies DS3 and DS4
and is set out in more detail in policies DS7-DS9.
3.9.
Development away from the defined settlements of the Borough is unlikely to meet all of the
elements of sustainable development, particularly the access to a range of facilities. Any proposals
would need to demonstrate that the overall social and economic benefits outweigh the disadvantages
of a location which is relatively remote from facilities. In some cases it is essential for a development
to be located in the countryside and where this is demonstrated to be the case, proposals will be
supported.
3.10. Rugby Town is the most sustainable location within Rugby Borough, providing the best access
to a range of services and facilities. This is reflected through the proposed allocations within this Local
Plan. The Retail and Town Centre Chapter of this Plan sets out the importance and strategic role of
Rugby town centre. The urban area outside the town centre is the primary focus for new residential
12

and employment development. It will be through extensions to the urban area that the vast majority
of housing and jobs will be delivered up to 2031. Various policies of this Plan set out how supporting
infrastructure will be provided across the urban area.
3.11. Main Rural Settlements play an important role locally and the settlement hierarchy is intended
to support the sustainability and maintenance of existing services, such as schools, by enabling
development which will support the local community. Main Rural Settlements have a sufficient level
of services, or access to services to allow for development within the existing settlement boundaries.
Main Rural Settlements will have no threshold on the size of sites that come forward within their
settlement boundaries.
3.12. Rural Villages will not play a role in helping to deliver Rugby Borough’s strategic growth. The
level of services within Rural Villages is more limited than that of Main Rural Settlements and as such
the development strategy affords Rural Villages a greater restriction limiting new development to
within existing settlement boundaries.
3.13. Some schemes, such as those submitted under the rural exception affordable housing policies
or as community-led development schemes, may come forward on sites outside the defined
settlement boundaries of Main Rural Settlements and Rural Villages. Such schemes may be acceptable
if they meet the social or economic needs of that community. Parish Councils may wish to bring
forward Neighbourhood Development Plans which include proposals for additional development. The
choice of sites needs to take into account the principles of sustainable development, the relevant
policies in this Plan and the content of national planning policy.
3.14. Countryside locations are those which are not defined by a settlement boundary and are
therefore generally unsuitable for development; in these locations inappropriate development will be
resisted and only where national policy on countryside locations allows will development be
permitted. As indicated above, the only anticipated variations to this approach will be the exceptional
delivery of housing to meet a specifically identified housing need or types of development that are
intrinsically appropriate to a countryside setting. Further to this, the conversion of existing buildings
will be acceptable in principle where national policy allows.
3.15. Green Belt affords the greatest protection of land in planning terms. Therefore development
will only be permitted in the circumstances where national policy on Green Belt allows.
3.16. The hierarchy in Policy GP2 provides a clear sequential approach to the selection of locations
for sustainable development through the life of the Local Plan. However, there are locations that are
specifically excluded from this hierarchy which could be considered accessible locations for
development. The administrative boundary of Rugby Borough sits very close to urban areas such as
Bedworth, Nuneaton, Hinckley and Coventry in addition to existing major developed sites such as
Magna Park and Daventry International Rail Freight Terminal (DIRFT). Development within the
Borough that is related to these urban areas or sites remains contrary to the spatial strategy set out
in the Plan to focus development at Rugby and the Main Rural Settlements. Therefore any such
proposal would be judged on its merits in consultation with the relevant neighbouring Local Planning
Authority, taking account of other policies of this plan and national planning policy.
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Policy GP3: Previously Developed Land and Conversions
The Council will support the redevelopment of previously developed land where proposals are
compliant with the policies within this Local Plan. In particular consideration will be given to the
following:
•
•
•

The visual impact on the surrounding landscape and properties;
The impact on existing services if an intensification of the land is proposed; and
The impact on any heritage or biodiversity assets.

Proposals to re-use and adapt existing buildings in rural areas will be permitted subject to the
following criteria:
•
•
•
•
•
•

The building is of permanent and substantial construction;
The condition of the building, its nature and location, makes it suitable for re-use or
adaptation;
The proposed use or adaptation can be accommodated without extensive rebuilding;
The proposal is of a high quality and sustainable design, retaining the external and/or internal
features that contribute positively to the character of the building and its surroundings;
The proposal retains and respects the special qualities and features of Listed and other
traditional rural buildings; and
The appearance and setting of the building following conversion protects, and where possible
enhances, the character and appearance of the countryside.

Proposals which are deemed to be Permitted Development or where Prior Approval is required and
granted under The Town and Country Planning (General Permitted Development) (England) Order
2015 (or any subsequent updates to this) will be determined under the provisions of the GPDO.
For proposals which involve changes to historic assets or their setting, this policy should be read in
conjunction with SDC3: Protecting and Enhancing the Historic Environment.

3.17. National policy requires that local plans encourage the effective use of land by re-using land
that has been previously developed, provided that it is not of high environmental value. The
conversion of existing buildings to support the sustainable growth and expansion of all types of
business and enterprise in rural areas and in part to support the transition to a low carbon future is
also a strong principle of national policy.
3.18. Policy GP3 seeks to support the redevelopment of previously developed land but maintains
that any redevelopment does not result in an unacceptable impact. Evidence will be required to
demonstrate that there are no adverse impacts on any heritage or biodiversity assets on which advice
will be sought from the relevant statutory bodies.
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3.19. The purpose of Policy GP3 is to ensure that the conversion of buildings, in particular rural
buildings, are done sympathetically to their surroundings. The buildings should be substantial and
good quality buildings, which are capable of conversion with little change to their character,
appearance and setting. The building should require little in the way of alteration, extension or rebuild
for its conversion. It is acknowledged that the sensitive conversion of traditional rural buildings may
result in either bringing an old building back into use or the conversion to a more suitable use.
3.20. Policy GP3 must be considered in context with other policies in the Development Plan, mainly
in terms of sustainable development and the provision of the necessary infrastructure to support any
redevelopment. Where redevelopment of previously developed land or conversion of existing
buildings is within the Green Belt, guidance is provided on the appropriateness in national policy.
Policy GP3 is worded in the context of the provisions for prior approval as contained within the Town
and Country Planning (General Permitted Development) (England) Order 2015 (as amended) for the
conversion of existing buildings.
Policy GP4: Safeguarding Development Potential
Planning permission will not be granted for development which would prejudice:
•

•
•

The development potential of other land being realised which is necessary to meet the
identified development needs of the Borough, support the long term planning of the area or
the comprehensive development of an allocated site;
The provision of infrastructure identified as necessary to support the current and future
development of the Borough; or
Land that is demonstrated as required for flood risk management.

3.21. Development may prevent the potential of other land being realised. Such land may or may
not be contiguous and any potential it might have could be within the period of this Local Plan, or
beyond. Similarly, it may prevent the provision of important infrastructure, e.g. extensions to the
drainage system and the highway network, or the implementation of other transport schemes,
including pedestrian and cycle links. It may in particular hinder the achievement of appropriate mixed
use developments. Such development could therefore frustrate the proper planning of the wider area
and a comprehensive approach to its development, which would not be consistent with the efficient
use of resources. The sterilisation of areas of land can often occur with the development of ‘backland’
and areas of vacant or underused land. Where appropriate the Council will prepare briefs or
Masterplan Supplementary Planning Documents (SPDs) to assist the comprehensive development of
an area, including land allocated for development in this Local Plan.
3.22. One specific example of a piece of infrastructure which may come forward in future is the
Rugby Parkway Railway Station Scheme. This is being led by Warwickshire County Council with a view
to ensuring that the Borough has the connectivity necessary to secure the long term economic and
residential development of the area, served by sustainable modes of transport. The land for the
Station requires safeguarding for its future success and Policy GP4 aims to provide this protection.
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3.23. In deciding whether development of land could be prejudicial, account will be taken of
whether nearby land is allocated for development, or could be developed in the context of existing
and emerging local, regional and national planning policy. Similarly, in assessing whether the provision
of infrastructure could be compromised, account will be taken of known schemes and the likelihood
of other schemes being prepared, in the light of existing and emerging planning policy and other
guidance.
3.24. The Infrastructure Delivery Plan (IDP) is a live document which will be updated periodically to
include updates to the infrastructure required. This policy allows for protection of sites for
infrastructure which may be added to the IDP after the adoption of the Local Plan.
3.25. Development may also compromise the ability of land to form part of a flood alleviation
scheme that would benefit the wider catchment. Where land is required for flood risk management,
the Policy SDC5: Flood Risk Management should be considered.
Policy GP5: Neighbourhood Level Documents
Neighbourhood Plans
The Council will support communities in the preparation of neighbourhood plans.
Neighbourhood plans will need to:
•
•
•

Have been through an independent examination process and have been made by Rugby
Borough Council;
Be in general conformity with the strategic policies of this Local Plan; and
Not promote less development than is set out in this Local Plan.

Once made a neighbourhood plan forms part of the Development Plan for the Borough. The
planning policies contained within a made neighbourhood plan will be used alongside the policies
of this Local Plan to determine decisions on planning applications. Neighbourhood plans can also
help to inform the requirement and scope of development contributions associated with a planning
permission.
Parish Plans and Design Guides
Parish Plans and design guides will need to:
•
•

Have been endorsed by Rugby Borough Council; and
Be in general conformity with the Local Plan.

Parish Plans and Design Guides do not form part of the development plan for the Borough. They
will be a material consideration in determining decisions on planning applications.

3.26. The Localism Act brought into force the ability of a neighbourhood to create a Neighbourhood
Plan. Unlike other previously produced parish level documents, a Neighbourhood Plan forms part of
the Development Plan and sits alongside the Local Plan. Decisions on planning applications will be
16

made using both the Local Plan and the Neighbourhood Plan (alongside other material
considerations).
3.27. Some of the settlements beyond Rugby town will see development within or on the edge of
their boundaries through the Local Plan. The local community may utilise the production of a
Neighbourhood Plan, containing the aspirations of the local community to inform potential
development, such as housing or new community facilities in rural areas.
3.28. Neighbourhood Plans must be in general conformity with the strategic policies of the Local
Plan. For the purposes of this all of the policies contained within this Local Plan are deemed to be
strategic policies.
3.29. Parish Plans and Design Guides do not hold as much weight in decision making as a
Neighbourhood Plan. However they can be a useful tool for communities in stating their preference
for the future development of their communities without the requirement to embark on a more
lengthy Neighbourhood Plan process.
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4.

CHAPTER 4: DEVELOPMENT STRATEGY
4.1.
This chapter sets out the Development Strategy for the growth of the Borough through to
2031 along with the strategic policies and site allocations to support the delivery of the Strategy. The
Strategy has been designed to deliver the vision, objectives and general principles set out in the
previous chapters.
4.2.
This chapter outlines the residential and employment development targets the Borough
Council intends to achieve during the plan period. These targets have been informed by an up to date
and relevant evidence base about the economic, social and environmental characteristics of the area.
The strategies for housing and employment development contained in this Local Plan are integrated
and have taken account of market and economic signals as required by national planning policy.
4.3.
As established through the Settlement Hierarchy outlined at Policy GP2, Rugby town is the
most sustainable location for growth in Rugby Borough. As detailed later in this chapter a significant
quantity of development has been approved on the Rugby urban edge. However, further allocations
are required as part of this Local Plan if development targets are to be achieved. In identifying the
proposed strategic sites the Council was informed by the sustainability appraisal process in
combination with the evidence collected and national guidance. The Strategic Housing Land
Availability Assessment (SHLAA) identified the deliverability of further sites on the Rugby urban edge
to accommodate a significant proportion of the development required, however, there is insufficient
capacity at Rugby town or its urban edge to deliver the entire housing target within the plan period.
The Settlement Hierarchy informed the selection of further sites.
4.4.
The SHLAA process has considered all known potential development sites and looks at the
potential for those sites to be developed. In line with Government guidance sites were assessed and
categorised in terms of their suitability for development, their availability and the likelihood of
development being achieved within a definable time period; this concludes with an assessment of the
deliverability of each site or location.
4.5.
These factors were then considered in more detail and built into an overarching assessment
within the Sustainability Appraisal. The Council considered a number of options and combinations
before identifying the preferred strategic allocations. The outcome of this process is summarised in
the Sustainability Appraisal.
4.6.
The selection of all development sites allocated through this Local Plan as the most suitable
locations for the long term growth of the Borough is based on the combination of all of these individual
pieces of evidence. The fundamental conclusion is that these locations represent the most sustainable
choices where new development can be delivered to meet the targets set out in this Local Plan.
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Policy DS1: Overall Development Needs
The following levels of housing and employment development will be planned for and provided
within Rugby Borough between 2011 and 2031:
a) 12,400 additional homes, including 2,800 dwellings to contribute to Coventry’s unmet needs,
with the following phased annual requirement:
• Phase 1 2011-2018 540 dwellings per annum
• Phase 2 2018-2031 663 dwellings per annum.
b) 208 ha of employment land, including 98 ha to contribute to Coventry’s unmet needs.
All new development will be sustainable and of a high quality, fully supported by infrastructure
provision and environmental mitigation and enhancement as required in the policies contained
within this Plan.
4.7.
The ‘Updated Assessment of Housing Need: Coventry‐Warwickshire HMA’ (September 2015)
sets out the objectively assessed future housing needs of the Housing Market Area and the six local
authority areas within it. The report indicates that Rugby Borough’s Objectively Assessed Housing
Need (OAHN) is 480 dwellings per annum, which equates to 9,600 dwellings over the plan period.
However, in recognition that Coventry City Council is unable to accommodate its housing needs in full
within the City boundary, the Local Plan seeks to provide for 2,800 dwellings over the plan period
towards Coventry’s housing needs. Rugby Borough Council therefore aims to meet its housing
requirement by providing for a minimum of 12,400 new homes between 2011 and 2031, at an
indicative rate of 620 dwellings per annum during the plan period. More recent housing needs
evidence (2016) has analysed the 2014-based ONS subnational population projections (SNPP) and CLG
(2014-based) household projections with regard to housing need in the Coventry and Warwickshire
Housing Market Area (HMA). The analysis builds on information in the September 2015 Updated
Assessment of Housing Need (UAoHN) which used 2012-based projection data to underpin a number
of demographic and economic scenarios – ultimately leading to conclusions about housing needs
across the HMA. The analysis shows across the HMA that the more up-to-date information suggests a
virtually identical level of housing need (4,237 per annum compared with 4,272 previously). This
updated analysis, taking account of more recent published data, does not suggest any fundamental
differences from the analysis and conclusions as set out in the UAoHN of September 2015. Whilst some
figures for individual local authorities change slightly, it is clear, at the HMA level that the assessed
level of need in the UAoHN (and linked to 2012-based data) remains sound.
4.8.
The Rugby Borough ‘Employment Land Study’ (May 2015) concludes that 96-128 hectares of
employment land is required within Rugby Borough to meet Rugby’s need throughout the plan period
(6-8 hectares per annum). This is in order to support economic growth and balance the provision of
new jobs with housing provision. Work informing the Local Plan has considered the extent of sites
proposed for employment development, evidence of jobs growth forecasts and labour supply figures
for the plan period, and average rates of past employment land take-up over a number of recent time
periods, to provide an employment land target that aligns with the housing needs of the Local Plan.
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The combination of these factors has led to the target of 110 hectares of gross employment land
provision, to meet Rugby’s need being situated within the middle of the range recommended in the
Employment Land Study. Policy DS1 also identifies 98 hectare of land to contribute to the unmet
employment needs of Coventry that are being met within Rugby Borough, as agreed through the
Memorandum of Understanding for the employment land needs of Coventry and Warwickshire.
4.9.
In addition to this quantitative need for employment land in Rugby Borough, a proportion of
this land must meet a qualitative demand for employment sites providing smaller units in the range of
5,000 - 50,000 sq.ft. This is especially important in accommodating demand from firms requiring floor
space in this size band for B1c, B2 and ancillary B8 employment uses.
Meeting the housing requirement
4.10. The housing requirement included within the Local Plan will be provided in two distinct phases
with different annual rates of delivery. Phase 1 of the plan period is between 2011 and 2018. The
annual housing target in Phase 1 is 540 dwellings per annum, reflecting the adopted target contained
within the previous Development Plan - the Core Strategy, June 2011. Phase 2 of the plan period is
between 2018 and 2031. The annual housing target in phase 2 is 663 dwellings per annum.
4.11. This ‘step-change’ in delivery is considered appropriate. It would be perverse to
retrospectively apply a higher housing target to past years than is required to meet the needs of Rugby
Borough, or has been adopted in local planning policy. Upon adoption, the housing target will increase
to take account of shortfall arising in Coventry City and the annual housing target is therefore
increased to reflect this. The housing trajectory appended to the Local Plan demonstrates how the
housing target will be achieved whilst complying with the requirements of national planning policy,
particularly those relating to land supply.
4.12. The table below indicates how the Council intends to ensure the housing requirement is met
within the plan period:
Dwellings constructed between 1st April 2011 and 31st March 2017

2577

Number of permitted dwellings anticipated to be completed between
1st April 2017 and 31st March 2031

6505

An allowance for windfall sites in this plan between 1st April 2017 and
March 31st 2031

630

Number of dwellings required to be allocated in this plan

2688

Number of allocated dwellings anticipated to be completed within the
plan period

4855

Total anticipated provision in the plan period
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14,567

4.13. At 1 April 2017, planning permission has been granted for 9,221 dwellings in Rugby Borough.
However, as demonstrated by the housing trajectory, 6,505 of these dwellings are anticipated to be
completed in the plan period. In addition to completions and commitments the Council has made an
assessment of windfall sites (sites that are less than 5 dwellings) which are likely to emerge based on
past trends. Windfall sites have consistently played an important role in the housing supply of the
Borough. It is anticipated that this trend will continue, particularly because this Local Plan allows for
development within the settlement boundary of Rural Villages (as set out in Policy GP2) and because
recent changes in permitted development rights will continue to enable residential development.
4.14. Taking account of the 2,577 completions within the plan period to date, anticipated delivery
on committed sites and an allowance for windfall sites, the Council needs to identify sites for an
additional 2,688 dwellings within the plan period. This Local Plan identifies sites for a potential 6,290
dwellings and, as demonstrated in the housing trajectory, 4,855 of these allocated dwellings are
anticipated to be delivered in the plan period.
4.15. The proposed allocation sites therefore put additional land into supply. As required by national
policy this allows for an element of flexibility against the plan target of 12,400, in the event that some
sites fail to come forward or are delivered with reduced capacities than allowed for in the Local Plan.
As stated in the table at paragraph 4.12, 14,567 dwellings are anticipated to come forward within the
plan period as reflected in the housing trajectory.
Meeting the employment requirement
4.16. The employment land target will be delivered in the Local Plan through a combination of
employment development meeting Rugby’s local need already completed in the plan period,
allocations and planning permissions in supply including intensification opportunities, and new
employment allocations as set out in Policy DS4. The table below sets out how this combination of
sites will meet the overall employment land target.
Table showing employment completions, supply and allocations to meet Rugby’s need

COMPLETIONS
Central Park
Rugby Gateway
TOTAL
SUPPLY
Central Park
Somers Road
Paynes Lane
Europark
Europark Extension
Shilton Industrial
Estate

Gross Site Area (ha)

Employment Type

6.46
35.7
42.16

B1/B2/B8
B8

3.69
0.7
2.2
0.4
2.93
0.5

B1/B2/B8
B1/B2/B8
B1/B2/B8
B2/B8
B2/B8
B1/B2/B8
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Land West of A5, CV23
0AJ
TOTAL
ALLOCATIONS
Coton Park East
South West Rugby
Rugby Radio Station*
TOTAL
OVERALL TOTAL
(*outline pp granted)

3.2

B2/B8

13.62

7.5
35
16
58.5
114.28

B1/B2/B8
B8
B1/B2/B8

Table showing employment completions and supply to meet Coventry’s unmet need
Gross Site
Area (ha)
COMPLETIONS & SUPPLY
Ansty Park
Former Peugeot Site,
Ryton
OVERALL TOTAL

41
57
98

4.17. It is expected that delivery of the employment land target to meet Rugby’s need will deliver a
forecast jobs growth of 6,729 FTE B use class jobs for the 2011-2031 plan period, as outlined in the
Employment Land Study. This forecast is further broken down by B use classes as follows:
Use Class
B1a/b
B1c
B2
B8
Total B use class

2011–31 Net Jobs Growth
1,077
35
1,327
4,290
6,729

4.18. The growth forecast, indicated at paragraph 4.17, which applies standard employment
densities and plot ratios as set out in the Employment Land Study, creates a net land requirement for
79 hectares of employment land. However, in forming the employment land target to identify how
much land to allocate in the Local Plan, past take up rates have been considered to inform the 110
hectare target to meet Rugby’s need. The addition of this margin provides a target (equating to just
below 7 hectares per annum for the remainder of the plan period) that aligns with the Employment
Land Study recommendation that 6 – 8 hectares of employment land per annum should be provided
for in the period to 2031.
4.19. Whilst this margin increases the gross amount of land allocated in the plan to provide flexibility
in the delivery of sites (in particular: accounting for error margins / limitations in forecasting;
facilitating completion in the market; and, providing flexibility where sites experience any delays in
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delivery), it does not increase the jobs growth expected or required for Rugby’s local need for the
remainder of the plan period.
Policy DS2: Sites for Gypsy, Travellers and Travelling Showpeople
The Council will allocate land in a separate Gypsy and Traveller Site Allocations DPD to meet the
requirements for gypsy, travellers and travelling showpeople’s accommodation as identified by the
Gypsy and Traveller Accommodation Assessment (GTAA) 2017, where compliant with the
definitions in Annex 1 of the Planning Policy for Traveller Sites (PPTS). The GTAA will be updated on
a regular basis and as such the pitch allocations requirements will be updated through the GTAA
process. The requirements identified in the GTAA 2017 are as follows:
Timeframe

Total required pitch provision

2017 to 2022

35

2022 to 2027

12

2027 to 2032

14
Total

61

In assessing the suitability of sites for allocation for residential and mixed use occupation by Gypsies,
Travellers and Travelling Showpeople, and for the purposes of considering planning applications for
such sites, proposals will be supported where the following criteria are met:
•
•

•
•
•
•
•
•

•

•

The site affords good access to local services such as schools and health facilities;
The site satisfies the sequential and exception tests for flood risk and is not adjacent to uses
likely to endanger the health of occupants such as a refuse tip, sewage treatment works or
contaminated land;
The development is appropriate in scale compared with the size of the existing settlement or
nearby settlements;
The development will be able to achieve a reasonable level of visual and acoustic privacy
both for people living on the site and for those living nearby;
The development has appropriate vehicular access;
The development will comply with Policy SDC1 in respect of design and impact on the
surrounding area and amenity of existing residents;
The development will be well-laid out to provide adequate space and privacy for residents;
The development will include appropriate landscape measures to mitigate visual impacts and
to ensure adequate levels of privacy and residential amenity for occupiers and adjacent
occupiers but which avoids enclosing a site with an inappropriate amount of hard
landscaping, high walls or fences;
The development should not accommodate non-residential uses that may cause, by virtue of
smell, noise or vibration, significant adverse impact on neighbouring business or residents;
and
Adequate provision for on-site services for water supply, power, drainage, sewage and waste
disposal facilities.
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4.20. For the purposes of the PPTS the definition of “Gypsies and Travellers” at Annex 1 was updated
so that it reflects those “who lead a genuine travelling lifestyle”. The latest version of the Gypsy and
Traveller Accommodation Assessment (GTAA) (2017) has been produced in line with the definitions of
gypsies and travellers as set out in the 2015 PPTS. The assessment took into account current pitch
need and demand, as well as future need, and was based on modelling of data as advocated by ‘Gypsy
and Traveller Accommodation Assessment Guidance’ (DCLG, 2007). If the evidence is deemed to be
out of date the Council will take a view as to the merits of updating the GTAA to inform Policy DS2 in
meeting the Council’s obligation to comply with this statutory requirement.
4.21. The criteria set out within Policy DS2 are consistent with the Planning Policy for Traveller Sites
(PPTS) and will help guide future planning applications and site allocations. The approach of the Local
Plan is to preferably locate residential development in sustainable locations that are well served by
services and facilities. Whilst Rugby Borough has only one urban area, the requirement to locate sites
adjacent to urban boundaries may equally be satisfied through its proximity to the administrative
areas of Coventry, Nuneaton or Hinckley. It is acknowledged that approximately two thirds of Rugby
Borough is designated Green Belt and therefore the Council can assist in the requirement to assess
locations that do not fall under this designation.
4.22. The Council is committed to the adoption of a Gypsy and Traveller Site Allocations
Development Plan Document (DPD) in line with the Local Development Scheme. The Council has
commenced the evidence gathering to inform the DPD, including a Strategic Housing Land Availability
Assessment. Very few sites were submitted through the call for sites as part of the Local Plan process.
Of these none were deemed to be suitable. The production of the Gypsy and Traveller DPD will ensure
the Council can fully assess the options for meeting the identified need and therefore be able to better
meet the aims of the PPTS.
4.23. It is acknowledged that putting in place a strategy to meet the need for Gypsies and Travellers
in a separate DPD is not in line with the aims of the PPTS which requires the identification of a supply
of specific deliverable and developable sites to meet targets for the first ten years of the plan period
to be included within the Local Plan. The PPTS also sets out policies on Traveller sites within the Green
Belt making clear that releasing land from the Green Belt should be done through the plan-making
process and that this should only be done in exceptional circumstances.
4.24. However, given the extent of Green Belt, and the location of existing sites in the Borough, the
recommendations of the GTAA will be utilised in identifying sites for allocation through the DPD. This
includes the expansion of existing Gypsy and Traveller sites and the creation of new small sites, as
demonstrated to be the preference for Gypsy and Traveller communities. If the assessment of site
options to meet the need for Gypsy and Traveller accommodation indicates the need to release land
from the Green Belt to allow for the expansion of existing sites or the creation of new sites, the Council
will consider whether there are exceptional circumstances to justify this via a partial review of the
Local Plan including Policy DS2 to be published alongside the DPD.
4.25. While the forthcoming Gypsy and Traveller Site Allocations DPD will look to identify sites to
meet the identified need for pitches up to 2031, there is potential to meet some of this need from
existing sites, in particular the identified shortfall over the first 5 years of the plan. At June 2017,
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according to the 2017 GTAA, there were a total of 123 pitches across the Borough. Of these, 16 were
unauthorised (where temporary permission has lapsed), 5 have temporary permission, 8 are classed
as potential pitches which are currently unoccupied but could be occupied within the next 5 years and
3 are vacant. A further 18 pitches were occupied by non- gypsies and travellers. All of the existing
pitches are situated within the Green Belt.
4.26. This means that over the next 5 years there are 11 pitches that could become available (8
potential pitches and 3 vacant). Additionally many of the unauthorised and temporary permissions
may be renewed or made permanent. Additional permissions may be granted for new sites or
extensions to existing sites which come forward, either as temporary or permanent permissions,
subject to conforming with the criteria in policy DS2 and taking into account any other material
considerations, including the PPTS. Where these are in the Green Belt very special circumstances will
have to be demonstrated.
4.27. In determining the appropriate scale of a proposed site, consideration will be given to the size
of any existing sites that are in close proximity and the size of the nearest towns or villages. This
approach is intended to achieve the objectives of national guidance through the promotion of
sustainable, inclusive and balanced communities and will be relevant where the proposal is in close
proximity to a village as opposed to an urban area. Any such assessment of a proposal will also take
account of the capability of local infrastructure to support this development and the advice of
infrastructure providers will be fundamental to this process.
4.28. Early engagement with the Council is strongly recommended where the development of a new
site is proposed. Where proposals are being considered that may be contrary to this policy approach
the Council will assist in an assessment of any alternative options that exist in more sustainable
locations.

Policy DS3: Residential Allocations
The following sites will be allocated for residential development and associated infrastructure and
uses as shown on the Policies Map:
Ref

Site Name

Dwellings

Rugby Urban Edge
DS3.1
Coton Park East (See Policy DS7)

Around 800

DS3.2

Rugby Gateway*

Around 1300

DS3.3

Rugby Radio Station*

Around 6200

DS3.4

South West Rugby (See Policies DS8 and DS9)

Around 5000

*planning permission granted and under construction
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Main Rural Settlements
DS3.5
Land at Sherwood Farm, Binley Woods

Around 75

DS3.6

Land North of Coventry Road, Long Lawford

Around 150

DS3.7

Leamington Road, Ryton on Dunsmore**

Around 75

DS3.8

Around 25

DS3.9

The Old Orchard, Plott Lane, Stretton on
Dunsmore
Land Off Squires Road, Stretton on Dunsmore

DS3.10

Linden Tree Bungalow, Warwick Road, Wolston

Around 15

DS3.11

Land at Coventry Road, Wolvey

Around 15

DS3.12

Wolvey Campus, Leicester Road, Wolvey

Around 85

Around 50

** Implementation of site allocation DS3.7 can only occur when adequate
replacement of the pitch provision and training facility has been made to the
satisfaction of Rugby Borough Council and Sport England and in accordance with
national planning policy.

Rugby Urban Edge
4.29. As stated, Rugby town is the most sustainable location for growth in Rugby Borough and this
plan therefore seeks to maximise the potential of the urban area and land immediately adjacent to it
to accommodate growth. Policy DS3 is supported by further detailed site allocations for two of the
four largest allocations (Policies DS7 and DS8).
4.30. The Gateway Rugby and Rugby Radio Station Sustainable Urban Extensions were allocated in
the June 2011 Core Strategy and development has commenced upon each. Both sites have a
continuing strategic role in the achievement of the housing target and their allocation is therefore
reflected within this plan.
4.31. One site to the north of Rugby represents a further opportunity for sustainable expansion. The
Coton Park East site presents the opportunity to extend the existing Coton Park area, providing further
housing and employment development. Houses have been built in this area for over 10 years and this
final extension will provide dwellings that will assist with achieving short term housing supply targets
as well as steady delivery in the midterm. Policy DS7 provides more detail about this allocation.
4.32. A collection of land ownerships in the South West Rugby area provides an opportunity for a
large scale, strategic allocation. The delivery of this Sustainable Urban Extension produces a series of
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opportunities that will benefit the wider town including significant highways and education
infrastructure investment. In addition, the total development area can also provide a balance of
residential and employment uses that will provide jobs for the local community, reducing the need for
out-commuting and reliance upon the private car. Policies DS8 and DS9 provide further detail about
this allocation.
4.33. The combination of these Sustainable Urban Extensions and development sites results in an
over allocation of growth to the town when considered against the housing target. The Council
anticipates delivery of the Rugby Radio Station and South West Rugby in particular will continue into
the next plan period, and there are clear benefits in allocating these sites as opposed to allowing the
potential for piecemeal development to come forward in an unsustainable way. Each Sustainable
Urban Extension is supported by a comprehensive masterplan to ensure the timely delivery of the
necessary infrastructure to support the needs of future residents and minimise the impact on existing
services. The type, amount and timing of the infrastructure is outlined in the remaining policies
contained within this chapter.
Main Rural Settlements
4.34. The settlement hierarchy contained within Policy GP2 allows for development within the
settlement boundaries of Main Rural Settlements and on allocated sites. The allocations made in Policy
DS3 will result in an alteration to the settlement boundaries of 6 of the 9 Main Rural Settlements in
the Borough in order to allow these settlements to play a supplementary role to Rugby town in helping
to deliver the strategic growth targets for the Borough.
4.35. As each of these Main Rural Settlements are located in the Green Belt, careful consideration
has been given to the land to be released to limit the impact on the Green Belt. The Council has worked
in partnership with rural communities to select the most sustainable development sites and in some
instances these allocations will be reflected within Neighbourhood Plans. Consideration must also be
given to the design of the sites taking account of, amongst other issues, their historic environment (as
highlighted within the Heritage Assessment Review and any subsequent assessments as part of a
planning application) and natural environment, in line with the policies contained within this Plan.
4.36. The delivery of development at these rural allocations will be informed by Policy DS6, later in
this chapter. The infrastructure required to support new housing differs in each village and the scale
of these allocations means that detailed provision will be determined through the application process
as proposals progress. Where applicable, the Neighbourhood Planning process will also influence the
form of development and infrastructure provision made. The infrastructure delivery plan lists
infrastructure provision that has been identified through the plan making process.
4.37. The Strategy for distributing housing development across the Borough, contained in Chapter
3, is based on the need to maximise housing delivery at Rugby town as the most sustainable location
in the Borough and sustainably extend some Main Rural Settlements. In achieving this, smaller rural
villages are protected from excessive development that would be harmful to their respective character
and function.
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Green Belt Release
4.38. The urban boundary and some Main Rural Settlement boundaries have been altered in order
to accommodate housing allocations and this has therefore released land from the Green Belt.
Policy DS4: Employment Allocations
The following sites will be allocated for employment development and associated infrastructure
and uses as shown on the Policies Map:
Ref

Site name

Allocation

DS4.1 Coton Park East

7.5 ha

DS4.2 Rugby Radio Station*

16 ha

DS4.3 South West Rugby

35 ha

*planning permission granted.

4.39. 58.5 ha of employment land will be provided as part of the Sustainable Urban Extensions
allocated in this plan at Coton Park East, Rugby Radio Station and South West Rugby.
4.40. Employment development at Coton Park East will see a continuation of development already
provided in this location adjacent to the M6. More specifically, employment development at this
location will be provided to meet the qualitative demand for smaller units as set out in detailed
allocation Policy DS7.
4.41. Planning permission has been granted for a quantity of employment development at the
Rugby Radio Station site that exceeds the 16 ha reflected in this Policy DS4. This 16 ha represents the
amount of dedicated employment land that will be delivered on the Radio Station Sustainable Urban
Extension (SUE). Additional employment provision will be delivered as part of the mixed use areas of
the site however it is not considered appropriate to rely on this type of provision from a strategic and
plan making perspective. Instead, the dedicated employment area of 16 ha is reflected in Policy DS4
and further dedicated employment provision is made on other sites, to ensure employment needs are
met. Provision of employment land on the Rugby Radio Station site will be monitored and the mixed
use employment provision will provide a variation in employment portfolio for the Borough.
4.42. Employment provision at South West Rugby is detailed within Policy DS8. Employment
development in this location takes advantage of an immediate link to the A45/M45 corridor and the
wider national trunk road network.
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Policy DS5: Comprehensive Development of Strategic Sites
Proposals for the development of strategic sites of over 100 dwellings should be supported with
information outlining how the specific characteristics of each site have been considered in the
masterplanning, design and viability assessments of proposals.
More specifically, proposals for strategic sites must include:
•
•

•

•
•

Provision of and/or connection to a direct, high quality public transport link between the site
and key transport hubs such as railway stations and the town centre;
Provision of and/or connection to a comprehensive cycle network to link residential areas with
the key on-site facilities, such as schools and community buildings, and comprehensive
connections to existing adjacent developed areas;
Further on-site and off-site measures to mitigate transport impact as detailed in the
Infrastructure Delivery Plan, including access to the local road network as deemed necessary
through the Transport Assessment and agreed by Warwickshire County Council and the
Highways Agency;
Provision of and/or contribution to community facilities such as schools, community buildings
and sports facilities;
Comprehensive onsite Green Infrastructure Network, utilising existing habitats where possible,
which links to adjacent networks;

The specific characteristics of each site will determine how these requirements will be met. This will
be influenced by constraints, and the masterplanning, design and viability, where relevant policies
in this Local Plan apply.
Further onsite requirements are determined through the application of other relevant policies in
this Local Plan.

4.43. The achievement of sustainable development is the central principle of this Local Plan. For
larger sites, the achievement of sustainable development is complicated by the fact that sites are often
within multiple land ownership, and this Policy DS5 therefore seeks to ensure that development on
such sites comes forward within the context of an appropriate comprehensive scheme. Without a
comprehensive development scheme, the delivery of infrastructure and services cannot be
guaranteed or properly integrated into the area. Further, incremental proposals which do not take
sufficient account of proposals for the whole site are less likely to deliver a high quality, integrated
development which can build a strong sense of place.
4.44. Any masterplan SPD or subsequent development briefs will clearly demonstrate how the mix
of uses and infrastructure requirements set out in Policies DS3 (residential allocation) and DS4
(employment allocation), and articulated within the Infrastructure Delivery Plan and on the Policies
Map, will be planned for and delivered to ensure the development is sustainable and meets the
Policies set out elsewhere in this Local Plan.
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Policy DS6: Rural Allocations
This Policy will be applied to all detailed proposals relating to sites DS3.5 to DS3.12 allocated by
Policy DS3.
Proposals for the development of rural allocations should be supported with information outlining
how the specific characteristics of each site have been considered in the masterplanning, design
and viability assessments of proposals. More specifically, proposals for rural housing sites allocated
through this Local Plan must make specific provision for the following:
•
•
•
•
•
•

•
•

The appropriate treatment of Green Belt boundaries, limiting the impact of the development
on the Green Belt;
Density of development sympathetic to the settlement to which it will extend;
The provisions of any relevant Neighbourhood Plans in place, or extensive community
engagement during the development of proposals where no Neighbourhood Plan is in place;
Provision of links to existing pedestrian and cycle paths with the adjacent settlement;
Provision for a comprehensive onsite Green Infrastructure Network, utilising existing habitats,
where possible linking to adjacent networks;
Provision of and/or contribution to community facilities such as schools, community buildings
and sports facilities, public transport improvements and open space by means of planning
obligations;
Provision and/or improvement to telecommunications infrastructure, including broadband
and mobile telephone services; and
Provision of appropriate design of the site to reflect any relevant historic environment offsite
considerations.

Further onsite and offsite requirements are determined through the application of other relevant
policies in this Local Plan and reference to Policy D4 and the Planning Obligations SPD.

4.45. Through Policy DS3, this Local Plan allocates housing sites on the edge of six Main Rural
Settlements. Although there will be commonalities with the urban extensions in how they are
delivered, specific consideration is needed to address the rural location and Green Belt boundaries of
each site.
4.46. Although the level of onsite provision will vary according to the specific characteristics of each
site, all are expected to include onsite affordable housing, as stipulated in Policy H2.
4.47. Several of the communities and Parish Councils of the Main Rural Settlements with allocations
have formed Neighbourhood Plan Groups to consider how those allocations should come forward and
how they will relate to the Main Rural Settlements. This is reflected in Policy GP5.
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Policy DS7: Coton Park East
This development site, as shown on the Policies Map, is allocated to provide around 800 dwellings
and 7.5 ha employment land. Proposals for development within the allocation site should be
informed by the Coton Park East Masterplan SPD.
Employment development at this location should be provided to meet the qualitative demand for
smaller units in the range of 5,000 - 50,000 sq.ft, in B1c, B2 and ancillary B8 employment uses.
Within the broad locations identified in the Coton Park East Masterplan SPD, provision of the
following facilities must be made:
•

•

•

•
•

A local centre that contains one form entry primary school, with the flexibility to increase to
two form entry if demonstrated necessary. This may be provided as part of an all-through
school if the need for a secondary school on-site is deemed to be necessary;
A comprehensive Green Infrastructure Network, which protects, enhances and links into
adjacent networks and utilises existing habitats where possible, particularly those present at
the disused Great Central Railway local nature reserve;
On-site and off-site measures to mitigate transport impact as detailed in the Infrastructure
Delivery Plan, including access to the local road network as deemed necessary through the
Transport Assessment and agreed by Warwickshire County Council and Highways England;
Provision of a direct, high quality public transport link between the site, the railway station and
the town centre;
Provision of a comprehensive cycle and footpath network to link residential areas with key onsite facilities and to service centres and community facilities located in existing adjacent
development areas;

Secondary school provision for Coton Park East is to be provided off-site through the expansion of
existing secondary schools in Rugby to which a financial contribution will be required to provide for
the school places generated by the development and pupil transportation. However, in order to
safeguard provision for the eventuality that the capacity is not available at existing schools, an 8.5ha
parcel of land is to be reserved on-site for a combined primary and secondary school. The location
of this parcel of land has been identified on the policies map. The 8.5ha parcel will be reserved for
a period of 12-24 months from the date of Local Plan adoption. After this time if the local planning
authority does not require the land for a secondary school the land will be released for provision of
the primary school and for residential use.
Further onsite and offsite infrastructure requirements will be determined through the application
of other policies in this Local Plan and in line with the requirements set out in the IDP.
Rugby Borough Council will not support ad hoc or piecemeal development which is contrary to the
aims of this policy.
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4.48. Coton Park East is a sustainable and deliverable extension to the town of Rugby. The site is
located adjacent to a previous but now well established extension to the north of the town and
represents the final stage of the comprehensive development of this area.
4.49. Development of Coton Park East produces a series of opportunities that will benefit the
community local to the area and the wider town. For example, the provision of a new primary school
on the Coton Park East site will bring benefit to new and current residents. The delivery of smaller
employment units and sites to the north of the site will ensure this qualitative employment is met,
continuing the development typology seen at Central Park.
4.50. The site is adjacent to an existing nature reserve which will be protected and enhanced
through the allocation of this urban extension. There is potential for this area to be improved both in
terms of protection of the habitats which exist and also for improved access for both existing residents
of Rugby town and future residents of the new development.
4.51. The location of Coton Park East adjacent to previous Local Plan allocations for residential and
employment development means that the immediate infrastructure requirements for the urban
extension are already in place. Work undertaken as part of the SHLAA in partnership with the
promoters of the site has demonstrated that the totality of the extension is developable and
deliverable within a comparatively short timeframe. As such Coton Park East is required to be phased
into the overall housing trajectory so that residential development commences in 2019.
4.52. Policy DS7 contains what is considered to be the approximate development capacity of the
site whilst ensuring the sustainable delivery of the extension. The specific infrastructure requirements
are detailed in the Infrastructure Delivery Plan, which has been informed by service providers such as
Warwickshire County Education, Highways Agency, Rugby Borough Council and the promoters of the
land.
Policy DS8: South West Rugby
A new neighbourhood of around 5,000 dwellings and 35 ha of B8 employment land will be
allocated on land to the South West of Rugby, as delineated on the Policies Map.
Provision of the following onsite services and facilities will be made within a new mixed-use district
centre as indicated in the South West Rugby Masterplan Supplementary Planning Document (SPD):
•
•
•

A convenience store (Use Class A1) plus other retailing (Use Class A1 to A5) with residential or
office uses provided on upper floors;
A 3 GP surgery, rising to 7 GP surgery, as detailed in the IDP; and
Provision for a Safer Neighbourhood Team, as detailed in the IDP.

Within the broad locations identified in the South West Rugby Masterplan SPD, provision of the
following facilities must be made:
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•
•

•

•

One secondary school, to be co-located with a two form entry primary school, as
detailed in the IDP, located close to community facilities within the district centre;
A further two primary schools, each to be two form entry, with at least one rising to
three form entry, as deemed necessary by Warwickshire County Council Education,
as detailed in the IDP;
Other local facilities, as informed by the Masterplan SPD and planning applications,
to be located in appropriate sustainable locations within or outside the district centre;
and
Land for an onsite fire and rescue provision, as detailed in the IDP, must be made
available within the South West Rugby allocation.

The site must also contain comprehensive sustainable transport provision that integrates with
existing networks and provides good connectivity within the development and to the surrounding
area including:
•

•
•
•

An all traffic spine road network, as allocated in Policy DS9, and the Policies Map, and
indicated in the Masterplan SPD, connecting the site to the existing highway network,
phased according to milestones identified through the IDP;
Provision of a comprehensive walking and cycling network to link residential areas
with the key facilities on the site, such as schools, health centres and retail services;
High quality public transport services to Rugby town centre; and
Further on-site and off-site measures to mitigate transport impact as detailed in the
IDP, including access to the local and strategic road network as deemed necessary
through the Strategic Transport Assessment and agreed by Warwickshire County
Council (WCC) and Highways England. These measures will take account of the
proposals within the IDP.

In addition to these requirements, proposals must:
•

•

•

Incorporate a continuous Green and Blue infrastructure corridor, as part of the wider
allocation, identified in the GI Policies Map, linking to adjacent networks and utilising
existing and potential habitats and historic landscape, in particular between Cawston
Spinney and Cock Robin Wood;
Provide a Woodland Management Plan setting out how woodland within the
boundaries of the allocation, in particular Cawston Spinney, will be protected from
potential adverse impacts of new development, including details of a buffer in
accordance with Natural England’s standing advice on Ancient Woodland and
Veteran Trees;
Specifically regarding the employment allocation to incorporate design and
landscaping measures, including structural landscaping, to mitigate the impacts of
the buildings on the surrounding landscape and setting of any nearby heritage and
GI assets, including Thurlaston Conservation Area; and
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•

Incorporate details of phasing and trigger levels for the provision of required
infrastructure consistent with this policy, Policy DS9, the IDP and informed by the
Masterplan SPD.

Development proposals shall respect and maintain a physical and visual separation between Rugby
town and Dunchurch to prevent coalescence and protect their individual character and identity. A
significant buffer between Rugby and Dunchurch, which incorporates a Green Infrastructure
Corridor from Cock Robin Wood to Cawston Spinney, as identified in the South West Rugby
Masterplan SPD, must form an integral part of proposals for the site.
Development proposals within the South West Rugby allocation must come forward
comprehensively, informed by the South West Rugby Masterplan SPD, and in accordance with the
requirements of this policy, Policy DS9, the Policies Map, and the Infrastructure Delivery Plan. Rugby
Borough Council will not support ad hoc or piecemeal development which is contrary to the aims of
this Policy, or development that is inconsistent with the Masterplan for the site.
Development proposals will require consultation with the Lead Local Flood Authority, in order to
identify any potential hydrological mitigation, particularly with regard to potential hydrological
impacts on Draycote Meadow SSSI.

4.53. The allocation of up to 5,000 dwellings and 35 ha of gross B8 employment land to the south
of Rugby town represents a significant portion of the growth in Rugby Borough up to 2031. The Council
therefore places great importance on delivering the growth and addressing appropriate mitigation in
a comprehensive way to ensure the allocation can bring wider benefits to the town and community
who live there.
4.54. It is not expected that the site will be delivered through one single overarching outline
permission, but rather by several different landowners and promoters submitting separate
applications and all promoters very much see the value in working together to bring forward the South
West Rugby development through a comprehensive and integrated scheme. To this end, and in
partnership with the Borough Council and relevant stakeholders and service providers, a masterplan
has been produced, as identified in the South West Rugby Masterplan SPD, which will inform all future
applications for the site.
4.55. Policy DS8 details the essential onsite infrastructure required to deliver the South West Rugby
allocation, once complete. The appended Infrastructure Delivery Plan details the costing and phasing
for each of these items. This has been informed by key stakeholders and service providers such as
Warwickshire County Council Education and Highways, Highways England, Rugby Borough Council and
also the promoters of the land.
4.56. The most important element to be delivered comprehensively onsite is the spine road
network, as identified in the South West Rugby Masterplan SPD and Policy DS9 below. The promoters
of the site have worked in partnership with Warwickshire County Council to identify the strategic
highway mitigation for delivery of the site.
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4.57. Policy DS8 also notes the requirement to provide appropriate community services and
facilities for the residents of the urban extension in order to deliver a range of benefits. It is important
that such services are planned as an integral part of development and are provided prior to significant
occupation of the development in order to ensure that existing services in adjacent developed areas
are not over-burdened. The location of local facilities and services should be consistent with the
locations identified in the South West Rugby Masterplan SPD, which has been created in consultation
with Warwickshire County Council to ensure that services are well distributed throughout the site for
future residents.
4.58. Cawston Spinney is located in the middle of the site. This is formed of the Cawston Spinney,
Fox Covert and Boat House Spinney and includes an area of ancient woodland. Although there are
existing footpaths through this area, which are popular for walking, it is important that proposals
demonstrate that development will not cause damage to this valuable asset. Therefore any
development of the urban extension will need to safeguard existing valuable habitat and provide the
appropriate extent of buffer to protect this green asset. This must take into consideration the relevant
Natural England standing advice on Ancient Woodland and Veteran Trees, in consultation with Rugby
Borough Council Parks and Grounds. A Woodland Management Plan, details of which will also be
included within the South West Rugby Masterplan SPD, will be required for the site. Relevant planning
applications should use this management plan as a means of compliance with Policy DS8 and Policy
NE1 regarding protection of Ancient Woodland and Veteran Trees.
4.59. The South West Allocation represents an important extension to Rugby Town, delivering much
needed housing in a sustainable location within the Borough. However, Policy DS8 also seeks to be
mindful of the proximity of this proposed development to Dunchurch Main Rural Settlement to the
south of Rugby town. Policy DS8 is supported by the South West Rugby Masterplan SPD. This clearly
identifies the extent of the developable area of the allocation to ensure that future proposals within
the allocation do not see the coalescence of Rugby town and Dunchurch through the clear delineation
of a green buffer, which will perform two important roles. The first will be to prevent the
encroachment of development merging the settlements together and the second is to act as an
important green infrastructure corridor, connecting Cawston Spinney to Cock Robin Wood.
4.60. The role of this site in meeting the overall strategic employment needs of the Borough is
informed by the likely number of jobs that will be created, as explained in Policy DS1. As such the
allocation of 35 ha is a gross figure. The net figure will be determined by the design and layout of the
site as the masterplanning contained in the SPD is developed into subsequent planning applications
and ancillary features such as flood alleviation are considered. Therefore taking everything into
account the gross allocation may change.
4.61. The site is a long term commitment for the Council in meeting the growth needs of the
Borough and will continue to be built out beyond the life of this Local Plan. Once built, it will create a
new community within Rugby and it is thus important for the Borough Council and developers of the
site to do this to the highest standard possible. An essential element of this is sustainability and the
balance of housing to jobs, and as such there is the potential for the growth targets of housing and
employment to be revisited as a result of changing demands for the Borough as it moves beyond the
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2031 period. As such an area of land is safeguarded within the South West Rugby allocation, as
identified in the Policies Map to assist in meeting the Borough’s development needs beyond 2031.
4.62. Notwithstanding potential future change for this site, for the current plan period up to 2031,
Policy DS3 and DS8 make clear allocations of around 5,000 dwellings and 35 ha gross of employment
land.
4.63. The South West Rugby Masterplan SPD will contain the masterplan that will secure the
comprehensive development of the site, including detail about the phasing of development and
infrastructure delivery across the site. Planning applications for development within the allocation
area must be informed by the content of the Masterplan SPD.

Policy DS9: South West Rugby Spine Road Network
The Borough Council allocates land to facilitate the full alignment of the South West Rugby spine
road network to support and enable the delivery of the South West Rugby allocation, as identified
on the plan below and on the Urban Policies Map.

Development which is likely to prejudice delivery of this infrastructure will not be permitted. The
design specification and routing of the spine road network will be considered in more detail in the
South West Rugby Masterplan SPD and development proposals must be consistent with the agreed
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alignment as set out in this document. Full details will be provided in the supporting information to
planning applications.
Development proposals for South West Rugby must enable delivery of the full spine road network
as early as possible post commencement of development on site, in accordance with the phasing
milestones identified in the Infrastructure Delivery Plan.
Proposals for development that are shown to have a severe impact on the local road network,
before or after the implementation of the Dunchurch Crossroads mitigation scheme, must
demonstrate how they will contribute to the delivery of the spine road network, and ensure it is
delivered according to the phasing milestones set out in the Infrastructure Delivery Plan and South
West Rugby Masterplan SPD.
Development proposals, including those outside of the South West Rugby allocation, will not be
granted planning permission for implementation ahead of the delivery of the east-west Homestead
Farm link (between A426 and B4429), unless demonstrated in accordance with the NPPF that any
residual impacts on the highway network are not considered to be severe, to the agreement of
Warwickshire County Council and Rugby Borough Council.
Should the alignment of the spine road network be varied by agreement with the Highway Authority
and Local Planning Authority in the light of further technical work, a revised alignment plan will be
published to which this policy will apply.

4.64. As detailed in Policy DS9, a strategic spine road network is essential to the delivery of the South
West Rugby allocation. The Plan contained within Policy DS9 identifies the links that bring the optimum
benefit to the surrounding road network, in particular at Dunchurch crossroads, which is already at
capacity. As the spine road network performs such an important role in highways mitigation, it is
imperative that it is delivered as a priority for the site.
4.65. These primary new roads traverse the sites as three different links as shown on the indicative
plan in DS9 above; the first being the east-west ‘Homestead Link’ between the A426, south of Cock
Robin Wood and the B4429; the second from the A45/M45 roundabout to the A4071 at Potford Dam
Farm; and the third from the B4642, South of the Cawston extension site connecting on to the new
Homestead Link.
4.66. The Strategic Transport Assessment, which supports the Local Plan, identifies when these
three different links comprising the spine road network are required to be delivered. The Homestead
Link is crucial to enabling the site and as such, the IDP and South West Rugby Masterplan SPD identify
this link and this section of the overall site as coming forward first, thereby routing development traffic
away from Dunchurch Crossroads and providing an alternative route for traffic. This is of particular
importance in the context of the existing congestion and air quality issues at this junction.
4.67. Development proposals to the South West of Rugby will benefit from infrastructure mitigation
delivered by 2021 at the Dunchurch Crossroads junction (A426/B4429), as identified in the Strategic
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Transport Assessment and IDP. Once implemented, this mitigation will allow for the development of
860 dwellings in this wider area before giving rise to residual impacts on the Dunchurch Crossroads
junction.
4.68. The Council acknowledges that a balance has to be struck between securing early delivery of
necessary onsite infrastructure such as the spine road network whilst ensuring there are no financial
burdens preventing the site coming forward. Proposals submitted to the council for the site will be
accompanied by financial viability appraisals, in accordance with other policies contained in this Local
Plan.
4.69. The spine road network is proposed through Policy DS9 to connect across to Potsford Dam,
on the A4071, as identified on the Urban Policies Map. The disused railway line running along the
western edge of the site allocation forms the Green Belt boundary and this connection would require
development in the Green Belt. Currently the land required to deliver this alignment is outside of the
site allocation boundary. This alignment is required to be delivered by 2031, as identified in the IDP,
and it is considered that this land will be secured within the timescales required. A separate connection
can be made in place of Potsford Dam, if needed directly onto the B4642, which abuts the site
allocation. However, safety and capacity constraints currently exist which will impact on the delivery
of this option. Detailed feasibility work is required to investigate whether a connection onto the B4642
could be accommodated.
4.70. At the time of writing more detailed technical highway design and capacity assessment work
is needed to establish the optimum point of access onto the existing highway network, and the
detailed alignment and specification of the road is also to be established. This work will be ongoing
and the chosen alignment option and specification will be confirmed between site promoters, the
Borough Council and County Council Highways department as soon as possible and reflected in the
Masterplan SPD or as part of highway work to support outline planning applications. Should this vary
from the indicative alignment shown in Policy DS9 and on the Urban Policies Map, a further alignment
plan will be published to which the policy will apply.
4.71. As stated, the spine road network allocation made by Policy DS9 is an integral part of the
proposals for South West Rugby and it will therefore be clearly reflected in the Masterplan SPD.

38

5.

CHAPTER 5: HOUSING
5.1.
The National Planning Policy Framework (NPPF) is driven by a need to address the national
housing shortage and tasks local planning authorities to boost significantly the supply of housing. As
detailed in previous chapters this document seeks to deliver on Rugby Borough’s role and sets out a
plan of growth. However, as part of this, local planning authorities must ensure the housing delivered
meets the needs of its population. The policies in this chapter detail how this will be achieved.
5.2.
The Updated Assessment of Housing Need: ‘Coventry and Warwickshire - Coventry &
Warwickshire Joint Strategic Housing Market Assessment’, September, 2015, shows that affordability
continues to be an issue not only within Rugby Borough but also across the Housing Market Area
(HMA). The Updated SHMA also identifies the potential overlap of different tenure of provision to
meet affordability arising and the impact on development viability each type of tenure may have.
5.3.
In addition, housing provision within Rugby Borough will need to take account of the effects
of an ageing population, with a need to focus on the provision of the type of housing to respond to
this changing demographic. The NPPF acknowledges this trend, which is a national issue and makes
specific requirements on Local Plans to address this problem through the provision of different forms
of supported housing.
5.4.
The Local Plan will not generally allow for new-build housing to be provided outside the limits
of any defined settlement within the Borough. However, reflecting the advice in national policies and
the extent of the affordable housing need in the rural area, the policies of this Local Plan outline a
criteria-based approach under which applications for Rural Exception Sites will be considered. This will
therefore continue the opportunity to allow for some affordable housing in the rural area.
5.5.
Whilst not exclusively restricted to the rural area a further exception to the general policy of
restraint outside of Rugby town relates to development that directly addresses the needs of Gypsies
and Travellers. Gypsies and Travellers are a diverse group and have different origins, traditions and
ways of travelling in comparison with the settled community. Gypsies are recognised as a minority
ethnic group and as such are protected by the Race Relations Act 2000. In addition to the needs of
Gypsy and Travellers, Government guidance makes provision for the needs of Travelling Showpeople,
who have similar, but distinct accommodation needs to that of Gypsies. As detailed below recent
change in the Planning Practice for Traveller Sites requires the council to take stock of current
evidence, the duty on Local Authorities remains to meet the accommodation needs of Gypsy and
Travellers and Travelling Showpeople.
5.6.
The implementation detail of the housing policies adopted in the Local Plan will be supported
by the Housing Needs Supplementary Planning Document.
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Policy H1: Informing Housing Mix
To deliver a wide choice of high quality market homes across the Borough residential development
proposals must form a mix of market housing house types and sizes consistent with the latest
Strategic Housing Market Assessment.
New residential development should contribute to the overall mix of housing in the locality, taking
into account the current need, particularly for older people and first time buyers, current demand
and existing housing stock.
The Council will consider an alternative mix in the following circumstances where it is clearly
demonstrated how the delivery of a mix which has regard to the SHMA, or relevant update, is
compromised:
•
•
•
•
•
•

Where the shape and size of the site justifies the delivery of a mix of housing; or
The location of the site, for example sustainable and very accessible sites within or close to
Rugby town centre or the train station; or
Sites with severe development constraints where the housing mix may impact on viability,
where demonstrated through submission of viability appraisal; or
Where a mix of housing would compromise the ability of the development to meet a
specifically identified affordable or specialist housing need; or
Conversions, where the characteristics of the existing building prohibit a mix to be delivered;
or
Where market factors demonstrate an alternative mix would better meet local demand.

Sustainable Urban Extensions will be expected to provide opportunities for self-build and custom
build as part of the mix and type of development.

5.7.
National policy requires that Local Plans deliver a wide choice of high quality homes, by
planning for a mix of housing based on current and future demographic trends, market trends and the
needs of different groups in the community, including families with children, older people, people
with disabilities, service families and people wishing to build their own homes. To do this, local
planning authorities must identify through their Local Plan the size, type, tenure and range of housing
that is required in particular locations.
5.8.
It is therefore important that the Local Plan provides enough homes to meet the aspirations
of local people and to house new people moving to the area in order to support economic objectives.
In addition to ensuring that sufficient housing is delivered, the Local Plan must ensure that the housing
needs of different types of households are fulfilled by providing the right types and mix of housing
within the Borough. Providing the right types of homes is essential to ensuring that development does
not compound the existing housing problems, such as affordability, and to ensure that we provide for
current and future residents. It is expected that the mix of housing will vary site-by-site and will be
informed by local evidence provided by the Coventry and Warwickshire joint Strategic Housing Market
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Assessment, 2013 and its 2015 update (SHMA), or relevant future SHMA updates commissioned by
the Council.
5.9.
To understand the likely mix that will be required to meet the housing needs of current and
future populations, the SHMA analysed the existing housing stock, supply trends and the housing
market dynamics of the Borough. This analysis determined that there is a fairly balanced housing offer
overall across both types and sizes, with no particular imbalance identified at a Borough-wide level.
When this is considered against the components that form the Objectively Assessed Need, the SHMA
concludes that the focus for future market housing stock over the plan period should be on two and
three bedroom properties.
5.10. Although the focus is for mid-sized housing, the SHMA provides a breakdown of the
recommended housing mix for the Borough as follows:
SHMA Recommended Mix of Market Housing in Rugby Borough
1-bed
2-bed
3-bed
4+ -bed
5-10%

25-30%

40-45%

20-25%

5.11. This mix is included in order to guide the implementation of Policy H1. Updates of the SHMA
may provide evidence to alter the housing mix in future.
5.12. Policy H1 is relevant for market housing proposals only. Policy H2 provides guidance on the
mix and type expected for affordable housing delivery and Policy H6 guides the provision of specialist
housing.

Policy H2: Affordable Housing Provision
Affordable housing should be provided on all sites of at least 0.36 hectares in size or capable of
accommodating 11 (net) dwelling units or more (including conversions and subdivisions).
On previously developed sites a target affordable housing provision of 20% will be sought.
On green field sites a target affordable housing provision of 30% will be sought.
The tenure and mix of the affordable housing units should be in compliance with the latest SHMA
guidance.
The target levels will be expected to be provided unless the local planning authority is satisfied by
robust financial viability evidence that development would not be financially viable at the relevant
target level. Such evidence will be required to be submitted with the planning application to justify
any reduced levels of affordable housing provision proposed for assessment using an open-book
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approach and may be subject to independent assessment (e.g. by the District Valuer Services or
equivalent).
Development should provide for the appropriate integration of affordable housing and market
housing, in order to achieve an inclusive and mixed community.
Affordable housing should be provided on-site unless off-site provision or an appropriate financial
contribution in lieu can be robustly justified, and the agreed approach contributes to the objective
of creating mixed and balanced communities.
5.13. Affordable housing includes housing for sale or rent, for those whose needs are not met by
the market (including housing that provides a subsidised route to home ownership and/or is for
essential local workers); and which complies with one or more of the following definitions:
a) affordable housing for rent;
b) starter homes;
c) discounted market sales housing; and
d) other affordable housing routes to home ownership.
Detailed definitions of these categories are contained within the NPPF and Appendix 7 of this Local
Plan.
5.14. The Coventry and Warwickshire Joint Strategic Housing Market Assessment update
September 2015, identifies an affordable housing need of 171 dwellings per annum for Rugby Borough
which equates to 36% of the total OAN. However, this Local Plan seeks to deliver a housing target
which incorporates some of the housing need emanating from Coventry City, which the City authority
cannot meet within its own boundaries. For Coventry City the affordable housing need represented
28% of its total annual OAN. The target contained within the Policy H2 will clearly ensure that
affordable housing need is met for all existing and future residents of the Borough.
5.15. National policy requires that policies should identify the size, type, and tenure of homes
required for different groups in the community (including, but not limited to, those who require
affordable housing, families and children, older people, students, people with disabilities, service
families, travellers, people who rent their homes and people wishing to commission or build their
homes). The analysis in the SHMA has shown that there is a predominant long-term marginal
requirement for future affordable housing for three-bed properties relative to the Housing Market
Area as a whole, but in general a greater need identified for the smaller properties, as indicated in the
table below. Based on the evidence pulled together, the SHMA recommends the following strategic
mix of affordable housing:
1-bed properties

2-bed properties

3-bed properties

4+ bed properties

30-35%

30-35%

20-25%

5-10%

5.16. The Council’s preference is for the provision onsite. In some circumstances, such as physical
site constraints or if a Registered Provider cannot provide on-site affordable housing, the Council will
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consider an equivalent offsite contribution where justified. When the Council considers an off-site
contribution in lieu of onsite provision it will seek to ensure that adequate finance is secured to deliver
affordable housing elsewhere in the Borough to meet needs and create mixed and balanced
communities. Any commuted sum will be equivalent to the cost of building the required number of
affordable dwellings, plus the value of the land required to build them minus what would be payable
by a Registered Provider. Any contributions collected by the Council may be used to purchase existing
dwellings to use as affordable housing. Off-site contributions will be secured by means of a Section
106 Agreement. The formula used by the Council in calculating an off-site contribution is as follows:

TOTAL NUMBER OF AFFORDABLE DWELLINGS REQUIRED
MULTIPLIED BY
BUILD COST OF THE REQUIRED DWELLINGS
PLUS
LAND COST
MINUS
THE AMOUNT EQUIVALENT TO THAT WHICH WOULD BE PAYABLE BY A
REGISTERED PROVIDER
EQUALS
THE SUM PAYABLE

5.17. The specific provision and mix of a site will be informed by evidence available at the time of
application and will be negotiated. However, the Council will expect the starting point of negotiation
to achieve a mix of 84% either social or affordable rent and 16% intermediate products, as detailed in
the 2015 SHMA (or as subsequently amended). Social and affordable rent are grouped together in
this instance, as a result of the clear overlap between the two as products, which are likely to be
targeted to the same group of households by Registered Providers.
5.18. Where affordable housing provision is sought as part of a proposed development, the Council
will use a Section 106 agreement with the developer or landowner to secure the agreed provision in
line with Policy D4.
5.19. The requirements set out in Policy H2 are considered to be viable and achievable for all
developments anticipated in the Borough. A housing proposal containing a reduced affordable
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housing provision can only be sought where the developer can justify that to make the full provision
will make the scheme unviable.
5.20. It is for the applicant to demonstrate that the viability of the scheme would be vulnerable.
This would normally be done through the submission of a comprehensive financial appraisal of the
proposed scheme, together with details of the financial model used, which the Council would be able
to have independently assessed.
5.21. As stated, further guidance is included within the Housing Needs SPD. The methodology of
the SHMA will be repeated at regular intervals in order to test the continuing appropriateness of Policy
H2 and the Housing Needs SPD. Where variance of the detail included within that SPD is found to be
necessary, an updated Housing Needs SPD will be produced in order to ensure that the Council’s
approach to delivering affordable housing remains appropriate throughout the plan period.
Policy H3: Housing for Rural Businesses
Proposals for a permanent dwelling, either by new build or conversion, for occupation by a person
engaged in an agricultural operation, or other rual business within the countryside, will only be
supported if all of the following criteria are met:
•
•
•
•

There is a clearly established essential need for a dwelling;
The need relates to a full-time worker, or one who is primarily employed in the activity to
which the application relates;
The agricultural unit and/or the rural enterprise concerned, are currently financially sound,
and have a clear prospect of remaining so; and
The essential need could not be fulfilled by another existing dwelling on the unit, or any other
existing accommodation in the area which is suitable and available for occupation by the
workers concerned.

The size of any such rural workers dwelling should be commensurate with the established essential
requirement. Dwellings that are unusually large in relation to the needs of the unit, will not be
permitted.
Any permission granted will be subject to an ‘occupancy’ condition. The variation or removal of
such a condition will only be granted if it is clear that its original purpose is obsolete and no longer
required.
Proposals for the removal of occupancy conditions would only be permitted if the applicant can
demonstrate that long term need for a Rural Workers Dwelling has ceased, and the Council is
satisfied that the dwelling has been sufficiently marketed.

5.22. To achieve sustainable development in rural areas national policy is clear that local planning
authorities should avoid isolated new homes in the countryside. Only where special circumstances
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apply will isolated housing be permitted. Policy H3 therefore details the circumstances in which a new
house in the countryside required for rural business is acceptable.
5.23. In such circumstances applicants must be able to demonstrate why an exception to the
general policy of housing restraint in the countryside should be made. Such a justification will be
strengthened where it is substantiated by an independent body. The applicant will be required to
demonstrate that the demands of the farm or the rural business make it essential for one or more of
the people engaged in this work to live at or very close to the site of that work. In assessing such
proposals the Council will seek to establish whether it is essential for the proper functioning of the
enterprise for one or more workers to be readily available at most times. The protection of livestock
or property from theft or damage will not by itself be sufficient to justify the need for a new dwelling,
nor can agricultural needs justify the provision of new dwellings as retirement homes for farmers or
farm workers.
5.24. Where a justifiable need is established, dwellings should be of a size commensurate with the
established requirement. Dwellings which are unusually large in relation to the needs of the business
will not be appropriate. It is the requirements of the enterprise, rather than those of the owner or
occupier, that are relevant in determining the size of dwelling that is appropriate to a particular
holding. In all cases, these would be events which could not be properly managed within normal
working hours. Security concerns on their own will not be sufficient to justify a new dwelling.
5.25. Where there is insufficient evidence of the financial soundness of a business, for example in
the case of a new rural enterprise, temporary permission may be granted for a period of 3 years
provided that the first, second and fourth criteria in Policy H3 are met.
5.26. Where an exceptional need to provide accommodation has been established it will be
necessary to ensure that the dwellings are kept available for meeting this need in the future. To
achieve this, planning permission will normally be subject to a conditions and/or a planning obligation
restricting occupancy.
5.27. An isolated location can be one where there are other dwellings and must also be considered
as part of the wider policies of the Development Plan.
5.28. In appropriate circumstances, planning obligations may be used to tie a dwelling to adjacent
farm buildings, or the enterprise as a whole, to prevent them being sold separately without further
application to the Council.

Policy H4: Rural Exceptions Sites
The development of affordable housing that meets the needs of local people will be permitted as a
Rural Exception Site adjacent to defined rural settlement boundaries, where development is
normally resisted, if all of the following criteria are met:
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•
•
•

It is clearly demonstrated that there is a local need for affordable housing which outweighs
other policy considerations;
It is demonstrated no suitable alternative sites exist within the defined settlement boundary;
and
Developments do not have an adverse impact on the character and/or appearance of
settlements, their setting or the surrounding countryside.

In all cases arrangements for the management and occupation of dwellings must be made to ensure
that all dwellings provided will be, and will remain available for occupancy by eligible local people
at an affordable cost and at a range of tenures, both initially and in perpetuity.
In some circumstances a small proportion of open market housing may be allowed where it can be
shown that the scheme will deliver significant affordable housing and viability is a key constraint.

5.29. Policy H4 provides an exception to the spatial strategy and provides the opportunity for the
delivery of small numbers of rural housing on land outside but adjoining the development limits of
Main Rural Settlements and Rural Villages that may not fulfil all the criteria set out in other policies in
this Local Plan.
5.30. The principle aim of Policy H4 is to provide affordable housing for local people which cannot
be delivered within the adjacent settlement boundary. However, securing the funding to ensure the
delivery of exception sites can be difficult to obtain. National guidance has been amended to allow for
small numbers of market housing at the local authority’s discretion. An example of where this would
be acceptable includes where it is essential to enable the delivery of affordable units without grant
funding.
5.31. In such instances it is for the applicant to demonstrate that this would be necessary. This
would normally be done through the submission of a comprehensive financial appraisal of the
proposed scheme, together with details of the financial model used, which the Council would be able
to have independently assessed.
5.32. It is stressed that development proposals that are out of scale and keeping with the character
of the settlement are inappropriate and will be resisted. This is further reinforced by the fact that
Policy H4 will only permit development which is an exception to the plan to meet the identified
affordable need only which cannot be met within the existing limits of the settlement.
5.33. For an applicant to demonstrate that there are no suitable alternatives within the village
boundary they must clearly state why those sites cannot accommodate or deliver all or part of the
scheme proposed.
5.34. There must be an established local connection for those local people that claim to be in
housing need. The Local Plan will be accompanied by an update to the existing Housing Needs SPD,
which will detail how the local connection will be established.
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Policy H5: Replacement Dwellings
The replacement of dwellings within the Countryside and Green Belt will be permitted provided
that:
•
•
•
•

The form and bulk of the new dwelling is not materially larger than that of the original
dwelling* or that which could be achieved as permitted development**;
The new dwelling is not more intrusive in the landscape than that which it replaces;
The new dwelling has substantially the same siting as the existing; and
The exsiting dwelling to be demolished is not of historic merit.

The removal of permitted development rights by condition may be included in any approval.
*The term original dwelling means the house as it was first built or as it stood on 1 July 1948 (if it
was constructed before this date).
**Excluding detached outbuildings

5.35. New housing development is strictly controlled through the application of national policy and
the policies in this Local Plan. Therefore a replacement dwelling will only be permitted where evidence
is provided that this was the current lawful use of the building when it was demolished, i.e. the
residential use has not been abandoned.
5.36. In order to reflect the character of the original building and to retain the existing housing stock
in the countryside, replacement buildings should not be materially larger than that which they are
replacing. Permitted development rights may be removed by condition from the new building when
granting planning permission.

Policy H6: Specialist Housing
The Council will encourage the provision of housing to maximise the independence and choice of
older people and those members of the community with specific housing needs.
When assessing the suitability of sites and/or proposals for the development of specialist housing
such as, but not restricted to, residential care homes, extra care housing and continuing care
retirement communities, the Council will have regard to the following:
•

•

The need for the accommodation proposed, whereby the development contributes towards
specialist housing need as identified within the Strategic Housing Market Assessment (SHMA);
and
The ability of future residents to access essential services, including public transport, shops
and appropriate health care facilities.
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Development proposals on Sustainable Urban Extensions will be expected to provide opportunities
for the provision of housing to meet the housing needs of older persons, including the provision of
residential care homes.
The Council also expects developers, through the design of developments, to enable people to live
independently and safely in their own home for as long as possible, consistent with the aspiration
of the Council and Warwickshire County Council.
The Council will consider the inclusion of conditions to ensure future occupation remains for the
specialist housing need it was intended.

5.37. National policy and guidance recognises the need to provide housing for older people as part
of achieving a good mix of housing. Under the Homelessness Act 2002, local housing authorities must
have a strategy for preventing homelessness in their district. The strategy must apply to everyone at
risk of homelessness, not just people who may fall within a priority need group for the purposes of
Part 7 of the Housing Act 1996. Homelessness prevention means providing people with the ways and
means to address their housing and other needs to avoid homelessness. Meeting housing needs
through the policies of this plan, including meeting needs associated with affordable and specialist
housing, is one way to assist with homelessness prevention, and link in with Rugby Council’s
Homelessness Strategy.
5.38. The SHMA identifies that a key driver of change in the housing market over the plan period
will be the growth in population of older people. There is estimated to be a 122% increase in the 85
and over age group over the life of this Local Plan and a total increase of over 55 year olds of 51%. This
is the highest in the whole Housing Market Area. Such evidence demonstrates a clear need for housing
for older people in the Borough.
5.39. There has been a shift in the demand of the type of specialist housing which the SHMA
suggests will continue over the plan period. The trend has been for the provision of sheltered housing,
with those households living in sheltered housing requiring higher levels of support. The emergence
of enhanced and extra care housing presents a broader offer for older persons. These aim to offer
high levels of care and support alongside those who are still generally able to care for themselves, and
Policy H6 is worded flexibly to respond to the specific changing demands and to allow for the
appropriate type of provision that may come forward in the future.
5.40. The SHMA provides an indication of the levels of demand expected in the Borough over the
course of the plan period as indicated in the table below. This shows the annual requirement for
market Extra Care provision of 72 units and 22 affordable Extra Care units. The SHMA recommends
that of the total 94 units required 23% should be affordable. The Viability and Deliverability Section
details the viability work that informs the Local Plan. The affordable element is indicated in the table
below:
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Indicative Annual Extra Care Housing Requirement
Market Affordable
Total
% affordable minimum
72

22

94

23%

5.41. As with market housing national guidance requires that Local Plans inform the tenure of
supported care housing, which Policy H6 and the table in paragraph 5.40 seek to do.
5.42. Although the Borough already benefits from a good range of different types of care, both
publically and privately maintained, the table in paragraph 5.40 demonstrates that the need is clearly
growing.
5.43. In addition to the provision of specific residential care or extra care, there is expected to be a
demand for people to continue to live in their own properties, independently for as long as possible.
National guidance is clear that many older people may not want or need specialist accommodation or
care and may wish to stay or move to general housing that is already suitable as a ‘later home’, such
as bungalows, or homes which can be adapted to meet a change in their needs. Policy H6 seeks to
encourage the provision of housing that allows people to do this.
5.44. Policy H6 should be used alongside the Housing Needs SPD and the SHMA to identify the
appropriate type and location of the provision.
5.45. The Government wants to enable more people to build their own home and wants to make
this form of housing a mainstream housing option. The Planning Practice Guidance suggests that there
is strong industry evidence of significant demand for such housing, as supported by successive surveys.
However, research considered by the SHMA suggests this is a niche market but one that is not
necessarily only delivering high value bespoke homes. The SHMA does indicate there is some potential
to encourage, through policy, developers of larger schemes to designate parts of these schemes as
serviced plots which can be developed as self-build, which Policy H6 seeks to achieve.
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6.

CHAPTER 6: ECONOMIC DEVELOPMENT
6.1.
Rugby Borough’s economy has performed strongly in the past and fared the most recent UK
recession relatively well. Unemployment levels are currently below 4% and the Borough has a strong
skills profile amongst its residents, with average earnings as a result above both national and regional
(West Midlands) levels. This level of economic performance is important in supporting continued
population growth in the Borough and providing the jobs needed to support the delivery of new
housing through the Local Plan.
6.2.
The following policies in this section seek to direct employment development to the most
sustainable locations in the Borough, by a combination of protecting existing employment land where
it continues to make a contribution to the local economy and also promoting new employment
development where it can be appropriately located. Where the prospect of new employment
development in rural areas is proposed to support the rural economy, including farm diversification
and leisure and tourism proposals, policies are included to guide any such proposals and ensure any
negative impacts of development are kept to an absolute minimum.
Policy ED1: Protection of Rugby’s Employment Land
With the exception of any sites allocated for other forms of development in this Local Plan, all
employment sites, including the Existing Strategically Significant Employment Sites, Core Strategy
allocations and new Local Plan employment allocations, as shown on the Policies Map, will be
retained for employment purposes in the following use classes: B1(a), B1(b), B1(c), B2 and B8.
Proposals for new employment development (including expansion of established businesses and
upgrading, improvement or redevelopment of existing premises) will be permitted within all
employment areas subject to accordance with other policies in the Local Plan. Provision should be
made for the accommodation needs of small and medium sizes enterprises within both existing
employment sites and new allocations.
The infilling or the partial or complete redevelopment of existing employment sites will be
supported subject to the consideration of potential impacts to their surroundings against the
relevant policies in the Local Plan and national policy, in particular those sites located in the Green
Belt.
All land currently or last used for employment purposes will be protected where a site continues to
make a viable contribution to economic development within the Borough. However, in order to
ensure land used for economic development continues to provide jobs in the local economy, where
a site is proven to be no longer viable for employment uses, a proposal for change of use to a non
B-use class may be considered acceptable.
For proposals that would involve the change of use or loss of any land used for employment
purposes, evidence must be provided to demonstrate that the land or unit under consideration is
no longer viable for a B-use class. The evidence provided should consider each of the six tests listed
below in order to demonstrate to a sufficient level that market signals indicate that there is no
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reasonable prospect of the site being used for employment purposes and/or that an alternative
land use would support sustainable local communities.
The six tests are:
•
•

•

•

•

•

Whether the site is allocated or designated for employment land. Such sites will be given
greater protection.
Whether there is an adequate supply of employment sites of sufficient quality in the locality
to cater for a range of business requirements. This would involve an assessment of vacant units
or land currently being marketed.
Whether the site is capable of being serviced by a catchment population of sufficient size. This
may include consideration of whether there is a suitable balance between population and
employment in the relevant area settlement, what the impact of employment loss on
commuting patterns might be and whether there would be a detrimental impact on the local
economy from loss of the employment land. This will be particularly relevant in rural locations.
Whether there is evidence of active marketing. For allocated or designated sites evidence of
active marketing should be submitted. This should be for a continuous period of 24 months
and should be through a commercial agent with local or sub-regional practice connected to
Rugby Borough, at a price that genuinely reflects the market value in relation to use, condition,
quality and location of the floor space. A professional valuation of the asking price and/or rent
will be required to confirm that this is reasonable.
Whether redevelopment of the site for employment use could be brought forward, taking
account of site characteristics (including physical factors, accessibility and neighbouring uses).
If employment redevelopment is not viable, whether mixed use redevelopment could be
brought forward. It must be demonstrated that consideration has been given to alternative
layouts and business uses, including smaller premises with short term flexible leases
appropriate for SMEs.
Whether firms are likely to be displaced through redevelopment, whether there is a supply of
alternative suitable accommodation in the locality to help support local businesses and jobs
and whether this would promote or hinder sustainable communities and travel patterns.

6.3.
Rugby’s existing employment land stock is characterised by a range of employment sites, in
terms of age, size, and quality/condition. The Borough’s nationally central location places Rugby
equally accessible to both the East Midlands and West Midlands, and its position next to the M1 and
M6 (as well as M45 and M69) motorways allows good access to the north-west, north-east and southeast of England, including London. This makes Rugby an attractive location for industrial development
of all kinds.
6.4.
Development of employment land over recent decades has seen a number of large,
distribution units constructed around Junction 1 of the M6 at Central Park and Swift Valley, as well as
more recent, and ongoing, provision of employment land at Rugby Gateway following allocation of
this site in the Core Strategy. By comparison, older employment sites that accommodate small to
medium sized enterprises including manufacturing are more commonly located around the edge of
the town centre at Butlers Leap, Paynes Lane and Somers Road.
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6.5.
It is important that the diverse range of industrial sectors that make-up employment provision
in the Borough is protected and maintained to offer choices of employment opportunities to both
employers and potential employees. The most effective way to achieve this is by protecting different
types of employment land, within the context of a flexible policy that is able to deal with potentially
changing economic conditions over the plan period. Many of the Borough’s existing strategically
significant employment sites provide for smaller units in a mix of B class uses. These sites will continue
to provide opportunities for a range in type and scale of employment development, including where
intensification opportunities exist, along with the employment sites allocated in the Core Strategy and
proposed for allocation in this Local Plan. Particular attention should be given to providing
opportunities for smaller units in the range of 5,000-50,000 sq. ft. to meet the accommodation needs
of small and medium sized businesses in line with the evidence of employment floorspace needs.
6.6.
In recent years, the Council has experienced some interest from businesses to develop
alternative uses on employment sites protected for B use classes. Policy ED1 and its supporting text
therefore includes flexible provisions for the release of employment land previously in B use class
where there is no reasonable and viable prospect of a site continuing to be used for this purpose.
6.7.
To demonstrate there is no reasonable prospect of a site or unit for being used for its allocated
or designated employment use, an applicant must submit evidence which shows consideration of each
of the six tests outlined in the policy. The six tests which include the requirement for two years of
marketing for the release of employment land or units on designated employment sites have been
selected based on evidence originally contained in the DTZ Coventry, Solihull and Warwickshire subregional employment land study (2007).
6.8.
This evidence was reviewed as part of the GL Hearn (2015) Rugby employment land study and
the tests suggested by this evidence, to decide on proposals for the release of employment land, were
considered to “remain relevant”.
6.9.
In relation to the provisions of Policy ED1, designated employment sites in Rugby Borough are
shown on the Policies Map and are listed as follows:
Existing Strategically Significant Employment Sites
Ansty Park
Butlers Leap (including Arches and Avon) Industrial Estates
Central Park
Glebe Farm Industrial Estate
Midland Trading Estate
Paynes Lane Industrial Estate
Rugby Cement Works
Somers Road Industrial Estate
Swift Park
Swift Valley
Valley Park
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Dunchurch Trading Estate
Europark
Lawford Heath Industrial Estate
Former Peugeot Site, Ryton
Rolls Royce, Ansty
Shilton Industrial Estate
Core Strategy Allocations
Rugby Gateway*
Rugby Radio Station**
New Local Plan Allocations
Coton Park East, Castle Mound Way
South West Rugby, Land south of Cawston Spinney
*Under construction with part of site now built out
**With existing planning permission

Policy ED2: Employment Development Within Rugby Urban Area
New employment development within use classes B1(b), B1(c), B2 and B8 will be permitted within
the urban area boundary, including new land within an amended urban area boundary following
new allocations made in this Local Plan. Any such developments will be subject to compliance with
all other relevant policies in the Local Plan and national policy.
Applicants will be required to demonstrate that any potential impacts on neighbouring land uses,
particularly those especially sensitive to noise, visual amenity or air quality impacts arising from
industrial uses are avoided, or where this is not possible, mitigated to an acceptable level.
New employment development within use class B1(a) Offices will be permitted in Rugby town
centre subject to the provisions of the Town Centre policies in this Local Plan.
Office proposals will be permitted on designated employment sites outside the town centre where
it is demonstrated that there are no sequentially preferable sites available, or where it can be
demonstrated the office proposal is genuinely ancillary, in size and scale, to an existing employment
use.

6.10. The two main priorities in providing for employment land in Rugby Borough through the Local
Plan are to locate employment land in the most sustainable locations for people to access employment
opportunities as easily as possible, and to provide the right conditions (in terms of land supply
availability) to allow businesses to grow as and when required. This applies to whether a business
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already exists in the Borough and is seeking to expand its operations, or whether a business is looking
to relocate from another area and invest in Rugby as a new occupier.
6.11. The priority location for new employment sites will be in and around the Rugby urban area.
Policy ED2 aims to ensure that employment land is provided close enough to residential development
to allow good access for the resident work force in the Borough, without unduly impacting on
residential amenity. It also ensures employment development will be directed towards previously
developed land as a priority.
6.12. However these considerations also need to be balanced against the fact that different types
of employment land have different requirements. For example, a storage or distribution company
would be likely to favour a large site with enough space to accommodate a warehouse unit and
provide excellent access to the strategic highway network. In contrast, a company renting office floor
space is more likely to favour a central location near to a choice of public transport options to provide
good accessibility for their staff.
6.13. Policy ED2 is applicable to all new employment development whether new build, conversions,
changes of use, or expansion.
Policy ED3: Employment Development Outside Rugby Urban Area
With the exception of those sites allocated for employment purposes in this Local Plan, or with a
current B use class, employment development will not be permitted outside the Rugby urban area
except in the following circumstances:
•

•

•
•

Conversion of a building for employment purposes, subject to its location and character,
including historic or architectural merit, being suitable for the proposed use and it having been
in existence for at least ten years; or
Redevelopment, at a similar scale, of an existing building or vacant part of an existing
employment site for employment purposes, where this would result in a more effective use of
the site; or
Sustainable expansion of an existing group of buildings for business uses where the site is
readily and regularly accessible by means of transport other than the private car; or
A building or structure related to agriculture, horticulture or forestry where it is genuinely
required as an ancillary use for an existing rural employment development.

To be considered acceptable, any proposals meeting one of these exceptions must also
demonstrate compliance with all other relevant policies in the Local Plan, in particular where a
proposal is located in the Green Belt.
All proposals will be subject to a thorough assessment to make sure their scale, nature and location
are appropriate, including the need to:
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•

•

Limit the impact on local communities, the character of the local landscape, and the natural
environment;
Minimise impact on the occupiers and users of existing properties in the area;
Avoid an increase in traffic generation that would have a severe impact on the local road
network, unless suitable mitigation to address the impact can be provided;
Make provision for sustainable forms of transport wherever appropriate and justified; and

•

Prioritise the re-use of brownfield land and existing buildings.

•
•

6.14. There is a crucial relationship between the prosperity of rural economies and the
management of the countryside as a whole.
6.15. The National Planning Policy Framework (NPPF) emphasises that planning policies should
support sustainable economic growth in rural areas by taking a positive approach to new
development. Local Plans should promote a prosperous rural economy by supporting the sustainable
growth and expansion of all types of business and enterprise in rural areas.
6.16. However rural locations are not always likely to be the most sustainable employment
locations in terms of access to both workforce and the local transport network. Policy ED3 therefore
looks to encourage proposals for employment development in areas outside the urban area wherever
possible, whilst ensuring that the development is appropriate to its rural location and does not cause
unacceptable adverse impacts on the local area.
6.17. The provisions of Parish Plans and Neighbourhood Plans will be taken into account when
assessing development proposals in rural parts of the Borough.

Policy ED4: The Wider Urban and Rural Economy
The following forms of development and uses are acceptable in principle both in and outside the urban
area, subject to the content of other policies in the Local Plan.
Tourism and Leisure
• Small-scale tourism, visitor accommodation and leisure based uses, including sport and
recreation, particularly those which would help to provide local employment and support rural
services;
• Purpose-built visitor accommodation that is directly associated with and related to the scale
and nature of an existing use;
• A small-scale expansion of an existing holiday caravan/chalet site where this would secure
benefits to its function and appearance;
• Golf courses, golf driving ranges and ancillary facilities;
• New or extended, relative to the scale and nature of an existing development, garden centres
and nurseries; or
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•

Equine and equestrian related activities, wherever practicable using existing buildings and
structures.

Farm Diversification
Proposals that would support the ongoing viability of farms and other agricultural operations will be
encouraged, subject to the following criteria being assessed and satisfied:
•
•
•
•
•

Development on best quality agricultural land is avoided;
Existing buildings and structures can be utilised as much as possible;
The scale and nature of the development is integrated into the existing landscape, with minimal
adverse impact to its character;
The impact of the proposal on existing properties in the locality is minimal; and
The generation of vehicular movements is acceptable, and suitable consideration is given to of
access and parking.

6.18.
Paragraph 83 of the National Planning Policy Framework (NPPF) 2019 specifically recommends
that, in promoting a strong rural economy, planning policies should:
• promote the development and diversification of agricultural and other land-based rural
businesses; and
• support sustainable rural tourism and leisure developments that benefit businesses in rural
areas, communities and visitors, and which respect the character of the countryside.
6.19.
The Government’s ‘Rural Statement’ (DEFRA, September 2012) stresses the crucial role of
farming and food production in rural life. Many types of development relating to agriculture do not
need planning permission or are subject to a notification process. It is also important to ensure that
diversification schemes are supported, particularly those that will bring long-standing benefits to the
individual farm operations and to the wider rural economy. In particular, the re-use of farm buildings
provides opportunities to support new businesses in the countryside in a sympathetic manner.
6.20.
While provision in Policy ED4 is made for a wide range of development and activities in the
countryside, it is stressed that all schemes will be assessed against the impact that is likely to be caused
to the character of the local area as well as the benefits that would arise for rural communities,
businesses and the wider local economy.
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7.

CHAPTER 7: RETAIL AND THE TOWN CENTRE
7.1.
Town centres across the country have faced a number of challenges in recent years and the
role of town centres has changed. Rugby town centre, like other centres, needs to change and adapt
to meet these challenges, particularly from the increased competition from the out of town retail
parks and from neighbouring town centres.
7.2.
As part of this there is a need to develop policies that ensure the Town Centre can build on its
offer in the following areas: independent shopping experience, leisure activities, cultural offerings and
by making more of its historical assets to help shape the physical environment. A further consideration
would also be connectivity within the town centre, ensuring that it is accessible to both the residents
of the Borough and to visitors from elsewhere. Achieving this would reinvigorate the town centre as
a destination in its own right and also encourage shoppers who visit Rugby’s out of town shopping
parks to link their shopping trips.
7.3.
The Rugby Retail and Main Town Centre Uses Study (Retail Study) November 2015 provides
an up to date health check of the Town Centre and an assessment of comparison and convenience
floor space need for Rugby Town Centre up to 2030. The study also reviewed the Town Centre
Boundary, Primary Shopping Area (PSA) and introduces primary and secondary shopping frontages in
accordance with the NPPF.
7.4.
The Town Centre boundary has been contracted to ensure that the future development of
town centre uses is focused in closer proximity to existing commercial uses. The primary shopping
frontages are identified within the Primary Shopping Area (PSA), as identified on the Town Centre
Policies Map, and these areas include a high proportion of retail uses which may include food, drink,
clothing and household goods. The primary shopping frontages are the core areas of the town centre
that mainly serve a retail function. Secondary shopping frontages are also identified which are mainly
within the PSA. These areas contain a high proportion of units in A1 use but are typically below 60%
and offer a broader mix of non-retail uses such as personal services (e.g. beauty salons), financial and
business services (e.g. banks, property agents, etc.) and food and beverage outlets (e.g. cafés,
restaurants, etc.). This reflects the NPPF 2012 definition of secondary frontages which are described
as providing “greater opportunities for a diversity of uses such as restaurants, cinemas and
businesses” (NPPF 2012 Annex 2: Glossary).
7.5.
The following town centre planning policies will form part of an overall Town Centre Action
Plan which has been developed with key stakeholders involved in the town centre.
Policy TC1: Development in Rugby Town Centre
Proposals for the redevelopment and refurbishment of the existing natural and built environment
and public space, including new development proposals, within the town centre (as defined on the
Town Centre Policies Map) will demonstrate high quality design that complements and enhances
the existing environment and townscape in a manner which contributes to local distinctiveness and
a sense of place.
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7.6.
The enhancement of Rugby Town Centre is vital and Policy TC1 seeks to ensure that any
changes improve the town centre, adding to its vitality and vibrancy, whilst retaining or enhancing
important characteristics. The adopted ‘Town Centre Vision and Action Plan 2016-2020’ has as its
central vision: “A prosperous and attractive town centre which complements and connects to the
retail parks on Leicester Road, offering a wide range of shops, leisure and entertainment opportunities
for both residents and visitors, alongside public services and new homes for residents.”
7.7.
In assessing proposals for town centre schemes, the Council will seek to ensure that such
proposals are compatible with the scale, nature and character of the town centre. This is important
given the historic nature of the town centre and proposals will have to be of an appropriate scale and
design quality in order to be successfully integrated.
Policy TC2: Rugby Town Centre – New Retail and Town Centre Uses
New retail floor space will be provided in Rugby Town Centre as set out below:

Convenience (net sqm)
Comparison (net sqm)

2020
266
1508

2025
515
4652

2030
732
7850

All proposals for retail, office or leisure uses on sites not within Rugby Town Centre in excess of 500
sqm gross floor space, including extensions of existing units and variation of conditions, must be
accompanied by an impact assessment. This assessment must meet the requirement of national
policy and established best practice and demonstrate that the proposal will not harm the vitality or
viability of any nearby centres. All such proposals must also comply with the sequential approach,
as set out below and in national policy, to ensure that development is on the most central site
available.
In order to sustain and enhance the vitality and viability of the town centre, new proposals for
meeting the retail floor space requirements will be permitted firstly within the Primary Shopping
Area, and for other main town centre uses1 within Rugby Town Centre boundary, (as defined on the
Town Centre Policies Map) followed by Edge-of-Centre locations, then Out-of-Centre sites that are
in accessible locations, well connected to the Town Centre and capable of generating benefits for
the centre’s overall vitality and viability, through linked pedestrian trips and increased footfall
or, in relation to bulky goods retailing, are located immediately adjacent to existing retail
warehousing.

1

Retail development (including warehouse clubs and factory outlet centres), leisure, entertainment facilities,
the more intensive sport and recreation uses (including cinemas, restaurants, drive-through restaurants, bars
and pubs, night-clubs, casinos, health and fitness centres, indoor bowling centres, and bingo halls), offices; and
arts, culture and tourism development (including theatres, museums, galleries and concert halls, hotels and
conference facilities).
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Throughout the lifetime of this Local Plan the Council will periodically update its Retail and Main
Town Centre Uses study in order that it can respond and continuously review its approach to the
town centre and requirements for retail investment in particular.

7.8.
The Rugby Retail and Main Town Centre Uses Study 2015 (Retail Study) assessed the
qualitative and quantitative need for convenience (food) and comparison (non-food) retail
development across the Borough up to the period of 2030.
7.9.
The Retail Study identifies that, at the time of adoption of this Local Plan, demand for new
retail floor space in the short to medium term is likely to be met at the Elliots Field Retail Park (EFRP).
The floor space requirement contained within Policy TC2 could, in the main, be met through the
reoccupation of vacant prime retail floor space in the town centre2.
7.10. Consequently, Policy TC2 does not seek to allocate sites to meet this short term need and
instead applies a sequential approach to meeting the floor space requirements identified, ensuring
that sites within the PSA are considered first and then edge of town centre locations. Policy TC2 will
also ensure that any proposals benefit the vitality and viability of the town centre.
7.11. Due to the opening of new retail units at EFRP, Technology Drive and Junction One Retail Parks
after the Retail Study was completed, the full impact of the retail parks effect on shopping patterns
and the town centre has not been established at the time of writing. In time, the trading patterns that
become established could have an impact on the floor space capacity for Rugby Town Centre. Further
to this, the Retail Study highlights that the capacity forecast beyond five years should be treated with
caution, as it is based on various layers of assumptions and forecasts with regard to the trading
performance of existing centres and stores, the growth in population and retail spending, constant
market shares, etc. The Council will therefore regularly update its retail and town centre evidence
base, identifying the trading patterns that emerge across the town and providing new development
in the town centre accordingly.
7.12. National guidance requires local planning authorities to apply the sequential approach to
planning applications for main town centre uses that are not in an existing centre and not in
accordance with an up to date Local Plan. Policy TC2 sets out the order of sequentially preferential
locations for new investment working from the core of the town centre outwards. When considering
edge of centre and out of centre proposals, preference should be given to accessible sites that are
well connected to the town centre. This approach helps maintain the vitality and core function of the
town centre through directing new proposals for the main town centre uses to this area first which in
turn supports the local economy and promotes more sustainable patterns of development.

2

Vacant units identified in Clock Towers Shopping Centre and the Swan Centre comprises a floor area of
1,036m2 net sales. This could support the majority of identified forecast comparison retail floor space capacity
for the town centre in the short term (i.e. 1,508m2 net sales in 2020).

59

7.13. In accordance with Paragraph 88 of the NPPF the sequential test does not apply to applications
for small-scale rural offices or other small-scale rural development; applicants are urged to partake in
pre-application discussions with the Local Authority in relation to such schemes.
7.14. National guidance also requires an impact assessment to accompany planning applications for
retail, leisure and office development outside of Town Centres, which are not in accordance with an
up to date Development Plan and exceed 2,500 sq m, or any locally set floor space threshold. The
Rugby Retail and Main Town Centre Uses study highlighted that Rugby Town Centre is potentially
vulnerable to increasing competition from out-of-centre retailing, the growth of internet shopping
and scale of units which it considers to be unlikely to trade as a purely local facility. Policy TC2 sets a
floor space threshold for retail, leisure and office development (including change of use applications
and applications seeking variations of conditions) of 500 m2 gross and above, to demonstrate that they
will not have a significant adverse impact on Rugby Town Centre, either on their own or cumulatively
with other commitments in the area, in accordance with the NPPF.
7.15. Notwithstanding the use of a lower locally set impact threshold, it is important that the scope
of any Retail Impact Assessment (RIA) undertaken in support of planning applications is discussed and
agreed between the applicants and the Council at an early stage in the pre-application process. The
level of detail included within a RIA should be proportionate to the scale and type of floor space
proposed and should be agreed between the Council and applicant on a case-by-case basis. The health
of town centres (including vitality and viability indicators) and town centre or retail strategies should
be considered as part of the assessment. Where there is clear evidence that a proposal is likely to lead
to significant adverse impacts, applications will be refused.
Policy TC3: Primary Shopping Area and Shopping Frontages
Primary Shopping Area (PSA)
The Primary Shopping Area (PSA), as defined on the Town Centre Policies Map, is the overall area
where retail frontages are concentrated. Within the PSA proposals for development,
redevelopment or change of use, will be permitted where the proposed ground floor use is to be
changed to retail (use class A1).
Non-A1 uses proposed within the Primary Shopping Area but outside of a Primary or Secondary
frontage will be assessed on a case-by-case basis in relation to future potential impact on the vitality
and viability of the town centre.
Primary Shopping Frontage (PSF)
Within the PSF, as defined on the Town Centre Policies Map, the change of use of ground floor Class
A1 shop premises to use classes A2-A5 will be permitted where the proposed use would not
undermine the retail function of the town centre and would maintain and enhance its vitality and
viability.
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The determination of each application will have regard to the following factors:
•
The number and distribution of other existing and committed non-A1 uses within the defined
primary shopping frontage should be no more than 40% of the units within the PSF (including
any premises subject to Permitted Development changes of use);
•
The location and prominence of the premises;
•
The length of any vacancy of the premises and evidence of marketing for the current permitted
use;
•
The nature and character of the proposed use; and
•
The design of the shop-front.
Secondary Shopping Frontage (SSF)
Within the SSF, as defined on the Town Centre Policies Map, proposals for main town centre uses
(Use Class A1-A5, D1 and D2) will only be permitted where the proposed use maintains and
enhances its vitality and viability. Within the Secondary Shopping Frontage (SSF), the percentage of
units in non-A1 use would typically be expected to be above 40% although there is no defined
threshold.
Regard will also be had to the following factors:
•
•

Coalescence and concentration of uses; and
The effect on the amenity of other surrounding properties and uses.

Within Town Centre Boundary (Outside of the Primary Shopping Area)
The Council will permit retail, business, leisure, arts, cultural and tourism development within the
wider town centre (areas outside of the PSA) provided:
•
•
•

They will not harm the retail function and character of the PSA;
They will not harm the vitality and viability of the PSA; and
Where retail uses (class A1) are proposed within the town centre, but outside of the PSA, the
applicant must demonstrate there are no suitable alternatives within or immediately adjacent
to the Primary or Secondary frontages.

Residential development is encouraged within the Town Centre, providing it does not harm the
retail function and character and its’ vitality and viability. For all proposals, separate access
arrangements to the upper floor space, which could be used for residential, community or
employment use, should not be eliminated.

7.16. Policy TC3 seeks to protect and enhance the primary shopping area, with the PSF as the focus
for retail uses. The intention is to attract people to the town and place a strong emphasis on the
protection of the core of retail activity at the heart of the town centre. Change of use away from A1
to other complementary main town centre uses can occur within the PSF. However, proposals will
need to be considered on a case by case basis in terms of the impact on the retail character and
function and also on the vitality and viability of the town centre.
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7.17. A more flexible approach is applied to the SSF where the proposed use maintains and
enhances its vitality and viability. It is important that there is not a concentration or a coalescence
of certain uses that would harm the amenity of surrounding properties and uses and the overall
character, vitality and viability of the town centre.
7.18. A flexible approach will be taken within the remainder of the town centre where a greater mix
of town centre uses will be encouraged. The diversity of uses increases the vitality of the town centre
by creating a vibrant mix of activity.
7.19. The use of upper floors in town centres is important to ensure that buildings remain in a good
state of repair and also to provide opportunities to introduce other uses such as offices and
residential that will have positive benefits for the town centre economy. Where proposals which
relate to ground floor uses only are submitted, applicants will be expected to show that they have
considered how access arrangements to upper floors can be achieved in the future so that, if
required, buildings may be fully utilised. Where upper floors may be considered for residential or
office use, this access may need to be independent from the ground floor use.
7.20. There will also be consideration of sui generis uses within the Town Centre, providing that
sufficient footfall will still be attracted to the unit and that there is an active frontage (and normally
incorporating an element of sales activity) thus not undermining the retail function of the town
centre and maintaining and enhancing its vitality and viability.

62

8.

CHAPTER 8: HEALTHY, SAFE AND INCLUSIVE COMMUNITIES
8.1.
The Council recognises the important role that spatial planning has in the creation of healthy,
safe and inclusive communities. Many of the policies of this Local Plan will have an impact on these
matters and it is important that community needs are supported through appropriate physical and
social infrastructure, as well as other facilities and services that contribute to improving peoples
overall quality of life, physical and mental health, and wellbeing.
8.2.
New developments can create environments to help all residents make healthy choices,
promote active travel and physical activity, and promote access to healthier food, high quality open
spaces, green infrastructure and opportunities for play, sport and recreation. Therefore, Local Plans
have an important a role in helping to improve health and reduce health inequalities.
8.3.
The Borough Council will work with public health leads and health organisations to
understand and take account of the health status and needs of the local population throughout the
plan period and to ensure development addresses these needs appropriately.

Policy HS1: Healthy, Safe and Inclusive Communities
The potential for creating healthy, safe and inclusive communities will be taken into account when
considering all development proposals. Support will be given to proposals which:
•
•
•
•
•
•
•
•
•
•

Provide homes and developments which are designed to meet the needs of older people and
those with disabilities;
Provide energy efficient housing to help reduce fuel poverty;
Design layouts that minimise the potential for crime and anti-social behaviour and improve
community safety;
Contribute to the development of a high quality, safe and convenient walking and cycling
network;
Contribute to a high quality, attractive and safe public realm to encourage social interaction
and facilitate movement on foot and by bicycle;
Seek to encourage healthy lifestyles by providing opportunities for formal and informal
physical activity, exercise, recreation and play and, where possible, healthy diets;
Improve the quality and quantity of green infrastructure networks and protect and enhance
physical access, including public rights of way to open space;
Deliver, or contribute to, new and improved health services and facilities in locations where
they can be accessed by sustainable transport modes;
Provide good access to local shops, employment opportunities, services, schools and
community facilities; and
Do not involve the loss of essential community buildings and social infrastructure.

8.4.
National policy is clear that planning has an important role in creating and maintaining
healthy, inclusive communities and in facilitating social interaction. Many policies within this Local
Plan have an impact on the overall health and well-being of the Borough and Policy HS1 seeks to
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ensure that all factors are considered collectively when new development is proposed. Public Health
Warwickshire identifies addressing alcohol misuse, smoking in pregnancy, tackling obesity, dementia
and wellbeing, falls prevention, reduction in hospital admissions and tackling worklessness and
poverty as priorities in Rugby.
8.5.
It is important that this Local Plan supports the delivery of social, recreational and cultural
facilities and services the community needs. This is not only in the provision of the relevant facilities,
but also to prevent the loss of anything that promotes healthy communities. A key element of this is
ensuring that sufficient land is made available by good access to all for play, sport and recreation.
Policy HS4 safeguarding open spaces should be considered alongside this Policy HS1 in this instance.
Policy HS2: Health Impact Assessments
Development above the thresholds set out below will need to demonstrate that it would not
generate adverse impacts on health and wellbeing:
•
•
•

All residential development of 150 units and above and where the site area is 5 hectares or
above;
Non-residential development where the area of development exceeds 1ha; and
Development located on an industrial estate exceeding 5ha.

Where development proposals meet the above criteria, an assessment of potential impacts on
health and wellbeing should be demonstrated through:
•
•

A Health Impact Assessment screening report; and
A full Health Impact Assessment where the screening report identifies that significant impacts
on health and wellbeing would arise from the development.

Where required, Health Impact Assessments should be prepared in accordance with the advice and
best practice for such assessments as published by the Department of Health and other agencies,
such as the Coventry and Rugby Clinical Commissioning Group, Public Health Warwickshire,
University Hospitals Coventry and Warwickshire NHS Trust.
Where it is demonstrated that a development proposal would have a significant adverse impact on
wellbeing, the Borough Council may require appropriate mitigation measures through planning
conditions, financial or other contributions secured through planning obligations and/or the
Council’s CIL charging schedule.
8.6.
Health Impact Assessments (HIAs) are an important tool for understanding the potential
impacts upon wellbeing arising from development proposals. HIAs aim to both reduce adverse
impacts from development on wellbeing and maximise positive effects. This is achieved through
providing a holistic approach to wellbeing which seeks to complement, but not replicate, the Local
Plan’s infrastructure policies. An assessment on wellbeing is required of development as allocated
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within this Local Plan as well as proposals promoted through the development management process
to ensure more localised impacts are identified.
8.7.
Where required, HIAs must identify the potential impact development may cause and propose
relevant measures to mitigate the impacts. Screening reports and HIAs should contain a proportionate
level of detail in relation the scale and type of development proposed. The Borough Council
recommends that a screening report or full assessment is conducted at the earliest opportunity to
ensure that wellbeing is appropriately considered. This can take the form of a standalone assessment
or as part of a wider Environmental Impact Assessment (EIA). The thresholds identified within the
policy are consistent with EIAs to ensure development proposals below the defined threshold are also
encouraged to consider potential impacts on health through the design process, where appropriate.
A HIA may identify impacts that need to be addressed by a range of mitigation measures, such as
design solutions incorporating green infrastructure or measures to improve air quality including travel
measures.
Policy HS3: Protection and Provision of Local Shops, Community Facilities and Services
Proposals that would result in a significant or total loss of a site and/or premises currently or last
used for a local shop, post office, public house, community or cultural facility or other service that
contributes towards the sustainability of a local settlement or the urban area will not be permitted
except where the applicant demonstrates that:
•

•

Alternative provision of equivalent or better quality, that is accessible to that local community,
is available within the settlement or will be provided and made available prior to
commencement of redevelopment; or
There is no reasonable prospect of retention of the existing use as it is unviable as
demonstrated by a viability assessment and all reasonable efforts to secure suitable
alternative business or community re-use been made for a minimum of 12 months or a period
agreed by the Local Planning Authority prior to application submission.

Provision of new community facilities and services will be supported provided that:
•
•

•

It is readily accessible by a choice of means of transport, including by foot and cycle;
The nature and the scale of the development would be commensurate with its function to
provide facilities for the local resident population. The nature and scale of service provision
will reflect and relate to the size and function of the individual settlement; and
The development would not adversely affect the vitality and viability of the Town Centre or
any planned town centre development.

8.8.
Every settlement has buildings or amenities that play a vital role in day to day life, such as
community centres, libraries, village shops, post offices or pubs. Local life would not be the same
without them, and if they closed it would be a real loss to the community.
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8.9. National guidance requires local planning authorities to take into account the importance of
local shops and services to communities when considering planning applications affecting such
facilities. The guidance states that planning policies and decisions should guard against the
unnecessary loss of valued facilities and services, particularly where this would reduce the
community's ability to meet its day-to-day needs.
8.10. Policy HS3 requires applicants submitting any proposal to redevelop an existing local facility
to an alternative use, which would not be of benefit to the community and would result in a
significant or total loss of that service or facility, to either provide alternative provision or
demonstrate that there are no suitable, viable alternative community uses. Where decisions on
viability are finely balanced, a third party will be expected to advise the Borough Council and this will
be at cost to the applicant.
8.11. Current inadequate profitability of a facility will not, however, be considered a sufficient
reason in itself to merit its loss as the future potential of the premises as a local service or community
facility could be made more viable or run in an alternative manner such as a social enterprise. On
this basis, the Council must also be satisfied that there is no other interested party prepared to reopen the facility or that there is no scope for an alternative community use.
8.12. In terms of demonstrating that all reasonable efforts to secure a suitable alternative
community re-use has been explored, applicants will firstly be expected to demonstrate that they
have consulted the Parish and the Borough Council. The applicant will be expected to demonstrate
that the premises has been marketed for a period of 12 months or a period agreed by the Local
Planning Authority prior to application submission, before the Council will consider a change of use
and the valuation attributed to the property should properly reflect its current use.
8.13. Applicants proposing the provision of new local services or facilities should engage with both
the Council and local community to ascertain the needs in the area. It is imperative that the Council
works closely with partnership organisations such as service providers, transport operators and
neighbouring authorities to support and enhance an accessible public transport system that affords
residents access to a wider range or local services and community facilities.
Policy HS4: Open Space, Sports Facilities and Recreation
A. Residential development of 10 dwellings and above, shall provide or contribute towards the
attainment of the Council’s open space standards set out below:

Children’s Play
Natural and Semi Natural Green Space
Parks and Gardens
Amenity Green Spaces
Allotments
Outdoor Sports Playing pitches

Urban Area
0.2 ha per 1,000 pop’n
2.5 ha per 1,000 pop’n
1.5 ha per 1,000 pop’n
1.1 ha per 1,000 pop’n
0.65 ha per 1,000 pop’n
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Rural Area
0.2 ha per 1,000 pop’n
2.5 ha per 1,000 pop’n
1 ha per 1,000 pop’n
0.5 ha per 1,000 pop’n
0.8 ha per 1,000 pop’n

Football Pitches
Cricket Pitches
Rugby Pitches

0.38 ha per 1000 pop’n
0.23 ha per 1000 pop’n
0.32 ha per 1000 pop’n

As a default, Rugby’s average household size of 2.4 people per dwellings (Census 2011 or any
subsequent update) should be used to identify the population of new developments and its
subsequent open space requirement. Account will be taken of the existing open space provision
within the ward or parish the development proposal is located within (contained within Appendix
4). Contributions through CIL/S106 will be sought from developments where the proposal would
further increase an existing deficit in provision or where the proposal will result in the provision
standards not being met within the ward or parish it is located within. For the outdoor sports playing
pitches account should be taken of the latest Playing Pitch Strategy standard to ascertain whether
the demand arising from a proposed development can be met within the existing network of
accessible playing pitches that are of sufficient quality, or whether new or improved quality
provision will be required.
Dependent upon the size and layout of the development, the provision of open space, may be
required on-site or may form part of a contribution towards off-site provision of either new or
improved facilities. In such circumstances off-site provision towards local facilities should be made
in a location which adequately services the new development and a planning obligation may be
used to secure this.
Developer contributions will also be spent on built recreation facilities where justified by an
increase in population.
B. New open space should be accessible and of high quality, meeting the following criteria:
• Be appropriately maintained, if necessary, through the use of developer contributions;
• Be secure and safe;
• Attractive in appearance;
• Enhance the natural and cultural environment;
• Conveniently accessed and facilitates access to other areas of open space, including the
countryside;
• Facilitates access by a choice of transport; and
• Avoid any significant loss of amenity to residents, neighbouring uses or biodiversity.
C.

Public open space, sports and recreational buildings and land, including playing fields within
Open Space Audit evidence and/or defined on the Policies Map and/or last in sporting or
recreational use should not be built upon unless:
• An assessment has been undertaken which has clearly shown the open space, building or
land to be surplus to requirements; or
• It can be demonstrated that the loss resulting from the proposed development would be
replaced by equivalent or better provision in terms of quantity and quality in a suitable
location; or
• The development is for alternative sports and recreational provision, the needs for which
clearly outweigh the loss.
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Planning permission will be granted for development, which enhances the quality and accessibility
of existing open space providing it accords with section B of this Policy.

8.14. The Open Space Audit, Built Facilities and Playing Pitch Strategy 2015 (and any subsequent
updates) has helped inform the open space standards contained within Policy HS4. The standards
will underpin future decisions around existing and proposed new open spaces and sport and
recreation facilities across the Borough and, together with the factors set out within the Open Space
Audit, Built Facilities and Playing Pitch Strategy include accessibility standards and the types of
improvements sought. The current open space provision standard is contained within Appendix 4
and will be periodically updated within the Planning Obligations SPD.
8.15. All open space of public value can be defined as primarily open land, whether green or hard
surfaced and areas of water including canals, which offer important opportunities for sport and
recreation and can act as a visual amenity.
8.16. The provision of public open space in association with new developments provides an
important link to Green Infrastructure provision assisting in promoting access to nature where uses
are compatible, and also helps to provide a good quality of life. New developments which require
open space provision will be expected to create new open spaces on-site in accordance with the
standards. The provision of new open spaces and improvements to existing sites, should be in
keeping within the environment it is set within and of high quality to enable users to enjoy their visit
in a safe environment.
Policy HS5: Traffic Generation and Air Quality, Noise and Vibration
Development proposals should promote a shift to the use of sustainable transport modes and low
emission vehicles (including electric/hybrid cars) to minimise the impact on air quality, noise and
vibration caused by traffic generation. Proposals should be located where the use of public
transport, walking and cycling can be optimised. Proposals should take full account of the
cumulative impact of all development including that proposed in this Local Plan on traffic
generation, air quality, noise and vibration. Development proposals should complement the Air
Quality Action Plan.
Development throughout the Borough of more than 1,000 sqm of floorspace or 10 or more
dwellings or development within the Air Quality Management Area (see Appendix 8) that would
generate any new floorspace must:
1. Achieve or exceed air quality neutral standards; or
2. Address the impacts of poor air quality due to traffic on building occupiers, and public realm or
amenity space users by reducing exposure to and mitigating their effects, proportionate to the scale
of the development. This can be achieved using design solutions that include:
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•
•
•

Orientation and layout of buildings, taking into account building occupiers, public realm
and amenity space users;
Appropriate abatement technologies; and
Urban greening appropriate for providing air quality benefits.

3. Where air quality neutral standards are not met, measures to offset any shortfall will be required,
according to the following hierarchy:
• On-site measures; then
• Off-site measures; then
• Financial contributions.
4. Address the adverse impacts of noise and vibration on existing and future occupiers and users of
the public realm.

8.17. The Air Quality Management Area (AQMA) shown in the map at Appendix 8 identifies where,
in Rugby Borough, levels of air quality are generally worse than national standards. The Council seeks
to reduce air pollution in order to contribute to achieving national air quality objectives. Poor air
quality includes high concentrations of particulate matter (such as PM10 and PM2.5) and nitrogen
dioxide (known as NO2) which have a direct and adverse impact on the health and life expectancy
of people and on the natural environment. Rugby’s Air Quality Strategy and improvement plan
contains measures to improve air quality in Rugby. The strategy promotes modal shift towards public
transport and low and zero emission vehicles and raises awareness of air quality issues. It identifies
planning policies to be a key action in improving local air quality through influencing developments,
particularly within the AQMA or for roads which affect it, to consider air quality impacts. Transport
is the primary cause of air quality issues in these areas. Major development proposals, or those
located within the AQMA have the potential to add significant quantities of additional road vehicles
on to the transport network which, unless addressed, is likely to have a negative impact on air
quality, noise and/or vibration in general. Transport is the primary cause of air quality issues in these
areas. Major development proposals, or those located within the AQMA have the potential to add
significant quantities of additional road vehicles on to the transport network which, unless
addressed, is likely to have a negative impact on air quality, noise and/or vibration in general and
specifically within the AQMA, either through additional traffic volumes or reduced traffic speeds.
Requiring development that has an impact on air quality to deliver measures to reduce air pollution
on the Borough’s roads will help address the areas worst affected by poor air quality. This is
consistent with national policy which stresses the need to ensure that policies and decisions should
sustain and contribute towards compliance with relevant limit values or national objectives for
pollutants, taking into account the presence of Air Quality Management Areas and the cumulative
impacts from individual sites in local areas.
8.18. Developments that are air quality neutral will help to minimise air pollution within the AQMA.
The policy aims to ensure that air quality neutral development is supported, whilst ensuring
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development that has an impact on air quality within the AQMA (or major developments that can
affect the AQMA) is appropriately mitigated.
8.19. In some circumstances air quality, noise or vibration assessments will be required to quantify
the effects of development and set out mitigation measures to address impacts. Mitigation may be
secured by legal agreement, and will follow the mitigation hierarchy outlined in the policy.
Appropriate mitigation measures and a programme of implementation (if required as part of a
construction management plan) to address impacts associated with air quality, noise and/or
vibration, will need to be demonstrated. This may include highway infrastructure improvements,
traffic management, or support for public transport services, alterations to design or materials,
and/or landscaping, together with details associated with construction management plans.
8.20. The Council will be producing an Air Quality Supplementary Planning Document (SPD) which
will assist in the determination of planning applications in line with the NPPF. Development
proposals will be considered with regard to the Council’s Air Quality SPD, including where necessary
undertaking an Air Quality Assessment and appropriate mitigation.
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9.

CHAPTER 9: NATURAL ENVIRONMENT
9.1.
A healthy natural environment is of vital importance to people, places, the economy and
nature itself. Therefore it is appropriate that the Council seeks to protect the natural environment and
strives for net gains in biodiversity. The natural environment provides a wide range of important
benefits, including areas for recreation and education, healthy food, and clean water and air.
However, the fragile state of our natural environment means that it is important that we protect and
enhance it to ensure that future generations can also benefit from these areas. Furthermore, we
should seek to create new green infrastructure assets and restore degraded ones.
9.2.
The Borough has a number of different natural landscape characteristics as identified within
the Landscape Assessment of the Borough of Rugby 2006 and the Landscape Sensitivity Study 2016.
The Borough also contains a large number of environmental assets, including features of historic
interest, geological/geomorphological significance and particular habitats of nature conservation
interest. These range from Sites of Specific Scientific Interest (SSSI’s), Local Nature Reserves and
significant tracts of woodland deemed to be of ancient origin. There are also many other sites and
features that are subject to non-statutory designations, such as Local Wildlife Sites identified through
the Habitat Biodiversity Audit, that reflect their particular contribution to biodiversity.
9.3.
Through the policies set out below and elsewhere in this Local Plan, the Council will aim to
assist in maintaining the current high quality of the natural environment, particularly sensitive habitats
and areas of landscape value. It will also aim to improve the quality of the natural environment,
particularly in areas where there are opportunities to improve public access and enjoyment of such
assets and deliver opportunities to improve habitat connectivity both within the Borough and the
wider sub-region.
Policy NE1: Protecting Designated Biodiversity and Geodiversity Assets
The Council will protect designated areas and species of international, national and local
importance for biodiversity and geodiversity as set out below.
Development will be expected to deliver a net gain in biodiversity and be in accordance with the
mitigation hierarchy below. Planning permission will be refused if significant harm resulting from
development affecting biodiversity cannot be:
•
•
•

Avoided, and where this is not possible;
Mitigated, and if it cannot be fully mitigated, as a last resort;
Compensated for.

Sites of International and European Importance
Development that is likely to result in an adverse effect on the integrity of any European site (either
alone or in combination), will not be permitted unless:
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•
•
•

There are no alternative solutions; and
There are imperative reasons for overriding public interest; and
Adequate compensatory measures can be taken to ensure the overall coherence of Natura
2000 is protected.

As per the requirements of the Habitat Regulations.
Sites of International or European Importance Include: Special Protection Areas (SPAs), Special
Areas of Conservation (SACs) and Ramsar Sites.
Sites of National Importance
Development affecting nationally important Sites of Special Scientific Interest (SSSIs) either directly
or indirectly will only be permitted in exceptional circumstances where the benefits of development
clearly outweigh the impacts on the site or species.
Sites of Local Importance
Development likely to result in the loss, deterioration, degradation or harm to habitats or species
of local importance to biodiversity, geological or geomorphological conservation interests, either
directly or indirectly, will not be permitted for Local Nature Reserves (LNRs); Local Wildlife Sites
(LWS), Local Geological Sites (LGS), European and UK protected species, or Biodiversity Action Plan
habitats unless:
•

•
•

The need for, and benefits of, the development in the proposed location outweighs the
adverse effect on the relevant biodiversity interest. All Development proposals impacting on
local wildlife sites will be expected to assess the site against the ‘Green Book’1 criteria to
determine the status of the site and to ascertain whether the development clearly outweighs
the impacts on the site;
It can be demonstrated that it could not reasonably be located on an alternative site that
would result in less or no harm to the biodiversity interest; and
Measures can be provided (and secured through planning conditions or legal agreements),
according to the mitigation hierarchy as set out above. The level of protection and mitigation
should be proportionate to the status of the habitat or species and its importance individually
and as part of a wider network.

Ancient Woodland
Planning permission will be refused for development resulting in the loss or deterioration of ancient
woodland, and/or the loss of aged or veteran trees found outside of ancient woodland unless the
need for, and benefits of, the development in that location clearly outweighs the loss.
All development proposals in the proximity of ancient woodland shall incorporate buffers having
regard to Natural England’s standing advice.
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Ecological Assessment
All proposals likely to impact on the sites noted above will require an Ecological Assessment. The
Ecological Assessment shall include due consideration of the importance of the natural asset, the
nature of the measures proposed (including plans for long term management) and the extent to
which they avoid and reduce the impact of the development.
The Green Book: Guidance for the Selection of Local Wildlife Sites in Warwickshire, Coventry and Solihull
(2015) Local Wildlife Sites Project: Habitat Biodiversity Audit for Warwickshire.
1

9.4.
The Borough contains a wealth of habitats and species of national and local importance which
are set out within Policy NE1. The Borough’s existing biodiversity and geodiversity assets provide the
building blocks for the natural environment. National planning policy gives great importance to the
protection and enhancement of these features.
9.5.
Development that has the potential to harm these biodiversity assets and sites of geological
interest will not be permitted unless the circumstances set out within Policy NE1 apply. The level of
protection given to such features will be proportionate to their status and importance both
individually and as part of a wider network. Developers should check for the presence of European
protected species on development sites and seek professional advice to ensure that their proposals
safeguard any protected species identified. Other protected, rare or endangered species should be
taken into consideration with any development proposals. These include those species identified
through national and local biodiversity action plans.
9.6.
The Council will use planning conditions and/or agreements to secure measures, including
financial contributions, to ensure that biodiversity conservation and geological interests are
protected. The sympathetic management of existing wildlife sites and the restoration and
enhancement of priority habitats, particularly where it would extend or link existing wildlife sites or
support the targets within the local Biodiversity Action Plans, will be sought. The Council will also
encourage the maintenance and/or enhancement of the connectivity and biodiversity of residential
and non-designated green space, for example by using features such as permeable barriers. Ecological
assessments should be consistent with the British Standard 42020:2013 Biodiversity Code of Practice
for Planning and Development. This British Standard promotes transparency and consistency in the
quality and appropriateness of ecological information submitted with planning applications.
9.7.
Helping to secure improvements to biodiversity is one of the key roles in achieving sustainable
development. Government policy is aimed at halting the net loss of biodiversity and striving for gains.
The Government recognises that the loss of habitats and species, whether designated sites or not, is
a key issue to be addressed. In this respect the Council considers that virtually all habitats have a
biodiversity value from arable to ancient woodland. In the Warwickshire, Coventry and Solihull subregion biodiversity net gain is measured through the use of locally derived Defra Metrics available
from Warwickshire County Council, although other comparable measures may be considered.
9.8.
Developers will be required to take measures during the development process to prevent the
disturbance of wildlife and to make provision for the protection and subsequent retention of natural
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features and necessary supporting habitats, such as ponds, hedgerows, ditches and trees which are to
be retained. Where loss of habitat is unavoidable, adequate mitigation measures should be
undertaken and only where this is not possible, adequate compensation measures should be
implemented. In this instance development proposals should be guided by the Council’s approach to
biodiversity offsetting (or equivalent) as set out in the Warwickshire, Coventry and Solihull Green
Infrastructure Strategy, or any subsequent update to this document and national policy. In all
instances, the long term management and maintenance of ecological features must be demonstrated.
In order to assist in ecological assessments the Warwickshire Biological Records Centre should be
consulted.
Policy NE2: Strategic Green and Blue Infrastructure
The Council will work with partners towards the creation of a comprehensive Borough wide
Strategic Green and Blue Infrastructure Network which is inclusive of the Princethorpe Woodland
Biodiversity Opportunity Areas (also known as the Princethorpe Woodlands Living Landscape), as
shown on the Green and Blue Infrastructure Policies Map. This will be achieved through the
following:
•
•

The protection, restoration and enhancement of existing and potential Green and Blue
Infrastructure assets within the network as shown on the Policies Map; and
The introduction of appropriate multi-functional corridors between existing and potential
Green and Blue infrastructure assets.

Where appropriate new developments must provide suitable Green and Blue Infrastructure
corridors throughout the development and link into adjacent strategic and local Green and Blue
Infrastructure networks or assets where present.
Where such provision is made a framework plan should be produced as part of the planning
application demonstrating the contribution to the overall achievements of the multi-functional
strategic Green and Blue Infrastructure network. A management plan, based on delivering the
framework plan and detailing how the infrastructure will be managed, may be required by
condition.

9.9.
Green Infrastructure includes ‘Blue’ elements such as rivers, streams and ponds. The surface
water part of Green Infrastructure is referred to as ‘Blue’ Infrastructure. It is not only important to
protect the existing Green and Blue Infrastructure (GI) network in its current role but also to enhance
it, both in its function and where possible in its physical extent. Through new developments there is
an opportunity for the enhancement of GI assets particularly through the introduction of appropriate
multi- functional corridors between them.
9.10. Where new multi-functional corridors between existing Green and Blue Infrastructure (GI)
assets are made from a development site a framework plan will be required which addresses how to
achieve the balance of public access and the protection of the existing Green/Blue Infrastructure site’s
asset. The framework plan should be informed by the GI Study and factor in the following:
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•
•
•
•
•

Indicative buffers for the important Green and/or Blue Infrastructure corridors which form
part of the strategic networks such as watercourse corridors and disused railway lines;
Retain sites of historic environmental value;
Indicative buffers where required to protect important Green/Blue Infrastructure against
adjacent developments;
Retain valued semi natural habitats; and
Set out the local network of Green/Blue Infrastructure and how it will be managed and
developed.

9.11. The Strategic Green and Blue Infrastructure Network that runs through the Borough and
connects to networks beyond the administrative boundary contains many different elements, each of
which contribute to its overall achievements as a Strategic Green Infrastructure Network. The principal
assets of the Strategic Green and Blue Infrastructure Network are watercourse corridors, disused
railway lines and Local Sites. It is vital that those elements of the network remain intact and are able
to function in their role and Policy NE2 seeks to enable this. New Green and Blue Infrastructure should
support the aims of the Biodiversity Action Plan and the aims of the Natural Environment and Rural
Communities Act.
9.12. The Sub Regional Warwickshire, Solihull and Coventry Green Infrastructure Study and Rugby
Borough Green Infrastructure Study set out that there is a distinct opportunity for improvement in
the west of the Borough, where a cluster of ancient woodlands and unimproved or semi improved
grasslands are located near to the urban edge of Coventry. This area, identified as the Princethorpe
Woodland Biodiversity Opportunity Area (also known as the Princethorpe Woodlands Living
Landscape project), is significant in size and is already rich in Green Infrastructure assets. Therefore
its inclusion in Policy NE2, as a focus for enhancement of the overall Strategic Green/Blue
Infrastructure Network, is extremely important.
9.13. In spite of this importance to the Strategic GI Network the location of the Princethorpe
Woodland Biodiversity Opportunity Area is not in a location which will see significant growth and
consequently limited developer contributions will be available for its enhancement. The Council
realises that opportunities for delivery against Policy NE2 through planning applications are limited,
however it considers that this strategic approach to Green and Blue Infrastructure should be
embodied in Development Plan policy for the long term. Control of the principal assets of the Strategic
Green and Blue Infrastructure Network rest principally with the public sector and partnership working
is therefore particularly key to its success.
9.14. It is important to understand the intrinsic value of any asset that may be lost and this will be
established through consultation with relevant partners in addition to reference to existing evidence
such as Habitat Biodiversity Audits and the Green Infrastructure Study. The Borough has several nonstatutory biodiversity sites including Local Wildlife Sites and UK Biodiversity Action Plan sites. As these
sites have no protection nationally, the Biodiversity Action Plan and Habitat and Biodiversity Audit
information will inform whether the feature should be safeguarded. Within the Borough, there are
also distinctive historic and archaeological landscape features. As these sites have no statutory
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protection, the Historic Landscape Characterisation and Historic Environmental Records will inform
whether the feature should be safeguarded.
Policy NE3: Landscape Protection and Enhancement
New development which positively contributes to landscape character will be permitted.
Development proposals will be required to demonstrate that they:
•
•
•
•
•
•

•

Integrate landscape planning into the design of development at an early stage;
Consider its landscape context, including the local distinctiveness of the different natural
and historic landscapes and character, including tranquillity;
Relate well to local topography and built form and enhance key landscape features,
ensuring their long term management and maintenance;
Identify likely visual impacts on the local landscape and townscape and its immediate
setting and undertakes appropriate landscaping to reduce these impacts;
Aim to either conserve, enhance or restore important landscape features in accordance
with the latest local and national guidance;
Address the importance of habitat biodiversity features, including aged and veteran trees,
woodland and hedges and their contribution to landscape character, where possible
enhancing and expanding these features through means such as buffering and
reconnecting fragmented areas; and
Are sensitive to an area’s capacity to change, acknowledge cumulative effects and guard
against the potential for coalescence between existing settlements.

9.15. The purpose of Policy NE3 is to ensure that significant landscape features are protected and
enhanced and that landscape design is a key component in the design of new development. Planning
applications will be required to submit a landscape analysis and management plan in appropriate
cases. This should take into account evidence on landscape including the Warwickshire Landscape
Guidelines and Assessment of Rugby (2006), Landscape Sensitivity Study – Main Rural Settlements
(2016), Rainsbrook Valley Landscape Sensitivity Study (2017), Warwickshire Historic Landscape
Characterisation Study, the Warwickshire, Coventry and Solihull Green Infrastructure Strategy and
data obtained from the Warwickshire Historic Environment Record.
9.16. When considering historic landscapes Policy NE3 must be cross referenced with Policy SDC3
‘Protecting and enhancing the Historic Environment’ .
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10. CHAPTER 10: SUSTAINABLE DESIGN AND CONSTRUCTION
10.1. This Local Plan promotes development within the Borough but requires that development
should positively contribute to making the Borough a better place. It requires that the highest quality
design is embodied in all development that is sensitive to and contributes to enhancing the character
of the area in which it is located in.
10.2. It is also imperative that new development is of a high quality that is designed to reduce energy
consumption and achieves an efficient use of resources. Climate change is a major, global issue and
Rugby Borough must take steps to reduce the causes and make plans to respond to the effects at the
local level. New development in the Borough must also take into account the consequences of climate
change and ensure development is adaptable to changing conditions over its lifetime.
10.3. The Sustainable Design and Sustainable Buildings policies seek to achieve high quality,
inclusive design alongside the highest viable standards of environmental performance in all
development. These policies will be supported by the Council’s ‘Sustainable Design and Construction’
SPD.
Policy SDC1: Sustainable Design
All development will demonstrate high quality, inclusive and sustainable design and new
development will only be supported where the proposals are of a scale, density and design that
responds to the character of the areas in which they are situated. All developments should aim to
add to the overall quality of the areas in which they are situated.
Factors including the massing, height, landscape, layout, materials and access should also be a key
consideration in the determination of planning applications.
The Council will consider appropriate housing density on a site by site basis with decisions informed
by local context of the area in terms of design considerations, historic or environmental integration,
local character, identified local need and, where relevant, a Neighbourhood Development Plan.
Proposals for new development will ensure that the living conditions of existing and future
neighbouring occupiers are safeguarded.
Proposals for housing and other potentially sensitive uses will not be permitted near to or adjacent
sites where there is potential for conflict between the uses, for example, an existing waste
management site. Such proposals must be accompanied by supporting information demonstrating
that the existing and proposed uses would be compatible and that the proposal has addressed any
potential effects of the existing use on the amenity of the occupiers of the proposed development.
Developers should provide adequate off-street storage space for wheeled bins, including storing
recycling, to serve all new residential properties, including conversions. This requirement is
particularly important in designated Conservation Areas where the visual importance of the street
scene has been acknowledged and there is a duty for the area’s character and appearance to be
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preserved or enhanced. Provision can be in the form of storage space integral to the design of the
property, dedicated space externally, in a communal storage area, or in underground waste storage
systems.
Proposals relating to the enhanced energy efficiency of existing buildings will be supported in
accordance with the most up to date national regulations.

10.4. Rugby Borough Council offer applicants pre-application advice to provide assessment and
support and to ensure high standards of design. Rugby Borough Council also refers major projects for
a national design review (where appropriate). In general, early engagement on design produces the
greatest benefits.
10.5. In determining applications, great weight will be given to outstanding or innovative designs
which help raise the standard of design more generally in the area. Permission will be refused for
development of poor design that fails to take the opportunities available for improving the character
and quality of an area and the way it functions.
10.6. Rugby Borough Council will not refuse planning permission for buildings or infrastructure
which promote high levels of sustainability because of concerns about incompatibility with an existing
townscape, if those concerns have been mitigated by good design (unless the concern relates to a
designated heritage asset and the impact would cause material harm to the asset or its setting which
is not outweighed by the proposal’s economic, social and environmental benefits).
10.7. Applicants will be expected to work closely with those directly affected by their proposals to
evolve designs that take account of the views of the community. Proposals that can demonstrate this
in developing the design of the new development will be looked on more favourably.
10.8. Policy relating to the design and layout of waste storage has been formed in conjunction with
the Rugby Borough Works Services Department. Further detail may be found within the RBC ‘Refuse
and Recycling Policy and Design Guide for Developers’.
10.9. National policy requires that local planning authorities set their own approach to housing
densities which reflect local character, and this Policy SDC1 does not prescribe densities which
developments must adhere to. The purpose of Policy SDC1 is to ensure, through the consideration of
residential development proposals, that the Council can influence what is appropriate on a site by site
basis according to the contents of Policy SDC1. Bringing forward new development at the right density
is important and new development will be expected to harmonise with or enhance the surrounding
area. Where development sites are located in or close to Rugby town centre, densities are expected
to be significantly higher than other parts of the Borough.
10.10. Developers should consider the impact of environmental factors such as high noise areas,
areas of low air quality and contaminated land to ensure such sensitive sites achieve relevant statutory
compliance/current best practice guidance and that a high level of sustainable design is achieved.
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10.11. In addition to Policy SDC1, the Strategic Housing Land Availability Appraisal will be a tool to
help inform appropriate densities. The monitoring of previous developments and the overall
deliverability of sites will also assist in determining acceptable densities to ensure these densities will
not be of a level that will be detrimental to sites coming forward.
Policy SDC2: Landscaping
The landscape aspects of a development proposal will be required to form an integral part of the
overall design. A high standard of appropriate hard and soft landscaping will be required. All
proposals should ensure that:
•
•

•
•
•

•

Important site features have been identified for retention through a detailed site survey;
Features of ecological, geological and archaeological significance are retained and protected
and opportunities for enhancing these features are utilised (consideration will also be given
to the requirements of policies NE1 and SDC3 where relevant);
Opportunities for utilising sustainable drainage methods are incorporated;
New planting comprises native species which are of ecological value appropriate to the area;
In appropriate cases, there is sufficient provision for planting within and around the
perimeter of the site to minimise visual intrusion on neighbouring uses or the countryside;
and
Detailed arrangements are incorporated for the long-term management and maintenance of
landscape features.

10.12. New development should maintain and, where possible, extend the landscape network of a
settlement by taking advantage of existing features and creating new features which are appropriate
to the location.
10.13. Provision should be made for hard and soft landscaping, ideally of a low maintenance nature,
including the planting of indigenous trees and other vegetation, ground contouring and the creation
of wildlife habitats and other ecological features. Such provision should have regard to the character
of the site, its setting and the end users of the development. It can enhance the appearance and
environmental quality of the development and help assimilate development into its surroundings and
conserve the environment. Existing planting and structures such as walls, as well as topographical,
ecological and archaeological features are frequently reflective of local character and distinctiveness
and are important for the local environment and as such they should be safeguarded. They can often
be satisfactorily and sympathetically incorporated into the landscaping of a development without
unduly compromising its design. Depending on the type of development and its location, landscaping
may need to be dense and extensive, particularly block structure planting, which will often be needed
on the periphery of development where it may be exposed to view and detrimental to the countryside.
It can also separate potentially incompatible land uses. The submission of landscape information as
part of the development proposal helps to avoid the difficulty of incorporating these features into the
scheme at a later stage.
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10.14. Concept information regarding landscape proposals should be submitted as early as possible
in the planning application process. This should include an assessment of how they relate to the overall
landscape character of the area, arrangements for incorporating landscaping within the site itself and
the species to be used. Any landscaping proposals should have regard to the Warwickshire Landscape
Guidelines.
10.15. The ongoing maintenance of landscaping is crucial to its effectiveness. It is therefore essential
that the responsibility for the maintenance of planting in new development is established prior to the
issue of planning consent.
10.16. Whilst it is important that landscape aspects are considered in all development proposals, it is
accepted that some forms of minor development, such as small domestic extensions, may have little
or no impact on landscape features or character. In these cases proposals for new landscaping would
not be required.
Policy SDC3: Protecting and Enhancing the Historic Environment
Development will be supported that sustains and enhances the significance of the Borough’s
heritage assets including listed buildings, conservation areas, historic parks and gardens,
archaeology, historic landscapes and townscapes.
Development affecting the significance of a designated or non-designated heritage asset and its
setting will be expected to preserve or enhance its significance.
a) Understand the Asset
Applications with the potential to affect the significance of a heritage asset will be required to provide
sufficient information and assessment (such as desk-based appraisals, field evaluation, and historic
building reports) of the impacts of the proposal on the significance of heritage assets and their setting.
The Warwickshire Historic Environment Record, the Borough’s Conservation Area Character Appraisals
and Management Plans, the Local List of non-designated heritage assets, the Warwickshire Historic
Towns Study and Historic Landscape Characterisation Study are examples of sources of information
that will be used to inform the consideration of future development including potential conservation
and enhancement measures.
b) Conserve the Asset
Great weight will be given to the conservation of the Borough’s designated heritage assets. Any harm
to the significance of a designated heritage asset must be justified. Proposals causing substantial harm
to designated heritage assets will need to demonstrate that the harm is necessary to achieve
substantial public benefits sufficient to outweigh the harm or loss. Alternatively it must be
demonstrated that all of the following apply:
•
•

The nature of the heritage asset prevents all reasonable uses of the site; and
No viable use of the heritage asset itself can be found in the medium term through appropriate
marketing that will enable its conservation; and
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•
•

Conservation by grant funding or some form of charitable or public ownership is demonstrably
not possible; and
The harm or loss is outweighed by the benefit of bringing the site back into use.

Where a development will lead to less than substantial harm to the significance of a designated
heritage asset, this will be weighed against the public benefits of the proposal.
In weighing applications that affect non-designated heritage assets, a balanced judgement will be
required having regard to the scale of any harm or loss and the significance of the asset.
Non-designated archaeological sites of equivalent significance to scheduled monuments should be
considered subject to the criteria for designated heritage assets.
10.17. The aims of Policy SDC3 are to manage the historic environment in the most efficient and
effective way in order to sustain its overall value, to ensure the proper assessment and understanding
of the significance of a heritage asset and the contribution of its setting in the development process.
10.18. Policy SDC3 seeks to protect, sustain and enhance designated and non-designated ‘heritage
assets’. The NPPF defines these as ‘A building, monument, site, place, area or landscape as having a
degree of significance meriting consideration in planning decisions, because of its heritage interest’.
Heritage assets with archaeological interest will require the submission of relevant assessment.
10.19. The appearance of new development and its relationship with its surrounding built and natural
environment has a significant effect on the character and appearance of an area. Securing new
development that can positively contribute to the character of its local environment is therefore of
key importance.
10.20. Designs need to be sensitive and complimentary to their surroundings but this does not
require merely replicating existing styles and imitating architectural details; modern interpretation is
possible if informed by a full contextual analysis and proposals promote and reinforce local
distinctiveness.
10.21. Transport infrastructure, including for example surface treatments, street furniture, signage,
road markings and lighting will be expected to be of a high standard of design to conserve and where
appropriate enhance the Borough’s townscape, and the significance of any affected heritage asset,
including their setting.
10.22. The Council will take a positive approach to buildings that are on the Heritage Buildings ‘At
Risk’ register and will consider the benefit of any proposal which may conflict with planning policies
but which would secure the future conservation of the heritage asset, and outweigh the harm of
departing from those policies.
10.23. Details of Conservation Area Appraisals and Management Plans, Local Lists, Heritage at Risk
Register and Village Design Statements may be obtained via the Council’s website or contacting the
Planning department for further details. The Warwickshire Historic Environment Record includes
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Landscape Characterisation and the Warwickshire Historic Towns Project data, and can be obtained
via Warwickshire County Council. The Borough Council, and where appropriate Warwickshire County
Council, will continue to maintain, update and make available these documents to help inform change
and the conservation of the Borough’s heritage assets.

Policy SDC4: Sustainable Buildings
Residential buildings
All new dwellings shall meet the Building Regulations requirement of 110 litres of water/person/day
unless it can be demonstrated that it is financially unviable.
Non-residential buildings
All non-residential development over 1000 sqm should aim to achieve as a minimum BREEAM
standard ‘very good’ (or any future national equivalent) unless it can be demonstrated that it is
financially unviable.
In meeting the carbon reduction targets set out in the Building Regulations and BREEAM standards
the Council will expect development to be designed in accordance with the following energy
hierarchy:
•
•
•

Reduce energy demand through energy efficiency measures; then
Supply energy through efficient means (i.e. low carbon technologies); then
Utilise renewable energy generation.

Actual provision will be determined through negotiation, taking account of individual site
characteristics and issues relating to the viability of development.
The re-use and recycling of surface water and domestic waste water within new development will
be encouraged.

10.24. The Council will apply Policy SDC4 to all new dwellings on developments of one dwelling or
more and non-residential development of 1000 sq. m or over (changes of use are exempt from this
Policy). The threshold set for non-residential development seeks to ensure that the requirements of
Policy SDC4 are not imposed on modest structures and therefore avoids unnecessary burdens being
placed on their development. Buildings without heating and a water supply will not be required to
comply with Policy SDC4.
10.25. The Council will require new development to meet mandatory building regulations, including
in relation to energy efficiency.
10.26. The Water Cycle Study 2010 recommended that for water efficiency all new development
should meet a minimum efficiency the equivalent of 105 litres per day (as per the Code for Sustainable
Homes level 4). This measure was included in the Core Strategy 2011. Given the growth of households
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and population in Rugby since the study, the expected water demand and that Rugby falls within an
area of ‘serious water stress’ as defined by Severn Trent, it is considered appropriate to adopt the
requirement of 110 litres per person per day, in line with the national standards. The Council has
undertaken a Water Cycle Study to update its evidence base and this has confirmed the approach
taken in Policy SDC4.
10.27. For non-residential development the Council will expect buildings to be designed in line with
BREEAM standards which represent best practice in sustainable design for non-residential buildings.
10.28. Developments exempt from Policy SDC4 will still be required to meet standards for sustainable
construction set out in building regulations and are encouraged where possible to incorporate
measures required through Policy SDC4.
10.29. It is accepted that there may be instances where achieving the requirements of Policy SDC4
will not be financially viable. Where this is the case the Council will expect applicants to set out in the
Sustainable Buildings Statement, by way of a financial appraisal, why the requirements of this Policy
cannot be met.
10.30. It is important that overall energy demand is reduced before looking to alternative methods
of energy generation. Therefore in meeting mandatory carbon reduction targets the Council will
expect developments to be designed in line with the energy hierarchy which seeks to minimise energy
use first.
10.31. Internal space standards have been issued by Government as part of the New National
Technical Standards. There is not however an evidenced need for these to date in Rugby Borough, nor
has the effect of these on viability been considered. As such these are not intended for inclusion in the
Local Plan.
10.32. The Council has an adopted Supplementary Planning Document entitled Sustainable Design
and Construction. This will be revised to set out further guidance on how to demonstrate compliance
with the Climate Change policies in this Local Plan and new National standards.
Policy SDC5: Flood Risk Management
A sequential approach to the location of suitable development will be undertaken by the Council
based on the Environment Agency’s flood zones as shown on the latest Flood Map for Planning and
Strategic Flood Risk Assessment (SFRA). This will steer new development to areas with the lowest
probability of flooding, in order to minimise the flood risk to people and property and manage any
residual risk.
If, following application of the sequential test, it is not possible or consistent with wider
sustainability objectives for the development to be located in zones with a lower probability of
flooding, then the Exception Test can be applied as set out in the NPPF.
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Following the Sequential Test, and if required the Exception Test, development will only be
permitted where the following criteria are met:
•
•
•

That the development does not increase flood risk elsewhere;
Within the site, the most vulnerable development is located in areas of lowest flood risk, unless
there are overriding reasons to prefer a different location; and
Development is appropriately flood resilient and resistant, including safe access and escape
routes where required, and that any residual risk can be safely managed, including by
emergency planning; and it gives priority to the use of sustainable drainage systems.

Land that is required for current and future flood management will be safeguarded from
development. Opportunities to reduce the causes and impacts of flooding should be taken where
possible.
Applicants will be required to demonstrate how they comply with this Policy by way of a site-specific
Flood Risk Assessment (FRA) which is appropriate to the scale and nature of the development
proposed, where the development is:
•
•
•
•
•

In Flood Zone 2 or 3 as defined by the Environment Agency’s Flood Map or Rugby Borough
SFRA;
Minor development and change of use more than 1ha and in Flood Zone 1;
Within 20m of a watercourse;
Adjacent to, or including, any flood bank or other flood control structure; or
Within an area with critical drainage problems.

The FRA must assess the flood risk from all sources and identify options to mitigate the flood risk to
the development, site users and surrounding area.
10.33. The purpose of Policy SDC5 is to direct new development to areas at the lowest risk of flooding
first. It will then be necessary to carry out a sequential test to find the most appropriate site which
carries the lowest level of flooding risk possible, according to the type of development proposed.
10.34. Rugby Borough Council (together with other authorities) has produced a Strategic Flood Risk
Assessment (SFRA), which provides the basis for applying the sequential test. The SFRA includes
mapping of Flood Zones and should be used as a reference and basis for consultation. Additional
information may be obtained by contacting the Borough Council’s drainage engineers. Further
information is also available via the Environment Agency, who have maps of the Flood Zones and also
a Flood Map for Surface Water.
10.35. The flood zones show the level of risk and therefore appropriate uses within them. The flood
zones are; Zone 1, being the low probability zone where all land uses are considered acceptable; Zone
2 which carries medium risk and requires some development to satisfy an exception test, and Zone 3
which has further restrictions and includes the flood plain, which can only be suitable for water
compatible and less vulnerable uses. Table 3: Flood risk vulnerability and flood zone ‘compatibility’ of
the National Planning Practice Guidance provides further details of these.
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10.36. Development proposals that lie adjacent to a canal, river or tributary should ensure that the
natural features and functions of the watercourse and its wider corridor are retained, or where
possible reinstated and that appropriate habitat buffers are established.
10.37. Physical and visual access to watercourses will be promoted where it respects the natural
function of the watercourse and sensitive nature of the river corridor as a whole.
10.38. Where a development site contains areas identified as flood plain, the development layout
design should ensure that no surface water attenuation features are located in Flood Zone 3. There
should be an 8 metre easement to allow maintenance and access to all main rivers and to ensure that
the river corridor is sensitively managed to support environmental infrastructure (including wildlife
corridors) and to protect/improve habitat for Biodiversity Action Plan (BAP) species and/or ecological
networks.
10.39. Finished floor levels for both residential and commercial buildings must be set a minimum of
600mm above the 1% Annual Exceedance Probability (1 in 100 year) plus climate change flood level.
Single-storey residential development will not be permitted in Flood Zone 3 as they offer no
opportunity for safe refuge on upper floors. For developments requiring a Flood Risk Assessment,
further information is available in the national Planning Practice Guidance (MHCLG), which includes a
checklist for site specific assessments.
10.40. Development proposals will take full account of the biodiversity value of watercourses and
river corridors and their role in supporting local ecological networks. Impacts from lighting, noise and
visual disturbances should be avoided or mitigated and opportunities to create, enhance and restore
adjacent habitats for biodiversity will be encouraged.
Policy SDC6: Sustainable Drainage
Sustainable Drainage Systems (SuDS) are required in all major developments and all development
in flood zones 2 and 3. Such facilities should preferably be provided on-site or, where this is not
possible, close to the site, and:
•
•
•
•
•
•

Be designed and located outside the floodplain and to integrate with Green and/or
Infrastructure functions;
Be appropriate for the needs of the site;
Promote enhanced biodiversity;
Improve water quality;
Increase landscape value; and
Provide good quality open spaces.

Infiltration SuDs is the preferred way of managing surface water. The developer will carry out
infiltration tests where possible and a groundwater risk assessment to ensure that this is possible
and that groundwater would not be polluted. Where it is proven that infiltration is not possible,
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surface water should be discharged into a watercourse (in agreement with the Lead Local Flood
Authority (LLFA)) at pre-development greenfield run off rates or into a surface water sewer if there
is no nearby surface water body.
In exceptional circumstances, where a sustainable drainage system cannot be provided, it must be
demonstrated that:
•

•

An acceptable means of surface water disposal is provided which does not increase the risk
of flooding or give rise to environmental problems and improves on the current situation;
and
Contributions will be made to off-site SuDS schemes if located in an area known to suffer
surface water flooding the development should seek to offer a strategic solution.

10.41. SuDS are an approach to managing surface water run-off which seeks to mimic natural
drainage systems and retain water on or near the site, compared with traditional drainage approaches
which can cause problems of flooding, pollution or damage to the environment, and may be not
sustainable in the long term. SuDS involve a range of techniques including soakaways, infiltration
trenches, permeable pavements, grassed swales, ponds and wetlands. SuDS offer significant
advantages over conventional piped drainage systems in reducing flood risk by attenuating the rate
and quantity of surface water run-off from a site, promoting groundwater recharge, and improving
water quality and amenity. Proposals should include details of future maintenance of SuDS.
Warwickshire County Council is the ‘Lead Local Flood Authority’ with responsibility for developing,
maintaining and monitoring a Local Flood Risk Management Strategy in partnership with other
relevant bodies in the area.
10.42. Warwickshire County Council may also introduce its own local standards in addition to
national standards. The County Council also has a duty as the lead flood authority to prepare
preliminary flood risk assessment maps in accordance with the EU Flood Directive.
10.43. Discharge into the Grand Union Canal or the Oxford Canal will require a separate agreement
and licence from the Canal & River Trust and be subject to assessment. Discharging or building
structures such as outfalls into an ordinary watercourse requires consent from Warwickshire County
Council as the Lead Local Flood Authority.
Policy SDC7: Protection of the Water Environment and Water Supply
Developers will be expected to ensure that there is adequate water supply to serve existing and
proposed developments by:
•

Minimising the need for new infrastructure by directing development to areas where there
is a guaranteed and adequate supply of water having due regard to Severn Trent’s Water
Resource Management Plan and Strategic Business Plan as well as the findings of the Water
Cycle Study; and
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•

Ensuring development is in accordance with the Water Framework Directive Objectives and
does not adversely affect the waterbodies’ ability to reach good status or potential as set out
in the River Severn ‘River Basin Management Plan’ (RBMP).

Development will not be permitted where proposals have a negative impact on water quality,
either directly through pollution of surface or ground water, or indirectly through the overloading
of Wastewater Treatment Works. Prior to any potential development, consultation must be held
with Severn Trent Water to ensure that the required wastewater infrastructure is in place in
sufficient time.
Development will not be permitted where the sensitivity of the groundwater environment, or the
risk posed by the type of development is deemed to pose an unacceptable risk of pollution of the
underlying aquifer.

10.44. Severn Trent Water is the appointed water company for the Borough with the responsibility
of providing sufficient quantity and quality of water to meet demand whilst minimising the impact on
the environment.
10.45. Severn Trent’s Water Resources Management Plan outlines the ways in which continuous
supplies can be maintained and expanded to meet the additional demands made by new
developments in the area.
10.46. The Environment Agency has recently reformed its water abstraction management in England
to take account of growing demand and the subsequent threat to the natural environment.
10.47. The Water Framework Directive provides the opportunity to plan and deliver a better water
environment and states that all water bodies must achieve a good ecological status by 2027 at the
latest. It is important that housing growth does not cause detrimental environmental impacts that will
hinder the ability of a water body to meet this target.
10.48. River Basin Management Plans (RBMPs) are plans for protecting and improving the water
environment and have been developed in consultation with organisations and individuals. They
contain the main issues for the water environment and the actions needed to deal with them.

Policy SDC8: Supporting the Provision of Renewable Energy and Low Carbon Technology
Proposals for new low carbon and renewable energy technologies (including associated
infrastructure) will be supported in principle subject to all of the following criteria being
demonstrated:
•

The proposal has been designed, in terms of its location and scale, to minimise any adverse
impacts on adjacent land uses and local residential amenity;
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•
•
•
•
•
•
•

•

The proposal has been designed to minimise adverse impacts (including any cumulative
impacts) on the natural environment in terms of landscape, and ecology and visual impact;
There is no unacceptable impact on heritage assets and their setting;
The scheme maximises appropriate opportunities to address the energy needs of
neighbouring uses (for example linking to existing or emerging District Heating Systems);
For biomass, it must be demonstrated that fuel can be obtained from a sustainable source
and the need for transportation will be minimised;
For proposals for hydropower the application must be supported by a Flood Risk Assessment
and Water Framework Directive assessment;
For wind turbines, the proposed development site is identified as suitable for wind energy
development in a Local or Neighbourhood Plan;
For solar farms proposed on the best and most versatile agricultural land a sequential test
has to be undertaken as outlined in the supporting text to this policy. Where it is proven that
the use of the best and most versatile agricultural land is necessary, conditions may be
applied to an approval to require the land to be restored to its previous greenfield use when
the operation ceases; and
Following consultation, it can be demonstrated that the planning impacts identified by
affected local communities have been fully addressed and therefore the proposal has their
backing.

10.49. National planning policy is clear that planning has an important role to play in supporting the
delivery of new renewable and low carbon energy infrastructure. National Planning Policy is also clear
that local authorities should take a positive approach and applicants should not be required to justify
the overall need for renewable or low carbon energy proposals as it is recognised that even small scale
projects contribute towards cutting greenhouse gas emissions. However it is acknowledged that this
does not mean that the need for green energy overrides environmental protections and the planning
concerns of local communities.
10.50. The delivery of such proposals therefore needs to be carefully managed in the context of the
natural and historic environment and in relation to the impact on local amenity. In balancing these
objectives it is important to acknowledge that the impact of specific technologies will differ and vary
by location. The technical considerations affecting the siting of certain technologies should also be
taken into account. For example biomass requires access to sustainable sources of fuel and, where
necessary, appropriate transport links. For wind turbines, predicted wind resource and information on
air safeguarding are important and, for hydro power, access to adequate and sustainable water
sources are essential.
10.51. Careful consideration will be given to the visual, landscape and ecological impacts of proposals
particularly in the case of large scale technologies. It is recognised that depending on their scale and
design wind turbines and solar technologies, particularly large scale solar farms, can have a negative
impact on the rural landscape. Any proposals in the Green Belt will need to demonstrate that the NPPF
requirements of ‘very special circumstances’ are met in order to justify development.
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10.52. Protecting local amenity is an important consideration which will be given proper weight in
considering proposals. Applicants should demonstrate how the design, siting and location of any
proposal has sought to minimise the impact.
Solar Power
10.53. Large scale solar farms should be focused on previously developed and non-agricultural land.
Where green field sites are proposed it should be demonstrated that the use of any agricultural land
is necessary and where applicable the proposal allows for continued agricultural use. The economic
and other benefits of the best and most versatile agricultural land will be taken into account. Where
significant development of agricultural land is demonstrated to be necessary, areas of poorer
agricultural land should be sought in preference to that of a higher quality. Given that solar farms are
temporary structures, the Council may apply planning conditions to ensure that the land is restored
to its previous green field use in the event that the operation ceases. Specific consideration will be
given to the effect of glint and glare on neighbouring uses and aircraft safety including additional
impacts if the array follows the movement of the sun. Applicants should demonstrate that
opportunities to mitigate landscape and visual impacts have been maximised for example through
screening with native hedges.
Wind Power
10.54. For proposals for wind technology, consideration should in particular be given to safety in
relation to the distance to power lines and buildings, the impact on air traffic, weather radar and the
strategic road network. The Council will also expect the applicant to demonstrate that any cumulative
visual and landscape impacts have been considered. Reference should be made to the Landscape
Capacity Study, carried out in 2008 and updated in 2013.
Hydropower
10.55. In the case of hydro power, the applicant should undertake early engagement with the
Borough Council and the Environment Agency to identify any potential planning issues and any
proposal should normally be accompanied by a Flood Risk Assessment.
10.56. All weirs and dams associated with hydropower schemes will require an Environmental Permit
from the Environment Agency if on a Main River and consent from Warwickshire County Council as
the Lead Local Flood Authority if affecting an Ordinary Watercourse.
Anaerobic digesters
10.57. Projects and developments which use bio-energy will be supported by the Council. The use of
biomass for domestic and small business heating will be encouraged. Bio-energy heat and power
proposals will be assessed using the following criteria:
• Impact of the development proposal on designated biodiversity sites, species and ancient
woodland;
• Brownfield sites, or co-located with other wood processing industries;
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•
•
•
•

Scaled and located to avoid adverse off-site impacts;
Located close to the demand source or adjacent to existing transport corridors;
Minimisation of pollution, such as noise, emissions and odours;
Minimisation of any adverse impact on amenity and existing residential developments.

Policy SDC 9: Broadband and Mobile Internet
Developers of new developments (residential, employment and commercial) will be expected to
facilitate and contribute towards the provision of broadband infrastructure suitable to enable the
delivery of broadband services across Rugby Borough to ensure that the appropriate service is
available to those who need it.
Other forms of infrastructure, such as facilities supporting mobile broadband and Wi-Fi, should be
included, wherever possible and viable.

10.58. The Government is committed to securing a world-class communication system. The
importance of facilitating this through the Local Plans is identified within the NPPF 2012 (para 43) as
well as the Digital Communications Infrastructure Strategy and the Digital Agenda for Europe. At the
time of writing, one of the main barriers to this is the availability of super-fast and ultrafast broadband,
especially in more rural areas and within new developments, in particular those on previously
undeveloped land. The NPPF 2012 recognises the role of advanced, high quality communications
infrastructure in creating sustainable economic growth. The development of high speed broadband
technology and other communications networks will also play a vital role in enhancing the provision
of local community facilities and services and employment.
10.59. Key to this Local Plan is ensuring that new developments deliver broadband services that meet
the ambition of the governments Digital Communications Infrastructure Strategy and the European
Digital Agenda for European. The stated ambition is that ultrafast broadband of at least 100Mbps
should become available to nearly all UK premises.
10.60. The Digital Agenda for Europe promises availability of download rates of 30 Mbps for all of its
citizens and at least 50% of European households subscribing to internet connections download rates
above 100 Mbps by 2020.
10.61. Specific regard should be given to the delivery of new infrastructure to support mobile internet
within Conservation Areas or on/adjacent to heritage assets. Such infrastructure should not be
intrusive and should not have a negative impact on the character, integrity or setting of such assets
and/or areas.
10.62. In terms of actual connections and intended providers, applicants should engage with network
providers from the outset to ensure the needs of the service (including new ducting) can be introduced
alongside other on-site infrastructure works as part of new developments to ensure the most efficient
and viable approach is taken to securing connectivity.
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10.63. This approach should be clearly identified within the Planning Statement that supports a
relevant planning application. Every opportunity to future proof broadband provision and
infrastructure should also be taken. This should ensure that ducting can be utilised to support ever
increasing broadband speeds and cabling with minimum disruption to the highway network.
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11. CHAPTER 11: DELIVERY
11.1. National policy is clear that development which is identified in the Local Plan must be
deliverable, paying particular regard to viability. Therefore, sites and scale of development should not
be subject to obligations or policy burdens which would threaten the viability of development.
11.2. This chapter details the necessary infrastructure and delivery requirements of both allocations
and windfall developments that may come forward through the life of the Local Plan. It is essential
that future development is supported by all forms of sustainable transport and which mitigate against
impacts identified.
Policy D1: Transport
Development will be permitted where sustainable modes of transport are prioritised and
measures designed to mitigate transport impacts arising from either individual development
proposals or cumulative impacts caused by a number of proposals are provided. Proposals should
have regard to the Sustainable Transport Strategy.
All large scale developments which result in the generation of significant traffic movements,
should be supported by a Transport Assessment and where necessary a Travel Plan, to
demonstrate practical and effective measures to be taken to mitigate the adverse impacts of
traffic. It must consider:
•
•
•
•
•

The impact of the proposal upon existing infrastructure;
How the site will connect safely to public transport;
Safe and convenient access to pedestrians and cyclists;
Potential impact of heavy goods vehicles accessing the site, including during construction:
and
The entering into of bus and/or freight partnerships with the County Council and/or third
parties.

Smaller scale development must also be accompanied by a Transport Statement which should
address:
•
•
•

Opportunities for sustainable transport to serve the proposed development;
Whether safe and suitable access to the site can be achieved; and
Whether improvements can be undertaken that cost effectively mitigate the impacts of the
development.

Proposals should be considered in the light of the transport mitigation measures identified in the
Infrastructure Delivery Plan, and other localised impacts as identified in the transport assessments
and statements.
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11.3. Road traffic can have a significant negative impact on the environment in particular through
the effect on air quality, noise, vibration and climate change. It is also linked to associated health
problems. Unchecked growth of road traffic can lead to congestion and impinge on the achievement
of the economic, social and environmental objectives within this Local Plan. It is important therefore
that major development proposals provide measures to reduce the impact of vehicular movements,
including realistic, safe and easy alternatives to the private car.
11.4. Transport Assessments, prepared in line with national guidance, are required alongside
planning applications for major development to demonstrate that they contribute positively to the
objectives of this Local Plan. Transport Assessments will be required for all large developments.
11.5. Transport Assessments will also be required for development that forms part of a larger
development area that requires access to a common transport corridor and for development that is
likely to have a cumulative impact in conjunction with other development proposals included within
this Local Plan. Transport Assessments will also be required where due to its location the development
could have a significant impact in transport terms.
11.6. National guidance states that a Transport Statement may be required for developments that
have relatively small transport implications; this will be decided on a case by case basis and should be
discussed as part of pre-application enquiries. Where proposals are likely to have an impact on the
trunk road network, Highways England should be consulted to establish what level of transport
appraisal is appropriate.
11.7. Where possible, mitigation measures will be linked with the contents of a Travel Plan. The
Travel Plan is a strategy for reducing travel demand in order to minimise the number of motor vehicles
visiting a development. It will consider the traffic implications of journeys to and from the
development and set targets for travel by means other than the private car.
11.8. Travel Plans will be required for all non-residential developments in line with national
guidance or any subsequent revisions or replacement guidance. They should ideally form part of the
Transport Assessment and be submitted alongside the planning application. Development proposals
in areas where public transport is limited, e.g. where services operate with frequency levels of less
than one an hour, may also be required to submit Travel Plans. Furthermore, the significant
development of education facilities will be expected to produce a Travel Plan.
Policy D2: Parking Facilities
Planning permission will only be granted for development incorporating adequate and satisfactory
parking facilities including provision for motor cycles, cycles and for people with disabilities (or
impaired mobility), based on the Borough Council’s Standards included at Appendix 5 of this Local
Plan.
Electric and/or hybrid vehicle charging points are required to be provided as part of development
as outlined in Appendix 5 unless it can be demonstrated that it is financially unviable.
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11.9. The provision of car parking needs to be carefully balanced to ensure that sufficient provision
is made to meet needs. Less provision may be needed where there is good public transport provision,
easy access to shops and services and opportunities for walking and cycling which in turn promotes
healthier lifestyles. Achieving this balance is crucial as failure to provide sufficient parking can lead to
indiscriminate parking that not only looks unattractive but can be unsafe or lead to neighbour
disputes. The NPPF has introduced greater flexibility to take account of the particular nature and
setting of development.
11.10. The need for flexibility is appreciated and the importance of local factors in determining the
level of car parking provision is recognised. These relate to the need to revitalise an area, the extent
to which an area is environmentally sensitive, to the availability of infrastructure for cyclist and
pedestrians, and the availability of public parking facilities.
11.11. The value of cycling as a sustainable mode of transport is appreciated and the standards in
Appendix 5 contain minimum levels of cycle parking provision for different land uses, to encourage
this mode of travel. Guidance for the parking of cars, motor cycles, heavy goods vehicles, provision for
people with disabilities and electric charging is also included. Further guidance on the standards and
how they are applied is included in the Planning Obligations SPD.
Policy D3: Infrastructure and Implementation
The delivery of new development will be dependent on sufficient capacity being available in existing
infrastructure and/or measures being proposed to mitigate its impact. Where this cannot be
demonstrated permission for new development will only be granted where additional capacity can
be released through new infrastructure, or better management of existing infrastructure.
Developer contributions may be sought to fund new infrastructure when required to mitigate
development impacts and a programme of delivery will be agreed before development can take
place.
Proposals should be considered in the light of the mitigation measures identified in the
Infrastructure Delivery Plan.

11.12. It is essential that new development is supported by the infrastructure it needs to function,
and that new development does not increase pressure on existing infrastructure. Where development
requires it the Council can require infrastructure provision as detailed in the IDP (subject to tests in
the NPPF), that the developer and/or landowner contributes to, as long as such requirements do not
render the scheme unviable.
11.13. The infrastructure required will vary from site to site. The type of infrastructure may include,
but not be limited to the following areas:
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Education
11.14. Warwickshire County Council (WCC) Education identifies, as part of the planning application
process, education impacts when there is currently very limited available capacity across many of the
town’s primary schools. Further housing development, resulting from population growth, will create
additional requirements and as a result additional school places (through the extension of existing
schools or provision of new schools) will need to be provided. However, WCC Education has also
indicated that over time the impact will also be felt on secondary schools. As a result, consideration
will need to be given as to whether it is also appropriate/necessary to seek additional financial
contributions towards secondary school places. The Council is continuing to work with WCC Education
to ensure that the Infrastructure Delivery Plan will identify the necessary education provision required
to support the housing allocation proposed through the Local Plan.
11.15. It is anticipated that capacity will be provided off-site within existing secondary schools in
Rugby to meet the need arising from the allocation at Coton Park East (DS3.1 as shown on the Policies
Map). However as a safeguard an area of 8.5ha land is being reserved on the Coton Park East allocation
site for a combined primary and secondary school. The reserved land will be held for a period of 1224 months as outlined in Policy DS7.
Transport mitigation (including both public transport and cycling and walking facilities)
11.16. The Council will continue to work closely with WCC Highways and Highways England in
developing evidence necessary to identify impacts to the existing highway network and the measures
required to mitigate those impacts. This Local Plan is supported by a comprehensive multi modal
transport package and the Council has also worked with WCC Highways to ensure necessary public
transport, cycling and walking facilities form part of the IDP wherever they can be utilised instead of
the private car.
Water Supply
11.17. The Council has undertaken a Water Cycle Study. Its findings are reflected in the IDP and
policies.
Health
11.18. Rugby Borough Council has worked closely with NHS Public Health and the Coventry and
Rugby Clinical Commissioning Group to identify any gaps in GP or Secondary Health Care provision
within the Borough, and the infrastructure required to address these gaps is outlined in the IDP.
Policy D4: Planning Obligations
Where it is not possible to address the unacceptable impacts of development through planning
conditions, a legal agreement or planning obligation may be required in line with the Community
Infrastructure Levy (CIL) Regulations 2010 (as amended).
In the first instance infrastructure contributions will be sought on-site. However where this is not
possible an off-site (commuted) contribution will be negotiated.
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The type, amount and phasing of contributions sought from developers will be necessary to make
the development acceptable, directly related, and fairly and reasonably related in scale and kind
to the development proposed. The capacity of existing infrastructure and community facilities and
the effects of obligations on the financial viability of development may also be relevant
considerations.

11.19. Planning Obligations are key to ensuring that the impacts of development are mitigated
against where infrastructure needs arise from development. The delivery of the required
infrastructure is dependent on partnership working between a variety of public and private sector
agencies. Through such partnerships it is intended that the Local Plan will inform the investment
strategies of key agencies.
11.20. Planning obligations should only be used where it is not possible to address the unacceptable
impacts of development through a planning condition. Planning obligations should only be sought
where they meet the tests set out in the NPPF: to ensure that the obligation is necessary to make the
development acceptable in planning terms, is directly related to the development, and is fairly and
reasonably related in scale and kind to the development, as well as being CIL compliant. Examples of
obligations that could be appropriate as mitigation include education, affordable housing, transport,
biodiversity, health, and community facilities.
11.21. The Council intends to introduce a ‘Community Infrastructure Levy’ which would apply a flat
rate contribution for infrastructure for larger developments. The timetable for production is contained
within the Local Development Scheme. In the meantime contributions will be secured through the use
of planning obligations, where compliant with the CIL Regulations, 2010 (as amended).
11.22. It is important to emphasise that a proposal, which is generally unsatisfactory in planning
terms, cannot be justified by other benefits that do not satisfactorily address the planning concerns.

Policy D5: Airport Flightpath Safeguarding
The Council will safeguard the Coventry airport flight paths and the Daventry (Pailton) radio
technical site as indicated in Appendix 6, in accordance with the requirements of the civil aviation
authority.

11.23. There are no airports in the Borough. However, the approach flight paths to Coventry Airport
cross the Borough and the Daventry (Pailton) Radio Technical Site is located near to the M6. The
Borough Council will consult Coventry Airport, the Civil Aviation Authority and National Air Traffic
Services (NATS) as appropriate in respect of any development proposals that may encroach upon the
efficiency and safety of these zones.
96

97

APPENDIX 1 IMPLEMENTATION AND MONITORING FRAMEWORK

98

Appendix 1: Implementation and Monitoring Framework:
1. Monitoring is essential to establish what is happening now and understanding what may
happen in the future. It is also important in determining what needs to be done in order to
achieve set objectives. Local Plans need to be continually reviewed and revised, partly to be
able to assess the success of the Plan and partly to ensure components of the Plan are updated
to reflect changing circumstances nationally, regionally and locally.
2. The Council will produce and publish an Authority Monitoring Report containing information
on the implementation of the Local Development Scheme and on the extent to which policies
set out in the Local Plan are performing.
3. The table below shows a set of indicators and targets related to the policies of the Local Plan.
Further development plan documents will contain their own indicators and targets and the
results will be brought together in the Authority Monitoring Report
4. The AMR will also contain an annual update and progress assessment of the Infrastructure
Delivery Plan (IDP). The IDP is seen as an evolving document that will require continual change
in order to be both effective and reflective of the progress made towards infrastructure
delivery over the life of the Local Plan.
Policy
GP1
GP2
GP3
GP4
GP5
DS1

DS2

DS3
DS4
DS5
DS6

Indicator

Target

GENERAL PRINCIPLES
Monitor number of applications determined To be monitored through annual
and decision outcome.
trends.
No indicator identified.
Monitor number of dwellings completed on
To be monitored through annual
Previously Developed Land.
trends.
No indicator identified.
No indicator identified.
DEVELOPMENT STRATEGY
To monitor the completion of new homes
12,400 (minimum) homes completed
and new employment land and report
by 2031.
annually through the AMR.
540 completed annually between
2011/12 and 2017/18.
663 completed annually between
2018/19 and 2030/2031.
110ha of employment land by 2031.
7.3 ha of employment land per annum
until 2031.
Monitor the supply, delivery and type of
The completion of 65 pitches (5
Gypsy and Traveller Pitches and report
transit) between 2014 and 2034.
annually through the AMR.
Monitor the supply and delivery of allocated
sites and report annually through the AMR.
Monitor the supply and delivery of allocated
sites and report annually through the AMR.
No indicator identified.
No indicator identified.
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DS7
DS8

DS9
H1
H2

Monitor the supply and delivery of allocated
sites and report annually through the AMR.
Monitor the supply and delivery of allocated
sites and report annually through the AMR.
To adopt Supplementary Planning Guidance
for the South West Rugby Masterplan.
No indicator identified.
HOUSING
No indicator identified.
Monitor the supply, delivery and type of new
affordable homes and report annually
through the AMR.

Adopt in 2019.

20% affordable homes on Previously
Developed Land.
30% affordable homes on Greenfield
sites.

H3
H4
H5
H6

ED1

ED2

ED3
ED4
TC1
TC2

TC3

HS1

Monitor the number of relevant applications 100%
each year that contribute the full X%
affordable housing contribution.
No indicator identified.
Monitor sites brought forward as Rural
To be noted when development
Exception sites.
comes forward.
No indicator identified.
Monitor the supply, delivery and type of new To be monitored through annual
Care Homes, Supported Housing, Nursing
trends.
Homes and Older Persons accommodation
and report annually through the AMR.
ECONOMIC DEVELOPMENT
Monitor the loss of employment land to
To be monitored through annual
alternative uses and report annually through trends.
the AMR.
Monitor the supply and delivery of
7ha of employment land per annum
employment uses and report annually
until 2031.
through the AMR.
No indicator identified.
No indicator identified.
RETAIL AND THE TOWN CENTRE
No indicator identified.
Monitor the supply and delivery of new retail Completion of 12,010sqm of
premises, the mix of retail premises and the
comparison floorspace and 1,513sqm
levels of vacancy and report annually
of convenience floorspace by
through the AMR.
2030/31.
Monitor the number and distribution of uses No more than 40% non-A1 uses within
in the Town Centre.
the Primary Shopping Frontage.
To identify concentrations of uses
where present and to establish the
vitality and viability of the Town
Centre.
HEALTHY, SAFE AND INCLUSIVE COMMUNITIES
No indicator identified.
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HS2
HS3

HS4

HS5

NE1
NE2

NE3
SDC1

SDC2
SDC3

SDC4

SDC5

SDC6

SDC7
SDC8
SDC9

D1

Monitor the number of relevant applications
each that submit a HIA.
Monitor the change of use of any local
community facility, shop or service and
report annually in the AMR.

100% of relevant applications.

Monitor the delivery of new open spaces
against the open space standards.

To be monitored through annual
trends.

Monitor the loss of open spaces.

To be monitored through annual
trends.

To be monitored through annual
trends.

To adopt Supplementary Planning Document
relating to Air Quality Management.
Adopt in 2019.
NATURAL ENVIRONMENT
Monitor the number of designated
To be monitored through annual
biodiversity and geodiversity assets.
trends.
Monitor the delivery of new green
Where Management Plans are
infrastructure.
required for a site, relate to Green
Infrastructure strategies.
No indicator identified.
SUSTAINABLE DESIGN AND CONSTRUCTION
Monitor the density of new development
To be monitored through annual
and report annually through the AMR.
trends.
Number of buildings built each year above
required building standards for energy
efficiency.
No indicator required.
Monitor the number of listed and locally
listed buildings that appear on the at risk
register nationally and locally.
Monitor the number of dwellings that meet
the required water efficiency target.

To be monitored through annual
trends.

Monitor the number of non-residential
buildings that achieve the required standard.
Monitor the amount of homes and
employment land delivered within Flood
Zones 2 and 3.
Monitor the number of SuDs schemes
brought forward as part of new
development.
No indicator identified.
Monitor the delivery of renewable and low
carbon energy sources in the Borough.
Monitor the number of homes with
superfast and ultrafast broadband access.
DELIVERY
Monitor details of Transport Assessments
submitted as part of development proposals.

BREEAM very good, as a minimum.
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To establish a trend and status of
buildings.
100% of dwellings to meet the
building regulations requirement of
110 litres of water/person/day.

Check locations of annual
completions.
To be monitored through annual
trends.

To be monitored through annual
trends.
To be monitored through annual
trends.
Identify trends in transport data.

D2

Monitor the number of applications
approved that meet the parking standards.

D3
D4

No indicator identified.
Monitor the number of applications each
year that secure planning obligations.
To monitor the amount of secured financial
contribution to infrastructure each year.

D5

To monitor the amount of money spent on
new infrastructure schemes each year.
No indicator identified.
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Majority of applications approved will
be in accordance with parking
standards policy, although there may
occasionally be an exception to be
noted.
To be monitored through annual
trends.
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Completions
Land at Leicester Road
(R13/1609 87 dwellings)
Land south of Technology
Drive (R15/2074)
Cawston Grange
(R04/1118/2137/B)
Former Warwickshire College
Site (R14/2229)
Coton House (R12/1353)
Former Bilton Social Club
(R15/2047)
Ridgeway Farm, Ashlawn Road
(R15/2239)
Williams Field - Cawston
Extension (R15/0540)
Land at Homefields,
Dunchurch (R15/0507)
Rugby Radio Station
(R11/0699)
Back Lane South (R12/1188)
Former Ballast Pits (R14/1641)
Newbold Farm (R14/2369)
Tithe Farm, Montilo Drive
(R13/1081)
Cawston Lane Bellway
(R11/1521)
Cawston Lane Ashberry
(R11/1521)
Cawston Extension William
Davis (R11/0114/R16/1721)
Cawston Extension Linden
Homes (R11/0114/R16/1780)
Former Bilton By-pass land
west of Ivy Grange (R16/0658)
Grange Farm Cottage Coventry
Road (R12/1947)
263- 273B HILLMORTON
ROAD
8 Hall Road, Wolvey Hall,
Wolvey, LE10 3LG (R14/1897)
Land rear of 22 The Green,
Bilton (R16/1722)

201112
338

201213
456

201314
448

201415
425

201516
534

201617
376

201718

201819

201920

202021

202122

202223

202324

202425

202526

202627

202728

202829

202930

203031
TOTAL

6
81

6
49

49

49

3

231

8
40

8
23

63

34

34

5

5

35

50

85

36

36

26

22

71

166

228

37
30

45
46

30

9

4

34

106
48
239

240

240

240

240

240

240

240

240

240

240

3104
112
76
13
3

3

13

41

62

27

31

35

41

13

58

86

27

20

52

52

52

143
107
184
52

18

246

14

14

10

10

2

2

6

6

5

5
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Rear of 44-50 Hilmorton Road,
CV22 5AD (R15/1190)
Webb Ellis Industrial Estate
Woodside Park (R16/0659)
Webb Ellis Business Park (Prior
Approval)
41 Wood Street (R15/1911)
Eden Park (Gateway SUE
R10/1272)
7 Market Place, CV21 3DY
(R15/0787)
Gateway Phase R4 (R15/2329)
Dipbar fields, Dunchurch
(R13/0690)
Land adjacent to 4 Princes
Street (R13/0984 R14/0423)
9 Railway Terrace (R13/0340)
69 TEMPLE STREET (R15/0091)
Clifton Road Car Sales
(R15/2528)
Former Imperial Hotel, 165
Oxford St (R15/2257)
The Stables, Green Lane,
Brinklow, Rugby (R16/0960)
The former Vault Nightclub &
rear of 61, 64/65, 66 & 68
Church Street Rugby
(R16/2423)
83-85 Claremont Road, Rugby
(R16/2312)
Newton Lane, Newton
(R14/1658 )
26 Lawford Lane (R15/1448)
61 Lower Hillmorton Road
(R15/1412)
Colehurst Farm, Colehurst
Lane (R17/0088)
Land adjacent 15 Parkfield
Road, Newbold (R14/2338)
50 - 52 Regent Street
(R17/0513)
Land South of Coventry Road
and North of Lime Tree
Avenue (R15/1816)
Land at Lower Hillmorton Road
(part of the former college
site)
Wharf Farm (R15/1702)

5

5

44

44

15

15

6

6

30

75

80

80

80

80

80

80

80

80

80

10
10

40

2

907
10

40

32

26

30

122
30

86

6

6
14

14
7

6

6

14

14

7

7

7

5

20

80

5

6

6

20

40

6

6
6

6

8

8

15

15

12

12
30

60

60

150

17

17
30
105

40

40

40

40

40

40

40

40

30

380

Windfalls
TOTAL TRAJECTORY

338

456

448

425

534

376

45

45

45

45

45

45

45

45

45

45

45

45

45

45

630

596

889

924

681

550

423

405

405

405

405

405

395

365

287

9712
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201112

201213

2013- 201414
15
PHASE 1

201516

201617

201718

2018- 201919
20
PHASE 2

Pre-adoption

Past Completions at time of
adoption (Net)
Anticipated Completions pre
adoption
Shortfall/Surplus against 540
dwellings per annum
Total Shortfall/Surplus
Annualised Requirement

338

456

448

425

202021

202122

202223

2023- 202424
25
PHASE 3

202526

202627

202728

663

663

663

2028- 202929
30
PHASE 4

203031

1st Five Years of adopted plan

534

376
596

-202
540

-92

540

-607
540
540
448

425

-6

-164

56

540

540

540

534

376

596

663
889

663

663

663

663

663

663

663

663

405

405

405

405

405

395

365

30

50

100

100

100

100

100

100

100

20

800

80

80

80

80

80

80

80

80

80

10

860

Homestead Farm (WCC)
Land South Of Dunkleys Farm
(WCC) (CTF, CTF E, CTF W)
Land South of Montague Rd
(TW)
Land South of Montague Rd (RE
& Sworders)

30

40

40

40

40

40

40

40

40

30

40

40

40

40

40

40

40

40

10

30

30

40

40

40

40

Coventry Road (G)

30

40

40

40

25

80

10

Deeley Land (DBS)
Land West of Cawston Lane
(WCC)

350
40

40

430
40

Land West of Cawston Lane (G)
Land South of Alwyn Road (TW)
Land North of Dunkleys Farm
(WCC)

287

TOTAL
9712

423

50

924

663

550

South West
Bilton Fields, Ashlawn Road
(MP)

456

-115

681

Current Housing Trajectory
Proposed Allocations
Coton Park East Expansion

338

-84

40

30

260
175

30

40

70

40

40

40

40

40

40

40

30

40

40

40

40

40

5

30

40

40

40

40

40

30

40

40

40

5

30

40

40

40

40

40

40

370
235

40

40

310
155

40

40

40

310

Cawston Spinney (DBS)
Main Rural Settlements
Allocations
Wolvey

50

50

100

Stretton on Dunsmore

30

45

75

107

Ryton on Dunsmore
Binley Woods

25

50

75

30

45

75

Wolston

15

Long Lawford

75

TOTAL TRAJECTORY

338

456

448

425

534

376

596

939

15
75

1004 1146 1145

108

150

833

915

960

945

895

830

780

555

447

14567
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Rugby Borough Publication Local Plan Infrastructure Delivery Plan
1. Introduction
The Rugby Borough Local Plan will guide development up to 2031, and will eventually replace the
current Development Plan which is formed by the Rugby Borough Core Strategy adopted in 2011 and
Saved Local Plan Policies 2006. The new Local Plan contains a Vision and a Development Strategy that
sets out how the Council would like Rugby Borough to develop up to 2031. The Local Plan sets out
plans and policies which provide for the needs of the area, addressing climate change and achieving
high quality design, good accessibility and community involvement.
The Infrastructure Delivery Plan – hereinafter referred to as the IDP - will seek to establish what
additional infrastructure and service needs are required to support and accommodate the level of
development and growth proposed in the Local Plan. Rugby Borough Council is planning to provide
land for the delivery of a minimum of 12,400 new homes between 2011 and 2031, together with
approximately 110 Ha of employment land over the same period of time. The Local Plan identifies
strategic allocations at Coton Park East and South West Rugby which allocated together with the Core
Strategy allocations of Gateway Rugby (now called Eden Park) and Rugby Radio Station (now called
Houlton), will accommodate the majority of the planned new growth.
2. Approach and Collaboration
This IDP has been developed as a result of extensive dialogue and consultation with infrastructure and
service providers. The IDP will help ensure that the additional infrastructure and services that are
needed are identified and delivered in a timely, co-ordinated and sustainable way. It will be a
mechanism for improving delivery of facilities and services for the benefit of local communities and
will provide a robust framework that will support bids for funding and assist decision making.
Throughout the process of plan preparation the council has been working closely with infrastructure
providers to build up a picture of the infrastructure requirements to support the proposed growth in
the Borough, such as:
• Warwickshire County Council
• Coventry and Rugby Clinical Commissioning Groups
• NHS Property
• NHS England
• University Hospital Coventry and Warwickshire
• Warwickshire Police
• Warwickshire Fire and Rescue
• National Grid
• Highways England
• Environment Agency
• Severn Trent (ongoing, through the production of the Water Cycle Study)

What is infrastructure?
This IDP uses the term ‘infrastructure’ in its broadest sense to mean any service or facility that
supports Rugby and its population. It includes, but is not restricted to the following:
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•
•
•
•
•
•
•
•
•
•
•

Transport: highways, rail, bus, cycling, and pedestrian,
Education: nursery and pre-school, primary, secondary, further, higher, and adult education.
Energy: gas and electricity generation and provision.
Water: supply, wastewater and surface water drainage, flood defences and flood risk
management.
Information and communications technology: telecommunications, broadband and cable
television.
Health: hospitals, health centres/GP surgeries, dental practices, pharmacies and hospices.
Green Infrastructure and open space: amenity green space; children’s play areas, outdoor sports
playing pitches; parks and gardens; natural and semi natural green space; and allotments
Emergency services: police, fire service and ambulance.
Community services: libraries and community centres,
Affordable housing.
Waste management: refuse collection and disposal, recycling.

While the term infrastructure is very broadly defined, this does not mean that this IDP seeks to cover
in detail all of the above items. That would make the process unmanageable. This IDP seeks to give a
broad overview of the way certain infrastructure is planned and the agencies involved in its delivery.
It also looks in more detail at costs and likely funding mechanisms for some items of infrastructure, in
particular those that are critical to delivering the new Rugby Local Plan.
The key infrastructure projects are those required to accommodate the quantum and distribution of
development that is being proposed in the Local Plan. The schedule highlights uncertainties
surrounding funding and delivery, and will therefore impact upon the amount, distribution and
phasing of development in the Local Plan. The schedule will also inform the development of the
Regulation 123 List which will comprise part of the Community Infrastructure Levy - hereinafter
referred to as the CIL.
The National Planning Policy Framework (the Framework) sets out a ‘presumption in favour of
sustainable development’ and the government is committed to ensuring that the planning system
supports sustainable economic growth. This means that the planning system should encourage, not
act as an impediment to, sustainable growth.
Planning Positively for Infrastructure
It is crucial that the Local Plan and the IDP are written positively so as to enable the level of growth
and infrastructure required in the Borough to meet the objectives, principles and policies of the
Framework. One of the core planning principles set out in paragraph 17 of the Framework 2012 is that
planning should drive and support sustainable economic development, and this includes the delivery
of infrastructure.
Specifically, Local Plans should include strategic policies for the provision of transport infrastructure,
telecommunications, waste management, water supply, wastewater and flood risk. The council should
work with other authorities and infrastructure and service providers to assess the quality and capacity
of this infrastructure and take account of the need for strategic infrastructure within their areas.
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Paragraph 20 of the Framework also requires strategic policies for the provision of health, security,
community and cultural infrastructure and other local facilities. To deliver these facilities, paragraph
92 says that planning policies and decisions should plan positively for the provision of shared
community facilities and other local services to enhance the sustainability of communities and
residential environments.
3.

Dialogue with Infrastructure Providers and policy requirements

As the Local Plan progresses towards Examination in Public and subsequent adoption, more detailed
information will be available from infrastructure and service providers to support the strategic
allocations within the plan. This infrastructure planned within the plan period up to the year 2031, is
identified in the Infrastructure Delivery Schedule set out within this document.
The following section provides a summary of the discussions held with infrastructure providers to
date. The IDP also highlights infrastructure that will be required as a result of policy requirement
contained within the Local Plan Publication Draft.
Transport
Highways England (HE) is responsible for operating, maintaining and improving the strategic road
network in England on behalf of the Secretary of State for Transport. The council needs to
demonstrate that the proposals in the Local Plan will not have a significant detrimental impact on the
strategic road network.
Warwickshire County Council (WCC) is the Highway and Transport Authority for Rugby Borough and is
responsible for the local highway network. As such work to identify the transport infrastructure
required to support growth allocated through the local plan has been led by Warwickshire County
Council through the production of the Warwickshire County Council Rugby Borough Local Plan
Strategic Transport Assessment Modelling Analysis and Overview, September 2016.
The transport infrastructure required to support growth to 2031 includes strategic infrastructure
onsite at South West Rugby, through delivery of an all traffic route connecting the A426, A45/M45
and A4071/Coventry Road. This will be supported by improvements to Dunchurch crossroads.
Mitigation required to support growth to the north of Rugby town, largely as a consequence of Coton
Park East includes mitigation to various junctions along the A426.
As each scheme is advanced in partnership with WCC Highways, HE and site promoters, the detail of
the necessary mitigation, including costs and funding, will be progressed. This will include
confirmation of the proportion of strategic scheme costs to be met by each development as set out in
the IDP schedule. This will also include the smaller scale highway mitigation. Beyond the transport
mitigations identified in this IDP to support the delivery of the Local Plan, the Council are working with
WCC highways to identify additional measures that could have wider benefits to the network
particularly surrounding the Town Centre.
The IDP also contains comprehensive pedestrian and cycling network provision onsite for the strategic
allocations, connecting to the key services, including schools and also to connect to the existing
networks. As with highways infrastructure, the creation of new or enhanced pedestrian and cycle links
112

will generally be funded as part of the development package where they relate to specific sites, or
with a contribution from CIL if they deal with the cumulative impact of a number of developments.
The council will liaise with WCC to determine what infrastructure upgrades could be facilitated
through developer funding and other measures so that the proposed strategic and non-strategic sites
have appropriate access to sustainable transport.
Local pedestrian and cycle links, will generally either be negotiated as part of a S106 (if the need can
be linked to a particular development), or they may be identified through the Neighbourhood Plan
process.
Warwickshire County Council has indicated the need for and the benefits of an additional railway
station serving Rugby. Network Rail has forecast that rail demand in Rugby will double by 2043.
Although Rugby Station itself is well equipped to support such growth, the stations surroundings are
considered to be a constraint on supporting growth. Rugby Parkway Railway Station- proposed for
land to the south of the A428 Crick Road, opposite the former Rugby Radio Station- is required to
ensure Rugby has the connectivity necessary to secure the long term economic and residential
development of the area, served by sustainable modes of transport. The proposal will have considered
benefit in reducing car dependence and addressing improving air quality in the Borough. The project
will be funded by Warwickshire County Council and the Department for Transport.

Education
Education provision within Rugby town is extremely pressured and evidence produced by
Warwickshire County Council demonstrates there is no additional capacity within the town.
Consequently the strategic allocations to Rugby town include onsite education provision to be phased
against the growth of development. The largest of the allocations, South West Rugby will have onsite
provision of an 6-8 form entry secondary school, which will be co-located with a primary school that
will be two form entry. In addition there will be a further two primary schools that will also be two
form entry.
The extension to the north of Rugby town, at Coton Park East, will also have an onsite primary school
of two form entry. A site of 8.5ha will be reserved within the Coton Park East allocation for a period
of 12-24 months for a new combined primary and secondary school. This will be defined within the
Coton Park East Masterplan SPD and is supported by the Statement of Common Ground (SoCG)
between Warwickshire County Council and AC Lloyd.
In addition to onsite education provision, the smaller allocations at the Main Rural Settlements will
also generate a need for additional education provision. For the Main Rural Settlements the short
term/immediate impact of a development on primary provision in these settlements is likely to be the
need for the Education Authority to transport pupils to the next nearest school with places in the
required year group. In the longer term there may need to be some changes in transport
arrangements/routes for those on the periphery of priority areas. Temporary or permanent
accommodation may need to be an option in some areas such as Wolvey and Long Lawford. Long
Lawford needs additional accommodation to meet current demand and therefore without the
currently proposed expansion of the school, further development will add to this requirement to
provide additional pupil places in Long Lawford or elsewhere.
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There will also be a need for off-site contribution towards secondary school provision to support this
combined growth.
The off-site secondary school contributions sought from the Local Plan allocations will reimburse the
Education Funding Authority (EFA) who are funding the cost of a new build secondary school in the
south of Rugby Town. This is as a result of Ashlawn School securing permission from the Department
for Education to open a new school. The EFA are currently in the process of identifying and securing
the site for the school. Alongside this, a financial contribution, where appropriate, will be required to
support pupil transportation for those sites which will not deliver on-site secondary school provision.
Primary and Acute Health Care Infrastructure
This section is informed by evidence provided by the Coventry and Warwickshire CCG, NHS England
and University Hospital Coventry and Warwickshire, through ongoing and positive dialogue.
Primary
The CCG response highlighted that using an average occupancy of 2.4 people per home and an average
list size of 1,750 registered patients per whole time equivalent GP, each of the main rural settlements
identified for growth (based on Local Plan Preferred Option proposal of 100 dwellings each) will need
an additional 0.14 whole time equivalent GP, equivalent to one session a week. It was identified that
the GP practices in Stretton-on-Dunsmore and Wolston can accommodate the very small increase in
demand at those locations and the remaining additional patients can also be served by the existing GP
infrastructure. Therefore no need for the development of new GP premises to provide services to the
residents of the new homes planned in the main rural settlements has been identified.
For South West Rugby the CCG highlighted that there are two GP practice premises located close to
the allocation that do not have the capacity to provide services to the number of residents of the
planned houses and do not have space to expand. New premises will therefore be required to meet
this additional demand from the South West Rugby allocation, either for a new practice or to
accommodate one or both of the existing practices. In the plan period, the infrastructure that will be
required to provide Primary Care Medical Services to the additional population from South West
Rugby is a healthcare facility of 381sq m and the estimated cost of providing this is £1,452,735.
Assuming the development of the entire site, this facility will need to expand to 836 sq m, the total
cost of which is estimated at £3,008,495. An appropriate site will therefore need to be made available
within the South West Rugby development area to accommodate a facility of this size and financial
contributions will be sought from developers to meet the construction costs.
For the Coton Park East development a new healthcare facility is planned to be developed at
Brownsover which means that there is no need for further GP premises development to provide
services for the new residents. Contributions should be sought from the site towards the new
provision at Brownsover.
Acute Health Care
This section and the acute health care infrastructure identified in the Infrastructure Delivery Schedule
are based on the infrastructure request produced to Rugby Borough Council by University Hospital
Coventry and Warwickshire (UHCW), in September, 2016, as part of a positive ongoing dialogue.
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UHCW is the major provider of acute services to the population of Coventry City and Rugby Borough
at the Hospital of St Cross and University Hospital Coventry. This provider offers tertiary services
(including cancer, transplant and major trauma) to patients across Warwickshire and beyond. UHCW
provides a wide range of planned and emergency services to patients across its two hospital sites in
Coventry and Rugby. These hospitals are now operating at full capacity and additional healthcare
infrastructure will be needed to cope with the impact created by future housing development.
UHCW has considered the anticipated housing growth for Rugby Borough and looked at the overall
impact of the proposed increase in households to develop a strategy that will serve the future
healthcare needs of the growing population. The identified infrastructure will be required to meet the
needs of the future populations of the new developments allocated through the Local Plan. The acute
infrastructure request contained in the Infrastructure Delivery Schedule reflects the additional
demands on healthcare that cannot be accommodated within existing infrastructure arising from the
growth in housing in the Borough.
Police
The infrastructure detailed below and contained within the Infrastructure Delivery Schedule is based
on the Police response to the Preferred Options consultation, December 2015. This is part of an
ongoing positive dialogue. Whilst national and local funding will continue to cover police salary and
maintenance costs, there is insufficient funding to provide the infrastructure required to support the
development growth within the Local Plan. Warwickshire Police consider that the associated
infrastructure costs arise directly as a result of the development growth proposed and that funding
for the police under Section 106 is therefore both necessary and justified.
For development on the scale proposed in the emerging Local Plan, the Crime and Incident Model
predicts an additional 700 crimes, 439 anti-social behaviour incidents and 1,140 public safety/welfare
incidents per year that will require a police response.
The police premises within the Borough already operate at capacity. Therefore additional premises
will be required to accommodate the additional officers and staff needed to police the South West
Rugby and Coton Park East allocations. In addition to this off-site financial contributions have also
been requested for other site allocations through the Local Plan. The Council will continue to work
closely with Warwickshire Police to identify the financial contributions requested and the sites which
will make the contributions.
Fire and Rescue
The below is based upon ongoing discussions with Warwickshire County Council Fire and Rescue
following their responses to the Preferred Options consultation, December 2016 and subsequent
September 2016 update.
Warwickshire County Council is the fire and rescue authority for the area. They have requested a new
fire and rescue station to be located on the South West Rugby allocated site. This request is based on
their statutory requirement to be able to maintain their response times. In addition they have also
requested a presence on the Coton Park East development site to the north of Rugby, for the same
reason. By maintaining a presence in these locations, Warwickshire County Council Fire and Rescue
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will be able to meet their statutory response times. The Council will continue to work closely with
Warwickshire County Council Fire and Rescue to confirm the details of the contribution requests.
Flooding
The Environment Agency response to the Local Plan identified sites where assessments will be
required due to the presence of ordinary watercourses. Where these are present they should be taken
account of during the planning application process.
Waste Water and Drainage
Rugby Borough Council in partnership with North Warwickshire Borough Council, Nuneaton and
Bedworth Borough Council and Warwick District commissioned consultants to undertake a Water
Cycle Study to inform the impact on water usage and water quality from the local plan growth. Both
the Environment Agency and Severn Trent were liaised with from the beginning of the commission.
This document informs this section of the Infrastructure Delivery Plan and if necessary infrastructure
is identified the Infrastructure Delivery Schedule will be updated.
The planned future development in the Borough has been assessed with regards to water supply
capacity, wastewater capacity and environmental capacity. Any water quality issues, associated water
infrastructure upgrades that may be required and potential constraints have subsequently been
identified and reported in the study.
The Water Cycle Study identifies the relevant catchment of all the proposed allocations within this
Local Plan. With regard the strategic allocations The Water Cycle Study identifies that both the
proposed South West Rugby and Coton Park East allocations are within the catchment for the WwTW
(Wastewater Treatment Works) at Rugby Newbold.
Within the Borough there is generally capacity in the WwTW to deal with the proposed level and
distribution of growth. However, some works will require investment. No constraints to delivery have
been identified. Severn Trent Water will generally fund and deliver upgrades to water supply and foul
drainage networks and waste water treatment facilities, with additional funding provided by relevant
site developers.
The Water Cycle Study demonstrates that there are workable solutions to key constraints to deliver
future development for all development sites (committed and allocations).
Western Power
Discussions are ongoing and Western Power have stated that there is always capacity, albeit at a
certain price. It has been indicated that there are currently certain limitations within the Rugby area
and where additional demand connections are requested these will trigger network reinforcement.
The scale of development proposed at the main rural settlements is connectable without any major
reinforcements.
Western Power also indicated that they have a medium and long term strategy for reinforcement
within the wider area which will unlock additional capacity taking account of planned growth.
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Telecommunications
Where no strategic telecommunications infrastructure is available, developers should provide suitable
ducting to the premises for later connection.
Libraries
Warwickshire County Council Library Services have requested offsite developer contribution are made
towards library provision. Discussions will be ongoing to determine the level of developer
contributions made for library provision.
Infrastructure Delivery Schedule
Item

Lead
Other Partners
Delivery
South West Rugby Sustainable Urban Extension
Transport
Improvements to
Secured
WCC.
Dunchurch
through the
Crossroads.
Ashlawn
Road
permission
and gained
at appeal
(Ref:
App/E3715/
W/16/31474
48).

Local Plan
Phase

Cost and percentage of total
cost*

2021
(Phase 2).

Funding already obtained.

A45/M45/B4429
Roundabout- partial
signalisation of
A45/B4429
roundabout.
Provision of high
quality cycling
network.

SW Rugby
Developers.

WCC/Highway
s England.

2031
(Phase 4).

A proportion of £259,200
(total cost).

SW Rugby
Developers.

WCC
Highways/
Sustrans.

Ongoing.

£1.2 million (indicative).

High quality public
transport.

SW Rugby
Developers.

WCC/ Bus
Operators.

TBC.

TBC.

Other off-site work.

TBC.

TBC.

TBC.

TBC.

A426/Bawnmore
Road/Sainsbury’s
roundabout.

SW Rugby.

WCC.

2026
(Phase 3).

A proportion of £774,174
(total cost).
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A426 Rugby Road
between Ashlawn
Road and Sainsbury’s
roundabout.
A426 approach to
Ashlawn Road
roundabout.
South West Link
Road (SWLR)Homestead Link.
SWLR- Cawston Lane
re-routing.

SW Rugby.

WCC.

2026
(Phase 3).

A proportion of £778,217
(total cost).

SW Rugby.

WCC.

2026
(Phase 3).

A proportion of £706,362
(total cost).

SW Rugby.

WCC.

2026
(Phase 3).

A proportion of £19,764,864
(total cost).

SW Rugby.

WCC.

See notes.

A proportion of £5,784,264
(total cost).

SWLR- Potsford Dam
Link (including
Cawston Bends and
Potsford Dam
Roundabout
improvements).
A426/Evreux Way.

SW Rugby.

WCC.

2031
(Phase 4).

A proportion of £12,691,624
(total cost).

SW Rugby
and Coton
Park East.
SW Rugby
and Coton
Park East.
SW Rugby
and Coton
Park East.
SW Rugby
and Coton
Park East.

WCC.

2026
(Phase 3).

A proportion of £5,000 (total
cost).

WCC.

2031
(Phase 4).

A proportion of £500,000
(total cost).

WCC.

2031
(Phase 4).

A proportion of £411,454
(total cost).

WCC.

2031
(Phase 4).

A proportion of £361,327
(total cost).

SW Rugby
and Coton
Park East.

WCC.

2031
(Phase 4).

A proportion of £500,000
(total cost).

SW Rugby
and Coton
Park East.

WCC.

2031
(Phase 4).

A proportion of £457,178
(total cost).

Rugby Gyratory
Improvements.
A428 Hillmorton
Road/Percival Road.
B4429 Ashlawn
Road/Percival Road
(widening to provide
a right turn lane).
B5414 (North
street/Church
Street) (traffic
calming and
downgrading of the
route).
Hillmorton
Road/Whitehall
Road Roundabout
(widen two arms to
provide roundabout
and 2 puffin
crossings).
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Avon Mill/Hunters
Lane Improvements.
Education
Contribution toward
new primary school
as part of Ashlawn
Road development.

SW Rugby
and Coton
Park East.

WCC.

TBC.

£1,574,662.

SW Rugby
Developers.

WCC,
Academy,
Foundation
and other
schools.
WCC,
Academy,
Foundation
and other
schools.
WCC,
Academy,
Foundation
and other
schools.
WCC,
Academy,
Foundation
and other
schools.

TBC.

TBC.

Phase 3.

£6,000,000.

Phase 3.

£6,000,000.

TBC.

£24,000,000.

WCC.

N/A.

Phases 2-4.

£109,440.

Warwickshir
e and Mercia
Police.

N/A.

Phase 3.

£1,558,708.

SW Rugby
Developers.

WCC Fire and
Rescue
Service.

Phase 2.

£3,000,000.

2 FE primary school
with the potential to
rise to 3FE.

SW Rugby
Developers.

2 FE primary school.

SW Rugby
Developers.

6- 8FE secondary
school, co-located
with one of the
primary schools.

SW Rugby
Developers.

Community
Financial
contribution to
library services.
Emergency Services
The employment
and deployment of
49 additional Police
staff requiringa) additional staff
start-up cost and
personal equipment
b) additional vehicles
c) on-site premises
to cater for the
additional staff.
Land for onsite fire
and rescue presence.
Health Facilities
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Land to
accommodate and
financial
contributions to
provide 3GP surgery
rising to 7GP upon
completion of site.
St Cross Hospital
UHCW – The
Hospital of St Cross,
Rugby. 2 additional
cubicles at the Walk
in Centre.
UHCW – The
Hospital of St Cross,
Rugby. One theatre.
UHCW – The
Hospital of St Cross 55 additional car
parking spaces for
each location.
UHCW – The
Hospital of St Cross
& University Hospital
Coventry - 1 CT
scanner, 1 MRI
scanner, 1
endoscopy room.
Expansion A & E
footprint to increase
number of bays.
Utilities
Western Power
connections where
necessary.
Improving
telecommunications
- connections to the
strategic network to
be made by
developers of all
new premises.

C&R CCG.

Developers.

Commence
in phase 2,
completion
post plan
period.

£1,452,735 (3 GP) £3,008,495 (full GP
provision).

UHCW.

All Local Plan
Allocations.

Ongoing.

£54,600. Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£167,500 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£200,000 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£533,052 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£1,024,800 Costs not yet
apportioned.

Western
Power/All.

Local Plan
Allocations.

Ongoing.

TBC.

Developers.

Broadband
provider. All
Local Plan
Allocations.

Ongoing.

TBC.
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Rugby Newbold
Waste water
Treatment Worksconventional
treatment progress
upgrades and flow
upgrades, including
any water supply or
efficiency
improvements
required.

Coton Park East
Transport
Avon Mill/Hunters
Lane Improvements.
A426 Leicester
Road/Brownsover
Road/Boughton Road
Roundabout.
A426/Central Park
Drive.
Provision of high
quality cycling
network.
High quality public
transport network.
Rugby Gyratory
Improvements.
A428 Hillmorton
Road/Percival Road.
B4429 Ashlawn
Road/Percival Road
(widening to provide
a right turn).
B5414 (North
street/Church
Street).
Hillmorton
Road/Whitehall Road
Roundabout.

Severn Trent. Developers,
Environment
Agency.

Ongoing.

TBC.

Coton Park
East.
Coton Park
East.

WCC.

TBC.

£1,574,622 in total.

WCC.

2026
(Phase 3).

£1,700,000 in total.

Coton Park
East.
Coton Park
East.

WCC.

2031
(Phase 4).
Ongoing.

£551,634 in total.

Coton Park
East.

Bus
operators/WC
C.
WCC.

TBC.

TBC.

2031
(Phase 4).

A proportion of £500,000
(total cost).

WCC.

2031
(Phase 4).

A proportion of £411,454
(total cost).

WCC.

2031
(Phase 4).

A proportion of £361,327
(total cost).

Coton Park
East.

WCC.

2031
(Phase 4).

£500,000 in total.

Coton Park
East.

WCC.

2031
(Phase 4).

£457,178 in total.

SW Rugby
and Coton
Park East.
SW Rugby
and Coton
Park East.
SW Rugby
and Coton
Park East.

WCC/Sustrans.
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TBC.

Education
2FE primary school
(to be located on
Coton Park East).

12-24 month
reservation of land
for Secondary School
within the Coton
Park East allocation
(land defined on
allocations map).
Pupil transportation
and contributions
towards school
places for all phases.

Developers.

WCC or ESFAIn conjunction
with an
Academy Trust
(TBC).

2021
(Phase 2).

1.2ha
£6,000,000.

AC Lloyd.

WCC.

TBC.

TBC.

WCC.

TBC.

TBC.

Estimated costs subject to
formula.
Early Years £502,541
Primary £3,517,787
Secondary £3,140,935
Post 16 £600,172
Primary SEN £117,711
Secondary SEN £239,668
Transport TBC.

Community
Financial
WCC Library
contribution to
Service.
support library
services.
Emergency Services
Premises expenditure TBC.
to cater for 3 staff.

None.

2031
(Phase 4).

£17,510.40.

TBC.

50% of
total
contributio
n to be
paid upon
completion
of the 400th
dwelling
(2025-26
according
to housing
trajectory
appended
to housing
background

£72,106.
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Start up and personal TBC.
equipment for 3
additional
police
staff.

paper) and
the
remaining
contributio
n to the
paid on
completion
of the 720th
dwelling
(2028-29
according
to housing
trajectory
appended
to housing
background
paper).
50% of
£16,758.
total
contributio
n to be
paid upon
completion
of the 400th
dwelling
(2025-26
according
to housing
trajectory
appended
to housing
background
paper) and
the
remaining
contributio
n to the
paid on
completion
of the 720th
dwelling
(2028-29
according
to housing
trajectory

TBC.
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Additional police
vehicles.

TBC.

TBC.

Land for on-site fire
and rescue presence.
Health Care Facilities

TBC.

TBC.

appended
to housing
background
paper).
50% of
£20,528.
total
contributio
n to be
paid upon
completion
of the 400th
dwelling
(2025-26
according
to housing
trajectory
appended
to housing
background
paper) and
the
remaining
contributio
n to the
paid on
completion
of the 720th
dwelling
(2028-29
according
to housing
trajectory
appended
to housing
background
paper).
TBC.
0.4ha.

Off - site GP
provision
contributions.
St Cross Hospital

C&R CCG.

Developers.

TBC.
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£214,943.

UHCW – The Hospital
of St Cross, Rugby. 2
additional cubicles at
the Walk in Centre.
UHCW – The Hospital
of St Cross, Rugby.
One theatre.
UHCW – The Hospital
of St Cross - 55
additional car
parking spaces for
each location.
UHCW – The Hospital
of St Cross &
University Hospital
Coventry - 1 CT
scanner, 1 MRI
scanner, 1 endoscopy
room.
Expansion A & E
footprint to increase
number of bays.
Utilities

UHCW.

All Local Plan
Allocations.

Ongoing.

£54,600. Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£167,500 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£200,000 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£533,052 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£1,024,800 Costs not yet
apportioned.

Western Power
Connections where
necessary.
Improving
telecommunicationsconnections to the
strategic network to
be made by
developers of all new
premises.
Rugby Newbold
Waste water
Treatment Worksconventional
treatment progress
upgrades and flow
upgrades, including
any water supply or
efficiency
improvements
required.

Western
Power.

All Local Plan
Allocations.

Ongoing.

TBC.

Developers.

Broadband
provider.
All Local Plan
Allocations.

Ongoing.

TBC.

Severn Trent. Developers,
Environment
Agency.

Ongoing.

TBC.
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Main Rural Settlements Allocations
Education
Primary and
WCC.
Secondary pupil
transportation cost.
Potential for longer WCC.
term temporary or
permanent
accommodation
may need to be an
option in some
areas such as
Wolvey and Long
Lawford.
Financial
WCC.
contribution to
secondary school
provision.
Community

Private
sector.

Phase 2-3.

In line with the WCC
Education funding
formula.
TBC.

Academy,
Foundation
and other
schools.

Phases 2-3.

TBC.

Phase 2-3.

In line with the WCC
Education funding
formula.

Financial
contribution to
support library
services.
St Cross Hospital

WCC Library
Service.

TBC.

Phases 2-3.

£15,321.60.

UHCW – The
Hospital of St Cross,
Rugby. 2 additional
cubicles at the Walk
in Centre.
UHCW – The
Hospital of St Cross,
Rugby. One
theatre.
UHCW – The
Hospital of St Cross
- 55 additional car
parking spaces for
each location.
UHCW – The
Hospital of St Cross
& University
Hospital Coventry 1 CT scanner, 1 MRI
scanner, 1
endoscopy room.
Expansion A & E
footprint to

UHCW.

All Local Plan
Allocations.

Ongoing.

£54,600. Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£167,500 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£200,000 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£533,052 Costs not yet
apportioned.

UHCW.

All Local Plan
Allocations.

Ongoing.

£1,024,800 Costs not
yet apportioned.
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increase number of
bays.
Utilities
Western Power
Connections where
necessary
Improving
telecommunication
s- connections to
the strategic
network to be
made by
developers of all
new premises
Waste water
Treatment Workswhere specific
schemes identify a
requirement for
conventional
treatment progress
upgrades and flow
upgrades, including
any water supply or
efficiency
improvements
required.

Western Power

All Local Plan
Allocations

Ongoing

TBC

Developers

Broadband
provider.
All Local Plan
Allocations

Ongoing

TBC

Severn Trent

Developers,
Environment
Agency

Ongoing

TBC

DfT

2021 (Phase 2)

£11million total.
Funding not yet
confirmed.

Local Plan Infrastructure
Rugby Parkway
WCC
Railway Station is
required to ensure
Rugby has the
connectivity
necessary to secure
the long term
economic and
residential
development of the
area, served by
sustainable modes
of transport.
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APPENDIX 4 OPEN SPACE PROVISION TABLES
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Introduction:
This appendix provides details of open space provision in the Borough in relation to policy HS4. The
Map below displays the parish and ward boundaries to which the open space provision table relates
too.
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URBAN AREA
Ref

Parish/Ward

Population

Provision (ha)

1

Admirals and Cawston
Ward

7846

2

3

4

5

6

Benn Ward

Bilton Ward

Coton and Boughton
Ward

Eastlands Ward

Hillmorton Ward

8203

6196

6503

7982

5289

Children’s Play
0.2ha per
1,000 pop

Nat and semi
natural
2.5a per 1,000
pop

Amenity
Green Space
1.1 per 1,000
pop

Allotments
0.65 ha per
1,000 pop

Parks and
Gardens
1.5ha per 1,000
pop

Current Provision

1.36

4.53

29.37

0.00

0.59

Surplus /Deficit

-0.21

-15.09

20.74

-5.10

-11.18

Current Provision

0.38

1.11

1.01

0.00

5.07

Surplus /Deficit

-1.26

-19.40

-8.01

-5.33

-7.23

Current Provision

0.12

6.85

3.79

5.95

5.08

Surplus /Deficit

-1.12

-8.64

-3.03

1.92

-4.21

0.4

31.39

16.6

0.00

0.00

Surplus /Deficit

-1.08

15.13

9.45

-4.23

-9.75

Current Provision

0.34

21.02

4.69

5.78

14.05

Surplus /Deficit

-1.26

1.07

-4.09

0.59

2.08

Current Provision

0.51

1.77

4.82

0.00

4.28

Current Provision
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Ref

7

8

9

10

Parish/Ward

New Bilton Ward

Newbold and
Brownsover Ward

Paddox Ward

Rokeby and Overslade
Ward

Population

8298

7594

6892

7831

Provision (ha)

Children’s Play
0.2ha per
1,000 pop

Nat and semi
natural
2.5a per 1,000
pop

Amenity
Green Space
1.1 per 1,000
pop

Allotments
0.65 ha per
1,000 pop

Parks and
Gardens
1.5ha per 1,000
pop

Surplus /Deficit

-0.55

-11.45

-1.00

-3.44

-3.65

Current Provision

0.54

4.19

4.63

3.58

7.82

Surplus /Deficit

-1.12

-16.56

-4.50

-1.81

-4.63

Current Provision

0.44

49.02

20.39

1.82

2.82

Surplus /Deficit

-1.08

30.04

12.04

-3.12

-8.57

Current Provision

0.57

60.67

1.10

3.53

13.91

Surplus /Deficit

-0.81

43.44

-6.48

-0.95

3.57

Current Provision

0.54

0.00

19.92

0.00

0.00

Surplus /Deficit

-1.03

-19.58

11.31

-5.09

-11.75
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RURAL AREA
Ref

Parish

Population

Provision

11

Ansty CP

328

12

13

14

15

Binley Woods CP

Birdingbury CP

Bourton and Draycote
CP

Brandon and Bretford
CP

2,665

324

267

630

Children’s Play
0.2 per 1,000
pop

Nat and semi
natural 2.5 per
1,000 pop

Allotments
0.8ha per
1,000 pop

0.00

Amenity
Green Space
0.5 per 1,000
pop
0.94

0.41

Parks and
Gardens
(1ha per 1000
pop)
0.00

Current Provision

0.02

Surplus /Deficit

-0.05

-0.82

0.78

0.15

-0.33

Current Provision

0.026

53.78

2.74

0.91

0.00

Surplus /Deficit

-0.51

47.12

1.41

2.04

-2.67

Current Provision

0.307

0.00

0.43

0.40

0.00

Surplus /Deficit

0.24

-0.81

0.27

0.14

-0.32

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.05

-0.67

-0.13

0.38

-0.27

Current Provision

0.04

0.00

1.55

0.00

0.00

Surplus /Deficit

-0.09

-1.58

1.24

0.91

-0.63
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Ref

Parish

Population

Provision

16

Brinklow CP

1144

17

18

19

20

21

Burton Hastings CP

Church Lawford CP

Churchover CP

Clifton upon
Dunsmore CP

Combe Fields CP

241

335

339

1374
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Children’s Play
0.2 per 1,000
pop

Nat and semi
natural 2.5 per
1,000 pop

Amenity
Green Space
0.5 per 1,000
pop

Allotments
0.8ha per
1,000 pop

Parks and
Gardens
(1ha per 1000
pop)

Current Provision

0.08

3.74

0.48

1.18

1.96

Surplus /Deficit

-0.15

0.88

-0.09

0.26

0.82

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.05

-0.6

-0.12

0.35

-0.24

Current Provision

0.00

0.00

0.31

0.08

0.00

Surplus /Deficit

-0.07

-0.84

0.14

0.33

-0.34

Current Provision

0.00

0.00

0.00

0.08

0.00

Surplus /Deficit

-0.07

-0.85

0.17

0.33

-0.34

Current Provision

0.12

0.75

11.96

1.59

2.64

Surplus /Deficit

-0.15

-2.69

11.27

0.49

1.3

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.02

-0.29

-0.06

0.16

-0.12
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Ref

Parish

Population

Provision

Children’s Play
0.2 per 1,000
pop

Nat and semi
natural 2.5 per
1,000 pop

Amenity
Green Space
0.5 per 1,000
pop

Allotments
0.8ha per
1,000 pop

Parks and
Gardens
(1ha per 1000
pop)

22

Copston Magna CP

24

Current Provision

0.00

0.00

0.00

0.00

0.00

0.0048

-0.06

-0.01

-0.02

-0.02

Current Provision

0.13

18.03

1.54

1.51

2.73

Surplus /Deficit

-0.48

10.36

0

- 1.43

-0.34

Current Provision

0.00

0.00

0.08

0.00

0.00

Surplus /Deficit

-0.08

-0.94

-0.11

0.55

0.38

Current Provision

0.00

0.00

0.08

0.00

0.00

Surplus /Deficit

-0.07

-0.82

-0.08

0.47

-0.33

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.08

-1.05

-0.21

0.61

-0.42

Current Provision

0.2

0.00

0.00

0.00

0.00

Surplus /Deficit

0.11

-1.13

-0.23

0.65

-0.45

Surplus /Deficit
23

24

25

26

27

Dunchurch CP

Easenhall CP

Frankton CP

Grandborough CP

Harborough Magna CP

3069

377

327

420

452
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Ref

Parish

Population

Provision

28

King's Newnham CP

48

29

30

31

32

33

Leamington Hastings
CP

Little Lawford CP

Long Lawford CP

Marton CP

Monks Kirby CP

439

42

3173

490

437

Children’s Play
0.2 per 1,000
pop

Nat and semi
natural 2.5 per
1,000 pop

Amenity
Green Space
0.5 per 1,000
pop

Allotments
0.8ha per
1,000 pop

Parks and
Gardens
(1ha per 1000
pop)

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.01

-0.12

-0.02

0.07

-0.05

Current Provision

0.00

0.00

0.78

0.00

0.00

Surplus /Deficit

-0.09

-1.1

0.56

0.64

-0.44

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.01

-0.11

-0.02

0.06

-0.04

Current Provision

0.47

2.66

3.77

2.81

2.13

Surplus /Deficit

-0.16

-5.27

2.33

0.27

-1.04

Current Provision

0.05

0.00

2.33

0.00

0.00

Surplus /Deficit

-0.05

-1.23

2.09

0.71

-0.49

Current Provision

0.13

0.00

0.57

0.00

0.00

Surplus /Deficit

0.04

-1.09

0.35

0.63

-0.44
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Ref

Parish

Population

Provision

34

Newton and Biggin CP

415

35

36

37

38

39

Pailton CP

Princethorpe CP

Ryton-on-Dunsmore
CP

Shilton and Barnacle
CP

Stretton Baskerville CP

512

401

1813

887

24

Children’s Play
0.2 per 1,000
pop

Nat and semi
natural 2.5 per
1,000 pop

Amenity
Green Space
0.5 per 1,000
pop

Allotments
0.8ha per
1,000 pop

Parks and
Gardens
(1ha per 1000
pop)

Current Provision

0.00

0.00

0.00

0.91

0.00

Surplus /Deficit

-0.08

-1.04

-0.21

0.58

-0.42

Current Provision

0.02

0.00

0.20

0.56

0.00

Surplus /Deficit

-0.08

-1.28

-0.06

0.15

-0.51

Current Provision

0.13

0.00

0.00

0.48

0.00

Surplus /Deficit

0.05

-1.00

-0.20

0.16

-0.4

Current Provision

0.24

32.07

0.62

0.34

24.34

Surplus /Deficit

0.00

29.12

0.03

-0.61

22.53

Current Provision

0.08

27.54

0.00

0.00

0.00

Surplus /Deficit

-0.10

25.32

-0.44

0.58

-0.02

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

0.00

-0.06

-0.01

-0.02

-0.02
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Ref

Parish

Population

Provision

40

Stretton under Fosse
CP

213

41

42

43

44

45

Stretton-on-Dunsmore
CP

Thurlaston CP

Wibtoft CP

Willey CP

Willoughby CP

1159

331

53

85

458

Children’s Play
0.2 per 1,000
pop

Nat and semi
natural 2.5 per
1,000 pop

Amenity
Green Space
0.5 per 1,000
pop

Allotments
0.8ha per
1,000 pop

Parks and
Gardens
(1ha per 1000
pop)

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.04

-0.53

-0.11

0.31

-0.21

Current Provision

0.23

0.00

1.83

1.00

1.35

Surplus /Deficit

0.00

-2.90

1.25

0.25

0.19

Current Provision

0.47

0.00

0.00

0.00

0.00

Surplus /Deficit

0.40

-0.83

-0.17

0.48

-0.33

Current Provision

0.00

0.00

0.00

0.00

0.00

Surplus /Deficit

-0.01

-0.13

-0.03

0.07

-0.05

Current Provision

0.00

0.00

0.00

0.11

0.00

Surplus /Deficit

-0.02

-0.21

-0.04

0.07

-0.09

Current Provision

0.09

0.00

0.30

0.00

0.00

Surplus /Deficit

0.00

-1.15

0.07

0.07

-0.46
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Ref

Parish

Population

Provision

46

Withybrook CP

289

47

48

49

Wolfhampcote CP

Wolston CP

Wolvey CP

267

2577

1832

Children’s Play
0.2 per 1,000
pop

Nat and semi
natural 2.5 per
1,000 pop

Amenity
Green Space
0.5 per 1,000
pop

Allotments
0.8ha per
1,000 pop

Parks and
Gardens
(1ha per 1000
pop)

Current Provision

0.02

0.00

0.17

0.02

0.00

Surplus /Deficit

-0.04

-0.72

0.03

0.38

-0.29

Current Provision

0.00

0.00

0.38

0.56

0.00

Surplus /Deficit

-0.05

-0.67

0.25

0.35

-0.27

Current Provision

0.29

5.76

2.48

4.69

5.98

Surplus /Deficit

-0.23

-0.68

1.19

2.63

3.4

Current Provision

0.13

1.38

2.50

0.24

0.00

Surplus /Deficit

-0.24

-3.20

1.58

2.18

-1.83

138

Notes:
1: Population Source: 2012 Projections from Open Space, Playing Pitch and Sports Facilities Study 2015.
2: Current provision is total area in ha.
3: Amenity Green Space provision based on sites larger than 0.2 ha which has a recreational function (excludes incidental open space within housing
developments and roadside verges).
4: Surplus/deficit is total area figure.
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APPENDIX 5 CAR PARKING STANDARDS
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1: Introduction
This appendix provides guidance on the interpretation of Policy D2: Parking Facilities, and
should be used to inform negotiations on the provision of parking within new
developments.
2: Parking Standards High Access Zone:

(To scale plan available on request)
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3: The Standards
New developments will normally be required to provide parking in compliance with the
following standards:
The parking standards quoted below are based on space per square metre of Gross Floorspace
Area (GFA) unless otherwise stated. The GFA is the total floorspace of a property.
Retail Development
Type

Car Parking Standard
Low Access
High Access

A1 Non-Food Retail and
General Retail
A1 Food Retail

1 space/
1 space/
20 sq. m.
50 sq. m
1 space/
1 space/
14 sq. m.
50 sq. m.
A2
Financial
and 1 space/
1 space/
Professional Services
30 sq. m.
50 sq. m.
A3 Food & Drink – 1 space/
1 space/
Restaurants and Cafés
5 sq. m.
10 sq. m.
and
A5 Hot Food Takeaways
A4 Food & Drink –
1 space/
1 space/
Drinking Establishments
3 sq. m.
10 sq. m.
A3 Transport Cafés and
Roadside Restaurants
See note 3
(see notes 1 and 2)

Cycle Standard (minimum)
Long Stay –
Short Stay –
Staff
Visitors
Greater of 1
space per 6
staff or 1 per
300 sq. m.

1 stand per
200 sq. m.

Greater of 1
space per 6 1 stand per 20
staff or 1 per sq. m.
40 sq. m.

Notes:

1. Where these serve Heavy Goods Vehicle’s (HGV) some
provision for HGV parking will be required.
2. Motorway service areas will be included in transport cafés with
additional consideration for associated facilities, parking for
buses/coaches and HGV’s.
3. It is considered inappropriate to apply a standard to this form
of development. Therefore, applications will be considered on
their own merits and according to the suitability of the
location of this type of use.

General notes:

•

•
•

Long Stay provision is generally considered as stays of six
hours or more, particularly associated with residential
overnight use, or employment locations. Short stay may be
from a few minutes to a few hours.
A Transport Assessment or Travel Plan may be required.
Petrol Stations with a shop will be considered under the
appropriate retail category, but with each pump parking space
counting as one space each.
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Commercial Development
Type

B1(a) Office
B1 (b) (c)
High Tech/Light Industry
B2 General Industrial
B8 Storage and Distribution

General notes:

Car Parking Standard
Low Access
High Access
1 space/
30 sq. m.
1 space/
40 sq. m.
1 space/
45 sq. m.
1 space/
60 sq. m.
•
•
•

•

Hotels and Hostels (C1)
Type

1 space/
60 sq. m
1 space/
80 sq. m.
1 space/
90 sq. m.
1 space/
120 sq. m.

A Transport Assessment and/or company Travel Plan may be
required.
Long-stay cycle parking is to be at least the greater of the
spaces per GFA identified, or 1 space per 8 staff.
Proposed standards will take into account commercial
development in predominantly residential areas – where
demonstrable harm to local residents occurs, the provision of
on-street parking controls will be considered.
These standards do not take into account commercial vehicle
parking standards, which will be considered on the basis of
individual planning applications.

Car Parking Standard

Cycle Standard (minimum)

Low Access

Long Stay –
Staff
1 stand/ 6
full-time
staff

High Access

Hotels/ Motels/ Guest 1 space/
0.5 space/
Houses
and
Boarding bedroom
bedroom
Houses
Hostels for the Homeless
Each case considered on its own
and other Special Needs
merits
Groups
General notes:

Cycle Standard (minimum)
Long Stay –
Short Stay –
Staff
Visitors
1 stand per 1 stand per
150 sq. m.
500 sq. m.
1 stand per 1 stand per
250 sq. m.
500 sq. m.
1 stand per 1 stand per
350 sq. m.
500 sq. m.
1 stand per 1 stand per
500 sq. m.
1000 sq. m.

•
•
•

Short Stay –
Visitors
1 stand/ 10
beds

Each case considered on its
own merits

Other facilities, i.e. eating/drinking, entertainment and
conference facilities are to be treated separately where they
are (or could be) available to non-residents.
The above standards take into account staff parking.
All new hotels and hostels or major expansions may require a
Transport Assessment and Travel Plan to determine provision
of facilities.
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Residential Institutions (C2)
Type
Car Parking Standard
Low Access
High Access
Nursing and Rest Homes

Cycle Standard (minimum)
Long Stay –
Short Stay –
Staff
Visitors

1 space/
4 residents

0.5 space/
4 residents
1 space/
resident staff

Homes for Children and
Adults with Learning or
Physical Disabilities
(see note 1)

0.5 space/ non-res. staff

1 stand/ 6
full-time staff

Minimum of 2
stands per
establishment

Visitor:
0.5 space/client
(see note 2)
Residential
Schools, 1 space/
0.5 space/
Colleges or Training Centres 4 residents
4 residents

Hospitals (see note 3)
Each case
considered on its own merits

Notes:

General Notes:

Residential Dwellings (C3)
Type

Dwelling Houses
1-2 bed units

3 bed units

4 bed units

Each case
considered
on its own
merits
Each case
considered
on its own
merits

Each case
considered on
its own merits
Each case
considered on
its own merits

1. The parking standard for non-residential staff applies to
non-residential staff on duty at the busiest time.
2. Due to the nature of this land use, a reduction according to
accessibility is not appropriate.
3. All new establishments or major expansions require a
Transport Assessment and a Travel Plan.
•

The above standards take into account visitor parking, unless
otherwise stated.

Car Parking Standard
Low Access
High Access

Cycle Standard (minimum)
Long Stay –
Short Stay –
Residents/
Visitors
Staff

1.5 spaces/
Unit

0.75
spaces/unit

2 spaces/
Unit

1 space/
unit

3 spaces/
Unit

1.5 spaces/
unit

1/unit secure
&
undercover
1/unit secure
&
undercover
1/unit secure
&
undercover

Dwelling Apartments
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See note 1

See note 1

See note 1

Studio units

1 space/unit

0.5 space/unit

1-2 bed units

1.5 spaces/
Unit

0.75
spaces/unit

3 + bed units

2 spaces/
Unit

1 space/
unit

1/unit secure
&
undercover
1/unit secure
&
undercover
2/unit secure
&
undercover

1 loop/hoop
per unit

1/unit secure
&
undercover
1 space per
6 staff

1 loop/hoop
per 2 units

1 loop/hoop
per unit
1 loop/hoop
per unit

Dwellings for Elderly Persons
Category 1 Active Elderly:
1 space/
Without resident warden
Unit

0.5 space/unit

Category 2 Full Care:
With resident warden

0.5 space/unit

0.25
space/unit

Notes:

1. It is considered inappropriate to apply a standard to this form
of development. Therefore, applications will be considered on
their own merits and according to the suitability of the location
of this type of use.

General notes:

•
•
•
•
•

•
•
•
•
•
•

1 loop/hoop
per 2 units

The above standards are guidance figures and car parking
standards in this category are not expressed as a maximum.
It is acknowledged that residential parking is different in
nature to non-residential parking, being the trip origin.
Small scale developments will not be assessed against the
standards in the table above, but will be encouraged to
conform to them.
The standards do not preclude zero or minimal parking close
to major transport interchanges, or for conversions of existing
buildings.
Where appropriate developers can submit transport
assessments or statements to justify an alternative package of
parking measures to mitigate against unacceptable impacts,
decisions on alternative parking proposals will be made in
consultation with the Highways Authority.
Where a garage is provided, each garage will be designated as
one car space plus one cycle space.
On street parking in association with residential development
should generally be discouraged through good design.
Where warden or staff spaces are identified, these apply to
full-time staff.
The above standards take into account visitors parking.
For nursing and care home see Care Establishments – Public
and Private.
At least 1 long-term (secure/undercover) cycle space per
development.

Houses of Multiple Occupation (C4, Sui Generis)
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Each case to be considered on its own
merits.

Non-Residential Institutions (D1)
Type
Car Parking Standard
Low Access
High Access
Doctors Surgery, Dentists
Surgery, or Veterinary
Surgery
Health Centres

Places of Worship/
Church Halls

4 spaces/
consulting
room
6 spaces/
consulting
room
1 space/ 5 fixed
seats or 1
space/
10 sq. m.

Cycle Standard (minimum)
Long Stay –
Short Stay –
Staff
Visitors
Greater of 1
space/ 2
1 stand per
consulting
consulting
rooms Or 1
room
space/ 6
staff

2 spaces/
consulting
room
3 spaces/
consulting
room
0.5 space/ 5
Greater of 1
fixed
space/ 6 staff 1 stand/ 20 sq.
seats or
or 1 space/ m.
0.5 space/
40 sq. m.
10 sq. m.

Schools (see note 1)
Staff and Visitors
(see notes 2 and 3)

2 spaces/
1 space/
Classroom for Classroom for
staff
and staff
and
visitors
plus visitors
plus
facilities
for facilities
for
picking up and picking up and
setting down setting down
children or as children or as
determined by determined by
Travel Plan
Travel Plan
16+ Colleges & Further Education Colleges (see note 1)
Staff and Visitors
2 spaces/
1 space/
(see notes 2 and 3)
classroom
classroom for
for staff and staff
and
visitors
plus visitors
plus
facilities
for facilities
for
picking up and picking up and
setting down setting down
children or as children or as
determined by determined by
Travel Plan
Travel Plan
Students and Parents
Each case
considered on its own merits
Day Nurseries (including Day Care)/Playgroups &Crèches
Staff, Visitors and Parents
(see note 2)

1 space/
full-time
staff member

Day Centres for People with 0.5 space per
Disabilities (see note 4)
full-time staff
member
Visitor:
0.5 space/client

Each case
Each case
considered
considered on
on its own
its own merits
merits

Each case
Each case
considered
considered on
on its own
its own merits
merits

0.5 space/ full- 1 stand/ 6 full-time staff
time
staff
member
Minimum of 2 stands per
establishment
0.25 space per
full-time staff
1 stand/ 6 full-time staff
member
Minimum of 2 stands per
Visitor: 0.25
establishment
space/client
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Any other use within Class
D1 e.g. libraries, art
galleries and museums.
Notes:

To be considered on its own merits

1.

2.
3.

4.

General Notes:

•
•
•

New or major expansions of educational establishments may
require a Transport Assessment and School or College Travel
Plan.
Visitor parking included in staff allocation.
The proposed standard for schools of 2 spaces/classroom for
staff (including visitors) is based on the average of 2 staff per
classroom.
Day centre services for older people, adults with learning or
physical disabilities, must provide space for dropping off and
picking up people.
For colleges and FE establishments any student spaces must be
justified by a travel plan.
There will be a requirement for a bus/coach loading area
whether provided on or off-site, for primary education and
above, unless otherwise justified.
Catchment areas will be taken into account for schools.

Assembly and Leisure Facilities (D2)
Type
Car Parking Standard
Low Access
High Access
Cinemas, Conference
Facilities, Theatres,
Concert Halls, Bingo
Halls and other similar
spectator facilities
Dance Halls and
Discotheques
Bowling Centres,
Bowling Greens
(see note 2)
Swimming
Pools,
Health Clubs and
Gymnasia

Golf Courses
(see note 2)
Golf Driving Ranges
Marinas, Sailing and
Water Based Uses
(see note 2)

Cycle Standard (minimum)
Long Stay –
Short Stay –
Staff
Visitors

1 space/ 5 1 space/ 10 seats
seats

1 space/ 22 1 space/ 44 sq. m.
sq. m.
3
spaces/ 1.5 spaces/
lane
lane
1 space/ 3
staff and 1
space/ 10 sq.
m. hall/pool
area
4
spaces/
hole
2 spaces/ tee
1 space/ 1
staff
1 space/ 2
participants

0.5 space/ 3 staff
and 0.5 space/
10 sq. m.
hall/pool area
See note 1
See note 1
See note 1

Stadia
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Greater of 1
space per 6
staff or 1
space/ 40 sq.
m.

1 stand per 20 sq.
m.

Ice Rinks

Tennis Courts/Squash
Courts (see note 2)

To be considered on its own
merits
(see note 3)
3
spaces/ 1.5 spaces/court
court

To be
considered on
its own merits
Greater of 1
space per 6
staff or 1
space/ 5 courts
6 spaces per ha
Greater of 1
of pitch area
space per 6
staff or 1
space/ 5 ha of
pitch area
0.5 space/ 3 staff Greater of 1
and 0.5 space/
space per 6
30 sq. m.
staff or 1
playing area
space/ 40 sq.
m.

To be considered
on its own merits
1 stand per court

Playing Fields
(see note 2)

12 spaces per
ha
of pitch area

Leisure Centres and
Other Sports Facilities
(see note 2)

1 space/ 3
staff and 1
space/ 30 sq.
m.
playing
area

Notes:

1. It is considered inappropriate to apply a standard to this form of
development.
2. Other facilities i.e. club house/bar treated separately.
3. No standards are set for stadia or ice rinks due to the small number
of applications. Each application will be considered individually.

General Notes:

•
•
•

1 stand per ha of
pitch area

1 stand per 20 sq.
m.

All new assembly and leisure establishments or major expansions
may require a Transport Assessment or Travel Plan to determine
provision and facilities.
The above standards, unless otherwise stated, take into account fulltime staff, visitor and participant parking.
Other facilities on-site, i.e. eating/drinking establishments are to be
treated separately.

Miscellaneous Commercial Development (Motor Trade Related)
Type
Car Parking Standard
Cycle Standard (minimum)
Low Access
High Access
Long Stay –
Short Stay –
Staff
Visitors
Car Sales and Garage Forecourts
Workshops – staff
1 space/ 45 sq. m.
Greater of 1
space/ 8 full1 stand/
time staff or 1
500 sq. m.
(see note 1)
space/ 250 sq.
m.
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Workshops – customers

3 spaces/ service bay

Car Sales – staff

(see note 1)
1 space/ full-time staff

See note 2
Greater of 1
space/ 8 staff 1 stand/
or 1 space/ 500 sq. m.
250 sq. m.

(see note 1)
Car Sales – customers

1 space/ 10 cars on display
See note 2
(see notes 1, 2 and 3)

Car Hire

See note 2

Notes:

1. Due to the nature of this use class, a reduction according to
accessibility is not appropriate.
2. It is considered inappropriate to apply a standard to this form
of development. Therefore, applications will be considered on
their own merits and according to the suitability of the location
of this type of use.
3. This applies to the number of cars on sale in the open.

General notes:

•
•

A Transport Assessment and/or company Travel Plan may be
required.
These standards do not take into account commercial vehicle
parking standards, which will be considered on the basis of
individual planning applications.

Parking for disabled people should be additional to the parking standards outlined elsewhere within
this document. The total number of spaces required by the standards shall include the following
proportions:

Employment generating businesses and hotels:
Up to 25 places
Up to 50 places
Up to 75 places
Up to 100 places
Each subsequent 100 spaces or part of 100

1 space
2 spaces
3 spaces
4 spaces
1 extra spaces

Public buildings and shops
Up to 25 places
Up to 50 places
Up to 100 places
Each subsequent 100 spaces or part of 100

1 space
3 spaces
5 spaces
3 extra spaces
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Electric Charging Points
Electric and hybrid vehicle charging points are required to be provided as part of development
as outlined in the table below unless it can be demonstrated that it is financially unviable.
Development Type

Development Scale

Quantity Required

Residential

10 or more dwellings

1 charging point per
dwelling; and 1
charging point per 10
unallocated parking
spaces.

Type of Charging
Point
Passive charging
points are to be
provided for
dwellings. These
ensure cabling is
provided for owners
to install the correct
socket for their
vehicle.
Active charging
points are required
for unallocated
spaces.

Commercial,
Industrial and Retail

Major Development

1 charging point per
10 spaces to include
1 charging point for
every 10 disabled car
parking spaces.

Access for People with Disabilities: Car Parking Provision
Under 50 spaces
Over 50 spaces

1 space. Remaining provision on its merits
4%

Reserved spaces should be clearly designated for use by people with disabilities and they
should be clearly signposted. The pedestrian route from the parking spaces to the point of
entry should be clearly defined and well lit.
Pathways should be a minimum width of 1.2 metres and if possible 1.8 metres to allow
wheelchairs to pass. A greater width may be required if large pedestrian flows are
anticipated. Path edges should be clearly defined and slip resistant surfaces should be used.
All pathways should be well lit. The use of colour contrasts can assist partially sighted people.
The pathway system should where possible be designed to avoid crossing vehicular routes
within the site. Where this is not practicable use should be made of “dropped kerbs” and
textured surfaces so that so that the crossing point is suitable for both wheelchair users and
people with visual impairments.
Ramps where used should have a gradient of approximately 1:20 (maximum 1:12). Where
ramps are steep (greater than 1:20) steps should also be made available. Long ramps require
a level landing at 10 metre intervals. A level platform of adequate size should be provided at
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the entrance to the building and at the top and bottom of all ramps. Steps should have a
maximum riser of 0.15 metres and a minimum tread of 0.28 metres. Handrails should extend
beyond the top and bottom of the steps or ramp and should be provided with a positive safe
end.
Street furniture should be located so that it does not obstruct pedestrian pathways. Where
possible such furniture should be at least one metre in height (0.8 metres minimum), with
good colour contrast.

151

APPENDIX 6 AIRPORT SAFEGUARDING FLIGHT PLAN

152

153

APPENDIX 7 GLOSSARY OF TERMS
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Term
Affordable Housing

Description
Housing, for sale or rent, for those whose needs are not met by the
market (including housing that provides a subsidised route to home
ownership and/or is for essential local workers); and which complies
with one or more of the following definitions:
a) Affordable housing for rent: meets all of the following
conditions:
(a) the rent is set in accordance with the Government’s rent
policy, or is at least 20% below local market rents (including
service charges where applicable);
(b) the landlord is a registered provider, except where it is
included as part of a Build to Rent scheme (in which case the
landlord need not be a registered provider); and
(c) it includes provisions to remain at an affordable price for
future eligible households, or for the subsidy to be recycled for
alternative affordable housing provision. For Build to Rent
schemes affordable housing for rent is expected to be the
normal form of affordable housing provision (and, in this
context, is known as Affordable Private Rent).
b) Starter homes: is as specified in Sections 2 and 3 of the Housing
and Planning Act 2016 and any secondary legislation made
under these sections. The definition of a starter home should
reflect the meaning set out in statute at the time of planning
preparation or decision-making. Income restrictions should be
used to limit a household’s eligibility to purchase a starter
home to those who have maximum household incomes of
£80,000 a year or less.
c) Discounted market sales housing: is that sold at a discount of
at least 20% below local market value. Eligibility is determined
with regard to local incomes and local house prices. Provisions
should be in place to ensure housing remains at a discount for
future eligible households.
d) Other affordable routes to home ownership: is housing
provided for sale that provides a route to ownership for those
who could not achieve home ownership through the market. It
includes shared ownership, relevant equity loans, either low
cost homes for sale and rent to buy (which includes a period of
intermediate rent). Where public grant funding is provided,
there should be provisions for the homes to remain at an
affordable price for future eligible households, or for any
receipts to be recycled for alternative affordable housing
provision, or refunded to Government or the relevant authority
specified in the funding agreement.
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Air Quality Management Areas

Designation made by Local Authority where assessment of air quality
requires action plan to improve the air quality.

Air Quality Neutral

Emissions from the development proposal being no worse, if not better,
than those associated with the previous use.

Authority Monitoring Report
(AMR)

A report required by regulations to assess progress on the preparation
and effectiveness of Local Plans.

BREEAM: Building Research
Establishment Environmental
Assessment Method

Widely used environmental assessment method for buildings, which
sets the standard for best practice.

Brownfield

Previously developed land occupied by a permanent structure (excluding
agricultural or forestry buildings) and associated fixed surface
infrastructure which can be re-developed for other uses.

Community Infrastructure Levy

A levy placed on development, to fund new or additional infrastructure
needs.

Comparison retail

Retail stores selling items not bought on a frequent basis, for example
televisions and white goods (fridges, dishwashers etc). Customers often
compare items and prices between several of these stores before making
a purchase.

Conservation Area

An area of special architectural and/or historical interest, the character
or appearance of which it is desirable to preserve or enhance. It is a
recognition of the value of a group of buildings and their surroundings
and the need to protect not just individual buildings but the character of
the area as a whole.

Convenience Retail

Retail stores selling everyday essential items, such as food and
newspapers.

Coventry and Warwickshire Local
Enterprise Partnership.

Local Enterprise Partnerships are locally-owned partnerships between
local authorities and businesses and play a central role in determining
local economic priorities and undertaking activities to drive economic
growth and the creation of local jobs.
They are also a key vehicle in delivering Government objectives for
economic growth and decentralisation, whilst also providing a means
for local authorities to work together with business in order to quicken
the economic recovery.
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Development

Development is defined under the Town and Country Planning Act 1990
as “the carrying out of building, engineering, mining or other operations
in, on, over or under land, or the making of any material change in the
use of any buildings or other land”.

Development Plan Documents
(DPDs)

Planning policy documents which make up the Local Plan.

Duty to Cooperate

A legal test that requires cooperation between local planning
authorities and other public bodies to maximise the effectiveness of
policies for strategic matters in Local Plans. It is separate from but
related to the Local Plan test of soundness.

Evidence base

An evidence base is the evidence that any development plan document,
especially a core strategy, is based on. it is made up of the views of
stakeholders and background facts about the area.

Green Belt

National policy designation that helps to contain development, protect
the countryside and promote brownfield development and assists in
the urban renaissance. There is a general presumption against
inappropriate development in the Green Belt.

Green and Blue Infrastructure

The terms Green and Blue Infrastructure refer to a strategic network of
green and blue spaces, such as woodlands, parks, amenity landscaping,
ponds, canals and rivers, and the links between them.

Greenfield

Land which has not been developed before. Applies to most sites outside
built-up area boundaries.

Habitat Biodiversity Audit

This provides the underlying baseline evidence of the type of habitats
and their condition based on recognised national survey methodology.

Hectare

A unit of land area equivalent to 10,000 square metres or 0.01 of a square
kilometre. One Hectare is approximately equal to 2.5 acres.

Housing Market Area

Provides information on the level of need and demand for housing and
the opportunities that exist to meet it across a defined area.

Infrastructure

A collective term for services such as roads, electricity, sewerage, water,
children’s services, health facilities and recycling and refuse facilities.

Listed Building

Buildings and structures which have been identified by the Secretary of
State for National Heritage as being of special architectural or historic
interest and which are subject to the law to ensure their protection and
maintenance.
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Local Development Document
(LDD)

Documents setting out land use policy prepared under Planning
legislation. Can either be a Development Plan Document or a
Supplementary Planning Document.

Local Development Scheme (LDS)

Sets out the program for the preparation of the local development
documents. The first LDS must be submitted to Secretary of State for
approval within six months of the commencement date of the Act.

Local Plan

The main planning document for the Borough comprising the policies
against which proposals for physical development will be evaluated and
provides the framework for change and development in the city.

Local Strategic Partnership (LSP)

Non-statutory, non-executive body bringing together representatives of
the public, private and voluntary sectors. The LSP is responsible for
preparing the Community Strategy.

Masterplan

A document outlining the use of land and the overall approach to the
design and layout of a development scheme in order to provide detailed
guidance for subsequent planning applications.

Mitigation measures

These are measures requested/carried out in order to limit the impact
by a particular development/activity.

National Planning Policy
Framework

A document setting out the Government's planning policies for England
and how these are expected to be applied.

Neighbourhood Plan

Plans prepared by a Parish Council or a Neighbourhood Forum for a
particular neighbourhood.

Parish Plans

A parish plan is a statement of how the local community sees itself
developing over the next few years. They should reflect the views of all
sections of the community, identify character and features which local
people feel are important, identify local problems and opportunities and
will say how the residents want the community to develop.
Legal agreements between a planning authority and a developer to
ensure that certain works which are necessary and relevant to a
development are undertaken or financial contributions made to
facilitate associated infrastructure works and development.

Planning Obligation

Policies Map

A map based representation of the Spatial Plan identifying areas for
protection and sites for particular uses of land and development
proposals. The Policies Map is revised when each new Development Plan
Document is adopted.

Public realm

The parts of a village, town and city (whether publicly or privately
owned) that are available, without charge, for everyone to use or see,
including streets, squares and parks.
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Public Examination

Development Plan Documents are assessed at an examination, during
which the Planning Inspector assesses the soundness of the documents.

Rural Exception Site

Sites for the development of affordable housing on land within or
adjoining existing small rural communities, which would not otherwise
be released for general market housing.

Section 106 Agreement

Derived from Section 106 of the Town and Country Planning Act 1990.
A voluntary agreement between the local planning authority and any
other body with an interest in land in their area. Its purpose is to
restrict or regulate the use of land, or to make other such arrangements
(such as financial contributions) as the Local Authority considers to be
necessary.

Sequential Approach

A planning principle that seeks to identify, allocate or develop certain
types or locations of land before others. For example, brownfield sites
before greenfield sites, or town centre retail sites before out-of-centre
sites. In terms of employment a sequential approach would favour an
employment use over mixed use and mixed use over non-employment
uses.

Settlement boundary

A planning tool, which defines the built up area of a settlement and
restricts development within the countryside beyond those defined
boundaries.

Site allocation

Policies referring to land allocations for specific or mixed uses of
development. Policies will identify any specific requirements for
individual proposals

Sites of Special Scientific Interest

An area of land identified and protected by Natural England as being of
special nature conservation interest nationally.

Spatial Planning

Policy planning that goes beyond traditional land use matters and deals
with wider issues such as general policy priorities and resources.

Statement of Community
Involvement (SCI)

Sets out the standards which authorities will achieve with regard to
involving local communities in the preparation of local development
documents and development control decisions. The Statement of
Community Involvement is not a development plan document but is
subject to independent examination.

Strategic Housing Land
Availability
Assessment (SHLAA)

The purpose of the Strategic Housing Land Availability Assessment
(SHLAA) is to identify sites which may be suitable for housing
development over the next 15 year. Each site within the SHLAA has been
assessed to establish whether it is likely to be suitable for housing
development and, if so, when it might come forward for development. It
is important to note that the SHLAA does not determine whether housing
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will be built on any particular site, but merely undertakes a technical
exercise on the availability of land in the Borough.
Submission

The final stage in preparation of Development Plan Documents and the
Statement of Community Involvement. The documents are sent to the
Secretary of State and an Independent Examination will be held.

Supplementary Planning
Document (SPD)

These contain policy guidance to supplement the policies and proposals
in Development Plan Documents.

Sustainability Appraisal (SA)

An appraisal of the social, economic and environmental effects of a plan
to ensure it reflects sustainable development objectives. Sustainability
Appraisal is required for all development plan documents.

Sustainable Community Strategy
(SCS)

A sustainable community strategy sets out the strategic visions for a
place and provides a vehicle for considering how to address difficult
issues such as the economic future of an area, social exclusion and
climate change. It is a vision document which needs to be aligned with
the core strategy, as with the vision document for the local development
framework.

Transport Assessment

A Transport Assessment report that provides detailed information on a
range of transport conditions and related issues, taking into account
proposed development. The assessment is often used to show whether
developments will cause problems of congestion, danger etc. and are
therefore also used in the determination of planning applications.

Vitality and Viability

In terms of retailing, vitality is the capacity of a centre to grow or to
develop its level of commercial activity. Viability is the capacity of a
centre to achieve the commercial success necessary to sustain the
existence of the centre.

Windfall site

A site not specifically allocated for development in a development plan,
but which unexpectedly becomes available for development during the
lifetime of a plan. Most "windfalls" are referred to in a housing context.
They tend to be very small sites for one or a small number of homes.
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Appendix 1 H.07: RUGBY BOROUGH COUNCIL STATEMENT OF
COMMON GROUND BETWEEN RUGBY BOROUGH COUNCIL,
WARWICKSHIRE COUNTY COUNCIL (TRANSPORT &
ECONOMY) AND HIGHWAYS ENGLAND

Rugby Local Plan Examination

Transport and Highways Statement of Common Ground as agreed between
Rugby Borough Council
and
Warwickshire County Council – Transport & Economy
and
Highways England

19th January 2018
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1.

Purpose of this Statement

1.1. The purpose of this statement is to inform the Inspector and other parties
about the areas of agreement between Rugby Borough Council (RBC),
Warwickshire County Council and Highways England in relation to transport
and highways matters relating to the Rugby Local Plan Publication Draft.
1.2. It follows the Duty to Co-operate Statement of Compliance (Examination
Document LP 05) which states in Paragraph 5.13 under the heading
Highway Authority (Warwickshire County Council and Highways England):
“Extensive and ongoing cooperation with the Highway Authority has
taken place throughout the preparation of the Local Plan. This has
involved working together on strategic transport assessments to help
inform the distribution of development and infrastructure requirements
relating to the proposed development sites. Regular liaison meetings
have taken place to ensure this work is effective. Engagement work with
Highways England has focused on the M6 Junction 1, A46 and A45/
M45.”
1.3. Warwickshire County Council made representations on the Publication
Draft Local Plan in relation to housing, economic growth, transport and
highways, education, waste management, public health, ecology, flood risk,
minerals, archaeology and the County Council’s landowner interests. This
Statement of Common Ground considers transport and highways matters
only.

1.4. Highways England made representations on the Publication Draft Local
Plan.

1.5. This Statement of Common Ground sets out the agreement between Rugby
Borough Council, Warwickshire County Council and Highways England in
relation to transport and highways matters.
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2.

Background

Warwickshire County Council
2.1. Warwickshire County Council made representations on the Publication
Draft Local Plan in relation to transport and highways matters. WCC’s
representation stated:
“The County Council has worked with the Borough Council on the wider
strategic transport capacity matters for the Options. The evidence base
is contained in the Phase 1 and 2 documents dated December 2015.
The documents contain the scenarios and the necessary mitigation
measures.

We have been working with the Borough Council and developers have
worked together to identify the transport infrastructure required to
support growth through the Local Plan Strategic Transport Assessment
Modelling Analysis and Overview, September 2016. The transport
infrastructure required to support growth to 2031 includes strategic
infrastructure at South West Rugby, through delivery of an all traffic route
connecting the A426, A45/ M45 and A4071/ Coventry Road. This will be
supported by improvements to Dunchurch crossroads. Mitigation
required to support growth to the north of Rugby town, largely as a
consequence of Coton Park East includes mitigation to various junctions
along the A426. As each scheme is advanced in partnership with WCC
Highways, Highways England and site promoters, the detail of the
necessary mitigation, including costs and funding, will be progressed.

This will also include the smaller scale highway mitigation requirement
and we can provide further specific comments regarding relevant risks to
the timely delivery of highway infrastructure.

To support sustainable travel we are working to secure funding for a new
Rugby Parkway Station in close proximity to the Sustainable Urban
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Extension at the Radio Station site. The County Council has confirmed
that they will work closely with the Borough Council on this.

In Appendix A attached to this letter I have included specific transport
and highways feedback regarding named sites and on the proposed
Southern West Rugby Spine road. In the case of the spine road, the
complete scheme should be developer funded and the link to Potford
Dam Roundabout is essential in highway safety terms for which a follow
up technical note will be provided.”

Highways England
2.2. Highways England representation on the Publication Draft Local Plan
stated:
“Highways England provided the following key comments on the
Preferred Option Local Plan in February 2016:
• The option(s) presented were likely to have traffic and highways
implications for the Strategic Road Network (SRN) at the M6 Junction
1 and A45 / M45 corridor, including Tollbar End.
• Delivery of the site to the South of Walsgrave Hill Farm would be
reliant on:
- an improved junction on the A46 at Walsgrave; and
- an updated Strategic Transport Assessment which would need to
consider the proposed Coventry City Council housing allocation at
Walsgrave Hill Farm.
• We would expect Travel Plans to be the first line of mitigation for
addressing impact on the SRN of large residential developments, as
per DfT Circular 02/2013.
• To assess the impact of the proposed housing site allocations, we
considered that the final Local Plan would need to be supported by
further transport modelling which assesses the potential highways
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implications of the proposed sites and any associated requirements
for highways mitigation.

The Publication Draft has sought, in part, to address our previous
comments. We note that the site previously proposed at Walsgrave Hill
Farm is now not a proposed allocation.

The Publication Draft Consultation options continue to have traffic and
highway implications for the SRN. In this instance the relevant sections
of the SRN comprise:
• M6 Junction 1 - impacts from approximately 2,200 dwellings at Rugby
Gateway, Coton Park East and Coton House; and
• M45/ A45 - impacts from approximately 5,000 dwellings and 35ha of
employment land to the north of the corridor, and 1,500 dwellings to
the south (Lodge Farm).

We note that the Strategic Transport Assessment (STA) provided with
the Local Plan underpins the infrastructure improvements identified
within the Infrastructure Delivery Plan (IDP). This sets out the following
infrastructure relevant to the SRN:
1. M45/ A45 – Link A
2. Potential mitigation for the A45/ M45 corridor
3. Mitigation to M6 Junction 1

Whilst the STA provides more detail on potential schemes (such as full
signalisation of M6 Junction 1 and signalisation of M45/ A45 roundabout)
there are a number of uncertainties surrounding the funding and delivery.
The work undertaken to date identifies the SRN mitigation required to
support the Plan, however we would welcome a more detailed
assessment to better define the impacts on the SRN and the
infrastructure requirements for the strategic sites. As such we will
continue to collaborate with Warwickshire County Council (WCC) in the
development of further assessments.
5

We are aware that WCC are currently updating their Rugby Wide Area
traffic model (calibrated using 2016 data) and would like to see the Local
Plan tested within this model to provide further assurances and detail on
the schemes contained within the IDP.

We welcome identification of Highways England as a delivery partner for
schemes 1 and 2 above and are committed to supporting Rugby
Borough Council in the development and delivery of mitigation on the
SRN. Whilst we appreciate that the M6 Junction 1 and any forthcoming
‘local’ link roads will be operated and maintained by the local highway
authority we would like to continue our positive engagement to ensure
we are kept abreast of developments given the potential impacts they
could have on the SRN.

As set out in our response to the Preferred Options Local Plan, we
believe that Travel Plans should be produced for large residential
developments which have a material impact on the SRN as per national
guidance – paragraphs 28 to 30 of DfT Circular 02/2013. We would
expect Travel Plans to form the first line of mitigation for addressing
development impacts on the SRN.”

Strategic Transport Assessment 2017
2.3. Following the Publication Draft of the Local Plan, Warwickshire County
Council updated the Strategic Transport Assessment using the 2016
updated Rugby Wide Area Base Model and associated Forecast Models
and revisited the study area by extending it to cover the villages of Barby
and Kilsby to the south of the M45. At the same time parts of the northern
and western extent of the study area were removed as they were
considered to be part of the ‘buffer’ network.

The updated STA was

published in June 2017. The transport infrastructure required to support
growth to 2031 includes strategic infrastructure at South West Rugby,
through delivery of the proposed South West Link Road (SWLR). The
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SWLR is an all traffic route which comprises three sections as follows: (1)
Homestead Link connecting the A426 Rugby Road with the B4429
Coventry Road, (2) Cawston Lane realignment and (3) Potsford Dam Link
connecting the A45/M45 with the A4071 to the west of Potsford Dam
Roundabout. The STA has identified that the Homestead Link is required
by 2026 and the Potsford Dam Link by 2031 to support development at
South West Rugby and Lodge Farm in line with Rugby Borough Council’s
Housing Trajectory. The realignment of Cawston Lane is required by 2031,
or earlier if the delivery of the development in the eastern part of the South
West Rugby site is brought forward prior to 2031.

Warwickshire County Council Update
2.5. Proposals for a new rail facility at Rugby Parkway located to the south of
the A428 Crick Road opposite the Rugby Radio Station site at Houlton are
currently part-funded. The County Council hope to be in a position to
resolve the outstanding funding elements by the end of March 2018. In
combination, Rugby town and Parkway stations would accommodate the
projected demand for rail in the area and support delivery of the Local Plan.

2.6. In September 2017, the County Council submitted an Expression of Interest
(EOI) to the Homes and Communities Agency (HCA) for Housing and
Infrastructure Funding (HIF) to support Local Plan development at South
West Rugby. If the EOI is accepted, the HCA would assist the County
Council to develop a full business case to enable the Homestead Farm Link
to be forward funded which would accelerate housing delivery in South
West Rugby.

2.7. The County Council’s response to Northamptonshire County Council/
Daventry District Council - WCC has responded to various questions raised
by

Northamptonshire

County

Council

on

the

Strategic

Transport

Assessment (STA). There are two outstanding matters: possible land
availability constraints in relation to the proposed Daventry Road/ The
Ridgeway widening scheme; and certainty of funding for proposed
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improvements at the A5/ A428 junction. Both of these improvements are
located in Northamptonshire.
2.8. It is considered that the Daventry Road/ The Ridgeway scheme to provide a
right turn facility at this location could potentially be replaced by proposals
to signalise the junction within the current layout (or with minimal changes)
which would achieve the same operational benefits as the STA scheme
without the need for third party land. It is anticipated that the promoters of
Lodge Farm would be responsible for delivering the mitigation in this area in
its entirety and therefore any costs associated with possible utility
diversions would need to be addressed by them through the planning
application associated with the site.
2.9. It is considered that the A5/A428 junction scheme to signalise the A428
eastbound approach and widen the western exit to allow movement east to
west through the junction would be funded by the promoters of Lodge Farm
and the scheme has been included in the Rugby IDP.
2.10. The County Council’s response to Stagecoach - Stagecoach is the principal
bus operator in Rugby and has raised concerns that the level of growth
Local Plan is likely to significantly exacerbate traffic congestion at a number
of key pinch points on the local highway network, which is likely to further
compromise journey time reliability. Warwickshire County Council is
seeking to address these concerns by undertaking a comprehensive review
of the current LTP Rugby Transport Strategy in partnership with
Stagecoach and other key stakeholders. It is anticipated that the review will
consider the potential role of Park and Ride and parking policy in managing
travel demand to help reduce traffic congestion and improve air quality.
2.11. The County Council’s response to Mode for Stand Against Lodge Farm
Village - Mode Transport Planning (Mode TP) were appointed by ‘Stand
Against Lodge Farm Village’ (SALFV)’ to provide a critique of the highways
evidence base that has been submitted in support of the emerging Rugby
Borough Council Local Plan 2011-2031. However, Mode TP’s Technical
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Note which provides this critique appears to focus on the STA (September
2016) (Examination Document LP 19) which has since been superseded by
the revised STA (June 2017) (Examination Document LP 20). The revised
STA (LP 20) has addressed several of the points raised by the Technical
Note and the relevant references are provided below:
-

Scope of Modelling (LP 20 - Section 3 - Assessment)

-

Model Coverage (LP 20 - Study Area - paragraph 2.5)

-

Traffic Assignment (LP 20 - paragraph 3.23)

-

South West Rugby Spine Road (cost estimates provided in the IDP
and trigger points identified in LP 20 - Table 20 and Appendix B)

-

Dunchurch Crossroads – the STA showed that the network could
operate in 2021 with the proposed improvements at Dunchurch
Crossroads but without the Homestead Link in place, assuming no
development at Lodge Farm. We would not however support
development at Lodge Farm coming forward in lieu of other sites in
the South West as the Lodge Farm site promoter does not control the
necessary land required for the Homestead Farm Link. The STA
showed that the link is required by 2026 assuming 265 dwellings at
Lodge Farm, but it would be for the promoters, through additional
technical work, to demonstrate the implications of the delivery up to
265 prior to the link being in place to establish if the impact is likely to
be acceptable in Dunchurch.

-

Other Mitigation (LP 20 - Table 39)

-

Impacts on Northamptonshire (see paragraphs 2.7 – 2.9 above)

-

Impacts on the Strategic Road Network (LP 20 - Table 39 and Figure
46)

-

Cycle Access, Public Transport Access and School Travel (emerging
strategy has been considered by the site promoter in their
representations)

-

Highway Safety - The purpose of the STA is to identify 'critical
dependencies' which are referred to in guidance issued by the
Planning

Inspectorate

(PINS)

relating

to

Development

Plan

Documents. These dependencies are the strategic level transport
infrastructure required to mitigate the impacts of the proposed
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allocation options under consideration. The STA provides this
information for all strategic transport mitigation schemes which have
been identified. If a particular site option is brought forward to planning
application stage, site promoters are required to provide a more
detailed analysis of their likely transport impacts in the form of a
Transport Assessment (TA). The TA considers strategic and localised
transport impacts, including impacts on local villages and highway
safety, and sets out proposals for mitigating these where appropriate.

Highways England Update
2.12. On 9 January 2018 Highways England (HE) wrote to Rugby Borough
Council setting out their comments on the Strategic Transport Modelling
(June 2017) (LP20) and the implications for the Local Plan. This letter is
attached to this Statement of Common Ground as Appendix 1.
2.13. HE state in their letter that: “The STA is found to be based on sound
modelling practices which are suitable for assessing the residual impacts of
Local Plan development traffic being loaded onto the highway network.”.
2.14. HE’s letter continues: “We note that the key transport issues are recognised
within the STA. The need for additional capacity provided by a future South
West Link Road (SWLR) is noted and, in principle, is supported. Improved
links between major development sites are welcomed by Highways England
due to the need to provide ongoing management of the SRN network in this
area. In addition, the alignment options for the SWLR should be discussed
with Highways England going forward to ensure SRN impacts are
managed. We also note the development of a number of SWLR options
undertaken within the STA sensitivity tests.”
2.15. HE state: “the work undertaken to date identifies the SRN mitigation
required to support the Plan. However, we would welcome a more detailed
assessment to better define the impacts on the SRN and the specific
infrastructure requirements for the strategic sites. As such, we intend to
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continue to collaborate with RBC and WCC in the development of any
future assessments.”
2.16. In relation to sustainable modes HE state that: “Although the STA currently
lacks the detail necessary to be able to provide specific comments in terms
of locations and impact on the SRN, we support in principle the
development of a Sustainable Transport Strategy being prepared by WCC.”
2.17. HE’s letter concludes: “We welcome identification of Highways England as
a delivery partner for mitigation schemes identified in the STA and
discussed above. We are committed to supporting RBC in the development
and delivery of mitigation on the SRN. On this basis, we consider that the
above matters are addressed in most part and we would like to continue our
positive engagement to ensure we are kept abreast of developments given
the potential impacts they could have on the SRN.”
2.18. Highways England Update on the A46 Coventry Junctions Upgrade (Road
Investment Strategy) – HE have confirmed that they are taking a phased
approach to upgrade the A46. To do this they expect to progress with the
Binley junction first as it currently suffers from heavy congestion, followed
by the Walsgrave junction. HE expect to be in a position to make a
preferred route announcement and hold a public information exhibition in
early 2018, which will provide an update on the design for the Binley
junction.
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3.

Agreed Matters

3.1. There is complete agreement between Rugby Borough Council, the County
Council and Highways England.

3.2. All three authorities recognise the importance of continuing co-operation
and collaboration to ensure the effective delivery of the Local Plan and
supporting infrastructure and services which are essential for successful
communities.
AGREEMENT
Signed by

…………Vicky Chapman …….

on behalf of Rugby Borough Council

Dated ……………………….

………Mark Ryder…………..…. on behalf of Warwickshire County Council
Dated ……………………….

………… Adrian Johnson ……… on behalf of Highways England
Dated ……………………….
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Forming part of the Local Plan for
North Warwickshire
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Core Strategy
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Core Strategy
Adopted 9th October 2014

PREFACE
Welcome to the adopted Core Strategy which sets out the strategic planning policies
that the Borough Council, and its partners, will pursue over the next 20 years. This
may seem a long time especially in this fast moving world but the policies in this
Core Strategy have been written to give them some flexibility and longevity, as well
as give the framework for other planning policies that will make up the Local Plan for
the Borough.
The key priority is to keep the rural nature of the Borough and to ensure that when
entering North Warwickshire, it is clearly defined as being rural, with a high quality
environment. It also seeks to tackle the key issues that the Borough faces of health,
skills, and access to services and facilities, including affordable housing.
The Core Strategy is one part of the Local Plan for North Warwickshire. Over the
coming years additional documents will be produced, as and when necessary
including, Neighbourhood Plans which together will form the Local Plan.
Councillor Ray Sweet
Chairman, LDF Sub-Committee
Contact Details
Forward Planning Team
North Warwickshire Borough Council
The Council House
South Street
Atherstone
CV9 1DE
01827 719499/719451
or
01827 715341 (main switchboard)
www.northwarks.gov.uk

_________________________________________________________________________
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Core Strategy
Adopted 9th October 2014
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1

Introduction

What is a Core Strategy?
1.1

The Core Strategy is just one of the many documents that will form the Local
Plan for the Borough. It contains planning policies to guide the development
and use of land, which affect the nature of places and how they function at a
strategic level. The Core Strategy will therefore deliver the North Warwickshire
Sustainable Community Strategy’s vision, by seeking quality sustainable
development in the right place at the right time. It looks forward to 2029 as
well as giving an indication of where and how development will take place
beyond this time frame in order to ensure a continuous supply of land. The
Core Strategy explains how much and what type of development there will be
and generally where this will be located. Policies in this Core Strategy are
thus broad Borough-wide policies. It is intended that the Core Strategy has
been written so as to allow some flexibility whilst protecting the important
aspects of the Borough.

1.2

The policies within the Core Strategy are interrelated and therefore the
document should be read as a whole. It should be read alongside the saved
policies from the North Warwickshire Local Plan 2006 as some policies in that
plan will remain in force until replaced by policies in later Local Plan
documents. (See Appendix A for more information). The National Planning
Policy Framework (NPPF) sets the national context for this Plan. In addition
the County Council prepares the Minerals and Waste Local Development
Documents. Together these plans make up the statutory planning framework
for the Borough. All subsequent Local Plan documents as well as any
Neighbourhood Plans or Neighbourhood Development Orders must be in
conformity with the Development Plan and follow its approach.

1.3

A key diagram accompanies this Core Strategy showing the key strategic
policies. A Proposal Map Development Plan Document will show the detailed
geographical items and indicate where there are proposed changes to the
Proposals Map contained within the North Warwickshire Local Plan 2006.
Supplementary Planning Documents (SPD) will be used to add more detail
and give guidance on how the Council will implement specific policies.

1.4

The North Warwickshire area will also be covered by the Warwickshire Waste
Core Strategy and the Warwickshire Minerals Core Strategy. The first of
these documents will set out sites proposed for waste development; the
second document will set out potential sites and areas of search for new
mineral development. The Minerals Core Strategy will also define Mineral
Safeguarding Areas (MSAs), within which it will be necessary for non-mineral
development proposed by this Core Strategy to ensure that mineral resources
are not needlessly sterilised and that where new development is proposed,
there is a need to consider whether the mineral resources should be extracted
prior to development taking place.
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1.5

The North Warwickshire Coalfield covers a significant area of the Borough
from Shuttington in the north-west to the boundary with Coventry to the south
east. Some of the reserves identified within the coalfield are shallow and may
be accessible by surface mining extraction methods. The Borough Council
has major concerns about the potential environmental, visual and amenity
impacts of surface mining in the Borough. Before the Borough Council
supports a scheme, it should be satisfied that the potential impact has been
addressed and there are no viable, accessible reserves that may be sterilised
or trigger the need to surface mine.

1.6

Consultation with stakeholders has shaped this Core Strategy. As a result of
the consultation and especially the specific Issues and Options consultation,
the preferred option of allowing development of the appropriate size and scale
in a variety of settlements will be pursued, guided by the settlement hierarchy.
The settlement hierarchy is based on an assessment of the services, facilities
and sustainability of the various settlements within the Borough. This builds
on work previously undertaken for the Local Plan and has been updated to
ensure it reflects the current situation.

1.7

In addition to delivering North Warwickshire’s development needs there is also
a potential requirement to consider the needs of adjoining authorities.
Tamworth has identified a need to accommodate housing beyond its
boundaries. No other local authority has identified such a requirement. The
Core Strategy is being written at a time when the Duty to Co-operate has
been introduced by the 2011 Localism Act. Therefore in order to give this
Core Strategy longevity and flexibility, consideration of these issues needs to
be undertaken.

1.8

The document refers to Neighbourhood Plans or other Locality Plans. It is
important to note that a Neighbourhood Plan must be in conformity with this
Core Strategy in accordance with the Localism Act 2011. In the absence of a
Neighbourhood Plan, but where another document, such as a Parish Plan,
has been prepared, and it accords with this Plan, this may be taken in to
consideration.
Duty to Co-operate

1.9

The Localism Act 2011 introduced a requirement for the Borough Council to
co-operate with other local authorities as well as organisations and agencies
to ensure the effective discussion of issues of common concern to develop
sound plans. This Duty is an on-going process and does not stop with the
production of a plan. This Council has a proven track record in cooperating
with neighbouring authorities in strategic planning matters. It commits to
working collaboratively with other authorities, in particular Birmingham and
Tamworth, to objectively establish the scale and distribution of any emerging
housing and employment shortfalls. In the event that work identifies a change
in provision is needed in the Borough of North Warwickshire an early review
of the North Warwickshire Local Plan will be brought forward to address this.
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2

Spatial Portrait

2.1

This Spatial Portrait gives the story of the Borough and the issues that it
faces. It includes not just the traditional aspects related to land-use planning
but it also includes other information/issues that have an impact on how land
is used, such as, health, skills and training. All of this information provides an
image of the Borough which then feeds into the strategic policies.

2.2

North Warwickshire is a rural Borough with over 50 settlements as shown on
Map 1, covering 110 square miles/28,526 ha/285 km². The rural nature of the
Borough is very important. This is created by the number of rivers – Blythe,
Tame, Cole, Anker - Kingsbury Water Park and the canal system, as well as
the number of other natural features and the predominantly mixed agricultural
and woodland uses operating throughout the Borough. The Borough has an
open character which is unique compared to many of the surrounding urban
areas.

2.3

Settlements range in size from Atherstone, and Mancetter, with a population
of 10,000 to small hamlets. Atherstone, Coleshill and Polesworth are the
three market towns and are important to the health of the surrounding rural
economy as they provide many services and facilities to the outlying
hinterland.

2.4

The Borough lies between Birmingham, Solihull, Coventry, Nuneaton and
Hinckley, all of which are growth areas. No growth from these areas is
expected to take place in the Borough in the plan period. However to the
north-west lies Tamworth. Although not a growth area it is a town constrained
by tight administrative boundaries. The Borough therefore has pressure for
growth from all around. This is not only in terms of land being sought in this
Borough (as is the case from Tamworth) but in terms of the environmental
implications of such growth. For example, traffic passing through the Borough
especially along the A5.

2.5

The economy of the Borough, since the closure of the coal mines, has seen
an increase in employment land, particularly logistics, but a decrease in
manufacturing. Large brownfield sites, such as Hams Hall, Birch Coppice,
and Kingsbury Link, have been used for development, mainly B8 (storage and
distribution uses) the former two sites also benefit from intermodal rail freight
interchanges. The Borough is the location for many national and international
companies including Aldi, TNT, BHS, 3M, BMW, Sainsbury and Subaru. In
2012 it also became home to one of Ocado’s national hubs.

2.6

There are a number of other older industrial estates in Atherstone, Mancetter,
Arley and Coleshill that serve the local and sub-regional employment needs of
the Borough compromising mostly of smaller companies. Over 90% of firms
in the Borough employ 10 or less employees. Over 50% of workers commute
into and out of the Borough. With companies locating in the Borough it is
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important for local people to have the necessary skills to take up the local job
opportunities as well as having the skills to start up in business.
2.7

Major roads of national and regional significance pass through the Borough
(M6, M6 Toll, A5, M42, and A446) and they form part of the Strategic Road
Network. The A5, although part of this network, is not dual carriageway along
its entire length and has speed limits as low as 40 mph in some parts. The
Borough Council is working with Warwickshire County Council, Leicestershire
County Council, the Highways Agency from the East and West Midlands, as
well as other local authorities along its route, to investigate the issues of
growth and how improvements to the route can take place. A Strategy has
been prepared and the Borough Council will work with partners including the
private sector to deal with issues along its route. The capacity of the A5 will
be an on-going concern as major developments are taking place along its
route mainly outside the Borough which may impact on how development
takes place in the Borough.
Such developments include the MIRA
Technology Park and sustainable urban extensions in Hinckley & Bosworth,
DIRFT in Daventry and Rugby, growth in Nuneaton & Bedworth as well as
growth in Tamworth, Lichfield and beyond.

2.8

Rail also plays an important role in the Borough with the Trent Valley line/
West Coast mainline and the Cross Country line. During 2008 a new station
called Coleshill Parkway opened and services have been improved to
Atherstone. There are two intermodal rail freight facilities at Hams Hall and
Birch Coppice. .

2.9

In January 2012 the Secretary of State announced the route for the first phase
of HS2 (High Speed Rail) between London and the West Midlands. This
travels through the Borough northwards from the NEC along the Tame Valley
up to Middleton and then on to Bassett’s Pole. A route also comes out of and
goes in to Birmingham to the south of Water Orton. The safeguarded route
will be shown on the Proposals Map. The next phase of the route to Leeds
via the East Midlands and to Manchester was published in January 2013.
The Leeds leg follows the route of the M42 from a junction near Lea Marston,
past Polesworth and then heads towards Ashby. The full impact of the
proposals will not be known for some time, but increased traffic, especially
through the rural countryside close to the new railway station and monorail
depot to the east of the M42 near to the NEC, is likely. Improved public
transport connections will be extremely important to mitigate this impact as
well as substantial landscaping and absorptive noise barriers along its route.
Other mitigation measures, including community benefits will be needed and
will be progressed through discussions with HS2 Ltd and the Department of
Transport. Pressure for development around the new HS2 railway station at
the NEC will be resisted.

2.10

The Borough Council recognises that when HS2 takes place, it will impact on
a number of properties. The Council will work with owners to mitigate the loss
of properties wherever possible.
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2.11

In addition to the above transport corridors there is 7km of the Birmingham &
Fazeley Canal and 17km of the Coventry Canal within the Borough. The
canal system has many uses from regeneration to tourism to being important
biodiversity corridors. They are an important recreation and tourism resource.

2.12

There are three main airports close to the Borough boundary – Birmingham
International, East Midlands and Coventry Airports. There are expansion
plans for all of the airports and the implications on North Warwickshire will be
considered particularly in relation to the increase in the amount of traffic.
However the opportunities of improved access to jobs and services will also
be exploited. Development within the Borough will need to consider the
constraints imposed by their close proximity.

2.13

The Borough has a relatively low housing growth, whilst expansion of
employment land, particularly for logistics, has been large compared to the
rest of the West Midlands. This brings with it its own problems of ensuring
there is sufficient housing of the right type and in the right location to suit the
needs of Borough residents, as well as making sure that those living in North
Warwickshire have the right opportunities, training and skills to take
advantage of and access the additional jobs. The way that buildings will be
built and integrated into the landscape and existing settlements will be an
important consideration too.

2.14

The Borough has a special and important natural environment shaped by its
landscape and mining legacy. It has four major river corridors – the Tame,
Blythe, Cole and Anker - and holds the largest and most important area of
inter-connected wetlands in the sub-region along the Tame Valley.
Cumulatively this area forms a migratory bird route of regional significance.
The Borough also has notable concentrations of heathland, ancient
woodlands and acid grasslands associated with post-industrial habitats, which
are otherwise scarce within the county. The natural environment provides
many vital ecosystem services to the Borough, such as natural flood defence,
carbon sequestration and the maintenance of biodiversity and air quality.
These services help to underpin the local economy and make a valuable
contribution to the quality of life of its residents.

2.15

North Warwickshire has a high level of energy consumption with 61% being
used by transport (particularly caused by the high levels of petroleum
consumption), 25% by industrial uses and 13% by domestic (Source Quality
of Life 2009 page 99).

2.16

With a number of mineral reserves within the Borough there are a number of
quarries. Early consideration of beneficial after uses of mineral sites needs to
be undertaken. Where development is proposed on land with mineral
reserves consideration must be given to the extraction of the mineral before
development takes place in accordance with national guidance. In terms of
the coal reserves from the Northern Warwickshire Coalfield the Council will
not support surface mining operations especially where it will have a direct
effect on local residents and an adverse environmental impact.
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2.17

North Warwickshire contains a number of major hazard sites and pipelines.
Whilst they are subject to stringent controls under existing health and safety
legislation, it is considered prudent to control the kinds of development
permitted in the vicinity of these installations. There are therefore consultation
zones for each major hazard site and pipeline. In determining whether or not
to grant planning permission for a proposed development within these
consultation zones, the Borough Council will consult the Health and Safety
Executive to determine the risks for the proposed development.

2.18

As mentioned above the Borough of North Warwickshire is made up of a
number of different settlements each with their own characteristics but
sometimes showing similar issues. The County Council has prepared Locality
Profiles for the Borough which divides the Borough into four areas to coincide
with the Area Forum Boundaries.

Villages & Hamlets
2.19

There are a number of other settlements, without a development boundary,
that do not have the same range of services and facilities but provide
significantly to community life within the Borough. With the emphasis in the
past for development to be targeted at the main settlements (Atherstone/
Mancetter and Polesworth/Dordon, as identified by the Warwickshire Structure
Plan, 1989) it put the smaller villages in a difficult position in that they were
losing services and facilities without the support of the planning policies, to
recognise their importance to the rural nature of the Borough. Local
requirements have changed as the residents of the countryside have
changed, but there are many people who live in the smaller settlements and
the countryside, who have difficulty accessing services/facilities and
affordable housing. Local planning policies should allow for these needs to be
catered for in a sensitive and innovative way. Such settlements include Ridge
Lane, Middleton, Corley, Lea Marston and Furnace End.

Countryside
2.20

With the Borough covering over 110 square miles and with over 50
settlements ranging in size from the largest conjoined settlement of
Atherstone and Mancetter having a population of 10,000 to places with a few
houses, means that the countryside plays an important role in the Borough.
Many small settlements do not have a development boundary but are
important to the local communities. The countryside gives the rural context in
which all other things operate. Its landscape is diverse and varied.

2.21

There are three major private estates of Packington, Blythe and Merevale,
which have influenced the landscape of the Borough. Agriculture is a major
influence on the character of the Borough.

2.22

Within the countryside there are 8 golf courses, including The Belfry and the
Forest of Arden; major tourist attractions, such as Kingsbury Water Park; as
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well as more local facilities. A thriving rural economy is important to the
Borough.
However, a balance needs to be struck between allowing
development that is appropriate in terms of scale and character, whilst
protecting and emphasising the rural context of the Borough.
Issues
2.23

It is clear that there are a number of cross cutting issues that have
consistently been highlighted or raised throughout the development of this
Core Strategy. These are outlined in more detail in the Key Issues paper.

2.24

Access is an important issue in respect of both the physical means of
accessing services and facilities, as well as accessing education,
employment, debt/benefits advice/health services, leisure and recreation and
housing provision and support. This issue is exacerbated by an increasing
elderly population, higher than expected adverse health issues, cross cutting
the generations (obesity/smoking/drinking/infant death rates) and increased
fuel costs impacting on fuel poverty and transport costs. These raise major
implications and potential pressures for future service needs and how to
address the form and location of their provision and how those who need
those services can access them

2.25

The Sustainable Community Strategy (SCS) recognised that with limited
resources, partnership working needed to be more focussed in order to
ensure delivery. This is not to say that other issues are less important to
either individual organisations, or groups of organisations, which can be
tackled outside of the SCS arena. It has therefore focussed on three long
term issues that it considers the Local Strategic Partnership as a whole can
be effective at delivering results. These are:
1.
Access to Services & facilities
2.
Education and Aspirations
3.
Health

2.26

In terms of the Core Strategy the aim is to look at spatial linkages to these
issues. For example there are clear links between issues of poor health,
obesity and open space/recreation provision, education and the skills gap,
rural transport and isolation and where the opportunities and needs are for
seeking planning gain or financial contributions from any proposed
commercial/housing developments.

2.27

The Borough has, is and will continue to look for ways of tackling these
issues. This will be through a range of opportunities including, the LEADER
programme, the Borough’s Community Hubs, Section 106 contributions, as
well as continuing to work with a range of partners from the public, private and
voluntary sectors. The Core Strategy can assist in ensuring a lasting legacy
from any development that takes place.
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So what makes North Warwickshire unique?
2.28

In conclusion the list below summarises the key qualities that makes North
Warwickshire unique:
1.

2.

3.

4.

5.

6.

7.

Quality of its natural and historic environment. The Borough has a
pleasant rural character distinct from its growing urban neighbours with
a large number of natural and historic assets.
There are 10
Conservation Areas, over 600 listed or Scheduled Ancient Monuments
and buildings, as well as many wildlife and geological sites of varying
designations.
The Borough has a number of unique biodiversity habitats and species
that are only or predominantly found in the Borough, such as
heathland.
Dispersed settlements. There are over 50 settlements within the
Borough, ranging from Market Towns to small hamlets, each with a
different character.
Mix of architectural styles. Whilst there is no distinctive Borough-wide
building style there are very local styles either in character or in form
that leads to places being very different from one another.
Former mining legacy. The Borough had a number of mines and there
are still ex-mining communities in need of assistance, in particular with
the standard of housing and access to skills, training and access to
better health care.
The Borough has some unique transport issues. It has national road
and rail routes going through the Borough – M6, M6 (Toll), M42 and
West Coast Mainline. The A5 itself is a unique part of the Borough. It
is a road which is multi-functional, serving a national as well as a local
requirement. High Speed Rail will bring with it its own unique issues.
However access to jobs and training is still an issue.
A range of major employers. The Borough is the location for national
and regional headquarters of both national and international companies
with two rail freight facilities, which is unusual for such a relatively small
Borough. In addition the Borough is close to the Enterprise Zone at the
MIRA Technology Park.
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3.

Spatial Vision

3.1

This leads us to the Spatial Vision for the Local Plan. This Vision builds on
the Community Strategy Vision and gives it a spatial dimension.

3.2

The Spatial Vision for the Borough is thus:
Rural North Warwickshire: a community of communities. A place where
people want to live, work and visit, now and in the future, which meets the
diverse needs of existing and future residents is sensitive to the local
environment and contributes to a high quality of life. A place which is safe
and inclusive, well planned, built and run and offers equality of opportunity
and good services for all.
The rural character of North Warwickshire will be retained and reinforced to
ensure that when entering the Borough it is distinctive from the surrounding
urban areas.
The Borough will accommodate development in a balanced and sustainable
way, placing a high priority on quality of life, ensuring the protection,
restoration and enhancement of valuable natural and historic resources and
providing the necessary supporting infrastructure.
New homes, new employment proposals, local services and community
facilities will be integrated carefully into the Borough’s existing areas
respecting local distinctiveness. The majority of the development will be
focused on the Market Towns and Local Service Centres.
Employment generation will benefit local residents and ensure long lasting
benefits to the Borough, including improved skills, reducing out commuting
and regeneration of industrial estates where appropriate.
Housing catering for the needs of residents will be provided in order to give
choice of tenure and location and will be located to take advantage of good
public transport accessibility and to help maintain and enhance the vitality and
viability of settlements.
Existing communities will retain their distinctiveness and identity through good
quality, inclusive design. New development will be designed to a high quality
following urban design, sustainable development and construction principles
and giving high importance to the public realm as well as good access and
provision of Green Infrastructure, open space, sports and recreational
facilities.
Important natural and historic areas and buildings help to create the distinctive
character and identity of the Borough and its settlements are protected and
enhanced.
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4.

Strategic Objectives

4.1

The following table gives the Strategic Objectives for the Core Strategy that flow out of the Spatial Vision and the National
Planning Policy Framework in respect of its presumption in favour of sustainable development, with a short paragraph giving
an outline of the sort of things they would cover. All of the objectives are interlinked and so should be read together. The
Core Strategy policies will flow from these. In addition, policies in other Development Plan Documents, including
Neighbourhood Plans will also use these objectives.

Strategic Objectives
Number Strategic Objective
1
To secure a sustainable pattern of This will include giving priority to re-using previously developed land and
development
reflecting
the
rural buildings within Market Towns and Local Service Centres, recognising
character of the Borough
regeneration opportunities; as well as reducing the overall need to travel,
limiting exposure to flood risk and protecting the Borough's environmental
assets and rural character.
2

To provide for the housing needs of the This will ensure there will be a sufficient supply and appropriate size, mix
Borough
and tenure of housing to meet the identified requirements of residents

3

To develop and grow the local economy This will be achieved by working in partnership with local businesses,
for the benefit of local residents
landowners and developers to provide land and buildings; improve
infrastructure to support economic development and by facilitating
regeneration initiatives that capture local economic benefits for local
residents’ especially higher skills aspirations.

4

To maintain and improve the vitality of This will be achieved by making the best use of land and buildings;
the Market Towns
facilitating regeneration and building on their historic strengths
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5

6

To promote rural diversification

This will be achieved by supporting investment that maintains and extends
services and facilities that directly benefit rural needs and maintains and
enhances the environment.
To deliver high quality developments This will raise the quality threshold of developments; promote sustainable
based on sustainable and inclusive construction practices including energy efficiency, recycling and addresses
designs
crime and safety issues

7

To protect and enhance the quality of
the natural environment and conserve
and enhance the historic environment
across the Borough

This will be achieved through securing good sustainable design that
addresses environmental issues, including flood risk and the creation and
restoration of habitats, enhancing local distinctiveness and safeguarding
important environmental, historic and archaeological assets

8

To establish and maintain a network of This will promote well-being, social inclusion and community cohesion, in
accessible
good
quality
Green addition to both economic and environmental benefits
Infrastructure, open spaces, sports and
recreational facilities

9

To ensure the satisfactory provision of This will secure the social and physical infrastructure necessary to improve
social and cultural facilities
the health, education, life-long learning and well-being of all sectors of the
community
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5

Sustainable Development

5.1 When considering development proposals that accord with policies in the Core
Strategy, the National Planning Policy Framework is also a material
consideration. The Council will take a positive approach to the consideration of
development proposals, following the presumption in favour of sustainable
development. We will always work proactively with applicants and other
stakeholders jointly to seek solutions which mean that proposals can be
approved wherever possible, and to secure development which sustainably
improves the economic, social and environmental conditions in North
Warwickshire.
NW1

Sustainable Development

Planning applications that accord with the policies in this Core Strategy (and
where relevant, with other policies in Neighbourhood Plans) will be approved
without delay, unless material considerations indicate otherwise. Where there
are no policies relevant to the application or relevant policies are out of date at
the time of making the decision then the Council, will grant permission unless
material considerations indicate otherwise - taking into account whether:
1.

2.

Any adverse impacts of the proposal would significantly and
demonstrably outweigh its benefits, when assessed against the policies
in the National Planning Policy Framework taken as a whole; or·
Specific policies in the Framework or other material consideration
indicate that development should be restricted.

Delivery of Strategic Objectives: 1- 9
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6

Spatial Strategy

6.1

The North Warwickshire Core Strategy sets out the long term strategic
policies and proposals to deliver the Local Plan vision in accordance with the
Local Plan objectives. It identifies a Borough-wide pattern of development. It
does not identify specific sites as these will be identified through later
documents.

6.2

The Spatial Strategy is a key component of the Core Strategy for delivering a
sustainable way of living and working and considering the appropriate
distribution for development. It seeks to allow development to take place in a
dispersed, but controlled pattern throughout the Borough. The pattern of
development has been influenced by considering how the Borough functions,
as well as the impact of surrounding cities and towns. Future development
will take place in accordance to the size of the settlement taken, with its range
of services and facilities and dependant on whether it is in or outside of the
Green Belt. This will mean that the majority of development will take place in
the larger settlements, with more limited development in the smaller rural
settlements and in particular those not in the Green Belt. This will benefit
those who currently live, work and visit the Borough and future generations
and ensure that development is directed to the most appropriate place.

6.3

This strategy moves forward the settlement hierarchy principles, which were
introduced in the adopted Local Plan 2006. The Local Plan’s approach was to
steer most development to the Main Towns and then in a cascade approach
in other settlements with very little development towards the countryside.
Following further analysis into the relevance of the settlement hierarchy and
responses to consultations it is clear that the use of the settlement hierarchy
still has merit and is broadly supported, but that limited amounts of housing, in
particular, should be allowed in the more rural settlements. Essentially, the
hierarchy remains unchanged. However what has changed is the emphasis
on what will and will not be allowed in the smaller settlements. This follows
the Matthew Taylor Report which advocated more development in the rural
areas, to assist in maintaining the vitality of the rural settlements. This may
result in development adjacent to development boundaries, but only outside of
the Green Belt. (The only caveat is where the Community Right to Build is
used).

6.4

It has become clear that the way the Local Plan policy was being implemented
was restrictive and did not sometimes reflect what the local communities were
seeking. The Matthew Taylor Review on the Rural Economy and Affordable
Housing showed that historically, settlements can grow incrementally and this
can help to maintain the balance between restraint and the continuing vitality
of the settlements. In this Core Strategy this approach has been widened to
consider the holistic development of services and facilities to help maintain
and enhance thriving communities. The constant aim is to provide these in
the most sustainable way, without it stimulating pressure on the countryside,
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in particular, the Green Belt to make suitable provision for development
necessary to sustain rural communities, by focussing rural housing
development and supporting facilities on a network of Local Service Centres,
but with limited development provision in other smaller settlements, identified
with a development boundary on the Proposals Map. Elsewhere, other than
where specifically provided for in the Plan, development will be limited to that
requisite for agriculture, forestry or other uses that can be shown to require a
rural location.
6.5

Further work has been carried out to ascertain whether settlements could still
be within the relevant tier of the Local Plan settlement hierarchy. An
assessment was made of their current services and facilities giving them a
score. The analysis showed that there were clear groups of settlements
providing a similar range of services and facilities. This study showed that
only two settlements could possibly be moved to other categories as a result
of services or a facility being lost since the hierarchy was first introduced. In
relation to Shustoke this change would have resulted in the settlement being
placed back in to the Green Belt without a clear development boundary. All
development would then require consideration against national Green Belt
policy. However, the village has a thriving village school and in order to
ensure that modest development could come forward, to assist in the reintroduction of services and facilities, that would once again bring the village
back in to the next tier of settlement, it is not considered appropriate to
change its designation. Shuttington, although not surrounded by Green Belt
is in a similar situation. Therefore, the settlement hierarchy is intended to give
an element of aspiration and challenge as to the range of services and
facilities that any settlement could potentially have.

6.6

Following the assessment of where a settlement should be within the
hierarchy, the difficulty arises in determining how much development should
be allowed, particularly as 60% of North Warwickshire is within the Green
Belt. For example, it has been estimated to warrant an additional primary
class that over 150 new dwellings would be required. In many locations this is
not feasible when trying to balance the needs of the local community, the
protection of the local environment, the character of the settlement/landscape
and ensuring that the development is as sustainable as possible. To keep a
village shop profitable is indeterminable, as changing shopping habits can
easily skew this. In some locations a small village can sustain a village shop,
whilst in other locations the shop is not profitable. In these instances
however, it is not just seeing shops as shops, but it is the need to protect
those premises as a community asset with wider potential.

6.7

The Core Strategy seeks to develop a broad distribution pattern for
development, with the majority of development being directed to the Main
Towns, in order to achieve vibrant sustainable communities within a
sustainable pattern of development. Appendix C sets out the settlement
hierarchy for the Borough. The result is that, Atherstone with Mancetter and
Polesworth with Dordon, are the Main Towns where the majority of
development will be directed. Coleshill is recognised as a Green Belt Market
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Town due to its range of services and facilities; and there are five Local
Service Centres located throughout the Borough, which provide important
local services and facilities. Housing growth has been distributed to the Main
Towns, then to the Green Belt Market Town and then to Local Service
Centres. In settlements, villages and hamlets beyond these, development
that provides for local housing needs and help support local services will be
permitted. This hierarchy underpins many of the policies within the Plan.
Retail proposals will also be expected to accord with the settlement hierarchy
and be proportionate to the size and scale of the settlement.
6.8

The Core Strategy allocates strategic housing numbers to places but does not
give a specific location. These will be determined either through Area Action
Plans or Neighbourhood Development Plans, prepared with Parish Councils.
Although in the past it was only local affordable housing that could be
supported in these smaller settlements, now a small proportion of market
housing as well as affordable has been allocated to some of the smaller
settlements in order to assist with maintaining the vitality of these smaller
communities. So in smaller settlements small scale housing developments
that help regenerate and support the rural economy or meet proven affordable
housing needs (via a local housing needs assessments) can still be
considered. If plan monitoring shows that this distribution is not being
maintained through planning permissions, the position will need to be
redressed either by the production or revision of a future Development Plan
Document or other policy document.

6.9

Work is continuing at a sub-regional level with neighbouring authorities to
develop a Sub-Regional Spatial Strategy. This will build on the work already
carried out and will reflect issues arising from the creation of the Coventry &
Warwickshire Local Enterprise Partnership. It is not expected that this work
will alter the specific Spatial Strategy for North Warwickshire.
NW2

Settlement Hierarchy

Development within the Borough will be distributed in accordance with the
Borough’s settlement hierarchy as given in Appendix C. Where necessary,
changes to development boundaries will be made in the appropriate
Development Plan Document, or once development has taken place,
whichever is the earlier
Category 1:
Market Towns (outside of Green Belt) – Atherstone
with Mancetter, Polesworth with Dordon
Development for employment, housing (including affordable housing),
services and other facilities will be permitted within the development
boundaries of the Market Towns. It is expected that over the plan period,
more than 50% of the housing and employment requirements will be provided
in or adjacent to the Market Towns and their associated settlements.
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Category 2:

Green Belt Market Town - Coleshill

Within the development boundary of Coleshill, the Green Belt Market Town,
development for employment, housing (including affordable housing), services
and other facilities will be permitted.
Category 3A:
Local Service Centres (outside of Green Belt) –
Baddesley with Grendon, Hartshill with Ansley Common
Development will be permitted in or adjacent to development boundaries that
is considered to be appropriate to its place in the settlement hierarchy.
Category 3B:
Local Service Centres (in Green Belt) – New & Old
Arley, Kingsbury, Water Orton
Within the development boundary development will be permitted that is
considered to be appropriate to its place in the settlement hierarchy.
Category 4:
Other Settlements with a development boundary Ansley, Austrey, Curdworth, Fillongley, Hurley, Newton Regis,
Piccadilly, Shuttington, Shustoke, Warton, Whitacre Heath, Wood End
Development will be limited to that identified in this Plan or has been identified
through a Neighbourhood or other locality plan. In Green Belt settlements
development will not be supported outside the current development
boundaries.
Category 5:

Outside of the above settlements

Development in settlements without a development boundary and except
where other policies of the Plan expressly provide, development will be limited
to that necessary for agriculture, forestry or other uses that can be shown to
require a rural location.
Development for affordable housing outside of development boundaries will
only be permitted where there is a proven local need; it is small in scale and is
located adjacent to a village.

Delivery of Strategic Objectives: 1, 2, 3, 4
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7

Core Policies

Green Belt
7.1

National Green Belt policy operates over two thirds of the Borough. Within
Green Belts the primary aim is to maintain the open nature of the area and
there is a general presumption against development that is inappropriate,
except in very special circumstances. The general location of the Green Belt
within North Warwickshire is shown on the Key Diagram with the detailed
boundaries shown on the Proposals Map.

7.2

The maintenance of the Green Belt is seen as a vital component in protecting
and enhancing the Borough as an area of pleasant countryside, especially by
preventing the incursion of nearby urban areas. The wholeness of the Green
Belt designation is important and further exclusions would reduce its
effectiveness. Green Belt boundaries were reviewed in the last Local Plan. It
is considered that development can be catered for outside of the Green Belt,
without the need to consider any reviews of the Green Belt boundaries. In
addition, as HS2 will be constructed during the life of this Core Strategy, no
changes will be considered until the implications of the new route can be fully
assessed.

7.3

It is therefore accepted that settlements surrounded by the Green Belt have
smaller scale opportunities than those outside the Green Belt. This is in
essence the role of the Green Belt, in protecting the openness between
places.
However there may be opportunities for limited infill and
redevelopment in villages still washed over by the Green Belt designation.
Infill boundaries will thus be brought forward to indicate where infill and limited
redevelopment would be permitted.
NW3

Green Belt

1.

The outer extent of the West Midlands Green Belt in North
Warwickshire is shown on the Proposals Map.

2.

Areas within Development Boundaries are excluded from the Green
Belt.

3.

Infill boundaries in the Green Belt will be brought forward to indicate
where limited infill and redevelopment would be permitted.

4.

Settlements surrounded or washed over by the Green Belt will be able
to pursue the Community Right to Build. Housing sites would have to
be locally affordable in perpetuity. A community or other use would be
required to show how it would remain in community use in perpetuity.

Delivery of Strategic Objectives: 1, 7, 8
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Housing Development
7.4

With the abolition of the Regional Spatial Strategy it is up to the Borough
Council to determine its housing target. Based on an analysis of household
projections, population projections and past delivery it has been decided to
use a requirement of 175 units per annum from 2011 to 2029 making a
requirement of 3150. This figure gives an element of challenge in that the
past delivery has rarely surpassed this figure.

7.5

Housing supply is made up of completions (sites already completed),
commitments (sites with planning permission), windfalls (unidentified sites
coming forward for development during the Plan period) as well as new site
allocations and proposals. In the past the actual windfall amount has been
assessed as 60 per annum but in reality it often exceeded this figure. Even if
this figure reduces the Borough Council is confident of meeting its housing
target, particularly in view of the work it is doing to bring sites forward for
development, as well as bringing forward a Site Allocations Development Plan
Document. The level of housing completions and planning consents issued
will be continuously monitored to avoid any adverse impact on the Borough’s
housing delivery.

7.6

There has historically been a non-implementation rate of 5% of planning
applications; an increased focus on smaller sites; and a reduction in windfalls
due to increased restrictions in rural areas. Windfalls are likely to continue to
decline in a plan-led system, especially where past patterns of development
have resulted from a more permissive house building regime in rural areas
than would now be considered appropriate. Table 1 indicates the amount of
housing that is required for the remaining Plan period.

7.7

The Borough Council has to maintain a 5-year housing supply. The National
Planning Policy Guidance introduced a requirement for either a 5% or 20%
buffer depending on whether the Council has a good record or not of
maintaining and delivering a five year housing supply. The Borough Council
will monitor its housing delivery to ensure that good delivery is maintained.
There has been two years of lower than expected performance but this is
expected with the recession. However with the production of this Core
Strategy and the forthcoming other Development Plan Documents and
especially the Site Allocations, this is expected to change. There is therefore
a 5% flexibility included in the five year housing supply.

7.8

The Strategic Housing Land Availability Assessment and subsequently
updated data indicates that there is more than sufficient land to cater for the
housing requirement up to and beyond 2029. In addition, the Borough
Council is actively pursuing development on land it owns as well as County
Council owned land to ensure the continuous supply of readily available sites.
Specific allocations will be brought forward through a Site Allocations
Development Plan Document, Area Action Plan or Neighbourhood Plan.
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7.9

The Borough Council is seeking to provide a variety of types and tenures of
housing throughout the Borough, but will specifically seek the type and tenure
to reflect the local settlement. Information for this can be found in a variety of
sources including the Strategic Housing Market Assessment (SHMA) and
Local Housing Needs Studies

7.10

As explained in the Spatial Portrait of the Borough, North Warwickshire has
urban areas to the east, south and west of its boundaries. Many of these
areas are looking to grow. However, Tamworth is the only area that has direct
implications in terms of land take on this Borough specifically relating to
housing.

7.11

Tamworth lies to the north-west of the Borough and its boundaries are
constrained. A Study has been carried out by Tamworth Borough Council and
they have identified a shortfall in land required to cater for their predicted
growth to 2028. A Memorandum of Understanding (May 2012) has been
agreed between the three local authorities of Tamworth BC, Lichfield DC and
this Council to ensure that delivery of some housing can take place when and
if required. This has been quantified as being 500 dwellings to be catered for
in North Warwickshire.

7.12

There are two main issues for the Borough Council. The first is that
development in North Warwickshire should only be as a last resort and all
other avenues have been exhausted. Ensuring the delivery of housing in
Tamworth will thus be imperative. It is important that sites in North
Warwickshire are not seen as quick wins, which means that sites in Tamworth
do not come forward for development. This would be unacceptable. The
Borough Council will assist, wherever possible, to ensure that any
impediments to development, such as infrastructure, in Tamworth can be
overcome.

7.13

The second issue is that the gap between Tamworth and Polesworth and
Dordon is seen to be exceedingly important, both from a Borough perspective
and from a local Polesworth and Dordon perspective. The location of the 500
units will thus be determined through the Site Allocations Development Plan
Document, following the principles of this document and will not be located
within this important gap.

7.14

In order for this policy to include flexibility and only if there is a proven need
for other uses then the same principles will be used, whether this is from
Tamworth or an alternative local authority. A Memorandum of Understanding
would be required. In addition, mitigation, helping to deliver the vision of this
Core Strategy to retain and enhance the Borough’s rural character, would be
expected from the relevant local authority.
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Table 1: Housing to be delivered to 2029
Local Requirement

a) Housing requirement 2011-2029 (3150 ÷
18yrs=)
b) Net additions to stock 1/4/11 – 31/10/13
(2 years 7 months) - Completions that
have already taken place.
Total Residual requirement

Dwellings
Net
3150

Average Dwellings
per annum
175

151

2999

Amount of Housing Land left to find for remaining Plan period

Housing in the Pipeline (sites already with planning
permission or allocated 919 plus 131 from LIP =)
Land to be found in remaining Plan period (2999 – 1050)
Number of Units to be Delivered for Tamworth

1050
1949
500 units

Total land to be found in remaining plan period including land for Tamworth
TOTAL Requirement Left to Find
(1949 + 500 =)

NW4
•
•
•
•
•

2449 units

Housing Development
Between 2011 and 2029 at least 3,650 dwellings (net) will be built (of
which 500 are to meet needs arising in Tamworth).
All housing sites will be allocated in accordance with this Core Strategy.
There should be a variety of types and tenures that reflect settlement
needs.
Development will only occur if the appropriate infrastructure is available or
can be made available and sites will be released in order to ensure a
consistent delivery of housing for the Borough.
Site specific proposals or allocations will be identified in future
Development Plan Documents.

Delivery of Strategic Objectives: 1, 2
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Split of Housing Numbers
7.15

The housing requirement has been split between the settlements listed in the
settlement hierarchy. The number of units directed to each settlement has
been dependant on the sites that have been identified through the Strategic
Land Availability Assessment and what has already been completed. The
location of these units will be determined through the Site Allocations DPD or
through a Neighbourhood Plan.

7.16

In the case of the Category 4 settlements, it is not expected that sites would
come forward that would be larger than 10 units at any one time. The reason
for this is that small communities need to grow organically and naturally to be
sustainable.
Throughout the Borough and especially in the smaller
communities there is a particular need for younger person’s accommodation
or elderly person’s accommodation. The provision of suitable elderly persons
accommodation may also have the benefit of releasing existing housing within
smaller settlements, contributing again towards the need and demand for
housing in such settlements.
NW5

Split of Housing Numbers

Housing (both market and affordable housing) will be directed to settlements
in the following way. The remaining housing requirement will be split in the
following way and are minimum figures:
Category 1: Market Towns
Atherstone & Mancetter
Polesworth & Dordon

600
440

Category 2: Green Belt Market Town
Coleshill

275

Category 3A: Local service Centres - (outside of Green Belt)
Grendon & Baddesley Ensor
180
(together, as a single network of villages)
Hartshill with Ansley Common
400
(together, as a single network of villages)
Category 3B: Local service Centres - (in Green Belt)
Old & New Arley
90
(together, as a single network of villages)
Kingsbury
50
Water Orton
50
Category 4: Other Settlements with a development boundary
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The following settlements will cater for the following amount of development
usually on sites of no more than 10 units and at any one time depending on
viability. A Neighbourhood Plan may allocate more
Ansley
40
Austrey
40
Curdworth
15
Fillongley
30
Hurley
30
Newton Regis
15
Piccadilly
5
Shuttington
10
Shustoke
15
Warton
45
Whitacre Heath
20
Wood End
30
Category 5 – Outside of the above settlements
Only affordable housing where there is a proven local need and it is small in
scale and does not compromise important environmental assets and
development necessary for agriculture, forestry or other uses that can be
shown to require a rural location.

Delivery of Strategic Objectives: 1, 2
Affordable Housing Provision
7.17

Generally affordable housing is defined as housing that is non-market for
those whose need is not met by the market. National guidance indicates that
this can include a wide variety of delivery methods such as socially rented and
intermediate housing.

7.18

The Council undertook a Housing Market Assessment in 2013 to provide up to
date evidence and information for the Core Strategy. Affordable housing
needs still remain high with a need of 112 units per annum. The need for
affordable housing as identified by this assessment exceeds, on an
annualised basis, housing requirement for the Borough, of 175 units per
annum. This causes a particular difficulty in North Warwickshire because the
analysis further shows that the ratio of income to house prices/market rental in
the Borough is such that the greatest amount of need is for socially rented
accommodation. Since the adoption of the 2006 Local Plan therefore “local
affordable housing” for North Warwickshire has related to the provision of
socially rented housing provided by a Registered Social Landlord, or housing
of a similar standard that is available at an equivalent or lower cost (in terms
of weekly or monthly repayments or rent). Socially rented accommodation is
not the only provision of local affordable housing but it is a means of
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comparison to ensure that the housing that is provided is affordable for those
in housing need in North Warwickshire.
7.19

Provision of affordable housing remains one of the main priorities for the
future. ‘Right to buy’/acquire has exacerbated the local situation leaving a
dwindling supply of housing held by the Council or Registered Social
Landlords. In villages with a population of less than 3000 it is possible to
curtail the right to acquire from Registered Social Landlords (RSL’s).
Thresholds and percentages are justified and pursued in the Plan and sites
will be identified to provide exclusively for affordable housing. A further Plan
measure is the restriction to only meet local affordable housing need in rural
settlements.

7.20

In terms of delivery of housing sites the Borough Council has been working
with the Homes & Communities Agency and other local authorities in the subregion to prepare a Local Investment Plan (LIP). This includes a list of priority
sites that it will pursue with Registered Social Landlords and the private sector
to deliver. In addition, the Borough Council itself has built affordable units and
will pursue this again where possible, by looking to its own and other public
sector land to unlock further opportunities.

7.21

Any local affordable housing will have a cascade of eligibility from local ward
up to Borough level. It is important that the housing provided caters for the
local affordable housing need and that this is maintained as such in
perpetuity. In the first place, priority will be given to those who currently live or
work in the ward where the development is taking place. Secondly, the needs
of those living in adjacent wards will be considered, followed then by the wider
needs of the Borough. Those who have been offered a job in North
Warwickshire and need to move into the area, but cannot afford a house will
also be eligible if they can provide proof of the job offer.

7.22

Each housing site will be expected to provide for housing in order to meet the
target of 20, 30 or 40% of housing to be affordable depending on the type and
size of site over the plan period. This provision will be provided through onsite provision, off-site financial contributions and/ or land. The methodology in
the Affordable Housing Viability Report will be used to calculate the financial
contribution. In all cases viability issues will determine the nature and scale of
provision. Planning conditions will be imposed or planning obligations be
sought, in order to ensure that affordable housing provision is provided, in a
way that meets local needs and is locally affordable in perpetuity. This will
mean that innovative ways of providing affordable housing will need to be
pursued. This will include commuted sums from small developments that
collectively, can provide a viable sum and the availability of a suitable site to
provide affordable housing elsewhere in the Borough.
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NW6

Affordable Housing Provision

Schemes of 15 or more dwellings
1.
30% of housing provided on-site will be affordable
2.
Except in the case of Greenfield (previously agricultural use) sites
where 40% on-site provision will be required.
Schemes of between 1 and 14 inclusive units
20% affordable housing provision will be provided. This will be achieved
through on site provision or through a financial contribution in lieu of providing
affordable housing on-site. This will be calculated using the methodology
outlined in the Affordable Housing Viability report or subsequent updated
document and is broadly equivalent to on-site provision.
The Council and other partners will continue to maximise numbers of
affordable housing on other sites.
Proposals to provide less than the targets set out above should be supported
by a viability appraisal to verify that the targets cannot be met and the
maximum level that can be provided without threatening the delivery of the
scheme.
Affordable Housing Mix
A target affordable housing tenure mix of 85% affordable rent and 15%
suitable intermediate tenure will be provided wherever practicable.
Delivery of Strategic Objectives: 1, 2
Gypsy & Travellers
7.23

The Government’s key objective for planning for housing is to ensure that
everyone has the opportunity of living in a decent home. The Planning Policy
for Travellers Sites, which relates to Gypsies, Travellers and Travelling Show
people was published in March 2012. This document should be read in
conjunction with the NPPF which includes a commitment to ensuring that the
housing needs of members of the gypsy and traveller community and the
travelling show people’s community are met. The Gypsy Traveller and
Travelling Show people Accommodation Assessment: North Warwickshire
and Nuneaton and Bedworth, published in June 2013 examined the necessity
for further pitches in the study area. The study was conducted by a team of
researchers from the Salford Housing and Urban Studies Unit (SHUSU) at the
University of Salford. The study was greatly aided by research support and
expertise provided by members of the Gypsy and Traveller communities

7.24

For North Warwickshire this assessment, which took in to account the 17
pitches at the Warwickshire County Council rented site at Alvecote, indicated
there is a need for an additional 9 residential pitches (2 up to 2017, 3 up to
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2022, and 4 up to 2028) and up to 5 transit caravan pitches up to 2028.
These figures will be updated on a regular basis. The end target date is thus
2028 and not 2029 as in the case of the housing and employment targets.
There was no evidence of any requirement to provide pitches for travelling
show people.
7.25

In order to provide for a range of small sites outside of the Green Belt, but
close to services and facilities, a Gypsy & Traveller Development Plan
Document will be brought forward and will follow the principles of the
settlement hierarchy.

Travelling Show People
7.26

Sites for Travelling Show people will not be allocated specifically as no need
has been identified. However appropriate sites would be groups of farms
buildings close to main roads throughout the Borough. In addition, there
would be a need to meet the criteria reflected in government guidance as set
out in Circular 04/2007 ‘Planning for Travelling Show people’ and the findings
of the Southern Staffordshire and Northern Warwickshire GTAA published in
2008. Further work will be required to identify specific sites to meet any
identified need. Any submitted proposals will be assessed through a criteria
based policy to be developed as part of the Gypsy & Traveller Development
Plan Document.
NW7

Gypsy & Travellers

9 residential and 5 transit Gypsy and Traveller pitches will be provided
between 2011 and 2028 based on current information.

Delivery of Strategic Objectives: 1,2
Note: The target end date for the Gypsy & Traveller pitches is 2028, which is consistent with
the GTAA.

Gypsy & Traveller Sites
7.27

In order to provide for a range of small sites outside of the Green Belt, but
close to services and facilities, a Gypsy & Traveller Plan will be brought
forward and will include pitch allocations and follow the principles of the
settlement hierarchy. The allocations will be informed by the Gypsy and
Travellers Accommodation Assessment (GTAA) and any subsequent update
and review.

7.28

Sites for Travelling Show people will not be allocated specifically as no need
has been identified. However appropriate sites would be groups of farms
buildings close to main roads throughout the Borough. In addition, there would
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be a need to meet the criteria reflected in government guidance. If sites arise
then they will be treated in accordance with the Policy NW8 below.
7.29

A criteria based policy will assist the provision of sites. Where sites fall outside
the development boundary preference will be given for them to be located on
previously developed land.

7.30

Any permission granted under this Policy will be subject to a condition limiting
occupancy to Gypsy and Travellers as defined in Annex 1 to Planning policy
for traveller sites March 2012.
NW8

Gypsy & Travellers Sites

Sites will be allocated and/or permissible inside, adjoining or within a
reasonable safe walking distance of a settlement development boundary
outside of the Green Belt. Site suitability will be assessed against relevant
policies in this Core Strategy and other relevant guidance and policy. Sites
will also be assessed using the following criteria:
•
The size of the site and number of pitches is appropriate in scale and
size to the nearest settlement in the settlement hierarchy and its range
of services and infrastructure, limited to a maximum number of 5
pitches per site.;
•
The site is suitably located within a safe, reasonable walking distance
of a public transport service, with access to a range of services
including school and health services;
•
Avoiding areas with a high risk of flooding or affected by any other
environmental hazards that may affect the residents’ health and
welfare;
•
The site has access to essential utilities including water supply,
sewerage, drainage and waste disposal;
•
The site can be assimilated into the surroundings’ and landscape
without any significant adverse effect.
Employment
7.31

Economic growth is a key Government goal and Local Enterprise Partnerships
have been developed to pursue this. The Borough Council wants to work with
the private sector to create long lasting local employment opportunities as well
as mitigate any adverse impacts and enhance the rural character of the
Borough.

7.32

Historically North Warwickshire has had a number of large brownfield sites
that have been redeveloped and this led to an oversupply of employment land
in relation to the Warwickshire Structure Plan 1996-2011. Two of the largest
sites were Hams Hall and Birch Coppice, which were seen as regional logistic
sites and benefited from intermodal rail freight facilities.
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7.33

In addition, to target the priority issues and needs identified through the
Sustainable Community Strategy, it is considered that all employment related
development, should support and assist improvements to access to services,
health, skills training and education opportunities through appropriate
contributions or specific service delivery. The aim is to address the skills and
education deficit and improve aspiration, opportunity and choice of
employment. Delivery will need to provide a more focused match between
available local employment and the existing and aspirational local employee
skill base, in order to meet local economic needs and to address the large
scale out-commuting pattern that presently exists in the Borough.

Existing Employment Land
7.34

With the abolition of the Regional Spatial Strategy the Borough Council has to
consider its employment land target. Looking at the available evidence it has
been decided to continue with the target to equate to 11 hectares over a 5
year period. Therefore over the Plan period this equates to a total of 60
hectares.

7.35

Originally the Regional Spatial Strategy excluded both Hams Hall and Birch
Coppice from this local employment land requirement because they were
seen to deal with regional rather than local needs. In order to deal with the
transition period between the regional figures and moving towards local
employment targets outstanding permissions from these two sites will not
immediately be added into the employment land figure. This is because if this
land were added it would make it appear that no further employment land
would be required. Work is being carried out at both the sub-regional and
regional level to consider employment needs on a wider than local level. As
and when these reports become available their implications for the amount
and type of employment provision set out in the Core Strategy will be
assessed. Consideration will be given to a review of the relevant Core
Strategy policies should any assessment indicate that this is necessary.

7.35

The area of Dordon to the north of the A5 relates well to Polesworth, although
Long Street would be a constraint to any growth. The area on the western
side of Dordon plays an important role in maintaining the separation between
Tamworth and Dordon thus ensuring, when entering North Warwickshire
along the A5, that the area retains its rural character. The rural character
would be strengthened by landscaping on both sides of the A5 and this is a
key aim. The Birch Coppice Business Park, on the site of the former Birch
Coppice Colliery to the south of Dordon, was designated a Regional Logistics
Site (RLS) in the Regional Spatial Strategy.

7.36

A further 40 hectares is currently under construction. There is also the
Birmingham Intermodal Freight Terminal (BIFT). It already has a waste
transfer recycling centre run by Warwickshire County Council. This site caters
for wider than local needs and the challenge is to ensure that local people
have the skills to take up the employment opportunities at this site.
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7.37

Another legacy from the Regional Spatial Strategy is a further 20 hectares
specifically for logistics use. However a number of circumstances have
changed. Birch Coppice Phase 2 is under construction. Hams Hall has not
come forward – a former power station site in the Green Belt. In addition,
MIRA Technology Park, an Enterprise Zone, south along the A5 will be
coming on stream within the next year or so. With the development of this
site, this changes the local market and provides opportunities to diversify the
local economy for different types of employment growth. The Borough
Council is keen to exploit these opportunities.

7.38

Atherstone has two main employment sites. The oldest of these, at Carlyon
Road, was built during the 1970’s and 1980’s. It is the quality of many of the
units1 that is now an issue with many of the units not standing up to modern
day needs. The other site off Holly Lane is dominated by the presence of TNT
and Aldi. Land has been allocated for further expansion at this estate. The
landowner now wishes to retain this land for their expansion plans. Therefore,
although available, it is for a specific end user of Aldi themselves. Both
estates offer redevelopment and regeneration opportunities.

7.39

Table 2 (page 34) provides information on the employment supply for the
Borough. These figures do not include the outstanding planning permissions
for Hams Hall and Birch Coppice, as they were originally designated as
Regional Logistics Sites in the Regional Spatial Strategy Phase 2. Following
the abolition of the Regional Spatial Strategy, local monitoring needs to take
account of all employment land, including the 20ha’s originally identified
through the Regional Spatial Strategy process. This will now be incorporated
within the local monitoring process.

7.40

Delivery of appropriate employment uses and redevelopment within existing
employment sites should reflect the need to broaden the employment base
and improve employment choice and opportunity. This will both assist in the
regeneration of Atherstone and improve employment choice and opportunities
across the Borough. It is important therefore to protect employment land from
alternative uses. However the Borough Council recognises that this cannot
always be the case. Proposals for a change of use from employment uses
(Class B) to non-employment uses should be supported by evidence to show
that the existing buildings and land are not suitable or cannot be viably re
used for another employment use. Evidence should include details of the
marketing of the site for employment use for at least 12 months.

7.41

The Core Strategy also seeks to support and encourage small scale rural
businesses to develop and to enable their expansion where this does not
impact detrimentally on the countryside character in environmental or
sustainable terms.

1

Chesterton Report 2001 and CB Richard Ellis 2007
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Table 2: Employment Land 2011 - 29

A Total Employment Land Requirement
B Replacement Provision for Unsuitable Land ha
Total Employment Land Required to Meet Local
Needs
C Completions in ha from 2011 to 2012 (non RLS)
D Extant Planning permissions / allocations
E Total Supply
F

Remaining Employment Land Requirement

hectares
58
2
60
0.56
30.8
31
29

Sum = A – (B – C – D) + E

7.42

Line D of the table above includes the site of 6.9 hectares in Atherstone and
will be safeguarded specifically for the owner of the site so that it can be
brought forward for their own employment requirements.
NW9 Employment
Between 2011 and 2029 a minimum of 60 hectares of local employment land
will be provided.
Employment land will be directed towards settlements appropriate to their size
and position in the hierarchy:
Development will be appropriate to the scale and size of the settlement; and,
In all cases development will only occur if the appropriate infrastructure is
available.
All employment land will be protected unless it can be demonstrated that there
is no realistic prospect of the site being used for employment purposes.
Evidence would need to demonstrate that:
•
The site is no longer commercially viable; and,
•
It has been marketed for an appropriate period of time, usually no less
than 12 months; and,
•
There are no alternative employment uses that could use the site.
Support and encouragement will be given to small scale rural businesses to
expand where this does not impact detrimentally on the countryside character
in environmental or sustainable terms.
Delivery of Strategic Objectives: 1, 2, 3
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Development Considerations
7.43

The Council recognises the importance of sustainability. In this respect, all
development should demonstrate that it is sustainable. This will be achieved
by being well designed, laid out and constructed in a manner to ensure the
long term retention, adaptation and re-use of premises; where services and
facilities link and support development they must be protected and improved
where necessary; and that promotion of sustainable transport is prioritised, as
there is a reliance on private vehicular transport. This is in line with the
Government’s intentions towards sustainable patterns of movement.

7.44

Transport in a rural area has a different dynamic to that in a built up area.
There is a strong dependence on the use of the motor car, as rural bus
services may not provide the required journey at the relevant time to access
employment sites, in particular. This issue is being exacerbated by the cut in
funds to bus operators. This reliance on the motor car can lead to local issues
that may result in a greater need for on-site parking and thus result in
localised parking standards.

7.45

Equal opportunities are an increasingly important matter in planning. Recent
legislation sets out the Council’s obligations in ensuring that development is
suitable for people of all ages, abilities and backgrounds. In addition,
promoting healthy and active lifestyles is a key local priority, as set out in the
North Warwickshire Sustainable Community Strategy2.

7.46

Open spaces, whether publicly or privately owned, are important within
settlements as they break up the built form and contribute to local identity.
Settlement Character Assessments will be undertaken to identify public
spaces within the settlements and will seek to protect and enhance them. The
Council’s Open Space, Sport & Recreation Audit and Green Space Strategy3
and the North Warwickshire Playing Pitch Strategy identify existing shortfalls
in provision, as well as further classifying the importance of existing open
spaces and working to improve and protect sports facilities across the
Borough.

7.47

People within the Borough should be able to enjoy places without undue
disturbance or intrusion from neighbouring uses. This protection of amenity in
the public interest accords with paragraph 66 of the National Planning Policy
Framework. The Council will look to protect and improve, where possible,
living and working conditions through development proposals, which will be
enforced by planning conditions or through the Council’s Environmental
Health powers.

7.48

The Rivers Tame, Blythe and Anker are all wildlife sites in the Borough. All are
at risk of pollution, particularly the River Blythe, which is a Site of Special
Scientific Interest. In addition, despite flood alleviation works in some parts of

2
3

North Warwickshire Community Partnership, 2010; North Warwickshire Sustainable Community Strategy
NWBC, 2008; North Warwickshire Green Space Strategy
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the Borough, a significant amount of residential and employment land along
and near these corridors is at risk of flooding.
7.49

The Council seeks to reduce this risk by minimising surface water run-off to
these rivers through the appropriate location of new development and
requiring Sustainable Drainage Systems (SuDS) and other appropriate
attenuation measures. In line with guidance, where there is considered to be
a risk of flooding, developers will be required to conduct a Level 2 flood risk
assessment as a Level 1 Strategic Flood Risk Assessment was carried in
2009. Recommendations from this study will be used as guidance and
included in future Development Plan Documents. In addition, ponds and
ditches form an important natural drainage function that should, where
possible, be protected and enhanced, especially as they can also result in
environmental enhancement and provide benefits to wildlife.

7.50

The raw material, heavy infrastructure and disposal needs of the adjacent
Birmingham conurbation and other nearby major urban areas have resulted in
additional pressures on the Borough’s land resources, including potential
contamination. The Borough still has a legacy from extensive coal mining and
other extraction. The Minerals and Waste Core Strategies will address
specific detailed policies including how to assess viability of sites. Whilst the
County Council sets out the strategic approach for mineral extraction and
waste disposal, the Borough retains control over contaminated land issues. In
line with national requirements and the intentions of the Council’s
Environmental Health section to identify and reduce the amount of
contaminated land across the Borough, development proposals must identify
contaminated and potentially contaminated land and secure land remediation
where appropriate.
Such identification may be necessary prior to
determination of proposals depending on the sensitivity of the end use. In
addition, strict control of the use and disposal of hazardous substances is
necessary to safeguard land, premises and people.

7.51

Waste should be considered as part of the design of any development. This
can be done through Site Waste Management Plans (SWMP’s) or their
successor. Attention should be given to opportunities to minimise the
generation of waste as a by-product and development and ensuring waste
arising and managed sustainably.
NW10

Development Considerations

Development should meet the needs of residents and businesses without
compromising the ability of future generations to enjoy the same quality of life
that the present generation aspires to. Development should:
1.
Be targeted at using brownfield land in appropriate locations reflecting
the settlement hierarchy; and,
2.
be adaptable for future uses and take into account the needs of all
users; and,
3.
maintain and improve the provision of accessible local and community
services, unless it can be demonstrated that they are no longer needed
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4.
5.
6.
7.

8
9.

10.
11.

12.
13.

14.

by the community they serve; not needed for any other community use,
or that the facility is being relocated and improved to meet the needs of
the new, existing and future community; and,
promote healthier lifestyles for the community to be active outside their
homes and places of work; and,
encourage sustainable forms of transport focussing on pedestrian
access and provision of bike facilities; and,
provide for proper vehicular access, sufficient parking and manoeuvring
for vehicles in accordance with adopted standards; and,
expand or enhance the provision of open space and recreation
facilities, including contributing to the implementation of the Green
Space Strategy and Playing Pitch Strategies before proposals will be
supported
not lead to the loss unless a site of equivalent quality and accessibility
can be provided, or shown that it is surplus to needs; and,
avoid and address unacceptable impacts upon neighbouring amenities
through overlooking, overshadowing, noise, light, fumes or other
pollution; and,
protect and enhance the historic environment; and,
manage the impacts of climate change through the design and location
of development, including sustainable drainage, water efficiency
measures , use of trees and natural vegetation and ensuring no net
loss of flood storage capacity; and,
protect the quality and hydrology of ground or surface water sources so
as to reduce the risk of pollution and flooding, on site or elsewhere; and
not sterilise viable known mineral reserves; degrade soil quality or pose
risk to human health and ecology from contamination or mining legacy
and ensure that land is appropriately remediated, and,
seek to maximise opportunities to encourage re-use and recycling of
waste materials, both in construction and operation

Delivery of Strategic Objectives: 1, 6, 8, 9
Renewable Energy and Energy Efficiency
7.52

Climate change is a key priority for all and over the coming years the move to
zero carbon will influence the future policy background. Changes, especially
with the improvement in green technology, can have a major long lasting
impact. The Borough Council is committed to reducing the carbon footprint of
the Borough and encourages changes that lead to such improvements. It has
worked with other authorities in the sub-region to produce a Renewable
Energy Study. This indicated there was little opportunity for large scale wind
generation or district and community heat and power schemes. The report
also highlighted how a reasonable proportion of properties in the Borough are
still not connected to mains gas supply. In addition it has worked with the
sub-regional authorities and the Carbon Trust to produce a renewable energy
toolkit.
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7.53

Wind turbines are a means of providing renewable energy. A key factor of
their development will be their impact on the landscape and the local
community.

7.54

All proposals will be required to provide detailed information on associated
infrastructure required, including roads and grid connections, impact during
construction and operational phases of the development, including visual
impact, noise and odour issues and provisions made for restoration of the
site.
NW11

Renewable Energy and Energy Efficiency

Renewable energy projects will be supported where
They respect the capacity and sensitivity of the landscape and communities to
accommodate them. In particular, they will be assessed on their individual
and cumulative impact on landscape quality, sites or features of natural
importance, sites or buildings of historic or cultural importance, residential
amenity and the local economy.
New development will be expected to be energy efficient in terms of its fabric
and use. Major development will be required to provide a minimum of 10% of
its operational energy requirements from a renewable energy source subject
to viability. Smaller schemes will be encouraged to seek the introduction of
renewable energy and energy efficiency schemes at the outset to avoid costly
retrofit.
Viability and suitability will be considered when renewable energy provision is
being planned for developments in order to provide the most suitable type.
Delivery of Strategic Objectives: 1, 6, 7
Quality of Development
7.55

The quality of development is important and can be helped through early
consideration of the development. This is particularly the case in considering
the natural and historic environment and how this will be dealt with.
Considering biodiversity at an early stage of the planning process will assist in
building in beneficial features to aid biodiversity.”

7.56

The Commission for Architecture and the Built Environment (CABE) has
developed the Building for Life (BfL)4 standard, in conjunction with the Home
Builders Federation and is supported by government as the standard for the
design quality on new homes. BfL provides a means of ensuring new housing
meet appropriate design standards; respect their setting and are sustainable,
thus creating quality places.

4

CABE, 2008; Building For Life 20, www.buildingforlife.org
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7.57

The Borough Council is committed to using the BfL standard within new
residential developments. It will look to promote Building for Life and where
appropriate, offer specific guidance drawing on this initiative. Consequently,
the aim is to ensure that all new housing developments achieve a good
standard of design as defined by the BfL standard.

7.58

Ensuring high quality design across the commercial and industrial sector is
equally as important. Many elements of the BfL standard apply to nondomestic buildings and this approach is further supported, by the West
Midlands Sustainability Checklist (WMSC)5 and the Council will seek that
development achieves a good standard as defined by the WMSC

7.59

The Council recognises the importance of planning development to reduce the
opportunity for crime. Whilst crime levels across the Borough are generally
lower than other areas of the West Midlands, design should ensure such
figures are maintained and further lowered where possible. It is clear that the
fear of crime especially at night is still an issue, as for example the Atherstone
Parish Plan highlights that there is still fear of being out at night. The Borough
Council will use the Secured by Design6 principles, which are widely accepted
to contribute to lowering crime rates.

7.60

North Warwickshire is made up of a number of communities and thus there
are very differing styles. With the Borough having over 50 settlements it is
important that the local distinctiveness is reflected in any developments. This
is particularly important in settlements that for the settlement hierarchy have a
co-joined settlement boundary. This does not detract from the fact that these
places consider themselves separate with each having their unique identities.

7.61

The Landscape Character Appraisal and individual Settlement Appraisals
have been carried out and will be developed further into Supplementary
Planning Documents and should be used as the basis for creating locally
distinctive proposals. The Landscape Character Assessment identified
landscape sensitivity areas surrounding settlements and these will be used
when assessing impacts from developments. The Borough Council has
Design Champions and they will be used to promote and encourage local
distinctiveness in new developments.

7.62

In addition to delivering suitable forms of development in appropriate
locations, a main objective of the Core Strategy is to promote high quality
development at all times. Policies in this Strategy are formulated with this
objective in mind. Quality developments rely on a combination of factors
including aesthetics of the buildings; how water is dealt with and how
development fits within the landscape, both rural and urban. Other policies
play an equal part in the achievement of quality developments such as how
access is gained to a site and how cars and lorries are treated within a

5
6

WMRA, 2009; West Midlands Sustainability Checklist, www.checklistwestmidlands.co.uk
ACPO CPI, 1989; Secured by Design, www.securedbydesign.com
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scheme. All are crucial in achieving high quality developments within the
Borough.
7.63

Development can adversely affect public rights of ways. The Borough Council
wants to see access to the countryside maintained and improved. Therefore it
wants to avoid any adverse effects on the current provision and where
possible, see the expansion of public rights of way.
NW12

Quality of Development

All development proposals must;
•
demonstrate a high quality of sustainable design that positively improve
the individual settlement’s character; appearance and environmental
quality of an area;
•
deter crime;
•
sustain, conserve and enhance the historic environment
•
provide, conserve and enhance biodiversity; and,
•
create linkages between green spaces and wildlife corridors.
Development should protect the existing rights of way network and where
possible contribute to its expansion and management.

Delivery of Strategic Objectives: 1, 6, 7, 8, 9
Natural Environment
7.64

North Warwickshire is characterised by distinctive and open countryside with
market towns and many small villages and hamlets. Large country estates
make up part of the Borough and much of this open character is in part due to
their existence. The overwhelming land use is agriculture, often in extensive
estates and accompanied by countryside recreation. The Borough has many
Sites of Special Scientific Interest (SSSI), areas of Ancient Woodland, Local
Sites (Wildlife and Geological), Parks and Gardens of Historical Interest,
Country Parks and Warwickshire Wildlife Trust Nature Reserves. However,
biodiversity is not only restricted to these sites, but also extends into the wider
countryside where protected, rare and endangered species exist, forage or
rest, such as individual veteran trees. Assets are not only statutory and nonstatutory sites, including potential sites, but also those that maintain
connectivity within the landscape. Some of these assets have already been
identified but are continually being updated. Therefore Supplementary
Planning Documents will be prepared in order to allow the information to be
updated. Contributions will be sought to assist with the delivery of creating
and maintaining the Borough’s biodiversity and geo-diversity assets.

7.65

The Core Strategy, therefore, recognises that it is essential for a healthy and
diverse landscape to be protected and enhanced to ensure species
movement throughout the Borough as well as into neighbouring authorities.
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This flow will assist with climate change adaptation by enabling species to
expand populations as well as move to more favourable areas.
7.66

Due to the area's natural assets and growth pressure from surrounding areas
the primary planning policy will be appropriate development of the appropriate
size in the appropriate location.

7.67

Regeneration of the Market Towns particularly through mixed-use
development will allow the primary assets of the Borough - its countryside and
settlements - to be protected and enhanced. Policies to protect and improve
the Countryside beyond defined settlement boundaries and expected growth
will continue through this Core Strategy.

7.68

It is intended that mineral workings sites, both in use or exhausted, as well as
existing employment sites be put back into appropriate Green Belt/rural uses
as current operations and permissions cease.
NW13

Natural Environment

The quality, character, diversity and local distinctiveness of the natural
environment will be protected and enhanced. In particular within identified
landscape character areas development will conserve, enhance and where
appropriate, restore landscape character as well as promote a resilient,
functional landscape able to adapt to climate change. Specific landscape,
geo-diversity, wildlife and historic features which contribute to local character
will be protected and enhanced.
Delivery of Strategic Objectives: 1, 6, 7, 8, 9
Historic Environment
7.69

North Warwickshire has been shaped by human activity over many thousands
of years, and the distinctiveness of its present landscapes and settlements
reflects this historic character. Amongst the more prominent features of its
historic environment are remains of a number of monastic sites from the
middle ages, whilst the economic exploitation of the Borough’s geology has
left a rich heritage of industrial archaeology. The 24km of canal system also
adds to the industrial heritage of the Borough. The Warwickshire Historic
Environment Record contains records of over 1350 archaeological sites, of
which 29 are Scheduled Ancient Monuments. There are 579 Listed Buildings,
10 Conservation Areas and 3 Registered Parks and Gardens.

7.70

Apart from these discrete sites, the entire landscape has intrinsic historic
interest which contributes to the local sense of place and is valued by
residents and visitors. It has been systematically characterised through the
national programme of Historic Landscape Characterisation, a regional
programme of Historic Farmsteads Characterisation and a Countywide
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Historic Town Study and results of this work have informed this Core Strategy
and will further inform the planning and design of developments.
7.71

The Historic Environment is a finite and non-renewable resource. 14
designated assets were identified by English Heritage as being ‘at risk’, mainly
from disuse or neglect, in 20117. Kingsbury Hall is undergoing major work
and Astley Castle has seen major works completed. The Borough Council will
continue to work with owners to seek ways of securing their future. The
Borough Council has an on-going programme for updating the areas
Conservation Area Appraisals and will undertake management plans for them
where appropriate. It will seek opportunities for enhancement through
development and links with other projects and partnerships.

7.72

The Borough recognises the role of the Historic Environment in shaping the
distinctiveness of the Borough and in contributing to quality of life and quality
of place. It is committed to protecting and where possible, enhancing its
historic assets including identification of areas where development might need
to be limited in order to conserve heritage assets or would be inappropriate
due to its impact upon the historic environment. Proposals for new
development should reflect this commitment, with design that reflects local
distinctiveness and adds value to it. The re-use and restoration/conservation
of historic buildings can be a catalyst for regeneration. The Council have
successfully implemented a Conservation Area Partnership Scheme in
Atherstone and will seek ways of building on this success including the use of
Neighbourhood Plans in the promotion of positive improvements to the
Borough’s historic environment. Proposals which may have an impact upon
the Borough’s Historic Environment will be assessed in accordance with local
and national policy and guidance8.”

7.73

For clarification habitats includes: Habitats, species and features identified
under Section 41 of the National Environment and Rural Communities Act as
a principal of importance; proposed and designated Local Wildlife Sites and
Local Geological Sites; Local Nature Reserves; ancient woodlands and
veteran trees; river corridors and canals; networks of natural habitats and
legally protected species, including linear features and wildlife corridors, such
as hedgerows.

7.74

All of these make a substantial contribution to the Borough’s natural
environment. The network however is not restricted to these sites but other
features of biodiversity that add, buffer and link to the wider countryside,
providing connectivity and facilitating species movement in response to
climate change.

7

Heritage at Risk Register 2008 (English Heritage 2009)
Policies and Guidance for the Sustainable Management of the Historic Environment (http://www.englishheritage.org.uk/upload/pdf/Conservation_Principles_Policies_and_Guidance_April08_Web.pdf?1271145138
English Heritage 2008); NPPF ( http://www.communities.gov.uk/publications/planningandbuilding/nppf

8
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NW14

Historic Environment

The Council recognises the importance of the historic environment to the
Borough’s local character, identity and distinctiveness, its cultural, social,
environmental and economic benefits. The quality, character, diversity and
local distinctiveness of the historic environment will be conserved and
enhanced. In particular:
•
Within identified historic landscape character areas development will
conserve, enhance and where appropriate, restore landscape character
as well as promote a resilient, functional landscape able to adapt to
climate change. Specific historic features which contribute to local
character will be protected and enhanced and,
•
The quality of the historic environment, including archaeological
features, Listed Buildings, Scheduled Ancient Monuments, Registered
Parks and Gardens, Conservation Areas and any non-designated
assets; buildings, monuments, archaeological sites, places, areas or
landscapes positively identified in North Warwickshire’s Historic
Environment Record as having a degree of significance meriting
consideration in planning decisions, will be protected and enhanced,
commensurate to the significance of the asset.
•
Wherever possible, a sustainable reuse of redundant historic buildings
will be sought, seeking opportunities to address those heritage assets
identified as most at risk.
Delivery of Strategic Objectives: 1, 6, 7, 8, 9
Nature Conservation
7.75

The Borough Council recognises the need to establish a coherent and
resilient ecological network in order to contribute towards the Government’s
target of halting the loss of biodiversity by 2020. The Core Strategy aims to
achieve this by providing robust protection for these biodiversity assets that
have a significant role and function in the Borough’s existing ecological
network and by seeking enhancements and gains where deficiencies are
identified.
NW15

Nature Conservation

Sites of Special Scientific Interest (SSSI’s) will be subject to a high degree of
protection, in view of their national importance. Development adversely
affecting a SSSI will only be permitted where the benefits of the development
at these sites clearly outweigh the likely impacts on the site and any broader
impacts on the national network of SSSI’s.
Development that affects Sites of Regional and Local Importance for Nature
Conservation will only be permitted where the benefits of the development
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outweigh the nature conservation value of the site and the contribution it
makes to the Borough’s ecological network.
Development that damages habitats and features of importance for nature
conservation will only be permitted where there are no reasonable alternatives
to the development taking place in that location. Where appropriate,
developments will be required to help enhance these features and/or secure
their beneficial management. Development will be resisted where it leads to
the loss of irreplaceable habitats and features, such as ancient woodland or
veteran trees unless it can be demonstrated there are overriding reasons and
benefits that outweigh the loss.
Development should help ensure that there is a net gain of biodiversity and
geological interest by avoiding adverse impacts first then providing
appropriate mitigation measures and finally seeking positive enhancements
wherever possible.
Where this cannot be achieved, and where the
development is justified in terms of the above criteria, the Local authority will
seek compensation and will consider the use of biodiversity offsetting as a
means to prevent biodiversity loss. In doing so, offsets will be sought towards
enhancements of the wider ecological network in the Borough or sub-region in
line with local, regional and national priorities for nature conservation

Delivery of Strategic Objectives: 1, 6, 7, 8, 9
Green Infrastructure
7.76

Green Infrastructure (GI) is a strategically planned and delivered network of
high quality green spaces and other environmental features. It should be
designed and managed as a multifunctional resource capable of delivering a
wide range of environmental and quality of life benefits for local communities.
Green Infrastructure includes parks, open spaces, playing fields, woodlands,
allotments and private gardens. The Borough already has higher than
average accessibility to woodland providing an excellent basis from which to
develop a Borough wide network. However there are still local deficiencies
which need to be tackled as well as the creation of further woodlands helping
to extend corridors.

7.77

The Borough Council along with other authorities in the sub-region and
Natural England have developed a Sub-regional Green Infrastructure
Strategy. This strategy has established criteria to identify sub-regional Green
Infrastructure assets of Landscape, Accessibility and Biodiversity importance.
The Borough is also a partner in the Coventry, Solihull and Warwickshire
Biodiversity Offsetting pilot. Biodiversity Offsetting provides a standardised
mechanism for quantifying and delivering compensation where adverse
impacts on biodiversity cannot be avoided or mitigated on site. The outcome
of this work and any additional local work will be taken forward in other
Development Plan Documents as well as an explanation of how the formulae
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and offsetting will be translated into further guidance. Policy will need to set
clear standards for when and how biodiversity offsetting may be used within
the planning system.
7.78

The two canals in North Warwickshire can contribute towards the provision of
significant local and strategic Green Infrastructure, as they provide important
wildlife corridors and can support significant biodiversity along their length.
The definition of Green Infrastructure includes “blue infrastructure and blue
spaces” such as waterways, towpaths and their environs. They also provide
important open spaces.
Further detail on the definition of “Green
Infrastructure” can be found in the Glossary.

7.79

Opportunities exist throughout the Borough where development takes places.
In particular the use of mineral sites provides an opportunity to create links
and for biodiversity offsetting potential. For example the quarry sites of
Purley, Jubilee and Oldbury. Offsets would be sought towards enhancements
of the wider ecological network in line with local, regional and national
priorities for nature conservation. In addition, the development of HS2 will
also provide a corridor in its own right but equally could cause links across the
railway line to be broken.
NW16

Green Infrastructure

Development proposals must where appropriate, demonstrate how they
contribute to maintaining and enhancing a comprehensive and strategically
planned Green Infrastructure network, where appropriate. With reference to
the sub-regional Strategy for Green Infrastructure and the local Green
Infrastructure resource development should:
•
Identify, maintain and enhance existing Green Infrastructure assets;
•
Optimise opportunities to create links between existing Green
Infrastructure within the district and to surrounding sub-regional
networks;
•
Help deliver new Green Infrastructure assets where specific need has
been identified.
Where new Green Infrastructure cannot be provided on site, or where an
existing asset is lost or adversely affected, contributions will be sought
towards wider Green Infrastructure projects and improvements within the
district or, where appropriate, in the sub-region.
Delivery of Strategic Objectives: 1, 6, 7, 8, 9
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Economic Regeneration
7.80

Although North Warwickshire saw one of the largest growths in terms of
logistics and support facilities in the West Midlands it is still a fragile economy,
with a high dependency on a narrow range of sectors and larger employers,
as outlined in the Employment Topic paper and Industrial Market Assessment
Report. The growth of the small to medium sized enterprises, in particular,
will continue to be supported. Both appropriate rural diversification and
regeneration of existing sites will be part of the long term strategy to address
the economic issues that the Borough faces. Working with neighbouring
authorities and relevant Local Enterprise Partnerships the Borough Council
will focus on delivering a broad range of high skilled employment generating
uses in addition to the traditional B1 (offices and light industrial, research and
development), B2 (general industry) and B8 (storage and distribution). In
particular research and development and other knowledge based companies/
facilities would be welcomed. The provision of high speed broadband
throughout the Borough will be important to allow businesses to grow, develop
and exploit the opportunities coming forward as a result of the MIRA
Enterprise Zone.
NW17

Economic Regeneration

The delivery of employment generating uses, including the redevelopment of
existing employment sites and farm diversification, should reflect the need to
broaden the employment base, improve employment choice and opportunities
for local people.

Delivery of Strategic Objectives: 1, 3, 5
Atherstone
7.81

Atherstone is one of the Market Towns in the Borough and acts as the Civic
Centre for the Borough. Its vitality is important to the surrounding areas. The
town centre has been the subject of numerous initiatives to try and stimulate
regeneration.

7.82

There are a number of opportunities for regeneration both in the town centre
and the industrial estates. The priority for development in Atherstone will be
to exploit these opportunities in both the town centre and industrial estates.

7.83

There are a number of opportunities that are emerging. Public agencies are
exploring ways of improving services whilst, rationalising their own facilities
and buildings. This will provide regeneration opportunities, for any released
sites and for newly developed sites. However, the expansion of Atherstone
beyond the current development boundaries is constrained by floodplain, to
the north and north-east, a historic park and garden to the west, railway lines
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and wildlife sites to the south and Mancetter with archaeological remains to
the east. Therefore, other than very small scale developments on the fringe of
the Atherstone development boundary, the area to the north-west, beyond
Holly Lane Industrial Estate, would appear to be the only area where some
development could take place. There are key prominent sites close to the
town centre which the Borough Council will pursue for regeneration. However
depending on the five year housing supply greenfield sites to the north-west of
the town may have to be brought forward for development.
7.84

Development on sites inside the development boundary will be pursued but it
is recognised that in order to maintain a five year housing supply that growth
may need to take place beyond its current boundaries. Due to constraints
surrounding the settlement any growth beyond the current development
boundary would be directed to the north-western area of Atherstone.
NW18

Atherstone

Proposals that assist in the continued regeneration of Atherstone will be
supported and encouraged. Partnership schemes, which allow the bringing
together of services and releasing sites for redevelopment, will be sought,
where these result in an improvement of services and facilities
Partnership working, with both the public and private sector, will be central in
the delivery of regeneration of Atherstone. Key sites in the town centre and
industrial estates, as well as other redevelopment sites within the existing
development boundary, will be pursued where they achieve the following
outcomes:
•
•
•
•

Improved community facilities in more sustainable buildings (low
maintenance/energy efficient)
Improved energy efficiency
Creation/protection of jobs
Improved historic environment in terms of maintaining local
distinctiveness, respecting historic settlement morphology and retaining
and enhancing the historic fabric.

Further growth of the Atherstone and Mancetter area, outside of the current
boundaries, will be focused in the broad direction north of Holly Lane
Industrial Estate and South of the Anker Valley floodplain
Delivery of Strategic Objectives: 1, 3, 4
Polesworth & Dordon
7.85

Polesworth is one of the three Market Towns and lies to the north of the
Borough. It is a historic market town established at a crossing of the River
Anker. It exhibits a typical pattern of streets and buildings, with a strong
historical core centred on Polesworth Abbey and the Conservation Area. It
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has a close geographical relationship with Tamworth, for a range of services
and facilities and with Dordon to the south. However residents as well as
using the wide range of services and facilities in the village, also use the
services and facilities in other neighbouring settlements of Atherstone,
Nuneaton and Coventry. Hospital referrals are mainly accessed via the
George Eliot or University Hospitals. This puts the services and facilities in
Polesworth under pressure. It still retains some key services but these are
generally small in scale.
7.86

However this physical closeness means that there is a strong desire locally to
protect the area to the west of the town from further development, in order to
maintain its individual identity and prevent the coalescence of Polesworth with
Tamworth. This is particularly important as Tamworth Borough Council is
looking to develop up to their Borough boundary and have a need to look for
land beyond their boundaries to deal with their housing growth. The location of
any proposed housing will be subject to a Site Allocation Development Plan
Document or other local plan. Access issues exist to the south with the links
into Dordon, along Long Street, suffering from capacity and congestion
issues. Where appropriate, opportunities for addressing these issues should
be included when considering housing proposals.

7.87

Polesworth and Dordon are important areas for growth. Any growth would
need to respect their individual characters. There are however constraints to
their growth: To the north and east is the issue of coal reserves. To the west,
the gap between the built up boundary of Tamworth and the rural areas up to
Polesworth and Dordon in North Warwickshire, are extremely important locally
and to the Borough as a whole. The industrial area and the housing to the
south of the A5 are separate from the main body of the settlement and any
development in this area needs to consider how this issue could be
addressed.

7.88

Access within and around Polesworth and Dordon is an issue. The junction of
the A5 and Long Street needs to be improved or changed if development in
this area can be taken forward. In addition, Long Street itself may constrain
the number of developments that take place to the north of the A5 and needs
to be addressed in any development proposals that look towards the A5 for
access.

7.89

It is clear that any development to the east of Polesworth and Dordon would
need to address the issue of coal reserves. If this issue can be overcome
then broad locations of growth would be to the south and east.

7.90

A major challenge therefore is to ensure that any development growth in
Polesworth and Dordon makes a positive contribution to its sustainability by
embracing a mix of housing and other uses, especially small scale
employment uses, is supported by all the necessary infrastructure and
services while protecting the separate identity of the two distinct communities
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NW19

Polesworth & Dordon

The Broad location of growth will be to the south and east of the settlements
subject to there being no unacceptable environmental impacts from surface
mining and that viable and practicable coal reserves are safeguarded.
Any development to the west of Polesworth & Dordon must respect the
separate identities of Polesworth and Dordon and Tamworth and maintain a
meaningful gap between them.
Delivery of Strategic Objectives: 1, 2, 3, 4, 6, 7
Local Services & Facilities
7.91

Local Services and facilities are key to the vitality of the many towns, villages
and hamlets in the Borough, including social and cultural infrastructure. The
Core Strategy will protect and support local services and facilities across the
Borough and will ensure community involvement in the consideration of the
means of achieving this. Further advice and guidance will be developed.

7.92

Retail uses will be focussed towards the Market Towns to help maintain their
viability and vitality. Existing retail uses will be protected in accordance with
the settlement hierarchy and developed further within the site allocations plan

7.93

Poor health and in particular obesity, is an issue throughout the Borough, but
with some local high concentrations. In addition there is increasing concern
over betting. Planning cannot restrict takeaways or betting shops completely.
Where there is a local problem local policies may seek to restrict the number
of takeaways or betting shops, other uses in order to maintain the variety of
retail uses and to assist in achieving a healthy resident population.
NW20

Services & Facilities

Proposals that would have a detrimental impact on the viability and vitality of
town centres will not be permitted.
The loss of existing services or facilities which contributes to the functioning of
a settlement will only be supported where the facility is replaced elsewhere or
it is proven that its loss would harm the vitality of the settlement.
Town Centres will be the focus for new retail development.
Disproportionate concentration of uses will be avoided. Robust justification
using a sequential approach will be required to avoid a disproportionate
concentration of uses.

_________________________________________________________________________
49

Core Strategy
Adopted 9th October 2014

New schools will be pursued, such as the redevelopment of the Hartshill
Secondary School.

Delivery of Strategic Objectives: 1, 6, 7, 8, 9
Transport
7.94

Transport, especially in a rural area, gives everyone the means of accessing
services and facilities as well as jobs and training. The Core Strategy seeks
to maintain and improve public transport links between the Market towns,
Local Service Centres and other villages to help sustain a viable local
economy. The Borough Council will pursue transport improvements through
development and will seek mitigation measures from any transport
developments.

7.95

The Borough Council has been working with 14 other local authorities and the
Highways Agency to develop a Strategy for the A5. The A5 is an important
strategic route for the sub-regional area but is also an important local road
serving the local community. Any growth along its route will need to carefully
consider the implications of additional traffic.

7.96

Kingsbury once had a railway station and a replacement station is still being
pursued by Centro, alongside the Camp Hill Chord proposals for the
Birmingham to Lichfield line that passes through Kingsbury past Dosthill and
on to Tamworth. This has been included in Warwickshire’s Local Transport
Plan 3 and is saved policy TPT4 from the North Warwickshire Local Plan
2006. In addition Network Rail have highlighted in the West Midlands Route
Utilisation Strategy and the Initial Industry Plan, the need to improve the rail
access to Birch Coppice/Kingsbury Depots, which would facilitate new and
enhanced passenger rail services on the Birmingham to Tamworth rail
corridor.

7.97

With the development of High Speed rail and the new Station at the NEC
there are implications on road traffic that will need to be carefully considered
and mitigated against, especially through the rural roads of North
Warwickshire. Opportunities will be sought to improve public transport links in
to the rural parts of North Warwickshire and improve access to a wider range
of services and facilities.

7.98

In addition the Borough Council will pursue the introduction of improved
cycling and pedestrian links throughout the Borough.

7.99

A new station on the Birmingham to Nuneaton line is included in the
Warwickshire Local Transport Plan. Although the exact location is not known
it is in the Arley area.
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7.100 The improved provision of train services to Atherstone is supported.
Investment has been made to improve the platforms and the train information
signage. Further improved train services were introduced in December 2012
which cut the journey time to London by a further 20 minutes. There remain
issues over car parking and access to the western platform under the bridge
on the Watling Street. Lighting has been improved and the footbridge has
been removed. However, replacement of the footbridge is still supported. In
addition, opportunities to improve parking for both the station and the town will
be pursued.
7.101 The Borough has a number of level crossings on the rail network.
Development will need to address its impact where necessary to avoid any
adverse impact or interference to the rail network. This issue will be
considered in future development plan documents.
NW21

Transport

Opportunities for securing improvements will be sought, particularly through
the A5 Strategy and the re-use of redundant railway lines/corridors where
appropriate.
The traffic implications and impact of growth in adjoining area and from
development related to High Speed rail will need to be addressed and
mitigated through encouraging sustainable transport solutions and measures,
including traffic calming and access constraints on the rural road network.

Delivery of Strategic Objectives: 1, 2, 3
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8

Delivery

8.1

Delivery of the Core Strategy is important to the Borough Council and as such
when considering development proposals the Council will take a positive
approach that reflects the presumption in favour of sustainable development
contained in the National Planning Policy Framework. It will always work
proactively with applicants jointly to find solutions which mean that proposals
can be approved wherever possible, and to secure development that
improves the economic, social and environmental conditions in the area.

8.2

Planning applications that accord with the policies in this Plan (and, where
relevant, with polices in neighbourhood plans) will be approved without delay,
unless material considerations indicate otherwise. Where there are no
policies relevant to the application, or relevant policies are out of date at the
time of making the decision, then the Council will grant permission unless
material considerations indicate otherwise – taking into account whether:
•
Any adverse impacts of granting permission would significantly and
demonstrably outweigh the benefits, when assessed against the
policies in the National Planning Policy Framework taken as a whole;
or
•
Specific policies in that Framework indicate that development should
be restricted.

8.3

The delivery of infrastructure at the right time and in the right place will be
essential for the delivery of this Core Strategy. Considerable importance is
attached to the need to ensure that local communities in North Warwickshire
have reasonable access to a range of services and facilities:

8.4

A number of factors underpin the importance of planning agreements and
Section 106 contributions in North Warwickshire;•
•
•
•
•
•

8.5

The area is relatively remote with a small but dispersed population and
this has an impact on the cost of service provision.
The Authority has a history of working in partnership with developers to
secure and deliver local benefits through the Planning process.
The area does not benefit from any significant UK, regional nor EU
regeneration regimes.
There are significant public concerns to ensure the impacts of
development are mitigated.
Again, there is public concern to maintain the provision of local
services that are vital to community life.
Limited Council resources reflecting a small and rural population.

The Council will work with and look to developers to contribute effectively to
maintaining and developing local Quality of Life and assisting in the delivery of
the Sustainable Community Strategy, through high standards of development;
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the type and character of buildings and uses proposed and from measures of
the type set out below:
•
ensure that the impact of development on the social fabric of
communities is considered and taken into account;
•
seek to reduce social inequalities;
•
address accessibility (both in terms of location and physical access) for
all members of the community to jobs, health, housing (particularly
affordable housing), education, shops, leisure and community facilities;
•
take into account the needs of all the community, including particular
requirements relating to age, sex, ethnic background, religion, disability
or income;
•
deliver safe, healthy and attractive places to live; and,
•
support the promotion of health and well-being by making provision for
physical activity including walking and cycling.
These may be required by planning conditions or sought in the form of
Planning Obligations in accordance with Circulars 11/95 and 05/05
respectively (or their successors) and the National Planning Policy
Framework.
8.6

Alongside this Core Strategy is an Infrastructure Delivery Plan. This sets out
the known infrastructure requirements to accommodate the growth within the
Borough. This will be updated on a regular basis. The Plan will feed in to a
Community Infrastructure Levy (CIL) which is a new planning charge that
came into force on 6 April 2010 through the Community Infrastructure Levy
Regulations 2010 (now amended by the Community Infrastructure Levy
(Amendment) Regulations 2011. The Borough Council will work with partners
to develop a Community Infrastructure Levy charging schedule as well as
seek alternative funding opportunities. Both S106 obligations and CIL will
need to have regard to viability issues to ensure the level of levy set or
obligations sought does not prevent the delivery of development in general.

8.7

The policies give a framework within which assessments of S106, CIL or other
legal agreements will be made. These will be supplemented, where
necessary, over time by further advice in the form of guidance notes and
Supplementary Planning Documents.

8.8

The timing of infrastructure delivery is very important to the success of
developments. This ranges from the provision of services and facilities to the
provision of the sewage infrastructure. The delivery of infrastructure will be
sought at the appropriate time.
NW22

Infrastructure

The Strategy’s policies and proposals will be implemented by working in
constructive partnership with funding agencies and service providers; by the
grant or refusal of planning permission, and by the use of planning conditions
and obligations, in order to secure the following key priorities:
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•
•
•
•

Provision of affordable housing;
Protection and enhancement of the environment and mitigation of the
environmental impact of past and proposed development of land;
Provision of necessary services, facilities and infrastructure to meet the
demands of new development and communities to include Green
Infrastructure, open space, sports and recreation and transport; and,
Provision of training and upskilling opportunities

Delivery of Strategic Objectives: All
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Key Diagram
The Key Diagram is provided to show the spatial distribution of development and the
levels expected within the Borough.
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Housing Trajectory

Information provided as at 30 September 2014
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9

Monitoring

Monitoring of the Core Strategy is a central component of ensuring that the Core Strategy delivers.

No
NW1

Core Strategy Policy
Title
Sustainable Development

Strategic
Objective
1-9

NW2

Settlement Hierarchy

1,2,3,4

NW3

Green Belt

NW4

Housing Development

1,2

NW5

Split of Housing Numbers

1,2

1,7,8

Indicator
% Positively prepared planning
applications approved in compliance
with the Core Strategy
Amount of development

Changes to Green Belt
Infill Boundaries
Amount of development taking place
In this Borough and in Tamworth

Amount of development in each
settlement

Target
Ensure all planning
applications accord with
the policies in this Core
Strategy
Where the development
requirements identified
within the housing
trajectory are not
delivered over a 2/3 year
period (Monitoring with
AMR)

Where the development
requirements identified
within the housing
trajectory are not
delivered over a 2/3 year
period (Monitoring with
AMR)
Where the development
requirements identified
within the housing
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NW6

Affordable Housing

1,2

Amount of affordable housing built

NW7

Gypsy & Travellers

1,2

Amount of development taking place

NW9

Employment

1,3

Amount of development taking place

NW10

Development
Considerations

NW11

Renewable
Energy
Energy Efficiency

NW12
NW13
and

Quality of Development
Natural & Historic
Environment

1,6,8,9

&

1,6,7

1,6,7,8,9
1,6,7,8,9

trajectory are not
delivered over a 2/3 year
period (Monitoring with
AMR)
Where the development
requirements identified
within the housing
trajectory are not
delivered over a 2/3 year
period (Monitoring with
AMR)
9 residential and 5 transit
Gypsy & Traveller pitches
Where the development
requirements (pro rata)
identified are not
delivered over a 2/3 year
period (Monitoring with
AMR)

Amount of flood storage
Achieving the Green Space Strategy
action plan
Creation of alternative transport
services/routes
Amount of onsite energy generation
Energy reduction measures

Maintenance of Conservations Areas
Landscape Character Assessment

Progressive updating of
the Conservation Area
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NW14

Heritage at Risk

Green Belt maintenance
NW15

Nature Conservation

1,6,7,8,9

Addressing quality and number of
local sites

NW16

Green Infrastructure

1,6,7,8,9

Measurement of number and size of
sub-regional and local GI assets and
biodiversity connectivity

NW17

Economic Regeneration

NW18

Atherstone

1,2,3,4,6,7

Vitality and viability of Atherstone

NW19

Polesworth and Dordon

1.2.3.4.6.7

Vitality and viability of Polesworth

NW20

Local Services & Facilities

NW21

Transport

1,3,5

1,6,7,8,9
1,2,3

Improvement in economic
performance

Maintenance of existing services and
facilities
Improving transport provision

Appraisals and
Management Plans
No adverse impact on
sensitive areas
A reduction in the number
of assets on Heritage at
Risk Register
Any unjustified loss of
land lost from Green Belt
Amount of any unjustified
loss - Targets to be
developed with
Warwickshire Wildlife
Trust and County
Amount of any unjustified
loss linked to the GI Study

Linked to delivery of
employment development
expected in NW17
Reducing no of empty
shops/units
Delivery of development
sites
Delivery of development
sites
Number of any unjustified
losses
Projects through the A5
Strategy and Rail projects

_________________________________________________________________________
59

Core Strategy
Adopted 9th October 2014

NW22

Delivery of Infrastructure

All

Provision of infrastructure

Amount of infrastructure
provided
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10. Appendices
Appendix A
Key Words
Below is a list of some of the key words that can be found throughout this document.
A full glossary is available on the website.
Core Strategy: - The Core Strategy is the key document in the local development
framework (LDF) and sets the strategic context for other development plan
documents; all other local development documents must conform to it. The core
strategy will contain the strategic policies that will guide the sustainable development
of the district from when it is adopted.
Green Infrastructure: - Green Infrastructure (GI) is a network of high quality green
and blue spaces and other environmental features. It needs to be planned and
delivered at all spatial scales from national to neighbourhood levels. The greatest
benefits will be gained when it is designed and managed as a multifunctional
resource capable of delivering a wide range of environmental and quality of life
benefits (ecosystem services) for local communities. Green Infrastructure includes
parks, open spaces, playing fields, woodlands, wetlands, grasslands, river and canal
corridors allotments and private gardens.
Local Development Documents: - Documents which collectively set out the spatial
planning strategy for a local planning authority’s area. They are of two types:
Development Plan Documents and Supplementary Planning Documents.
Local Plan (formerly known as Local Development Framework (LDF)): - A
portfolio of local development documents which together provide a framework for
delivering the spatial planning strategy for a local planning authority area. It consists
of a saved Local Plan, Development Plan Documents, Supplementary Planning
Documents, the Statement of Community Involvement, the Local Development
Scheme and Annual Monitoring Report.
Regional Logistics Site (RLS): - Regional Logistics Sites specialise in providing
large units and premises for warehousing and distribution firms. They tend to be
developed by specialist property developers providing ‘logistics parks’ or one-off
units for national and regional distribution and warehousing centres. The RSS (see
below) sets out a series of criteria such sites must satisfy to be classed as RLS’s
including rail access.
Regional Spatial Strategy (RSS): - The West Midlands RSS formed part of the
“development plan” for the Borough. It provided a vision for the development in the
region to 2026. It provides a framework to address the ‘spatial’ implications of issues
such as healthcare, education, crime, housing, transport, communications, tourism
and leisure, employment, urban/rural regeneration and the environment (including
waste and energy). The RSS focused on the general location and scale of
_________________________________________________________________________
61

Core Strategy
Adopted 9th October 2014

development, but does not identify specific sites. The RSS was abolished by the
Decentralisation and Localism Bill.
Sustainable Community Strategy (SCS): - The Government placed a duty on
every local authority to prepare a Community Strategy. They should contribute to
sustainable development, provide a long term vision for the future of the Borough
and identify key priorities and actions to address the priorities, which may realistically
be achieved in the medium term. The current North Warwickshire Sustainable
Community Strategy covers up to 2026 and has a three year rolling action plan.
Key Diagram: - The Key Diagram is diagrammatic interpretation of the spatial
strategy as set out in this Local Plan. It indicates the general location of broad areas
of future development together with linkages between such areas and the
relationship to other strategies and neighbouring areas. Broad areas of constraint/
protection/little anticipated change may also be shown.
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Appendix B
Saved Policies
Policies saved from Local Plan (adopted July 2006)
LOCAL PLAN STRATEGY

CP1
CP2
CP3

Social & Economic Regeneration
Development Distribution
Natural & Historic Environment

CP5
CP6
CP8
CP10

Development in Towns and Villages
Local Services & Facilities
Affordable Housing
Agriculture & the Rural Economy

CP11
CP12
3

ENV2
ENV3
ENV4

Quality of Development
Implementation
NATURAL & BUILT ENVIRONMENT
POLICIES
Protection & Enhancement of Natural
Landscape
Green Belt
Nature Conservation
Trees and Hedgerows

ENV5

Open Space

ENV1

Will the policy If not which
If yes which future document is
continue to be Policy in the likely to update the policy?
saved?
Draft Core
Strategy
supercedes it
No
NW10, NW17
No
NW5
No
NW13,NW14,
NW15
No
NW2
No
NW20
No
NW6
Yes
Development Management DPD,
Neighbourhood Plan
No
NW12
No
NW22

No

NW13, NW15

No
No
Yes

NW3
NW15

No

NW10

Development Management DPD,
Neighbourhood Plan
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ENV6

Land Resources

Yes

ENV7

Development of Existing Employment
Land outside Defined Development
Boundaries
Water Resources
Air Quality

Yes

No
Yes

NW10

No

NW11

ENV11
ENV12

Energy Generation & Energy
Conservation
Neighbour Amenities
Urban Design

No
Yes

NW10

ENV13

Building Design

Yes

ENV14

Access Design

Yes

ENV15

Yes

ENV17

Heritage Conservation, Enhancement and
Interpretation
Listed Buildings, non-Listed Buildings of
Local Historic Value and Sites of
Archaeological Importance (including
Scheduled Ancient Monuments)
Telecommunications

Yes

Development Management DPD,
Neighbourhood Plan

4
HSG1

HOUSING POLICIES
Housing Land Allocations & Proposals

Yes

Development Management DPD,
Neighbourhood Plan

HSG2
HSG3

Affordable Housing
Housing Outside Development
Boundaries
Densities

ENV8
ENV9
ENV10

ENV16

HSG4

Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan

Development Management DPD,
Neighbourhood Plan

Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan

Yes

No
Yes

NW6
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan

Yes
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HSG5 Special Needs Accommodation
5
ECONOMY POLICIES
ECON1 Industrial Sites
ECON2 Employment Land
ECON3 Protection of Existing Employment Sites
& Buildings within Development
Boundaries
ECON4 Managed Workspace/Starter Units

Yes

Housing DPD, Neighbourhood Plan

Yes

Development Management DPD,
Neighbourhood Plan
Site Allocations DPD
Development Management DPD,
Neighbourhood Plan

Yes
Yes

Yes

ECON5 Facilities relating to the Settlement
Hierarchy
ECON6 Site at Station Street including Former
Hat Factory, Atherstone
ECON7 Agricultural and Forestry Buildings &
Structures
ECON8 Farm Diversification

Yes

ECON9 Re-Use of Rural Buildings

Yes

ECON10 Tourism & Heritage Sites & Canal
Corridors
ECON11 Hotels & Guest Houses

Yes

ECON12 Services & Facilities in Category 3 & 4
Settlements
6
COMMUNITY FACILITIES POLICIES
COM1 New Community Facilities
COM2

Protection of Land & Buildings used for
Existing Community Facilities in the Main
Towns & Market Town

Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan

Yes
Yes
Yes

Yes
Yes

Yes

Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan

Yes
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COM3

Safeguarding Educational Establishments

7
TPT1

TRANSPORT POLICIES
Transport Considerations in New
Development
Traffic Management & Travel Safety

TPT2
TPT3

Yes

Development Management DPD,
Neighbourhood Plan

Yes

Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
Development Management DPD,

Yes

TPT6

Access and Sustainable Travel and
Transport
Public Transport Improvements & New
Facilities
Promoting Sustainable Freight Movement
& Safeguarding Future Freight
Opportunities
Vehicle Parking

Yes

TPT7

Airport Parking

Yes

TPT4
TPT5

Yes
Yes
Yes

Development Management DPD,
Neighbourhood Plan
Development Management DPD,
Neighbourhood Plan
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Policies saved from Minerals Local Plan for Warwickshire (adopted February 1995)
M1
M4
M5
M6
M7
M9
M10

Areas of Search and Preferred Areas.
Sand and Gravel Extraction in the context of Landbanks
Sterilisation of Mineral Reserves
Considerations and Constraints affecting
Minerals Extraction
Mitigation and Planning Conditions/Agreements
Restoration of Mineral Workings
Monitoring of Mineral Sites

Policies saved from Waste Local Plan for Warwickshire (adopted August 1995)
1
General Land Use
3
Landfilling
5
Incinerators
6
Materials Recycling Facilities
9
Large Scale Composting
13
Proposed Facilities

Policies saved from Warwickshire Structure Plan (adopted August 2001)
GD7
I2
T10
TC2
T7

Previously developed sites
Industrial Land provision
Developer contributions
Hierarchy of Town Centres
Public Transport
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Appendix C
Settlement Hierarchy
More detailed information on Settlement Hierarchy
Category 1

Category 2
Category 3A

Category 3B

Category 4A

Category 4B

Category 5

Non Green Belt Market Towns and adjoining settlements
Atherstone with Mancetter
Polesworth with Dordon
Green Belt Market Town
Coleshill
Local Service Centres (non Green Belt)
Grendon/Baddesley Ensor (together, as a single network of
villages)
Hartshill with Ansley Common
Local Service Centres (Green Belt)
Old and New Arley (together, as a single network of villages)
Kingsbury
Water Orton
Other settlements with a development boundary (non Green
Belt)
Ansley (eastern side of village non Green Belt)
Austrey
Newton Regis
Shuttington
Warton
Other settlements with a development boundary (Green Belt)
Curdworth
Fillongley
Hurley
Piccadilly
Shustoke
Whitacre Heath
Wood End
Other settlements / hamlets
Green Belt
Non Green Belt
Bassetts Pole
Alvecote
Corley and Corley Moor
Freaseley
Furnace End
Ridge Lane
Middleton
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Appendix D
Links with other Documents
Strategies
National

Studies

Other
Documents

Planning Policy Statements
National Planning Policy
Framework
Ministerial
Statements
Emerging Acts

Regional

Regional Economic Strategy
West Midlands Regional Spatial
Strategy
West Midlands Regional
Housing Strategy
West Midlands Transport Plan
Centro’s integrated Public
Transport Prospectus

Sub
Regional
Local Enterprise Partnership
Five year Strategy
Local Investment Plan (Housing)

Local

Sub-regional Employment
Study
Sub-regional Infrastructure
Study
Gypsy & Travellers
Accommodation Needs
Assessment
Strategic Flood Risk
Assessment
Water Cycle Strategy
Green Infrastructure Study
Renewable Energy Study

Sustainable Community Strategy
both North Warwickshire’s and
Warwickshire’s
Warwickshire Local Transport
Plan
Saved policies from adopted
Local Plans – North
Warwickshire Local Plan 2006,
Minerals Local Plan 1989 and
Waste Local Plan 1995 2013
Adopted Waste Local Plan 2013
Interim Planning Policy
Statement
Education Plans
Health Plans
Housing Strategy
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Appendix E
Evidence Base
Title
Industrial & Commercial Building Study
Retail Planning Review
Understanding Employer Needs in
Coventry & Warwickshire
Draft Scoping Report
Warwickshire Economic Update
Coventry, Solihull & Warwickshire Sub
Region Employment Land Study
Industrial & Commercial Market
Assessment
Children & Young People’s Plan
Greenspace Strategy Final Report
PPG 17 Audit
Strategic Flood Risk Assessment
Southern Staffordshire & Northern
Warwickshire Gypsy & Traveller
Accommodation Assessment
Housing Market Assessment
Affordable Housing SPD
Green Space Strategy 2008-2018
Sustainable Community Strategy
Planning Policy & Retail Appraisal
Regional Logistics Study
Tamworth Joint Study
WMRSS Phase 2 Revision Panel
Report
Labour Market Profile North
Warwickshire
Preferred Options for Economic
Development
Settlement Sustainability Appraisal
The Economic Demand for Housing in
the West Midlands 2006-2026:North
Warwickshire
Water Cycle Study
Strategic Land Availability Assessment
Renewable and Low Carbon Energy
resource Assessment and Feasibility
Study

Author
Chesterton
Donaldsons
BMG

Date
March 2001
September 2004
June 2006

North Warwickshire Borough
Council
Warwickshire Observatory
DTZ

October 2006
June 2007
June 2007

CB Richard Ellis

September 2007

Warwickshire Children &
Young People’s Partnership
Inspace
Inspace
Halcrow

2008-2011
January 2008
2008
January 2008

The University of Salford

February 2008

Outside
North Warwickshire Borough
Council
North Warwickshire Borough
Council
NWBC
Roger Tym & Partners
Transmodal LTD
Drivas Jonas

April 2008
June 2008
December 2008
2009
April 2009
May 2009
July 2009
September 2009

Office for National Statistics

2010

North Warwickshire Borough
Council
North Warwickshire Borough
Council
SQW Consulting

January 2010

February 2010

Halcrow
Bakers Associates

March 2010
March 2010

Camco

April 2010

January 2010
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Historic Landscape Characterisation
Study
North Warwickshire Playing Pitch
Strategy
Coventry & Warwickshire Economic
Assessment
Historic Farmsteads Study
Green Infrastructure Study
Landscape Character Assessment
Affordable Housing SPD update
Local Economic Assessment Summary
Employment Topic Paper
National Planning Policy Framework
Economic and Employment Issues
affecting North Warwickshire
Housing & Employment Options 20292031
Strategic Transport Assessment
Affordable Housing Viability
Infrastructure Delivery Plan
Local Development Scheme for North
Warwickshire
Site Allocations Plan Consultation
Document
Duty to Co-operate
Annual Monitoring Report 2012
Black Country & Southern Staffordshire
Regional Logistics Site
Statement of Common Ground
between NWBC and Birmingham CC
Memorandum of Understanding

Gypsy & Traveller Needs Assessment
Employment Land Review
Strategic Flood Risk Assessment
Strategic Land Availability Assessment
Strategic Housing Market Assessment
Five Year Housing Supply as at 31
October 2013
Housing Trajectory
Warwickshire Historic Towns Study
Conservation Area Appraisals

WCC

June 2010

Knight Kavanagh & Page

October 2010

Coventry City Council

March 2011

WCC
Land Use Consultants
FPCR
NWBC
Warwickshire Observatory
NWBC
Department for Communities
& Local Government
Coventry City Council

June 2011
July 2011
August 2010
April 2011
October 2011
September 2011
March 2012

North Warwickshire Borough
Council
Warwickshire County
Council
NWBC
North Warwickshire Borough
Council
North Warwickshire Borough
Council
North Warwickshire Borough
Council
North Warwickshire Borough
Council
North Warwickshire Borough
Council
URS

April 2012

March 2012

July 2012
September 2013
September 2012
November 2012
February 2013
February 2013
February 2013
February 2013
April 2013
May 2013

North Warwickshire Borough
Council, Tamworth Borough
Council, Lichfield District
Council
Salford University
GL Hearn
URS
PBA Associates
GL Hearn
North Warwickshire Borough
Council
North Warwickshire Borough
Council
WCC
NBBC

June 2013

August 2013
September 2013
October 2013
December 2013
January 2014
January 2014

Ongoing
Various

_________________________________________________________________________
71

Appendix 1 H.10: THE WARWICKSHIRE LOCAL TRANSPORT
PLAN 2011 -2026

Warwickshire County Council

Warwickshire Local Transport
Plan 2011 - 2026

Foreword by Councillor Alan Cockburn
This is Warwickshire’s third Local Transport Plan (LTP3) and covers the period 2011-2026. The
Plan aims to build on the successes that have been achieved since the LTP process was
introduced in 2000. It sets out the County Council’s Transport Strategy, which will provide the
framework for how the transport network will be maintained and improved across Warwickshire
over the next fifteen years.
Although significant progress has been made over the last five years to improve transport, we
must continue to manage, maintain and improve the transport network across Warwickshire to
ensure the transport system meets the needs of those who live, work and visit the County, both
now and in the future. This will need to be undertaken at a time when resources are under
significant pressure. Our role as an enabling Authority as well as a service provider will be vital in
this respect.
The County Council is committed to ensuring that transport improvements help meet wider
objectives, including supporting economic growth, tackling climate change, promoting equality of
opportunity and making Warwickshire a safer and more secure place.
Continued work with our Partners is vital if the aims and objectives set out in the Plan are to be
delivered. It’s success also requires the support of residents and businesses within
Warwickshire. As such, we have taken the opportunity to consult with a wide range of
stakeholders on a draft version of the Plan, the results of which have been used to inform the
final version of this LTP.
Thank you for helping to inform and shape the Plan. We look forward to continuing to work with
you to improve transport in Warwickshire.

Alan Cockburn
Warwickshire County Councillor
Lead Portfolio Holder (Environment and Economy)
Cabinet Member
PAUL GALLAND
STRATEGIC DIRECTOR FOR ENVIRONMENT AND ECONOMY
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Part A
1.

The Strategy

Introduction and Overview

Purpose and context of this Local Transport Plan
This document is the third Local Transport Plan (LTP) for Warwickshire and sets out the transport
strategy and policies for the County from 2011 to 2026. It has been produced in accordance with
the Local Transport Plan Guidance issued by the Department for Transport in 2009. The
document includes an Implementation Plan detailing how the strategy will be delivered over the
first four years of the Local Transport Plan.
Transport is a cross-cutting theme and has the potential to influence, and be influenced by a
variety of policy areas. The context for the development of this Plan has therefore drawn on
evidence from a wide range of documents to ensure that the strategies and policies contained
within this Plan are consistent with and support a number of wider aims and objectives. This
includes being closely aligned with the corporate objectives of the County Council and
Warwickshire’s Sustainable Community Strategy.

Preparation of the document
Consultation and engagement
This LTP has been developed in collaboration with a range of stakeholders and the public. This
process has provided local groups and organisations with an opportunity to influence the Plan
and help build a wider ownership of the document. A full list of the stakeholders that have been
consulted during the preparation of the Plan is included in Appendix G.
Consultation and engagement with stakeholders and the public has occurred at three key stages
during the development of this LTP, as detailed below:




Prioritising goals and issues for the new LTP (Summer 2009);
Agreeing preferred options and the strategy to deal with the goals and issues identified
(Winter 2009/10); and
Commenting on the draft document (Summer 2010).

As part of the Stage 2 consultation activity, a stakeholder event was held in December 2009. The
aim of this event was to help identify how strategies, policies and projects could contribute
towards the priorities identified in the initial stage of consultation. A list of the stakeholders who
have been involved in the development and preparation of the Plan can be found in Appendix G.

Evidence and analysis
A wide range of evidence and analysis has shaped the development of this LTP in addition to
input from consultation and wider policy documents. This includes the following:




National policies, strategies and studies, such as the work undertaken by Eddington and
Stern, the Local Transport White Paper and research undertaken by the Department for
Transport;
Local policies, strategies and studies, such as the Warwickshire Sustainable Community
Strategy, the Warwickshire Blueprint, the Local Economic Assessment and various local
transport studies; and
Other local evidence such as Census data analysis, scheme monitoring data and output from
traffic models.
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Assessment of the Local Transport Plan
The following assessments have been undertaken as part of the development of the Local
Transport Plan:




Equality Impact Assessment (EqIA)
Strategic Environmental Assessment (SEA)
Habitats Regulations Assessment (HRA)

These assessments can be found in Appendix D, E and F respectively.
In line with the requirements of local transport legislation (including the Local Transport Act
2008), this LTP has been prepared with regard to the transport needs of older people, disabled
people and those with a mobility difficulty.

The County of Warwickshire
Geographical context and administration
Warwickshire is located to the south and east of the West Midlands conurbation, and has strong
links with Coventry, Solihull and Birmingham. The County forms an important gateway from the
West Midlands to the East Midlands, the Home Counties, London and the South East.
Despite the focus of population within the main towns and settlements (i.e. Atherstone,
Polesworth, Coleshill, Nuneaton, Bedworth, Rugby, Kenilworth, Warwick, Leamington Spa,
Southam, Stratford-upon-Avon, Alcester and Shipston-on-Stour), a significant part of
Warwickshire is rural in nature. Access to and from the rural areas has suffered as a result from
the recent centralisation of services such as health care. This has had a profound effect on the
ability of certain journeys to be made by any mode other than the private car.
Although having a mix of distinct urban and rural characteristics, Warwickshire’s location in the
centre of the country astride some of the most important strategic transport routes means that it
cannot be considered as having the typical characteristics of a Shire authority that may be found
elsewhere within the UK.
Warwickshire comprises five District/Borough areas, these being:






North Warwickshire Borough;
Nuneaton and Bedworth Borough;
Rugby Borough;
Warwick District; and
Stratford-on-Avon District.

The administrative areas of Warwickshire and the adjoining counties are shown in Figure 1.1.
For the purposes of this Plan, the County is considered in terms of the predominant strategic and
local travel movements rather than these traditional administrative boundaries. These can be
summarised as follows:



Northern Warwickshire, comprising Atherstone, Polesworth, Coleshill and their surrounding
rural hinterland. This area has strong links with Birmingham, Sutton Coldfield and Tamworth;
Eastern Warwickshire, comprising Rugby and its large rural hinterland to the west and north.
This area has strong links with Coventry, Northampton, Daventry and Leicester;
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The urban areas of Nuneaton and Bedworth, which have strong links with Coventry and
Hinckley;
The built-up areas of Warwick, Leamington Spa Kenilworth and Whitnash and their rural
hinterland. This area has strong links with Coventry, Solihull and Birmingham, as well as the
south east;
Southern Warwickshire, comprising Stratford-upon-Avon and the numerous market towns
and other smaller settlements within Stratford District; and
The North-South corridor, which encompasses the many strategic and local movements
which are made between Nuneaton, Bedworth, Coventry, Kenilworth, Leamington Spa and
Warwick.

These travel areas are shown in Figure 7.1 later in this section of the LTP.
Warwickshire attracts a large number of tourists, primarily due to the historic castles which can
be found in Warwick and Kenilworth and the links which Stratford-upon-Avon has with William
Shakespeare. Other important attractions include the Spa town of Leamington, Rugby as the
birthplace of one of our national sports, the links of Nuneaton with George Eliot, and the
Cotswolds Area of Outstanding Natural beauty in South Warwickshire. Events also take place at
Long Marston airfield and the National Agricultural Centre near Stoneleigh.

The transport network
The highway network
Warwickshire is traversed by a number of motorways and trunk roads, including the M6, M6 Toll,
M40, M42, M45, M69, A5, A38, A45 and A46. Parts of the M1 and A14 also pass close to the
County boundary. There are important interchanges on this network at Longbridge near Warwick
(M40/A46), Tollbar End near Coventry (A45/A46) and the M69/A5 junction on the
Warwickshire/Leicestershire border near Hinckley. In addition, the M1/M6/A14 intersection at
Catthorpe provides a major interchange just outside the County within Leicestershire.
Key routes on the County road network include the following:













A452 between Balsall Common, Kenilworth, Leamington Spa and the M40;
A444 between Coventry, Bedworth, Nuneaton and Burton-upon-Trent;
A446 between the M6/M42, Coleshill, M6 Toll, A38 and Lichfield;
A445 between Warwick, Leamington Spa and A45 at Ryton-on-Dunsmore;
A425 linking Warwick, Leamington Spa, Southam and Daventry;
A429 linking Warwick with Wellesbourne, Moreton-in-Marsh, Stow-on-the-Wold and
Cirencester;
A426 between Southam, Rugby, M6 and M1;
A423 linking Coventry with Southam and Banbury;
A422 between Stratford-upon-Avon and Banbury, and Alcester and Worcester;
A435 between the M42, Studley, Alcester and A46
A34/A3400 between Shirley, Henley-in-Arden, Stratford-upon-Avon, Shipston-on-Stour and
Chipping Norton; and
A4177/A4141 linking Warwick with Solihull and Balsall Common.

These core routes are supplemented by an extensive network of ‘B’ and ‘C’ roads, some of which
carry significant volumes of local and medium distance traffic.
The key elements of the transport network within Warwickshire are shown in Figure 1.2.
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Figure 1.1: Administrative areas of Warwickshire
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The bus network
Warwickshire has an established network of inter-urban bus services which are predominantly
provided on a commercial basis by a small number of operators. The main corridors of operation
are as follows:
















Coventry – Kenilworth – Leamington Spa – Warwick;
Coventry – Warwick University – Warwick – Stratford-upon-Avon;
Leamington Spa – Kenilworth/A46 – Warwick University;
Leamington Spa – Stratford-upon-Avon;
Birmingham – BIA/NEC – Coventry;
Coventry – Rugby;
Leamington Spa – Southam – Dunchurch – Rugby;
Stratford-upon-Avon – Henley-in-Arden – Shirley – Birmingham;
Tamworth – Atherstone – Nuneaton;
Tamworth – Kingsbury – Birmingham;
Coleshill – Water Orton – Birmingham;
Coventry – Bedworth – Nuneaton – Atherstone/Hinckley/Leicester;
Rugby – Daventry – Banbury;
Stratford-upon-Avon – Evesham; and
Stratford-upon-Avon – Alcester – Studley – Redditch.

This strategic network is supplemented by:




Local services of varying quality and frequency operating within the main towns of the
County;
Reasonably good bus services linking many of the smaller towns with the main urban areas,
which also provide links with the villages and rural areas through which they pass; and
Generally infrequent services in the rural parts of the County, which are neither served by the
inter-urban services or the services linking the smaller towns with the main urban areas.

The County Council currently provides financial support for approximately 20% of bus services
within Warwickshire. These include a number of routes in rural areas, along with evening and
Sunday services.
Further details of the County Council’s Bus Strategy can be found in Part B of the Plan.

The rail network
Warwickshire has a mixture of inter-city, cross-country and local rail services that meet a variety
of travel demands across the County. Access to the West Coast Main Line (WCML) is provided
at Coventry, Rugby and Nuneaton, with inter-city services to Birmingham New Street, London
Euston and the north west of England. Semi-fast services between Birmingham and
Northampton/London Euston also serve Coventry and Rugby. Services are provided on the Trent
Valley line between Crewe and Northampton/London Euston which call at Atherstone, Nuneaton
and Rugby. Polesworth is served by only one train per day.
Services to London Marylebone and Birmingham Moor Street/Snow Hill are provided from
Leamington Spa, Warwick, and Warwick Parkway, some of which also call at Hatton and
Lapworth. Direct services from Stratford-upon-Avon to London Paddington also call at Warwick
and Leamington Spa, as well as serving Claverdon and Bearley.
Along with long distance services on the WCML, Nuneaton is served by trains between
Birmingham, Nuneaton, Leicester and Stansted Airport, as well as local services from Coventry
via Bedworth. Water Orton and Coleshill Parkway are served by trains operating between
Stansted Airport, Nuneaton and Birmingham.
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Coventry and Leamington Spa are served by high frequency cross-country services between the
South Coast, the Midlands. Manchester, the North of England and Scotland. These link into a
wider network of cross-country services at Birmingham New Street.
Although outside Warwickshire, the Cotswold Line between Oxford, Worcester, Malvern and
Hereford provides an important link for residents in the south of the County. The nearest railway
stations to Warwickshire on this line are Pershore, Evesham, Honeybourne and Moreton-inMarsh. Peak and off-peak services to and from London Paddington are provided on this line.
In addition to the above, there are local stopping services between Leamington Spa and
Birmingham Snow Hill, and Stratford-upon-Avon and Birmingham Snow Hill. Some services in
this corridor extend to Stourbridge, Kidderminster, Worcester and Great Malvern.
There are currently no through rail services in the North-South Corridor, nor is there a rail station
in the large town of Kenilworth.
Full details of the County Council's Passenger Rail Strategy can be found in Part B of the LTP.

The pedestrian network
The following facilities are provided for pedestrians within Warwickshire:




Footways located adjacent to the carriageway of the public highway;
Urban and rural public rights of way, including footpaths, bridleways and byways open to all
traffic; and
Shared off-road pedestrian and cycle routes.

In addition, there are also:





Pedestrian priority/only areas, particularly within town centres;
Pedestrian signs;
Controlled and uncontrolled pedestrian crossings; and
Footbridges.

The County Council's Walking Strategy can be found in Part B of the Plan.

The cycle network
The existing cycling network in Warwickshire consists of a combination of facilities which have
been provided over the last 15 years by the County Council, the Highways Agency, certain
District/Borough Councils and Sustrans.
These facilities include:









On-road cycle lanes;
Off-road cycle lanes (adjacent to the highway);
Off-road cycle tracks;
Bridleways and byways open to all traffic;
Minor vehicular roads;
Junction treatment and traffic management to make cycling safer, e.g. advance cycle-stop
lines;
Signage for cyclists; and
Secure cycle parking provision, particularly at public transport interchanges and within town
and local centres.

The County Council's Cycling Strategy can be found in Part B of the LTP.
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Air transport
Birmingham International Airport (BIA) is located in Solihull Metropolitan Borough close to the
County boundary, and provides scheduled services to numerous domestic and international
destinations.
Coventry Airport is considerably smaller than BIA and is currently used for domestic and
European freight traffic.
The County Council's Airport Accessibility Strategy can be found in Part B of the Plan.

Road and rail freight
The central location of Warwickshire and its relationship to the motorway, trunk road and rail
network have led to the development of a number of major road and rail based freight distribution
facilities over the last 15 years. These include Hams Hall near Coleshill, Bermuda Park between
Nuneaton and Bedworth, Keresley in north west Coventry, Birch Coppice in North Warwickshire
and Coton Park near Rugby. Magna Park and DIRFT (Daventry International Rail Freight
Terminal) are both located just beyond the County boundary in Leicestershire and
Northamptonshire respectively.
The other principal rail freight facilities within the County can be found at Bedworth (oil),
Kingsbury (oil), Rugby (intermodal), Daw Mill (coal) and Kineton (Ministry of Defence).

Structure of the document
The timeframe for the Local Transport Plan is 2011-2026, which has been chosen to align the
document with a number of national and local strategies that provide the context for the Plan.
This includes the Warwickshire Sustainable Community Strategy and the various Local
Development Framework (LDF) Core Strategies/Local Plans within the County.
The LTP is divided into three sections which are described below.
Part A is the overall strategy part of the LTP and includes details of the policy context,
background, overall objectives, key issues and challenges faced by the County over the next 15
years. It explains how the transport goals have been prioritised for Warwickshire and how the
preferred strategy has been developed. Finally, there are six Area Strategies setting out how the
strategy will be delivered in each of the main areas of the County.
Part B consists of 25 mode and topic strategies, which provide further details on how the goals,
issues and challenges identified earlier in document will be addressed and the strategy will be
delivered.
The first LTP3 Implementation Plan can be found in Part C, which sets out the priorities for
investment during the first four years of the LTP. The Implementation Plan also provides details
of the proposed performance and programme management framework for this LTP.
Finally, there are seven supporting documents provided as Appendices to the LTP. All of the
documents which form the LTP can be found on the County Council’s website:
www.warwickshire.gov.uk/ltp.

10

Warwickshire LTP 2011-2026 Part A The Strategy

Figure 1.2: Key Transport Infrastructure in Warwickshire
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2.

Overall Policy Context for Warwickshire’s LTP3

The overall policy context for Warwickshire’s third Local Transport Plan has been set within the
framework of national, sub-regional and local transport policy, alongside the wider economic,
environmental and social context that transport must operate within.

National policy and priorities
At a national level, transport policy is underpinned by five national transport goals which were set
by the Government for the development of the UK’s future transport policy and infrastructure.
These national goals and associated challenges were identified in the Department for Transport’s
publication ‘Delivering a Sustainable Transport System’ (DaSTS) in 2008. The five goals are
outlined below.

The National Transport Goals
Goal 1: To reduce transport’s emissions of carbon dioxide and other
greenhouse gases, with the desired outcome of tackling climate change.
Goal 2: To support economic competitiveness and growth, by delivering
reliable and efficient transport networks.
Goal 3: To promote greater equality of opportunity for all citizens, with
the desired outcome of achieving a fairer society.
Goal 4: To contribute to better safety, security and health and longer life
expectancy by reducing the risk of death, injury or illness arising from
transport, and by promoting travel modes that are beneficial to health.
Goal 5: To improve quality of life for transport users and non-transport
users, and to promote a healthy natural environment.

The recently issued Local Transport White Paper, ‘Creating Growth, Cutting Carbon: Making
Sustainable Local Transport Happen’ (January 2011) reiterates the Government's vision for a
sustainable local transport system that supports the economy and reduces carbon emissions. It
explains how the Government is placing localism at the heart of the transport agenda, taking
measures to empower local authorities when it comes to tackling these issues in their areas. The
White Paper also underlines the Government's direct support to local authorities, including
through the Local Sustainable Transport Fund.
The wide ranging nature of the goals contained in both DaSTS and the Local Transport White
Paper reflect the important contribution that transport can make in both supporting and acting as
a stimulus to achieving a range of objectives. Warwickshire’s transport plans and proposals need
to reflect these national goals, whilst at the same time considering the sub-regional and local
policy context, each of which is explored in turn below.

Sub-regional policies and priorities
At a Sub-Regional level, the following strategies provide the context for the
Coventry/Solihull/Warwickshire area:
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Sub-Regional Development Strategy;
Sub-Regional Housing Strategy;
Sub-Regional Economic Strategy; and
Sub-Regional Joint Transport Strategy and Implementation Plan.

Some initial work has been undertaken to combine these into a Single Integrated Sub-Regional
Strategy (SISRS).

Local policies and priorities
The local policy framework and priorities are set out in full in the Warwickshire Sustainable
Community Strategy (SCS), the County Council’s Vision and Priorities and the recently
established Coventry/Warwickshire Local Enterprise Partnership (LEP). The Local Economic
Assessment (currently in preparation) and the emerging Local Development Framework (LDF)
Core Strategies/Local Plans for each of the five District/Boroughs within Warwickshire also
contribute towards the local policy context.
Warwickshire’s Sustainable Community Strategy (2009-2026)
Warwickshire’s Sustainable Community Strategy (2009-2026) – People, Places and Prosperity –
outlines a Vision for the County in 2026 of Warwickshire being a fair, safe and prosperous place
to live where:




Inequalities that exist geographically or within communities are reduced;
There is good access to services, choice and opportunity; and
Sustainability is pursued through balancing our current needs with those of future
generations.

The strategy sets out three themes and nine outcomes to achieve this Vision. The role of
transport in delivering these outcomes and contributing to meeting the Vision set for
Warwickshire is set out in Table 2.1 below.
Table 2.1: LTP3 links to the Warwickshire Sustainable Community Strategy
SCS Theme

Outcome

Role of LTP3 in delivering outcome

Places

Our environment is clean,
green and sustainable

 reduce dependency on the private car by
offering more travel choice in the form of
sustainable modes
 improving air quality by improving
congestion / reducing traffic and
encouraging people to use more
sustainable modes
 help to reduce the need to travel by
ensuring that new developments are
sited in the most accessible locations by
public transport, cycling and walking

Our housing is appropriate and
affordable

 ensure that housing is located in the
most accessible locations by public
transport, cycling and walking

Our places are connected
through transport, technology
and services

 ensure that all communities, including
rural communities, have the ability to
access key services (through improved
transport provision and changes to
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SCS Theme

Outcome

Role of LTP3 in delivering outcome
service locations and delivery)

People

Prosperity

We belong to safe and strong
communities where people get
on together

 improve the safety of people when
travelling
 ensure communities are well connected
and people have good access to services

We all live healthy, active and
independent lives

 access to healthy and affordable food
 provision of transport that enables
individuals to make independent journeys
 by making active travel more easy and
attractive

We all have the opportunity to
enjoy and achieve

 make it easier for people to travel to
education and employment opportunities
 improve access to leisure services

Our economy is innovative,
competitive and entrepreneurial

 improve the reliability of journey times
and manage congestion

Our workforce is diverse,
trained and highly skilled

 make it easier for people to travel to
employment and education and training
opportunities

Our economic well being is
continuously improving

 improve the reliability of journey times
and manage congestion

Warwickshire County Council’s Vision
The County Council has set its vision of ‘working in partnership to put customers first,
improve services and lead communities’. Four priorities have been set to help achieve this
Vision. Table 2.2 below lists these priorities and the role of transport in delivering these.
Table 2.2: LTP3 links to Warwickshire’s priorities
WCC Priorities

Role of LTP3 in delivering outcome

Raising levels of educational
attainment and improving services for
children, young people and families

 enabling people to travel to educational
opportunities

Maximising independence for older
people and people with disabilities

 ensuring that all communities, including rural
communities, have the ability to access key
services (through improved transport provision
and changes to service locations and delivery)

Developing sustainable places and
communities

 reduce carbon dioxide emissions in Warwickshire
 meet Warwickshire’s transport needs in more
sustainable ways

Protecting the community and making
Warwickshire a safer place to live

 improving road safety in Warwickshire
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Coventry/Warwickshire Local Enterprise Partnership
In October 2010, Government announced that Local councils and business representatives will
take charge of the local economy as the first 24 Local Enterprise Partnerships (LEPs) were set
up across England to drive growth and create jobs. It is hoped that the LEPs will also provide the
vision, knowledge and strategic leadership to set local priorities and empower communities to
fulfil their potential.
A LEP has been established for Coventry and Warwickshire. Although in its early days, it is likely
that transport will be a key issue which the LEP will take an active interest in.
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3.

Overall Objectives for Warwickshire’s LTP3

In our second Local Transport Plan (2006-11), five overarching objectives were identified for
transport in the County. These have been reviewed to ensure that they remain relevant within the
policy context of LTP3. The revised objectives are as follows:

Warwickshire’s Local Transport Plan 3 Objectives
1. To promote greater equality of opportunity for all citizens in order to promote a
fairer, more inclusive society;
2. To seek reliable and efficient transport networks which will help promote full
employment and a strong, sustainable local and sub-regional economy;
3. To reduce the impact of transport on people and the [built and natural]
environment and improve the journey experience of transport users;
4. To improve the safety, security and health of people by reducing the risk of
death, injury or illness arising from transport, and by promoting travel modes
that are beneficial to health;
5. To encourage integration of transport, both in terms of policy planning and the
physical interchange of modes;
6. To reduce transport’s emissions of carbon dioxide and other greenhouse
gases, and address the need to adapt to climate change.
Objective 6 is an additional objective for this LTP, and supports the Government’s commitment to
tackling climate change as set out in the Climate Change Act 2008, the National Transport Goals
and the Local Transport White Paper.

4.

Key Issues and Challenges for Warwickshire 2011-2026

A review of evidence from the national, sub-regional and local policy framework has identified a
series of issues and challenges facing Warwickshire over the period 2011-2026. The evidence
considered includes the wider economic, environmental and social context that transport must
operate within and the role of transport in addressing these issues. The evidence is considered in
turn under each of the national transport goals.

Goal 1:

Transport and the Economy

Summary
Warwickshire benefits from a relatively strong and diverse economy, with a growing presence in
knowledge intensive sectors (such as ICT and gaming, creative industries, business services and
environmental technologies) whilst retaining a strong core of manufacturing businesses. The
County has seen strong employment growth over recent years, and has attracted significant
inward investment. However, to remain competitive within a global economy, there must be a
continuation of growth of innovative and creative businesses.
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The County as a whole has a strong record of new business start-ups, with equivalent
registrations of 70.4 per 10,000 population – significantly higher than the regional and national
averages of 55.5 and 60.1 respectively. However, across the County there are significant
variations, with Stratford-on-Avon and Warwick districts having significantly higher levels of new
registrations, and Nuneaton and Bedworth with significantly lower levels. Broader measures of
entrepreneurial activity within the County which look at people’s attitudes and propensities
towards enterprise also show a clear north/south split, suggesting lower levels of aspirations and
business confidence in the north of the County.
Warwickshire’s residents on the whole have high skill levels. The County has fewer than average
people with few or no qualifications, and higher than average numbers of people with high level
skills (i.e. degree level or above). However, this general picture masks significant variations
across the County. Broadly the north of the County is characterised by lower levels of
qualifications than the south. In particular, Warwick District has the highest proportion of
residents with a degree or equivalent qualification in the West Midlands, at approximately 45% of
the working age population.
Whilst Warwickshire on the whole has high levels of employment and below average
unemployment rates, unemployment doubled between Summer 2008 and Summer 2009, and is
at its highest level for nearly fourteen years.
The key issues arising from the initial work on the Warwickshire Local Economic Assessment has
been used to inform the overall LTP where feasible.

Influence of the Local Transport Plan on the performance of Warwickshire’s
economy
The LTP can influence the economy in the following ways:








Improve the reliability of journey times through maintaining and managing the existing
transport system to minimise congestion and delays, and provision of transport improvements
that support the economy through improving accessibility, journey times and reducing
congestion;
Improve connectivity through managing the transport system and provision of new routes
and services to enable business journeys to take place and to maximise accessibility of
labour markets to jobs;
Support the delivery of housing and growth through the provision of new transport
infrastructure and services;
Influence the reputation of the County as an outstanding place for business to locate
through the provision of a modern transport system;
Enhance resilience of local transport networks through good management and maintenance
of the transport system; and
Provide wider support to the economy through the efficient movement of freight.

Improving the reliability of journey times
Congestion in Warwickshire mostly occurs during the morning and evening peak periods as a
result of work and school related traffic. This is generally concentrated within and around the
main towns (Nuneaton, Bedworth, Rugby, Kenilworth, Warwick, Leamington Spa and Stratfordupon-Avon), on key inter-urban routes (for example the A452 between Kenilworth and
Leamington Spa) and on the existing motorway and trunk road network. Monitoring of traffic
indicates that there is also growing pressure on the transport network during the shoulder peaks
(i.e. the time either side of the traditional peak periods).
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The second LTP included an indicator which measures traffic speeds in the main towns and this
is used as a proxy for congestion. The latest figures are shown in Table 4.1 below. These figures
demonstrate an overall deterioration of traffic speeds between 1998-2000 and 2007-09 in
Warwickshire towns, despite some areas showing a mixed trend in the intervening period. The
exception is Kenilworth where there has been a slight increase in traffic speeds.
Table 4.1: Timed journey runs in Warwickshire towns, 1999-2009
3 year average
Town

Kenilworth
Warwick
Leamington
Nuneaton
Bedworth
Rugby

1998-2000

18.75
10.94
16.3
16.7
19.15
18.35

2001-2003

16.86
11.49
13.7
14.79
18.89
18.23

2007-09

19.16
9.32
14.7
15.92
17.93
16.61

Percentage
change
1998-2000 to
2007-09
2.2
-14.8
-9.8
-4.7
-6.4
-9.5

The data illustrates the clear difference in traffic speeds in Warwick compared to the other towns
pf the County, highlighting the problem of congestion.
A shift in emphasis for this LTP is to consider the reliability of journey times rather than absolute
congestion levels. This recognises that, for commuters and businesses, being able to reliably
estimate the time a journey may take is an important consideration alongside the total time taken
for a journey.
The Department for Transport has recently made data available which allows journey reliability to
be calculated for congested routes within Warwickshire. The data uses Satellite Navigation data
to measure journey times and vehicle speeds. This data has been used to calculate average
journey times along congested routes in the morning peak (i.e. from 0800 to 0900). Having
established baseline data, ongoing monitoring will be used to monitor relative levels of
improvement or deterioration in average journey times over the plan period. The data will also be
used to monitor day to day differences in journey times as a proxy for journey reliability.
This comprehensive dataset will enable a more evidence-led approach to be adopted when
identifying appropriate interventions for addressing congestion and journey reliability issues.
Further details are provided in the Congestion Strategy.
Key challenges in addressing congestion and journey reliability for this LTP are balancing the
competing demands for road space, including possible reductions in traffic capacity as a
consequence of providing improvements for sustainable modes. This potential conflict will need
to be carefully managed, particularly in relation to any impacts on bus services.

Improving connectivity
The position of Warwickshire at the heart of the country ensures excellent connectivity in terms of
road and rail links, both within the County and to neighbouring areas. However the location of
some retail, business and industrial developments in peripheral or out of town locations which
were planned and built in the 1980’s can serve to limit accessibility for those without access to a
car. Such developments were designed around the needs of the car and as a result of this can
now be difficult to serve efficiently by public transport or to access on foot or by bicycle. In
addition a loss of rural amenities and centralisation of some services (e.g. health) has resulted in
certain provision being harder to reach for local communities.
18

Warwickshire LTP 2011-2026 Part A The Strategy

A key challenge for this LTP is how to improve connectivity by public transport to edge of centre
or out of town destinations in ways which are commercially viable in the long term. A further
challenge is to ensure that future developments are located in areas which maximise accessibility
by all modes.

Supporting the delivery of housing and growth
A substantial increase in housing is planned across Warwickshire and neighbouring authorities
over the period of this Plan. A key challenge will be to ensure that adequate transport
infrastructure and services are provided to ensure that the growth is sustainable. Without this
provision, the issue of congestion will become progressively more challenging.
Further details of future housing and employment growth within the County can be found in the
Area Strategies later in this section of the LTP.

Enhancing the reliance of local transport networks
Enhancing the resilience of local transport networks is essential to maximising the efficient
operation of transport within Warwickshire. The focus of our activity in this area includes:




Identifying current and future causes of congestion and disruption, and to plan and take
action accordingly;
Minimising the impact of planned works on the highway and major events; and
Establishing contingency plans for dealing with unforeseen incidents, for example adverse
weather or security alerts.

The powers afforded by the Network Management Duty provide the framework for the above
activity, and significant progress has been made over recent years in this area of work. A key
challenge for this LTP is to improve linkages with external agencies to ensure that a co-ordinated
approach is adopted for the management of local and strategic routes. This is particularly
important given the high number of strategic routes that dissect the County and have the
potential to impact on our local network.
In addition, establishing an effective maintenance regime is essential to ensure the resilience of
local transport networks, both in terms of minimising the disruption and congestion caused by
maintenance works on the highway as well as the management of the highway as an asset.

Efficient movement of freight
The movement of goods across the County presents a significant challenge in terms of the
impact that vehicles have on our towns and villages. The majority of freight within Warwickshire
is moved by road at present and this likely to continue in the future. Due to its location on the
motorway and trunk road network, Warwickshire experiences a significant amount of through
movement of road based freight haulage. Vehicle movements are also prominent in the vicinity of
Hams Hall, Birch Coppice, Magna Park and Daventry International Rail Freight Terminal
(DIRFT), and around the industrial estates in the main towns. The town centres also experience
lorry movements in relation to shop deliveries. There are several quarries and landfill sites in the
County that also generate large numbers of lorry movements, often impacting on some of the
more rural areas.
The central location of the County and its relationship to the motorway, trunk road and rail
network have led to the development of a number of major road and rail based freight distribution
facilities over the last 15 years. These include Hams Hall near Coleshill in North Warwickshire,
Bermuda Park between Nuneaton and Bedworth, Keresley in north west Coventry, Birch Coppice
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near Dordon in North Warwickshire, Coton Park near Rugby, Magna Park near Lutterworth in
Leicestershire and DIRFT near Crick in Northamptonshire.
The continued reliance on road based freight movements within the County over the plan period
brings about a number of challenges in terms of environmental impacts and quality of life issues,
particularly in relation to inappropriate route choice and a lack of dedicated parking facilities for
heavy goods vehicles.

Goal 2:

Transport and Climate Change in Warwickshire

Summary
The Government, through its Climate Change Act, has made a commitment to reduce
greenhouse gas emissions across the UK economy by at least 80% on 1990 levels by 2050, and
34% on 1990 levels by 2020. With the transport sector representing 21% of total UK domestic
greenhouse gas emissions, action to move towards a low carbon transport system will be a key
component in meeting our carbon budget obligations.
Statistics from the Department of Energy and Climate Change (DECC) show that road transport’s
share of the West Midlands CO2 emissions was 30% in 2007. Figure 4.1 shows the source of
CO2 emissions in each of the five Warwickshire District/Boroughs.
According to Figure 4.1, the largest emitter of CO2 with regards to road transport in Warwickshire
is North Warwickshire, followed by Stratford-on-Avon. This reflects the above average levels of
private vehicle use associated with more rural areas, along with higher levels of through-traffic
due to the significant number of motorway and trunk roads within this part of the County.
Figure 4.1: Source of CO2 emissions in by Warwickshire districts
2,000.0
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Road Transport
Land Use Change
Total per capita
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(Source: http://www.decc.gov.uk/en/content/cms/statistics/climate_change/climate_change.aspx)

As well as contributing towards carbon reduction objectives, the transport sector must also
become more resilient to the unavoidable effects of climate change. These two areas are
covered below.
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Influence of the Local Transport Plan on climate change in Warwickshire
The LTP can influence climate change in the following ways:


Reducing transport related carbon emissions by:
- Promoting and enabling a shift to more sustainable forms of transport;
- Reducing vehicle miles by reducing the need to travel and influencing the pattern of
journeys;
- Promoting more efficient fuel usage through changes in speed and driver behaviour;
- Adopting more sustainable options for street lighting and signs; and
- Use of recycled materials in maintenance activities.



Adapting to climate change by ensuring that the transport system can cope with the
unavoidable effects of climate change

Reducing transport related emissions
The private car remains the predominant form of transport within Warwickshire and this is, in
part, due to the rural nature of the County. However, where investment in alternative modes has
taken place over recent years, there has been considerable success in encouraging the use of
lower carbon transport choices and reducing vehicle mileage by car. Examples of this success
include:




A 16% increase in cycling on dedicated cycle routes in the county between 2004 and 2009;
The number of bus passenger journeys undertaken in Warwickshire has increased by 26% in
the period between 2005/06 and 2008/09; and
The opening of parkway rail stations in Warwickshire has helped to reduce carbon emissions
related to transport. Coleshill Parkway opened in August 2007 and it is estimated that 70% of
all passenger journeys made through this station are ‘new’ to rail. In addition it is estimated
that 450,000 vehicle kilometres were removed from the road network in the first year of
operation alone, helping to reduce carbon emissions and improve air quality.

As stated above, the most rural districts in Warwickshire are the largest emitters of CO2,
reflecting the fact that residents in these areas generally need to travel further to access
employment and everyday services. There is less potential for cycling, walking or public transport
to provide viable alternatives to car use in many rural areas. However, there are a number of
initiatives which could offer the potential to reduce vehicle miles in rural areas, for example the
promotion of car sharing and the use of Park and Ride and Parkway rail facilities. There is also a
role for service providers in adopting more innovative approaches to service delivery in rural
areas, reducing the need to travel for some journey purposes. Additionally, alternative fuel
vehicles could provide an opportunity to reduce transport related carbon emissions.
An opportunity to reduce transport related carbon emissions also exists through the authority’s
role in relation to street lighting and signs. Street lighting and the illumination of traffic signs
accounts for approximately 24.43GWhr of electricity which equates to 13,192 tonnes of carbon
dioxide emissions in Warwickshire per annum. A Street Lighting Central Management System is
being trialled in Warwickshire which will enable the Council to implement variable lighting levels
or switch off specific street lights at certain times. The trial will also include the replacement of
illuminated signs with retro-reflective signs. On average this is predicted to result in a reduction in
emissions of 133Kg of carbon dioxide per unit. In the trial area this could equate to a saving of
approximately 15.9 tonnes of Carbon Dioxide per annum.

Adapting to climate change
The likely impacts of climate change on transport are documented in national research work. As
a result of more severe weather events, these include an increase in:
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Infrastructure damage;
Service disruptions;
Accidents; and
Maintenance costs.

The impacts of climate change will potentially be experienced on a wide range of transport
infrastructure including highways, bridges, rail tracks, river and canal crossings.
The severity of the impacts will vary across Warwickshire. Likely climate change impacts have
been considered by the County Council in its Blueprint work which has been undertaken
internally to plan for the future requirements of the County over the next 30 years. Findings from
this work suggest that southern areas of Warwickshire are most likely to experience severe
impacts, with an increased risk of flooding due to climate change. An initial Strategic Flood Risk
Assessment was carried out for Warwickshire in 2008 and County wide flood maps have
subsequently been produced.
The latest widespread flooding in Warwickshire occurred in Summer 2007 (June and July). The
floods impacted on more than 75 communities in Warwickshire with over 2000 properties
affected by the flood water. This greatly raised the focus on the impact of highway drainage on
flooding. The backlog of blocked gullies also increased to 14%.
The proposed Water Management Bill will ensure that County authorities publish a flood risk
action plan. This will need to address how to manage flooding from highways. The County
Council is currently planning how it will respond to these regulations.

Goal 3:

Safety, Security and Health in Warwickshire

Summary
Generally, Warwickshire is considered a safe place to live and visit. Crime levels are below the
national average and have been falling during the past two years. However, there is often a
mismatch between perception and reality, and the fear of crime can be unnecessarily high.
In terms of Warwickshire’s road casualty rate, the position of the County at the centre of England
and the motorway network means that it has a high traffic volume and, consequently, a high
number of casualties per head of population.
Despite this, Warwickshire’s casualty rate (expressed in terms of people killed and seriously
injured (KSI) per 100 million vehicle kilometres) between 2005 -2007 was in the lowest quartile
for Great Britain. Moreover the number of people killed or seriously injured fell from the 1994-98
baseline average of 711 to 308 in 2009, a reduction of 57% .
From a health perspective, Warwickshire performs well across most indicators compared to the
national average. Although life expectancy is above national trends, Warwickshire is facing the
issue of an ageing population which is likely to experience a greater incidence of chronic disease
and disability in later life. An ageing population brings increasing pressures, particularly in terms
of the provision of adult social care and helping to ensure that people can remain independent for
as long as possible.

Influence of the Local Transport Plan on safety, security and health in
Warwickshire
The Local Transport Plan can influence safety, security and health in the following ways:
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Reducing the risk of death or injury by improving the safety of all road users;
Promoting physical activity and healthier lifestyles by making active travel more easy
and attractive;
Improving air quality by improving congestion / reducing traffic and encouraging people to
use more sustainable modes; and
Reducing crime through improving the security of road and public transport users,
pedestrians and cyclists.






Reducing the risk of death or injury on Warwickshire’s roads.
As highlighted above, significant reductions have been achieved for road casualties in
Warwickshire over recent years. A key challenge for this LTP is to continue the downward trend.
A theme-based approach is proposed to tackle road casualties, recognising that the risk of
becoming a casualty varies widely by age and road user type. The themes include:
Pedestrian and cycle casualties in our towns – particularly in deprived communities;
Protecting children and young people;
Protecting motorcyclists;
Addressing issues on rural roads;
Poor road user behaviour amongst a few; and
Illegal and inappropriate speed.








Promoting physical activity and healthier lifestyles
Nationally, there is increasing recognition that encouraging ‘active travel’ has significant potential
to address some of the key public health issues facing the UK, such as obesity, heart disease
and strokes. The increase in sedentary lifestyles and car use amongst the population has
contributed towards the overall rise in these medical conditions. Cycling and walking are easy
ways for people to incorporate more physical activity into their daily lives and pursue healthier
lifestyles, as well as meeting their individual transport needs.
The 2009 Health Profile for Warwickshire summarises a range of health indicators. As shown by
Table 4.2 below, 27% of the adult population in Warwickshire is considered obese, which is
slightly higher than the national average of 23.6%. In addition, 10.7% of Warwickshire’s adult
population are physically active, which is similar to the average in England of 10.8%.
Table 4.2: Health indicators for Warwickshire
Indicator
Physically Active adults1
Obese adults 2
Physically active children3
Obese children4
1
Percentage aged 16+ 2007/2008

Warwickshire
10.7
27.1
90.7
8.0

England
10.8
23.6
90.0
9.6

2

Percentage direct estimate from the Health Survey for England 2003-2005

3

Percentage 5-16 year olds who spend at least 2 hours per week on high quality PE and school sport
2007/2008
4

Percentage of school children in reception year 2007/2008

(Source: Warwickshire Observatory)
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The percentage of obese children in Warwickshire is 8%, slightly lower than the national average
of 9.6%. Table 4.3 presents the latest available data on Children’s Body Mass Index (BMI). As
the table shows, the percentage of obese and overweight children rises as they reach Year 6.
Table 4.3: Children’s BMI (2007/08)
Reception year
Year 6

Obese
8.0%
18.1%

Overweight
12.9%
13.5%

(Source: West Midlands Public Health Observatory)

To help address some of the health issues identified above, there is scope to encourage more
active travel in Warwickshire, encouraging people into more healthy lifestyles through walking
and cycling. There is evidence that infrastructure improvements for cyclists and pedestrians can
lead to increased use of these active modes of travel. For example, cycle use increased by an
average of 16% between 2004 and 2009 on cycle routes constructed by the County Council.
Similarly, Safer Routes to School infrastructure improvements in conjunction with the
development of School Travel Plans have resulted in an increase in the number of children
cycling and walking to school.
However a key challenge remains as to how to widen the appeal of walking and cycling for
shorter journeys. As well as improving conditions for active travel, there is a need to overcome
perceptions about the safety, convenience and status of cycling and walking. Smarter Choices
initiatives, such as travel awareness campaigns, will have a key role in promoting active travel.
Additionally, a central role will be working with the health sector to deliver joint initiatives to meet
health and transport objectives.

Improving air quality
Poor air quality results from energy production, industry and road transport emissions. In
Warwickshire, air quality is generally good. However there are localised air quality problems
caused by road transport where levels of nitrogen dioxide (NO2) and particles (PM10) are the key
concerns. Poor air quality can impact on people’s health, causing problems for those with
respiratory illnesses and cardio-respiratory conditions. Certain pollutants can lead to more
general difficulties in breathing, headaches, coughing and nausea when levels are high. Wildlife
and vegetation can also be adversely affected and some pollutants have been identified as key
contributors to climate change.
Nine Air Quality Management Areas (AQMA) have been declared within Warwickshire in
response to exceedances in pollutant levels. These are highlighted in Table 4.4 below. A further
AQMA in Henley-in-Arden within Stratford-on-Avon District is likely to be declared in the near
future.
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Table 4.4: Air Quality Management Areas in Warwickshire
District / Borough
North Warwickshire

Location
Coleshill (Stonebridge)

Nuneaton and Bedworth

Leicester Road gyratory

Rugby

Rugby

Stratford-on-Avon

Studley

Warwick

Description
Adjacent to Junction 4 of the
M6 bounded by Stonebridge
Road, Coleshill Heath Road,
M42 and M6
A47 Old Hinckley Road /
Leicester Road gyratory,
immediately east of the
railway station
The urban area bounded by
the M6, the M1, the A45,
minor roads to the west of
Long Lawford and the
Daventry District border

The A435 through the centre of
the town
The urban area of the town

Stratford-upon-Avon

Leamington Spa

Junction of Bath Street, High
Street and Clemens Street
High Street (up to the
junction with Bowling Green
Street), Theatre Street /
Saltisford up to the junction
with Vittle Drive, Northgate /
The Butts, Smith Street and
St Nicholas Church Street
The junction of Warwick
Road with Harger Court

Warwick

Kenilworth

and Sainsbury's
The junction of New Street,
Bridge Street, High Street
and Fieldgate Lane

Kenilworth

The five Districts/Borough Councils are the Air Quality Authorities in Warwickshire and are
therefore responsible for monitoring pollutants. As the major cause of problems is road traffic, the
County Council (as Highway Authority) and the Highways Agency (who are responsible for
motorways and trunk roads) work in partnership with the Air Quality Authorities to develop Air
Quality Action Plans (AQAP) which set out how the issues will be dealt with. To date, AQAPs
have been adopted for the AQMAs in North Warwickshire, Rugby and Leamington Spa/Warwick.
Further AQAPs are currently being prepared for Nuneaton, Kenilworth, Studley and Stratfordupon-Avon. Further information is set out in the Air Quality Strategy.
A key challenge for this LTP is how to address the issue of transport related air quality. There are
a number of measures which can be introduced to alleviate air quality problems. However to
avoid the displacement of air quality problems and to tackle the scale of the problem may require
far reaching measures.

Reducing crime and improving safety
Generally, Warwickshire is considered a safe place to live and visit. Crime levels are below the
national average and have been falling during the past two years. However, there is often a
mismatch between perception and reality, and the fear of crime can be unnecessarily high.
According to the 2008/09 Warwickshire Place Survey, only 11% of residents feel very safe when
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out in their local area at night. Furthermore, one in six residents feels that anti-social behaviour is
a problem in their local area.
The Audit Commission publishes data on how safe people feel both in the day and after dark.
Table 4.5 shows these results for all District/Boroughs within Warwickshire.
Table 4.5: Percentage of residents who feel safe (2006/07)
Indicator
% of residents who say that they feel
safe or very safe during the day
% of residents who say that they feel
fairly safe or very safe after dark

2004/05

2005/06

2006/07

97.3

97.2

98.5

78.6

73.4

74.2

(Source: Audit Commission 2006/2007 (latest data available)

This compares to average UK figures as follows:



70.2% of residents in 2006/2007 who say that they feel fairly safe or very safe outside after
dark (down from 70.35% in 2003/04); and
97.24% of residents in 2006/2007 who say that they feel fairly safe or very safe during the
day (down from 97.48% in 2003/04).

People in Warwickshire generally feel safer than people in the UK as a whole in the day and after
dark.
Crime statistics on public transport reveal a downward trend. Since 2005, reported crime on the
national railway network has reduced by more than 20%. Within Warwickshire, reported crime at
rail stations has declined by a third between 2007/08 and 2008/09 (Source: British Transport
Police crime mapping).
Given the relatively low crime figures, a key challenge for this LTP is how to change perceptions
of crime levels and ensure that fear of crime does not deter greater use of alternative modes of
transport such as walking, cycling and public transport. In addition, fear of crime can have a
negative impact on levels of accessibility.

Goal 4:

Equality of Opportunity in Warwickshire

Summary
Warwickshire is perceived to be a generally affluent County, providing a good quality of life and a
pleasant environment for its residents, and this is certainly the case for the majority. However, it
is acknowledged that inequalities of both opportunity and aspiration exist among and within our
communities and are visible across all aspects of our communities, from crime rates to life
expectancy, and unemployment to educational achievement.
A key challenge for this LTP is to ensure that transport does not act as a barrier to improving
equality of opportunity and narrowing the gaps within Warwickshire.

Influence of the Local Transport Plan on improving equality of opportunity
The Local Transport Plan can influence equality of opportunity in the following ways:
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Improving accessibility to basic services such as education and training, healthcare,
employment, leisure and shopping for certain groups in society to ensure they are not
disadvantaged;
Improving affordability of transport to ensure certain groups are not disadvantaged; and
Helping to narrow the gaps between economic growth rates for different areas by ensuring
that transport does not act as a barrier to opportunity.

Improving access to basic services
A third of Warwickshire’s population live in rural areas, with 18% of the population living in
villages, hamlets or isolated dwellings. Significantly, over 22% of people aged 60 and over live in
rural Warwickshire and nearly a quarter of these people live in hamlets or isolated dwellings.
People living in the more rural areas of the County often face great difficulties in accessing
services, and an analysis of the government’s deprivation indices suggests that several of
Warwickshire’s rural communities experience significant levels of deprivation in terms of barriers
to services. However, simply living in a rural area does not necessarily translate to a problem of
access to services; many of these rural communities have high levels of car ownership, are
mobile, and do not perceive themselves to be experiencing difficulties. The latest Public
Satisfaction Survey (2008/09) illustrate that residents in our more rural Districts and Boroughs
(these being North Warwickshire, Rugby and Stratford-on-Avon) perceive themselves to have no
significantly greater problems in accessing services such as local shops, GPs, parks and libraries
than the more urban Districts/Boroughs.
There are, however, some rural communities where problems of lower levels of car ownership,
more limited public transport, lower incomes and an ageing population combine to present
challenges in terms of access to services. Personal circumstances often present a greater barrier
to accessing services than geographical distance. Other groups, such as people with disabilities,
can also experience problems with accessing basic services due to restricted personal mobility
and difficulties accessing transport.
In seeking to improve the quality of life for people in Warwickshire there is a need to ensure that
there is good access to services for all through a combination of effective transport links and
exploring new ways of service provision, including effective use of technology and making better
use of community venues such as village halls and community centres to deliver joined-up
services. These issues remain a key challenge for this LTP.
The variety of interventions that can be used to help remove some of these barriers to accessing
services are outlined in the Accessibility Strategy.

Improving the affordability of transport
For some people the costs of private or public transport are very high and often unaffordable.
Bus fares have risen by nearly a third since 1985. Motoring costs account for 24% of the weekly
expenditure of households in the lowest income quintile who have cars (Warwickshire LTP2).
The introduction of the concessionary fare scheme for the disabled and people aged over 65 has
had a positive impact on removing cost as a barrier to accessing bus travel. The number of bus
passenger journeys in Warwickshire has increased from 11,600 per annum in 2004/05 to over
14,000 in 2007/08, reflecting the fact that more older and disabled people were accessing bus
services at no personal cost.
With regards to the wider population, the County Council has a very limited role in influencing
public transport fares, because these are set by the commercial operators. Some fares within
Warwickshire are high and can act as a deterrent for the groups of people who most need these
services.
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The County Council can introduce specific measures to tackle affordability where it is a barrier to
accessing specific opportunities. For example the Workwise scheme provided people in receipt
of Job Seekers Allowance with travel plan advice and the travel costs for travel to interview and
for the first two months of employment. Unfortunately this valuable scheme was withdrawn in
2009 due to a lack of funding.

Narrowing the gaps
The County Council has a commitment to narrow the gaps that exist between communities in
Warwickshire in terms of aspiration, opportunities and achievements. Ongoing work is required to
reduce these inequalities which are significant.
Of particular importance is the challenge of Warwickshire’s growing and aging population. It is
projected that over the next 20 years Warwickshire will be home to an additional 100,000
residents, which will clearly put pressure on the delivery of public services and infrastructure.
These pressures will be felt most in the health and adult social care sectors, with the population
aged 85 and over set to double its current size in the next twenty years. In addition these
pressures will not be felt uniformly across the County – the elderly population is projected to
increase fastest in the south of the County.
In terms of deprivation based indicators (including unemployment levels, household income and
health indicators), Nuneaton and Bedworth Borough as a whole tends to perform below the
County average on a variety of indicators. Partner agencies will need to rise to the challenge of
altering service delivery to help improve access to services where required. The County Council
can help improve access to services by continuously improving the delivery of public transport in
ways that are physically and economically viable.

Goal 5:

Quality of Life in Warwickshire

Summary
Quality of life is a broad concept influenced by a wide range of factors that affect peoples’ daily
lives on a number of levels. Transport is one of them, given the influence it has to enable people
to access goods, services, places and human interaction. However, transport can also potentially
have a negative impact on quality of life and the local environment, for example through traffic
congestion, poor air quality, noise and community severance.
Quality of life issues in Warwickshire vary between urban and rural areas. Whilst in urban areas,
people can generally access the goods and services they need, they are more likely to suffer
from the intrusive effects of transport, such as noise and vibration from high volumes of traffic.
Transport has a visual affect on townscapes and the public realm, for example through road
‘furniture’ such as signing and street lighting.
In rural areas, access to jobs and services is more difficult and a lack of mobility can affect
people’s quality of life, as described under Goal 4 above. Traffic can have a negative affect on
the landscape and on rural settlements. Protecting Warwickshire’s countryside for the benefit of
the current population and future generations is a key concern.
The Place Survey in Warwickshire asked whether they are satisfied or dissatisfied with their
neighbourhood as a place to live. 83% of residents are satisfied with their neighbourhood, but
this varies across the County.
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Influence of the Local Transport Plan on improving quality of life
The Local Transport Plan can influence quality of life in the following ways:






Reducing the noise effects of the transport system (consistent with the implementation of
Action Plans prepared under the Environmental Noise Directive);
Minimising the impacts of transport on the built, natural and historic environment;
Improving the quality of transport integration into streetscapes and the urban
environment;
Improving the journey experience of transport users; and
Enhancing well-being and sense of community by creating more opportunities for social
contact and better access to leisure activities and the natural environment.

Reducing the noise effects of the transport system
Many people in the UK are affected by noise from transportation and/or industrial sources. The
Government recognises that it is necessary to manage and control this noise, as exposure to it
can have direct and indirect health effects and also adversely affect quality of life.
The Department of Environment, Food and Rural Affairs (Defra) has produced noise maps to
meet the requirements of the Environmental Noise (England) Regulations 2006 and the
Environmental Noise Directive (END). These maps show the number of people exposed to noise
above certain levels from major roads, major railways, major airports and in agglomerations
(large urban areas).
Following the production of noise maps, the regulations require the preparation of noise action
plans based on the results of the maps. In response to this, Defra produced draft Noise Action
Plans in 2009 .The action plans seek to manage noise issues and effects including noise
reduction if necessary, based on the results obtained through the mapping process. Following a
consultation process Defra produced the finalised Noise Action Plans in March 2010. These do
not propose any specific noise mitigation measures, it is intended that these will be agreed at a
local level and the responsibility for implementing the plans will fall on those authorities who
generate the noise (e.g. road, rail and airport authorities).
Exposure to transport related noise in Warwickshire is primarily concentrated along the motorway
and trunk road network and key rail corridors. Defra propose to identify first priority action areas
for action based on noise levels. None of these first priority action areas fall within Warwickshire.
Where relevant the County Council, as the Highway Authority will work with the District/Borough
Councils to help reduce the effects of noise from the highway network.
For each location that meets the noise threshold, there are a number of ways in which the LTP
can help mitigate the impact of transport related noise. These include:





Erecting noise barriers;
Installing low noise road surfaces;
Local traffic management measures; and
Improving the sound insulation.

Minimising the impacts of transport on the built, natural and historic environment
Transport can have a negative effect on the built and natural environment in the following ways:
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Through inappropriate volume and speed of traffic;
Through inappropriate use of routes for the movement of freight; and
Through inappropriate highway improvements, excessive signage, lighting and other highway
‘furniture’ that erode the special character of the built and natural environment

The latter two issues are dealt with elsewhere in this document (freight routing under Goal 1 and
highway infrastructure below).

Improving the quality of transport integration into streetscapes and the urban
environment
Traffic and transport infrastructure can often have a detrimental impact on the visual appearance
and character of the urban environment. Signage, road markings and street furniture associated
with highway infrastructure can detract from the special character of urban areas, particularly in
historic town centres. It is important that highway and transport schemes are integrated into
streetscapes in a sensitive way and, where possible, contribute towards improving the quality of
public places and enhancing the wider ‘liveability’ role of streets.
Warwickshire has a rich cultural heritage and many of the County’s towns feature historic town
centres and streetscapes. Warwick and Stratford-upon-Avon in particular have a high
concentration of Listed Buildings and Conservation Areas. Reducing the negative impact of traffic
on the historic cores of Warwickshire’s towns and seeking appropriate traffic management
solutions to reduce this impact is a major challenge. The positive management of these town
centre environments is not only important to benefit the fabric of the area and for local residents,
but also to ensure that the area remains attractive and pleasant in order to support the visitor
economy.
New approaches to managing traffic in urban centres include the development of shared space
schemes, which seek to reduce the dominance of vehicle traffic and give more priority to
pedestrians and cyclists. Schemes involve removing street clutter associated with conventional
traffic management and creating more attractive urban spaces.

Improving the journey experience
Travel is a necessary part of our everyday lives. Peoples’ experience of travel, whatever mode of
travel they are using, is an important element of quality of life. The journey experience begins
once people leave their front door, and ends when they reach their destination, often involving
more than one mode of transport. It is therefore important to consider the whole journey
experience within transport schemes, for example the walk to reach the train station.
For public transport users, providing a good journey experience will include elements such as
high quality, integrated public transport, good interchange facilities and through ticketing.
Similarly for cyclists and pedestrians, high quality dedicated routes, accompanied by good maps
and signage can enhance the journey experience.
It is important that the needs of all users of the transport network are considered when seeking to
improve the journey experience, including those with a physical or sensory disability.

Enhancing well-being and sense of community
There is increasing recognition that transport is about more than getting people from A to B, and
that it has a fundamental contribution towards quality of life and well-being.
Travel by sustainable modes of transport, such as public transport, can create more opportunities
for social contact and help improve mental wellbeing. Transport can also help provide better
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access to leisure activities and the natural environment, which strongly influences quality of life
and wellbeing.
Active travel, such as cycling and walking, can help improve physical and mental health through
developing healthy lifestyles, reducing obesity and improving mental well-being. Creating safe
conditions for walking and cycling can therefore make a significant contribution towards
improving quality of life.

Summary of Warwickshire’s Challenges
A summary of the challenges for Warwickshire up to 2026 are listed in the table below alongside
the relevant national goal.
Table 4.6 Summary of challenges
National Transport Goal

Transport and the
Warwickshire
Economy

Transport and
Carbon Emissions

Safety, Security and
Health

Equality of
Opportunity

Quality of Life in
Warwickshire

Challenge
1.1 Improve the connectivity by public transport to enable business
journeys to take place and to maximise accessibility of labour markets
to jobs
1.2 Reduce lost productive time including by maintaining or improving
the reliability and predictability of journey times on key local routes for
business, commuting and freight
1.3 Support the delivery of planned housing and employment growth in
ways whilst minimising congestion levels
1.4 Ensure the maintenance and work on the highway network and
structures supports the efficient movement of traffic
2.1 Accommodate new development in locations which reduce the need
to travel
2.2 Encourage a shift to lower carbon forms of travel, including walking,
cycling and public transport, for residents and businesses
2.3 Where motorised transport is necessary, encourage the efficient use
of vehicles (e.g. car sharing) and improve driving techniques
3.1 Continue to reduce the risk of death or injury due to accidents on
the transport network
3.2 Reduce / minimise the number of areas declared as having poor air
quality as a result of road transport emissions
3.3 Encourage a shift towards more active forms of travel, including
promoting a more positive public perception of walking and cycling
3.4 Reduce crime and fear of crime on public transport
4.1 Support the County’s priority of ‘narrowing the gaps’ by enabling
disadvantaged people to more easily connect with a wide range of
services and facilities
4.2 Support the ageing population and associated service needs,
particularly in south of County
4.3 Working with partner agencies to support the delivery of services in
ways which improve access to services
5.1 Minimise the impacts of transport on the built and natural
environment
5.2 Managing transport related noise
5.3 Improve the quality of transport integration into streetscapes and the
urban environment
5.4 Improve the journey experience of transport users
5.5 Enhance well-being and sense of community by creating more
opportunities for social contact and better access to leisure activities
and the natural environment
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5.

Prioritising Transport Goals within Warwickshire

Consultation with elected Members, stakeholders and the public was held during Summer 2009
to determine the relative importance of transport goals in Warwickshire over the duration of the
strategy period (2011-2026) and whether other local objectives need to be considered. The
outcome of this consultation gave a steer towards prioritising two of the five national transport
goals. The top priority was identified as ‘Supporting economic growth’, closely followed by
‘Tackling climate change’. These goals have therefore been prioritised when assessing which
measures to bring forward as part of the development of the plan.

6.

Developing the Preferred Strategy

Methodology
A staged approach has been adopted to develop the preferred strategy. The stages include:






Generation of options to meet the goals, issues and challenges identified in Part B of this
Plan;
Appraisal of options against specific criteria, including public acceptability;
Compatibility testing of measures;
Selection of preferred options to meet goals and challenges; and
Full public consultation on the draft strategy.

Each of these stages are summarised in turn below.
The development of the strategy has also involved input from the public and stakeholders. This
includes stating which goals have the highest priority within Warwickshire, identifying a preferred
policy direction for the strategy and identifying their level of support for various policy initiatives
and measures.

Stage 1: Generation of options
The first stage focused on generating options to meet the objectives and resolve the challenges
identified for each transport goal. To ensure that as broad a range of options as possible was
considered, two approaches were adopted for identifying and categorising measures:



The Established Approach – tried and tested measures with a good track record for delivery
within Warwickshire; and
New to Warwickshire – more innovative measures which have been successfully delivered in
other areas of the UK but which are, as yet, untested in Warwickshire.

These options were then appraised, as outlined below.

Stage 2: Appraisal of options against a range of criteria
To assess the merits of the range of options identified in Stage 1, an appraisal framework has
been developed which considers factors such as:



Policy Fit – including each of the five national transport goals as separate criteria; and
Deliverability – including separate criteria for value for money, affordability, risk, public and
political acceptability and the nature and range of partners required for delivery.
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Each of the criteria have been assigned an equal weighting, with the exception of policy fit. For
policy fit, a higher weighting has been assigned to the two national transport goals (Supporting
economic growth and Tackling climate change) which were identified as priorities for
Warwickshire through consultation with the public and stakeholders.
The outcome of the appraisal process is to sift the options into bandings to indicate the level of
priority (high, medium or low) that should be assigned to each.
It should be noted that a low priority rating does not necessarily mean that the measure
will not be pursued. Given a specific set of circumstances the option could become a viable
proposition. For example, extensive bus priority may be an option in connection with new
development proposals. Similarly, personalised travel planning may be a viable option if
appropriate funding can be secured.

Stage 3: Compatibility testing of measures
To ensure that the packaging of measures maximises overall benefits, a compatibility matrix has
been used to identify whether combined measures bring about a positive, negative or neutral
benefit. This, combined with the outcome of the option appraisal, has been used to select the
measures which will help to support the goals, issues and challenges.

Stage 4: Selection of preferred options
The preferred options are summarised in Tables 6.1 – 6.5 below. The preferred options are
presented for each goal and its related challenges. The priority assigned to each measure relates
to the outcome of the appraisal process, including the preferred policy direction and support for
individual measures indicated by the public and stakeholders as part of the consultation
regarding option development.
The options analysis in Tables 6.1 – 6.5 shows that a range of the transport measures and
initiatives which have already been ‘tried and tested’ in Warwickshire have the greatest potential
to meet the goals and challenges in LTP3. The measures which have emerged as the highest
priority and most effective in addressing the range of challenges are:






Improved public transport, including improvements to buses, improved passenger
information, rail development and new rail stations;
Maintaining the highway to a good standard (including foot /cycleways);
Cycle route development, cycle parking and cycle promotion;
Road safety improvements – including speed reduction, engineering measures at casualty
hotspots, Safer Routes to Schools and pedestrian crossings; and
Better integration between transport and land use planning.

The preferred strategy for LTP3 is therefore broadly a continued focus on maintaining and
improving the existing highway network in the County for all highway users, together with a
package of sustainable travel and road safety improvements. This will include improved
information and promotion of sustainable travel modes. In parallel with these measures, there will
be a continued focus on improving integration between transport and land use planning, which
will become increasingly important as new developments come forward.
Sustainable transport and road safety measures will be tailored to the particular needs of each
area of Warwickshire and will be supported by other transport initiatives and improvements as
appropriate.
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Table 6.1: Transport and the Warwickshire economy
Challenges

Approach

Preferred options to deal with challenges

Priority

1.1 Improve the connectivity by public
transport to enable business journeys to
take place and to maximise accessibility of
labour markets to jobs

The Established
Approach

Improvements to buses (including new buses and increased service frequency/QBCs)
Improved passenger information before and during travel
Rail development / new rail stations
Improved public transport interchange
Flexible buses offering door to door transport for eligible groups
Extensive bus priority
Rapid transit / light rail (not included in public consultation)
Co-ordinate works and manage incidents on the highway to minimise disruption
Minor junction / signal improvements at congestion hotspots
Improved signage and information for road users (UTMC)
Safer Routes to School
Rail development / new rail stations
Car sharing (including promotion of Carshare database to companies)
Develop cycle routes in and around our main towns
Cycle parking at key destinations
Engineering measures at collision hotspots
Better enforcement of parking restrictions
Promotional events & activities for cycling
School Travel Plans
Improving the movement of freight in the County
Workplace Travel Plans
Delivery and stopping restrictions in town centres and along key routes (inc. Red Routes)
Dedicated lanes for vehicles with two or more passengers (HoV lanes)
Charging for road use at the point of travel
Better integration of transport and land use planning to reduce the need to travel
Extension of existing bus network to accommodate new development (not included in public
consultation)
Provision of new bus services (not included in public consultation)
Workplace Travel plans
Cycling and pedestrian links to key destinations
Implementation of dedicated infrastructure to link key growth areas with main destinations
(not included in public consultation)
Parking restrictions (not included in public consultation)
Tailored travel information for local journeys (Personalised travel planning)
Charging for car parking at work places
Pool cars for individual use in local communities (car clubs)
Co-ordinate works and manage incidents on the highway to minimise disruption
Maintaining the highway to a good standard
Maintain footways and cycleways to a high standard

High
High
High
Medium
Low
Medium
High
High
High
High
High
Medium
Medium
High
High
High
High
Medium
Medium
Medium
Low
Medium
Low
High
-

1.2 Reduce lost productive time including
by maintaining or improving the reliability
and predictability of journey times on key
local routes for business, commuting and
freight

1.3 Support the delivery of planned housing
and employment growth in ways whilst
minimising congestion levels

New to
Warwickshire
The Established
Approach

New to
Warwickshire
The Established
Approach

New to
Warwickshire
1.4 Ensure the maintenance and work on
the highway network and structures
supports the efficient movement of traffic

The Established
Approach
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High
Low
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Table 6.2: Transport and Carbon Emissions in Warwickshire
Challenges

Approach

Preferred Options to deal with challenges

Priority

2.1 Accommodate new development in
locations which reduce need to travel

The Established
Approach

Better integration of transport and land use planning to reduce the need to travel
Extension of existing bus network to accommodate new development (not included in public
consultation)
Provision of new bus services (not included in public consultation)
Cycling and pedestrian links to key destinations (not included in public consultation)
Implementation of dedicated infrastructure to link key growth areas with main destinations
(not included in public consultation)
Work Place Travel plans
Tailored travel information for local journeys (Personalised travel planning)
Pool cars for individual use in local communities (car clubs)
Safer Routes to School
Better integration of transport and land use planning to reduce the need to travel
Improved passenger information before and during travel
Develop cycle routes in and around our main towns
Improvements to buses (including new buses and increased service frequency/QBCs)
Cycle parking at key destinations
Promotional events & activities for cycling
School Travel Plans
Pedestrian crossing facilities
Carsharing (including promotion of Carshare database to companies)
Improving the movement of freight in the County
Workplace Travel Plans
Cycle training for children & adults
Rail development / new rail stations
Increasing car parking charges in town centres
Charging for road use at the point of travel
Charging for car parking at work places
Tailored travel information for local journeys (Personalised Travel Planning)
Pool cars for individual use in local communities (Carclubs)
Extensive bus priority
Dedicated lanes for vehicles with two or more passengers (HoV lanes)
Introduce pool bicycles (Bike Hubs) for individual use within main towns
Rapid transit / light rail
Carsharing (including promotion of Carshare database to companies)
Speed reduction measures, including enforcement, education and engineering measures

High
-

2.2 Encourage a shift to lower carbon
forms of travel, including walking, cycling
and public transport, for residents and
businesses

New to
Warwickshire
The Established
Approach

New to
Warwickshire

2.3 Where motorised transport is
necessary, encourage the efficient use of
vehicles (e.g. through car sharing) and
improved driving techniques

The Established
Approach
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Low
Low
High
High
High
High
High
High
High
High
High
Medium
Medium
Medium
Medium
High
Medium
Low
Low
Low
Low
Medium
Medium
Low
Low
Medium
High
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Table 6.3: Safety, Security and Health in Warwickshire
Challenges

Approach

Preferred Options to deal with challenges

Priority

3.1 Continue to reduce the risk of death or
injury due to accidents on the transport
network

The Established
Approach

3.2 Reduce / minimise the number of areas
declared as having poor air quality as a
result of road transport emissions

The Established
Approach

Engineering measures at collision hotspots
Speed reduction measures, including enforcement, education and engineering measures
Education & promotional campaigns for road safety
Safer Routes to School
Maintaining the highway to a good standard
Maintain footways and cycleways to a high standard
Pedestrian crossing facilities
Village Traffic Calming
Develop cycle routes in and around our main towns
Cycle training for children & adults
Improvements to buses (including new buses and increased service frequency/QBCs)
Develop cycle routes in and around our main towns
Safer Routes to School
School Travel Plans
Dedicated lanes for vehicles with two or more passengers (HoV lanes)
Traffic restrictions / re-routing at times when air quality is poor
Introduce low emission zones in areas of poor air quality
Introduce pool bicycles (Bike Hubs) for individual use within main towns
Develop cycle routes in and around our main towns
Cycle parking at key destinations
Cycle training for children & adults
Promotional events & activities (including publishing town centre cycle guides)
Pedestrian crossing facilities
Better integration of transport and land use planning to reduce the need to travel
Safer Routes to School
School Travel Plans
Workplace Travel Plans to reduce car use for commuting
Reduce crime and fear of crime on key pedestrian routes
Pedestrianisation/pedestrian priority in town centres
Introduce pool bicycles (Bike Hubs) for individual use within main towns

High
High
High
High
High
High
High
Medium
Medium
Medium
High
Medium
High
Medium
low
Low
Low
Low
Medium
Medium
Medium
High
High
Medium
High
Medium
Low
Low
Low
Low

CCTV at rail and bus stations and on buses (not included in public consultation)
Reduce crime and fear of crime on key pedestrian routes
Work in partnership with police to address anti-social behaviour on transport networks (not
included in public consultation)

Low
-

New to
Warwickshire
3.3 Encourage a shift towards more healthy
forms of travel, including encouraging a
more positive public perception of walking
and cycling

3.4 Reduce crime and fear of crime on
public transport

The Established
Approach

New to
Warwickshire
The Established
Approach
New to
Warwickshire
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Table 6.4: Equality of Opportunity in Warwickshire
Challenges

Approach

Preferred Options to deal with challenges

Priority

4.1 Support the County’s priority of
‘narrowing the gaps’ by enabling
disadvantaged people to more easily
connect with a wide range of services and
facilities

The Established
Approach

Improvements to buses (including new buses and increased service frequency/QBCs)
Concessionary fares schemes
Flexible buses offering door to door transport for eligible groups
Better integration of transport and land use planning to reduce the need to travel
Pedestrian crossing facilities
Reduce crime and fear of crime on key pedestrian routes
Improved passenger information before and during travel
Rail development / new rail stations
Car sharing (including promotion of Carsharing database to companies)
Develop cycle routes in and around our main towns
Tailored travel information for local journeys (Personalised Travel Planning)
Pool cars for individual use in local communities (car clubs)
Improvements to buses (including new buses and increased service frequency/QBCs)
Concessionary fares schemes
Flexible buses offering door to door transport for eligible groups
Improved passenger information before and during travel
Better integration of transport and land use planning to reduce the need to travel
Tailored travel information for local journeys (Personalised Travel Planning)

High
Medium
Low
High
High
Low
High
Medium
Medium
Medium
Low
Low
High
Medium
Low
High
High
Low

Continue to work with key partners, including Job Centre Plus and Warwickshire PCT and to
explore how services can be delivered so that they are more accessible (not included in
public consultation)

-

4.2 Support the ageing population and
associated service needs, particularly in
the south of the County

4.3 Work with partner agencies to support
the delivery of services in ways which
improve access to services

New to
Warwickshire
The Established
Approach

New to
Warwickshire
The Established
Approach
New to
Warwickshire

37

Warwickshire LTP 2011-2026 Part A The Strategy

Table 6.5: Quality of Life in Warwickshire
Challenges

Approach

Preferred Options to deal with challenges

Priority

5.1 Minimise the impacts of transport on
the built and natural environment

The
Established
Approach
New to
Warwickshire
The
Established
Approach

Improving the movement of freight in the County e.g. transfer of freight from road to rail, routing
of heavy goods vehicles by suitable roads
Village Traffic Calming

Medium

Ensure noise levels are considered in planning applications and that appropriate mitigation
measures are put in place (not included in public consultation)
Improving the movement of freight in the County e.g. transfer of freight from road to rail, routing
of heavy goods vehicles by suitable roads
Ensure traffic calming measures do not increase noise levels by encouraging ‘stop/go’ vehicle
movements (not included in public consultation)
Noise management schemes through engineering and maintenance, including working with
Defra on implementation of noise action plans (not included in public consultation)
Maintaining the highway to a good standard, including quieter road surfaces where appropriate
Speed reduction measures to reduce noise levels (not included in public consultation)
Work with local people to ensure transport improvements have public acceptability and are well
integrated into the existing urban environment (not included in public consultation)
Pedestrianisation/pedestrian priority in town centres

-

Improved pedestrian environment, including provision of improved directional signage in towns
(not included in public consultation)
Improved passenger information before and during travel
Improved public transport interchange
Improved signage and information for road users
Maintaining the highway to a good standard
Maintain footways and cycleways to a good standard

High
Medium
High
High
High

Concessionary fares schemes
Flexible buses offering door to door transport for eligible groups
Develop cycle routes in and around our main towns

Medium
Low
Medium

5.2 Managing transport related noise

New to
Warwickshire
5.3 Improve the quality of transport
integration into streetscapes and the urban
environment
5.4 Improve the journey experience of
transport users

5.5 Enhance well-being and sense of
community by creating more opportunities
for social contact and better access to
leisure activities and the natural
environment

The
Established
Approach
New to
Warwickshire
The
Established
Approach

New to
Warwickshire
The
Established
Approach
New to
Warwickshire
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7.

Delivering the Preferred Strategy

Area Strategies
Having established the overall strategy for LTP3, the next section of the plan provides details of how
the strategy will be delivered in each of the following geographical areas of the County, which are
based on the predominant strategic and local travel movements:







Northern Warwickshire;
Eastern Warwickshire;
Nuneaton and Bedworth Urban Area;
Southern and Western Warwickshire;
Leamington Spa, Warwick, Kenilworth and Whitnash Urban Area; and
The North-South Corridor.

These travel areas are shown below in Figure 7.1.

Figure 7.1: Travel Areas in Warwickshire
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The Area Strategies set out a long term plan and key proposals for each geographical area of the
County over the LTP3 period 2011 -2026. Each Area Strategy provides:





The spatial and socio-economic context of the area;
The key transport problems and opportunities in the context of the overarching transport goals
and challenges identified for this LTP;
The specific objectives for each area; and
The proposals that are likely to come forward over the LTP3 period.

Mode and Topic Strategies
Mode and topic strategies have been developed to provide further details on their contribution
towards meeting the goals, issues and challenges identified for LTP3 and to give a clear steer in
terms of policy direction. The strategies are set out in full in Part B.

Implementation Plan
The LTP is a long term strategy document which is accompanied by a series of Implementation
Plans containing details of how the strategy will be delivered over a shorter timeframe.
Implementation Plans will be informed by the availability of funding. The first Implementation Plan in
Part C of this document sets out how the plan will be implemented between 2011 and 2015.
The Implementation Plan also includes details of the performance management and monitoring
framework for the LTP.
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8.

Northern Warwickshire Area Strategy

Introduction
This section of the Local Transport Plan covers the area of Northern Warwickshire, which includes
the towns of Atherstone, Polesworth and Coleshill and their surrounding rural hinterland (see Figure
8.1). The area is similar to the administrative boundary of North Warwickshire Borough, however it
excludes certain parts to the south east, which are included within the North-South Corridor chapter.
Its socio-economic characteristics however are represented by statistics related to North
Warwickshire Borough.

Figure 8.1: North Warwickshire Travel Area
This part of Warwickshire has strong travel links with a number of towns and cities located outside
the County, including Tamworth, Sutton Coldfield, Solihull, Coventry and Birmingham. In developing
the proposals for Northern Warwickshire, the County Council has worked in partnership with
Staffordshire County Council, Leicestershire County Council, Birmingham City Council, Solihull
Metropolitan Borough Council and Coventry City Council to ensure compatibility with neighbouring
LTP proposals.
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The area of Northern Warwickshire is one of contrasts. Areas of employment growth in the Borough
contrast with deprivation indices that are among the worst in the County. Access to a car in Northern
Warwickshire is lower in than in the south of the County, however it is important to note that public
transport usage is relatively low and there is consequently a reliance on the car for many journeys.

The Overall Context
North Warwickshire is the smallest District/Borough in the County in terms of population, and covers
an area of 110 square miles. Population density is 219 people per square kilometre, which compares
with 268 people per square kilometre in Warwickshire as a whole. Unlike the four other
District/Boroughs in Warwickshire, most of the population in this part of the County live in rural areas.

Population
In 2008 the population of the Borough was 62,300, an increase of 0.8% since 2002. This shows that
the population has grown significantly less than the average growth for Warwickshire as a whole
(see Table 8.1 below).
Table 8.1: Population 2002-2008: Resident population characteristics
Town
Atherstone &
Mancetter
Coleshill
Polesworth
North
Warwickshire
Warwickshire

Population in 2002
(estimated)
10,850

Population in 2008
(estimated)
11,000

%
Change
1.4%

6,350
6,950
61,800

6,600
6,850
62,300

3.9%
-1.4%
0.8%

512,000 (mid 2003
estimate)

530,700

3.7%

There has been a considerable increase in the elderly (75-84) and very elderly (85+) age groups
since 1992, with these age groups increasing by 20% and 30% respectively. Latest population
estimates indicate that over 20% of the Borough’s population is comprised of men over the age of 65
and women over the age of 60. In contrast, only 17.8% are aged 15 and under.
The trend of an ageing of the population looks set to continue. The 2006 population estimates
indicate that the proportion of the population aged over 65 will increase to 56% by 2031. Forecasts
from the Office for National Statistics suggest that the Borough’s population will continue to rise
during and beyond the lifetime of this LTP, but only by 11.9% up to 2031 compared to 22.1% for the
County as a whole.
Indicators of health in North Warwickshire are generally similar to the average for Warwickshire or
England. Life expectancy for men and women is slightly below the Warwickshire and England
average. This is demonstrated in Table 8.2 below:

42

Warwickshire LTP 2011-2026 Part A The Strategy

Table 8.2: Performance against the Census 2001 health indicators
Percentage of the local
population with a long term
limiting illness
North
Warwickshire
Warwickshire
England and
Wales

Percentage of the
local population
whose health is
not good

18%

9%

16.8%
18.2%

8.1%
9.2%

Percentage of the local
population aged 16-74
who are economically
inactive, permanently
sick/disabled
8.5%
4.2%
5.5%

Socio-economic issues
The mean household income of residents in North Warwickshire Borough is £25,413 per annum.
This is below the County average (£26,209) and is the second lowest District/Borough within
Warwickshire. The Borough as a whole performs well in terms of the Index of Multiple Deprivation,
however there are areas in two wards that fall within the 30% worst deprived wards in England
(2004). The highest ranking Super Output Area (SOA) is Atherstone Central, ranked 4,982 nationally
(out of 32,482 nationally) and 11th within Warwickshire (out of 333).
North Warwickshire also features as being deprived in other ranks of the IMD. The District has 13
SOAs in the top 30% most deprived nationally in terms of barriers to housing and services, and has
14 SOAs in the top 30% most deprived in terms of education, skills and training.
Car ownership levels within the District remain relatively high with just under 18% of households
having no access to a private car. This compares with 19% in Warwickshire as a whole.
The unemployment rate within North Warwickshire Borough (2009 levels, as measured by the
claimant count) remains relatively low at 4% even when compared to the County average (3.8%) and
the West Midlands average (5.5%). This current rate is historically relatively high and can be
attributed to the economic downturn which has affected the whole of the UK in the last few years.
North Warwickshire Borough has the third highest Job-Seekers Allowance (JSA) claimant rate in the
County behind Nuneaton and Bedworth Borough and Rugby Borough. Although North
Warwickshire’s claimant rate has increased sharply in recent months due to the economic downturn,
it still remains well below the regional rate and just above the national rate. However, there is
considerable variation within the Borough. Recent claimant rates (based on figures from August
2009) are highest in Atherstone Central ward at around 6.7% and lowest in the Fillongley ward at
2.6%. Over two-thirds of the population of the Borough aged between 16 and 65 are economically
active.

The local environment
Despite its former status as a mining area, this area of the County has a varied and undulating
landscape. Specific facilities that complement this landscape include Kingsbury Water Park, Hartshill
Hayes Country Park, Shustoke Reservoir, Pooley Country Park and Heritage Centre and the
Coventry Canal. The Borough is also home to the Belfry Golf Course.
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Travel patterns
Modal split
The modal split in Northern Warwickshire as illustrated by the journey to work is set out in Table 8.3.
There is a heavy reliance on the private car, and, to a lesser extent, walking. Use of public transport
is relatively low, but has improved over the lifetime of the first two LTPs.
Table 8.3: Modes used for the journey to work
North Warwickshire Borough - Journey to Work Modal Split (Source: 2001
Census)
Public Transport
Bicycle Walk
Car
North Warwickshire Borough
75.3%
4.5%
1.3%
7.3%
71.2%
4.7%
2.9%
9.7%
Warwickshire
Table 8.4 shows a summary of school travel patterns in the Borough. The modal split for school
journeys is similar to the modal split in Warwickshire as a whole, but with slightly less reliance on the
car and more walking and public transport use.
Table 8.4: Modes used for the journey to school
North Warwickshire Borough - Journey to School Modal Split (Source: WCC
2009/10)
Car
Bicycle
Walk
Public Transport
37%
15%
1%
47%
North Warwickshire Borough
Warwickshire
34%
16%
3%
47%

Transport Problems and Opportunities
A review of problems and opportunities in Northern Warwickshire is set out below. The evidence
considers the wider economic, environmental and social context that transport must operate in order
to address these wider issues. The evidence is considered in turn under each of the national
transport goals.

Goal 1: Supporting Economic Growth
Tackling congestion
Although congestion occurs on the motorway and trunk road network in the area, it is not deemed to
be an issue on the County road network when compared to other parts of Warwickshire. Parts of the
A5 trunk road experience congestion at certain times of the day, particularly around Birch Coppice,
Dordon, Grendon, Atherstone/Mancetter and the A444 junction at Royal Red Gate. The M6 and M42
also carry significant volumes of traffic throughout the day.

Access to employment
The major employment sites within Northern Warwickshire are generally located in the three main
towns of Atherstone, Polesworth and Coleshill, with retail and office based work prevailing at a
number of industrial sites including Hams Hall, Birch Coppice, Kingsbury Link, Station Road and
Roman Way in Coleshill, Holly Lane and Carylon Road in Atherstone and Arley Industrial Estate.
There are large single employer sites at Kingsbury Oil Terminal, Daw Mill Colliery, TNT in
Atherstone, Birch Coppice and Kingsbury Link. Current statistics suggest that a large number of
people work outside the area, and that the majority rely on cars for these journeys. 75% of workers
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in the Borough travel to work by car or van, either as a driver or passenger. This is the highest
percentage for the County and the 6th highest nationally out of the 376 English and Welsh
authorities.
The Borough also has the largest proportion of its workforce commuting out of the County (in 2001
the figure was almost 50%). As might therefore be expected, the Borough has the lowest percentage
of people travelling to work on foot and by bicycle. Whilst 37% of those commuting out of the
Borough travel to Birmingham or Coventry, only 3% travel by train. This is likely to be due to the
limited number of stations in the area with a direct train service to Birmingham (i.e. Coleshill Parkway
and Water Orton). There are no stations within the area that have a direct service to Coventry (the
nearest being Nuneaton).
To help maintain and increase employment levels, there is a need to ensure good transport links to
existing and potential employment sites to maximise opportunities for local residents.
The area has a comprehensive network of motorway, trunk and county roads that facilitate the use of
the car for the journey to work and leisure. Notwithstanding, an opportunity exists to grow the market
for public transport especially to key destinations outside the area by the provision of better access
to the rail network. Locally, buses have a key role to play in linking the main towns of Atherstone,
Coleshill, Polesworth with Tamworth and Nuneaton. These also provide links to the main
employment sites that are currently predominantly accessed by car.
Although congestion in the area is generally limited, the heavy through traffic flows on the motorway
and trunk road network have a major impact on the environment. More effective use of the major
roads is seen as key to reducing this impact, particularly for heavy vehicles that also use local roads
to access the business and employment centres in the area. Cycling and walking are often seen as
less safe than other modes of travel, especially for young people travelling to school. An opportunity
exists to grow the market for travel using these modes by pursuing Safer Routes to School schemes
and, where appropriate, the use of measures such as better street lighting. At present the various
modes of transport are not always integrated in a way that allows travellers to make use of
alternatives to the private car. Better interchange facilities at bus and rail stations (e.g. Coleshill
Parkway) give the opportunity to change travel habits by allowing complex journeys to be made that
are currently only possible by car.

Access to education and services
Secondary schools at Kingsbury, Polesworth, Atherstone and Coleshill are supported by a number of
local primary schools. Further Education opportunities are available in Nuneaton, both at King
Edward College and North Warwickshire & Hinckley College. Beyond the County boundary,
Staffordshire County Council offer coach travel to Warwickshire residents in order to access
Tamworth College.
The majority of villages have still retained a post office or general store. Major supermarkets are
present in the towns of Atherstone and Coleshill, along with a selection of other facilities including
banks and building societies.

Access to town centres
It is vital that ease of access to the main town centres and key transport links by all modes is
provided to maintain long-term economic viability and vitality. Factors such as the nature, location
and quantity of parking provision in the town centres, as well as barriers to pedestrian and cycle
movement and limited public transport provision can all adversely affect ease of access. Maintaining
the attractiveness of the area for new investment is essential to both retain and attract new
businesses.
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Opportunities to improve access have been developed over the course of the first two LTPs, for
example the opening of Coleshill Parkway has provided a new accessible strategic rail link to/from
the Borough. Improved rail services to London from Atherstone were also been introduced during the
second LTP period. Improved cycle parking provision at both Coleshill Parkway and Atherstone rail
stations has meant residents are less reliant on the car to access their local station.

Goal 2: Tackling Climate Change
As shown in Figure 4.1, North Warwickshire Borough has the highest transport related CO2
emissions. This reflects the high transport usage which occurs as a result of through-traffic on the
strategic road network including the M6, M42 and A5.
The LTP process provides the opportunity to reduce transport related carbon emissions by
encouraging residents to use their private cars less and increase their use of sustainable transport
modes such as walking, cycling, public transport and more sustainable car based travel (e.g. car
clubs and car sharing). The provision of hard and soft transport measures (e.g. school and
workplace travel plans, provision of new cycle lanes, improved signing for pedestrians and improved
public transport facilities) can all contribute to a reduction in overall car use.
The land use planning process advocates development that reduces the need to travel. This means
planning new developments that provide residential and employment opportunities in close proximity
and taking wider accessibility issues into account when selecting sites to go forward for
development.

Goal 3: Contributing to Better Safety, Security and Health
In 2009, there were 390 road casualties in North Warwickshire Borough, with:



50 killed or seriously injured; and
340 slightly injured.

The number of people killed or seriously injured on Warwickshire’s roads has reduced significantly in
recent years, and this has been reflected locally within Northern Warwickshire. Despite this, the
figures for the County as a whole demonstrate a higher level of casualties in rural rather than urban
areas. The higher figures in this part of the County can therefore be largely explained by the
predominantly rural characteristics of the Borough.
Doctors surgeries are located in many villages as well as the major settlements. However, hospital
care cannot be accessed in the immediate local area, residents can access hospital care at Mile
Oak, Tamworth (Sir Robert Peel), Coventry (University Hospital Coventry and Warwickshire),
Nuneaton (George Eliot), Sutton Coldfield (Good Hope), Rugby (St Cross) or Central Birmingham.
Recorded crime within North Warwickshire Borough between April 2008 and March 2009 totalled
3,950 incidents, which equates to a rate of 63 for every 1,000 head of population (Source:
Warwickshire Police). North Warwickshire Borough has the second lowest crime rate behind
Stratford District and has seen a decreasing trend for the last four years. The Borough has the
second highest percentage of perceptions of anti-social behaviour (equal to the average for the
County), despite recorded levels of incidents being generally low. Whilst the Borough is close to the
county average for percentages of residents believing people from different backgrounds get on well
together and those who are satisfied with the local area, a higher than average percentage say they
feel they belong to their neighbourhood.
Northern Warwickshire does not face the same problems as other areas of the County with town
centre crime and anti-social behaviour, with much of the Borough being rural. There are however
some issues with cross border criminality, such as theft of vehicle offences. Generally levels of crime
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and anti–social behaviour are low but there are local pockets of anti-social behaviour and criminal
damage. Atherstone, Arley, Whitacre and Polesworth currently report the highest levels.
Obesity is a key health issue that affects the area. It is estimated that nearly 29% of the adult
population of the Borough are obese; this is well above the County average of 26% and is therefore
regarded as high. The proportion of children who are classified as overweight or obese in reception
and year 6 is outlined in Table 8.5 below.
Table 8.5: Overweight and obesity rates in Reception and Year Six Pupils
Reception - Overweight
Reception - Obese
Year 6 - Overweight
Year 6 - Obese

North Warwickshire
13.9%
9.9%
12.8%
20.1%

Warwickshire
12.9%
8.0%
13.5%
18.1%

Increasing levels of physical activity can have a significant positive effect on weight control. Modal
shift away from reliance on the car may have a positive impact on obesity levels and help reduce the
incidence of obesity related illnesses. The provision of measures such as school and work place
travel plans may help encourage more people to walk and cycle, and thus contribute to a reduction
in the incidence of obesity.

Goal 4: Promoting Equality of Opportunity
Ensuring that good transport links are available to enable people to easily reach a wide range of key
services and facilities is vital. Despite relatively high levels of car ownership, for the growing
proportion of elderly people and residents living in the more rural part of the Borough, accessing key
services may still prove difficult.
Improved access will be achieved through a combination of measures, including promoting public
transport, improving the public/community transport offer where appropriate, improving facilities for
walking and cycling, and village traffic schemes designed to improve the local environment.
Access to the national rail network is relatively limited, with Atherstone and Coleshill being the two
main stations where a range of destinations are possible. Further access to the wider national
network is available at Tamworth, Wilnecote, Coventry and Nuneaton.
A lack of easily accessible public transport in the more rural parts of the Borough continues to be
identified as a key issue. Opportunities to improve travel choice for rural communities will be
explored, including developing more flexible services where appropriate. In addition, better
information about what already travel choices exist will also be provided. Through partnership
working with other authorities and community groups, further opportunities will be explored over the
LTP3 period.

Goal 5: Improving Quality of Life
The dominance of traffic along main roads that support a mix of uses can conflict with where people
want to live, work, shop and socialise. Such conflict tends to occur within the Borough primarily
within the three main town centres of Atherstone, Polesworth and Coleshill. An additional
consideration in these locations is the high number of historic and older buildings which, given their
construction material, can leave them more susceptible to erosion and staining.
Excess traffic speed or high traffic volumes can also reduce the attractiveness of a place and make
walking and cycling less attractive. Appropriate improvements will be made on a priority basis where
resources allow.
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The Strategy
Key Objectives


Support the long term stability and growth of the local economy;



Support future housing and employment growth within the Borough;



Support access to services and facilities, particularly for those without access to a car; and



Reduce the environmental impact of traffic within the Borough and improve local air quality.

The proposals set out below describe how the County Council and its partners aim to deliver these
objectives. The key proposals are shown in Figure 8.2.

Figure 8.2: North Warwickshire Key Proposals
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Key Proposals
Transport improvements to deliver growth
North Warwickshire has seen moderate housing growth over the last 10-15 years. During this time,
the area has seen major employment growth at sites such as Hams Hall, Birch Coppice and, to a
lesser extent, Atherstone.
In advance of having an adopted Local Development Framework for the Borough, the majority of
policies in the existing North Warwickshire Local Plan have been saved indefinitely. An Interim Policy
Statement has been produced which provides a complete list of these policies in order to give clarity
to residents, landowners, developers and other stakeholders as to how the Borough Council will
consider development proposals. The Borough Council carried out a consultation on this document
in February 2011. The Interim Statement will be kept under review as further changes to planning
policy are announced.
Along with the production of the Interim Policy Statement, the Borough Council is continuing to work
on the preparation of the draft Core Strategy and its associated evidence base. The Borough
Council intend to submit the Core Strategy to Government in 2012, following which an Independent
Examination will be held (also in 2012). Adoption of the Plan will follow in 2013. The County Council
will continue to input to this process as necessary over the next two years.

Air quality
A declared Air Quality Management Area (AQMA) for Nitrogen Dioxide (NO2) at Coleshill in North
Warwickshire has been in place since March 2001, and relates to one residential property adjacent
to Junction 4 of the M6 where it intersects with the A446 and the M42. The AQMA is bounded by
Stonebridge Road, Coleshill Heath Road, the M42, the M6 and M6 Toll, and relates directly to traffic
on these motorways. The AQMA was originally declared for a marginal exceedance of the NO2
objective.
The A446 has recently been detrunked, with responsibility passing to the County Council from the
Highways Agency. However, given the predominant cause of the NO2 exceedance being traffic
levels on the M6 and M42, the Highways Agency has a key role to play in addressing the AQMA in
partnership with the County Council and North Warwickshire Borough Council.
Following the declaration of the AQMA near Coleshill, an Air Quality Action Plan (AQAP) was
prepared by the Borough Council in conjunction with the Highways Agency. This was finalised in
March 2003, and is reproduced in full in Appendix C. Given that the AQMA is principally related to
the volume of traffic on the surrounding motorway network, any measures to have a positive impact
on air quality are largely outside the influence of either the Borough or County Council. The focus
has therefore been on establishing a monitoring regime to accurately measure air quality, in order to
ascertain a timescale for the possible revocation of the AQMA. It is hoped that the transfer of traffic
to the M6 Toll, along with the recent introduction of Active Traffic Management on the M42 will have
a positive impact on traffic levels in the vicinity of the AQMA. Over the last few years the levels of
NO2 monitored have decreased at the site. If this trend continues it is possible that levels could fall
below the annual mean objective level for NO2. If this occurs, the AQMA could potentially be
revoked.
It is also worth noting that the affected farmhouse within the AQMA is currently unoccupied and has
been so for the past year. Attempts have been made to contact the estate manager responsible for
the property to establish its intended future use, but this has been to no avail. If the property remains
unoccupied it could potentially fall into a state of disrepair and this could also possibly result in the
AQMA being revoked.
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Village Traffic Plan initiative
The aim of the Village Traffic Plans initiative is to address small scale traffic-related and safety
concerns in North Warwickshire communities through a co-ordinated, multi-agency review. As such,
they provide a series of individual, integrated transport solutions.
Parish Councils now have a point of contact within the County Council to raise traffic and safety
enquiries, through contact with a Village Traffic Plans Officer who deals directly with their area. The
improved level of communication has produced positive outcomes on various issues, and has helped
Members in their community leadership role.
A programme of works to improve street lighting, footway maintenance and drainage schemes has
been instigated as part of the ongoing Village Traffic Plan treatment for North Warwickshire towns
and villages. A summary of these is provided below:

Fillongley




Implementation of measures to address speeding traffic through the village.
Improvements to the pedestrian environment on the Nuneaton Road and Coventry Road, by the
implementation of a programme of dropped kerbs and footway resurfacing.
Gateway features were installed on the main approaches to the village.

Dordon


Implementation of a traffic calming scheme to address speeding traffic through the village.

Shuttington




Implementation of measures to address speeding traffic through the village,
Gateway features were installed on the main approaches to the village,
Improvements to the pedestrian environment on the Main Road, by the installation of a footway
linking the Village Hall to the village.

Grendon


Implementation of a traffic calming scheme to address speeding traffic through the village.

Old Arley and New Arley




Implementation of measures to address speeding traffic through the village, including alteration
to existing speed limits,
Gateway features were installed on the main approaches to the village,
Improvement of signing to the Industrial Park, thus reducing HGV traffic through the village
centre.

Middleton



Implementation of measures to address speeding traffic through the village, including alteration
to existing speed limits,
Gateway features were installed on the main approaches to the village.
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Lea Marston



Implementation of measures to address speeding traffic through the village, including alteration
to existing speed limits,
Gateway features were installed on the main approaches to the village, together with a build-out
on Hams Lane.

Water Orton




Improvements to the pedestrian environment on Coleshill Road and Vicarage Lane by the
installation of dropped kerbs.
Initiation of a Park & Stride scheme, in conjunction with Water Orton School and local
businesses.
Provision of a programme of road safety education for pupils from the Road Safety Education
Officer.

Warton



Implementation of measures to address speeding traffic outside Warton Nethersole school.
Provision of a programme of road safety education for all pupils from the Road Safety Education
Officer.

School End, Maxstoke


Implementation of measures to address speeding traffic through the village, by a coordinated
Village Traffic Plan and Village Speed Limit Review.

Public transport improvements
Bus
The County Council will continue to support the existing minimum level of bus service provision
within Northern Warwickshire, in order to sustain and increase level of access to key facilities and
thus reduce social exclusion.
Along with improvements to bus services which will come forward as part of new development, the
main proposal in this area of the County is for a further inter-urban Quality Bus Corridor between
Nuneaton, Atherstone and Tamworth. It is envisaged that this scheme, which will provide enhanced
bus stop infrastructure along the route, will be implemented in partnership with Staffordshire County
Council.

Rail
Detailed work has now been completed on behalf of Centro, Birmingham City Council, Warwickshire
and Staffordshire County Councils into the feasibility and business case for enhancing local
passenger services between Birmingham, Water Orton and Tamworth. The best performing scheme
would provide a half-hourly service from Birmingham Moor Street calling at the existing stations at
Water Orton, Coleshill Parkway, Wilnecote and Tamworth and new stations at Fort Parkway, Castle
Bromwich and Kingsbury. The proposal would require the construction of new chord lines at Camp
Hill to provide access into Birmingham Moor Street station.
Overall, the study which has been undertaken shows that, even taking account of the considerable
capital cost of constructing the Camp Hill Chords, there appears to be a strong business case for
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progressing the Tamworth Line proposals. Centro are proposing to start work on the Camp Hill
Chords post-2014.
Gaining funding support for this major project in these difficult financial times is clearly going to be
challenging. The County Council will continue to pursue a scheme to deliver a new station at
Kingsbury during the life of LTP3.

Community Transport
The following specific interventions are proposed within Northern Warwickshire:



Enhance facilities for community transport passengers at Atherstone Railway Station and
Atherstone Bus Station, consistent with the aims set out in the Public Transport Interchange
Strategy; and
Incorporate community transport service information where relevant, at existing and new Bus
Information Points (see below).

Taxis and Private Hire Vehicles
Enhanced facilities for taxis and private hire vehicles will be provided at key interchanges consistent
with the aims set out in the Public Transport Interchange Strategy.
The County Council will develop Taxibus services to meet specific demand in the County where
conventional public transport is neither operationally or economically appropriate.

Public transport interchange
A regular rail service was restored to Atherstone in December 2009 following completion of the West
Coast Main Line upgrade. The town is now served by a broadly hourly semi-fast service between
Crewe and London Euston. Since introduction of the new service, the station has experienced strong
passenger growth and it is anticipated that demand will continue to grow in the future. The station
currently has less than 10 car parking spaces. As such, the County Council will continue to work with
Network Rail and the Train Operating Companies to increase car parking provision, and to improve
the non-car accessibility of the station.

Public transport information
Bus Information Points have been delivered to date at a number of locations within the area,
including Atherstone Bus Station, Polesworth and Coleshill Parkway.
Further new Bus Information Points will also be provided at the following locations:



Chapel End; and
Water Orton Railway Station.

Improvements for walking and cycling
Walking and cycling are the most effective means of making local journeys in a sustainable way,
particularly within larger urban areas, where people’s everyday journeys are often relatively short.
Improvements for cyclists and pedestrians in Warwickshire’s smaller towns, such as Coleshill, will be
sought as and when opportunities arise from new developments. To maximise the use of the cycling
facilities installed at Coleshill Parkway (which include a cycle lane over the bridge), the County
Council will keep under review the need for further improvements to the local cycle network to
provide employees at Hams Hall with better links to/from the interchange. Opportunities to secure
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funding towards these improvements from further development in the area will be pursued where
possible.

Improvements for the mobility and sensory impaired
The introduction of new low floor vehicles and enhancements to bus stop facilities as part of the
Quality Bus Corridor and Quality Bus Initiative has yielded significant improvements for those with a
physical impairment to access the transport system. Wider improvements have also been made in
terms of dropped kerb provision and the upgrading of pedestrian crossing facilities (including
measures to help those with sensory difficulties). Similar improvements will continue to be
implemented across the area on a priority basis as funding allows.

Safer Routes to School schemes
In addition to the pedestrian and cycle improvements identified above, the County Council will
continue to invest in Safer Routes to School schemes within Northern Warwickshire on a priority
basis as resources permit.

Powered Two Wheelers
Improvements for powered two wheelers will be made in line with the proposals contained in the
County Council’s Powered Two Wheeler Strategy. Consideration will be given to the provision of
dedicated powered two wheeler parking within Coleshill, subject to identifying a suitable location.

Parking
Civil Parking Enforcement (CPE) is generally recognised to be the most effective way of ensuring
that parking regulations are adhered to. CPE has yet to be introduced within the North Warwickshire,
although consideration is being given to how it could be introduced in the future. Currently there are
no parking charges levied in the 15 off-street car parks operated by the Borough Council. Disabled
parking spaces are available in most of these facilities.

Freight
The County Council has established a freight quality partnership with hauliers, and has identified
routes that should be used for freight movements passing through the area. The Advisory Lorry
Route map provides advice for drivers on the best available routes for heavy goods vehicles in
Warwickshire, and has been widely distributed within the freight industry. It is also available on the
County Council’s website.
The Hams Hall International Freight Terminal continues to grow, and as such acts as a railhead for
containerised freight from a wide area within the Midlands. The opening of the Birch Coppice
Intermodal Terminal, although rail served, has also added pressure on the road network from freight
movements. These pressures are likely to increase if both facilities expand over the next 15 years.
The County Council will consider the need for the introduction of a management strategy for Heavy
Commercial Vehicle parking in the Hams Hall area. This may include the provision of dedicated
parking areas and traffic management measures to prevent heavy vehicles accessing and parking in
residential areas.
It has been agreed that the County Council will undertake a review of its Environmental Weight Limit
policy and how it could be used to manage the impact of inappropriate road usage by HGVs within
Warwickshire. As part of this process, it is proposed to approach all of the Locality Panels within the
County to gather information on local HGV issues to inform the review. This work will commence as
resources become available.
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Highway improvements and traffic management measures
County roads
Green Man Crossroads, Coleshill
As part of on-going work to reduce pressure on the heavily congested Green Man crossroads in
Coleshill town centre, the County Council is investigating a number of possible signage options to
deter through traffic and inappropriate HGV movements in the area.

Station Road, Coleshill
The County Council will keep under review the need for an improvement to Station Road North, as
the main access to Coleshill Parkway from the town centre.

Motorways and trunk roads
A Strategy for the A5
The A5 is an important strategic link which runs along the northern and eastern edge of the County
boundary with Staffordshire, Leicestershire and Northamptonshire, and provides access to a number
of major industrial areas such as Birch Coppice. Within Northern Warwickshire, the road also
provides an important access to the M42/A42, the M69/M1 and the M6 Toll.
In the absence of a long term strategy for the A5, it has been agreed to prepare a suitable document
in conjunction with the Highways Agency and other stakeholders. This will cover the section of the
A5 from Gailey in Staffordshire to Weedon in Northamptonshire, and will include a targeted set of
improvements for the corridor.

A5/A444 Royal Red Gate Junction
An improvement has been proposed by the Highways Agency to replace the existing staggered
A5/A444 junction (near the Royal Red Gate public house) with an off-line roundabout. This will
address a combination of safety and congestion issues which occur throughout the day. The scheme
is currently subject to a review by the Highways Agency to consider both the design of the scheme
and whether it still represents value for money.
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9.

Nuneaton and Bedworth Urban Area Strategy

Introduction
This section of the Local Transport Plan includes the towns of Nuneaton and Bedworth, outlying
settlements including Bulkington and the surrounding rural hinterland. The area is similar to the
administrative boundary of Nuneaton and Bedworth Borough, and forms the northern end of the
North-South Corridor. The strategic transport needs of this corridor are covered in the North-South
Corridor chapter.
This part of Warwickshire has strong links with a number of towns and cities located outside the
County, including Hinckley, Leicester and Coventry. Strong travel demand also exists towards
Solihull and Birmingham. In developing the proposals for this part of Warwickshire, the County
Council has worked in partnership with Coventry City Council, Leicestershire County Council and
Solihull Metropolitan Borough Council in order to be compatible with their LTP proposals.

The Overall Context
Population
Table 9.1: Population 2002-2008 – Resident Population Characteristics
Town
Nuneaton
Bedworth
Nuneaton and
Bedworth Borough
Warwickshire

Population in 2002
(estimated)
78,750
34,750
120,300 (mid 2003

Population in 2008
(estimated)
79,150
36,150
122,000

%
Change
1.5%
4.0%
1.4%

512,000(mid 2003

530,700

3.7%

estimate)
estimate)

The resident population of Nuneaton and Bedworth Borough as measured in the 2001 Census was
119,132. This was estimated to have increased to 122,000 by 2008. The Borough has experienced a
significantly slower rate of population growth than the Warwickshire average between 2003 and
2008 with the overall population of the Borough increasing by 1.4% compared to 3.7% across the
County overall. This rate is the second smallest increase in Warwickshire and is more closely
aligned with the figure for the West Midlands.
The Borough’s age profile is broadly consistent with the Warwickshire average, however it does
have a slightly higher representation of 0-15 year olds and a slightly lower proportion of older people
(i.e. males aged over 65 and females aged over 60).
Recent population projections indicate that that the Borough’s population is set to increase by 13.7%
by 2031. Whilst this level of increase is broadly in line with the regional rate of increase, it is
significantly lower than the projected rate of increase in the south of the County. The number of
people aged over 65 is set to increase by the largest percentage (70.1%).
Nuneaton and Bedworth performs relatively poorly on the Census health indicators. 19.1% of the
population has a limiting long-term illness (11th of 34 West Midlands local authorities) and 9.7%
class their health as ‘not good’ (10th regionally). Linked to this is a higher than national average of
the working age population who are permanently sick or disabled (6.2%).
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Socio-economic issues
In socio-economic terms the Borough performs below average for the County. Mean income is
£24,757 per annum and is the lowest of all the Warwickshire District/Boroughs. However the mean
household income of residents is significantly higher than that for employees working in the Borough,
equating to a difference of £3,000. This suggests that a significant proportion of residents travel
outside of the Borough to earn higher incomes.
Car ownership in Nuneaton and Bedworth is the lowest in the County, with nearly a quarter of
households (24.1%) having no access to a car or van. The Borough average however disguises
significant variations in car ownership levels between wards. In wards such as Wem Brook, Abbey,
Bede and Camp Hill, car ownership levels are significantly lower than the average, with over a third
of households having no access to a car. In contrast, nearly all households in Whitestone, Galley
Common and St Nicholas wards have access to a car, with only between 6-9% not having access.
The Index of Multiple Deprivation (IMD) 2007 shows that Nuneaton and Bedworth Borough has 28
Super Output Areas (SOAs) that feature in the top 30% most deprived SOAs nationally, including six
in the top 10% and seven in the top 10-20%. Of particular significance is the 48 SOAs that feature
within the top 30% most deprived SOAs nationally on the measure of education, skills and training
deprivation. In addition, 28 of the Boroughs SOAs fall within the top 10% most employment deprived
SOAs in England.
Nuneaton and Bedworth Borough has traditionally had the highest Job Seekers Allowance (JSA)
claimant rate in Warwickshire. The claimant rate increased sharply during 2008/9 as a result of the
economic downturn, remaining similar to the regional average but significantly higher than the
national average. There is considerable variation within the Borough with the lowest JSA claimant
rates experienced in Whitestone ward and the highest in Camp Hill ward.
In recognition of the socio-economic needs of the community, a large part of the Borough has been
designated within the Coventry to Nuneaton Regeneration Zone. This is one of six areas designated
by the former Regional Development Agency in the West Midlands to connect communities in need
with opportunity.

The environment
Although much of this part of the County is of an urban nature, the immediate hinterland of the two
main towns is predominantly made up of high quality agricultural land. The west of the area enjoys a
similar undulating topography as Northern Warwickshire, and the quality of the landscape is both
varied and interesting. The area is also home to a number of historic properties, including Arbury
Hall, and is crossed by the Coventry Canal.

Travel patterns
Road traffic growth
Traffic flows in each of the major urban areas in Warwickshire has been monitored on an annual
basis to establish traffic growth (or reduction). Nuneaton has experienced the highest rate of traffic
growth at approximately 7.5%, with Bedworth experiencing a lower growth rate of 2.7%.
This overall growth in traffic masks a trend in recent years for a reduction in traffic levels. This is
thought to be due to a combination of factors including rising unemployment levels and an increase
in fuel prices.
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In contrast to other towns within Warwickshire, traffic growth in Bedworth has continued, albeit at a
slower rate in more recent years.
Figure 9.1: Growth 2000-2009 based on 24 hour flows recorded at cordon sites around the main
urban areas of the County
Three year rolling average
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Modal split
Table 9.2 shows a summary of modal split for the journey to work. Travel by car is the main mode of
transport in the Borough for journeys to work. The proportion of people driving to work is
approximately the same as the County average. However, the Borough has a greater proportion of
residents travelling to work as a car passenger than the County average (9% compared to the
County average of 6.9%).
Bus use within the Borough is higher than the County average (5.2% compared to 3.4%), with
Bedworth having the highest levels of bus use for journeys to work at 7.3%. This compares to 4.1%
for Nuneaton. Travel to work by train is lower than the County average (0.6% compared to 1.3% for
the County) and there is a lower proportion of people working at home than the County average
(6.9% compared to 9.7%).
Table 9.2: Modes used for the journey to work
Nuneaton and Bedworth Borough – Journey to Work Modal Split (Source: 2001
Census)
Car
Bus
Train
Bicycle
Walk
Nuneaton and
64.4%
5.2%
0.6%
2.8%
9.3%
Bedworth
Borough
65.2%
4.1%
0.7%
2.7%
9.6%
Nuneaton Area
Bedworth Area
62.8%
7.3%
0.4%
2.8%
8.8%
64.3%
3.4%
1.3%
2.9%
9.7%
Warwickshire
Please note that these do not sum to 100% as only main modes of travel are included
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Travel to work characteristics vary significantly between wards in the Borough. For example:



Twice as many people in Abbey and Wem Brook travel to work by foot than the County average.
However, walking to work for residents in wards such as Heath, Kingswood, Whitestone, Galley
Common and Bulkington is much lower than the County average; and
Residents in Bede, Camp Hill, Exhall, Kingswood, Poplar, Slough and Heath are two to three
times more likely to travel to work by bus than the County average. In contrast, Whitestone, St
Nicholas and Weddington wards are significantly below the County average for bus travel.

Table 9.3 shows a summary of modal split for the journey to school. Data from the 2009/10 School
Travel survey shows an encouraging trend, with a slight decline in the proportion of children
travelling to school by car (down to 32% from 36%) and a corresponding increase in the proportion
of pupils walking to school (up from 56 to 58%) or travelling to school by bus (up from 5 to 6%). The
proportion of children cycling to school in the Borough remains the same at 3%.
Table 9.3: Modes used for the journey to school: Nuneaton and Bedworth Borough
Car
Nuneaton and
Bedworth
Borough
Warwickshire

Bicycle

Walk

32%

Public
Transport
6%

3%

58%

33.5%

16%

3%

46.5%

Despite a slight decline in the levels of car use for journeys to school, the school run still has a
significant influence on traffic levels in the urban areas and contributes to increased congestion and
unreliable journeys. Typically 20% of vehicles on the road between 8.30am and 9.00am are
attributed to school journeys.

Transport Problems and Opportunities
A review of problems and opportunities for the Nuneaton and Bedworth area is set out below. The
evidence considers the wider economic, environmental and social context that transport must
operate within in order to address these wider issues. The evidence is considered in turn under each
of the national transport goals.

Goal 1: Supporting Economic Growth
Congestion
Congestion can be harmful to the economy, with a significant amount of time being lost due to
employees or goods that are caught in traffic. Within the Borough there are a number of locations
where road capacity and the pattern of road use result in slow and unreliable journeys, especially
during peak periods.
Although this is a countywide problem, measures to address increasing levels of congestion within
the Borough are particularly important because of the emphasis in the Regeneration Zone of
bringing forward development opportunities and growing a competitive business and employment
base as a catalyst for regeneration. Increasing congestion could act as a significant deterrent to new
business investment.
Recent data provided by DfT allows congestion to be mapped using journey times and vehicle
speeds from Satellite Navigation Data. 84 relatively congested routes in Warwickshire have been
selected for monitoring. Further information regarding this can be found in the Congestion Strategy.
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Town centre access
Ensuring ease of access to the town centres of Nuneaton and Bedworth (and indeed the whole of
the North-South Corridor) by all modes is essential to their long-term economic vitality and viability.
Factors such as the nature, location and quantity of parking provision in the town, as well as barriers
to pedestrian and cycle movement and limited public transport provision can all adversely affect
ease of access.
Opportunities to improve access have been developed over the timeframe of the first two LTPs. For
example, the completion of the Nuneaton Development Project has provided a near continuous
cycle route around the ring road and improved crossing points for pedestrians and cyclists to access
the town centre, together with junction improvements at Queens Road.

Access to employment
To help maintain and increase employment levels, there is a need to ensure good transport links to
existing and potential employment sites to maximise opportunities for Borough residents. In the west
and north of the Borough the availability of employment sites is limited, and those sites that do exist
have restricted access due to vehicles having to travel via the town centre. The possibility of
improving road connections to support new employment development will be explored. In addition, to
maximise opportunities for employment, the enhancement of transport connections to link areas in
the north and west of Nuneaton to employment sites in North Warwickshire and Birmingham will be
pursued. Similarly, opportunities exist to improve transport links along the North-South Corridor
between Nuneaton and Leamington Spa, opening up opportunities for jobs as part of the
development of the regeneration corridor and to the Coventry Arena site.

Goal 2: Tackling Climate Change
As described elsewhere in this document, the Government, through its Climate Change Act, has
made a commitment to reduce greenhouse gas emissions across the UK economy by at least 80%
on 1990 levels by 2050, and 34% on 1990 levels by 2020. CO2 emissions from transport within
Nuneaton and Bedworth Borough are substantially lower than for other Warwickshire districts, as
demonstrated in Figure 4.1. This reflects lower levels of transport usage in this area when compared
to elsewhere in the County. However there is still a need to move towards a low carbon transport
system to help meet our carbon budget obligations and opportunities will be sought to reduce
transport related carbon emissions in the area and sustainable modes of travel will be encouraged.

Goal 3: Contributing to better Safety, Security and Health
Road safety
In 2009, there were 346 road casualties in Nuneaton and Bedworth Borough, with:



59 people killed or seriously injured; and
287 people slightly injured.

Continued improvements in road safety form an important part of the transport strategy for the
Nuneaton and Bedworth Urban Area. This includes tackling the problem of the significantly higher
incidence of road casualties in disadvantaged communities in West Nuneaton (including Camp Hill
ward which is one of the 10% most deprived wards in the UK).
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Crime and fear of crime
Recorded crime within Nuneaton and Bedworth Borough between April 2008 and March 2009
totalled 10,725 incidents, which equates to a rate of 88 for every 1,000 head of population (Source:
Warwickshire Police). This is the highest crime rate in the County.
Crime and fear of crime can deter walking, cycling and the use of public transport. Similarly, the
perceived safety and security of parking may deter people from travelling by car to certain
destinations. The County Council will address problems of crime and safety in and around transport
through initiatives such as improved waiting and interchange facilities and enhanced staff presence.
In addition, we will seek to minimise the effects of crime in car parks and will look for crime reduction
measures in the design of new facilities.

Air quality
The higher than average growth in traffic levels in Nuneaton and resulting congestion at certain
locations has led to a worsening of environmental conditions in the town centre. Poor air quality can
impact on people’s health, causing problems for those with respiratory illnesses and cardiorespiratory conditions. Certain pollutants can lead to more general difficulties in breathing,
headaches, coughing and nausea when levels are high.
Since the submission of LTP2, Nuneaton and Bedworth Borough Council has declared two AQMAs
within the urban area of Nuneaton. The first is located on the A47 Old Hinckley Road/Leicester Road
gyratory, immediately east of the railway station, and was declared in December 2006 for a marginal
exceedance of NO2. The AQMA includes a number of residential properties along with the Etone
Comprehensive School. An Air Quality Action Plan was subsequently prepared by the Borough
Council and the County Council, and is reproduced in full in Appendix C.
A second AQMA has recently been declared around the junction of Corporation Street/Central
Avenue/Midland Road/Abbey Street close to the Nuneaton Ring Road. A revised AQAP covering
both AQMAs is currently being jointly prepared by the Borough and County Council. This is due to be
published in Spring 2011.

Health and obesity
Obesity is a key health issue that is affecting the residents of Nuneaton and Bedworth Borough. It is
estimated that just over 29% if the adult population of the Borough are obese. This is higher than
other Districts in Warwickshire and higher than the County average at 26%.
The proportion of children who are classified as overweight or obese is also slightly higher in
Nuneaton and Bedworth Borough than the County average, as highlighted in Table 9.4 below.
Table 9.4: Children overweight and obese
Reception – overweight
Reception – obese
Year 6 – overweight
Year 6 - obese

Nuneaton and Bedworth
13.5%
9.3%
14.0%
20.6%

Warwickshire
12.9%
8.0%
13.5%
18.1%

Encouraging more active travel is one way to help address the health issues identified above and
opportunities will be sought to encourage people into more healthy lifestyles through walking and
cycling.
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Goal 4: Promoting Equality of Opportunity
Ensuring that good transport links are available to enable people to easily reach a wide range of key
services and facilities is particularly important given the low car ownership levels in some parts of the
Borough, the growing percentage of elderly population and the rural catchment within this area of the
County. This will be achieved through a combination of promoting better public transport, improving
facilities for walking, cycling, powered two wheelers and improved traffic management.
In promoting better public transport, there is a need to ensure that the network adapts to changing
land use patterns within the Borough, including responding to the growth of employment and leisure
opportunities on out-of-town sites. These tend to afford good access to the strategic road network,
but historically have not been well served by public transport.
Opportunities to improve transport and movement to the key town centres within the area will be
sought over the LTP period. A number of access improvements have been identified for Nuneaton
and Bedworth town centres to support their regeneration. These include improved linkages for
pedestrians and cyclists, enhancement of public transport interchange facilities, and rationalisation of
car parking in conjunction with future town centre developments.
Ensuring that sufficient short-stay parking is available at a cost and convenience to attract local
residents to Nuneaton and Bedworth town centres is also important to maintain good accessibility.
Within the urban area, the physical alignment of transport infrastructure reduces accessibility by
restricting movement in certain locations. For example, the alignment of rail and canal corridors and
main highway routes (including the ring road) can result in lengthy detours to access local services
and facilities, deterring travel on foot or by bicycle. Opportunities to reduce this severance effect by
providing new or enhanced crossing points will be further explored.
A lack of convenient public transport services in rural parts of the area continues to be identified as
an issue for Borough residents.

Goal 5: Improving Quality of Life
The dominance of traffic along main roads supporting a mix of uses can conflict with places where
people live, work, shop and socialise, resulting in a reduced quality of life and safety concerns. Such
conflicts occur in several locations within the Borough, including Bedworth town centre and the local
centres of Queens Road and Abbey Green in Nuneaton. Similarly, the location of several older
industrial areas close to residential areas can lead to a reduced quality of life for local people due to
high volumes of heavy goods vehicles on unsuitable roads. Measures to reduce such conflicts will be
explored, including introducing access restrictions for HGVs and reviewing signing for vehicles to
encourage the use of more suitable routes.
Proposals to introduce Decriminalised Parking Enforcement (DPE) will improve quality of life for
many residents, particularly those living close to the town centres who are affected by inappropriate
and illegal shopper and commuter parking.
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The Strategy
Key Objectives


Support the regeneration of Nuneaton and Bedworth town centres and the stability and growth of
the local economy;



Support future housing and employment growth within the Borough, including development
within the Coventry to Nuneaton Regeneration Zone;



Support access to services and facilities, particularly for those without access to a car; and



Reduce the environmental impact of traffic within the Borough and improve local air quality.

The proposals set out below describe how the County Council and its partners aim to deliver these
objectives. The key proposals are shown in Figures 9.2 and 9.3.
Figure 9.2: Key Proposals in Nuneaton
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Figure 9.3: Key Proposals in Bedworth

Key Proposals
Transport improvements to deliver growth
Nuneaton and Bedworth Borough Council is currently in the process of preparing a Borough Plan,
with a consultation on the Preferred Option due to take place in Spring/Summer 2011. Once the
detail of this is known, the County Council will undertake an assessment of the land use proposals
using the Nuneaton and Bedworth Paramics model. An assessment of public transport requirements
will also be undertaken. It is envisaged that this information will be used to inform the preparation of
the Infrastructure Delivery Plan and the County Council’s evidence on transport to the Independent
Examination of the Plan. The likely dates for the submission of the Plan to Government, the
Independent Examination and the subsequent adoption of the Plan have yet to be determined by the
Borough Council.

Improvements within Nuneaton and Bedworth town centres
A considerable amount of work has been undertaken over the last ten years to identify and develop
a number of proposals to improve Nuneaton and Bedworth town centres, the most recent of which
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has been a Town Centre Capacity Study. The purpose of this work has been to promote, guide and
maximise the future development and regeneration potential of the town centres and build upon
existing initiatives. As well as including proposals for new development, the work has considered
proposals for transport improvements and enhancements to local streets and public spaces. This
has included:






Improving pedestrian and cycle linkages;
Improving links between the railway and bus station in Nuneaton;
Improving links between the railway and town centre in Bedworth;
Rationalising parking within the town centres; and
Provision of a bus-only bridge across the River Anker to improve access at Nuneaton Bus
Station.

In addition, to assist in the redevelopment of town centre sites, the following proposals have also
been considered:

Reconfiguration of Nuneaton Bus Station
The existing bus station is well located between the town centre and the railway station. A
reconfiguration of the layout of the bus bays would reduce the area taken by the bus station, whilst
allowing for potential growth of services. New uses could then be introduced on the remainder of the
site. The layout and orientation of any new development would be designed to strengthen the
physical and visual link between the bus and rail stations.

Vehicular restrictions along Mill Street, Bedworth
To assist connectivity between the town centre and redevelopment proposals outlined in the
proposals for the Mill Street area of Bedworth, vehicular restrictions are proposed to be introduced
on the section of Mill Street and Leicester Street between their junctions with George Street
Ringway. The proposal includes removal of through traffic, except for buses, to create a more
pedestrian friendly environment by reducing the width of the carriageway, improving the bus stop
facilities, increasing the width of the footways and enhancing the paving materials, tree planting,
seating and lighting. The proposals are being pursued in connection with the redevelopment of the
Tesco store.
The proposals necessitate the re-routing of through traffic via George Street Ringway to create a
two-lane road, with junction improvements at Leicester Road and Mill Street. Any works required to
the Ringway will be considered in tandem with the access requirements for the redeveloped Tesco
store.

Air quality
The Air Quality Action Plan, prepared by the Borough Council and the County Council to address the
AQMA located on the A47 Old Hinckley Road/Leicester Road gyratory, immediately east of the
railway station, includes measures such as traffic management improvements (e.g. Urban Traffic
Management Control, Variable Message Signing, reviews of fixed highway signage), improvements
to public transport, walking and cycling facilities, and initiatives to change travel behaviour.
An AQAP is currently in the process of being prepared by the Borough and County Council to
address the AQMA which has recently been declared around the junction of Corporation
Street/Central Avenue/Midland Road/Abbey Street close to the Nuneaton Ring Road. This will draw
on a number of measures set out within the LTP which are anticipated will have a positive impact on
air quality within the town.
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Public Transport
Bus
In line with the Bus Strategy, the County Council will work with the main bus operator in the Borough
(Stagecoach in Warwickshire) to develop further Quality Bus Corridors (QBCs). The QBC concept
has proved successful during the first and second LTP periods in increasing patronage on key
commercial bus routes. The concept combines bus stop infrastructure and information provision
upgrades by the County Council as highway authority, with improved vehicle and frequency
enhancements provided by the operator.
Within this area, it is proposed to upgrade the Nuneaton-Atherstone-Tamworth inter-urban bus route
to a QBC standard in partnership with Staffordshire County Council.
The County Council will continue to seek to secure a ‘through’ bus service between NuneatonBedworth-Coventry-Kenilworth-Warwick/Leamington Spa to address the lack of such a service
between the north and south of the County without the current requirement to change within
Coventry. A through service would enable a free-flow between where people live and the
opportunities for work and leisure without increasing congestion.
Proposals to enhance facilities at bus stops and public transport interchanges, consistent with the
aims set out in the Public Transport Interchange Strategy, include:





Improved interchange at Nuneaton rail station with bus services, and facilities for pedestrians
and cyclists;
Improvements at Nuneaton bus station in conjunction with redevelopment proposals for the site;
Improvements to the main bus thoroughfare in Bedworth along Mill Street; and
Provision of Bus Information Points (BIPs) at specific locations in the Borough

Rail
The rail-based NUCKLE (Nuneaton-Coventry-Kenilworth-Leamington) initiative has been developed
by the County Council in partnership with Coventry City Council and Centro, and comprises four
phases of development:





Phase 1 – Improved service frequencies between Coventry-Bedworth-Nuneaton with new
stations at Ricoh Arena and Bermuda, platform lengthening at Bedworth and a new bay platform
at Coventry;
Phase 2 – Improved service frequencies between Coventry-Leamington with a new station at
Kenilworth with services to Birmingham / London / Oxford / Thames Valley;
Phase 3 – Extension of the Coventry-Bedworth-Nuneaton services to the East Midlands; and
Phase 4 – Operation of ‘through’ Leamington Spa-Coventry-Nuneaton services.

Phases 1 and 2 are currently at an advanced stage of development and delivery is anticipated in the
short term, with Phases 3 and 4 to follow in the medium/long term. However, as the delivery of rail
initiatives involves a wide range of stakeholders and can often depend on strategic decisions, the
details and timescales of the later phases will need to be flexible to take advantage of
implementation opportunities as they arise.
In February 2011 the County Council received confirmation that NUCKLE Phase 1 had been
progressed to the next stage of the Major Scheme funding process (the ‘Development Pool’). The
DfT has now invited the various scheme partners to submit a Best and Final Bid (BAFB) by
September 2011, before Ministers make a final funding decision as to whether the scheme will
receive funding in January 2012.
65

Warwickshire LTP 2011-2026 Part A The Strategy

Within the medium/long term, the County Council will seek to provide new stations at Galley
Common and Hawkesbury.

Community Transport
Enhanced facilities for community transport passengers will be provided at Nuneaton rail and bus
stations, consistent with the aims set out in the Public Transport Interchange Strategy. Enhanced
facilities and information will also be provided where appropriate at all new Bus Information Points.
The County Council will explore how the needs of community transport users and operators can be
configured in the development of the Inter-Urban Quality Bus Corridor between NuneatonAtherstone-Tamworth.

Taxis and Private Hire Vehicles
Enhanced facilities for taxis and private hire vehicles will be considered as part of the redevelopment
proposals for Nuneaton bus station.

Walking
The proposals that have been developed to date for Nuneaton and Bedworth town centres have
identified a number of improvements to the pedestrian environment and public realm. These include:







A new north-south pedestrian priority route between Bond Street and Corporation Street in
Nuneaton;
An improved pedestrian environment along Spitalfields with enhanced connections to the Miners’
Welfare Park in Bedworth;
An improved pedestrian link from Nuneaton rail station to the town centre; and
An improved pedestrian environment in each of the two town centres, including improved
pedestrian priority in Mill Street/Leicester Street, Bedworth as part of the comprehensive
redevelopment proposals of the Tesco store.
Wider promotion of sustainable transport initiatives.

In addition to improving access to and within the town centres, pedestrian improvements will be
focused on links to key services and facilities, including the Safer Routes to School programme.

Cycling
To progress the implementation of cycle infrastructure, a cycle route network development plan has
been produced in consultation with local cyclists. This identifies key routes between residential areas
and trip generators such as schools, employment areas, town centres, public transport interchanges
and leisure centres. A number of priority routes have been identified which we intend to implement
within this LTP period and preparatory work on the feasibility of these routes is underway. These
include:




Developing dedicated cycle infrastructure on key links to town centres, employment sites,
educational establishments and public transport interchanges in Nuneaton and Bedworth;
Developing dedicated cycle infrastructure on key inter-urban links, including Bedworth –
Nuneaton; and
Improving cycle access into and through Nuneaton town centre.

The County Council will complement the provision of cycle infrastructure by:


Ensuring that cycle parking continues to meet demand, including assessing the need for longstay cycle parking facilities at key transport interchanges;
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Working with major employers in the Borough to improve cycle facilities;
Actively promoting and marketing cycling to encourage more people to cycle for short journeys.
A cycle map has been produced for Nuneaton and a map will be produced in due course for
Bedworth; and
Promotion of cycling through future Travel Awareness campaigns.

Safer Routes to School schemes
Opportunities to deliver further Safer Routes to School schemes in this area will be identified during
the lifetime of the LTP on a priority basis as resources permit.

Improvements for the mobility and sensory impaired
The introduction of new low floor vehicles and enhancements to bus stop facilities as part of the
Quality Bus Corridor and Quality Bus Initiative has yielded significant improvements for those with a
physical impairment to access the transport system. Wider improvements have also been made in
terms of dropped kerb provision and the upgrading of pedestrian crossing facilities (including
measures to help those with sensory difficulties). Similar improvements will continue to be
implemented across the area on a priority basis as funding allows.
Shopmobility services operate in both Nuneaton and Bedworth town centres. In Nuneaton the
scheme operates at the Rope Walk car park. The Bedworth scheme operates on two days per week.

Parking
There is an ongoing problem regarding the abuse of parking regulations in the Borough which is
having a serious impact on:





The economic vitality and viability of the town centre;
The environment of residential areas around the periphery of the town centre;
Safety on the public highway due to parking occurring in potentially dangerous locations; and
Bus operations, due to parking occurring in and around bus stops and taxi ranks.

The introduction of Civil Parking Enforcement (CPE) within the Borough is therefore a priority, and
progress is being made towards its introduction.
To ensure ease of access to car parks, it is proposed to implement a Variable Message Signing
scheme on the main approaches to Nuneaton town centre. This will be complemented by a review of
fixed signage. It is hoped that the scheme would be of particular benefit in reducing circulatory traffic
using the ring road whilst searching for parking spaces.

Freight
Following the implementation of CPE (see above), the County Council will review the existing
loading restrictions to ensure the enforcement of loading bay regulations, with a view to pursuing the
implementation of restricted loading periods and access routes in both Nuneaton and Bedworth town
centres. This may have wider benefits for air quality within the urban area.
The County Council will also carry out a review of current signing on arterial routes and, where
necessary, implement additional directional signing to business, industry and tourist destinations to
ensure traffic is directed along suitable routes. In addition, we will continue to work with operators to
promote and develop the use of good practice initiatives in sustainable freight distribution.
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Highway improvements and traffic management measures
County roads
A444/Newtown Road Improvement
There has been a long held aspiration to construct a northbound on-slip and southbound off-slip on
the A444 near the junction with Newtown Road (often referred to as ‘completing the diamond’). This
would remove the need for traffic from the north to pass through Bedworth in order to access the
residential areas to the west of the town centre.
The County Council will continue to identify opportunities to fund this improvement, including
developer contributions (where appropriate) from future housing and employment proposals.

Area-wide junction improvements
Selective junction improvements within the urban area will be implemented over the life of LTP3 in
order to improve safety and/or capacity. Where appropriate, these may relate to mitigating the
impact of future housing and employment growth within the Borough.

Motorways and trunk roads
A Strategy for the A5
The A5 is an important strategic link which runs along the northern and eastern edge of the County
boundary with Staffordshire, Leicestershire and Northamptonshire, and provides access to a number
of major industrial areas such as Magna Park and south west Hinckley. Within Nuneaton and
Bedworth, the road also provides an important access to the M42 and M69/M1.
In the absence of a long term strategy for the A5, it has been agreed to prepare a suitable document
in conjunction with the Highways Agency and other stakeholders. This will cover the section of the
A5 from Gailey in Staffordshire to Weedon in Northamptonshire, and will include a targeted set of
improvements for the corridor.

A5 Longshoot to Dodwells
There has been a long held aspiration for a new road to be provided from Dodwells Roundabout on
the A5 to the A47/A4254 near Horeston Grange, in order to remove pressure on the A5 between
Dodwells Roundabout and The Longshoot. There may be an opportunity for this scheme to come
forward as part of wider development proposals in the local area, although clearly this will be subject
to the Borough Council’s Preferred Option for its Core Strategy.
A recent Inspector’s decision has upheld a developer’s request to remove a planning condition to
signalise Dodwells Roundabout. The scheme described above to improve the A5/A47 Longshoot
would necessitate an improvement to this junction.
The Highways Agency is currently carrying out a study to look at safety and congestion issues
between Dodwells Roundabout and The Longshoot. The outcomes of this work are due to be
reported early in 2011.

A5/A444 Royal Red Gate junction
Details regarding this junction can be found in the section of the LTP covering Northern
Warwickshire.
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M6 Junction 3
Details regarding this junction can be found in the section of the LTP covering the North-South
Corridor.
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10. Eastern Warwickshire Area Strategy
Introduction
This section of the Local Transport Plan covers the urban area of Rugby and the surrounding rural
hinterland (see Figure 10.1). The area covered by this section is similar to the administrative
boundary of Rugby Borough, however it excludes certain parts to the north and west. These are
predominantly covered in the North-South Corridor chapter.

Figure 10.1: Eastern Warwickshire Travel Area
Given its location, this area of Warwickshire has strong links with the East Midlands and the South
East, including places such as Leicester, Northampton, Daventry and Banbury. Strong travel
demand also exists towards Birmingham, Coventry, Nuneaton and Leamington Spa.
In developing the proposals for this part of Warwickshire, the County Council has worked in
partnership with Northamptonshire County Council, Leicestershire County Council, Oxfordshire
County Council and Coventry City Council to ensure that there is consistency with their LTP
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submissions. Rugby Borough Council has also been involved in the development of the Plan,
particularly in the context of the future proposals for growth within this area of the County.

The Overall Context
Population
The resident population of Rugby Borough in 2008 was 91,700, with 63,950 of these living in Rugby
itself (Source: ONS/Warwickshire Observatory). The resident population has increased by around
3,400 since 2003, representing a growth of 3.9%. This is the third highest growth within the County
after Warwick and Stratford-on-Avon Districts.
The Borough has a similar age profile to the other areas of the County, albeit with a slightly lower
proportion of people within the working age, and a slightly higher percentage of young (0-15) and
older (+65) people. The resident population are predominantly White, although there is also a
significant Asian, Pakistani, Afro-Caribbean, Chinese and Portuguese representation within the
community (Source: Warwickshire Observatory).
Recent predictions for the year 2031 suggest that the population of the Borough will rise to 109,900,
representing an increase of just under 22%. The largest growth within this will be in the older
population (+65), which is predicted to increase by 26,500 (a growth of 77.9%). This reflects a wider
trend across the County and indeed the UK as a whole towards an ageing population (Source:
ONS/Warwickshire Observatory).

Socio-economic issues
Around 46,000 people in Rugby Borough are economically active. Of this working population, 32,000
are employed within the Borough, while 14,000 travel to other areas to work. This is balanced by an
influx of approximately 15,000 people who travel into the Borough, making it a net importer of labour.
These characteristics have significant implications for travel provision and the transport network.
Despite an overall decline within the Sub-Region, manufacturing continues to remain important
within the Borough. The geographical position of Rugby adjacent to the ‘crossroads of the country’
(M1/M6/A14) is reflected in the high proportion (around 25%) of employment which is related to the
distribution and transport sectors. The large rural hinterland of the Borough meanwhile contains
approximately 500 farms and smallholdings, which emphasises the important role of agriculture to
the local economy.
These overall trends however conceal a wide diversity of socio-economic and deprivation issues.
Three wards in particular (Benn, Newbold and Brownsover) have characteristics which suggest
significant deprivation issues. Brownsover South Lake District North is the 13th most deprived Super
Output Area (SOA) within the County (Source: Indices of Multiple Deprivation, 2007). There are a
number of other smaller pockets of deprivation within the Borough which, given their isolated nature,
are difficult to address.
Average income in the Borough is £27,414 per annum (Source: NOMIS). This compares favourably
to the West Midlands and national average. The Mosaic Socio-Demographic classification of
households (which gives an indication of diversity across an area) however shows that the Borough
has a lower representation of Category Group E ‘Educated, young, single people living in areas of
transient populations’ compared to the rest of the County (Source: Experian (2007)).
Rugby Borough had the highest number of housing completions within the County during 2007/8
(810), with 220 of these being affordable dwellings.
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The environment
The rural nature of the Borough gives rise to a pleasant environment. Assets such as the Oxford
Canal, River Avon and Draycote Water serve to further enhance the local environment of the area.
The fabric of Rugby town includes Rugby School, St Andrews Church and a number of attractive
parks and gardens. The town is the birthplace of the game of Rugby Football, and is also where Sir
Frank Whittle tested the first jet engine.

Travel patterns
Road traffic growth
Road traffic within Rugby grew by 3.3% between 2000 and 2009 (Source: Warwickshire County
Council). This trend is strongly linked to the recent housing, employment and retail growth which has
taken place at Cawston, Coton Park, Swift Valley and within the Town Centre (e.g. the Swan
Centre). Further committed development at Malpass Farm, on the former Livestock Market and
Alstom/GEC sites and through the proposals contained in the Borough Council’s Local Development
Framework (LDF) Core Strategy will need to be managed to ensure that traffic levels do not continue
to grow at a similar rate over the next ten years. As such, the County and Borough Councils will aim
to ameliorate the impact of any growth in vehicular traffic by securing appropriate mitigation
measures through the land use planning system, and the implementation of the strategies contained
within this LTP.
The recently opened Rugby Western Relief Road and new link road between the A426 Leicester
Road and Mill Road have already had a significant impact on travel patterns within the town. These
emerging trends will continue to be monitored over the next 18-24 months.
Figure 10.2: Traffic Growth 2000-2009 based on 24 hour flows recorded at cordon sites around the
main urban areas of the County
Three year rolling average
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Modal split
Table 10.1 shows a summary of modal split for the journey to work. Travel by car is the main mode
of transport in the Borough for these journeys. The proportion of people driving to work is similar to
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the average for the County as a whole. The area has the second highest proportion of people who
use the train or walk to work, and the highest mode share within the County for trips to work by bike
(4%). This reflects the generally well-developed cycle network which exists within Rugby.
Table 10.1: Modes used for the Journey to Work in Rugby Borough (2001 Census)
Rugby Borough– Journey to Work Modal Split (Source: 2001 Census)
Car
Public Transport
Bicycle
Walk
Rugby Borough
70.2%
4.7%
4.0%
10%
71.2%
4.7%
2.9%
9.7%
Warwickshire
Note: The residual amount is accounted for by ‘Other Modes’ (2.2%) and ‘People working at or from home’
(9%).

The table below provides a summary of the current modal split for the journey to school (primary and
secondary).
Table 10.2: Modes used for the Journey to School in Rugby Borough (Source: Warwickshire County
Council (2009)
Rugby Borough– Journey to School Modal Split 2009/10 (Source: WCC)
Car
Public
Bicycle
Walk
Transport
Rugby
33.0%
20.0%
4.0%
42.0%
Borough
Warwickshire
33.5%
16%
3%
46.5%

The ‘school run’ has a significant influence on traffic levels in Rugby town and the key rural
settlements of the Borough, in terms of both congestion and journey reliability. Typically a fifth of
vehicles on the highway network between 8.30am and 9.00am can be attributed to a school related
journey.

Transport Problems and Opportunities
A review of problems and opportunities for the area is set out below. The evidence considers the
wider economic, environmental and social context that transport must operate within and its role in
addressing these wider issues.

Goal 1: Supporting Economic Growth
The effects of traffic congestion can have a significant impact on the economy, due to time being lost
or delays to the delivery of goods and services. Within the Borough (and particularly in the main
urban area of Rugby) there are a number of locations that suffer from congestion on a daily basis in
both the morning and evening peak periods and at other times of the day. These include:








A428 Lawford Road, on the approach to Oliver Street and the Warwick Street Gyratory;
A4071 Bilton Road, on the approach to the Warwick Street Gyratory;
A426 Dunchurch Road, on the approach to the Warwick Street Gyratory;
On the Warwick Street Gyratory itself;
On the A426 Leicester Road and B4112 Newbold Road approaches to the Avon Mill roundabout,
and at the roundabout itself;
A426 Corporation Street/Evreux Way/Oliver Street roundabout;
A426 Corporation Street between the Evreux Way/Oliver Street roundabout and the Warwick
Street Gyratory;
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A428 Lawrence Sheriff Street between the Warwick Street Gyratory and the Whitehall
Road/Bruce Williams Way roundabout; and
A428 Hillmorton Road, on the approach to the Whitehall Road/Bruce Williams Way roundabout.

As described later in this section of the plan, a considerable amount of work has been undertaken by
the County Council to identify the transport interventions which will be needed to support the
proposed levels of housing and employment growth within the Borough, and ensure that existing
congestion problems are not exacerbated further over the next 15 years. Improvements to the
Warwick Street Gyratory and the A426 and A428 corridors will be particularly vital in this respect.
Increasing congestion may ultimately lead to less business investment and an unattractive
environment where people do not want to live and work. This would be counter-productive to the
aims and objectives of the Borough Council’s LDF Core Strategy, as well as this LTP.
Good access to Rugby by all modes is vital to help support local business and assist the
regeneration of the town centre. A balance must be struck however between the location, quantity
and price of town centre parking, and the provision of good public transport, walking and cycling
facilities. The measures in this plan aim to do this by giving people choice to make their journeys by
a range of modes.
A number of improvements have been made during the first two LTP periods to the accessibility of
Rugby town centre, particularly for pedestrians, cyclists and public transport users. The provision of
improved highway signage and car park Variable Message Signing has complemented this to ensure
that traffic is not moving into and through the town centre network unnecessarily. Further
improvements are planned to come forward during this plan period, many of which will be linked to
the proposed housing and employment growth within the area. The expansion of the pedestrianised
area of the town centre is specifically designed to support the local economy and improve movement
between the key retail, business and cultural areas.

Goal 2: Tackling Climate Change
The main causes of CO2 emissions within the Borough are related to industry (primarily the Rugby
Cement works to the west of the town) and road traffic emissions. The aims of this LTP and other
key strategies within the area (including the Borough Council’s LDF Core Strategy and Sustainable
Community Strategy) are to reduce the need to travel and encourage the use of more sustainable
forms of transport. These will also assist in improving air quality (see below).

Goal 3: Contributing to better Safety, Security and Health
Total recorded crime within Rugby Borough between April 2008 and March 2009 totalled 6,755
incidents, which equates to a rate of 74 for every 1,000 head of population (Source: Warwickshire
Police). Although this reflects a general downward trend within the area, there are still concerns
regarding the level of violent crime, domestic burglary, criminal damage and incidents involving antisocial behaviour. Issues such as this can affect the decisions which people make regarding their
mode of transport, particularly during evenings and early morning. A number of measures which
have been implemented as part of the Rugby Business Improvement District (BID) have had a
positive impact on safety and fear of crime within the town centre.
In terms of road traffic casualties, figures from 2009 indicate that there were 67 people killed or
seriously injured (KSI) within the Borough, with 362 people slightly injured. This total of 429 is down
from the figure in 2004, when there were 445 road traffic casualties (consisting of 95 people killed or
seriously injured and 350 slightly injured). Much of this reduction in KSIs can be attributed to the
investment which the County Council has made in road safety initiatives, such as the safety camera
partnership with Warwickshire Police, speed limit reviews, driver improvement programmes and
individual schemes at locations with a history of serious or fatal injuries.
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An Air Quality Management Area (AQMA) was declared for the whole of the urban area of Rugby in
December 2004. The AQMA is bounded by the M6 to the north, the M1 to the east, and the A45 to
the south. The actual exceedances of Nitrogen Dioxide (NO2) recorded since 2004 generally occur
within the urban area and are focused around the Warwick Street gyratory, Oliver Street,
Corporation Street and Newbold Road. Recent monitoring undertaken by the Borough Council has
highlighted that these exceedances have increased slightly due to the road closures for the
construction of the Rugby Western Relief Road, other road works in and around the town centre, and
the recent opening of the Swan Centre off Corporation Street.
In September 2006, a working group was established to develop an Air Quality Action Plan (AQAP)
for the AQMA, including representatives from both the Borough and County Council, and the local
bus operator Stagecoach. The AQAP was adopted by the Borough Council in March 2008 following
a period of consultation. A full copy of the AQAP is reproduced in Appendix C of the LTP.
The LTP provides an opportunity to promote physical activity and healthier lifestyles within the
Borough through an increased role for walking and cycling. The Safer Routes to School initiative, for
example, can have a positive impact on child fitness and obesity levels by targeting the journey to
school.

Goal 4: Promoting Equality of Opportunity
Ensuring that good transport links are available to enable people to reach a wide range of services
and facilities is particularly important given:




The rural nature of much of the Borough;
The varied levels of car ownership which exist across the area; and
The gradual move towards an ageing population.

The County Council will aim to improve levels of accessibility through a combination of better public
transport, improving facilities for walking, cycling, powered two wheelers and improved traffic
management.
Given the proposed changes to land use patterns that will come about as a result of the Borough
Council’s LDF Core Strategy, there will be a need to ensure that the public transport network adapts
to meet a new set of travel demands. One of the key challenges for the proposed Gateway Rugby
and Rugby Radio Station Sustainable Urban Extensions will be to integrate them properly into the
existing urban fabric, including excellent connectivity between the two sites and the town centre.
There is a need to support and regenerate Rugby town centre through a number of targeted access
improvements. Key to this is the proposed extension to the existing pedestrianised area, which will
serve to improve the links between the following areas:





The Cultural Quarter, which includes the Art Gallery, Library and Museum;
The Swan Centre;
The Clock Towers Shopping Centre and its environs; and
The independent retailers and businesses who are predominantly located in the Regent
Street/Bank Street/Henry Street/Albert Street/Church Street area of the town.

Managing the impact of these changes on the surrounding highway network will also be vital to
ensure that the town continues to function in an appropriate and efficient way. The anticipated
displacement of on-street parking will also need to be dealt with in a sensitive manner.
Within certain parts of Rugby, the physical alignment of transport infrastructure (for example the
West Coast Main Line) impacts on levels of accessibility and movement. The resulting detours can
deter travel on foot and by bike. Opportunities to reduce the impact of severance by providing new or
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enhanced links will be explored. This will be a particular challenge for the redevelopment of the
Rugby Radio Station site, where the railway line and the Oxford Canal currently provide a barrier to
accessing adjacent residential areas and the town centre.
A lack of convenient and attractive public transport services in rural parts of the Borough continues
to be an issue for certain communities. Opportunities to improve travel choice for residents in rural
areas will be explored, including opportunities for the development and introduction of more flexible
public transport services.

Goal 5: Improving Quality of Life
Transport has the ability to impact in both a positive and negative way on peoples lives. Good
transport provision (in terms of both services and infrastructure) can enrich life by providing
opportunities to access training, employment and leisure activities. However, proximity to busy traffic
corridors can impact negatively in terms of noise and safety. Such conflicts occur in a number of
locations within the Borough, many of which can be found in Rugby itself. Similarly, the location of
established industrial areas close to residential areas can lead to a reduced quality of life for people
due to the high volume of medium and large goods vehicles on local roads. Measures to reduce or
manage these conflicts will be explored including signage and new and/or revised traffic regulation
orders. The Warwickshire Advisory Lorry Route map will also be kept under review to ensure that
drivers are provided with the most appropriate information to guide them to the key industrial areas
within or near to the Borough.

The Strategy
Key Objectives


Bring forward measures that support the regeneration of Rugby town centre and the stability and
growth of the local economy;



Ensure that the planned housing and employment growth within Rugby is properly integrated into
the existing urban area, including the provision of excellent links between the main development
sites and the town centre;



Support access to services and facilities, particularly for those without access to a car; and



Deliver improvements that reduce the environmental impact of traffic within the Borough and
improve local air quality.

The proposals set out below describe how the County Council and its partners aim to deliver these
objectives. The key proposals are shown in Figure 10.3.
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Figure 10.3: Key Proposals: Rugby

Key Proposals
Transport improvements to deliver growth
Background
Rugby has seen significant growth over the last 10-15 years with major development at Cawston,
Coton Park and Swift Valley. Further committed growth is due to take place over the next few years
at Malpass Farm and on the former Alstom/GEC and Livestock Market sites. A total of 10,800 new
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dwellings and 108 hectares of employment land are proposed to come forward in the Borough
Council’s Local Development Framework (LDF) Core Strategy. The proposed expansion of DIRFT
within neighbouring Daventry District will also have an effect on the town, not least in terms of the
impact on the transport network.
In January 2010, the Borough Council submitted its LDF Core Strategy to the Government. An
Independent Examination of the Plan was carried out during December 2010 and January 2011, a
central element of which was the consideration of the spatial proposals for growth within the town.
Within the Core Strategy, the Borough Council has identified two Sustainable Urban Extensions
(SUEs) at Gateway Rugby and Rugby Radio Station which, if supported by the Inspector, will
provide the principal focus for development in the town for the next 15-20 years. Redevelopment of
the North Street and Evreux Way (Gala Bingo/Cemex) sites are also proposed to support the
regeneration of the town centre.
Key to unlocking the two SUEs is the provision of a balanced range of improvements which will
serve to open up the sites and integrate them into the urban fabric of the town and the wider
transport network. In the development of the LDF Core Strategy, the Borough Council has sought
advice from the County Council and the Highways Agency regarding the transport implications of the
various options for growth. This advice has proved vital in the identification of the location and
quantum of growth of the two SUEs. Each of these sites are discussed in more detail below.

Gateway Rugby
The Gateway Rugby site is located to the north of the town, west of the A426 Leicester Road and
south of the M6 motorway. In transport terms, the key challenge for this site will be to minimise its
impact on the A426 corridor, particularly at Avon Mill roundabout and Junction 1 of the M6.
Improvements at both of these locations will be required as a result of this site coming forward for
development. Contributions from the Rugby Radio Station SUE towards an improvement at these
junctions and elsewhere within the town may also be necessary.
The location of the Gateway Rugby site and the lack of established bus services in this part of the
town mean that good public transport provision will be vital, particularly in terms of serving the
railway station, the town centre and other key destinations. Links to existing and proposed
employment sites in the town will also be important. The proximity of Swift Valley and Coton Park to
the Gateway Rugby site should facilitate more trips to be made on foot and by bike, given the
provision of suitable facilities. Residential and workplace travel plans will also be required to
reinforce the sustainability of the site in transport terms.

Rugby Radio Station SUE
The location and scale of development proposed on the Rugby Radio Station bring about a number
of transport issues which will need to be overcome in order to ensure that the site is both sustainable
and fully integrated with the rest of the town. Although lying in close proximity to the M1, M6, A5,
A428 and the West Coast Main Line (WCML), the historical use of the site means that it currently
has poor links with the existing transport network. Certain elements of this network (including the
WCML and Oxford Canal) also serve to sever the site from the existing urban area of the town.
In order to overcome these issues, a new transport link is proposed from the west of the site to join
Clifton Road near to Butlers Leap/Vicarage Hill. It is envisaged that this will be a mixed traffic route
with bus priority at key points along it, together with facilities for pedestrians and cyclists. The route
will form the main access from the development to the town centre for all modes of transport.
A number of strategic highway improvements will be required to serve the site and mitigate its impact
on the transport network. These include the provision of new junctions on the A5 and A428 to
access the site, a mitigation package for the A428/B4429 corridor, and local traffic management
measures within surrounding villages such as Clifton upon Dunsmore.
78

Warwickshire LTP 2011-2026 Part A The Strategy

The County Council has carried out some preliminary traffic modelling and engineering feasibility
work to consider the provision of a new road to provide relief to the A428 and B4429 in and around
Hillmorton and Ashlawn (known as the Rugby Southern Relief Road). The current basis of the
scheme is to provide a new link from the A428 Crick Road (east of the railway bridge) across the
West Coast Main Line to the south of Hillmorton. This would rejoin the B4429 Ashlawn Road (west of
Percival Road), which itself would then be upgraded as far as the A426 Dunchurch Road
roundabout. A new road would then be constructed from just west of this junction either to the
A45/M45 roundabout near Thurlaston or the B4642 Coventry Road/Cawston Grange
Drive/Calvestone Road roundabout.
At this stage, the County Council is confident that the early phases of development at the Radio
Station could proceed without the Southern Relief Road being in place. Traffic modelling undertaken
to date has indicated that Phase 1 of the scheme (A428 Crick Road to A426 Dunchurch Road
roundabout) is necessary by 2026, subject to what mitigation strategy is adopted for the A428/B4429
corridor. Phase 2 of the scheme from the A426 Dunchurch Road to the A45/M45 roundabout near
Thurlaston could come forward as part of development in what is referred to in the Local
Development Framework Core Strategy as the ‘South West Broad Location’. If the proposals for the
further expansion of DIRFT emerge prior to this, the County Council would look to secure the whole
of the Southern Relief Road by 2026 at the latest.

Improvements to serve all Core Strategy sites
There is a clear need for a network of new or enhanced bus services to serve the key development
sites proposed within the Core Strategy. These will need to be integrated into the wider bus network
in order to maximise the benefits for the town as a whole, linking the town centre, railway station and
other key employment areas. Their planning is underway in conjunction with the promoters of the
two SUEs and one of the key town centre redevelopment sites.
The proposals to pedestrianise Church Street/North Street and improve bus/rail interchange at the
railway station (as described later) may be complementary to development proposed in the LDF
Core Strategy, as well as the wider needs of the town. As such, contributions may be sought from
developers towards these schemes.

Air quality
The main threat to any further significant deterioration in air quality within Rugby is from committed
and future development. As such, it is vital that the transport improvements and mitigation measures
described above are delivered in conjunction with the Gateway Rugby and Rugby Radio Station
SUEs. These will need to be supported by the wider transport measures for the Borough as a whole,
where the emphasis is on public transport, cycling, walking, traffic management improvements, and
strategies to encourage behavioural change.

Public transport
Bus
Investment over the last ten years has seen the majority of bus routes within the town (and on
certain key inter-urban routes) upgraded as a result of Quality Bus Corridor (QBC) and Quality Bus
Initiative (QBI) schemes.
The challenge over the lifetime of this plan will be to maintain and enhance the offer that buses have
within Rugby. A key element of this will be the need to ensure that bus services through the town
centre are not adversely affected when the proposals to pedestrianise the area around the Clock
Tower on Church Street/North Street come forward. This will require close collaboration and
negotiation with local bus operators.
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There has been a longstanding aspiration for better interchange facilities between modes at Rugby
railway station. Although the preferred scheme to achieve this has not been possible to deliver, there
are still opportunities for a more modest set of improvements to come forward. Some of the bus
services which are currently being developed for both the Gateway Rugby and Rugby Radio Station
SUEs are likely to serve the railway station, resulting in a greater level of interchange between public
transport modes. It is likely that the redevelopment of the former Alstom/GEC and Livestock Market
sites will also see a greater footfall around the railway station as people access the site on foot and
by bike. The County Council will keep under review the opportunities for enhanced integration at the
railway station, in conjunction with local bus operators and the rail industry.
Details of proposals for new Bus Information Points within Eastern Warwickshire are provided in the
section below on Public Transport Information.

Rail
Apart from the proposed increase in cycle parking and longer term aspiration to improve public
transport interchange, there are no other specific infrastructure issues at Rugby station. Investment
by the rail industry as part of the West Coast Main Line upgrade has provided a significant
enhancement to passenger facilities and a much improved station facade. The capacity of the multistorey car park on Mill Road to the north of the station has also recently been increased by Network
Rail and Virgin Trains to respond to the growing patronage on Pendolino services, and the loss of
station parking from the nearby Livestock Market site.
Although the facilities for passengers have improved at Rugby station, the number of express
services to and from London serving the town (particularly during morning and evening peak) has
remained broadly static over time. Given the significant growth which is due to take place within
Rugby over the next 15-20 years, the County Council will continue to lobby the rail industry for
improved services to the Midlands, London, the North West and Scotland. Some of these could be
linked to future capacity enhancements to the Birmingham – Coventry – Rugby corridor.
A long term aspiration exists for a new station to be provided on the Northampton loop of the WCML.
This could be served by existing semi-fast services on the Birmingham – Northampton/London and
Crewe – London routes currently operated by London Midland. The location of the new station close
to where the fast and slow lines diverge would potentially allow the facility to be enhanced in the
future to allow express services to call. As well as serving new development in the area, the station
could improve access for employees working at DIRFT, and meet latent demand for trips by rail
within the area. The station could also provide a strategic parkway facility, given its location close to
the M1/M6/A14 interchange.

Community transport
Apart from the general improvements set out within the Community Transport Strategy, the following
specific interventions are proposed within Eastern Warwickshire:





Enhance facilities for community transport passengers at Rugby Railway Station, consistent with
the aims set out in the Public Transport Interchange Strategy;
Pursue a cross-border brokerage initiative between Stratford, Warwick and Rugby to overcome
artificial barriers to access (e.g. District/Borough boundaries);
Incorporate community transport service information in Bus Information Points at Dunchurch,
Rugby St Cross Hospital and Rugby Railway Station; and
Continue to make County vehicles available for voluntary sector use, including the Care to Share
Minibus Brokerage in Rugby.
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Taxis and Private Hire Vehicles
The most significant change to the facilities for taxis and private hire vehicles in Rugby during the
lifetime of this plan will come about as part of the Town Centre pedestrianisation proposals. The
changes around the Clock Tower will necessitate the relocation of the existing taxi rank to the
eastern side of North Street. The principle of this has been agreed with local taxi operators and the
Borough Council (as the licensing authority).
Ultimately the redevelopment proposals for North Street and the further extension of the
pedestrianised area from the Clock Tower to Evreux Way will require the taxi rank to be relocated
again. The preferred location for this facility within the town in the longer term has still to be
identified.

Public transport interchange
Issues in relation to improved interchange at Rugby Railway Station and within the town centre
(particularly as a result of the pedestrianisation proposals) are discussed earlier in this section.

Public transport information
Bus Information Points have been delivered to date in Rugby on North Street and Clifton Road. The
four information kiosks located within Rugby Library also contain up to date public transport
information including details of where to catch local bus services. As part of the town centre
pedestrianisation proposals (see below), the existing bus information point on North Street will need
to be moved to a new location (probably Church Street). This will be supplemented by good, clear
information at the new bus stops themselves.
Further new Bus Information Points are also proposed at the following locations:




Dunchurch;
Rugby St Cross Hospital; and
Rugby Railway Station.

Walking
The LTP has traditionally delivered a series of area-wide improvements for pedestrians, including
new or improved crossings, provision of dropped kerbs, footway resurfacing/reconstruction and
enhancements to the rights of way network. These types of improvement will continue on a priority
basis during the lifetime of the LTP as resources permit.
In parallel with this, a number of improvements for pedestrians are anticipated to come forward as
part of new development in the Borough. These are described below in the section on cycling (due
to the shared use nature of such facilities).

Rugby Town Centre Pedestrianisation
The most significant improvement to walking within this area of the County is the planned extension
to the pedestrianised area of Rugby town centre. The opportunity to deliver this scheme has arisen
following the construction of the Western Relief Road, and the resultant reduction in vehicles within
the town centre. As well as supporting the regeneration of the town centre, the aims of the scheme
are to enhance the environment of the main retail and commercial area and improve pedestrian
permeability.
Under the proposals, the area of Church Street and North Street adjacent to the Clock Tower will be
fully pedestrianised. In order to do this, the focus of bus interchange activity will be relocated from
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North Street to a number of stops within close proximity of each other on Regent Street, Church
Street and Albert Street. Traffic circulation arrangements will provide one way northbound
movements on Regent Street, and one way southbound on Albert Street. Facilities for taxis will be
relocated to North Street, along with any displaced on-street parking lost from Regent Street and
Albert Street. Any remaining through traffic will be encouraged to travel via Church Street, Railway
Terrace, Albert Street, Regent Place and Evreux Way, or along Lawrence Sheriff Street and the
Gyratory.
The North Street site within the town centre (which includes the existing Chestnut Field car park) is
proposed for redevelopment within the LDF Core Strategy. There may be an opportunity to
pedestrianise the remaining area of North Street from the Clock Tower to Evreux Way to
complement this development.
As part of the wider traffic management measures within the town to facilitate the pedestrianisation
works, a number of further improvements for pedestrians are under consideration. These include:




A new pedestrian crossing on Evreux Way, opposite the Town Hall;
Improved pedestrian crossing facilities near to the junction of Regent Place and Park Road; and
Upgrading of an existing Zebra crossing to a Puffin facility near to the junction of Railway Terrace
and Pinders Lane.

A detailed design for the enabling traffic management measures to complement the Town Centre
Pedestrianisation proposals is currently being prepared by the County Council.

Cycling
There has been a significant investment in cycling within Rugby over the last ten years, which has
resulted in a well-developed network across the town. This will be further supplemented by
completion of the Connect2 scheme to reopen the Leicester Road viaduct, and improvements
resulting from the various committed and future development sites within the town.
Specific schemes which are likely to come forward in the future include the following:





Enhancements to the Black Path between Tesco and the recently improved pedestrian/cycle
footbridge over the West Coast Main Line;
Provision of a new pedestrian/cycle link through the Livestock Market redevelopment (currently
under construction). This will contribute towards the delivery of a more direct link between the
railway station and the town centre;
Provision of improved cycle links between the Gateway Rugby site, the railway station and the
town centre; and
Provision of bespoke facilities for pedestrians and cyclists alongside the proposed new transport
link between the Rugby Radio Station site and Clifton Road/Butlers Leap/Vicarage Hill.

A number of cross-town improvements for cyclists were identified in the recent Rugby Transport
Study. These will be implemented on an incremental basis during the plan period as funding allows.

Safer Routes to School schemes
In addition to the pedestrian and cycle improvements identified above, the County Council will
continue to invest in Safer Routes to School schemes within Eastern Warwickshire on a priority basis
as resources permit.
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Improvements for the mobility and sensory impaired
The introduction of new low floor vehicles and enhancements to bus stop facilities as part of the
Quality Bus Corridor and Quality Bus Initiative has yielded significant improvements for those with a
physical impairment to access the transport system. Wider improvements have also been made in
terms of dropped kerb provision and the upgrading of pedestrian crossing facilities (including
measures to help those with sensory difficulties). Similar improvements will continue to be
implemented across the area on a priority basis as funding allows.
Consultation with disability groups has been undertaken during the development of the proposals to
extend the pedestrianised area of Rugby town centre. These discussions will continue to take place
as part of the detailed design process and any further consultation which will be undertaken prior to
the scheme being implemented.

Powered Two Wheelers
Other than the general improvements which are set out within the Powered Two Wheeler Strategy,
there are no specific schemes or initiatives proposed within Eastern Warwickshire.

Parking
Current issues
The main issue for parking within Rugby relates to the differential use of certain car parks within the
town centre. This is primarily linked to the location of the most popular car parks in relation to the
highway network, but is also affected by the nature of the facilities themselves. This results in certain
car parks being over-utilised, and others having spare capacity. To illustrate this, at times of peak
occupancy demand for parking currently accounts for some 70% of available spaces within the town
centre.
In response to this, the County Council (in conjunction with Rugby Borough Council) recently
introduced a Variable Message Signing scheme to the key car parks within the town centre, with the
aim of providing better information to drivers on the availability of car parking spaces. In parallel with
this, the Borough Council implemented a full review of car parking charges in early 2009 which
introduced a maximum stay provision of three hours in the four main town centre car parks. This
appears to have been successful in generating an increased turnover of spaces in these car parks.
The Park Mark scheme has recently been revised by the Government. As such, the Borough Council
is considering whether to seek recognition for its car parks under this new criteria.

Future parking provision in Rugby
As part of the recent Rugby Transport Study, an assessment was carried out to identify the parking
needs of the town up to the year 2026. This considered all known changes to the quantum and type
of parking within the town (both on and off-street), including the implications of new development
within the town centre. Work undertaken to investigate existing and future parking supply as part of
the study indicated that supply of on-street parking across the town centre as a whole is likely to
remain comfortably in excess of predicted demand in the planning timeframe to 2026, with peak
occupancy estimated to be at 84% of total capacity. However, it should be noted that demand for onstreet parking along streets within the very central area of the town is likely to approach the level of
supply within the same timescale. This position will be kept under review by the County and Borough
Councils.
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Freight
Issues in relation to sustainable freight distribution within Eastern Warwickshire fall into two distinct
areas, these being:



Lorry routing and parking issues; and
Implications for the area arising from the proximity of Daventry International Railfreight Terminal
(DIRFT).

Lorry routing and parking
Although there are at least four makes of satellite navigation systems on the market that are
specifically for heavy goods vehicles, there is no current legal requirement for them to be used. All
the indications suggest that many drivers rely on standard equipment and this can often lead to the
use of inappropriate or restricted routes. This is a national problem and the County Council will
endeavour to work with other local authorities, the freight industry, satellite navigation and mapping
companies and the Department for Transport to support the use of dedicated commercial vehicle
satellite navigation units.
The Advisory Lorry Route map provides advice for drivers on the best available routes for heavy
goods vehicles in Warwickshire, and has been widely distributed within the freight industry. It is also
available on the County Council’s website.
The recent opening of the Western Relief Road has already had a positive impact on heavy goods
vehicle movements within the urban area of Rugby, particularly in terms of those generated by the
Rugby Cement works. The new road allows such vehicles to be distributed to the M45/A45 via
Potford’s Dam, and to the M6 via the A426 Leicester Road.
Outside the urban area, lorry routing issues tend to relate to either actual or perceived misuse of
certain routes by HGVs. The current approach to dealing with issues that arise is systematic
intelligence gathering through Parish Councils and contact with operators. There is a voluntary code
of conduct in place in relation to lorry routing to and from the Magna Park development on the
Warwickshire/Leicestershire boundary. Most lorries are required to use the Trunk Road and
Motorway network, as advised by the Advisory Lorry Route map. Local communities are encouraged
to report the use of other routes to the Magna Park Management, who have undertaken to follow this
up with the companies concerned.
It has been agreed that the County Council will undertake a review of its Environmental Weight Limit
policy, and how it could be used to manage the impact of inappropriate road usage by HGVs within
Warwickshire. As part of this process, it is proposed to approach all of the Locality Panels within the
County to gather information on local HGV issues to inform the review. This work will commence as
resources become available.

Daventry International Railfreight Terminal
Daventry International Railfreight Terminal (DIRFT) is located just beyond the County boundary near
Crick in Northamptonshire, and provides a regionally and nationally significant freight interchange
facility between road and rail. The site is accessed from the A5 and A428, and is rail connected to
the Northampton loop of the West Coast Main Line. There are daily departures from DIRFT to
Grangemouth and Coatbridge in Scotland, along with services which have originated from the East
Coast ports and the Channel Tunnel.
An expansion to the existing facility has been granted planning permission by Daventry District
Council (known as DIRFT2), and is currently in the process of being built. Rugby Radio Station
Limited Partnership have recently submitted proposals for a further significant extension to the
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facility (DIRFT3) to the east of the A5. This includes expanded provision for rail handling facilities as
well as road.
As part of any such expansion, the County Council (in conjunction with Northamptonshire County
Council and the Highways Agency) would seek to ensure that appropriate improvements are made
to the surrounding strategic and local road network. This may include a contribution towards the
Rugby Southern Relief Road (see earlier), as well as improvements to walking, cycling and public
transport facilities. Appropriate provision for overnight lorry parking and driver facilities will also be
sought.

Highway improvements and traffic management measures
County roads
Rugby Western Relief Road
The previous Rugby Borough Local Plan included significant development at Coton Park, Swift
Valley and Cawston. The Rugby Western Relief Road provides a key link between these
development sites as well as providing benefits for the wider transport network of the town. The road
links the A426 at Avon Mill north of the town centre with Potford’s Dam on the A4071, and includes
new/improved junctions with Newbold Road, Parkfield Road, Lawford Road, Bilton Lane/Lawford
Lane and Cawston Grange Drive.
Construction of the Western Relied Road began in Autumn 2007 and was completed in September
2010. The County Council is now in the process of carrying out a post-implementation evaluation of
the scheme to establish its wider impact on the transport network of Rugby.

A426 Leicester Road to Mill Road Link Road and Hunters Lane Link
The redevelopment of the former Alstom/GEC site to the north west of the railway station includes
the provision of a new route linking the A426 Leicester Road (close to the Junction One Retail Park)
with Mill Road. As well as serving this development (which includes the new Warwickshire College),
the road will relieve existing traffic on Boughton Road between Mill Road/Butlers Leap and the A426
Leicester Road.
Construction of the road began in Winter 2009/10, and was completed in September 2010. The
scheme has being funded in its entirety by the developers of the site through a combination of S38
and S278 agreements.
As part of development on the former Alstom/GEC site, a new link is to be constructed from the site
to Hunters Lane. It is anticipated that this access to the site will reduce the impact of traffic from the
development on the A426 Leicester Road and at Avon Mill roundabout.

A426/B4112 Avon Mill Roundabout and Hunters Lane Improvement
A feasibility assessment and design for an improvement of the A426 Leicester Road/B4112 Avon
Mill and A426 Newbold Road/Hunters Lane junctions is currently being prepared by the County
Council. This includes discussions with the Environment Agency regarding the provision of a new
bridge over the River Avon.
The main problem affecting Avon Mill roundabout is that vehicles entering from A426 Leicester Road
and B4112 Newbold Road heading towards the town centre experience significant queues and
delays, particularly during the morning peak period. The main causes of these problems are that:
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The A426 Newbold Road between Avon Mill and Evreux Way is a narrow single carriageway
which is constrained by the River Avon bridge (north of Hunters Lane) and the railway bridge
(south of Hunters Lane); and
The limited carriageway width restricts the number of vehicles which can exit the roundabout
from the north (i.e. two streams of traffic are channelled into one).

An improvement of the Avon Mill junction is the highest priority County Road improvement within the
Rugby area.

Warwick Street Gyratory
The Warwick Street Gyratory provides the key highway interchange between the A426, A4071 and
A428 (i.e. the three routes that currently bring most traffic into or through the town centre). As such,
it suffers from congestion during peak periods and at other times of the day.
As part of the Rugby Transport Study, a number of changes to the Gyratory were considered,
including making it two way operation. Ultimately these were rejected on cost or deliverability
grounds. In the context of the proposed housing and employment growth within the town, a number
of improvements are again under consideration including full signalisation of the junction.

A428 Bretford Bridge
The County Council has historically safeguarded an improvement line in Bretford on the A428
between Rugby and Coventry. The scheme would provide a new bridge over the River Avon in order
to partially bypass the village of Bretford, and would replace the current single lane, signal controlled
bridge.
Given the current levels of traffic using the A428 through Bretford (which are predicted to fall
following the opening of the Rugby Western Relief Road) and the structural condition of the existing
bridge, there is no justification at present for the scheme to be progressed. Within this context, it is
proposed to review the scheme in consultation with local stakeholders as part of the wider postimplementation evaluation of the Western Relief Road.

Motorways and trunk roads
M6 Junction 1
As described earlier, it is anticipated that an improvement of this junction will be required to mitigate
the impact of development at the Gateway Rugby SUE.

M6 Junction 2
Details regarding this junction can be found in the section of the LTP covering the North-South
Corridor.

M1 Junction 19 Improvement
Located just outside the County boundary near Catthorpe in Leicestershire, Junction 19 of the M1
provides a strategic interchange at the ‘crossroads of the country’ between the M1, M6 and A14. The
current configuration of the junction does not allow for certain movements to be made (principally M1
north to A14 east), and congestion is a problem throughout the day. The combination of local and
longer distance movements, traffic volumes and a poor environment for vulnerable road users (i.e.
pedestrians, cyclists and equestrians) has historically resulted in a number of serious and (in some
cases) fatal injuries.
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The Highways Agency identified that by changing the layout of the junction and separating local and
longer distance traffic, a number of these issues could be improved. A consultation was held in 2008
to seek the views of stakeholders and the public regarding three junction options and three local
road network options. Of the junction options, the County Council and Rugby Borough Council both
supported (and continue to support) the Blue option, which whilst providing for all movements would
also be the most expensive to implement.
In 2009, the Minister for Transport announced that the preferred route for the scheme was the Red
Junction and the Orange Local Road Network. Under these arrangements the Red Junction would
be constructed on three levels and would be similar in height to the existing junction. This would
provide the following direct links:






A14 to M1 northbound;
M1 southbound to A14;
M6 to A14 in both directions;
M6 to M1 southbound; and
M1 northbound to M6.

Movements between the A14 and M1 south of the junction, along with the existing movements
between the M6 and the M1 north of the junction will not be provided for under the Red Junction. An
alternative to this however exists in the form of the A5 to the A426 at Gibbet Hill, and M6 Junction 1.
There will also be no direct access to the motorway network from the local roads in the
Shawell/Catthorpe/Swinford area as the current junction configuration allows.
Draft Orders for the scheme were published by the Department for Transport in February 2010.
Following the spending review in Autumn 2010, the scheme has been identified for implementation
post-2015.

A Strategy for the A5
The A5 is an important strategic link which runs along the northern and eastern edge of the County
boundary with Staffordshire, Leicestershire and Northamptonshire, and provides access to a number
of major industrial areas such as Magna Park and DIRFT. Within Eastern Warwickshire, the road
also provides an important access to the M6/A14 and the M1.
In the absence of a long term strategy for the A5, it has been agreed to prepare a suitable document
in conjunction with the Highways Agency and other stakeholders. This will cover the section of the
A5 from Gailey in Staffordshire to Weedon in Northamptonshire, and will include a targeted set of
improvements for the corridor.

A46/A428 Junction, Binley
Details regarding this junction can be found in the section of the LTP covering the North-South
Corridor.
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11. Southern and Western Warwickshire Area Strategy
Introduction
This section of the Local Transport Plan covers the area of Southern and Western Warwickshire
which includes the main settlements of Stratford-upon-Avon, Shipston-on-Stour, Southam, Henleyin-Arden, Studley, Bidford-on-Avon, Alcester and the surrounding rural hinterland (see Figure 11.1).
The socio-economic characteristics of Southern and Western Warwickshire are represented by
statistics related to Stratford-on-Avon District.

Figure 11.1: Southern and Western Warwickshire Travel Area

The Overall Context
Population
In 2008, the resident population of Stratford-on-Avon District was 118,800, with 26,150 of these
living in Stratford-upon-Avon itself, (Source: ONS/Warwickshire Observatory). The resident
population has increased by around 5,800 since 2003, representing a growth of just over 5%. This is
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the second largest percentage growth within the County after Warwick District. In terms of the main
settlements, Wellesbourne and Stratford-upon-Avon have seen increases in population of 25.5%
and 17.5% respectively since 2003.
The District has the highest proportion of those of retirement age in the County, and the lowest
proportion of people of working age. It is also heavily under-represented in the 15-19 and 35-39 age
groups, and over-represented in all age groups over 50. In terms of ethnicity, the resident population
is predominantly classified as White, with the lowest proportion of those who are of Asian or Asian
British ethnic origin (Source: Warwickshire Observatory).
Recent predictions for the year 2031 suggest that the population of the District will rise to 145,600,
representing an increase of 25.4%. The largest growth will be in the older population (65 years or
older), which is predicted to increase by 42,000 (90.7%). Considering the District has the largest
proportion of those over retirement age already, this increase will have serious implications for
transport provision and other forms of service delivery in the future (Source: ONS/Warwickshire
Observatory).

Socio-economic issues
Around 64,300 people are currently considered to be economically active in the District (Source:
ONS/Warwickshire Observatory). Applying proportions from the 2001 Census to this figure suggests
that approximately 38,580 people live and work within the District, whilst 25,720 live within the
District but work elsewhere.
Culture and tourism play a significant role in the employment of the District. Stratford-upon-Avon is
world-renowned as the birthplace of William Shakespeare and around 5.5 million tourists visit the
District every year, (some three million to Stratford itself). Over 17% of jobs in the local economy
depend upon their presence (Source: ONS/Warwickshire Observatory). A key issue however is the
need to encourage visitors to stay longer, particularly given evidence that a stay of over four hours
generally increases spending.
Whilst tourism related employment has grown steadily within the District over recent decades, there
has been a parallel decline in traditional agricultural employment. Despite this, unemployment rates
are below the national and regional average. In December 2009, the District rate was 2.2%
compared to 4.1% nationally and 5.3% across the West Midlands region).
The mean household income of residents in the District is the highest of all five District/Boroughs
within the County at £28,974 per annum. However, this is considerably higher than that for
employees working in the District, with a difference of £3,200 suggesting that a significant proportion
of residents travel to earn higher incomes outside the area (Source: ONS/Warwickshire
Observatory).
The Mosaic Socio-Demographic classification of households (which gives an indication of diversity
across an area), shows that the District has a higher representation of ‘career professionals living in
sought after locations’, ‘independent older people with relatively active lifestyles’ and ‘people living in
rural areas far from urbanisation’ compared to the rest of the County (Source: Experian (2007)).

The environment
This area of the County has a number of highly-valued environmental assets. These include the
historic town centre and waterfront area in Stratford-upon-Avon, the Burton Dassett Country Park,
the Ragley Estate, Coughton Court near Alcester and the National Trust properties at Baddesley
Clinton and Packwood House. The southern edge of the area also lies within the Cotswold Area of
Outstanding Natural Beauty (AONB).
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Travel patterns
Almost half of the 53,678 households in Stratford-on-Avon District have two or more cars, which is
among the highest levels in the UK. However, over 6,400 households do not have access to a car
and are reliant on other forms of transport. The predominantly rural nature of the District makes it
difficult to serve by public transport.
There is a considerable imbalance between the number of jobs in the District and its working
population. Since 1981, an increasing number of residents commute to higher paid employment
outside the District, while lower paid jobs are often filled by people coming into the District from
adjoining areas. These commuting patterns impose significant pressures on the transport system.
In Stratford-upon-Avon itself, most trip attractors such as schools, shops and employment are
located north of the River Avon. These generate a significant demand for movement from residential
areas south of the river and the rural areas to the south of the town. The location of these trip
attractors also generates a significant demand for cross-town movements north of the river, most of
which have to pass through the congested town centre.

Road traffic growth
Between 2000 and 2009, traffic in Stratford-upon-Avon increased by 4.6%. There was a noticeable
drop in traffic levels in the town during 2008, which can probably be attributed to the general
economic downturn. Figure 11.2 shows traffic growth trends for the main towns in Warwickshire.
Figure 11.2: Growth 2000-2009 based on 24 hour flows recorded at cordon sites around the main
urban areas of the County
Three year rolling average
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Traffic growth trends in Stratford-upon-Avon are strongly linked to local housing, employment and
retail growth which has taken place in the following areas:





Over 700 new dwellings at Trinity Mead south of the River Avon;
Significant expansion of retailing and associated car parking at the Maybird Retail Park on A3400
Birmingham Road north-west of the town centre;
Three new business parks at Stratford Enterprise Park north-west of the town centre; and
Increased warehousing and distribution activity at the former Engineer Resources Depot at Long
Marston south of the town;
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There are further committed proposals for 500 dwellings and a leisure village at the Long Marston
site which will increase traffic flows entering Stratford-upon-Avon from the south and increase
demand for cross-river movements.
The District Council is currently investigating options for the location of new housing and
employment. Although it is not currently possible to predict where this development is likely to be
located, the County Council will seek to ameliorate the impact of further traffic growth in Stratfordupon-Avon by securing funding for appropriate mitigation measures through the land use planning
system, in conjunction with the implementation of the broader strategies contained within the LTP.
If agreed by elected members, this will form the basis for developing a revised Local Development
Framework (LDF) Draft Core Strategy.

Modal split
Table 11.1 provides a summary of modal split for the journey to work. Travel by car is the
predominant mode of transport in the District for journeys to work. The proportion of people driving to
work is similar to the average for the County as a whole (64.3%).
The District has the lowest proportion of people who travel to work by bus and the second lowest by
bicycle. This is likely to be a reflection of the predominantly rural nature of the District and the travel
patterns described above.
Table 11.1: Modes used for the journey to work in Stratford-on-Avon District (Source 2001 Census)
Stratford-on-Avon District – Journey to Work Modal Split (Source: 2001 Census)
Car
Public Transport
Bicycle
Walk
70.4%
3%
2.6%
9.4%
Stratford –on-Avon District
Warwickshire
71.2%
4.7%
2.9%
9.7%
Note: The residual amount is accounted for by ‘Other Modes’ (1.4%) and ‘People working at or from home’
(13.2%).

The table below provides a summary of the current modal split for the journey to primary and
secondary schools in Warwickshire.
Table 11.2: Modes used for the journey to school in Stratford-on-Avon District (2009/10) (Source
Warwickshire County Council 2009)
Stratford-on-Avon District– Journey to School Modal Split 2009/10 (Source: WCC)
Car
Public
Bicycle
Walk
Transport
33%
27.5%
1.5%
37%
Stratford-on
Avon District
33.5%
16%
3%
46.5%
Warwickshire
Note: The residual amount is accounted for by ‘Other Modes’ (1%).

The figures for Stratford District in the above table are similar to those for the County as a whole.
However, the proportion of people who walk to school is nearly 10% lower than the Warwickshire
average, and bus usage is over 10% higher. Once again, this is likely to be a reflection of the
predominantly rural nature of the District and the greater than average travel to school distances.
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Transport Problems and Opportunities
A review of problems and opportunities for the area is set out below. The evidence considers the
wider economic, environmental and social context that transport must operate in addressing these
wider issues. The evidence is considered in turn under each of the national transport goals.

Goal 1: Supporting Economic Growth
The World Class Stratford (WCS) initiative was developed by the District and County Council in
response to a long-term decline in visitors to the town over the last 25 years. WCS aims to achieve
“a vibrant world class town that meets the needs of residents, businesses and residents alike” by
2020.
The Urban Design Framework for Stratford-upon-Avon (UDF) seeks to translate the above vision
into physical projects on the ground. The UDF was adopted by the District Council as a
Supplementary Planning Document in July 2007, and was subsequently endorsed by the County
Council in November 2007. The UDF sets out a number of key proposals which seek to:



Revitalise the local economy by reducing the dominance of vehicular traffic in Stratford town
centre; and
Encourage people to stay longer in the town centre by making it a more attractive destination for
local residents and visitors.

Central to the achievement of the above objectives is the aspiration to significantly improve the
public realm in Stratford-upon-Avon town centre on a route which has become known as the
“Historic Spine”. This connects Shakespeare’s birthplace in Henley Street to his burial place in Holy
Trinity Church and features some of the town’s finest Grade 1 and Grade 2* listed buildings. The
rationale behind improving the route is to promote and support economic regeneration by making the
town a more attractive place to live, work and visit.

Goal 2: Tackling Climate Change
The aim of the LTP is to promote initiatives which reduce the need to travel and encourage the use
of more environmentally-friendly forms of transport in order to tackle climate change.
Figure 4.1 in the background and policy context section of the LTP indicates that Stratford District is
second highest in terms of transport-related CO2 emissions. This reflects the predominantly rural
nature of the District which has the lowest population density of all five Warwickshire
District/Boroughs.

Goal 3: Contributing to Better Safety, Security and Health
In 2009 there were 486 road casualties in Stratford District, with:



73 people killed or seriously injured; and
413 people slightly injured.

Whilst the total number of road casualties in Stratford District has remained broadly static since
2004, the number of people killed or seriously injured has fallen by over a third from 113 to 73. The
County Council has progressed several road safety initiatives to help achieve this reduction,
including the Safety Camera Partnership with Warwickshire Police, speed limit reviews and driver
improvement schemes.
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In Stratford District, total recorded crime totalled 6,303 incidents between April 2008 and March
2009, which represented a rate of 53.51 per 1,000 population, (Source: Warwickshire Police). This is
25% lower than the Warwickshire average of 71.05 per 1,000 population, and represents the lowest
average rate out of all districts and boroughs in the County.
The District has seen a decrease in overall crime since early 2008 and this reached its lowest level
in March 2009. In general, the District has a low level of crime and anti-social behaviour with the
highest levels in the Stratford town centre wards of Guild and Hathaway and New Town. These
issues can deter people from going out in the evenings and influence how those that do choose to
travel.
A detailed description of air quality issues within this part of Warwickshire can be found below.
These currently affect parts of Studley, Stratford-upon-Avon and Henley-in-Arden.

Goal 4: Promoting Equality of Opportunity
Southern and Western Warwickshire experience many of the same problems as the rest of the
County in terms of achieving an inclusive, accessible transport system. The area has a large rural
hinterland with a dispersed population and the lowest population density in the County, which make
it difficult to serve with convenient and frequent public transport.
The County Council will continue to work with the principal bus operators and other transport
providers such as “Community Links” to improve accessibility in the District. It will also promote the
Shakespeare Line Upgrade project to improve facilities at all the stations on the Stratford-upon-Avon
to Birmingham route to an appropriate standard, with a particular focus on accessibility, personal
safety and passenger information.

Goal 5: Improving Quality of Life
Within Stratford-upon-Avon, traffic causes adverse environmental impacts in terms of noise, visual
intrusion and pollution. These effects are often particularly acute in the town centre, on the
Bridgeway Gyratory and along the Arden Street/Grove Road route that circumvents the town centre.
Since 2001, there has been a noticeable increase in the number of large articulated HGVs using
Clopton Bridge. There are also no restrictions on the timing of deliveries in the town centre. These
factors have exacerbated traffic congestion and contributed to poor air quality on routes in and
around the town centre.
A number of residential areas suffer from “rat running” traffic. The extensive coverage of Residents
Parking Schemes have led to displaced parking further out of town which is now being addressed.
Although tourism within Stratford-upon-Avon brings major economic benefits, it also causes
environmental problems. A large number of vehicles (including coaches) travel on unsuitable roads
through Shottery to Anne Hathaway's Cottage, (see section on Stratford Western Relief Road later in
this part of the LTP). The quality of life for residents of Avonbank Paddocks on Southern Lane and
in Old Town can also be adversely affected by coaches visiting Shakespeare’s burial place at Holy
Trinity church.
Although the County Council has extended the network of cycle routes and provided cycle parking
facilities in Stratford town, accessibility for pedestrians and cyclists across the River Avon and
between the northern and western sectors of the town remains particularly poor.
One of the most significant environmental problems in Western Warwickshire is the impact of traffic
in the A435 corridor. The A435 between Alcester was de-trunked in January 2008 between Gorcott

93

Warwickshire LTP 2011-2026 Part A The Strategy

Hill near the junction with the A4023 and the A46 near Alcester. Responsibility for the road now rests
with the County Council.
In those settlements lying along the section of the A435 to the north of Alcester, (i.e. Coughton,
King’s Coughton, Studley and Mappleborough Green), there are serious adverse effects on quality
of life due to high traffic volumes containing a large number of HGVs.
The impacts in the remaining small towns and villages in the rural areas of Southern and Western
Warwickshire are mainly related to through traffic, especially HGVs, and to high vehicle speeds.

The Strategy
Key Objectives


To support the World Class Stratford initiative and the broader local economy by reducing the
dominance of vehicular traffic in Stratford town centre, whilst ensuring good accessibility for
residents and visitors;



To improve quality of life in Stratford-upon-Avon by managing access for deliveries and coaches,
and promoting facilities for bus layover at the proposed Stratford Bus/Rail Interchange;



To tackle congestion by improving public transport, providing better facilities for cycling and
walking and developing innovative traffic management measures;



To support new housing and employment growth by identifying and securing funding for
appropriate transport improvements across Stratford-on-Avon District;



To support access to services and facilities, particularly for those without access to a car; and



To deliver improvements that reduce the environmental impact of traffic within the District and
improve local air quality in existing Air Quality Management Areas.

Stratford Transport Strategy (STS)
The Stratford Transport Strategy (STS) was developed in 2003 by the County Council. The strategy,
which received wide local support was based on three main themes:




Increasing Pedestrian Priority;
Travel Demand Management; and
Congestion Reduction.

Although a Major Scheme Bid to the Department of Transport (DfT) to fund the strategy was
unsuccessful, the County Council (in conjunction with Stratford District Council) has delivered the
following initiatives to manage travel demand and enhance the economic vitality of Stratford town
centre:







Urban Traffic Management and Control System (UTMC);
Southern Relief Road Eastern Extension;
Bishopton Park and Ride;
Decriminalised Parking Enforcement and charges for on-street parking;
Bridgeway / Bridgefoot signal-controlled crossings;
Improvements at Alcester Road/Arden Street traffic signals;
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Parking/Park and Ride Review; and
A3400 Birmingham Road and A422 Alcester Road cycleways.

More recently, the County Council has delivered an environmental improvement scheme for
Waterside and Southern Lane. This aims to increase pedestrian priority, reduce traffic impact and
complement the recent reconstruction of the Royal Shakespeare Theatre.

STS Review
Following the unsuccessful Major Scheme Bid in 2003 and the development of an Urban Design
Framework (UDF) for delivering a ‘World Class Stratford’ in 2007, the County Council undertook a
review of the STS which is now complete.
The review sought to establish the likely extent of support for extending pedestrian priority in the
town centre without the additional highway capacity which would have been provided by the
proposed Stratford Western Relief Road (SWRR).
As part of the STS review, the County Council set up a Reference Group to act as a “sounding
board” on local transport issues. A major focus of the group’s work concerned the development of a
concept scheme for extending pedestrian priority in Stratford-upon-Avon town centre.
The Reference Group concluded that the following transport problems would need to be addressed
to make town centre a more pleasant place to live, work and visit:








The need to reduce traffic dominance and pedestrian/vehicle conflict;
The need to significantly improve the quality of the walking environment;
The need to reduce the number of visually-intrusive cars parked on-street;
The need for restrictions on the timing of access by delivery vehicles;
The need to reduce the number of HGVs using Clopton Bridge;
The need to provide better facilities for coaches to encourage them to stop in the town instead of
driving through without stopping; and
The need to reduce the incidence of bus layover in Wood Street and Bridge Street.

Proposals for addressing these issues are set out below and shown in Figure 11.3.

Key Proposals
Transport improvements to deliver growth
The District Council is due to commission a study to assess a range of scenarios relating to housing
and employment development in early 2011. This will recommend a preferred option for the location
of new housing and employment. If agreed by elected members, this would then form the basis for
developing a revised Local Development Framework (LDF) Draft Core Strategy.
The District Council is aiming to publish the draft Core Strategy for consultation in October 2011.
Following this, it is anticipated that the Core Strategy will be submitted to the Secretary of State in
May 2012, with an Examination in Public in Autumn 2012. This should allow the Plan to be adopted
by the end of 2012.
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Figure 11.3: Key Proposals in Stratford-upon-Avon

Congestion management
As noted previously, a number of recent significant developments in Stratford-upon-Avon itself have
increased traffic congestion in the town. Proposals for new development will exacerbate these
problems unless suitable measures can be identified and implemented to mitigate their likely
transport impacts.
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Between 2002 and 2008, there has been a 2% decrease in average weekday morning peak hour
vehicle speeds in Stratford (8am to 9am), from 15.2 to 14.8 mph (Source: Warwickshire County
Council).
Whilst the above data is based on a limited number of snapshot surveys, the DfT has recently
provided the County Council with comprehensive traffic speed and journey time data for the whole of
Warwickshire from vehicles equipped with Satellite Navigation systems. This data is now being used
to establish a robust baseline from which to monitor changes in journey time reliability on specific
routes in Stratford-upon-Avon as part of the LTP Congestion Strategy.
The DfT data shows that the various congestion “hotspots” in the town are mainly located at and
around key junctions. The main cause of congestion, (i.e. where observed average speeds are
lowest), is related to delays at junctions where capacity is often exceeded by vehicle demands,
(particularly during peak periods).
Some examples of the main congestion hotspots during the weekday morning peak are as follows:








On the southern approach to the town at the A3400 Shipston Road/A4390 Trinity Way/A4390
Seven Meadows Road roundabout;
On the approaches to the A422 Alcester Road/A4390 Grove Road/A4390 Arden Street/C76
Greenhill Street traffic signals;
On the approaches to the A422 Banbury Road/A3400 Shipston Road roundabout;
On the B4086 Tiddington Road approach to Alveston Manor junction;
On the approach to Bridgefoot from A3400 Clopton Bridge;
On Bridgeway Gyratory, where northbound traffic entering from town merges with southbound
traffic from A439 Warwick Road; and
On the approaches to the Evesham Place Roundabout.

The data also shows that A3400 Birmingham Road inbound traffic (8am to 9am) experiences
relatively lower average journey speeds compared to the other main radial routes in the town.
It is proposed to identify and cost a range of options for tackling congestion in Stratford-upon-Avon,
and assess their likely effect on journey time. Possible measures may include a combination of the
following (subject to feasibility):





Area-wide traffic management strategies;
Further extension of traffic signal co-ordination;
Junction improvements; and/or
Localised highway widening.

The ability to deliver the last two measures above will depend on a range of factors including land
availability, the cost of possible utility diversions and the overall level of funding available.
The amount of capital funding available for transport projects is likely to be severely limited in the
foreseeable future. Therefore, a significant proportion of the funding required to deliver congestion
reduction measures will need to be secured from developer contributions.
It is proposed to undertake a feasibility study to investigate the likely effectiveness of possible
measures for tackling traffic congestion on A3400 Birmingham Road which has been identified as a
priority location. The study will consider all modes of transport.
The County Council has also been asked to investigate the provision of courtesy ‘give way’ signs at
the Evesham Place roundabout to encourage better driver behaviour.
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Air quality
The A435 was until recently part of the trunk road network, and carries a high level of HGV
movements between the M42 (Junction 3), the A46 at Alcester and the M5 (Junction 9) at Ashchurch
near Tewkesbury. An AQMA was declared in Studley in 2006 for exceedances of the NO2 annual
mean objective. Following declaration of the AQMA, the County Council assisted the District Council
in preparing a draft Air Quality Action Plan. An S-Paramics traffic model is currently being prepared
by the County Council to test the impact of the measures identified in the draft AQAP. It is envisaged
that this work will be completed in Spring 2011.
As part of the ongoing Review and Assessment process, the District Council has continued to
monitor air quality at 30 locations throughout its area. In 2008, monitoring confirmed that a number of
locations in Henley-in-Arden, in Wood Street, Greenhill Street and Grove Road, Stratford-uponAvon, and in Tiddington Road, Stratford-upon-Avon were unlikely to meet the annual mean air
quality objective for Nitrogen Dioxide.
The geographical extent of the AQMAs for Stratford-upon-Avon and Henley was the subject of
detailed public consultations in 2009, following which it was decided to declare the whole of Stratford
town and just the affected junction and surrounding area of Henley-in-Arden.
The Stratford AQMA came into effect in January 2010, whilst the one for Henley is expected shortly.
Air Quality Action Plans will be prepared for both AQMAs in due course.

Public transport
Bus
In Stratford-upon-Avon, bus services currently provide direct access to and from the town centre for
between 10-15,000 passengers every week, many of whom are elderly and infirm and do not have
access to a car. In view of their contribution to the local economy, and as part of its strategy to tackle
congestion, the County Council will continue to promote measures to encourage a greater proportion
of trips to be made by bus.
New development will generate increased demand for bus services. The County Council will
therefore seek to secure developer funding for appropriate bus provision where possible.
The County Council is proposing to promote further Quality Bus Corridors (QBCs). Two routes have
been identified for possible implementation in the short to medium term as follows:



Stratford-upon-Avon - Blackhill - Warwick (Inter-Urban); and
Stratford-upon-Avon – Bidford-on-Avon - Evesham (Inter-Urban).

A joint initiative between the County and District Councils has recently been introduced to promote
increased usage of evening bus services. The scheme involves a return fare of £2 available after
6pm Mondays to Saturdays, when boarding anywhere in Stratford District for travel within
Warwickshire.
The County Council is also proposing to improve the overall efficiency of bus service schedules on
Stratford town routes to make services more attractive to potential users.

Stratford Bus/Rail Interchange
A new bus/rail interchange is due to be provided as part of the redevelopment of the former Cattle
Market site outside Stratford Rail Station, subject to formal planning permission being secured.
Along with providing better opportunities for interchange and an improved passenger environment,
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one of the anticipated benefits of the facility will be its potential to provide a dedicated location for
bus layover purposes.
The County Council currently provides financial support for approximately half of all local bus
services in Stratford-upon-Avon. If the bus/rail interchange is provided, it is proposed to schedule
these services, including Park and Ride, to serve the interchange. The County Council will also
encourage the main commercial bus operator (Stagecoach in Warwickshire) to use the interchange
for layover to remove the impact of vehicles from locations such as Wood Street.
In parallel with these proposals, options for a town centre bus station are currently being investigated
by consultants on behalf of the County Council. A Steering Group has been set up to help progress
the study comprising representatives from the County, District and Town Councils, Stratford Voice,
Accessible Stratford, The Stratford Society, Stagecoach in Warwickshire and Johnsons Coaches.
The initial stage of the study assessed the relative strengths and weaknesses of 14 alternative sites
for a bus station and then drew up a shortlist of three sites for further investigation. This shortlist was
agreed by the study Steering Group.
Once the Steering Group has agreed a final preferred location for a bus station, the study
consultants will continue with the following three areas of further work:




Economic assessment of the impact of the bus station on traffic, bus routes and pedestrian
flows in the town and the effect on town centre parking;
The development of a business case for the preferred site; and
Assessment of delivery methods and funding options.

Public transport information
It is proposed to introduce comprehensive bus and rail service information at the proposed Stratford
Bus/Rail Interchange and Stratford Parkway Station to help improve connections between bus and
rail services.
Bus Information Points are also proposed at the following locations to improve the quality of
information available to passengers, and, where appropriate, promote connectivity between bus and
rail services.




Henley-in-Arden;
Bidford-on-Avon; and
Studley.

Rail
Stratford Parkway
The County Council is currently progressing the delivery of Stratford Parkway Rail Station on land
adjacent to the existing Stratford Park and Ride at Bishopton.
Stratford Parkway is one of several initiatives that form part of the Shakespeare Rail Line Upgrade.
This seeks to improve service frequencies between Stratford-upon-Avon and has been developed by
the County Council to deliver a step change in the quality and attractiveness of rail travel in Stratfordupon-Avon and the surrounding areas.
The rationale for Stratford Parkway is as follows:
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To generate new passenger revenues so as to justify an increase in rail services between
Stratford-upon-Avon and Birmingham;
To complement Stratford (town) Station by providing convenient access to the rail network for
residents in the north of Stratford District, as well as fulfilling the role of a strategic Park and Ride
in Warwickshire;
With the proposed redevelopment of the former Cattle Market and reconfiguration of Stratford
Station car park, there is no opportunity in future to provide more car parking for users at the
town station;
Parking capacity constraints at Stratford Station are likely to suppress demand for new rail
services and reduce the revenue which would contribute to the viability of increased services;
and
Stratford Parkway would allow this demand and revenue to be generated thereby contributing to
the long-term viability of both itself and Stratford Station.

Concern has been expressed that Stratford Parkway will lead to the closure of Stratford (town)
Station. Network Rail has confirmed in writing that it has no proposals to close the town station, and
has programmed extensive track and signalling work to enable it to accommodate additional trains.
It should also be noted that the town station includes turning facilities which would enable trains
using Stratford Parkway to turn around (no such facilities are proposed at Stratford Parkway itself).

Stratford-upon-Avon Rail Station improvements
The Stratford Station Wayfinding Project is currently being progressed to improve directional signage
between the station and key attractions in the town.
A number of high, medium and low cost options for improving Stratford Station have been developed
by Arup on behalf of the County Council, in partnership with the rail industry and other key
stakeholders.
Although there is currently no funding available for implementing an improvement scheme, the
County Council proposes to investigate possible funding opportunities during the LTP period.

Reopening of the Stratford – Honeybourne line
Reopening of the Stratford-upon-Avon to Long Marston route as a six mile single line link between
the Cotswolds and West Midlands rail network is an aspiration of local support groups. The
advocates of reopening suggest that the scheme would enable a new direct Oxford-MoretonStratford service as well as local trains for Long Marston and Honeybourne.
The rail link is advocated by its proponents to boost tourist flows and to provide new rail journey
opportunities to and from Long Marston and Stratford. A business case to demonstrate the viability
of reopening the line will need to be produced by a scheme promoter if it is to be pursued.
The County Council will consider supporting a proposal for reopening the line if it is promoted by
DfT, the rail industry or a third party provided the local benefits outweigh any local environmental
disbenefits.

Community transport
Enhanced facilities for community transport passengers are due to be provided at Stratford-uponAvon rail station as part of the proposed bus/rail interchange facilities (see above). Improved
facilities and information will also be provided where appropriate at all existing and new Bus
Information Points (e.g. Kineton, Wellesbourne and Shipston-on-Stour).
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In line with the Community Transport Strategy, the County Council will promote the mainstreaming of
community transport services in order to sustain established community transport initiatives.
A Section 22 Community Bus is established in Shipston-on-Stour and opportunities will be sought to
support or introduce schemes operated by the community and voluntary sector (e.g. the Back & 4th
Transport Brokerage scheme in Stratford-upon-Avon).

Taxis and Private Hire Vehicles
A total of five taxi spaces are proposed as part of the Stratford Bus/Rail Interchange outside the
station building. It is proposed to provide a taxi drop off/pick up area outside the proposed Stratford
Parkway Station at Bishopton.

Walking
The County Council will continue to promote an increase the proportion of local walking trips to help
reduce congestion, improve air quality and enhance personal fitness and health.

Waterside and Southern Lane Enhancement Scheme
As noted earlier, the County Council is currently progressing an environmental enhancement
scheme in Waterside and Southern Lane to complement the redevelopment of the Royal
Shakespeare Theatre.
The scheme is designed to improve the overall experience of local residents and visitors by reducing
the impact of traffic whilst maintaining essential vehicular access.

Historic Spine
In September 2008, Arup consultants were commissioned by the County and District Councils to
investigate options for the development of a range of pedestrian and public realm improvements in
Stratford-upon-Avon.
The Arup study developed an indicative scheme for extending pedestrian priority in the town though
a range of public realm improvements and proposed footway widening, but with retention of
vehicular access.
A key route identified by the study has been promoted by the Stratford Society and reflects the fact
that the majority of Stratford’s Grade 1 and Grade 2* listed buildings are located on a route through
the middle of town linking Shakespeare’s Birthplace with Holy Trinity Church.
The above route has become known as the “Historic Spine” and comprises Henley Street, High
Street, Chapel Street, Church Street and Old Town. Its architectural heritage cannot however be fully
appreciated due to significant volumes of traffic in the area, parked vehicles and congested
footways.
An Historic Spine Action Group comprising several local organisations has been formed to promote
improvements to the route. Suggested measures include the upgrading of selected buildings and
shop-fronts, the reduction of street clutter and the removal unnecessary signage.
To support aspirations for improving the route, the County Council is proposing to review the timing
of access for delivery vehicles and review on-street parking provision in High Street, Chapel Street
and Church Street. The County Council has also been asked to investigate the feasibility of possible
coach access restrictions in the town centre.
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Improvements for the mobility and sensory impaired
The introduction of new low floor vehicles and enhancements to bus stop facilities as part of the
Quality Bus Corridor and Quality Bus Initiative has yielded significant improvements for those with a
physical impairment to access the transport system. Wider improvements have also been made in
terms of dropped kerb provision and the upgrading of pedestrian crossing facilities (including
measures to help those with sensory difficulties). Similar improvements will continue to be
implemented across the area on a priority basis as funding allows.
The County Council will continue to liaise with representatives of disabled people as an integral part
of the scheme design process.

Lucy’s Mill Footbridge
Lucy’s Mill Footbridge lies 600m downstream from the Tramway Bridge which is located on the north
eastern edge of the town centre. The steps at each end of Lucy Mill Footbridge do not allow access
for cyclists, wheelchair users or pushchairs.
The lack of a cycle-friendly crossing over the river is a significant barrier for cycling in Stratford-uponAvon, particularly for those living to the east of the river. Survey evidence provided by Stratford
Voice indicates that the bridge is currently used by a significant number of cyclists and pedestrians.
On the basis of this evidence, there would appear to be merit in upgrading the bridge to make it
more accessible. There are however several constraints which would need to be overcome before
an improvement scheme could be delivered, which are as follows:






The level of capital funding available for all transport projects will be severely restricted for the
foreseeable future;
The likely costs and benefits of the scheme would need to be evaluated against those for other
competing transport schemes;
There is potential for local objections preventing the public footpaths on either side of the bridge
being upgraded to cycle track status;
A ramped access which meets the requirements of the Disability Discrimination Act 1995 cannot
be provided on the western river bank without encroaching onto private land; and
Compulsory Purchase Orders could be made to acquire the necessary land for the west ramp,
but there would need to be a compelling case in the public interest and local residents have
already indicated that they would oppose any improvements that affected their property.

Cycling
The County Council will continue to promote the targeted development of on and off-road cycle
routes, as set out in the Cycling Strategy. Key objectives are to increase the proportion of local cycle
trips to help reduce congestion, pollution and improve personal fitness and health.
The County Council will also continue to encourage employers, schools and colleges to promote
cycle trips through the adoption of School and Workplace Travel Plans.
It is proposed to progress a number of schemes during the LTP period, subject to the availability of
funding. These are as follows:

Pedestrian/Cycle link between Birmingham Road and Alcester Road
This scheme would provide a direct link for educational, work, and shopping trips between areas
east and west of the Stratford-Birmingham canal and railway. The canal would be crossed via a new
bridge.
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Birmingham Road, Stratford-upon-Avon
A shared use cycle / pedestrian link along Birmingham Road has been extended from Joseph Way
to Windsor Street, with provision of a new signalised crossing for pedestrians and cyclists at the
busy Arden Street junction.
Cyclists have recently been allowed to use Henley Street at all times for a trial period. This
arrangement is now in the process of being made permanent.
Both of the above measures have significantly improved cycle access between the town centre and
retail parks on Birmingham Road. It is proposed to investigate opportunities for providing a further
extension to the cycle route as part of the proposed Birmingham Road Traffic Management Study.

Tiddington Road, Stratford-upon-Avon
The County Council will continue to investigate the development of a scheme to improve provision
for cyclists between Tiddington and Stratford-upon-Avon town centre.

Improvements for the mobility and sensory impaired
The introduction of new low floor vehicles and enhancements to bus stop facilities as part of the
Quality Bus Corridor and Quality Bus Initiative has yielded significant improvements for those with a
physical impairment to access the transport system. Wider improvements have also been made in
terms of dropped kerb provision and the upgrading of pedestrian crossing facilities (including
measures to help those with sensory difficulties). Similar improvements will continue to be
implemented across the area on a priority basis as funding allows.

Safer Routes to School schemes
Opportunities to deliver further Safer Routes to School schemes in this area of the County will be
identified on a priority basis during the lifetime of the Plan. Scheme delivery will be dependent on the
level of resources available.

Powered Two Wheelers
Improvements for powered two wheelers will be made in line with the proposals contained in the
County Council’s Powered Two Wheeler Strategy.

Parking / Park and Ride
Parking Policy
The County and District Councils will continue to work in partnership to promote the use of Stratford
Park and Ride for long stay and commuter parking, with on-street parking providing a facility for short
stay.
The County Council has also been asked to investigate whether electric charging points could be
provided in off-street car parks, at the railway station and at the Park and Ride.

Second Park and Ride
The previous LTP 2006-2011 indicated that:
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“A second Park and Ride site located near the Southern Relief Road/Shipston Road roundabout
south of the River Avon will be progressed within the programme period if the Bishopton site proves
to be a success”.
In December 2010, the County Council commissioned consultants to undertake a feasibility study to
evaluate options for a possible southern Park and Ride scheme. The study is due to be completed
by the end of March 2011.
A Steering Group was established to help progress the study comprising representatives from the
County, District and Town Councils, Stratford Voice, Accessible Stratford, Stratforward BID
Transport and Parking Group, The Stratford Society, Stagecoach in Warwickshire and Johnsons
Coaches.
Four locations have been identified as possible locations for a southern Park and Ride. Once a
preferred site has been agreed by the Steering Group it is proposed to:





Assess the impact of the preferred site on traffic flows in the town;
Analyse its effect on town centre parking;
Develop a business case for the preferred site;
Identify delivery methods and funding options.

One of the possible sites forms part of a proposed retail development on A3400 Shipston Road
opposite B4632 Clifford Lane. A shuttle bus service connecting this site with the town centre is due
to be provided by the developer for a period of three years. Approximately 70 dedicated spaces will
be reserved for users of the shuttle bus service.
The County Council will consider the financial implications of taking over the running of the shuttle
bus once the period of developer funding has ended.

Strategic Park and Ride
A strategic park and ride / parkway station in the vicinity of M42 Junction 3 is proposed in the Centro
Integrated Public Transport Prospectus. A specific location has not been identified as the scheme is
currently regarded as a long term proposal. At the time of writing Centro have indicated that the
scheme is unlikely to come forward before 2021, and as such it will not be included in the Network
Rail Plan or in the West Midlands first LTP3 Implementation Plan.

Freight
Freight access to town centres is essential to provide the goods and services for local businesses
and consumers. However, the highly competitive nature of the road freight transport sector has often
led to the use of larger vehicles in an attempt to increase efficiency.
In Stratford-upon-Avon, the presence of increasingly large delivery vehicles in the historic town
centre and on Clopton Bridge is particularly intimidating to pedestrians and cyclists, and has had a
detrimental effect on the environment of this area of the town.
In order to address the above issues, the County Council is proposing to pursue a combination of
measures to help reduce HGV impacts. These are as follows:



Investigation of possible restrictions on the timing of access by delivery vehicles in the town
centre;
Investigation of the feasibility of reducing the number of HGVs using Clopton Bridge including the
likely effects on other routes in the town;
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Working with local freight interests including those based at the Long Marston site and other
relevant parties to secure voluntary routing agreements;
Promoting increased usage of dedicated commercial vehicle Satellite Navigation units in
partnership with neighbouring local authorities and other agencies;
Continued work with the freight industry and other organisations such as the Highways Agency
and Network Rail to improve the efficiency of freight movements.

Highway improvements and traffic management measures
County roads
Stratford Leisure and Visitor Centre Link Road
The proposal for a new link road to serve the Leisure and Visitor Centre was initially identified in the
previous LTP as a possible means of reducing congestion on Bridgeway Gyratory by providing a
new access into the car and coach park off the A439 Warwick Road.
More detailed investigation showed that the scheme would have limited congestion reduction
benefits. The scheme would however facilitate redevelopment opportunities in the Bridgeway area
which was identified as a major opportunity site in the UDF.
In 2008, consultants were appointed as part of the World Class Stratford initiative to put forward
detailed proposals for the Bridgeway area. Their recommendations were as follows:



The alignment of the proposed Leisure Centre Link Road scheme should be modified to provide
an enhanced sense of arrival, or “gateway” into the town; and
The scheme should become part of a new two-way through route for traffic between Warwick
Road and Bridgeway.

In view of the above recommendations, work on the planning application for the scheme was put on
hold. The most realistic prospect of it now being brought forward is as part of comprehensive
redevelopment proposals for the Bridgeway area.

Coach management
Coach parking facilities in Stratford-upon-Avon are provided at Windsor Street to the north-west of
the town centre, and at Riverside car and coach park near the Leisure Centre on Bridgeway. There
is a need to provide better facilities for coach drivers and passengers at each of these facilities and
to improve pedestrian connections between Bridgeway and the town centre to encourage coaches to
stop in the town instead of travelling through without stopping.
The County Council has been asked to consider measures to control coach access in the town
centre as part of wider proposals to improve the Historic Spine route. A feasibility study would be
required to assess the scope for possible coach access restrictions, the need for legitimate access
and the requirements and costs for signing and enforcement.
There is also the issue of managing coach access to Anne Hathaway's Cottage in Shottery which is
discussed in the next section.

Stratford Western Relief Road (SWRR)
A new road linking the A46/A422 Wildmoor roundabout with the B439 Evesham Road is proposed
as part of a planning application for a large housing development on the western periphery of the
town.
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The design of the proposed scheme would allow an access to be provided off the SWRR into to a
possible new coach and car park for Anne Hathaway’s Cottage, one of the world-renowned sites
associated with William Shakespeare. Provision of the road would be secured through funding from
a proposed residential development to the west of Shottery.
The results of recent transport assessment work show that the SWRR would be necessary to serve
the proposed development, and would also provide traffic relief in Shottery and the town centre. The
County Council has also been working with the promoters of the Shottery site to secure appropriate
bus provision and measures to encourage walking and cycling.
As noted previously, a large number of vehicles (including coaches) travel on unsuitable roads
through Shottery to access Anne Hathaway's Cottage. If the proposed residential development on
land to the west of Shottery does not proceed, and the SWRR is not delivered as part of that
development, then the issue of traffic intrusion and coach access in Shottery would still need to be
addressed.

Transport Corridor Protection
The County Council considers that land between Evesham Place and Birmingham Road in Stratfordupon-Avon should continue to be protected in the Development Plan for Stratford District for
‘transport purposes’, in particular walking, cycling and public transport. The route comprises the
following:




The northern section between Stratford Rail Station frontage (following the railway line north
through the former NC Joseph development site) and Birmingham Road to be protected only for
use as a pedestrian and cycle route to facilitate WCS proposals for a Heritage Steam Centre;
and
The southern section between Evesham Place public footpath SD44 which forms part of the
National Cycle Network (Route 5) and is used as a footway/cycleway to be protected for
‘transport purposes’.

A429/B4035 Portobello Crossroads
The County Council will keep under review the need for a further improvement of the A429/B4035
junction (Portobello Crossroads). It is envisaged that this would require the provision of a roundabout
to replace the existing priority crossroads junction.

Traffic Management in Shipston-on-Stour
There is an aspiration for a one-way system in Shipston on Stour and a public consultation exercise
has recently been undertaken by the County Council to obtain local feedback on a possible scheme.

Motorways and trunk roads
A435 Corridor
The section of the A435 between Alcester and Gorcott Hill is a poorly aligned single carriageway that
carries traffic flows in the order of 20,000 vehicles per day. This creates a number of safety and
environmental problems, especially in Studley, Coughton, King’s Coughton and Mappleborough
Green.
The road was formerly the responsibility of the Highways Agency (HA) but was de-trunked in
January 2008, thereby transferring responsibility for the A435 between the Alcester southern bypass
and the M42 to Warwickshire and Worcestershire County Councils. In the past the HA recognised
the problems referred to above and a Studley Bypass Scheme was designed and the necessary
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Orders made. However, the scheme was withdrawn and the previously made Orders revoked,
effectively terminating the proposal.
The County Council proposes to continue working with the District Council, Redditch Borough
Council and Worcestershire County Council to investigate alternative approaches to mitigating the
impact of traffic in the corridor. A number of possible measures have been identified as part of the
draft Air Quality Action Plan for the A435 in Studley referred to earlier in this chapter.

A46 Alcester to Stratford-upon-Avon
The County Council will continue to press for the major improvement scheme to the A46 between
Stratford-upon-Avon and the Alcester southern bypass, which was approved at public inquiry in
1994, to be reinstated as a priority scheme with the Highways Agency.
The County Council would expect the promoter of any proposals to upgrade the A46 between
Stratford and Alcester to assess the transport and environmental impacts on the A435 corridor
between the M42 and the A46/A435 roundabout near Alcester, and to implement an appropriate
mitigation strategy to reduced those impacts.
This proposal in conjunction with a potential future improvement scheme at A45/A46 Tollbar End and
the recently completed M40 Junction 15 Bypass at Longbridge would support the role of the A46 in
providing a strategic alternative to traffic between the M1 and the M5 using the A42/M42.

M42 Active Traffic Management
The County Council supports the provision of further Active Traffic Management (ATM) on the M42
as part of the wider proposals for the West Midlands motorway box.
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12. Warwick, Leamington Spa, Kenilworth and Whitnash Urban
Area Strategy
Introduction
This section of the LTP covers the towns of Warwick, Leamington Spa, Kenilworth and Whitnash.
The area is co-terminus with the administrative boundary of Warwick District, and forms the southern
end of the North-South Corridor.
Warwick District is located in the heart of Warwickshire, and has links to other parts of the County
including Stratford-upon-Avon and Rugby. Regional and Sub-Regional links to Coventry,
Birmingham, Solihull and the East Midlands are also good, as are the links to Banbury and London
via the M40 corridor and rail services on the Birmingham – London Marylebone line.
In developing the proposals for this part of Warwickshire, the County Council has worked in
partnership with Coventry City Council and Solihull Metropolitan Borough Council in order to be
compatible with their sections of the West Midlands Local Transport Plan.

The Overall Context
Warwick District has the highest population of the five District/Boroughs within the County, and
covers an area of approximately 109 square miles. The population density in the District is 481
people per square kilometre, second only to Nuneaton and Bedworth Borough and above the
Warwickshire average of 268. Approximately 10% of the population live in rural areas.

Population
The resident population in this part of Warwickshire is growing, as illustrated in Table 12.1 below
Table 12.1: Population 2002- 2008
Town
Warwick
Leamington
Kenilworth
Whitnash
Warwick
District
Warwickshire

Population in 2002
(estimated)
25,950
45,200
23,150
8,250

Population in 2008
(estimated)
29,150
47,500
23,750
9,500

%
Change
12.3%
5.0%
2.5%
15.1%

128,700 (mid 2003 estimate)

135,700

5.4%

512,000 (mid 2003 estimate)

530,700

3.7%

Between 2002 and 2008, the area experienced a higher rate of population growth than the average
for Warwickshire overall. It is likely that this trend will continue throughout the LTP3 period, with
population projections suggesting that the total population of the District will rise to 174,900 by 2031.
This is the highest projected increase of the five Warwickshire District/Boroughs.
There has been a considerable increase in the elderly (75-84) and very elderly (85+) age groups
since 1992, with these increasing by 20% and 30% respectively. It is important to note that,
compared to elsewhere within the County, Warwick District is heavily over represented in the 20-29
age groups, highlighting the large student population which is predominately based in Leamington
Spa.
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Latest population estimates indicate that nearly 20% of the District’s population is comprised of men
over the age of 65 and women over the age of 60. In contrast, only 17% are aged 15 and under, this
trend being similar to that observed in the West Midlands region as a whole. The trend of an aging of
the population is set to continue; the 2006 population based estimates indicate that the proportion of
the population aged over 65 will increase to 56% by 2031.
The District performs relatively well on health indicators (from the 2001 Census). This is
demonstrated in Table 12.2 below:
Table 12.2: Health indicators (Census 2001)
Percentage of the
local population
with a long term
limiting illness
Warwick
District
Warwickshire
England and
Wales

15.4%
16.8%
18.2%

Percentage of
the local
population
whose health is
not good
7.4%
8.1%
9.2%

Percentage of the local
population aged 16-74
who are economically
inactive, permanently
sick/disabled
3.4%
4.2%
5.5%

Socio-economic issues
In socio-economic terms, the area performs above the average for Warwickshire. Mean household
income in Warwick District is the second highest in the County and Boroughs at £43,807, second
only to Stratford-on-Avon District. The proportion of low-income households (i.e. those earning less
than £10,000 per annum) is 10.6%, which is the third lowest percentage of the five Warwickshire
District/Boroughs and compares well with overall County figure of 11.1%.
The Index of Multiple Deprivation (2007) shows that Warwick District has four Super Output Areas
(SOAs) that fall within the top 30% most deprived nationally. The highest ranking SOA is Lillington
East which is 15th in Warwickshire as a whole. The District does feature as deprived in other specific
aspects of deprivation. Of particular significance is the 37 SOAs that fall within the top 30% most
deprived nationally in terms of barriers to housing and services (this includes geographical access to
services and housing affordability).
Car ownership levels within the District remain relatively high with just under 20% of households not
having access to a car.
The unemployment rate within Warwick District (based on 2009 levels, as measured by the claimant
count) remains relatively low at 3.2% when compared to the County average (3.8%) and the West
Midlands average (5.5%). This current rate is historically relatively high and can be attributed to the
recession that has recently affected the whole of the UK.

The local environment
The environment in this part of the County is rich and diverse, and includes the historic town of
Warwick and its castle, and the spa town of Leamington. Kenilworth also has an historic castle,
which is set close to the open expanse of Abbey Fields. The area is also crossed by the River Avon
and the Grand Union Canal.
Although much of Warwick District is of an urban nature, the immediate hinterland of the four main
towns is made up of high quality agricultural land and open countryside.
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Travel patterns
Road traffic growth
Traffic flows in each of the major urban areas in Warwickshire are monitored every year to establish
traffic growth (or reduction). The three main towns in Warwick District (Leamington Spa, Warwick
and Kenilworth) have all experienced overall negative traffic growth between 2000 and 2009 with
traffic levels in Leamington Spa having reduced by 3.3%. It is believed that the decline in traffic
levels in Warwick and Leamington Spa can be attributed to the closure of a number of major
employment sites including Pottertons in Warwick, the Peugeot plant at Ryton, the Ford foundry in
Leamington Spa and changes to the number of employers based on the Tachbrook business park in
Leamington Spa.
It can be seen from Figure 12.1 that whilst traffic levels in Kenilworth declined over the period to
2008 they have started to show signs of growth once more. This is likely to be due to the fact that
Kenilworth experienced significant disruption to the highway network due to water infrastructure
replacement and regeneration development between 2006 and 2009. This lead to many people
seeking an alternative route to avoid the town centre.
In addition, it is thought that the decline in overall traffic levels in Warwick District can be attributable
to a combination of factors including rising unemployment levels, increases in fuel prices and a
higher level of awareness of different transport options available.
Figure 12.1: Growth 2000-2009 based on 24 hour flows recorded at cordon sites around the main
urban areas of the County
Three year rolling average
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Modal split
The modal split for journeys to work is shown in Table 12.3 below. Travel by car is the primary mode
of transport across the County, although in Warwick District the proportion of residents using the car
to travel to work is significantly lower than in the rest of the County. However, at 68.8% of journeys
to work, car use is still significantly higher than the national figure (61%).
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Over 11% of people walk to work in Warwick District, compared to only 7.3% in North Warwickshire
Borough. This may be a reflection of the more urban nature of Warwick District and the relative ease
by which people can undertake local journeys on foot.
Bus use is 3.3% compared to the County average of 3.4%. Travel to work by train, at 1.9%, is higher
than County average of 1.3%, which is likely to be due to the number of accessible railway stations
with good links to employment opportunities located in the District.
The proportion of people working at home reflects the County average of 9.7%.
Table 12.3: Mode used for the journey to work
Warwick District – Journey to Work Modal Split (Source: 2001 Census)
Car
Public Transport
Bicycle
Walk
68.8%
5.3%
3.5%
11.2%
Warwick District
Warwickshire
71.2%
4.7%
2.9%
9.7%

The Journey to School
Table 12.4 provides a summary of modal split for the journey to school. Monitoring data from recent
years indicates that the proportion of children travelling to school by car has broadly remained the
same (including car sharing).The journey to school is a particular problem within Warwick, where
there is a high concentration of schools that have a significant impact on the local transport network.
Table 12.4: Modes used for the journey to school
Warwick District– Journey to School Modal Split 2009/10 (Source: WCC)
Car
Public Transport Bicycle
Walk
Warwick District
33%
11%
7%
48%
33.5%
16%
3%
46.5%
Warwickshire
At 33%, the level of car use for the journey to school in Warwick District is broadly the same as the
rate experienced across Warwickshire. There are a number of private schools in Warwick that draw
in pupils from a wider area, which results in a heavy reliance on the car. Conversely, the proportion
of children cycling (7%) and walking (48%) to school in Warwick District is significantly higher than
elsewhere in Warwickshire. This is due to the high density of population in the Warwick/Leamington
Spa/Whitnash urban area, which enables a high proportion of children to live within cycling or
walking distance of their school. The County Council has helped to facilitate walking and cycling to
schools by providing a number of new or improved routes over the last 10-15 years.

Transport Problems and Opportunities
A review of problems and opportunities for Warwick District is set out below. The evidence considers
the wider economic, environmental and social context that transport must operate to address these
wider issues. The evidence is considered in turn under each of the national transport goals.

Goal 1: Supporting Economic Growth
Congestion
Warwick District has a relatively high concentration of jobs in financial and businesses services, as
well as the public sector. Tourism is also an important part of the economy, supporting around 5,000
jobs. It is therefore essential that transport in the District helps to maintain and support economic
growth.
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Congestion can be harmful to the economy, with a significant amount of time being lost due to
employees or goods that are caught in traffic. Within the District there are a number of locations
where road capacity and the pattern of road use result in slow and unreliable journeys, especially
during peak periods. The close proximity of the M40 and A46 to Warwick, Leamington Spa and
Kenilworth has a significant effect on the urban areas as a proportion of traffic seeks alternative
routes through the town centres in order to avoid congestion and incidents on the strategic network.
Although a countywide problem, measures to address increasing levels of congestion within the
District are particularly important due to the location and nature of the towns. There are concerns
that increasing congestion could act as a significant deterrent to new business investment.
Recent data provided by DfT allows congestion to be mapped using journey times and vehicle
speeds from Satellite Navigation Data. Eighty four relatively congested routes in Warwickshire have
been selected for monitoring. Further details can be found in the Congestion Strategy.

Town centre access
It is vital that ease of access to the main town centers and key transport links by all modes is
assured to maintain long-term economic viability and vitality. Factors such as the nature, location
and quantity of parking provision in the town centres, as well as barriers to pedestrian and cycle
movement and limited public transport provision can all adversely affect ease of access. Maintaining
the attractiveness of the area for new investment and to maintain its current status as a prestigious,
desirable location for major company headquarters is essential.
Opportunities to improve access have been developed over the course of the first two LTPs,
including the opening of Warwick Parkway rail station. Improved cycle parking provision at
Leamington Spa and Warwick train stations has meant residents are less reliant on the car to travel
to the stations, and the completion of a number of cycle routes in the area mean that more people
are now choosing to cycle to and from work.

Access to employment
To help maintain and increase employment levels, there is a need to ensure good transport links to
existing and potential employment sites to maximise employment opportunities for local residents.
The possibility of improving road connections to new employment development will be explored. The
enhancement of transport connections (particularly by rail) to link Warwick District with employment
opportunities elsewhere in the County and the Sub-region will also be pursued. Opportunities also
exist to improve transport links along the North-South corridor.

Goal 2: Tackling Climate Change
As described earlier in this document, the Government (through its Climate Change Act) has made a
commitment to reduce greenhouse gas emissions across the UK economy by at least 80% on 1990
levels by 2050, and 34% on 1990 levels by 2020. As demonstrated in Figure 4.1 in the background
and policy context section of the LTP, Warwick District has the third highest transport related CO2
emissions within the County. This reflects the average transport usage as a result of through-traffic
on the strategic road network. There is a need to move towards a low carbon transport system to
help meet our carbon budget obligations, and opportunities will be sought to reduce transport related
carbon emissions in the area.

Reducing carbon emissions via the LTP
The LTP process provides the opportunity to reduce transport related carbon emissions by
encouraging residents to use their cars less and increase their use of sustainable transport modes
such as walking, cycling, public transport and more sustainable car based travel (e.g. car clubs and
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car sharing). The provision of hard and soft transport measures, for example, school and workplace
travel plans, provision of new cycle lanes, improved signing for pedestrians and improved public
transport facilities can all contribute to a reduction in overall car use.
The land use planning process advocates development that reduces the need to travel. This means
planning new developments that provide residential and employment opportunities in close proximity
and taking wider accessibility issues into account when selecting sites to go forward for
development.

Goal 3: Contributing to Better Safety, Security and Health
Road safety
In 2009 there were 464 road casualties in Warwick District, with:



60 people killed or seriously injured; and
404 people slightly injured.

Whilst the total number of road casualties in Warwick District has remained broadly at the level
recorded in 2004 (460 road casualties in total) the number of people killed or seriously injured has
fallen significantly from 75 to 60.
Continued improvements in road safety form an important part of the transport strategy for Warwick
District, and includes tackling the problem of a proportionally high rate of incidents involving
motorcyclists.

Crime and fear of crime
Total recorded crime within Warwick District between April 2008 and March 2009 totalled 9,688
incidents, which equates to a rate of 73 for every 1,000 head of population (Source: Warwickshire
Police). Warwick District has the third highest crime rate in the County behind Nuneaton and
Bedworth and Rugby Boroughs.
There are particular concerns regarding the levels of violent crime and domestic burglary which
occur within the District. These issues can affect the decisions which people make regarding their
mode of transport, particularly in evenings and early morning.
Crime and fear of crime may deter people from walking, cycling and the use of public transport and
can have a significant impact on particular groups in society, for example females and the elderly. In
addition, the perceived safety and security of parking may deter some people from travelling by car
to certain destinations. The County Council will help address problems associated with crime and
fear of crime via the provision, where feasible, of improved waiting and interchange facilities and
improved lighting on key pedestrian and cycle routes.

Air quality
The higher than average population growth in the District has resulted in high levels of traffic. In
addition the area is home to a number of national and international tourist attractions, including the
castles in Warwick and Kenilworth. Due to the town centre location of many of the attractions, traffic
management can be problematic. This is further exacerbated as many tourists arrive by car as part
of a multi-stop tour of the main tourist attractions. Although air quality is generally good across the
District, the resulting congestion has led to a worsening of environmental conditions within the main
towns. As a as a result the air quality objective for nitrogen dioxide is not being met and a number of
Air Quality Management Areas (AQMA’s) have been declared or expanded.
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There are currently four declared AQMAs within Warwick District. Three were declared in December
2004 in Warwick, Leamington Spa and Barford, the last of which has subsequently been revoked.
Two further AQMAs were declared in Kenilworth in 2008.
The AQMA in Warwick has been extended from the original declaration, and now includes High
Street up to the junction with Bowling Green Street, Theatre Street/Saltisford up to the junction with
Vittle Drive, Northgate/The Butts, Smith Street and St Nicholas Church Street. This effectively means
that the majority of the town centre core is covered by the AQMA. Warwick District Council has
recently consulted on the proposed declaration of a further extension to the Warwick AQMA in the
Coventry Road/St Johns area of the town. Subject to this being formally declared, it is proposed to
consider how to address this issue through the preparation of a revised Air Quality Action Plan for
the District (see below).
The AQMA in Leamington Spa is located at the junction of High Street/Bath Street/Old Warwick
Road/Clemens Street, and like Warwick it contains a substantial number of receptors including both
residential and business properties.
On-going monitoring of the Barford AQMA following its declaration showed a substantial reduction in
NO2 levels following the opening of the A429 Barford Bypass in 2007. The AQMA was formally
revoked in 2009.
The two AQMAs in Kenilworth are located on the Warwick Road between Waverley Road and
Station Road in the town centre, and on New Street immediately east of the junction of Bridge Street,
High Street, New Street and Fieldgate Lane.
An AQAP to cover the AQMAs in Warwick, Leamington Spa and Barford was prepared by the
District Council and the County Council in 2008, a full copy of which is reproduced in Appendix C of
the LTP. A revised AQAP for the District covering the two AQMAs that have recently been declared
in Kenilworth will be prepared in Spring 2011. This may also cover the Coventry Road/St Johns area
of Warwick, subject to it being formally declared as an AQMA.

Health and obesity
Obesity is a key health issue that is affecting the residents of Warwick District. It is estimated that
just over 23% of the adult population of the District are obese, and although this compares favorably
to the County average of 26% it is still regarded as relatively high. In addition the proportion of
children who are classified as overweight or obese in reception and year 6 is outlined in Table 12.5:
Table 12.5: Overweight and Obesity rates in Reception and Year Six
Reception - Overweight
Reception - Obese
Year 6 – Overweight
Year 6 - Obese

Warwick District
12.6%
7.1%
12.4%
19.2%

Warwickshire
12.9%
8.0%
13.5%
18.1%

Increasing levels of physical activity can have a significant positive effect on weight control. There
are high levels of town centre residency in the main urban areas which, combined with shopping,
leisure and employment facilities within easy walking and cycling distance, mean that there are more
opportunities for people to walk or cycle to local destinations rather than relying on the car. Modal
shift away from a reliance on the car may have a positive impact on obesity levels and help reduce
the incidence of obesity related illnesses. The provision of hard measures in addition to softer
measures such as school and workplace travel plans may help to encourage more people to walk
and cycle and contribute to a reduction in the incidence of obesity.
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Goal 4: Promoting Equality of Opportunity
Ensuring that good transport links are available to enable people to easily reach a wide range of key
services and facilities is vital. Despite relatively high levels of car ownership, for the growing
proportion of elderly people and residents living in the more rural parts of the district, accessing key
services may prove difficult.
Improved access will be achieved through a combination of measures, including promoting public
transport options, improving the public transport/Community Transport offer where appropriate,
improving facilities for walking and cycling and traffic management schemes designed to improve the
local environment.
Access to the national rail network is good in Warwick, Leamington Spa and the hinterland around
Warwick Parkway. It is anticipated that the poor access to the rail network suffered by residents of
Kenilworth will be addressed within the LTP3 period by the provision of a new station.
A lack of easily accessible public transport in the more rural parts of the District continues to be
identified as a key issue. Opportunities to improve travel choice for rural communities will be
explored, including developing more flexible services where appropriate in addition to making
information about what already exists available at the point of need. By working in partnership with
other authorities and community groups, further opportunities will be explored over the period of this
LTP.
Opportunities to improve transport and movement within the main town centres will be sought over
the LTP3 period. These opportunities will arise from the housing and employment developments
being proposed by the District Council through their Core Strategy, providing a critical mass from
which sustainable transport measures can become viable alternatives to the car. In particular, the
County Council will seek to improve bus punctuality, journey time reliability and improve the
environment for pedestrians and cyclists.
Ensuring that sufficient short stay car parking at a cost and convenience to attract not only local
residents but visitors from neighboring areas to the main town centres is important to maintain good
accessibility levels and viable town centres where a range of services and facilities are available.
Within Warwick, Leamington Spa and Kenilworth, the physical alignment of the transport
infrastructure serves to reduce accessibility by restricting movements in certain locations. For
example, the alignment of rail and canal corridors can result in lengthy detours for accessing local
services and facilities. This can deter travel on foot or by bicycle. Opportunities to improve
accessibility exist across the District and can be brought forward as part of the overall growth
proposals. Opportunities to reduce this severance effect by providing new or enhanced crossing
points and cycle routes will be explored.

Goal 5: Improving Quality of Life
The dominance of traffic along main roads supporting a mix of uses can conflict with places where
people shop, socialise live and work resulting in reduced quality of life. Such conflicts occur within
the District primarily within the town centres of Warwick, Leamington Spa and Kenilworth. An
additional factor in these town centres is the high number of historic and older buildings. These can
be more susceptible to the impact of traffic due to different construction methods and, in the case of
some listed buildings, restricted changes to the building structure. Furthermore, the use of soft stone
in some buildings and structures can leave them more susceptible to erosion and staining, which can
be further exacerbated by high volumes of traffic emissions. Measures to reduce conflict in the urban
environment will be explored, including access restrictions for heavy goods vehicles.
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Excess traffic speed or high traffic volumes can also reduce the attractiveness of a place, reduce
quality of life and make walking and cycling less attractive, particularly in creating impediments to
easy crossing and by intimidating these vulnerable road users.
There is an opportunity to look at the feasibility of introducing 20mph speed limits within specific
areas of the District (e.g. extending the 20mph zone that currently exists along the Parade in
Leamington Spa). We will also investigate the feasibility of extending the Leamington Spa Urban
Mixed Priority Scheme which was successfully implemented during the LTP2 period.

Town Centres
The County Council is currently working with Warwick District Council to produce a number of Area
Action Plans for Warwick, Leamington Spa and Kenilworth. A summary of progress to date is
provided below.

Warwick Town Centre
The town centre of Warwick is of national significance, characterised by its historic street pattern and
buildings, many of which are of architectural interest and have considerable prominence. There are
over 300 listed buildings, including a number of Grade I listed buildings and scheduled monuments
falling within the town centre (which itself is a designated Conservation Area).
The town centre is also subject to possible change as the future use of a number of public buildings
and land is being reviewed. Managing the process of change in order to maximise benefits to the
town and its environment will therefore be important.
The Town Centre Plan forms part of Warwick District Council’s wider development proposals for the
area, and will guide the determination of future planning applications within the town. It will also
inform other strategies for the town centre area, such as town centre management, inward
investment, management of public sector assets, promotion and marketing. The Plan is also wholly
consistent with the aims and objectives of the traffic management proposals for the town centre (see
below).
When completed, the Plan will provide a detailed framework for the town centre which amongst other
things will:




Encourage regeneration and re-use of land and buildings;
Protect areas particularly sensitive to change; and
Bring key agencies and landowners together to resolve any conflicting objectives and gain a
consensus as to the right strategy for the town centre.
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Warwick: Reducing the Impact of Traffic (W:RIT)
Since 2004, the County Council has been working with a group of local stakeholders to develop
a traffic management scheme for Warwick with the objective of reducing the impact of traffic on
the historic urban environment. The funding for this scheme is wholly from developer
contributions arising from housing and employment development to the south west of Warwick.
To date, the following schemes have been completed:





Warwick Bus Station;
Warwick town centre to Warwick Technology Park cycleway;
Provision of a new Puffin crossing on Friars Street; and
Introduction of car park variable message signs.

A set of proposals are being produced for the various streets in the town centre. There is an
expectation that the first phase of these will be completed by the start of this plan period. The
measures include widening footways, introducing raised tables to bring carriageway to footway
level on pedestrian desire lines and at junctions, and reducing the speed limit in the town to 20
mph. The County Council have recently been successful in having part of the A429 through
Warwick removed from the Primary Route Network as part of its plans to make the town less
attractive as a through route, whilst retaining its accessibility.

Leamington Spa and Kenilworth Town Centres
The County Council have continued to work with Warwick District Council to improve transport and
access in Leamington Spa and Kenilworth town centres. In Kenilworth this has resulted in the much
anticipated improvements to the town centre, including the redevelopment of Talisman Square, the
provision of a new supermarket and associated highway improvement works.
Despite a number of improvements, there are a number of key issues in relation to traffic and
transport that have still to be resolved in Leamington Spa and Kenilworth. These include:






Access for HGVs making deliveries to the town centre;
On and off-street parking provision including adequate signing (particularly relevant in
Kenilworth);
Improvements for pedestrians and cyclists;
Bus service and infrastructure provision; and
Accessibility options from the town centre to Leamington rail station and the proposed site of the
new rail station in Kenilworth.

The Town Centre Action Plans are important documents in helping to progress development and
improvements in these areas. The County Council will continue to work in partnership with the
District and Town Councils during this LTP period to develop and implement the relevant Action
Plans.
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The Strategy
Key Objectives


Stabilise and grow the local economy of the area;



Support future housing and employment growth within the District;



Support access to services and facilities, particularly for those without access to a car; and



Reduce the environmental impact of traffic within the District and improve local air quality.

The proposals set out below describe how the County Council and its partners aim to deliver these
objectives. The key proposals are shown in Figures 12.2 and 12.3.

Figure 12.2: Key Proposals in Warwick and Leamington Spa
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Figure 12.3: Key Proposals in Kenilworth

Key Proposals
Transport improvements to deliver growth
Warwick District Council is currently in the process of preparing a Local Plan. An Issues and Options
consultation has recently been completed which sought to identify and prioritise the principal
challenges facing the District over the next 10-15 years. Once the results of this consultation have
been analysed, officers intend to go back to Members in Summer/Autumn 2011 to agree the scale of
future housing and employment growth. A consultation on where this growth should be located
within the District will follow towards the end of 2011.
As part of the preparation of the Local Plan, the County Council intend to undertake an assessment
of the proposed housing and employment growth using the Warwick/Leamington Spa and
Kenilworth/Stoneleigh S-Paramics models. An assessment of public transport requirements will also
being undertaken. It is envisaged that this information will be used to inform the preparation of the
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Infrastructure Delivery Plan and the County Council’s evidence on transport to the subsequent
Independent Examination of the Plan.

Air quality
The County Council will continue to work with Warwick District Council to develop, revise and
implement Air Quality Action Plans in Warwick, Leamington Spa and Kenilworth (as described
earlier).

Public transport
Bus
In line with the Bus Strategy, the County Council will work with the main local bus operator in the
area (Stagecoach) to develop further Quality Bus Corridors (QBCs). The QBC concept has proved
successful during the first and second LTP periods in increasing patronage on key commercial bus
routes. The concept combines bus stop infrastructure and information provision upgrades by the
County Council as highway authority, with improved vehicle and frequency enhancements provided
by the operator.
Subject to the availability of funding, the following urban routes will be upgraded in the short/medium
term:





Warwick – Millers Road – Coten End – Leamington Spa;
Kenilworth – Abbey Hill – Coventry;
Lillington – Leamington Spa; and
Sydenham – Leamington Spa.

In addition the following inter-urban routes will be upgraded in the short/medium term:




Leamington Spa – Kenilworth – Leyes Lane – Coventry;
Stratford upon Avon – Blackhill – Warwick; and
Warwick – Kenilworth – Albion Street – Coventry.

Proposals to enhance facilities at bus stops and public transport interchanges, consistent with the
aims set out in the Public Transport Interchange Strategy, include:



Enhanced interchange facility at Leamington Spa Rail Station; and
Provision of Bus Information Points (BIPs) at Warwick Hospital, Shires Retail Park, Leamington
Spa and the new Kenilworth Rail Station.

Rail
Given the high levels of existing and anticipated movements in the North-South corridor, the County
Council has developed proposals for improvements to heavy rail in the Nuneaton – Coventry –
Leamington Spa corridor (NUCKLE).
As part of this overall scheme the County Council is committed to pursuing the provision of a new
station on the Leamington Spa to Coventry rail line to serve Kenilworth, and by changing trains allow
journeys to Warwick, Stratford and other onward destinations. The preferred site for the new station
is located near to the town centre off Priory Road. It is envisaged that the station would include
some parking facilities, a Kiss and Ride drop-off point, taxi provision and bus/rail
interchange. Delivery of the station is dependent on identifying and securing an appropriate train
service and the required capacity on the rail network.
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In line with the Passenger Rail Strategy, the County Council will continue to work with operators to
improve the following station facilities:






The County Council will continue to work with Chiltern Railways to provide step free access to
the London bound platform at Warwick Rail Station;
Warwick Parkway Station car park is currently operating at full capacity throughout most of the
week. The County Council is working with the station operator to investigate a further increase to
the capacity of the car park in recognition of the increasing demand for travel from the station;
The County Council will continue to work partnership with rail and bus operators to deliver
improved public transport integration at rail stations. Specific work includes the enhancement of
the interchange facilities at Leamington Spa rail station consistent with the aims set out in the
Public Transport Interchange Strategy; and
The County Council will continue to work with our wider partners to develop and implement the
Leamington Spa station travel plan. This aims to improve access to the station via sustainable
modes.

Community transport
Enhanced facilities for community transport passengers will be provided at Warwick and Leamington
Spa rail and bus stations, consistent with the aims set out in the Community Transport Strategy.
Enhanced facilities and information will also be provided where appropriate at all new Bus
Information Points.
The County Council will explore how the needs of community transport users and operators can be
configured in the development of the Inter-Urban Quality Bus Corridor Leamington and Kenilworth,
Stratford and Warwick and Warwick and Coventry.

Taxis and Private Hire Vehicles
Enhanced facilities for taxis and private hire vehicles will be considered as part of the proposed
enhancements to interchange at Leamington Spa rail station, and as part of the development
proposals for Kenilworth rail station.

Walking
Investment in improving the pedestrian environment will focus on the provision of safe and
convenient crossing points to facilitate easy pedestrian movements and address safety concerns.

Cycling
As detailed in the Cycling Strategy, investment in relation to cycling will focus on the continued
development of cycle infrastructure in the main urban areas and on some inter-urban routes. The
cycle route network development plan, produced in consultation with local cyclists, identifies key
routes between residential areas and trip generators such as schools, employment areas, town
centres, public transport interchanges and leisure centres. It is intended to develop the priority
routes highlighted on the plan within this LTP period. The main proposals for cycling in this area of
the County are summarised below:




Develop dedicated cycle infrastructure on key links to town centres, employment sites,
educational establishments and public transport interchanges in Leamington Spa, Warwick and
Kenilworth;
Complete the ‘Connect2’ cycle route from Kenilworth to Warwick University, in conjunction with
Sustrans, Warwick University and Coventry City Council;
In partnership with Sustrans, complete National Cycle Network Route 52 from Warwick through
Kenilworth and on to Coventry;
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Complete the Warwick – Leamington Spa corridor cycle improvements;
Develop further dedicated cycle infrastructure on the A452 to improve cycling conditions between
Kenilworth and Leamington Spa; and
Investigate the provision of cycle links as part of the development of the new Kenilworth rail
station (specifically east-west cycle links);
Provide improved cycle parking within the main urban areas and ensure cycle parking continues
to meet demand, including assessing the need for long-stay cycle parking facilities at key
transport interchanges;
Work with major employers within the District to improve cycle facilities; and
Actively promote and market cycling to encourage more people to cycle for short journeys
through the continued distribution of the Warwick / Leamington cycle map and production of a
map for Kenilworth during the life of the Plan.

Improvements for the mobility and sensory impaired
The introduction of new low floor vehicles and enhancements to bus stop facilities as part of the
Quality Bus Corridor and Quality Bus Initiative has yielded significant improvements for those with a
physical impairment to access the transport system. Wider improvements have also been made in
terms of dropped kerb provision and the upgrading of pedestrian crossing facilities (including
measures to help those with sensory difficulties). Similar improvements will continue to be
implemented across the area on a priority basis as funding allows.

School travel and Safer Routes to School
The traffic and transport implications associated with the journey to school can be significant, and
have wider implications for air quality, journey reliability and quality of life for local people. This is
especially relevant in the three main towns of the District, particularly where there are clusters of
state and independent schools (as occurs in Warwick). The issue is compounded by the fact that the
independent schools draw pupils from a wide catchment area and although bus services are
provided, the levels of car use to travel to school is still high.
In attempt to reduce the impact of the school related trips the County Council will continue to
promote sustainable travel choices where appropriate and relevant. The County Council will continue
to invest in Safer Routes to School schemes within Warwick District on a priority basis as resources
permit. Additional information regarding encouraging more sustainable modes of travel to school is
set out in Warwickshire’s Sustainable Modes of Travel Strategy.
The Council will continue to work with Sustrans to develop the National Cycle Network in
Warwickshire, including the ‘Links to Schools’ initiative. The is of particular relevance in Kenilworth
where there is scope to link into the ‘Connect2’ scheme.

Powered Two Wheelers
Improvements for powered two wheelers will be made in line with the proposals set out in the County
Council’s Powered Two Wheeler Strategy. Motorcycling can play a positive role in helping to reduce
congestion and provide a sustainable alternative to the car. We will seek to provide (in partnership
with Warwick District Council) further secure and centrally located parking for motorcycles, both on
and off-street where deemed appropriate.

Parking
The provision of well managed car parking facilities that are priced appropriately is vital if the main
towns in the District are to continue to thrive. It is important to note that the County Council can only
control the management of on-street parking provision. Specific issues and measures within each of
the three towns within the District are set out below:
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Warwick and Leamington Spa
In order to help reduce the volume of traffic circulating in search of car parking, the County Council
will continue to provide real-time car park availability information in Leamington Spa and Warwick.

Kenilworth
An audit of directional and parking signs has recently been undertaken within the town. The County
Council will seek to implement the recommendations of the audit within the life of LTP3, subject to
funding being available.
It is proposed that as part of the new rail station, 90 car parking spaces will be provided. This level of
provision is deemed sufficient for the predicted level of demand.
The County Council will investigate the feasibility of providing cycle parking within the town centre.
This will identify possible location(s) and the form of stands.

Freight
The County Council has an established freight quality partnership with hauliers. Routes have been
identified that should be used for freight movements passing through the County.
The County Council will continue to review the existing loading restrictions in place across the
District where appropriate.
The County Council will also carry out a review of current signing on arterial routes and, where
necessary, implement additional directional signing to business, industry and tourist destinations to
ensure traffic is directed along suitable routes. In addition, we will continue working with operators to
promote and develop the use of Quality Freight Corridors.

Highway improvements and traffic management measures
Due to the historic nature of the road network in Warwick, Leamington Spa and Kenilworth, there is
little scope to significantly improve the highway capacity within the urban area. Therefore the
highway network will be managed through:





The promotion and development of school and workplace travel plans;
Further encouraging and improving the pedestrian, cycle and public transport network;
The continued use of Intelligent Transport Systems in Warwick and Leamington Spa to help
manage traffic flow and improve journey reliability; and
Targeted traffic management improvements at key locations, such as the proposed street-bystreet measures in Warwick town centre.

County roads
Warwick Town Centre
As described above, the County Council will continue to work with local stakeholders to develop a
series of street-by-street measures for Warwick town centre, the primary purpose of which is to
reduce the impact of traffic on the local environment. The first phase of this scheme is likely to be
implemented in 2011. The aspiration from local stakeholders to introduce a 20 mph speed limit
across the town will be examined during the LTP3 period.
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A445 Portobello Bridge Improvements
Portobello Bridge is a listed structure located on the A445 between Warwick and Leamington Spa.
The County Council has undertaken some preliminary work and consultation regarding a number of
potential options to improve the bridge. Further work will be undertaken on the preferred scheme for
the bridge when funding becomes available. Approval of the design will be required from both
English Heritage and Warwick District Council given the listed nature of the structure.

A445 Rugby Road/B4099 Warwick New Road Improvements
A set of improvements are due to be implemented in Summer 2011 at the junction of Rugby Road
and Warwick New Road on the A445 between Warwick and Leamington Spa. These relate to a
S278 agreement as part of the redevelopment of the former Pottertons site. The scheme will deliver
a reconfiguration of the junction with enhanced provision for pedestrians and cyclists. The scheme
has been designed to be compatible with the proposals for Portobello Bridge (see above) and the
wider aspirations which the County Council has for improving cycling between Warwick and
Leamington Spa.

Motorways and Trunk Roads
North - South Corridor
Improvements to a number of key locations on the motorway and trunk road network within the area
have been identified. Further details of these are set out in the North-South Corridor strategy:





A45/A46 Roundabout – Tollbar End, Coventry;
A46/C32 Stoneleigh Interchange;
A46/A452 Thickthorn Roundabout, Kenilworth; and
A46/A4177/A425 Stanks Roundabout, Warwick.

M40 Junctions 13 and 14
There are a number of issues in relation to Junctions 13 and 14 of the M40 south of Warwick and
Leamington Spa. These include:



A high rate of accidents at Junction 13, caused in part by the short length of the northbound offslip; and
High levels of congestion from traffic entering Warwick and Leamington Spa in the morning peak
via the A452 Europa Way and A425 Banbury Road. This can lead to queuing traffic backing onto
the running lanes of the M40 between Junctions 14 and 15.

The County Council is currently in the process of investigating possible improvements to the A452
between the M40, Greys Mallory and Leamington Spa to alleviate the problem of queuing traffic at
Junction 14.
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13. The North-South Corridor Strategy
Introduction
This section of the Local Transport Plan covers the North-South Corridor, as shown in Figure 13.1.
This is the principal transport corridor within the County, and links the urban areas of Nuneaton,
Bedworth, Kenilworth, Leamington Spa, Whitnash and Warwick. The city of Coventry, although
falling within the West Midlands, is located in the centre of the corridor. The travel patterns and
demands that exist between Warwickshire and Coventry emphasise the importance of the corridor in
the socio-economic life of the sub-region. The rural areas which are located within and adjacent to
the corridor (e.g. North Warwickshire) provide an important supplement to the main north-south
movements.

Figure 13.1: North – South Corridor Travel Area
The corridor is both densely populated and highly developed, and includes a number of key travel
destinations including Coventry city centre, Warwick University, Coventry Airport and three large
hospitals at University, Warwick and George Eliot (Nuneaton). The corridor also includes the
125

Warwickshire LTP 2011-2026 Part A The Strategy

Coventry to Nuneaton Regeneration Zone and a number of significant allocated or potential
development sites.
The North-South Corridor performs an important role within the national and sub-regional road and
rail network, providing a number of links between places both within and outside the County. The
corridor is truly ‘multi-modal’ in its nature, as it includes a comprehensive network of local and
strategic bus, rail and road links.
The Coventry to Nuneaton Regeneration Zone covers parts of north Coventry, Bedworth and
Nuneaton, and is an area that has traditionally been associated with a number of industries such as
engineering, manufacturing and mining. Over the last 25 years these sectors have experienced a
significant economic decline, which in turn has had a profound effect on a number of local
communities. Conversely, over the same timescale the areas to the south of Coventry have
successfully attracted modern industries such as IT and medical research. Such is the prosperity of
the south of the County that the number of jobs within the area exceeds the total working population.
The contrast in economic activity and prosperity between the northern and southern sections of the
corridor have resulted in a number of inequalities including social exclusion, and pressure on the
transport system as commuters travel through the area.
It is predicted that travel patterns and demands in the corridor will continue to increase over the
coming years, particularly with the pressures which will result from the growth proposals within
Warwickshire and Coventry. There are also strong links between the corridor and other towns and
cities in the West Midlands including Birmingham and Solihull, and from the northern part of the
corridor towards Hinckley/Leicester and Atherstone/Tamworth.
In developing the proposals for the North-South Corridor, the County Council has worked in
partnership with Coventry City Council, Solihull Metropolitan Borough Council and Leicestershire
County Council in order to be consistent with their LTP proposals.

The Overall Context
A detailed discussion regarding the overall context of the North-South Corridor in terms of
population, socio-economic and environmental issues can be found in the Area Chapters covering
Nuneaton/Bedworth and Warwick/Leamington Spa/Kenilworth/Whitnash respectively. These
sections of the LTP also provide information regarding travel patterns and future development
proposals.

Transport Problems and Opportunities
A review of problems and opportunities for the area is set out below. The evidence considers the
wider economic, environmental and social context that transport must operate to address these
issues. The evidence is considered in turn under each of the national transport goals.

Goal 1: Supporting Economic Growth
Transport has a key role to play in supporting the local, sub-regional, regional and national economy.
In areas where needs are greatest, transport can help open up areas for redevelopment and
regeneration, and provide the accessibility requirements for those who wish to access training and
employment opportunities.
As set out above, there is a need to provide a better socio-economic balance between the north and
south of the corridor. The main aim of doing this is to reduce unemployment levels by providing
access to areas where more opportunities exist. By making the North-South Corridor more
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permeable, it will allow a greater range of travel choices to be made, particularly in terms of through
journeys by public transport.
Future travel demand within the North-South Corridor will be heavily influenced by development
pressures within the corridor, along with complementary initiatives in the Coventry – Nuneaton
Regeneration Zone.
One of the key issues within the North-South Corridor is congestion that is primarily confined to the
main morning and evening travel periods, but which is also starting to be experienced in the shoulder
peaks. Specific problems occur at a number of key junctions in the corridor including:









A45/A46 interchange at Tollbar End on the Coventry/Warwickshire boundary;
A46/M40/A429 (M40 Junction 15) at Longbridge, south of Warwick (recently improved);
A46/C32 Stoneleigh Road/B4115 Stoneleigh interchange;
A46/A452 interchange at Thickthorn near Kenilworth
A46/A4177/A425 Stanks Island, west of Warwick;
A46/A428 interchange at Binley on the Coventry/Warwickshire boundary;
M6/M69/A46 (M6 Junction 2) near Ansty (currently in the process of being improved); and
A444/M6 (M6 Junction 3) south west of Bedworth.

Measures to improve the efficiency and reliability for a number of these junctions have been
identified in conjunction with the Highways Agency. These are described later in this section of the
LTP. A high quality national, regional and local highway network is vital to supporting the economy of
the sub-region and the County.

Goal 2: Tackling Climate Change
The main transport related impacts on the environment of the North-South Corridor are the effects of
congestion on the key inter urban routes and on the roads in the main urban centres of Nuneaton,
Bedworth, Kenilworth, Leamington Spa and Warwick. The effect of through traffic in these areas also
has an adverse impact in terms of congestion, noise and air quality.
The population density and level of activity in the North-South Corridor are set to grow over the next
15 years and will create an increasing demand for transport. These demands will ultimately increase
car use and congestion to unacceptable levels unless a good quality public transport network is
available. A key shortcoming of the current network is the lack of a through public transport service
between the north and the south without the requirement for a change in Coventry. Provision of
such a service would enable a free-flow between where people live and the opportunities for work
and leisure, without a resultant detrimental impact on congestion.

Goal 3: Contributing to better Safety, Security and Health
Continued safety improvements form an important part of the strategy for the North-South Corridor.
This includes addressing incidences of road casualties that are anticipated as a consequence of the
increased levels of activity and travel demand in the North-South Corridor. Details of road casualty
trends within the corridor are set out within the Nuneaton/Bedworth and Warwick/Leamington
Spa/Kenilworth/Whitnash Area Chapters respectively.
Fear of crime may deter people using public transport, walking or cycling particularly during the
evening and at night. The LTP aims to address issues of crime and safety on the transport system
by initiatives including:
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Improving safety at public transport waiting and interchange facilities;
Improving cycling facilities including lit routes and safer cycle parking at public transport
interchanges; and
Providing safer walking routes to public transport waiting facilities.

The North-South Corridor includes a number of existing Air Quality Management Areas (AQMAs)
within Nuneaton, Kenilworth, Leamington Spa and Warwick. The proposals for this area of the
County aim to improve air quality by managing the impact of new development, and promoting
sustainable travel options for short, medium and longer distance trips. Specific details regarding
existing and emerging AQMAs in the corridor can be found in the Nuneaton/Bedworth and
Warwick/Leamington Spa/Kenilworth/Whitnash Area Chapters.

Goals 4 and 5: Promoting Equality of Opportunity and Improving Quality of Life
The North-South Corridor exhibits many of the same problems in terms of achieving an accessible,
inclusive transport system as the rest of the County. The forecast of a substantial increase in
congestion, particularly during peak travel periods and in the main urban areas is a problem that
needs to be addressed throughout the corridor. There is also a lack of convenient, direct through
routes for public transport services, particularly for inter-urban journeys along the corridor. This is of
particular concern for the northern part of the corridor, where there is relatively poor access to
certain forms of transport because of lower car ownership. Parts of the surrounding areas of the
corridor experience a lack of convenient public transport that constrains peoples’ access to jobs,
training, health and leisure facilities.
An important role of the North-South Corridor is to link places of need to areas of opportunity. This is
particularly important in this corridor, as generally the less well off areas are in the northern part of
the County and the more prosperous areas are in the south. This means there are strong social and
economic reasons for strengthening the links within, and permeability through the corridor. As the
corridor carries most of the flows of goods and people in and around the County, it is important that
future development pressures do not significantly reduce the capacity and consequently the ability of
the corridor to fulfill its role.
Developments that generate significant transport demands in the corridor will be expected to
contribute to transport improvements as appropriate. One approach to improving transport in the
corridor and managing the implications of key developments is the commitment towards delivering
a step-change in the quality and quantity of public transport. This will assist in addressing the
shortfalls in the existing transport network, and in particular the lack of a quality public transport offer
between the north and south of the corridor.
Opportunities for the physical integration of transport within and between modes are most prevalent
within the urban areas at the following locations:







Nuneaton Bus Station;
Bedworth (Mill Street);
Kenilworth Clock;
Leamington Spa Parade and Parish Church;
Warwick Bus Station; and
Nuneaton, Bedworth, Leamington Spa, Warwick and Warwick Parkway rail stations.

Key interchange points within Coventry include Pool Meadow Bus Station, the railway station,
University Hospital, the Arena, and the two bus-based Park and Ride sites to the north and south of
the city centre. The Friargate redevelopment proposals aim to build on the importance of the railway
station as a key entrance to the city and in public transport terms, a key bus-rail and bus-bus
interchange.
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The County Council will continue to work closely with Nuneaton and Bedworth Borough Council,
Warwick District Council and Coventry City Council to integrate with their policies and plans,
particularly in terms of land use and transportation planning. Examples include the preparation of
Local Development Framework Core Strategies, the master plans for Nuneaton and Bedworth town
centres and development briefs for individual sites.

The Strategy
Key Objectives


Support the local and sub-regional economy, including the Coventry to Nuneaton Regeneration
Zone, the various town and city centres within the corridor, Warwick University and major
(re)development sites;



Support future housing and employment growth within Nuneaton and Bedworth Borough,
Warwick District, Rugby Borough, Coventry City and Hinckley and Bosworth Borough; and



Reduce the environmental impact of traffic within the corridor and improve local air quality.

The proposals set out below describe how the County Council and its partners aim to deliver these
objectives. The key sites and strategic proposals are shown in Figure 13.2 below.

Key Proposals
Transport improvements to deliver growth
Over the next 10-15 years there is likely to be significant development which will add to the existing
travel demands that already exist within the North-South Corridor. These include growth in:





Nuneaton and Bedworth Borough (specific locations in the process of being identified);
Warwick District (specific locations in the process of being identified);
Rugby Borough, specifically at Ansty and the former Peugeot plant near Ryton-on-Dunsmore;
and
Other parts of the corridor which fall outside the County, including Coventry City (e.g. Friargate
and Warwick University) and Hinckley and Bosworth Borough (e.g. Earl Shilton/Barwell and
Hinckley town centre).

Air quality
Air quality issues within the main urban areas of the corridor are covered in the Air Quality Strategy
and the Nuneaton and Bedworth and Warwick/Leamington Spa/Kenilworth/Whitnash Area Chapters
respectively.
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Figure 13.2: Key Proposals in the North – South Corridor
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Public transport
A step-change
The need for a 'step-change' in the quality and quantity of public transport in the North-South
Corridor is a priority for the sub-region. The County Council, in partnership with Coventry City
Council, and Centro (the West Midlands Integrated Transport Authority) have investigated a number
of options to develop and eventually deliver a step-change. The options are based on integrated
planning and co-ordination of all public transport modes, and have historically included consideration
of a number of possible interventions to deliver a ‘step-change’, including bus, guided bus, heavy
rail, light rail and other innovative public transport systems.
A number of technical studies and appraisals have been undertaken to consider the viability and
deliverability of various options to deliver a step-change. These have concluded that the public
transport vision for the corridor should aim to:









Support regeneration, by providing efficient links between areas of social deprivation and
employment and education opportunities, health and leisure facilities and retail facilities;
Meet the accessibility standards and aspirations of the region and sub-region;
Provide links from the sub-region to the 'rest of the world', which is essential to its ongoing
economic sustainability by attracting new investment and employees;
Comprise a hierarchy of modes suited to the particular journeys being made within, to and from
the corridor, with provision made for journeys over the entire length of the corridor;
Provide high quality, convenient and reliable access to existing and proposed residential,
employment, retail and leisure facilities in all the main centres in the corridor, including major
regeneration initiatives in the Coventry to Nuneaton Regeneration Zone, the Coventry Arena
complex, the expansion of University Hospital, development at Coventry Airport and the National
Agricultural Centre at Stoneleigh, and the master plan proposals for Nuneaton, Bedworth and the
University of Warwick;
Meet the changing travel needs arising from the increasingly 24 Hour / 7 Day lifestyle, not only
for people enjoying the extended facilities but also for those employed in providing them; and
Encourage use of public transport as a viable sustainable alternative to the private car for
journeys within, to and from the North-South Corridor.

Delivering the step-change
It is proposed to deliver the step-change in public transport within the North-South corridor through a
combination of rail and bus initiatives, complemented by wider highway and traffic management
measures.
The rail-based NUCKLE (Nuneaton-Coventry-Kenilworth-Leamington) initiative has been developed
by the County Council in partnership with Coventry City Council and Centro, and comprises four
phases of development:





Phase 1 – Improved service frequencies between Coventry-Bedworth-Nuneaton with new
stations at Ricoh Arena and Bermuda, platform lengthening at Bedworth and a new bay platform
at Coventry;
Phase 2 – Improved service frequencies between Coventry-Leamington with a new station at
Kenilworth with services to Birmingham / London / Oxford / Thames Valley;
Phase 3 – Extension of the Coventry-Bedworth-Nuneaton services to the East Midlands; and
Phase 4 – Operation of ‘through’ Leamington Spa-Coventry-Nuneaton services.

Phases 1 and 2 are currently at an advanced stage of development and delivery is anticipated in the
short term, with Phases 3 and 4 to follow in the medium/long term. However, as the delivery of rail
initiatives involves a wide range of stakeholders and can often depend on strategic decisions, the
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details and timescales of the later phases will need to be flexible to take advantage of
implementation opportunities as they arise.
In February 2011 the County Council received confirmation that NUCKLE Phase 1 had been
progressed to the next stage of the Major Scheme funding process (the ‘Development Pool’). The
DfT has now invited the various scheme partners to submit a Best and Final Bid (BAFB) by
September 2011, before Ministers make a final funding decision as to whether the scheme will
receive funding in January 2012.
The County Council will continue to seek to secure a ‘through’ bus service between NuneatonBedworth-Coventry-Kenilworth-Warwick/Leamington Spa to address the lack of such a service
between the north and south of the County without the current requirement to change within
Coventry. A through service would enable a free-flow between where people live and the
opportunities for work and leisure without increasing congestion.

Cycling
The Sustrans National Cycle Network Route 52 (between Stratford-upon-Avon and Coalville in
Leicestershire) travels through the entire length of the North-South corridor. Many sections of the
route have already been implemented, and the County Council is working in partnership with
Sustrans to complete it in full. This will provide a number of valuable inter-urban links within this
corridor as well as forming part of the urban area cycle route networks. Much of the National Cycle
Network utilises traffic-free routes or roads with low traffic volumes, in order to encourage more
people of all ages and abilities to cycle, both for leisure and utility journeys.

Freight
The vast majority of freight movements in the North-South corridor are made by road, most of which
are through movements that have no link to either Warwickshire or the wider sub-region. This is
primarily due to the number of motorway and trunk roads that traverse the area, including the M6,
M40, M69, A5 and A46. In line with the County Council’s Sustainable Freight Distribution Strategy
and the Warwickshire Freight Quality Partnership, an Advisory Lorry Map has been prepared
showing the preferred lorry routes to industrial estates and key freight destinations within
Warwickshire. These routes are designed to reduce the environmental impact of lorries driving
through the area, including a number of key towns and villages.
The main generators of rail freight in the North-South corridor are the Murco oil terminal which is
located on the Nuneaton – Coventry line at Bedworth, and the Prologis distribution facility near
Keresley.

Park and Ride
Park and Ride sites within the North-South corridor are currently limited to those located to the north
and south of Coventry city centre. There are plans to expand both of these facilities in the
short/medium term.
An opportunity has arisen to potentially provide a new Park and Ride facility in the vicinity of M6
Junction 2 (M69/A46/A4600) on the Coventry/Warwickshire border. This could provide a strategic
facility for trips into Coventry city centre via University Hospital (Walsgrave), along with outbound
trips to the recently developed Ansty Technology Park, Cross Point Business Park and the adjacent
retail and leisure facilities (Tesco, Showcase Cinema etc). The County Council will investigate the
feasibility and likely business case for a Park and Ride at this location in conjunction with Coventry
City Council and Centro. Discussions with the Highways Agency will also be required given the
proximity of the M6, M69 and A46 to this area.
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Highway improvements and traffic management measures
Motorways and trunk roads
A45/A46 Roundabout – Tollbar End, Coventry
Tollbar End is an important junction that links the A45, A46, a number of local roads, the industrial
estates off Rowley Road and Siskin Drive, and access to Coventry Airport.
The roundabout is currently traffic signal controlled (except from the B4110 and Rowley Road
accesses) and suffers from congestion particularly at peak times of the day. This is predicted to
increase in view of local developments and traffic growth on the wider trunk road network.
The Highways Agency has prepared a major improvement scheme for the junction, which includes:








A new two-lane dual-carriageway underpass link between the A46 Coventry Eastern Bypass and
the A45 Stonebridge Highway;
Enhancements to the roundabout and existing accesses;
Widening of the A45 Stonebridge Highway to a three-lane dual-carriageway between the new
Tollbar End junction and Stivichall junction. This will improve capacity and allow traffic to
maneuver safely into the required lane on approach to the junctions;
Alterations to the Siskin Drive/Rowley Road junction from a roundabout to a traffic light controlled
junction, to improve access to local businesses and the Airport;
Provision of traffic lights on each entry arm to the new Tollbar End roundabout. These signals will
be connected to those at the Siskin Drive/Rowley Road junction so as to provide maximum
efficiency in allowing traffic through the area;
Erection of new sign gantries and provision of revised lane markings to improve the northbound
A46 approach to Stivichall junction. The existing road signs in this area of the scheme will also
be improved; and
In order to improve pedestrian access around Tollbar End roundabout, a new foot/cycleway will
be provided along the southern side of the A45, linking the two junctions together.

A public inquiry was held in January/February 2010 to consider the scheme. Following the spending
review in Autumn 2010, the scheme has been identified for implementation post-2015.

A46/M40/A429 (M40 Junction 15) – Longbridge, Warwick
Longbridge is a strategic junction on the M40 where it meets the A46 and the A429 south of
Warwick. A major improvement to the junction has recently been implemented which provides a
bypass for the A46 to avoid the existing roundabout with the M40 and A429. Improvements to the
circulatory carriageway of the roundabout have also been carried out in order to widen them from
three lanes to four.

A46/C32 Stoneleigh Road/B4115 Stoneleigh Interchange
The A46 Stoneleigh Interchange is located between Kenilworth and Coventry and provides the
principal access from the trunk road network to Warwick University and the National Agricultural
Centre (NAC) at Stoneleigh. The interchange is currently a single overbridge with northern and
southern access slip roads leading to simple priority junctions. The junction is currently subject to
congestion at peak times, which can cause traffic to queue back on to the main carriageway of the
A46.
As part of the proposed expansion of the NAC, a scheme to improve the junction was prepared to
replace the existing priority junctions with two small roundabouts. This is currently on hold due to a
lack of funding.
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A46/A452 Roundabout – Thickthorn, Kenilworth
The A46/A452 roundabout at Thickthorn lies just to the south east of Kenilworth, and provides the
principal access to Kenilworth and Leamington Spa from the A46. It also provides a secondary
access from the A46 to the National Agricultural Centre (NAC) via the B4115.
As part of the expansion of the NAC, a scheme to fully signalise the roundabout was prepared to
increase capacity of the junction throughout the day. This is currently on hold due to a lack of
funding.

A46/A4177/A425 Stanks Roundabout, Warwick
The A46/A425/A4177 Stanks roundabout is located to the west of Warwick, and provides access
from the A46 to Warwick town centre via the A425 Birmingham Road, Warwick Parkway via the
A4177 and Old Budbrooke Road, and Hatton/Solihull via the A4177. The roundabout can be subject
to congestion at peak periods, leading to traffic queuing onto the main carriageway of the A46.
This junction is due to be signalised as part of the redevelopment of part of the former IBM site to the
north east of the roundabout. A fifth arm will be provided onto the roundabout as part of the scheme.

M6 Junction 2
Works have recently been completed to improve the roundabout at M6 Junction 2 with the A4600
and B4065. This has been undertaken in conjunction with the development of the major employment
site at Ansty to the east of the A46 Coventry Bypass. Ramp metering has also recently been
provided for both on slips of the M6.
Traffic signals have been installed at the junction to improve traffic flows, as well as improve
pedestrian and cyclist facilities. Improvements have also been made to signage, lining and lighting,
as well as the installation of CCTV throughout the junction to monitor and respond to traffic incidents.
Further works are currently being undertaken to modify the junction arrangements on the A46 where
it passes beneath the M69. The two former roundabouts have been removed and will be replaced
with signal controlled junctions to improve traffic flows. The approaches to these modified junctions
are also being realigned and widened as necessary.

M6 Junction 3
The section of the M6 north of Coventry between the M69/A46 junction near Ansty (Junction 2) and
the A444 junction near Bedworth (Junction 3) experiences heavy congestion throughout the day,
and particularly during peak periods. Ramp metering has recently been provided for both on slips of
the M6.
No further improvements to this junction are currently proposed.

A46/A428 Junction – Binley, Coventry
The A46 provides an important strategic link for traffic between the M1/M69 at Leicester and the M5
near Ashchurch. The road also provides an important route for local and medium distance
movements wishing to avoid the centre of Coventry.
Once the proposed improvements at Tollbar End have been completed (post-2015), the A46/A428
interchange near Binley will be the only remaining non-grade separated junction on the A46 between
University Hospital (A46/B4082) and Marraway roundabout north of Stratford-upon-Avon
(A46/A439).
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Some recent minor improvements have been carried out at this junction as part of a developer
funded scheme related to the Binley District Centre. However, given the current congestion at this
location and the impact which the improvements at Tollbar End will have, the County Council will
continue to lobby the Highways Agency to bring forward a more significant improvement at this
junction.

A46/B4082 Sowe Link Road, Coventry
Subject to proposed housing development coming forward between University Hospital and Tesco’s,
there may be a need to provide an improvement to the existing A46 junction with the B4082 Sowe
Link Road.
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Part B

Mode and Topic Strategies

The following section contains a range of mode and topic strategies which give further detail
about how the Local Transport Plan will be delivered.
The strategies are listed below:

14.

Accessibility Strategy

………………………………………………..

137

15.

Congestion Strategy

………………………………………………..

159

16.

Air Quality Strategy

………………………………………………..

168

17.

Land Use and Transportation Strategy

18.

Road Safety Strategy

19.

Airport Accessibility Strategy

………………………………………..

216

20.

Bridge Maintenance Strategy

………………………………………..

222

21.

Highway Maintenance Strategy

………………………………………..

229

22.

Network Management Duty Strategy

23.

Sustainable Freight Distribution Strategy

24.

Intelligent Transport Systems Strategy

25.

Parking Strategy

………………………………..

177

………………………………………………..

186

………………………………..

239

………………………..

248

………………………………..

255

………………………………………………………..

274

26.

Powered Two Wheeler Strategy ………………………………………..

288

27.

Public Transport Strategy ………………………………………………..

297

28.

Bus Strategy ………………………………………………………………..

306

29.

Passenger Rail Strategy…………………………………………………..

320

30.

Taxi and Private Hire Vehicle Strategy

………………………………..

341

31.

Public Transport Interchange Strategy

………………………………..

348

32.

Bus Information Strategy ………………………………………………..

356

33.

Community Transport Strategy……………………………………………

364

34.

Changing Travel Behaviour Strategy

………………………………..

377

35.

Walking Strategy

………………………………………………………..

385

36.

Cycling Strategy

………………………………………………………..

399

37.

Rights of Way and Recreational Highway Strategy…………………….

419

38.

Rural Strategy……………………………………………………………….

454

Equality Impact Assessments on these Strategies were completed in March 2011 (see
Appendix D) and will be reviewed in December 2013.
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14. Accessibility Strategy
Introduction and Overview
Improving access to services is fundamental to ensure that Warwickshire residents can reach
essential services and key destinations with relative ease. Access to good quality, reliable
transport is an essential tool to enable people to enjoy a better quality of life by improving access
to services and facilities. Schemes to improve accessibility can therefore have wide reaching
benefits, for example, encouraging participation and retention in education, reducing inequalities
in health, and helping people move from welfare into work.
The Social Exclusion Unit (SEU) report recommended that a strategy for improving access to key
services and destinations be introduced. As a result Accessibility planning was introduced via the
Local Transport Plan process in 2006 when local authorities were required to consider access to
key services by developing and delivering an accessibility strategy. Accessibility planning
continues to be a key element of local transport planning and delivery in 2011 and beyond. The
production of Warwickshire’s third Local Transport Plan in 2011 provides the opportunity to
review progress in improving accessibility, to consolidate our position and ensure that
accessibility issues are considered throughout the wider document.
The purpose of the Accessibility Strategy is to provide a single strategy that outlines all the
policies and actions required to further improve accessibility across Warwickshire. Although the
Accessibility Strategy aims to provide accessibility improvements for all, there is a particular
focus on improving accessibility for disadvantaged groups and specific geographical locations.
Through the third Local Transport Plan, Warwickshire County Council will build on the work
carried out during the LTP2 period to deliver improved access to services, choice and opportunity
for all Warwickshire residents where possible. Warwickshire is a large and diverse County
comprised of significant urban and rural areas, to improve access to key services for all physical
transport provision alongside new ways of delivering service provision must be explored.
It must be taken into account that this strategy forms the long-term policy approach for improving
accessibility in Warwickshire, complete delivery is not likely to be possible and is to an extent
dependent on the willingness of third party partner organisations to help deliver measures and
the level funding available over the life of this plan.








This remainder of this strategy outlines:
Overall objectives of the Accessibility Strategy
The Local and National policy framework relevant to improving accessibility
An overview of the current situation in Warwickshire, including problems and opportunities
The approach to improving accessibility
Policies for improving accessibility
Action Plan to deliver accessibility improvements

Overall Objectives
The Accessibility Strategy is a core part of Warwickshire’s LTP, helping to deliver wider corporate
and transport objectives.
The overall vision of the Accessibility Strategy is encapsulated in the statement below:
To enable people to reach a range of education, training, employment, healthcare, shopping and
leisure opportunities, with a particular focus on improving accessibility for disadvantaged groups
and areas.
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The vision recognises that, to enjoy a balanced lifestyle and to take advantage of opportunities
which arise, people need to be able to access a wide range of facilities. However, as highlighted
by the Social Exclusion Unit’s report Making the Connections, a number of barriers serve to limit
access to opportunities.
The objectives of the Accessibility Strategy are:
 To improve access to services via a range of sustainable transport modes, including the

provision of an accessible public transport network with a minimum service level that serves all
communities in Warwickshire;

 To develop safe, convenient, and attractive transport networks to help improve overall access;
 To address real and perceived concerns regarding personal safety when using transport

infrastructure;

 To build on our existing partnership approach to ensure that relevant partners are engaged

with and committed to, improving accessibility to core services across Warwickshire;

 To influence the choice of site for new developments to ensure the most accessible site is

developed

 To develop an accessibility assessment process to help lever developer funding to improve

accessibility where deemed necessary;

 To make information about transport choices widely available at the point of need;
 To improve access by delivering services more locally.

Policy Context
There are a number plans and policies, at a national, regional and local level that help to define
the context of the Accessibility Strategy. These have been taken into account within the strategy
and are outlined below.
Table AP1: Policy influences
National/
Regional/
Local
Framework

Strategy/Policy

√

Tackling Climate Change
Supporting Economic Growth

National
Transport Goals

Promoting Equality of Opportunity
Contributing to better Safety, Security & Health

√√
√√√√
√√
√√√

Improved Quality of Life

National
Planning Policy

Relevance to
Accessibility
Strategy

Planning Policy Guidance Note 13 (PPG13) – aims integrate
planning and transport to promote more sustainable transport
choices, promote accessibility to employment opportunities and
services by public transport, cycling and walking and reduce the
overall need to travel.
Planning Policy Statement 6 which states that developments
should be accessible by a choice of means of transport.
Planning for Prosperous Economies’ [PPS4] (draft planning
policy) maintains the ‘town centre’s first’ policy
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National Health
Policy

Hospital Choice, also known as Free Choice, came into effect on
1 April 2009. This directive legally requires that patients get the
choice as set out in the Free Choice guidance and essentially
allows the patient to choose the hospital in which they will
undergo treatment.

Local Policies
and Priorities

Warwickshire Sustainable Community Strategy (2009-2026) (see
table 4.5 below for more detailed information)
Local Economic Assessment (to be published in 2011)
Local Development Frameworks for each of the five
District/Boroughs within Warwickshire.

√√√√
√√√
√√
√√√

Warwickshire Sustainable Community Strategy(2009-2026): Improving accessibility has an
integral role in helping to meet the vision and objectives contained in the Sustainable Community
Strategy (SCS). Themes and issues of particular relevance are set out in table AP2 below
Table AP2: Accessibility links to the Warwickshire Sustainable Community Strategy
SCS Theme
Places

Outcome
Our environment is clean, green
and sustainable

Link to Accessibility Strategy



People

Our housing is appropriate and
affordable
Our places are connected
through transport, technology
and services



We belong to safe and strong
communities where people get
on together




We all have active, healthy and
independent lives







We all have the opportunity to
enjoy and achieve





Prosperity

Our economy is innovative,
competitive and entrepreneurial
Our workforce is diverse, trained
and highly skilled
Our economic well being is
continuously improving





reduce dependency on the private car by
offering more travel choice via improvements
to more sustainable travel modes
help to reduce the need to travel by ensuring
that new developments are sited in the most
accessible locations
ensure that housing is located in the most
accessible location
ensure that all communities , including rural
communities have the ability to access key
services (via transport provision and
changes to service delivery)
ensure people feel safe when travelling
ensure equality of opportunity - all
communities have the ability to access key
services (minimum public transport standard)
access to healthy and affordable food;
provision of transport that enable individuals
to make independent journeys
improved information provision, so that
residents are aware of the transport options
available to them
make it easier for people to travel to
employment opportunities
ensuring there is transport available to help
people access learning
improve access to leisure services (e.g.
mobile library provision)
make it easier for people to travel to
employment and educational and training
opportunities, helping people move from
welfare into work
encourage access by sustainable modes to
help reduce congestion on our networks

Improving Accessibility in Warwickshire: Progress to date
Warwickshire’s first Accessibility Strategy (2006-2011) set out a number of policies and actions
aimed at improving accessibility which focused on improving access for all but with the fastest
improvement for those most in need.
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The Warwickshire Rural Access to Services Partnership (WRASP) was established in April 2006
as part of an initiative launched by Advantage West Midlands. The WRASP provided a delivery
mechanism for key elements of the Accessibility Strategy and was delivered through a
partnership arrangement . This was led by Warwickshire County Council and Partners included
Coventry, Solihull and Warwickshire Partnership (CSWP), Learning & Skills Council,
Warwickshire Rural Community Council, Jobcentre Plus, Community Transport Providers and the
Coventry and Warwickshire Chamber of Commerce.

Improving access to employment and workplace training
The WRASP helped to improve access to services for individuals and communities most in need
and focused on improving access to employment opportunities. During the life of the partnership
2008/09, the programme assisted nearly 700 people into employment via a variety of initiatives
and schemes, examples of these include:


Wheels to Work and Workwise – The Wheels to Work and Workwise schemes were



Busterwerkenbak (transport to employment) – This scheme enables people facing



Enterprising Access to Services - managed by Warwickshire Rural Community Council,
the EATs scheme supports communal facilities in Warwickshire’s villages, helping to retain
services and employment within rural communities.



Home Delivery Service - In attempt to remove transport as a barrier to accessing a range
of food products, the County Council funded a vehicle to provide a ‘Home Delivery’ service
which operates in North Warwickshire Borough.

developed in Warwickshire in response to concerns about people missing out on employment
opportunities as a result of accessibility and financial barriers to accessing transport. The
schemes provided residents with travel planning advice, and if appropriate, either the loan of
a moped for up to nine months or assistance with the cost of public transport fares for up to
two months.
accessibility problems living in North Warwickshire to travel more easily to a range of key
employment sites in the north of the county/Solihull/Birmingham.

The future of the WRASP
Despite the excellent outcomes and outputs achieved by the WRASP, we regret to report, that
despite strong indications given by AWM that this programme would continue to be funded post
March 2009, AWM have withdrawn the majority of funding for rural access to services across the
region. This situation has been further compounded by the cessation of AWM as an organisation
from 2011.
The withdrawal of funding has directly impacted on service provision and the delivery of the wider
Accessibility Strategy. Existing and ongoing pressures on revenue budgets means that the
County Council are not in a position to continue to support these schemes, however we will
continuing to look for opportunities to bid for external sources of funding to support these
services throughout LTP3.

Carshare Database
The Warwickshire County Council Carshare database has been upgraded to allow Warwickshire
businesses to sign up so that their employees are able to car share for journeys to work. In
addition to helping to reduce CO2 emissions and reducing congestion, carsharing can help
improve accessibility to key employment centres if a suitable match is found.
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Improving access to health care and healthy food
To improve access to health, the County Council have worked with Health Commissioners to:





Help identify accessibility issues that were likely to arise as a result of the centralisation of
acute services
Identify the most accessible sites for the development of new health facilities
Help identify geographical areas where patient access to key sites is particularly poor.
Review and make recommendations regarding how access to health for those without access
to a private car can be improved.

Improving access to education and training
To improve access to education and training the County Council have developed a stronger
collaborative approach. This involves:


Appointment of a 14-19 transport coordinator (funded until July 2011)



Stronger collaborative working between the County Council’s education and transport based
teams



Development of the Sustainable Travel to School strategy



Improved information provision for parents about the different travel options available to
access local schools



Continued engagement with the Coventry and Warwickshire Travel to Learn Forum.

Improving overall accessibility
The County Council has worked closely with Warwickshire’s District and Borough Councils in the
development of their Local Development Frameworks. Accessibility assessments for each
proposed development sites have been produced. It is anticipated that this work will have a
positive impact on development site selection with the most accessible sites brought forward.

Issues, Challenges and Opportunities
Although much has already been achieved towards improving accessibility in Warwickshire there
are a number of issues, challenges and opportunities to be considered.
Warwickshire is a predominantly rural county with approximately a third of the total population
residing in rural areas, hamlets or isolated dwellings. Significantly, over 22% of people aged over
60 live in rural Warwickshire. Rural populations, especially those without access to a car and/or
mobility/health problems can face significant accessibility barriers.

Socio–demographic factors and accessibility
A growing and ageing population
Warwickshire’s population is growing, the latest population estimate places Warwickshire’s total
population 535,100 (Source: mid 2009 population estimates), up from 505,800 in 2001(2001
Census). This trend is set to continue and the population of Warwickshire is projected to reach a
total of 634,900 by 2033 (19.1%). This increase is higher than the projected regional (14.3%) and
national (18.0%) population growth rates.
Alongside this general population growth will be a particularly high rate of increase in those aged
65+. The rate of growth increases with age, with the oldest age group (those aged 85 and over)
projected to almost treble in number by 2033. This is a trend reflected across all boroughs and
districts. This age group must be given high priority within the Accessibility Strategy.
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Socio-demographic influences on accessibility
Socio-demographic data enables the identification and location of different groups of people who
may be at a higher risk of social exclusion due to the limitations of poor access to services and
facilities. Specific groups considered include:


People over the age of 65;



People without access to a car (people without their own vehicles are reliant on public
transport and are likely to be more limited in their choice of, and access to, services)



People with a Limiting Long-Term Illness (LLI); and



Low income population (cost of using the private car or public transport may be prohibitive
and may act as a key barrier to accessing services or moving from welfare into work).

Access and disadvantaged communities
Despite Warwickshire’s relative prosperity, significant inequalities exist across the County and
often in very specific locations. The Index of Multiple Deprivation 2007 is comprised of seven
individual domains and of particular relevance to the Accessibility Strategy is the Barriers to
Housing and Services. This domain reveals:


124 (of 333) Warwickshire Super Output Areas (SOAs) are ranked in the top 30% most
deprived SOAs in England in terms of difficulty of access to key services. Of these 52 fall
within the top 10% most deprived.



Of the 124 Warwickshire SOAs within the top 30% most deprived nationally in terms of
difficulty of access to key services, 40 SOAs are located in Stratford-on-Avon District,
26 in Warwick, 21 SOAs in both Rugby and North Warwickshire, and 16 in Nuneaton &
Bedworth



Severn SOAs in Warwickshire are ranked within the top 1% most deprived nationally – five of
these are in Warwick district and two are in Stratford-on-Avon District.

The extent of deprivation in relation to ‘barriers to housing and services’ is highlighted in figure
AP2.
It is clear that the Access to Services domain of the IMD 2007 clearly reflects the predominantly
rural areas of Warwickshire.
However simply living in a rural area does not necessarily translate as a problem of access to
services: many of these communities experience high levels of car ownership, are geographically
mobile and do not experience themselves as having difficulty in accessing services. The latest
Warwickshire Public Satisfaction Survey (2008/09) suggests that residents in Warwickshire’s
more rural Districts and Boroughs (North Warwickshire, Rugby, and Stratford-on-Avon) perceive
themselves to have no significantly greater problems in accessing local shops, GPs and other
local services than residents in the more urban District/Boroughs.
There are some communities where lower levels of car ownership, more limited public transport,
lower incomes and an ageing population combine to present challenges in terms of accessing
services – these personal circumstances often present a greater barrier to accessing services
than physical geographical distance.
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Figure AP2: Index of Multiple Deprivation 2007: Barriers to housing and services

Personal barriers to accessibility
The availability and physical accessibility of transport
Limitations imposed by the geographical and time of day coverage of public transport services, or
the ability to physically access public transport vehicles. Whilst the County Council is committed
to providing a minimum level of public transport to each Warwickshire community there are
varying levels of service across the County. Whilst the main urban areas are relatively well
served by public transport, many rural or edge of town areas have a much reduced service,
limiting the opportunity for local communities to travel to services and facilities outside their local
area. The problem is particularly acute for remote rural areas and for travel in the evenings or on
Sundays. The Citizens Panel carried out in November 2009 indicates that an just over 7% of
respondents found it fairly or very difficult to travel work and healthcare whilst 5.7% of
respondents found it difficult to travel to education opportunities.
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Cost of transport
For some people the costs of private or public transport are very high in relation to their income
and are therefore often unaffordable. The number of households earning less than £20,000 per
annum within Warwickshire varies from 24% in Stratford-on-Avon District to 37% in Nuneaton &
Bedworth Borough (IncomeX, Acxiom, 2009). Bus fares have risen by nearly a third since 1985
and the cost of motoring accounts for approximately 24 per cent of the weekly expenditure of
households in the lowest income quintile who have cars. The Citizens Panel (November 2009)
indicates that 17.4% of respondents feel that the cost of transport severely limits their opportunity
to access employment, over 7% of respondents believe that cost severely limits their ability to
access healthcare and general shops whilst 9% feel that cost severely limits their ability to
access educational opportunities.

Services and activities located in places inaccessible by public transport or at some
distance
The increasingly dispersed patterns of development for key services and job opportunities serves
to limit accessibility for those without access to a car. In Warwickshire the development of out-oftown shopping centre’s and business and industrial parks has resulted in longer journey
distances to access services and facilities. Such developments tend to be designed around the
needs of the car and can be difficult to serve efficiently by public transport or to access on foot or
by bicycle. In addition a loss of rural services and centralisation of some health services has
resulted in services being harder to reach for local communities. The Citizens Panel results
(November 2009) indicates that one third of respondents felt that the location of health facilities
limits or severely limits their ability to access healthcare facilities in Warwickshire.

Safety and security
Crime and fear of crime can deter walking, cycling and the use of public transport. Similarly, the
perceived safety and security of parking may deter people from travelling by car to certain
destinations. The 2005 Citizen’s Panel Survey indicated that only 5% considered that there had
been an improvement in safety on public transport over the last 5 years; 28% thought it had got
worse and 31% thought safety had stayed the same. The 2008 Citizens Panel on Community
Safety indicates that 41% of respondents avoid certain places or times of day as a result of
concerns about anti-social behaviour. In addition 16% of respondents stated that they felt most
worried about violence on public transport.

Travel horizons
People may be reluctant to make journeys that require longer distances or journey times, or
interchange. Inconsistency in the provision of public transport information and poor integration of
public transport services (including ticketing) can contribute to a reluctance to make longer or
more complex journeys by public transport.

The Strategy
Approach to improving accessibility
To achieve the accessibility vision, the County Council will continue to focus on reducing or
removing barriers that serve to limit access to services, with a particular emphasis on those
groups and areas who are most affected by them. The following objectives have been developed
to support our accessibility vision:


To promote a transport system within Warwickshire that improves access to services and
facilities for all;



To promote accessibility as a key consideration when making decisions on the location of
new services and facilities;
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To promote the delivery of services in ways which can contribute towards improved
accessibility; and



To achieve improvement for all, but with the fastest improvement for the most deprived.

Five-stage process
The five-stage process (as detailed below) that was developed as part of the Strategy contained
in LTP2 will continue to provide the framework in support these objectives:






Strategic accessibility assessment;
Local accessibility assessments, focused on priority areas, groups and issues;
Option appraisal and identification of resources;
Accessibility action plan development; and
Monitoring and evaluation.

Table AP3: The 5 Stage Accessibility Planning Process and Warwickshire’s key priorities
Key priorities and issues

5 Stage Accessibility
Planning Process
Strategic accessibility
assessment

Complete for priority areas (access to education, employment, healthy
food and health provision). Further work will be carried out as required
to utilise more up to date information and data.

Local accessibility
assessments, focused on
priority areas, groups & issues

Complete for four priority areas and priority groups. Further work will be
carried out as required to utilise more up to date information and data.

Option appraisal and
identification of resources




Complete for projects and schemes already developed and
delivered.
Further work required for future delivery of projects/schemes

The availability of resources is likely to be one of the most significant
barriers in determining if it is practical to develop and deliver specific
schemes to help improve accessibility. Some projects developed
during LTP2 have had be withdrawn due to funding pressures and this
issue is likely to remain relevant throughout the LTP3 Plan period. The
County Council will continue to identify new funding opportunities and
efficiency gains where appropriate.
To ensure accessibility improvements are delivered during the LTP3
period, accessibility issues and opportunities for improvements have
been mainstreamed into the wider LTP.
Delivery

The County Council will continue the phased approach of carrying out
accessibility assessment and reviewing options and resources to
develop and deliver the action plan. The types of mechanisms
identified (and will be developed further) focus on three main areas:





Monitoring and Evaluation

Improving travel to services – including the availability, affordability,
accessibility and acceptability of public transport; the attractiveness
of walking, cycling and public transport and the role of parking
provision.
Location of services – ensuring that land use planning takes into
account accessibility considerations when planning the location of
new service provision.
Service delivery – changing service delivery where appropriate e.g.
delivering services more locally and using technology to reduce the
need to travel.

As set out in the Implementation Plan
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Partnership approach
Helping to ensure that people can access the services they need is not just about improving local
transport, but also by improving the provision of other services and developments in more
accessible places and ways, and at more accessible times. The County Council will continue to
engage with relevant partners where appropriate to help deliver the accessibility strategy
objectives.

Accessibility planning and health
Good accessibility to key health related services is vital in improving the overall quality of life and
can significantly impact upon life chances. Improving access to health facilities, either through
transport improvements, improved information provision and changes to the way services are
delivered (including the location of facilities), can encourage people to seek medical help at the
earliest opportunity as well as helping to reduce the number of missed appointments.
Similarly, improving access to a healthy and affordable diet can significantly improve overall
health, contributing to a reduction in obesity levels, helping to reduce the incidents of obesity,
heart disease, type 2 diabetes and some cancers.
The circumstances of some individuals can impose further restrictions on access to healthcare
and healthy food. For example:


Levels of mobility - can people physically walk or drive to the shop or GP surgery or use
public transport;



Affordability - is healthy food affordable; and



Skill-set - consumers with no or few cooking skills may rely on ready-made convenience
foods, which are often a more unhealthy option.

General health is, on the whole, good across Warwickshire although, as shown in Figure J below,
there are hotspots of health and disability deprivation in all five districts across Warwickshire.
Warwickshire has an ageing population and this may present further health provision challenges
in future years.
Good access to Primary Care facilities (including GPs and hospitals) is vital. Poor accessibility
may lead to patients not seeking medical help at the earliest opportunity, which may be
detrimental to long-term health, and contribute to the incidence of missed appointments
During the LTP2 period significant changes have been made to the delivery of health care in
Warwickshire. The delivery of Acute Services has been centralised and are primarily delivered at
Coventry & Warwickshire University hospital (located in Coventry). This significant change has
had a detrimental impact on accessibility to this hospital, predominantly for older people, and
those residents who do not have access to a private car, have difficulty using public transport
independently and live in more rural areas of the county.

Access to healthy affordable food
Low-income and socially excluded groups are more likely to face problems in accessing healthy
and affordable food. Retail patterns have changed significantly over the last twenty years, with
more and more supermarkets relocating to out of town sites and the decline of small,
independent, specialist shops, such as a greengrocers or a fishmonger within town centres.
Residents who have mobility problems, such as those without access to a car and who are reliant
on public transport, are more likely to experience difficulties in accessing out of town
supermarkets and therefore cannot take advantage of the wide choice of fresh food available at
low cost. The only real option for many is to use small, local shops where often the availability of
healthy food is poor, quality is poor and the price is often high.
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Table AP4: How Accessibility Planning can influence access to health
Access to health
issue

Accessibility Planning response

Action
Plan
reference

Availability and
awareness of
mainstream public
transport serving
Warwickshire
hospitals

Continuous improvement of public transport network where
feasible, including the regular review of subsidised routes
and adjustment to serve Warwickshire hospitals where
appropriate.

A9, A14,
A16, A17

Further provision of Bus Information Points at key locations
across the Warwickshire

A6, A7, A23

Availability and
awareness of
Community Transport
/Volunteer schemes

The County Council will work with Warwickshire PCT where
appropriate to ensure that patients are informed about how
they can access transport services to hospitals. We will work
to develop a fare structure that is easy to understand and
easy to use.

A3, A4,
A17, A19

The County Council will promote available Community
Transport schemes where relevant and appropriate.
Physical location of
health facilities

The County Council will engage with health commissioners
where appropriate to carry out accessibility assessments
when new sites are proposed for the development of new
facilities to ensure that accessibility considerations are taken
into account when planning new facilities.

A26, A27,
A29

Lack of confidence
amongst specific
groups to use public
transport

Establish a Confident Traveller programme

A3, A8

Personalisation of
Adult Health Services
(tailoring adult
services to the needs
and preferences of
people rather than
them having to adapt
their lives to fit the
services they need).

Affordability of housing in South Warwickshire may make it
less accessible to low-paid public service workers. The
County Council will continue to engage with planners at the
districts/boroughs to ensure that accessibility considerations
are taken into account when selecting sites to go forward for
development.

A26, A27

Access to fresh fruit
and vegetables

The County Council will aim to ensure residents with a
‘personal’ budget can access appropriate and affordable
transport as required.

The County Council will continue to work towards the
standard that each community in Warwickshire has access to
at least the minimum level of public transport service. There
will be a continuous review the of public transport network to
deliver improvements where appropriate, including the
regular review of routes and adjustment to serve towns,
market towns and local centres where appropriate
The County Council will work in partnership with the multi
agency Warwickshire Food for Health partnership which
promotes the consumption of ‘5 a day’ and provides
information and training on healthy cooking methods.
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Relevant Accessibility Policies
Policies relating to Accessibility Planning are set out at the end of this strategy. The relevant
policies for improving access to health are: AS1, AS3, AS4, AS6 and AS8

Accessibility planning and the education agenda
An inclusive education system that provides all pupils with the opportunity to meet their full
potential is of national importance. Locally, improving education standards, widening participation
and promoting inclusion are important objectives that cut across many of the policies and plans
of the County Council and its partners. Whilst there are many factors which combine to influence
participation and retention in education and training, difficulties with transport can prevent people
from participating in learning, or restrict the choice of learning that they attend. The principles of
accessibility planning can help local authorities and their partners meet the education agenda by:


Highlighting where transport barriers may restrict access to education and training and, in
conjunction with partners, consider ways in which these could be overcome; and



Helping to inform the provision of education and training - in terms of location and delivery, in
ways which can positively impact on accessibility.

Educational levels in Warwickshire at all levels are above national average and rising. Levels of
participation post-16 are high and the number of 17 year olds not in education, employment or
training is low. Key to helping to raise standards and participation levels is the increasing range
of opportunities through collaboration between schools, colleges and other providers as per the
new Diploma lines of learning which were introduced in Warwickshire in 2009. The Diploma
based qualification means that particular courses will typically be delivered across sites, leading
to a greater demand for transport provision.
Warwickshire has 36 secondary schools of these 18 have sixth forms, an Academy opened in the
North of the County September 2010. There are seven special schools with secondary age
pupils. There are three colleges of Further Education in the county with large bases in Warwick,
Leamington, Rugby, Nuneaton and Stratford and one sixth form college located in the north of
the county. The number of schools in Warwickshire is likely to increase over the LTP3 period as
a result of development proposals that will see new homes developed across the County.
The provision of 14-19 education agenda is evolving and Warwickshire piloted the Diploma lines
of learning in 2009. These lines of learning introduce more flexibility and personalisation within
the 14-19 education system so that increasing numbers of young people can take up vocational
and similar study options, which may include learning for part of the week at locations other than
their usual school. Warwickshire has embraced these changes and the Warwickshire Strategy for
14-19 Education and Training aims to maximise educational benefits to Warwickshire learners
through an innovative approach to collaborative ways of working to offer a broader range of 1419 provision.
As a result of increased collaboration, learners will increasingly need appropriate travel provision
during the day as well as at either end of the day. To ensure that all students can benefit from
these opportunities, careful consideration needs to be given to the transport implications and how
these can be met.

Provision of specialist transport for access to education
Within Warwickshire the education department sets out a framework for the provision of transport
to access learning and training in Warwickshire in their Home to School and Post-16 Transport
Policies. At the time of writing the existing policies relating to eligibility and costs levied where
appropriate are under review.
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It is important to note that whilst Home to School transport arrangements help ensure good
accessibility for entitled pupils to access their nearest school (and for non-entitled pupils, subject
to payment), accessibility issues may exist for non-entitled pupils where safety concerns deter
travel on foot or by bicycle and alternatives are unaffordable or impractical. To address this issue
the education department investigates safety concerns for accompanied pupils and maintains a
register of ‘dangerous routes’.
Table AP5: How Accessibility Planning can influence access to education and training
Access to Education Issue

Accessibility Planning Response

Action Plan
Reference

Cost of transport for students
not eligible for home to school
transport provision (pre/post 16).

Work in partnership with local bus operators to market
the reduced price ‘scholar’ fares to pupils and
encourage operators to offer flexible payment options.

A18

Raising awareness of transport
and provision of information to
learners.

The County Council will examine feasibility of raising
awareness of transport through the Area Prospectus.

A30

Identification of the practical
transport implications and costs
associated with collaborative
education programmes.

The County Council will work with schools and colleges
throughout the planning and delivery stages of
collaborative education programmes to identify the
specific transport demands, and therefore costs and
practicalities, associated with such programmes.

A30

Perceived or real fear that
walking and cycling and public
transport routes are unsafe

Provision of improved waiting facilities at public
transport interchanges and the provision of improved
information on bus and rail services.

A22, A23,
A20, A21

Produce ‘transport option’ maps for each Warwickshire
school which includes information on walking and
cycling routes and public transport options, as set out in
the Sustainable Modes of Travel Strategy.

Develop and implement the programme of Safer
Routes to School’ in Warwickshire as appropriate
across the County and where resources allow.
The County Council will continue to investigate safety
concerns for accompanied pupils who are not entitled
to free school transport and maintain a register of
‘dangerous routes’
Flexibility of transport within the
Home to School transport
network to cater for fluctuations
in level and time of demand
associated with the 14-19
Education Agenda and before /
after school activities.

To develop procedures in partnership with the
appropriate bodies to ensure that all relevant
information is promptly shared between schools,
colleges, and the County Council. This will enable the
Home to School transport network to be planned
proactively, with potential for flexibility built in.

A30

Potential for more scholars to
experience accessibility
problems when accessing wider
lines of learning (e.g. students
enrolled on a Diploma course).

The County Council will work closely with schools and
colleges throughout the planning of collaborative
programmes to ensure that accessibility planning is
included.

A30

To reduce the need for learners
to travel off site to participate in
specific learning lines.

The County Council will investigate, in partnership with
schools and colleges, the implications and costs
associated with implementation of innovative learning
measures (e.g. e-learning, mobile teaching units &
peripatetic tutors etc.)

A31
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Relevant Accessibility Policies
All policies relating to Accessibility Planning are set out at the end of this strategy. The relevant
policies for improving access to education are: AS1, AS3, AS4, AS5 and AS8

Accessibility planning and employment
Problems with poor accessibility can act as a barrier for jobseekers. Work carried out during the
LTP2 period indicate that a high proportion of Warwickshire job seekers view transport (including
availability and cost) as a key barrier to accessing employment opportunities.
The 2009 Citizens Panel indicates that nearly 8% of respondents find it fairly difficult or very
difficult to get to work. Just over 45% of respondents claim that the cost of transport (either public
or private) limits or severely limits their ability to access employment opportunities. Lack of
information, safety and security whilst travelling on public transport and congestion were
identified as key issues that impact on peoples ability to access places of employment, with
nearly 70% of respondents feeling that congestion on the road network was a limiting factor.
Solutions to remove transport barriers to employment, including improving the availability of
transport and helping to reduce cost barriers, can have a positive impact on employment levels,
helping to contribute towards national and local objectives for achieving economic growth and
promoting employment for all.

Employment opportunities in Warwickshire
Historically unemployment levels in Warwickshire are generally low. Between 2000 and 2008 the
number of people claiming Job Seekers Allowance (JSA) has fluctuated between 4,000 and
6.000. However, with the onset of the recession in 2008 the Warwickshire claimant count has
dramatically increased to more than 12,000. The rate of increase in the claimant count during
2008 has been faster than that experienced at a regional or national level – this is likely to be a
consequence of the structure of the Warwickshire economy as the County has relatively high
proportions of people employed in the most vulnerable sectors, including manufacturing,
construction and financial services.
At a District level, JSA claimant proportions range from 2.5% in Stratford-on-Avon District to 5.3%
in Nuneaton & Bedworth Borough (as of July 2009). The year-on-year percentage increase in the
number of JSA claimants in North Warwickshire Borough have been amongst the highest of all
Local Authorities across the West Midlands Region. It is therefore clear that specific geographical
areas in Warwickshire, particularly in the north of the County, require more support to help
remove barriers in accessing employment opportunities.

Relevant Accessibility Policies
All policies relating to Accessibility Planning are set out at the end of this strategy. The relevant
policies for improving access to employment are: AS1, AS4, AS5, AS6, AS7 and AS8
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Table AP6: How Accessibility Planning can influence access to education and training
Access to
Employment Issue
Lack of awareness
of mainstream and
specialist
employment
transport initiatives

Physical availability
and cost of
transport

Accessibility Planning Response

The County Council will continue to build on partnership
arrangement with our key partners (including Job Centre Plus) to
promote transport to employment initiatives as appropriate
The County Council will work towards ensuring that Workplace
Travel plans are created, implemented and monitored for new
developments. In addition, the County Council will, where
appropriate, implement ‘Smarter Choices’ initiatives.

Action
Plan
Reference
A2, A3,
A29

A25

Warwickshire residents have previously enjoyed the benefit of
specialist transport provision for access to employment (including
Wheels to Work, Workwise and specialist bus schemes).
Unfortunately reductions in funding has meant that schemes have
been withdrawn or the service level severely reduced. The County
Council will, in conjunction with its Partners, continue to look for
funding opportunities to expand these schemes across
Warwickshire.

A9, A10
A11, A17

The County Council will continue to promote the carshare database
to Warwickshire Businesses – helping to reduce cost of commuting
trips and potentially providing a transport solution to employees
without access to a private car.

A13

Location of new
employment sites

The location of employment sites can have a significant impact on
the level of accessibility. The County Council, via Development
Control will seek to influence the location of new employment sites,
require an accessibility assessment for major developments and
utilise developer funding to improve accessibility where appropriate.

A26, A27

Safety and security
when using
sustainable
transport modes

The County Council will work towards improving safety and security
for residents when using sustainable modes of transport as
appropriate.

A1,A20,
A21, A22,
A23, A24

Policies
In addition to pursuing accessibility improvements in response to the needs of particular sectors
(health, employment and education), the County Council developed a number of policies that will
contribute to improved overall accessibility. This approach provides an overall framework for
delivering cross-cutting accessibility improvements:


Travel to services;



Location of services; and



Service delivery.

Policy AS1: Integration

The County Council will, where appropriate, deliver accessibility improvements through
Local Transport Plan programmes.
Wider transport strategies and policies within the Local Transport Plan can have a significant
influence in improving travel to services, for example by:
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Improving the availability, accessibility, affordability and acceptability of public transport;



Improving the attractiveness of walking and cycling for journeys to local destinations by
improving routes and facilities, maintaining them in a more usable condition, and making
routes safer, more secure, and more attractive;



Improving physical accessibility by addressing issues that affect disabled people and those
with impaired mobility in the pedestrian environment and in and around public transport
services and infrastructure, by working with operators and infrastructure owners;



Considering the role of parking provision, in particular the availability of parking for disabled
users and the adequacy of short stay parking;



Reducing the severance effect of traffic through traffic calming or traffic management
measures;



Improving travel choice to employment sites through travel planning techniques and
improving the awareness of transport options to key destinations through provision of travel
information to target groups or users; and



Promoting powered two wheelers as an affordable means of travel for employment, services
and leisure activities, including integration with other modes.

The specific contribution of LTP strategies and policies to improving accessibility is detailed
within the mode and delivery strategies. Figure 2.5 highlights the links between the LTP mode
and delivery strategies and this Accessibility Strategy.
To ensure that the accessibility benefits of LTP strategies and programmes are maximised, the
outcome of accessibility assessments will be used to inform scheme development through the
LTP period. Similarly, the accessibility software will be used to assess the accessibility merits of
significant schemes.

Policy AS2: Accessibility and public transport provision

The County Council will continue to incorporate the outcome of the accessibility analysis in
the criteria and performance monitoring of essential transport links and the use of revenue
support grant and rural bus subsidy grant.
The County Council will continue to use the revised ‘Criteria for the Provision and Financial
Support of Essential Transport Links’ (as outlined in the Public Transport Strategy). This criteria
was revised in 2007 to take into account local accessibility analysis, affordability and socioeconomic factors including levels of car ownership, age groups and deprivation analysis.

Policy AS3: Efficiencies and effectiveness

The County Council will consider whether appropriate integration between the County
Council’s functions and forms of transport could lead to better accessibility and better use of
resources.
The County Council’s transport functions currently include:


Transportation for scholars to and from educational establishments;



Transportation for members of the public within urban and rural areas that are not considered
financially viable by commercial operators but that are considered socially necessary by the
authority;
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A community transport function for those members of the community who do not have regular
access to transport and consequently would otherwise be excluded from accessing services
and facilities that they need; and



Services related to Adult Specialist Transport.

There is a requirement for greater flexibility in options available to people for travel to a range of
key services and facilities. These could include:


Travel training to encourage independent travel by giving advice and support for developing
independent travel skills;



Personalised travel planning, including the provision of neighbourhood travel planners to
provide a tailored travel service that addresses the specific needs of learning disabled
people;



The use of community transport, including supporting the development of new community
focused transport solutions that promote the independence and inclusion of learning disabled
people and bridge the gap between social services transport and public transport.

Policy AS4: Affordability

Working with our partners, the County Council will further investigate and promote a range
of solutions to make travel more affordable, particularly for those residents most in need.
Recognising that cost can be a significant barrier to personal mobility for some people, the
County Council will continue to support initiatives that help make travel to services more
affordable. This will include working with relevant partners to look at the provision of discounted
and integrated travel schemes. In partnership with bus operators, the County Council will
examine opportunities for revisions to fare structures and levels;


Investigate opportunities to develop a concessionary travel scheme to include bus, rail and
community transport services



In partnership with train and bus operators, the County Council will examine opportunities
provided for within the relevant transport legislation to implement through ticketing availability
between rail and bus services

The County Council will also continue to promote affordable solutions for those with less
conventional travel patterns, for example through the promotion of the Warwickshire Car Sharing
scheme and where funding allows, the Wheels to Work and Workwise schemes. This type of
intervention is particularly relevant for individuals who are isolated by a lack of transport but who
live in areas of relative affluence, a characteristic often exhibited by rural transport exclusion.

Policy AS5: Addressing crime and fear of crime

Working with our partners, the County Council will address problems of crime and fear of
crime in and around transport.
The County Council, together with operators, the Police and Crime and Disorder Reduction
Partnerships, will jointly address problems of crime and safety in and around transport through
initiatives such provision of CCTV cameras, improved waiting and interchange facilities and
enhanced staff presence.
The Bus Strategy identifies a number of actions to enhance the safety of bus travel both in reality
and in the perceptions of customers. This includes the introduction of on-vehicle CCTV in future
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QBI schemes and encouraging bus operators to specify on-vehicle CCTV or other appropriate
safety measures on new orders of vehicles.
The Passenger Rail Strategy identifies that the County Council will promote improvements to
station facilities including in the personal safety and confidence of people using rail stations and
on their journey to and from rail stations.

Policy AS6: Accessibility and planning

Working with our partners, including the five District/Borough Councils, the County Council
will seek to ensure that accessibility considerations are integrated into planning policy and
seek to influence the choice of site taken forward for development.
The location of new development can have a significant impact on accessibility and social
inclusion and the County Council will work closely with planners at the District/Borough level to
identify ways to improve accessibility across the County. Current planning policy supports
improvements to accessibility by:


Shaping the pattern of development and influencing the location, scale, density, design and
mix of land uses in ways which help to reduce the need to travel;



Locating key generators of travel demand in locations accessible by public transport; and



Ensuring that the layout of developments facilitates access by public transport, cyclists and
pedestrians.

At a local level, local development frameworks will play a key role in highlighting where there are
gaps in local service provision, identifying sites that are highly accessible by public transport and
directing development to these areas. We will therefore work with land use planners to consider
how the outcome of accessibility analysis can be reflected in land use planning policies and
decision making.

Policy AS7: Development control

The County Council will require accessibility assessments to be carried out for major new
development proposals as appropriate.
As part of its highway control function, the County Council will consider the impact of major new
development proposals by requiring an accessibility assessment. Where improvements to
transport infrastructure and services are required, funding will be sought from developers towards
the costs, consistent with the Land Use and Transportation Strategy.

Policy AS8: Provision and delivery of services

The County Council will work with service providers to promote the delivery of services in
ways which contribute towards improved accessibility.
In some areas, provision of services directly to people through mobile delivery and other
mechanisms might be more appropriate than the provision of transport to carry people to those
services. Flexibility in how services are delivered also offers the potential to bring about
accessibility benefits without the need for additional transport provision.
In developing accessibility solutions the County Council will therefore work with service providers
to consider how service delivery can contribute to accessibility.
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The contribution of the above policies and measures to removing or reducing the barriers to
accessibility are outlined table AP6 below.
Table AP6: Contribution of Accessibility Policies to reducing the barriers to accessibility.
Policies

Barriers to accessing key services
Availability
&
accessibility

AS1 - The County Council will, where
appropriate, deliver accessibility
improvements through Local
Transport Plan programmes.
AS2 - The County Council will
incorporate the outcome of the
accessibility analysis in the criteria
and performance monitoring of
essential transport links and the use
of revenue support grant and rural
bus subsidy grant
AS3 - Working with our partners, the
County Council will further investigate
and promote a range of solutions to
make travel more affordable,
particularly for those residents most in
need
AS4 - Working with our partners, the
County Council will address problems
of crime and fear of crime in and
around transport
AS5 - Working with our partners,
including the five District/Borough
Councils, the County Council will seek
to ensure that accessibility
considerations are integrated into
planning policy and seek to influence
the choice of site taken forward for
development.
AS6 -The County Council will require
accessibility assessments to be
carried out for major new
development proposals
AS7 - The County Council will work
with service providers to promote the
delivery of services in ways which
contribute towards improved
accessibility

Cost of
accessing
Services

Service
located in
inaccessible
locations

√

√

Personal
safety &
security
issues

Travel
horizons

√

√

√

√

√

√

√

√

√

√

√

√

√

√
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Action Plan
Policy
AS1: Accessibility
Improvements via
Local Transport Plan
Programmes

A1

Improving access to
key services and
opportunities

A3

A2

A4

A5
A6

A7

AS2: Improving
essential transport
links

Timescale

Links to

Publish up to date town cycle route
maps / guides for main towns.
Develop a Local Transport ‘brand’ for
Warwickshire to improve awareness of
travel options
Make Warwickshire residents more
aware of travel and transport options
that can use to access a wide range of
key services, facilities and
opportunities.
Develop programme to improve
accessibility to and from rail stations
(including walking and cycling routes
and interchange facilities) in
partnership with train operators through
the Station Travel Plans initiative.
Ensure printed passenger information
should be available for every bus
service and route in Warwickshire.
Continue to provide Bus Information
Points at key interchange points and
other key locations.
Continue to develop SMS provision –
which is available at all bus stops
throughout the County.

Ongoing

Cycling
Strategy

A8

Develop a Confident Traveller
Programme.

A9

Ensure that each Warwickshire
community has access to minimum
level public transport provision, based
on need.
Use the accessibility planning
framework to undertake an ongoing
assessment of the need for community
transport provision, including dispersed
and hard-to-reach communities and
wherever there is a failure by other
modes to deliver the standards set out
in the Bus Strategy.
Examine the opportunities to introduce
more shift-work sensitive demand
responsive schemes.
Ensure that Warwickshire Businesses
are aware of the availability of the
Carshare Scheme and encourage take
up.
Build upon work already undertaken to
examine the feasibility of establishing a
Car Club in Warwickshire.

A10

A11
AS3: Making travel
more affordable

Action

A12

A13

A14
A15

Examine opportunities for revisions to
fare structures and levels.
Investigate the feasibility of developing
an improved county-wide
concessionary travel scheme, possibly
through a free-issue county-wide pass
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Medium
Ongoing

Ongoing

Ongoing
Short

Changing
Travel
Behaviour
Strategy & Bus
Information
Strategy
Cycle Strategy,
Walking
Strategy, Public
Transport
Strategy and
Rail Strategy

Bus Information
Strategy

Medium/
Long
Long
Ongoing

Public
Transport
Strategy

Ongoing

Community
Transport
Strategy and
Bus Strategy

Ongoing

Short

Community
Transport
Strategy
Changing
Travel
Behaviour
Strategy
Changing
Travel
Behaviour
Strategy
Bus Strategy

Long

Bus Strategy

Ongoing

Long
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Policy

A16

AS4: Reducing crime
and fear of crime
when using public
transport

AS5 & AS6:
Accessibility and
Planning/Developme
nt control

Action

Timescale

Links to

for travel on bus and community
transport services.
Investigate opportunities to develop a
concessionary travel scheme to include
bus, rail and community transport
services.

Medium/
Long

Bus Strategy

Ongoing

Wider LTP3
mode
strategies

Ongoing

Changing
Travel
Behaviour
Strategy

Medium

Community
Transport
Strategy

Short/
Medium

Bus Strategy &
Rail Strategy

Short

Cycling
Strategy

Medium

Bus Strategy &
Rail Strategy

Medium

Bus Information
Strategy

Ongoing

Bus Strategy

Medium/
Long

Changing
Travel
Behaviour
Strategy

Medium

Land Use and
Transportation
Strategy

Short

Land Use and
Transportation
Strategy

A17

The County Council will, in conjunction
with its Partners, continue to look for
funding opportunities to start up and/or
expand transport schemes across
Warwickshire , specifically in relation to
improving access to the key
destinations identified in the
Accessibility Strategy.

A18

The County Council will work in
partnership with local bus operators to
market the reduced price ‘scholar’ fares
to help make travel to learning
opportunities more affordable.

A19

Work with the Community/Volunteer
Sector to encourage fare structures
and levels which are easy to
understand and simple to use

A20

Improved provision of CCTV at bus and
rail stations.

A21

Provision of secure cycle parking at rail
stations.

A22

Provision of improved waiting facilities
at interchanges.

A23

Provision of improved information on
bus and rail services, including real
time information.

A24

Ensure journey reliability via promoting
improvements in the punctuality and
reliability of bus services on our key
routes.

A25

Investigate the feasibility of utilising
developer funding to carry out a
programme of Smarter Choices
measures e.g. personalised travel
planning initiatives at new residential
developments.

A26

The County Council will encourage
measures to enable good accessibility
by bus services to and from new
developments and, where appropriate
& secure funding from developers
towards the costs.

A27

The County Council will consider the
impact of major new development
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Policy

Action

Timescale

Links to

proposals by requiring an accessibility
assessment. Where improvements to
transport infrastructure and services
are required, funding will be sought
from developers towards the costs.
AS7: Provision and
Delivery of Services

A28

A29

A30

A31

Investigate whether the integration
between the County Councils functions
and forms of transport could lead to
better use of resources, in particularly
in relation to improving access to
health.
Continue to work with our partners,
including Job Centre Plus and
Warwickshire PCT and to explore how
services can be delivered locally where
appropriate.
The County Council will work closely
with schools and colleges throughout
the planning of collaborative
programmes to ensure that
accessibility planning is included.
The County Council will investigate the
implications and costs associated with
implementation of innovative learning
measures (e.g. e-learning, mobile
teaching units & peripatetic tutors etc.)
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Ongoing

Short/
Medium

Sustainable
Modes of
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Medium

Sustainable
Modes of
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Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

15. Congestion Strategy
Introduction and Overview
As individuals become more affluent and businesses grow, demand for travel increases.
Increases in traffic, finite road space and factors such as temporary restrictions on the highway
network during road works can all contribute to increased levels of congestion. Increased
investment in infrastructure by utilities and the highway authority, and the consequent roadworks
disruption, while affecting traffic flows adversely, are also a sign of strong economic performance.
Although congestion may be an indicator of a healthy level of economic activity, high levels of
congestion may, conversely, have a detrimental effect on economic performance and adversely
affect the quality of life of residents, pedestrians, cyclists and drivers.
In Warwickshire, congestion is limited to certain key routes in urban areas and to some key
junctions on the strategic rural highway network. Relative to larger urban areas, the Warwickshire
problem is limited in geographical and time terms – and is substantially absent during school
holidays.
In spite of the relative significance of the phenomenon, there is a perceived congestion problem
among Warwickshire residents, as evidenced by a 2004 survey for the first review of the LTP, in
which 84% thought that congestion was a major or significant issue.

The Policy Context
Supporting economic competitiveness and growth by delivering reliable and efficient transport
networks is one of the Government’s five National Transport Goals and forms one of the
objectives of this LTP.
The mode and delivery strategies contained in this plan detail the contributions to reducing
congestion in Warwickshire.
Table CS1: The congestion strategy and links to the wider network
Public Transport:
bus
passenger rail
public transport
interchange
 community transport




Sustainable Freight
distribution

Network Management:
 network
management duty
 bridge maintenance
 highway
maintenance
 ITS

Parking
Cycling
Safer Routes to
School/School travel plans
Powered two wheeler

Walking
Changing Travel Behaviour

Congestion Strategy
Left unchecked, congestion may compromise the achievement of overall LTP objectives.
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Overview of the Current Situation
During the LTP2 period traffic flows in each of the major urban areas in Warwickshire were
monitored every year to establish traffic growth (or reduction). The table below demonstrates a
mixed picture in terms of traffic growth across the County.
Table CS2: Traffic Growth 2000-2009 based on 24 hour flows recorded at cordon sites around
Warwickshire’s main towns
% change
2.7%
-0.7%
-3.3%
9.0%
3.3%
4.6%
-1.9%

Town
Bedworth
Kenilworth
Leamington Spa
Nuneaton
Rugby
Stratford-upon-Avon
Warwick

Figure CS3: Traffic Growth 2000-2010 based on 24 hour flows recorded at cordon sites around
Warwickshire’s main towns.
Three year rolling average
115.0%
110.0%
Nuneaton
105.0%

Bedworth
Kenilworth
Leamington

100.0%

Rugby
Stratford

95.0%

Warwick
90.0%
85.0%
200002

200103

200204

200305

200406

200507

200608

200709

200810

Average morning peak hour traffic growth on the local urban highway network in Warwickshire
was -3.7% between 1999 and 2008.
Negative growth rates may seem to go against the conventional belief that traffic always grows.
However, growth is clearly closely related to economic activity and some parts of the county have
been adversely affected by recent developments. There is also some evidence of “peak
spreading”, where people travel to or from work outside the peak periods.
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Table CS4: Average journey speeds (mph) on key routes 8.00-9.00am
Town

1999

2002

2008

Change 1999-2008

Kenilworth

18.75

16.86

19.16

-2.2%

Warwick

10.94*

11.49

9.32

14.8%*

Leamington

16.3*

13.7

14.7

9.8%

Nuneaton

16.7

14.79

15.92

4.7%

Bedworth

19.15

18.89

17.93

6.4%

Rugby

18.35

18.23**

16.61

9.5%**

Stratford

16.34

15.16

14.84

9.2%

(negative figure
indicates faster average
journey time)

Note: due to the snapshot nature of the data, the speeds for 1999 and 2002 are derived as the middle of three
years averaged data for the periods 1998-2000 and 2001-2003 respectively. For 2008, where 2009 data is
available, the average is calculated over the three years 2007-09, otherwise the period 2007-08 is used.
*There has been long-term construction work at Junction 15 of the M40, involving the closure of the B4463 north of the A46,
which may affect average vehicle speeds in Warwick. Likewise, the closure of the Peugeot factory at Ryton will affect flows as
far away as Leamington Spa (from where much of the labour force was drawn) particularly on the A445.
**Rugby journey times will have been affected by the recent construction work associated with Rugby Western Relief Road, in
particular the northern area will have been affected by the closure of Parkfield Road.

The Department for Transport has made data available which allows journey reliability to be
calculated for congested routes within Warwickshire. The data uses Satellite Navigation data to
measure journey times and vehicle speeds. This data has been used to calculate average
journey times along congested routes in the morning peak (from 0800 to 0900). Having
established baseline data, ongoing monitoring will be used to monitor relative levels of
improvement or deterioration in average journey times over the plan period.
This comprehensive dataset will enable a more evidence-led approach to be adopted when
identifying appropriate interventions for addressing congestion and journey reliability issues.
The Warwickshire economy is closely tied to economic activity in Coventry, whose economic pull
attracts some 30,000 commuters from Warwickshire each working day (Source: Warwickshire
Observatory).
As the world economy has slipped into recession, this has been reflected in traffic growth. The
DfT records these national figures between the first quarters of 2008 and 2009:


Car traffic decreased by 3 per cent.



Light van traffic decreased by 2 per cent.



Heavy goods vehicle traffic decreased by 12 per cent.



Traffic on motorways decreased by 5 per cent.



Traffic on rural ‘A’ roads decreased by 4 per cent.



Traffic on urban ‘A’ roads decreased by 2 per cent.



Traffic on minor rural roads decreased by 3 per cent.



Traffic on minor urban roads decreased by 3 per cent.

Source: Road Traffic and Congestion in Great Britain: Quarter 1 2009
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Warwickshire has a growing population, averaging 6.1% over the ten year period 1999-2008.
However there are large variations across the county, with North Warwickshire growing by just
0.6% and Warwick District by 10.3% over that period (Source: Warwickshire Observatory).
The Warwickshire economy also indicates an general upward trend in growth. Between 1995 and
2005 the annual average growth rate (in terms of gross value added) was 5.1%, the second
highest in the region.
Both of these factors are likely to lead to increasing levels of traffic and congestion, although it is
unlikely to be uniform across the county.

The Strategy
Developing options to deal with the issues
The possible approaches identified for addressing congestion are:
1. do nothing – leaving drivers to find alternative times for travel (peak spreading) or
different routes.
2. create major new road capacity.
3. make small scale improvements at congestion hotspots (e.g. junction improvements).
4. improve traffic management using Intelligent Transport Systems and CCTV to make more
efficient use of existing road space.
5. improve management of roadworks, events and incidents on the highway network to
minimise the extent or duration of congestion caused.
6. improve enforcement against certain traffic offences through decriminalisation and reduce
delays caused by e.g. illegal movements such as banned turns.
7. reduce the demand for travel through planning policies and improvements in technology
e.g. video conferencing, working from home using networked PCs.
8. encourage the use of more efficient means of transport than the private car e.g. through
improved public transport, walking and cycling facilities, green travel plans, park and ride
initiatives and parking policy. Initiatives aimed at encouraging multiple-occupancy of cars
through dedicated vehicle lanes could also be examined.
9. fiscal measure (e.g. congestion charging) to discourage traffic from congested areas.
All of the above approaches may be appropriate in certain circumstances and none are ruled out
completely in the long term. However, major new road construction is unlikely to feature as a
policy option in the Plan period and a local road pricing scheme is unlikely to be considered.
The objective of this strategy is to promote measures aimed at limiting the effects of congestion
and improving journey reliability. The strategy recognises that some limited increases in highway
capacity will be necessary, but the primary aim of the strategy is to mitigate growth in congestion
through measures aimed at discouraging the growth of peak period traffic in urban areas and
encouraging the use of more sustainable modes of transport.
Policy objectives aimed at encouraging the use of public transport, walking and cycling may
require reallocation of road space (e.g. cycle or bus lanes) or time (e.g. the introduction of a
pelican crossing or a pedestrian phase at a traffic signal junction). This may improve safety for
pedestrians and remove a potential impediment to walking, but it also may increase congestion
162

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

through a reduction in traffic capacity. This potential conflict between policies will need to be
carefully managed.

Policies
Policy CS1: Congestion improvements and other highway users

Improvements to reduce congestion will not normally be implemented if they are detrimental
to the safety and/or convenience of pedestrians, cyclists and public transport users.
There is always scope for removing congestion by better management of the road network. The
county council has powers (under the New Roads and Street Works Act and the Traffic
Management Act) to influence the working practices of utilities so their works are carried out with
less disruption. Significant improvements have been made in co-ordinating and managing
proposed roadworks over recent years. In particular there has been strict regulation of roadworks
during the peak periods. The County Council will continue to aim to minimise the time that
temporary works are present on the highway by such methods as increased working hours and
weekend working.
The County Council will, where feasible, minimise the disruption and congestion caused by its
own works on the highway.

Policy CS2: Use of the Traffic Management Act

The County Council will use its powers under the New Roads and Street Works Act
(NRaSWA) and the Traffic Management Act to robustly but fairly achieve reduced
congestion arising from temporary works, events and offences affecting the free movement
of traffic on the Highway. The Council will also seek to minimise the disruption and impact
on congestion caused by its own works on the highway.
Securing a reduction in traffic growth in urban areas would contribute to a number of policy
objectives and targets, as well as limiting the growth of congestion. This is to be preferred to an
increase in road capacity which, experience suggests, encourages traffic growth.

Policy CS3: Helping to reduce road traffic growth

The County Council will seek to implement measures to contain the growth in congestion
where average journey speeds are reduced or at risk of decreasing by more than the
threshold set in the congestion target. Where a choice of measures are available, those
aimed at reducing traffic growth or encouraging travel by modes other than car will be
prioritised over measures that increase the capacity of the highway network.
New development is a significant cause of traffic growth and increased congestion. It will be a
requirement that new development will provide funding for improvements aimed at minimising the
impact of new trips generated. Models have been produced and will be amended to include
changes in travel patterns. Proposed developments will be assessed and, where necessary,
modelled to establish the likely effect on the wider network.

Policy CS4: Impact on the wider highway network

Changes in traffic management will be modelled prior to implementation to assess the
impact of any change on the wider network.
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Action Plan
During this plan period it is anticipated that the measures listed below will contribute to reducing
congestion in Warwickshire. Of these, only measures f, g, i and j are aimed specifically at
congestion; the remainder are aimed primarily at achieving other objectives which are likely to
have a secondary effect in reducing congestion. These measures will be prioritised for the
Nuneaton, Bedworth, Warwick, Leamington Spa and Stratford-upon-Avon areas for the following
reasons:



existing slower vehicle speeds
higher forecast traffic growth

Where funding allows the County Council will identify opportunities to reduce the numbers of
school pupils transported to school by car due to the contribution of the school run on congestion.
Measures to reduce congestion during this LTP period include:
a. encourage modal shift from car to walking and cycling for short journeys in urban areas
b. promote changes in travel habits and modes of travel through workplace travel plans
c. provision of Park and Ride facilities (bus and rail) in Warwickshire towns where
appropriate and feasible.
d. encourage greater public transport use, particularly in relation to the North/South corridor
(Leamington Spa and Warwick to Nuneaton)
e. continue the programme of Safer Routes to School, where appropriate together with
school travel plans to encourage modal shift from car to forms of more sustainable
transport
f.

continue the introduction of Intelligent Transport Systems and CCTV where appropriate
to improve the efficient use of the existing highway network

g. investigate ways of increasing the capacity of the highway network through capacity
improvements at local congestion hotspots, giving priority to junction improvements on
important public transport routes
In addition:
h. the improvement by the Highways Agency at M40 Junction 15 (Longbridge) is
contributing to reducing congestion at this key node on the strategic highway network in
Warwickshire
i.

the improvement at the A45/A46 interchange at Tollbar End is also expected to bring
major benefits in terms of congestion reduction

j.

construction of Stratford Western Relief Road in conjunction with new housing would
reduce the volume of traffic in the town centre and forms a key element of the Stratford
Transport Strategy.

Using the data provided by Department for Transport (DfT)
During 2009, the DfT provided a Congestion Guidance document on how to use the data to
calculate an appropriate indicator to measure congestion. Warwickshire County Council have
opted to measure congestion using variant 2. This calculates vehicle journey time per mile during
the morning peak on major inbound routes in the larger urban centres.
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The new method of measuring journey times and vehicle speeds uses Satellite Navigation data,
which is provided by the DfT for analysis. Using the new data alongside the ITN road centreline
data, routes for monitoring are selected by calculating average vehicle speeds in the morning
peak (from 0800 – 0900) and these are used as a proxy for congestion, as prescribed in the
procedures for calculating NI167.
Eighty four relatively congested routes in Warwickshire have been identified and selected for
future monitoring. These are in Nuneaton, Rugby, Warwick and Leamington Spa and Stratfordupon-Avon. The routes selected for long term monitoring are shown in figures CS1-CS5 below.
Figure CS1: Congestion monitoring routes in Nuneaton

Figure CS2: Congestion monitoring routes in Rugby
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Figure CS3: Congestion monitoring routes in Warwick and Leamington Spa
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Figure CS4: Congestion monitoring routes in Stratford-upon-Avon

Journey times are calculated for each route and weighted by traffic flow. An average has been
taken for the road network existing in the first quarter and the fourth quarter of 2007 and an
average time per mile calculated. This data is now used as a baseline to calculate relative levels
of improvement or deterioration in average journey times.
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16. Air Quality Strategy
Introduction and Overview
Air quality is a key issue for society. It has the potential to impact on human health and the
environment. Air quality is largely determined by the emissions from activities such as energy
production, industrial processes and road transport. These activities contribute a variety of
pollutants at differing concentrations into the air.
Poor air quality can be particularly harmful for the most vulnerable members of society such as
young children, the elderly and those with pre-existing illnesses such as asthma, heart disease or
other cardio-respiratory conditions. Exposure to poor air quality, particularly over a long period
and at elevated concentrations, is believed to play a role in diseases such as asthma and cancer.
Depending on the pollutant type, exposure to high levels over short time scales can lead to
difficulties in breathing and acute symptoms such as wheezing, coughing, headache and nausea.
Poor air quality does not just impact upon human health. Air pollution can also have an adverse
effect upon wildlife and vegetation, including crops. Some pollutants contribute to acid rain which
can erode the facades of buildings and other structures. Certain pollutants (specifically carbon
dioxide in relation to road transport) are now known to directly contribute to global climate
change.
Activities such as those highlighted above can also affect the immediate environment and human
health on a local scale. An Air Quality Strategy for Warwickshire will help to manage potentially
polluting actions and activities, particularly the use of road transport and its impact on air quality.
It is hoped that this will lead to a healthier environment, as well as encouraging more sustainable
patterns of travel.
The Air Quality Strategy aims to focus on air quality issues within Warwickshire, drawing strong
links with the five District/Borough Councils (in their role as the local Environmental Health
Authorities), whilst also taking into account regional considerations and the UK National Air
Quality Strategy objectives. The Government’s targets on reducing greenhouse gas (carbon
dioxide) emissions are also taken into consideration, as is the promotion of more sustainable
lifestyles.
The Strategy focuses on road transport as this is the main contributor of polluting emissions in
Warwickshire, and puts forward an Air Quality Action Plan for reducing these emissions. Many of
the schemes and initiatives outlined in the Action Plan have common, interlinked approaches,
answering directly to the most relevant air quality issues in the County, often seeking the same
end result. Many of them also complement the wider objectives of the LTP.
Improving local air quality delivers a number of benefits, the most important of which is the
improvement of health and quality of life. In addition to influencing air quality, transport policy can
determine other benefits including the improvement of road safety, increased provision, security
and comfort of public transport, public realm enhancements and the promotion of healthier
lifestyles through the encouragement of walking and cycling. Addressing air quality issues can
also help meet Government objectives on greenhouse gas emissions.
The Government has set out standards in legislation for seven key pollutants in its National Air
Quality Strategy. The standards are in place to protect human health and are based on European
legislation and guidance from organisations such as the World Health Organisation. In the UK
each local authority is obliged to meet these standards within their respective areas.
The remainder of this Strategy sets out:



The local, regional and national policy framework related to air quality;
An overview of the current situation in terms of key pollutants and the geographical variances
which exist across the County;
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The Air Quality Strategy developed in response to these issues;
An Action Plan for delivering the Strategy; and
Targets and Monitoring of the Action Plan.

The Policy Context
National policy
The provisions of Part IV of the Environment Act 1995 establish a national framework for air
quality management, which requires all local authorities in England, Scotland and Wales to
conduct local air quality reviews. Section 82(1) of the Act requires these reviews to include an
assessment of the current air quality in the area and the predicted air quality in future years.
Should the reviews indicate that the standards prescribed in the UK Air Quality Strategy1 and the
Air Quality Standards Regulations 20072 will not be met, the local authority is required to
designate an Air Quality Management Area (AQMA). Action must then be taken at a local level
to ensure that air quality in the area improves. This process is known as ‘local air quality
management’.
National air quality policy comes in the form of the Local Air Quality Management Policy
Guidance Note LAQM. PG(09), which provides guidance and assists local authorities in working
towards meeting the UK air quality standards and objectives. LAQM. PG(09) also provides
guidance on the development of local and regional air quality strategies. Chapter 5 of the
document includes particular points of guidance such as:


Co-operation between local authorities, neighbouring authorities and local authority
departments in the devising of air quality strategies to ensure a fully-integrated, “corporate”
approach;



Linking strategies to other local initiatives and strategies;



Linking the strategy to plans such as the Local Transport Plan;



Setting out measures to maintain or further improve areas with existing air quality as well as
seeking to improve areas with poor air quality; and



Following the same principles in developing an air quality strategy as one would in
developing an Air Quality Action Plan for an Air Quality Management Area.

Advice is also given in documents such as the National Society for Clean Air (NSCA) ‘Planning
for Air Quality, 2006 Update’, which suggests that objectives and targets within schemes and
initiatives are:


Practicable, to ensure that they can actually be carried out as desired;



Measurable, in order to determine their success;



Set to be carried out within a reasonable timescale; and



Have the involvement and support of key stakeholders as well as ensuring that the wider
benefits of a Strategy are given greater emphasis to the public.

It is also recommended that longer-term objectives and targets be considered as well as the
more medium and short-term ones.
UK national policy also exists in terms of climate change and the emission of greenhouse gases.
Following the Kyoto Protocol, the UK Government committed itself to reducing carbon dioxide
emissions by 20% below 1990 levels by 2010, and to cut overall greenhouse gas emissions by
12.5% below 1990 levels by 2008 – 2012. The Government has now set a long term aim of
1
2

DEFRA, The Air Quality Strategy for England, Scotland, Wales and Northern Ireland, 2007.
DEFRA, The Air Quality Standards Regulations 2007.
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reducing CO2 levels by 80% by the year 2050. This Strategy and the wider proposals in the LTP
have a key role to play in meeting these targets.
In terms of the national transport goals and challenges, the Air Quality Strategy is directly
relevant in the following areas:




Tackling Climate Change: Deliver quantified reductions in greenhouse gas emissions

within cities and regional networks, taking account of cross-network policy measures;
Contributing to better safety, security and health: Reduce the social and economic costs
of transport to public health, including air quality impacts; and
Improving Quality of Life: Minimise the impacts of transport on the natural environment,
heritage and landscape and seek solutions that deliver long-term environmental benefits.

Overview of the Current Situation
Key pollutants
There are seven key pollutants considered in the UK Air Quality Strategy, each of which has a
specific threshold of concentrations in the air to protect human health. All of these substances
are present in the atmosphere at background levels. It is human activities that contribute to an
excess or elevated concentrations of these substances in quantities enough for them to become
polluting. These seven pollutants, including their primary sources and effects are briefly
described below.

Nitrogen dioxide
The main source of nitrogen dioxide (NO2) in the UK is road transport (around 43% of total
emissions). It is the primary pollutant of concern in Warwickshire and gives rise most frequently
to the declaration of Air Quality Management Areas.
The health effects of exposure to nitrogen dioxide at levels above normal ambient concentrations
include irritation of the lungs and an increase in the symptoms felt by those with existing lung
conditions such as asthma and also those with heart conditions. Exposure of young children to
high levels of nitrogen dioxide can increase the risk of respiratory conditions and can even limit
lung growth, leading to poor lung function in the long-term.

Particulate Matter (PM10)
Particles less than 10 µm (0.01 mm) are considered a pollutant because they are easily inhaled
into the human lungs and airways, potentially causing damage. In Warwickshire there are
currently no exceedances of the PM10 objective, although it is still a pollutant of some concern in
parts of the County.

Carbon Monoxide
Carbon monoxide levels have dropped considerably in the UK in the last 35 years and it is not a
significant pollutant for Warwickshire.

Benzene
Benzene levels in Warwickshire are appreciably below the UK objective and this is not
considered to be a pollutant of concern in the County.

1,3-Butadiene
1,3-butadiene levels in Warwickshire are not significant.
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Lead
As a result of the introduction of unleaded fuels and the catalytic converter the emissions of lead
from road transport have significantly reduced in the last 35 years. As such lead is not an air
pollutant of significant concern in Warwickshire.

Sulphur Dioxide
The principal sources of sulphur dioxide in the UK are energy production and industrial
combustion, and road transport is a comparatively insignificant source.

Air quality in Warwickshire
Air quality across Warwickshire is generally good. There are a number of areas however where
the air quality objective for nitrogen dioxide is not being met. In these locations Air Quality
Management Areas (AQMA) have been declared by the relevant District/Borough Council. In
each of these AQMAs, road transport has been identified as the most significant contributor to
elevated air pollution levels. The County Council, as Highway Authority, has assisted in the
preparation of Air Quality Action Plans (AQAPs) to address these AQMAs during LTP2. These
draw extensively upon the existing strategies and proposals contained within the Local Transport
Plan. In line with Government guidance we have fully integrated the existing AQAPs into this
LTP. The general policies and action plan which can be found towards the end of this strategy
will be used to form the basis of subsequent AQAPs as they come forward within the County.

North Warwickshire Borough
A declared AQMA for NO2 at Coleshill in North Warwickshire has been in place since March
2001, and relates to one residential property adjacent to Junction 4 of the M6 where it intersects
with the A446 and the M42. The AQMA is bounded by Stonebridge Road, Coleshill Heath Road,
the M42, the M6 and M6 Toll, and relates directly to traffic on these motorways. The AQMA was
originally declared for a marginal exceedance of the NO2 objective.
The A446 has recently been detrunked, with responsibility passing to the County Council from
the Highways Agency. However, given the predominant cause of the NO2 exceedance being
traffic levels on the M6 and M42, the Highways Agency has a key role to play in addressing the
AQMA in partnership with the County Council and North Warwickshire Borough Council.
Following the declaration of the AQMA near Coleshill, an AQAP was prepared by North
Warwickshire Borough Council in conjunction with the Highways Agency. This was finalised in
March 2003, and is reproduced in full in Appendix C. Given that the AQMA is principally related
to the volume of traffic on the surrounding motorway network, any measures to have a positive
impact on air quality are largely outside the influence of either the Borough or County Council.
The focus has therefore been on establishing a monitoring regime to accurately measure air
quality, in order to ascertain a timescale for the possible revocation of the AQMA. It is hoped that
the transfer of traffic to the M6 Toll, along with the recent introduction of Active Traffic
Management on the M42 will have a positive impact on traffic levels in the vicinity of the AQMA.
Over the last few years the levels of NO2 monitored have decreased at the site. If this trend
continues it is possible that levels could fall below the annual mean objective level for NO2. If this
occurs, the AQMA could potentially be revoked.
It is also worth noting that the affected farmhouse within the AQMA is currently unoccupied and
has been so for the past year. Attempts have been made to contact the estate manager
responsible for the property to establish its intended future use, but this has been to no avail. If
the property remains unoccupied it could potentially fall into a state of disrepair and this could
also possibly result in the AQMA being revoked.
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Nuneaton and Bedworth Borough
Since the submission of LTP2, Nuneaton and Bedworth Borough Council has declared two
AQMAs within the urban area of Nuneaton. The first is located on the A47 Old Hinckley
Road/Leicester Road gyratory, immediately east of the railway station, and was declared in
December 2006 for a marginal exceedance of NO2. The AQMA includes a number of residential
properties along with the Etone Comprehensive School. An Air Quality Action Plan was
subsequently prepared by the Borough Council and the County Council, and is reproduced in full
in Appendix C.
A second AQMA has recently been declared around the junction of Corporation Street/Central
Avenue/Midland Road/Abbey Street close to the Nuneaton Ring Road. A revised AQAP covering
both AQMAs is currently being jointly prepared by the Borough and County Council. This is due
to be published in Spring 2011.

Rugby Borough
An AQMA was declared for the whole of the urban area of Rugby in December 2004. The AQMA
is bounded by the M6 to the north, the M1 to the east, and the A45 to the south. The actual
exceedances of NO2 recorded since 2004 generally occur within the urban area and are focused
around the Warwick Street gyratory, Oliver Street, Corporation Street and Newbold Road. Recent
monitoring undertaken by the Borough Council has highlighted that these exceedances have
increased slightly due to the road closures for the construction of the Rugby Western Relief
Road, other road works in and around the town centre, and the recent opening of the Swan
Centre (Asda) off Corporation Street.
In September 2006, a working group was established to develop an AQAP for the AQMA,
including representatives from both the Borough and County Council, and the local bus operator
Stagecoach. The AQAP was adopted by the Borough Council in March 2008 following a period of
consultation. A full copy of the AQAP is reproduced in Appendix C of the LTP.

Warwick District
There are currently four declared AQMAs within Warwick District. Three were declared in
December 2004 in Warwick, Leamington Spa and Barford, the last of which has subsequently
been revoked. Two further AQMAs were declared in Kenilworth in 2008.
The AQMA in Warwick has been extended from the original declaration, and now includes High
Street up to the junction with Bowling Green Street, Theatre Street/Saltisford up to the junction
with Vittle Drive, Northgate/The Butts, Smith Street and St Nicholas Church Street. This
effectively means that the majority of the town centre core is covered by the AQMA. Warwick
District Council has recently consulted on the proposed declaration of a further extension to the
Warwick AQMA in the Coventry Road/St Johns area of the town. Subject to this being formally
declared, it is proposed to consider how to address this issue through the preparation of a
revised Air Quality Action Plan for the District (see below).
The AQMA in Leamington Spa is located at the junction of High Street/Bath Street/Old Warwick
Road/Clemens Street, and like Warwick it contains a substantial number of receptors including
both residential and business properties.
On-going monitoring of the Barford AQMA following its declaration showed a substantial
reduction in NO2 levels following the opening of the A429 Barford Bypass in 2007. The AQMA
was formally revoked in 2009.
The two AQMAs in Kenilworth are located on the Warwick Road between Waverley Road and
Station Road in the town centre, and on New Street immediately east of the junction of Bridge
Street, High Street, New Street and Fieldgate Lane.
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An AQAP to cover the AQMAs in Warwick, Leamington Spa and Barford was prepared by the
District Council and the County Council in 2008, a full copy of which is reproduced in Appendix C
of the LTP. A revised AQAP for the District covering the two AQMAs that have recently been
declared in Kenilworth will be prepared in Spring 2011. This may also cover the Coventry
Road/St Johns area of Warwick, subject to it being formally declared as an AQMA.

Stratford-on-Avon District
The A435 was until recently part of the trunk road network, and carries a high level of HGV
movements between the M42 (Junction 3), the A46 at Alcester and the M5 at Ashchurch. An
AQMA was declared in Studley in 2006 for exceedances of the NO2 annual mean objective.
Following declaration of the AQMA, the County Council assisted the District Council in preparing
a draft Air Quality Action Plan. An S-Paramics traffic model is currently being prepared by the
County Council to test the impact of the measures identified in the draft AQAP. It is envisaged
that this work will be completed in Spring 2011.
As part of the ongoing Review and Assessment process, the District Council has continued to
monitor air quality at 30 locations throughout its area. In 2008, monitoring confirmed that a
number of locations in Henley-in-Arden, in Wood Street, Greenhill Street and Grove Road,
Stratford-upon-Avon, and in Tiddington Road, Stratford-upon-Avon were unlikely to meet the
annual mean air quality objective for Nitrogen Dioxide.
The geographical extent of the AQMAs for Stratford-upon-Avon and Henley was the subject of
detailed public consultations in 2009, following which it was decided to declare the whole of
Stratford town and just the affected junction and surrounding area of Henley-in-Arden.
The Stratford AQMA came into effect in January 2010, whilst the one for Henley is expected
shortly. Air Quality Action Plans will be prepared for both AQMAs in due course.

Key Challenges
The current position regarding air quality within the County indicates that there are a number of
areas with existing and/or emerging air quality issues which will need to be monitored closely.
The primary purpose of this Strategy is to assist these areas and ensure that air quality does not
deteriorate further. The Strategy also aims to assist areas that have declared AQMAs to help
regain the UK standards for air quality.
If policies and action plans to improve and maintain air quality in Warwickshire are not put in
place then certain areas may degrade further. Other areas that are seen as potential future
problems may also become real and significant problems. All the potentially emerging air quality
issues in Warwickshire are related to road traffic in and around the county’s town centres and
along major commuter arterial routes and junctions.
There are a number of challenges related to air quality in Warwickshire that need to be
addressed by this Strategy. These include:






Discerning whether the dispersal of congested traffic to other areas merely moves air quality
problems to adjacent areas;
Continuing monitoring in areas that may emerge as significant air quality problem areas in the
future;
Solving existing or potential air quality problems related to key arterial routes in the County;
Assessing whether traffic problems are a result of localised traffic or through traffic in order to
allow the best approaches to traffic and air quality management;
Dealing with town centre traffic, (in terms of both commuter and visitor/ tourist traffic in towns
such as Warwick, Leamington Spa, Rugby, Nuneaton and Stratford-upon-Avon) where the
majority of air quality problems within the County occur, including the presence of HGVs in
town centres; and
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School related traffic.

The Strategy
The objectives of the Air Quality Strategy (which reflect the wider objectives of the LTP), have
been prepared to support local, regional and national policy on air quality and transport. The
objectives of the Strategy are:






To address air quality issues that have, or will arise, due to transport-related issues;
To inform and complement the County Council's wider policies on transport contained in the
LTP;
To take a proactive, rather than a reactive approach, to dealing with future air quality issues
and taking measures to minimise them before they occur;
To create a realistic, deliverable Action Plan with schemes and initiatives for improving air
quality related to transport issues within the County; and
To integrate the Strategy fully within the Local Transport Plan, complementing the schemes
and objectives contained in other parts of the document.

The vision of the County Council’s Air Quality Strategy is:
'To take a proactive approach to maintaining and improving air quality within the County where
transport is causing unacceptable levels of air pollution, in order to improve health and quality of
life for all'.
The aim of the Air Quality Strategy is therefore to work in partnership to improve areas of existing
air quality problems, maintain areas with good air quality and to promote and support practices,
activities and lifestyle choices that can achieve this. The Air Quality Strategy also aims to support
and promote all transport policies that contribute to improving air quality within Warwickshire.
The Air Quality Strategy seeks to present a number of broad ranging policies, highlighting the air
quality problems specific to Warwickshire. These inform the specific schemes and initiatives in
the Action Plan.

Policies
Policy AQA1: The contribution of air quality improvements to the national targets on
greenhouse gases

The County Council will contribute to the national targets on greenhouse gases, which includes
an overall reduction of 20% in CO2 emissions by 2010 and a 80% reduction by 2050.

Policy AQA2: Improving poor air quality through partnership working
Within 18 months of the declaration of an Air Quality Management Area, the County Council will
assist the relevant District/Borough Council in drawing up an Air Quality Action Plan, and provide
support in its implementation. Where air quality issues relate primarily to transport, the Action
Plan will comprise existing schemes drawn from the LTP, plus other complementary measures
as appropriate. Progress on addressing air quality issues within Warwickshire will be reported to
DfT and DEFRA as required.
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The County Council will liaise with the five Warwickshire District/Borough Councils, neighbouring
authorities and other organisations such as the Highways Agency, in order to maximise the
awareness of air quality issues within the County.
The five Warwickshire District/Borough Councils will carry out regular monitoring of air quality, in
order to identify any potential problems, improve the local and regional air quality data set, and
enhance the knowledge and understanding of air quality within the County.
The County Council will aim to operate a “cleaner” vehicle fleet by introducing alternative-fuel
vehicles as they become more widely available, and where it is economically viable to do so.

Policy AQA3: Maintaining areas of good air quality
The County Council will seek to maintain good air quality in areas without existing air quality
problems. A proactive approach will be undertaken with the five District/Borough Councils in
Warwickshire to monitor and address emerging air quality problems in the County, in order to
ensure that potential AQMAs are tackled prior to any formal declaration. The County Council will
use its own traffic data to verify existing and emerging trends in air quality highlighted by the
information collected by the five District/Borough Councils.

Policy AQA4: Education and information
The County Council will promote the use of public transport, walking and cycling as alternative
methods of transport to the private car, in parallel with changing travel behaviour initiatives such
as travel plans for schools and workplaces. The County Council will keep the dedicated air
quality page on the Warwickshire County Council website up to date.
The County Council will actively encourage its own staff to travel to work and undertake work
related activities through the use of public transport, cycling or walking.

Policy AQA5: Integration of air quality and transport planning
Through the planning process, the County Council and the five Warwickshire District/Borough
Councils will take into account known and emerging air quality issues to ensure that new
development:
(i)

Does not exacerbate an existing air quality problem, or trigger the declaration of a new Air
Quality Management Area;

(ii)

Is well served by public transport, walking and cycling facilities; and

(iii)

Is supported by measures such as Travel Plans to ensure that sustainable travel patterns
are maintained.

Policy AQA6: Strategy review
The Air Quality Strategy will be reviewed on a regular basis, keeping it up to date with the latest
air quality information in the County, advances in air quality knowledge and best practice
techniques, regional and national policy and legislative developments. The schemes and
initiatives in the Action Plan will also be revised as necessary to reflect any changes to the
Strategy.
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Action Plan
Actions for delivering the Air Quality Strategy are set out in the table below. Individual
geographical proposals for each Air Quality Management Area can be found in the relevant Air
Quality Action Plan.
Policy

Action

Policy AQA1: The
contribution of air quality
improvements to the national
targets on greenhouse gases
Policy AQA2: Improving poor
air quality through
partnership working

Implementation of the wider LTP policies contained
in the Public Transport, Cycling, Walking and
Changing Travel Behaviour Strategies.

Ongoing

Preparation of Air Quality Action Plans to address
Air Quality Management Areas (in conjunction with
the relevant District/Borough Council and/or the
Highways Agency).
Implementation of measures within Air Quality
Action Plans, such as traffic management
improvements (e.g. Urban Traffic Management
Control, Variable Message Signing, reviews of fixed
highway signage), improvements to public transport,
walking and cycling facilities, and initiatives to
change travel behaviour.
Monitoring of Air Quality Action Plans and reporting
to DfT/DEFRA.
Regular liaison with District/Borough Councils,
adjoining Authorities and other organisations (e.g.
Highways Agency).
Regular monitoring of air quality (by the five
Warwickshire District/Borough Councils).
Regular review of the Lorry Route Map for
Warwickshire.
Introduction of cleaner vehicle fleets.
Regular liaison with District/Borough Councils and
interrogation of WCC traffic data.
Implementation of the wider LTP policies contained
in the Public Transport, Cycling, Walking and
Changing Travel Behaviour Strategies.
Regular review of the Lorry Route Map for
Warwickshire.
Implementation of the wider LTP policies contained
in the Public Transport, Cycling, Walking and
Changing Travel Behaviour Strategies.
Regular review and update of the Air Quality web
page.
Implementation of the County Council’s Green
Travel Plan.
Provide input to the preparation of District/Borough
Council Local Development Frameworks, both
within Warwickshire and in adjoining areas.
Provide input to individual planning applications,
and negotiate appropriate improvements (e.g. traffic
management measures, walking and cycling
improvements and Travel Plans).
The County Council will keep the Air Quality
Strategy under regular review. This will be informed
by the local reviews of air quality undertaken by the
five Warwickshire District/Borough Councils.

As
appropriate

Policy AQA3: Maintaining
areas of good air quality

Policy AQA4: Education and
Information

Policy AQA5: Integration of
air quality and transport
planning

Policy AQA6: Strategy
Review

Timescale
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As
appropriate

Ongoing
Ongoing
Ongoing
Every 2-3
years
Ongoing
Ongoing
Ongoing
Every 2-3
years
Ongoing
Annual
Ongoing
Ongoing
Ongoing

Every 2-3
years
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17. Land Use and Transportation Strategy
Introduction and Overview
The principal aim of the County Council’s Land Use and Transportation Strategy is to encourage
new development in Warwickshire to come forward in an appropriate and sustainable way. New
development will therefore be considered within a framework that promotes patterns of
development that make better use of land, particularly in the main settlements of the County, and
reduces the need to travel through the better integration of land use and transport.
The integration of land use and transport can be achieved through the promotion of sustainable
patterns of development which:





Reduces the need to travel (and thereby helps to improve accessibility levels to key services
and employment opportunities);
Reduces reliance on the car by promoting improvements to public transport, walking and
cycling;
Directs new development into existing settlements and/or transport corridors; and
Maintains, improves and utilises existing transport links and infrastructure.

The pressures that come with development will need to be carefully managed to ensure that it
does not adversely affect the transport network of the County. This Strategy will contribute to
addressing those issues.
The remainder of the Strategy sets out:






The National and Local Policy context;
Problems and Opportunities;
The Land Use and Transportation Strategy;
Delivery of the Strategy; and
The role of partnership working.

The Land Use and Transportation Strategy will contribute to achieving the key objectives in the
Local Transport Plan by promoting sustainable development which:


Offers accessibility, both in terms of physical access to transport and its availability, to the
widest cross section of the population; and



Gives people (including those who do not have access to cars) more travel choices to access
work, services and leisure activities.

Policy Context
National policy
Sustainable development is the core principle underpinning the planning system, and is
embodied within Planning Policy Statement 1 ‘Delivering Sustainable Development’ (PPS1). At
the heart of sustainable development is the idea of ensuring a better quality of life for everyone
both now and for future generations. PPS1 states that planning should promote sustainable and
inclusive patterns of urban and rural development by:
a. Making suitable land available for development in line with economic social and
environmental objectives to improve people’s quality of life;
b. Contributing to sustainable economic development;
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c. Protecting and enhancing the natural and historic environment and the quality and character
of the countryside;
d. Ensuring high quality development through good and inclusive design and the efficient use of
resources; and
e. Ensuring that development supports existing communities and contributes to the creation of
safe, sustainable liveable and mixed communities with good access to jobs and services for
all members of the community.
The planning system should promote development that is accessible in terms of its location. It
should reduce the need to travel and encourage accessible public transport provision, to secure
more sustainable patterns of transport development.
Planning Policy Statement 6 ‘Planning for Town Centres’ (PPS6) includes city centres, town
centres, local centres and district centres. These areas make an important contribution to the
quality of life in our urban communities and play a vital role in delivering sustainable
development. The Government’s key objective for town centres is to promote their vitality and
viability by planning for the growth and development of existing centres, whilst at the same time
promoting and enhancing existing centres by focusing development in such centres, and
encouraging a wide range of services and uses in a good environment which is accessible to all.
Planning Policy Statement 12 (PPS12) explains what spatial planning is, and how it benefits
communities. It also sets out what the key ingredients of local spatial plans are and the
government policies regarding how they should be prepared. These set criteria for Local
Planning Authorities on how to produce a Core Strategy, with sustainable development being at
the heart of the document.
The aim of Planning Policy Guidance Note 13 ‘Transport’ (PPG13) is to integrate planning and
transport to promote more sustainable travel choices, deliver accessibility to jobs and services by
public transport, cycling and walking, and reduce the need to travel.
The Department for Transport’s Good Practice Guidelines on ‘Delivering Travel Plans through
the Planning Process’ (2009), sets out how local authority planners, transport and travel plan
officers, developers and consultants can achieve successful and sustainable travel plans. A
travel plan is a long-term management strategy for an occupier or site that seeks to deliver
sustainable transport objectives through positive action and is articulated in a document that is
regularly reviewed.

Local policy
The main policies of relevance at a local level are contained within the five Warwickshire
District/Borough Local Development Framework Core Strategies. These are all at varying stages
of production and are thus subject to change. It is expected that all five plans will have been
subjected to an Independent Examination at some point in the next 2-3 years.

Problems and Opportunities
There are problems and challenges in integrating land use and transport to promote
sustainability, accessibility and a strong economy. The lack of employment opportunities in the
rural areas of the County combined with limited public transport services leads to reliance on car
use and disadvantages those without access to a car. In addition, the growth of employment,
housing, retail and leisure development on the edges of the towns has led to increased car use
and the exclusion of those without access to a car.
It is likely that the main towns of Nuneaton/Bedworth, Rugby, Warwick/Leamington Spa and
Stratford-upon-Avon will provide the focus for most new development in Warwickshire over the
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next 10-15 years. These towns offer the best opportunity to maximise the re-use of previously
developed land or buildings, promote alternative modes of transport to the car and reduce the
need to travel. This will bring opportunities for mixed use development, raise the profile of these
areas, and increase economic activity.
These opportunities will also bring their own challenges, including increased demand for travel in
what are already congested networks. The Land Use and Transportation Strategy recognises
these issues and seeks to address them by providing a choice of transport including public
transport, cycling and walking facilities.
Focusing development in these towns within the County offers the opportunity to use and
improve the existing transport networks whilst at the same time expanding the use of public
transport and encouraging walking and cycling facilities. The aim of this approach is to optimise
the existing concentrations of population, employment and services and thus achieve shorter
journey distances. It is hoped that this will reverse the trend towards out of centre developments
that are often difficult to reach without a car.

The Strategy
The vision of Warwickshire County Council’s Land Use and Transportation Strategy is:
'To encourage new development, which is accessible, safe, sustainable and integrated with the
transport network, including modes other than the car.'
The aim of the Land Use and Transportation Strategy is to make new development (especially
those with significant predicted traffic movements) as sustainable as possible through the
integration of land use and transportation planning. This can be achieved by:




Actively promoting accessibility for all sections of the community, based on the most
sustainable modes of transport;
Seeking to optimise the location of land uses/developments with the transport networks,
including locating major trip attractors and generators in close proximity to suitable public
transport services; and
Promoting sustainable travel through securing Travel Plans with large employment sites
within the County.

The four key themes of the Strategy are:





To encourage patterns of sustainable development;
To promote a choice of transport by public transport cycling and walking;
To promote accessibility to education, training, jobs, shopping and leisure facilities; and
To reduce the need to travel by car.

Policies
Policy LUT1: Partnership

The County Council will work with the five Warwickshire District/Borough Councils and
adjoining local authorities, developers, and other stakeholders to implement the policies set
out in the Land Use and Transportation Strategy.
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Policy LUT2: Travel plans

The County Council will require Travel Plans or Travel Plan Statements to support planning
applications in accordance with Table 1 of the ‘Practice Note for Developers’.
Travel Plans can assist with reductions in travel claim and facility costs for businesses and can
help employees enjoy better health from building more physical activity into their lives. Policy
LUT2 will help promote sustainable development, reduce single occupancy travel throughout
Warwickshire and contribute to the reduction of congestion.

Policy LUT3: Sustainable developments

The County Council will promote sustainable development and seek developer
contributions, where appropriate, to provide for public transport, community transport,
pedestrian and cycling facilities, traffic management measures and travel packs to serve
new developments.
Policy LUT3 will serve to promote sustainable development, promote modal shift and help reduce
single occupancy travel throughout Warwickshire.

Policy LUT4: Accessibility planning

Working with our partners, including the five District/Borough Councils, the County Council
will seek to ensure that accessibility considerations are integrated into planning policy and
seek to influence the choice of site taken. Where appropriate and the County Council
deems it necessary an accessibility assessment will be required for major new development
proposals.
Policy LUT4 will help to ensure that development proposals fully consider and provide mitigation
towards accessibility issues.

Policy LUT5: Transport assessments

The County Council will require Transport Assessments/Statements to be submitted to
support planning applications where it is deemed appropriate. The information should
follow the general guidance on Transport Assessments as published by the Department for
Transport. Where significant development is proposed, the County Council will require the
use of Micro-Simulation modelling techniques to support the Transport Assessment
process. The County Council will also work with applicants to scope the individual
requirements for the sites/areas under assessment.
Policy LUT5 will help to ensure future development helps improve the local and wider area,
instead of introducing increased congestion and bringing about a detriment to the local transport
network.

Warwickshire County Council Modelling Protocol for Development Assessment
S-Paramics (or other micro-simulation) traffic modelling is required to understand the wider
implications of a development over a certain size in terms of increased flows and capacity issues
within the area. It is considered that traditional isolated junction modelling methodologies do not
fully reflect the impact, detailed interaction of junctions, queuing and blocking back, vehicle
release profiles, road user behaviour and wider area effects of such developments. We therefore
request that developers adhere to the WCC Modelling Protocol for Development Assessment, by
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following this process WCC hope to reduce potential disagreements on assessment approaches
in the future. WCC Modelling Protocol for Development Assessment has been produced to
provide developers with guidance on WCC requirements for the modelling of development sites,
in terms of:
(a)
(b)
(c)
(d)
(e)

Why WCC require micro-simulation modelling and thresholds for different types of
modelling requirements;
Current WCC model coverage;
Guidance on the minimum data requirements that must be submitted to WCC prior to
undertaking development assessment in WCC’s S-Paramics models;
Information on how WCC model deal with background, committed and LDF development
related traffic growth in Future Year S-Paramics models; and
The minimum requirement for undertaking an assessment of the impact of the
developments on the highway network.

Policy LUT6: Highway works agreements

The County Council will require all applicants/developers to enter into an appropriate
highway works agreement where any alterations, connections and/or improvements to the
highway are proposed. This will be either through a Section 184 or 278 agreement under
the Highways Act 1980.
Policy LUT6 ensures all works within the highway are carried out to an acceptable standard, will
endeavour to provide for pedestrians and cyclists and will not be at the detriment to highway
safety and future maintenance.

Policy LUT7: New road adoptions

The County Council will encourage all highway provision in relation to new development to
be constructed to an adoptable standard, and then offered to the County Council for
adoption through a Section 38 agreement under the Highways Act 1980.
Policy LUT7 will ensure that all developments are constructed for longevity and will not require
improvement in the short term.

Policy LUT8: Road safety audits

The County Council will require an appropriately staged Safety Audit to accompany any
planning application that requires certain works within the highway to be carried out, for
example new junctions, ghost island junctions and significant alterations to existing
junctions. It is recommended that the applicant should contact the County Council for
advice and guidance on these issues at the earliest opportunity.
Policy LUT8 will ensure that all works within the highway are carried out to an acceptable
standard and will not be to the detriment of highway safety.
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Policy LUT9: Obligations

The County Council will seek developer contributions where appropriate for improving the
local and surrounding highway and transport network, as well as ensuring new
development is not accessed to the detriment of the existing highway. Developers will be
required to enter into suitably worded agreements through Section 106 of the Town and
Country Planning Act 1990.
Policy LUT9 will help to ensure that implementation of development is not to the detriment of the
local and wider transport network.

Policy LUT10: Appropriate development

The County Council, in its role as Highway Authority, will aim to ensure that all development
is appropriate in terms of accessibility, design and layout, and that it can contribute to the
local area and improve connectivity with new footways, cycleways and public transport
where required.
Policy LUT10 will ensure that all development is carried out in accordance with the requirements
of the Highway Authority.

Delivering the Strategy
The delivery of this Strategy will involve a wide range of public and private stakeholders and
partners. In some instances, delivery will be dependent on strategic decisions that are taken at a
national and regional level.
The main elements of the delivery of the Land Use and Transportation Strategy will generally be
undertaken:
1.

Through the ongoing transport advice which the County is currently providing each of the
five Warwickshire District/Borough Councils in relation to the preparation of their Local
Development Framework Core Strategies;

2.

Through discussions which take place between the County Council and applicants before or
at the planning application stage, where new developments will be assessed in terms of
their accessibility to determine the degree of sustainability; and

3.

Through the formal highway and transport advice which the County Council provide to the
five Warwickshire District/Borough Councils when consulted on individual planning
applications.

Partnership
Partnership will play a key part in promoting new developments that are sustainable and which
deliver the aims of the Land Use and Transportation Strategy. The County Council recognises
there are a range of partners and stakeholders in both the public and private sectors which it will
engage with in this process. These include:


National level: Department for Communities and Local Government (DCLG); Department for
Transport (DfT); Department for Environment Food Rural Affairs (DEFRA); Network Rail and
the Highways Agency;



Regional Level: Government Office of West Midlands (GOWM); Advantage West Midlands
(AWM) and West Midlands Leaders Board and Centro/Integrated Transport Authority (ITA);
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Local level: North Warwickshire Borough Council; Nuneaton and Bedworth Borough Council;
Rugby Borough Council; Stratford-on-Avon District Council and Warwick District Council; and



Neighbouring Authorities: Coventry City Council; Solihull Metropolitan Borough Council;
Staffordshire County Council; Leicestershire County Council; Northamptonshire County
Council; Oxfordshire County Council; Gloucestershire County Council and Worcestershire
County Council

Land Use and Transportation Strategy Appendix A:
Sustainable Development
SDA1. Principles of sustainable development
New development should be encouraged to be sustainable by seeking to integrate development
with its need for transport and movement. This should make sufficient provision for the users of
the development including potential residents, employees and visitors. The development also
needs to use a toolkit of measures which offer the most effective and efficient use of resources to
reduce reliance on the car and reduce congestion, by ensuring there is a satisfactory provision of
public transport services and infrastructure and safe/convenient cycling and walking facilities.
All new developments will be assessed in order to identify whether they encourage sustainability.
As such, they will be assessed against the following key criteria:


The location of the development in respect of a town centre, consideration of local
characteristics i.e. topography, physical barriers existing and proposed layout;



The distance of the development from a town centre and how it encourages all transport
movements to the centre and other main nodes in a town to minimise detrimental impacts on
the local and surrounding highway network;



The location of the development in respect to public transport services, facilities for cycling
and walking to serve the development effectively and efficiently;



The development to offer the potential residents and employees a choice of efficient and
effective sustainable modes of transport; and



The provision of public transport serving the development should be assessed against the
access and distance it is from the nearest bus stops, railway stations, provision of attractive
services, bus priority measures, park and ride services and associated traffic management
measures serving destinations in congested areas.

SDA2. Applying the criteria for assessing sustainable development
The criteria set out in Table SD1 below represents the initial starting point for negotiations with
developers and landowners about the levels of sustainable transport contribution and/or
measures required towards making a development more sustainable. It is envisaged that these
negotiations will take place during the various stages of the planning process as either informal
or formal advice.
The criteria will be used to judge whether a new development meets the appropriate levels of
sustainability. The main types of development that the criteria would apply to are those
developments for example that would have a material increase in traffic on the highway network
and/or inadequate access by public transport, cycling and walking.
The measures are not intended to be exhaustive and will need to take into account the individual
merits and circumstances of each development. They should also be considered in an integrated
way to ensure the most effective, efficient and suitable ways of providing sustainable transport for
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a development. One of the measures includes the production of travel plans for new
developments with significant traffic generation. The document, ‘A Strategy for Changing Travel
Behaviour’ produced by the County Council, outlines the aims and objectives to promote more
sustainable travel.
In order to ensure that the measures are appropriate, a planning obligation for a developer
contribution towards sustainable transport will take the form of revenue and/or capital, and
include costs for consultation. In addition, any studies required to justify a new development or to
evaluate a particular transport solution will normally be funded by the developer.
Table SD1:

Applying the Criteria for Assessing Sustainable Development

Sustainable Transport
Measure

Test

Sustainable Transport Contribution /
Measures

Walking

Does the development site
have local services, schools,
public transport, leisure and
job/training opportunities within
walking distance?

Safer Routes to School

Is the necessary infrastructure
in place to deliver high quality,
safe, direct and attractive
routes that will encourage
walking?

Provision of signage

What improvements are
needed to satisfy the above?
Cycling

Pedestrian safety measures
New footways

Improved lighting/security
Gates and railings
Landscaping

Does the development site
have dedicated cycle links to
the local services, schools,
public transport, recreational
and job/training opportunities?

Providing new or improved dedicated
cycle facilities

Is the necessary infrastructure
in place to deliver high quality,
safe, direct, and attractive cycle
routes that will encourage
use?

Combined pedestrian and cycle
crossings (TOUCAN)

Provision of on and off-carriageway cycle
lanes

Improved signage including warnings
to drivers
Cycle parking at work places, service
centres, railway stations and other public
transport interchanges
Improved lighting/security
Associated environmental improvements
such as landscaping and surfacing

Public Transport (Bus)

Is the site served by reliable,
fast, frequent and accessible
services which accord with the
appropriate specifications set
out in the LTP Bus Strategy?

Provision of the required level of public
transport by provision of a free-standing
service, diversion of an existing service,
reinforcement of service frequency or an
appropriate combination

What improvements are
needed to satisfy the above
requirements?

Provision of bus lanes, suitable site
layouts to allow bus penetration, lay bys,
bus stops/shelters and information
displays
Provision of bus priority measures to

184

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

ensure a reliable and efficient service
Public Transport (Rail)

Other Measures

Is there a genuine rail option to
meet the transport needs of the
site?

Provision or improvement of rail stations
and infrastructure, including procurement
of land

What facilities or improvements
are required to offer an option
of rail travel?

Provision of bus/rail interchange, park
and ride or associated facilities at rail
stations

Are there any other measures
that are required to overcome
the transport issues related
to the site?

Travel Plans

What specific measures are
required to mitigate the effects
of substantial development
traffic?

Traffic calming
Junction improvements
Urban Traffic Management Control
(UTMC)
Speed limit reviews
Weight restrictions
Provision of new accesses or roads
justified as part of a multi-modal
approach and/or to provide
environmental benefits
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18.

Road Safety Strategy

Introduction and Overview
Improving road safety, which we define as reducing the number of people killed and injured on
Warwickshire's roads, is a key element in meeting corporate and local objectives to protect the
community and make Warwickshire a safer place to live.
In 2000, the Government published Tomorrow’s roads – Safer for everyone which set out its road
safety strategy and casualty reduction targets for 2010. These targets seemed ambitious at the
time but in fact they have been more than achieved both in Warwickshire and nationally.
The Government is now considering the way forward. On 22nd June 2010, it wrote to local
authorities ‘Road Casualties have huge economic and human costs. The Government is fully
committed to working with local authorities to deliver further improvements in road safety’.
In November 2010, the Department for Transport published its Business Plan 2011 – 2015. This
made continuing to improve road safety a priority.
The County Council supports the Government’s policy to continue to improve road safety. We will
ensure Warwickshire contributes at least its fair share towards achieving this. This strategy
explains how we will achieve this.

The Policy Context
National policy
A Safer Way: Consultation on Making Britain’s Roads the Safest in the World (April 2009) set out
the previous Government’s proposals for improving road safety in Great Britain beyond 2010 and
sought feedback on them.
The consultation draft of this strategy was prepared before the 2010 general election and was
based on the research in ‘A Safer Way’.
The Government’s DfT Business Plan 2011 – 2015 committed to develop a new strategic
framework for road safety by April 2011. The Business Plan emphasised that the Government
believes local authorities should decide their own local transport priorities and solutions.

Local policy
Protecting the community and making Warwickshire a safer place to live is one of the four priority
areas in Warwickshire County Council’s Corporate Business Plan 2009-12. Improving road safety
(which we define as reducing the number of people killed or injured on Warwickshire's roads) is
one of the key outcomes it seeks

Overview of the Current Situation
Road casualties in Warwickshire
The NHS health profile for Warwickshire explains that road casualties are worse than average
for its population. Yet A safer way shows that it is in the best quartile for its traffic volume and
compared to the 1994-98 baseline. How is this contradiction explained?
Traffic volume (the sum total of all distances travelled by vehicular traffic) is probably the
greatest single influence on the level of road casualties. Warwickshire’s position at the centre of
England and the motorway network means it has a high traffic volume, and consequently a
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higher than average number of casualties, for its population. So Warwickshire faces a huge
challenge.
However, Warwickshire has a lower than average number of casualties for its traffic volume.
Figure 2.8 of A Safer Way compares casualty rates in terms of ksi per 100 million vehicle
kilometres and shows Warwickshire’s casualty rate in the lowest (that is safest) quartile.
Figure 2.9 of A Safer Way shows Warwickshire as in the group of most improved authorities
over the last decade with a reduction of over 40% ksi casualties in 2005-07 compared to 199498. The improving trend has continued in 2008 and 2009.
Figure RS1: Number of people killed or seriously injured on Warwickshire’s roads.
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Distribution of casualties
Figure RS 2 shows the distribution of Warwickshire’s casualties by age and road user type. This
closely reflects the distribution in England as a whole shown in figure 2.6 of A safer way. The risk
of becoming a casualty in Warwickshire varies widely with age and type of road user.
Motorcyclists are at exceptionally high risk; they constitute about 1% of traffic but more than 20%
of casualties. Young drivers and passengers (age 17-24 and especially 17-20) are also at high
risk. Pedestrian casualties peak at age 11-13 years and cycle casualties at 11-16 years.
Pedestrians are at higher risk in urban areas and drivers in rural areas, a trend reflected in the
differences between the casualty profiles of Warwickshire’s five districts and boroughs. Figures
are also affected by motorway collisions which are not usually related to the communities nearby.

187

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

Figure RS2: Casualties by age and road user type
No of people killed or seriously injured each year per 100,000 population in the age group
(average for Warwickshire 2004-08)
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The Challenges
A Safer Way proposes the following national key thematic challenges:






Pedestrian and cyclist casualties in towns and cities – particularly in deprived
communities
Protecting children and young people
Protecting motorcyclists
Rural roads
Poor road user behaviour amongst a few
Illegal and inappropriate speed.

Table RS1 sets out the number of people killed and seriously injured in each of these categories
in the 1994-98 baseline and again in the 2004-08 baseline in Warwickshire.
Table RS1: Reduction in casualties 2004-08 compared to 1994-98
Annual average ksi casualties
1994-98
2004-08
711
411
All
109
58
Urban pedestrians and cyclists
109
54
Children and young people (0 -17)
108
84
Motorcyclists
403
233
Rural roads
*
*
Poor road user behaviour amongst a few
*
*
Illegal and inappropriate speed
* Casualty data is not available in a form suitable for comparison.

Reduction
42%
47%
50%
22%
42%
*
*

Within the single figure for children and young people the reduction for children age 0-15 has
been much greater than for young people age 16-17. This is shown in Table RS2.
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Table RS2: Comparison of 0-15 and 16-17 casualties
Annual average ksi casualties
Children (0-15)
Young people (16-17)
Children and young people (0 -17)

1994-98
69
40
109

2004-08
30
24
54

Reduction
57%
40%
50%

DfT’s Advice about Local Road Safety Strategies identifies three key groups
Young (17 to 24) car drivers and passengers
Motorcyclists; and
Pedestrians in urban areas





These groups together constituted more than half of the deaths in Great Britain in 2007. For
comparison purposes Table RS3 shows that these groups also made up half of Warwickshire’s
deaths though the small numbers make the data less statistically reliable.
Table RS3: Road deaths in Warwickshire 2007
Road Deaths in Warwickshire 2007
Young (17 to 24) car drivers and passengers
Motorcyclists
Pedestrians in urban areas
Total
All deaths

No.
13
6
2
21
42

It follows that Warwickshire’s key challenges are very close to those listed in A Safer Way. We
have therefore decided to adopt each of the six themes in A Safer Way as key challenges for
Warwickshire. Within those themes our highest priorities are young drivers, motorcyclists, rural
roads and illegal and inappropriate speed.
The County Council will adopt the key thematic challenges in A Safer Way as key thematic
challenges for Warwickshire, namely:A

Pedestrian and cycle casualties in our towns – particularly in deprived communities

B

Protecting children and young people

C

Protecting motorcyclists

D

Rural roads

E

Poor road user behaviour amongst a few

F

Illegal and inappropriate speed

Within those themes we attach the very highest priorities to young drivers, motorcyclists, rural
roads and illegal and inappropriate speed. Table RS4 sets out how our specific policies address
the key themes.
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Table RS4: Policies and key themes
Policies
General policies RS 1 – RS 10
RS 11
RS 12
RS 13
RS 14
RS 15
RS 16
RS 17
RS 18
RS 19
RS 20
RS 21
RS 22
RS 23
RS 24
RS 25
RS 26

Key themes
A
B
*
*
*
*
*
*
*
*
*
*

*

*

C
*
*

D
*

*

*

*
*
*
*
*
*

E
*

F
*

*

*

*
*

*

*
*

*
*
*
*

The Strategy
Our approach to reducing casualties
Policy RS1: Supporting the Government’s Commitment to Road Safety

The County Council supports the Government’s commitment to work with local authorities to
deliver further improvements in road safety and will ensure Warwickshire contributes at least
its fair share towards achieving this vision.

Policy RS2: A Data Led Approach

The County Council will collect and analyse the available data; in particular data about every
recorded road casualty in Warwickshire. We will use this intelligence to help decide how to
prevent casualties in the future.
The first step towards preventing road casualties is to analyse the circumstances in which they
occur. It is necessary to understand the behaviour, attitudes and motivations of our road users to
help us devise effective interventions to combat casualties.
Warwickshire Police use the Police’s National Intelligence Model. Although this is not the
Council’s model, we have confidence in it and are happy to base decisions on it in joint working
when appropriate.

Policy RS3: An Integrated Approach

The County Council will combat casualties by every available means including education
and training, publicity, engineering measures and enforcement. We believe the most
effective approach is an integrated and holistic one using the different methods together.
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Policy RS4: Safer Together – Working in Partnership

The County Council believes partnership working is crucial to prevent casualties and will
work in partnership with anyone who will help combat casualties.

Policy RS5: Working through Warwickshire Road Safety Partnership

The County Council will work particularly through the Warwickshire Road Safety
Partnership and its members - Police, Fire and Rescue, Highways Agency and Health - for
whom preventing road casualties is core business.

Extract from ‘Oneplace’ (Audit Commission et al); CAA Area Assessment for
Warwickshire December 2009.
The Road Safety Partnership is very clear which roads cause most of the deaths and injuries and
are the ones that are targeted with police officer time, fixed and mobile cameras and road
improvements. This has been done while also reducing costs by over £250,000.

Warwickshire Road Safety Partnership (WRSP) defines its aim as:To support the delivery of the Warwickshire Local Area Agreement and in particular the
Warwickshire Safer Communities Partnership in the creation of safer communities by preventing
road casualties. WRSP’s approach to working together is set out in ‘Safer Together’ which is
reproduced below.
Warwickshire Road Safety Partnership - Safer Together
We are committed to work in partnership to reduce road casualties.
We have agreed this Memorandum on how we can make Warwickshire's roads safer together.
In line with existing protocols, we believe sharing information and opinions will help us work
together. We will meet regularly at Chief Officer and operational level to discuss matters of
mutual interest. We will give each other as much information as we can.
We will avoid duplication of effort and resources. When planning road safety work we will have
regard to each other's activities and try to complement rather than compete with them.
We believe our road safety work will be enhanced by actively involving each other. We will offer
each other the opportunity to take part in our activities wherever we can.
We will allow each other the use of resources for road safety work free or on reimbursement of
costs rather than on a commercial basis.
In promoting our activities we will give public credit for any help we receive from each other.
WRSP has identified key issues where partnership working can help prevent casualties and has
set up inter agency working groups to address them. The working groups are charged with
producing action plans for approval by WRSP and implementation by the partners. Working
groups have so far been established for:


Young drivers (17-24 inclusive)



Motorcyclists



Speed



Education of young road users (0-16 inclusive)



Driving for work
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Media



Data and Intelligence

In many areas road safety partnerships manage safety camera work. Warwickshire has
deliberately avoided this approach. Safety cameras are managed directly by the relevant
partners through service level agreements between them as described in the section on speed
management. This frees WRSP to concentrate on casualty reduction as a whole as well as
saving administrative costs.

Policy RS6: Working with Warwickshire Police

Partnership with Warwickshire Police is fundamental to our road safety strategy and crucial
to preventing casualties. The County Council will work together to protect Warwickshire’s
road users from harm.
Warwickshire Police have adopted a vision Protecting our communities together as follows:
We protect communities in Warwickshire by managing the risk from harm. Harms are defined as
death, injury, loss and distress. We focus on those harms which are most serious and most likely
to occur. We will deliver more protection and further increase trust and confidence.
This vision ties in the County Council’s own objectives and its clarity is very helpful in determining
priorities.
Warwickshire Police are now looking to revise how they deal with road traffic offenders. The key
elements are:


an engagement and educative approach to those whose driving falls short of the required
standards but poses a less serious danger



a punitive approach to those who pose a high risk to themselves and others.

The intention is to provide the best possible public protection whilst building public confidence in
the police and its partners. The Council supports this approach.
The County Council is an integral partner in delivering road safety aspects of Police Community
Support Officer (PCSO) induction and refresher training. This ensures that PCSOs are aware of
road safety issues and are signposted to resources and help in their daily duties.
The County Council worked with the Police, the Council’s Children, Young People and Families
Directorate, Fire & Rescue and the Highways Agency to set up the Safer Schools Partnership.
This ensures that dedicated PCSO’s in 12 senior schools deliver an informed service to these
schools and forge good community links with young people thereby contributing to the citizenship
curriculum.
The County Council has agreed a protocol with the Police which sets out how we will work
together to address speeding issues raised by local communities.

Policy RS7: Working with the Highways Agency

The County Council will work with the Highways Agency and its agents to tackle casualties
that occur where our responsibilities meet, in particular for educational interventions and
where trunk roads impinge on local communities.
The County Council shares responsibility for reducing Warwickshire's road casualties with the
Highways Agency (HA) and its agents who manage motorways and trunk roads. In 2004-08
about 22% of road casualties in Warwickshire occurred on motorways and trunk roads. HA have
produced their own strategic plan for safety. We acknowledge their help in producing this
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strategy. The County Council welcomes the HA and its agent’s increased involvement in road
safety education in Area 9 and believes this offers more opportunities for partnership working.
The County Council’s educational interventions will help improve road user behaviour on HA
roads and vice versa and this is seen as a key way to strengthen our partnership.
The County Council monitors progress towards the targets for HA roads and for county roads as
well as those for Warwickshire as a whole. We will continue to meet regularly with the HA to
implement this strategy and will cooperate to achieve our respective delivery plans, ensuring that
our actions complement each other. The County Council and the HA will exchange data to
ensure that there is a synergy when it comes to data analysis and will ensure that a coordinated
approach is used.

Working with the Warwickshire Fire and Rescue Service
The Fire and Rescue Services Act 2004 provided the opportunity to work more effectively with
the Warwickshire Fire and Rescue Service. In 2005, a protocol was agreed on the best way to do
this. The Fire and Rescue Service is currently consulting on an Improvement Plan which we
believe will offer greater protection to our road users. We have agreed a revised protocol to take
account of changes since 2005.

Policy RS8: Working with the community

The County Council will improve communications with road user groups and local
communities, particularly via parish councils.
The County Council believes that it will have greater success in reducing casualties if it can
persuade the community to share ownership of the problem. There is a need to increase the
community’s understanding of the challenge.
In addition to the core partners covered above the County Council works with a wide range of
other organisations, some on a continuing basis and others ad hoc.

Policy RS9: Working in areas of disadvantage

The County Council will ‘narrow the gaps’ and address road safety issues in disadvantaged
areas.
The County Council aims to ‘narrow the gaps’ – that is to achieve improvement for all but with the
fastest improvement for the most disadvantaged. It is considered that in general there are more
casualties, and hence more potential for reducing casualties, in disadvantaged areas. Our data
led approach has the advantage that it tends to encourage work in areas with the greatest
casualty problems and hence to narrow the gaps.
Research shows that children in disadvantaged areas are more likely to be road casualties.
The County Council will utilise the Marketing Analysis and Segmentation Tools (MAST) project to
identify communities at greatest risk of becoming casualties and target our interventions at these
locations.

Policy RS10: Prioritisation

Wherever possible, the County Council will prioritise casualty prevention work by cost
effectiveness – that is by evaluating casualties prevented per pound invested.
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Extract from ‘Oneplace’ (Audit Commission et al); CAA Area Assessment for
Warwickshire 9 December 2009.
It is estimated that in reducing the number of deaths and injuries Warwickshire's economy has
been saved over £37 million pounds in the last year.
The future level of funding for casualty prevention work is unpredictable. It depends on many
different factors, some of which are outside the Council’s control. There will never be enough
funding to carry out all the casualty prevention work needed. To meet this challenge, the County
Council will prioritise by cost effectiveness, aiming to achieve the greatest reduction in casualties
with the funding available. It is considered helpful to compare interventions on the basis of
casualties saved per pound invested.
There are constraints on this approach. Some of the funding is restricted to particular types of
work. Funding cannot for example be transferred from capital to revenue. And evaluating the
success of some types of work in reducing casualties is not always easy. But the County Council
believes this overall philosophy is helpful to ensure it prevents as many casualties as possible
whatever funding is made available.

Key themes
Policy RS11: Children

The County Council will have a special focus on the safety of children in line with the
government target for reducing casualties among children and young people.
Extract from ‘Oneplace’ (Audit Commission et al); CAA Area Assessment for
Warwickshire December 2009.
Far fewer children are killed or seriously injured – down by two thirds – since 1994.
Preventing child casualties has been a key plank of Warwickshire’s road safety policy for many
years. The average of 69 children killed or seriously injured in 1994-98 fell to 30 in 2004-08. To
sustain this reduction we will need to continue our interventions with each cohort of children.
Table RS5 breaks child ksi casualties down into pedestrians, cyclists and car users. If we are to
reach our target we will need to achieve reductions in all three categories.
Table RS5: Breakdown of child ksi casualties
Annual average child (0-15) ksi casualties
1994-98 average
2004-08 average
Years
69
30
All
33
16
Pedestrians
13
6
Cyclists
18
7
Car users
The County Council will reduce child casualties:


By measures specifically aimed at children, in particular by education and training and by
giving them a safer route to school; and



By measures which will reduce casualties generally.
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Education and training aimed at children will mainly affect pedestrians and cyclists. However
educating children about the importance of in car safety in particular seat belt wearing will reduce
the number and severity of injuries to casualties in vehicles.

Policy RS12: Working with schools and others

In addition to working to reduce casualties generally, the County Council will work in
partnership with schools and others to:






Deliver road safety education directly and through others;
Provide practical pedestrian kerbside training for infant school children;
Train cyclists;
Organise educational campaigns and events;
Make the journey to school safer.

The County Council believes that the most cost effective approach is to develop road safety
educational initiatives and where possible use others to promote and deliver schemes on our
behalf. The County Council will:


Encourage parents and carers to consider road safety issues from birth to 3 years.



Encourage parents and carers to talk to their pre-school children about road safety and
begin teaching basic road safety skills



Develop a progressive educational programme;



Provide support training, resources and materials to parents, teachers and trainers



Encourage teachers and trainers to give road safety training high priority



Provide teachers and trainers with resources to enable them to undertake follow up work
subsequent to interventions by road safety officers, thereby maximising the value of our
intervention with pupils.

The County Council participates in Coventry and Warwickshire Child Safeguarding Board’s child
safety partnership which considers interventions to address child injuries.

Pedestrian training
The County Council will provide pedestrian training and promote the 'Kerbsafe' and 'Kerbsafe
Plus' pedestrian training programmes (including practical training at the kerbside) for primary
schools.
Extract from Ofsted: Joint Area Review (JAR) of Warwickshire Children’s Services 2008
(para 18).
Programmes to promote road safety have been particularly effective, for example KerbSafe,
which involves professionals as well as parents in delivering consistent road safety messages to
children.

Cycle training
The data shows that a child cycling is far more likely to be injured than a child travelling in a car.
Cycle training will help prevent casualties.
The County Council has obtained ‘Bikeability’ accreditation and will train to that standard, aiming
to equip all cyclists to deal with traffic conditions and become safer all round road users. The
County Council will:
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Offer Level 1 to 3 training to all within the community according to ‘Bikeability’ scheme.
(Over 3,500 children accessed training in 2008)
Offer bike safety checks to secondary schools;
Train professional and volunteer trainers up to ‘Bikeability’ standards;
Promote and encourage the wearing of cycle helmets; and
Encourage schools to include a policy on wearing cycle helmets in their prospectuses and
to insist that children wear helmets when cycling to school.

Training will contribute towards the County Council’s policies aimed at increasing levels of
cycling, particularly for short journeys to work, school and other everyday destinations.

Educational campaigns and events
The County Council will work towards a holistic and integrated approach to all road safety
campaigns and events. We will use publicity campaigns to reinforce educational initiatives and to
influence road user behaviour. Our strategy aims to support any educational or training initiatives
undertaken and will be researched and targeted at specific road user groups. The County
Council will:








Support national and regional publicity campaigns and give them a local dimension;
Use casualty data to develop specific local campaigns;
Promote the School Safety Merit Award.
Specifically organise and be involved in targeted events organised by WRSP
Take an active part in Warwickshire’s corporate Healthy Schools scheme
Contribute to the training of PCSOs and have an input into any educational/promotional
initiatives
Work with our partners in delivering the ‘Safer Schools’ project in senior schools

Making the journey to school safer
The County Council wishes to increase the number of children walking or cycling to school. It is
important that parents do not limit the development of children by unduly restricting their
independence because they are concerned about their safety on the roads. The County Council
will:




Work with head teachers, governors, parents and pupils to identify safety issues for pupils
walking or cycling to school
Implement schemes which address these issues and encourage pupils to walk or cycle to
school and
Work to improve the conditions of non-roadside paths used by children to get to and from
school.

The County Council will give pupils the information to enable them to walk or cycle with
confidence on the most appropriate and safest routes and encourage walking, prioritising schools
in urban areas but including rural schools in the Safer Routes to School initiative as appropriate.
Improvements to the infrastructure and implementing and enforcing speed limits can be
particularly effective in areas used by children for their journey to school or for play. The wider
community will also benefit, particularly from any physical safety measures implemented.

Policy RS13: School Crossing Patrols

The County Council will provide school crossing patrols for children age 5 to 11 at sites that
meet the national guidelines published by Road Safety GB and RoSPA.
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School crossing patrols play a key part in safety for children. The County Council provides over
100 school crossing patrols for children in Warwickshire.
The County Council will:








Provide regular training for new and existing patrols;
Provide patrols with a uniform that can be easily identified by drivers and children;
Check regularly that patrols are operating safely; and
Evaluate sites that have a high incidence of conflict situations and establish the need for
the use of cameras
Carry out CRB/ISA checks on all applicants
Train suitable patrols to deliver educational sessions in schools ,and be part of our
‘People Who Help Us’ scheme
Evaluate and risk assess all our sites on a rolling 3 year programme.

Policy RS14: Young drivers and their passengers

The County Council will work with our partners, particularly the Police and Fire and Rescue,
to change young people's attitudes to driving. It is considered that children start to form
attitudes to driving from a very early age and we will therefore seek to foster correct
attitudes to driving as part of our integrated approach in primary schools and start a
dedicated programme from the first year of secondary school.
Young drivers and passengers have a disproportionately high risk of becoming casualties. About
10% of Warwickshire's population are in the 17-24 age group but in 2004-08 they represented
25% of the county's vehicle users killed or seriously injured.
Warwickshire Road Safety Partnership has a working group dedicated to reducing collisions
involving young drivers, aiming to ensure that young people are fully equipped and prepared for a
life of safe and enjoyable driving. Research suggests that youngsters who receive road safety
education from an early age make safer drivers in the future. Initiatives will seek to influence
young people’s attitudes to road safety and future driving behaviour before they get behind the
wheel.

‘Driving Ambitions’
The County Council’s primary intervention, Driving Ambitions, is described by the House of
Commons Transport Committee below.
Extract from the House of Commons Transport Committee Seventh Report of Session
2006-07 (para 129) on Novice Drivers.
Since 2004, secondary school pupils in Warwickshire have received a programme of road safety
education each school year. The programme consists of a series of short, hard hitting modules
of approximately one hour each, delivered by a team of specialist trainers. The modules were
developed with the support of Warwickshire Casualty Reduction Partnership*, the police,
approved driving instructors, the Fire and Rescue Service, Warwickshire Road Safety Unit,
education departments and schools. The scheme aims to influence pupils’ future attitudes
towards driving, and to encourage a consideration of the impact of driving inappropriately on both
themselves and others. The modules for year groups 11 and 12 include pre-driver education, as
well as four practical driving sessions.
*now Warwickshire Road Safety Partnership
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The programme has been commended by the Prince Michael of Kent International Award
Scheme for its contribution towards educating young people on Road Safety. About 19,000
students in Warwickshire participate in the programme each year.

Monitoring, evaluation and review of ‘Driving Ambitions’
Extract from the House of Commons Transport Committee Seventh Report of Session
2006-07 (para 130) on Novice Drivers.
The Warwickshire scheme is being evaluated in terms of participants’ views of the programme,
and in terms of its actual effect on young driver casualties. Results from market research
undertaken to date show positive results, however the impact on casualty rates is not yet
available. Young driver casualty statistics from 2003-04 are being used as a baseline, and
evaluation will be ongoing for 6-10 years, to cover the first full cycle of pupils passing through the
programme. Warwickshire County Council advised that the participation rate by schools for 200607 is 69% which is predicted to rise to 85% by the end of the academic year.
An ongoing evaluation of the programme is being undertaken by ‘Brainbox Research’ (an
independent company specialising in educational psychology) to establish the overall
effectiveness of the Driving Ambitions programme.
The County Council will support Driving Ambitions with a range of other interventions aimed at
young drivers and pre-drivers.

Policy RS15: Safer motorcycling

The County Council will work with partners in planning interventions to reduce motorcycle
casualties, which will be based on intelligence. Through the Warwickshire Road Safety
Partnership, an action plan will be produced and reviewed regularly. Interventions will be
monitored to assess their success.

, an

In this strategy, 'motorcycle' means any powered two-wheel (P2W) vehicle.
P2W ownership has risen significantly nationally over the last decade with the number of
registered P2Ws is growing at a rate approximately double that of registered cars. We think the
number of P2W riders will continue to rise as more people turn to P2Ws as a cost effective and
efficient mode of transport.
Although the number of P2W users killed or seriously injured on Warwickshire’s roads is below
the 1994/98 baseline, the rate of decline is significantly lower than for other road users.
Motorcyclists represent around one to two per cent of all vehicle mileage travelled nationally. But
in Warwickshire P2W users represented more than 20% of road users killed or seriously injured
in 2004-08.
Casualty data highlights two groups of P2W users as being at high risk of collision involvement:

16-21 year old riders of mopeds and motorcycles who are most likely to have their
collisions on urban roads at relatively low speed and sustain slight injuries.



21-50 year old riders of more powerful machines who sustain their injuries on inter-urban
routes at high speeds with a greater risk of riders being killed or sustaining serious
injuries as a result of their collisions.

In 2006, Warwickshire conducted a research project into the behaviours, attitudes and
motivations of motorcyclists using Warwickshire’s roads. This helped us to develop a strategy
and interventions designed to reduce motorcycle casualties. In particular the research
highlighted the potential for training to reduce casualty numbers by improving rider skill levels.
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Motorcycle training
In April 2008, Warwickshire launched ‘Take Control’, a subsidised training programme for all
P2W users. The course responded to research that showed a demand for accessible and
affordable training. The programme has received excellent feedback from clients and trained
approximately 130 riders during the first 12 months. A successful bid to the DfT Road Safety
Partnership Grant scheme enabled the programme to be expanded to cover West Mercia and
increase capacity to 650 courses per annum.
The County Council works closely with Warwickshire Police in the delivery of Bikesafe rider
assessments and actively encourage participation in post test training opportunities.

Motorcycle events
In 2009, the Warwickshire Road Safety Partnership organized the first Heart of England Bike
Show, a free road safety event for motorcyclists that was attended by 4,000 riders. The event
was supported by the motorcycle industry and provided a platform to promote training
opportunities and other safety messages to a large audience. Building on the success of this first
event, a bigger and better show was delivered in 2010, with even more advice and support to
help P2W users stay safe. A road show has been put together to deliver safety messages at high
profile local biker meets and dealer open days.
The County Council has supported a regional road safety stand at the prestigious annual
International Motorcycle Cycle and Scooter Show every year since 2004. Attracting
approximately 150,000 visitors the show provides an excellent opportunity to engage with P2W
users.
The extent to which we will be able to continue this activity will depend on the funding available.

Engineering the road network for safer motorcycling
When analysis of routes or cluster sites, identifies a pattern of P2W casualties, we aim to install
the most suitable type of street furniture to reduce the potential for injury to P2W users if involved
in collisions. Those locations where there have been P2W injury collisions are prioritised for
treatment whenever possible.
Warwickshire works with regional partners including the Highways Agency to display consistent
temporary roadside posters during the summer on high risk motorcycle casualty routes. The
posters aim to encourage riders to take extra care and encourage other road users to be extra
vigilant for motorcycles.

Motorcycling enforcement
The County Council will work in partnership with the Police to conduct high profile enforcement
on popular motorcycle routes and routes with high level of motorcycle casualties.

Policy RS16: Road user behaviour

The County Council will combat the ‘fatal four’ and other poor road user behaviour in
partnership with the police, integrating education and enforcement.
The 2008 Association of Chief Police Officers (ACPO) National Strategic Assessment (Roads
Policing) highlighted the ‘Fatal Four’ - the relatively static trend in fatal crashes and the high
number of such incidents attributed to:


Excessive speed for the conditions



Failure to wear a seat belt
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Driving under the influence of drink or drugs



Distraction, primarily through using mobile phones.

This concept forms an important part of Warwickshire Police’s casualty reduction strategy. The
fatal four can be best tackled by an integrated approach using education with enforcement. The
County Council will support and work with the police to this end. A typical campaign will have
several dimensions:


The County Council will campaign to educate road users about the dangers of a
particular poor behaviour



Wherever possible, the campaign will be co-ordinated with a national THINK! Campaign;



The police will publicise their intention to enforce



The police will carry out enforcement



The County Council and the Police will both publicise the results of enforcement.

Publicising enforcement before and after it takes place greatly amplifies the influence gained
from it.

Policy RS 17: Drink and drugs

The County Council will continue to reinforce the drink and drug drive message regularly
with its partners, in particular the police.
Extract from ‘Oneplace’ (Audit Commission et al); CAA Area Assessment for
Warwickshire 9 December 2009.
Drink driving campaigns are effective and fewer people have been found to be over the limit.

The County Council will continue to promote the drink drive message to foster correct attitudes to
becoming a driver and the responsibilities of drivers and other road users.
The intelligence about casualties caused by legal and illegal drugs is limited. DfT research
published in 2001 found that 18% of people killed in road accidents in Great Britain had traces of
illegal drugs in their bodies. The Police Research Group estimate a 400% increase in drug
driving over the last 15 years. Recent research by the magazine ‘Autotrader’ showed that one in
five 17-24 year olds admit to regularly smoking cannabis and driving, while 12% drive after taking
cocaine. More local evidence is required to help decide the best way to reduce road casualties
caused by drugs and the Government is currently carrying out research in this area.
The County Council will promote awareness of the effect of drink and drugs on driving by:


Educating present and future drivers through our mainstream educational programmes,
pre-driver education, the driver improvement scheme, speed awareness workshops and
professional driver development;



Continuing to develop partnerships with the police and health professionals to promote
suitable messages;



Continuing to carry out drink drug driving campaigns in partnership with the Police and
the Council’s Drug and Alcohol Advisory Team. We will campaign through the press,
though advertising and through our own distribution networks to colleges, hospitals, police
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stations, clinics etc. We will utilise both DfT and our own specially produced publicity
material.
It is believed that there are opportunities for greater engagement with the NHS to combat drink
and drug driving.

Driver education
To be effective in contributing to reducing road deaths and serious injuries we have adopted a
coordinated approach with our partners to take advantage of best practice, avoid duplication and
provide value for money interventions. The County Council prioritises activities based on the
statistical analysis of casualty risk data. The wide ranging schemes offered may be categorized
into three main groups; diversionary training, pre driver and young driver training (see RS14) and
driver related training for the public, industry and County Council.

Driver Improvement Schemes
The County Council operates a Driver Improvement Scheme in partnership with Warwickshire
Police which conforms to national guidelines. Drivers who contravene Section 2 or 3 of the Road
Traffic Act and meet defined criteria will be offered training by the police as an alternative to
prosecution and points on their licence.

Policy RS18: Speed management

The County Council will combat excessive and inappropriate speed with an integrated
programme of engineering, education and enforcement to achieve safer roads for all and
meet the needs of local communities.
In 2005-08, illegal and inappropriate speed was recorded as a factor in an average of 76 fatal
and serious collisions a year (31 exceeding the speed limit and 45 travelling too fast for the
conditions). Comparisons with the years before 2005 are difficult to make because of changes to
the national data reporting rules that year.
Following the Government’s publication of Circular 01/2006 Setting Local Speed Limits
Warwickshire adopted a new Speed Management Strategy in 2007 and this document is
appended to the Road Safety Strategy. The strategy aims to combat excessive and inappropriate
speed with an integrated programme of engineering, education and enforcement to achieve safer
roads for all and to meet the needs of local communities.

Safe and appropriate speed limits
Extract from Department of Transport: A safer way: Consultation on making Britain’s
roads the safest in the world (para 5.29)
Our current approach is to ask highway authorities to review their speed limits, giving priority to
their A and B roads. We still think this is the right mechanism for ensuring the right roads have
the right speeds. Some authorities such as Buckinghamshire and Warwickshire County
Councils, have been making good progress with their reviews resulting in reduced speeds and
fewer casualties.
Appropriate and consistent speed limits play a fundamental role in encouraging safe speeds. We
have reviewed the speed limits on all A and B roads and implemented 120 changes. We were
the first authority in England to complete and implement a review. The review was based on the
technical advice in Circular 01/2006 combined with extensive consultation with local
communities.
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The County Council is currently monitoring the effects that the new speed limits implemented as
a result of the review of A and B roads have had on recorded collisions and vehicle speeds. Early
indications are of significant improvements.

Achieving habitual voluntary compliance
Establishing appropriate and consistent speed limits is an important milestone but it is only the
first stage. The second and far more difficult challenge is to change the culture of drivers. The
aim of both the Council and Warwickshire Police is to achieve habitual voluntary compliance.
Research at Manchester University categorised the drivers most likely to be involved in speed
related crashes into three groups:



Error makers – those who do not look
Lapsers – those who do not think
Violators – those who do not care.

Working with our Police partners, the County Council has developed a variety of interventions to
deal with these groups. We have agreed a protocol with the Police which sets out how we will
work together to address speeding issues. Our medium term aim is to achieve habitual voluntary
compliance. A key principle is that enforcement is only used as a last resort when other
interventions are not feasible or have been tried and failed. Problem sites and routes are
identified from casualty data and from community concerns.
Interventions to sites and routes with a poor casualty record are covered later in this strategy
under ‘A safer road network’. Where speed is identified as a factor we prefer engineering
measures rather than enforcement wherever possible. Vehicle actuated signs have been found
effective in many cases though we want to avoid reducing their effectiveness through over use.
For sites where communities have registered concerns about speeding we have established a
series of measures using the generic title ‘SpeedAware’. This uses a progressive range of
interventions to educate drivers through the deployment of speed indicator devices with
Community SpeedAware Officer visits and short and medium term fixed sign deployments.
A further initiative - ‘Community Speed Watch’ - gives local community forums the chance to
monitor vehicle speeds in their locality. Equipment and training are provided by Warwickshire
Police. Drivers who are found to be exceeding the limit are reported to Warwickshire Police who
can then send them a warning letter.

Policy RS19: Safety cameras

The County Council will continue to use safety cameras as part of our integrated strategy to
combat excessive speed and prevent casualties. They will be used as a last resort where
the evidence shows they are most effective way of preventing casualties at a particular site
or route.
Extensive national and local evidence shows that safety cameras are an effective method of
reducing casualties. Since 2002 when safety cameras were introduced on Warwickshire roads,
there has been a significant fall in the number of casualties where excessive speed was identified
as a factor.
Our use of safety cameras at particular times and places will be proportionate to their
effectiveness in combating speed and preventing casualties; not to generate income.
Warwickshire has pioneered a new approach to managing safety cameras. It does not operate
through a separate ‘quango type’ partnership such as exists in most areas. The partners manage
safety camera work directly. The arrangements are set out in service level agreements. These
require partners to carry out their responsibilities in the most cost effective way - that is the way
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which achieves the greatest reduction in casualties for each pound invested. The costs of
administering the separate partnership which existed before the Government’s 2007 changes
have been reallocated to individual partners to use directly to reduce casualties.
(Warwickshire Road Safety Partnership’s work is described earlier in this strategy. Its brief is to
prevent casualties overall, not to manage safety cameras).
The County Council aims to use safety cameras to deter excessive speed rather than to penalise
offenders as such. We will also deploy mobile cameras in situations where we are unable to
actually enforce, but they provide a significant deterrent effect. This is particularly useful in the
early evening around twilight. We also move our vehicles along casualty routes to make our
deployments less predictable in order to have greater influence over driver behaviour.
Deployments are discussed regularly at Operational Meetings between the Police and the
County Council.
The average number of people killed or seriously injured at camera sites each year in 2004/08
was 29 compared to 86 in 1994/98.

Policy RS20: Speed Awareness workshops

The County Council will work with the police to ensure policies are enforced and the
community is aware of the possible consequences of dangerous and illegal behaviour on
the road.
The County Council prefers to re-educate rather than penalise those detected speeding,
operating Speed Awareness Workshops in partnership with Warwickshire Police. Drivers who
commit a speeding offence are offered training as an alternative to prosecution and points on
their licence. The object is to give these drivers an opportunity to explore and challenge the
reasons why they drive inappropriately or exceeded the speed limit.
The County Council strongly supports Warwickshire Police policy which offers this option (subject
to ACPO guidelines) to a greater proportion of speeders than in most authorities. The Council
has set the fee for attending a workshop at the bottom of the range recommended by ACPO to
encourage maximum participation. More than 50,000 speeding offenders have attended a
workshop since their introduction in 2003.
The scheme has been independently evaluated. Warwickshire was one of the first authorities to
sign up to the National Speed Awareness Workshop Scheme and participated in the creation and
implementation of the new national standard.

Policy RS21: Promoting safer road use

The County Council will:
 Use publicity as part of an integrated road safety strategy.
 Actively support the ‘THINK!’ brand and national campaigns and give them a local
dimension;
 Work with regional partners through Road Safety GB Mercia Region to develop
shared publicity and educational campaigns;
 Promote local campaigns to address issues particular to Warwickshire.
The County Council will support government campaigns and apply and adapt them to local
circumstances. Local data will be analysed to establish whether there are any specific local
casualty problems that need to be addressed and with our partners initiate local campaigns.
Warwickshire works actively with our regional partners to develop publicity and educational
campaigns. This approach offers significant benefits in terms of reducing costs, avoiding
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duplication of effort and increased campaign cut through as consistent messages are repeated
across the region.
The County Council will establish a local publicity campaign network for the distribution of
promotional and information leaflets, ensuring that with any campaign interested partners are
consulted and involved.

General driving schemes
Working in partnership with local companies, we have devised a “Driver Training Workshop”,
which may be tailor made to meet the needs of each individual company, to give employees the
time, opportunity and space to consider their attitude and behaviour towards driving and the
consequences to themselves, the community and the environment of driving inappropriately. The
workshop combines Theory & Practical.
Research published by the government, ‘The ageing driver, identified that driving performance
reduced with increasing age. Driving is more complex and demanding than it used to be. There’s
considerably more traffic on the road and motorists have to process more and more information.
This workshop is aimed at the older (mature) driver and is designed to update them on the latest
legislation, driving techniques, changing environment, mobility and health issues and possible
impact on them as drivers and their overall responsibilities to themselves and others.

Policy RS22: A safer road network

The County Council will manage safety across the whole road network. Casualty studies will
be carried out to identify patterns or trends.
Most collisions result from a combination of contributory factors with driver error being the most
important. But a safer road network will also help reduce casualties.
The County Council will:


Manage safety and monitor the effects of our strategy;



Monitor the impact of work across the whole network, not just at individual sites or areas
treated; and



Give particular emphasis to child casualties and the problems of other vulnerable road
users, especially motorcyclists.

The County Council will take the opportunity to incorporate casualty reduction features into other
work where possible.

Policy RS23: Engineering initiatives

The County Council will work with our partners to:

Implement casualty reduction (local safety engineering) schemes

Ensure that development does not adversely affect road safety

Maintain roads in a safe condition for all users

Policy RS24: Casualty Reduction (Local Safety Engineering) Schemes

The County Council will prioritise casualty reduction (local safety engineering) schemes by
their cost effectiveness in terms of casualties prevented per pound invested.
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Casualty reduction schemes will be designed to combat evidenced (as opposed to perceived)
casualty problems. These schemes may be at a specific site or over a length of road or an area.
There will never be enough money to carry out all the casualty reduction schemes we would wish
to. So we prioritise schemes by their cost effectiveness; that is on the basis of the casualties we
expect them to prevent per pound invested. This will achieve the greatest overall reduction in
casualties for the total funds available. When we prioritise schemes, we will attach the greatest
weight to saving fatal and serious casualties.

Value for money
Casualty reduction cannot be considered in isolation from other priorities. We aim to make the
best use of our resources to achieve the shared priorities. Whilst larger schemes cannot always
be justified solely in terms of casualties saved per pound invested they often also help improve
accessibility and tackle congestion.
When we prioritise schemes in terms of the benefits they bring against the shared priorities, we
will give particular weight to their potential to reduce casualties.

Scheme prioritisation and monitoring
Cluster sites are prioritised for investigation by the number of personal injury collisions (pics) and
routes are prioritised by the number of pics per km. Sites are investigated using the last 5 years
of pic data to see if they can be engineered to achieve a first year rate of return of at least 150%
using the DfT’s Transport Analysis Guidance.
A cost benefit analysis is used to calculate the costs of pics over the previous 3 years and
compared with the costs if a casualty reduction scheme is implemented. The average first year
rate of return for the most recent two financial years exceeded 800%.
The Department for Transport has recently produced an Appraisal of Small Schemes Database.
The County Council supports this initiative in principle and will evaluate its suitability for use in
casualty reduction schemes.

Engineering measures
The County Council uses a wide variety of engineering measures in casualty reduction schemes
including:


Signing and lining and coloured road surfaces;



Altering speed limits and making traffic orders



Alterations to the road layout;



Traffic calming (road humps,' village gateways,' road narrowing etc);



Improved facilities for pedestrians and other vulnerable road users;



Vehicle Actuated Variable Message Signs.

The County Council will:


Integrate safety and maintenance, including road skid resistance surface treatments at
sites which involve a high number of injury related collisions in wet weather conditions
and provide safety enhancements as an integral part of maintenance schemes where
these will reduce casualty rates;
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Improve facilities for vulnerable road users wherever possible as part of any casualty
reduction (local safety engineering) scheme measures; and



Monitor the effectiveness of casualty reduction (local safety engineering) schemes.

RouteAware
RouteAware is a hybrid education/engineering scheme which provides key information about a
particular route in order to alter driver behaviour. The scheme consists of a combination of three
different road sign designs to alert drivers that they are on a high risk crash route. The signs also
provide pertinent crash statistics and are backed up with a range of publicity materials.

New roads constructed by developers
Developments should not adversely affect road safety. We work with the local planning authority
and developers to achieve this. We expect developers to:


Ensure the access to their development is safe;



Include a safe network of roads, pedestrian and cycle routes within the development;



Construct new roads, pedestrian and cycle routes within the development to specified
safety standards;



Contribute to off site improvements to the existing local highway network through planning
agreements where the development will generate significant traffic.

Policy RS25: Building safety into new schemes

The County Council will carry out road safety audits on all new schemes and alterations to
the existing road network proposed by ourselves or others.
The aim of an audit will be to recommend improvements to the overall safety of the scheme to
the designer. We will base our audit procedures on the Department for Transport's
recommendations.

Policy RS26: Maintenance

The County Council will:
 Maintain roads in a safe condition for all road users;
 Ensure our detailed maintenance policies are written with casualty prevention in
mind;
 Pro-actively look for ways in which maintenance can help prevent casualties;
 Assess the data to see how, why and where casualties occur and use it to initiate
or prioritise maintenance work to help prevent them;
 As part of our inspection regime, ensure any potential cause of casualties is
identified and dealt with as prescribed by the Highway Maintenance Strategy or (if
it is the responsibility of others) is reported to them for action; and
 Ensure maintenance work does not increase the apparent safe speed above the
real safe speed.
The County Council believes there is an important link between casualty reduction and
maintenance. The way that roads are maintained can help prevent casualties.
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Police reports show that slippery road surfaces contribute to about 20% of casualties. A key aim
of our surfacing policy will be to reduce this figure.
The maintenance standards, which particularly influence casualties include:


Winter maintenance;



Maintaining road surface skid resistance;



Filling potholes;



Improving visibility by cutting grass and maintaining hedges and trees;



Draining water from the carriageway whilst ensuring that drainage infrastructure itself is
not a safety hazard;



Renewing road markings and signs; and



In rural areas where paved footways are not justified, maintain verges, which are key
corridors for non-motorised users.

Action Plan
Actions for delivering the Road safety Strategy are set out in the table below. We have used the
same delivery timescale categories as in the rest of the LTP – that is short (0-5 years), medium
(5-10 years) and long (10-15 years) – though the nature of casualty reduction work is such that it
can generally be implemented within 5 years.
Policy

Action

Timescale

RS1

Support the Government’s commitment to road safety

Ongoing

RS2

Collect and analyse data and use this to prevent future casualties

Ongoing

RS3

Combat casualties using an integrated and holistic ‘3 E’s’
approach

Ongoing

RS4- RS7,
RS20
RS8

Work in partnership with anyone who will help combat casualties

Ongoing

Improve communications with road user groups and local
communities

Short/Medium

RS9

‘Narrow the gaps’ and address issues in disadvantaged areas

Short/Medium

RS10

Prioritise work by cost effectiveness

Ongoing

RS11, RS12

Focus especially on child safety

Short/Medium

RS13

Provide school crossing patrols to national guidelines

Short

RS14

Change young people’s attitude to driving

Short/Medium

RS15

Produce a motorcycle action plan

Short

RS16

Combat the ACPO ‘fatal four’

Short/Medium

RS17

Reinforce the drink, drug, drive message

Short

RS18, RS19

Combat excessive and inappropriate speed

Short
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Policy

Action

Timescale

RS21

Actively use publicity

Ongoing

RS22-RS25

Make the road network itself safer

Ongoing

RS26

Give high priority to those elements of maintenance that help
prevent casualties

Short/Medium

Indicators and Monitoring
Target
The Council's target is to achieve a reduction in the number of people killed or seriously
injured to 277 by 2015.
Reducing death and injury on our roads directly prevents real tangible harm. It is a primary object
for the Council. For this reason the Council has set a local target to reduce road casualties.
The Council and its partners believe that a common casualty reduction target will help us drive
down road casualties. The Council has set a target based on the following principles and
advocates it to our partners:






A single target for road casualty reduction in Warwickshire.
Using the number of people killed or seriously injured on the roads in Warwickshire as the
measure. (In the DfT Business Plan 2011-2015 the Government proposes road deaths as
the national measure. We support this for national use but the number of road deaths in
Warwickshire is happily too low to be sufficiency statistically significant to use as a local
measure).
The target is to reduce the number of people killed or seriously injured to 277 or less by
2015. The figure of 277 comes from the proposal in A safer way for 2020. Our target is to
achieve the A safer way proposal five years early.
We aim to reduce the number of casualties steadily in roughly equal increments each
year from the actual 2009 figure to the 2015 target.

We commit ourselves to reduce the number of people killed or seriously injured to 277 or less
(the A safer way proposal for 2020) five years early - that is by 2015.
Achieving this target will not be easy, especially in the current economic climate. We will need all
the help we can get. We ask the Government, our partners and the people of Warwickshire to
work with us to achieve it.

Monitoring and Evaluation
The County Council will regularly monitor and evaluate the success of this strategy and the
interventions we use regularly. We will obtain the best possible assessment by using a variety of
evaluation methods. We will review and update this strategy and interventions used as necessary
to ensure we use our resources in the most effective way to prevent casualties.
To prioritise by cost effectiveness we need to monitor and evaluate everything we do. There is no
one single way to evaluate every intervention. We use a variety of complementary methods.
Table RS6 shows the various ways we evaluate interventions and the strengths and limitations of
each one.
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Table RS6: Evaluation methods used.

Evaluation Method

Where used

Strengths

Limitations

Monitor progress in
reducing casualties.

Overall strategy

Ultimate test of overall
effectiveness.

Invite the
community’s views
on our performance
overall.

Overall strategy

Monitor the number
of casualties at a
location before and
after the intervention.

Engineering
interventions at
particular sites
or routes

The community is
generally a good judge
(and in a democracy
the ultimate judge) of
the overall quality of
our service.
Gives a good idea of
the success of a
particular intervention.

Does not distinguish
between the success of
different interventions
or between the effects
of interventions and
other unrelated factors
Does not quantitively
evaluate casualties
saved.

Monitor the number
of people who have
taken up a service.

Educational
interventions

External evaluation

Use external
bodies to
evaluate
interventions
Wherever
possible

Ask clients (including
children) for their
opinions of training
we have given them.
Use educational
psychologists to
measure the impact
of work
Market research

Young people’s
attitudes to
driving.
Publicity
campaigns

Other things being
equal the more people
who receive education
and training the
greater the reduction
in casualties likely.
Provides independent
expert assessment
Clients generally have
a good idea as to the
quality of the training
they have received.
Evaluates the impact
of interventions on the
attitudes and reported
behaviour of our
service users.
Identifies level of cut
through, quality of the
campaign, and
reported behavioural
changes.
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Does not entirely
eliminate the effects of
unrelated factors
Does not allow for
casualty migration.
Does not evaluate the
saving in casualties
achieved.
Does not evaluate
quality.
Cost

Does not evaluate the
number of casualties
saved
Cost

Cost
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Road Safety Strategy Appendix A:
A Speed Management Strategy for Warwickshire
1.

Introduction

This strategy is a coordinated approach to the issue of speed which states objectives and
develops proposals to address the management of speed in ways that result in roads that are
safer for all, and takes into account the needs of local communities.

2.

Speed Management

2.1

Successful management of speed will be achieved only by the County Council,
Warwickshire Police, Borough and District Councils, Parish Councils and other
community organisations working together.
The benefits of managing speed to better suit the local environment are:-



A reduction in the number of casualties on the road.



A reduction in demands on the emergency services.



Improvements to the quality of life in local communities.



Encouragement of more environmentally friendly methods of travel.



Improvements in the environment for walking, cycling and horse riding.
To do this, we need to utilise a combination of the three ‘E’ s.



Education – to influence for the better the ways in which people drive, walk and cycle



Engineering – to design and improve roads in a way that encourages safer and more
responsible driving.



Enforcement – to work with the Police to carry out targeted enforcement where there are
significant road casualties or where unacceptable speeding is a problem

2.2

The overall objective is to attempt to alter the culture of the many drivers who consider
that they alone can judge what speed is appropriate, into one in which a more responsible
attitude prevails.

3.

Why is Speed a Problem?

3.1

Speeding and accidents are closely related. When a hazardous situation arises the
greater the speed, the greater the risk that an accident will occur. And the greater the
speed of those involved in an accident the more serious the consequences will be.

3.2

Research shows that speed was a major contributory factor in around one third of all
traffic accidents.

3.3

Drivers travelling too fast do not just put themselves at greater risk. They also endanger
more vulnerable road users and adversely affect the environment of the communities
though which they pass.
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3.4

The great challenge is to change the culture of drivers. Many drivers view their speed as
a matter for their personal decision based on their own values. We need to change this
so that they give due consideration to the impact it has on the communities through which
they pass.

4.

The Role of the Driver

4.1

Influencing the attitude of drivers is therefore a key element of any strategy. Research at
the University of Manchester categorised those drivers who are most likely to be involved
in speed related accidents into three groups:-



Error makers: those who do not look.



Lapsers: those who do not think.



Violators: those who do not care.

4.2

It is these three groups of drivers who most need to alter their approaches to driving by
taking a more responsible attitude to other road users. This requires a culture change, so
that the community finds driving too fast as socially unacceptable as drink driving.

4.3

However, it is not just these drivers who are the problem. We all drive too fast at times.
There is a collective feeling that it is acceptable because everyone else does it and the
chances of being detected and prosecuted, except at camera sites, is very small. Once
again, it is necessary to change the culture, as this attitude can be passed on to our
children when they start driving.

4.4

The majority of drivers do not speed significantly through their own communities, since
they have an affinity with the people who live and work there. Many however, do so
through other communities.

5.

The Strategy Objectives and Their Implementation

5.1

The Strategy is formed of a set of objectives, each aimed at a particular problem
associated with speed that is encountered in Warwickshire. This is followed with a
statement setting down the Council’s policy with respect to the objective.

5.2

The Strategy acknowledges and builds on many of the existing initiatives with regard to
vehicle speeds and safety in the county. It then aims to add to and improve on these
existing initiatives.

5.3

The Strategy is set out in a way that new developments, guidance and technologies can
be accommodated and taken account of in the future.

5.4

In order that each policy can be followed, the Strategy identifies a number of actions that
would need to be approved and funded for implementation in future years.

5.5

The timescale for delivering the strategy will depend on the funding available.
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6.

The Objectives and Policies

Objective SMS 1 - Education
To increase the awareness of drivers to the problems caused by inappropriate speed, and foster
a more responsible attitude to driving at an appropriate speed for the road conditions.

Policy SMS 1
The County Council, with the support of Warwickshire Police, will continue to support national
speed campaigns by local initiatives, with local campaigns and events aimed at raising the profile
of the use of appropriate speed.

Objective SMS 2 - Education
To work with young drivers to improve their understanding of speed issues.

Policy SMS 2
The County Council will continue work with its partners to promote programmes to make young
drivers, and those approaching driving age, more aware of the problems caused by inappropriate
speed, and to foster a more responsible driving attitude.

Objective SMS 3 - Education
To assist communities with perceived speeding problems to take ownership of local issues.

Policy SMS 3
The County Council will work with Warwickshire Police, other local councils, and other bodies to
give support to local communities that wish to promote safer driving and reduced speeds in their
areas.

Objective SMS 4 - Education
To encourage drivers detected speeding to undergo training as an alternative to prosecution.

Policy SMS 4
The County Council will continue to work with the police to provide Speed Awareness workshops
for drivers detected speeding as an alternative to prosecution.

Objective SMS 5 - Education
To encourage local businesses and employers to implement an Occupational Road Risk Policy,
which will include speed issues.

Policy SMS 5
The County Council will offer training:

To help local employers to fulfil their health and safety obligations by managing occupational
road risk.
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To help occupational drivers to adopt safer driving practices.

Objective SMS 6 Engineering
To ensure that new and improved roads within the County are constructed so that their layout
encourages responsible driving and more appropriate speeds.

Policy SMS 6
The County Council will continue to require that new and improved roads are designed and built
to appropriate standards. In addition, they will require that the layout of these roads will
encourage safer driving generally, and will generally discourage inappropriate speeds in
environmentally sensitive areas.

Objective SMS 7 - Engineering
To gather data on road accidents to assist in the reduction in the number of speed related road
casualties.

Policy SMS 7
The County Council will continue to work with Warwickshire Police to provide and analyse all
available road accident data for those working towards reducing road casualties within the
county, and where appropriate, to identify problems associated with inappropriate speed.

Objective SMS 8 - Engineering
To reduce casualties at those sites where significant numbers of accidents have occurred where
speed was a factor.

Policy SMS 8
The County Council will work to reduce casualties at those sites with the worst records. At the
sites where significant numbers of the accidents were speed related, particular attention will be
paid to using methods to reduce speeds to more appropriate levels.

Objective SMS 9 – Engineering
To have in place a policy for the setting of local speed limits

Policy SMS 9
The County Council will use the guidance in DfT Circular 01/2006 to assess and set local speed
limits.

Objective SMS 10 - Engineering
To have in place appropriate speed limits on all county roads.

Policy SMS 10
The County Council will follow the recommendation of DfT Circular 01/2006 that ‘Consistent with
their duty in respect of road safety, traffic authorities will wish to focus on the use of speed
management measures, including more appropriate speed limits, or a combination of these
213

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

measures, on those roads (not just on A and B roads) with the most pressing problems of
collisions and injuries, or where there is a widespread disregard for current speed limits’.

Objective SMS 11 - Engineering
To reduce the environmental impact of speeding traffic in villages.

Policy SMS 11
The County Council aims to ensure all villages in the County have a 30 mph speed limit where
this can be achieved in accordance with its speed limit policy. Engineering measures will be
employed where necessary to help reduce speeds to levels appropriate for a lower speed limit.

Objective SMS 12 – Engineering
To reduce the environmental impact of traffic in towns through an Urban Speed Limit Review.

Policy SMS 12
The County Council will develop an initiative for reviewing speed limits on the main road network
of urban areas not covered by the A and B roads review. This will have a particular emphasis on
achieving workable 30 mph limits on roads that currently have 40 mph limits. It is intended,
however, that this should commence after the Village Speed Limit Review is substantially
complete.

Objective SMS 13 - Engineering
To take advantage of opportunities which arise to further reduce speeds in certain
environmentally sensitive areas by considering the introduction of 20mph speed limits or 20 mph
zones where appropriate.

Policy SMS 13
The County Council will consider the use of 20 mph speed limits or 20 mph zones where
appropriate in accordance with the speed limit policy. Engineering measures will be employed
where necessary to help reduce speeds to levels appropriate for a lower speed limit.

Objective SMS 14 – Engineering
To ensure that drivers are at all times aware of the speed limit of the road on which they are
travelling

Policy SMS 14
The County Council will regularly review and, where necessary update, the type, number and
locations of all speed limit signs.

Objective SMS 15 - Enforcement
To provide improved levels of speed enforcement.
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Policy SMS 15
The County Council will continue to press Warwickshire Police to carry out an increased level of
speed enforcement, particularly where there are justifiable community concerns over speeding.

Objective SMS 16 – Enforcement

To reduce speeds where high levels of casualties have occurred, but where the installation of
more conventional methods of casualty reduction treatment are not possible, or have been tried
and significant levels of casualties continue to occur.

Policy SMS 16
The County Council will use safety cameras as part of its integrated strategy to reduce
casualties. We will use them as a last resort where the evidence shows they are the most cost
effective way of reducing casualties at a particular site or route.
We will adopt the recommendations of DfT Circular 1/2007 subject to the following amendments
and additions:

Sites and routes will be prioritised on the basis of their casualty history and safety cameras
will be considered as part of any engineering treatment or measure where it is the most
effective method of reducing road casualties.



Safety camera enforcement will be carried out in an entirely open and conspicuous way, but
advance signing will only be used where it is likely to help reduce casualties.
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19. Airport Accessibility Strategy
Introduction and Overview
The purpose of Warwickshire’s Airport Accessibility Strategy is to set out our approach to the
issue of improving access to the two airports that lie within or close to the County boundary.
Birmingham Airport (BIA) is the principal aviation facility for the West Midlands, and serves a
wide catchment area. Coventry Airport has principally been used in the past for cargo flights to
and from Europe, although passenger services operated by Thompson used the facility during
part of the last decade. The main airport operator went into receivership at the end of 2009, but in
2010 a new owner was granted a licence to operate leisure, business and freight flights from the
airport.
While many people travelling to and from Warwickshire make use of a variety of UK airports,
issues concerning longer distance travel are more appropriately addressed within other
Warwickshire LTP Strategies, such as Passenger Rail, Bus and Network Management. The
Airport Accessibility Strategy, therefore, is concerned primarily with passenger access to
Birmingham International Airport.
An effective transport network is essential in order to give people, in all parts of Warwickshire,
access to the opportunities and benefits that contribute to the enjoyment of a better quality of
life. Surface access to aviation facilities will continue to be met by car, bus/coach, rail,
community transport services, taxis/private hire vehicles, cycling and walking, or any appropriate
combination of these modes. This Strategy deals with the contribution that these modes can
make in providing access to aviation facilities, with the emphasis on encouraging more trips to be
made by public transport. The effectiveness of transport links extends, not only to its provision,
but also to difficulties in physically accessing what is provided, and other equally important issues
such as the level of fares, journey time, personal security and comfort.
The overall aim of Warwickshire County Council’s Airport Accessibility Strategy is to provide:
‘Affordable, accessible, safe, convenient and sustainable surface access provision to airport
facilities in or near the County, capable of meeting local and longer distance demand, improving
accessibility and reducing social exclusion, thereby contributing to the achievement of the
objectives of Warwickshire’s Local Transport Plan 2011’.
This strategy will assist in the delivery of the transport objectives of both Central and Regional
Government and the County Council. The timeframe of the Strategy will extend to 2026 to
ensure that the needs of both passengers and freight / cargo operators, are addressed in a
planned, integrated and sustainable manner.
The Action Plan is a realistic implementation mechanism in the light of the constraints, with a
monitoring and review process against set targets.

Policy Context
The Strategy has been developed within the context of National policy on aviation issues. The
Government’s White Paper on ‘The Future of Air Transport’, published in 2003, endorsed a
balanced approach to air transport, recognising the importance of aviation to the national and
regional economy and the need to reduce or minimise the impacts of airports on those who live
nearby and on the natural environment. The Air Transport White Paper Progress Report states
that surface access to airports should be designed to mitigate local impacts.
The White Paper supports further expansion of Birmingham International Airport to provide the
new runway capacity that is predicted to be required by 2016.
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Birmingham International Airport
Birmingham International Airport, which is located just outside the County boundary in Solihull
Metropolitan Borough, is the fifth largest passenger airport in the UK, carrying over 9.1 million
passengers in 2009. It provides passenger and cargo flights, principally to British and European
destinations, although the number of long-haul routes is steadily increasing. The airport also has
some facilities for recreational flying and training. The airport has undergone an expansion of
both runway capacity and passenger facilities in recent years, including the opening of a new
‘International Pier’ terminal building in 2009 which will allow the airport to handle up to 20 million
passengers a year.
These enhancements have been accompanied by a number of transport and accessibility
improvements, including:


The provision of a new multi-modal interchange at Birmingham International rail station,
integrating bus, rail and taxi services in a single facility; and,



The provision of Air-Rail Link, a fixed-link public transport system between the railway
station, the multi-modal interchange and the main passenger terminal.



The Airport has provided support to selected bus services including an express bus to
Birmingham prior to the opening of the Air-Rail Link, the 966 route between north and
south Solihull and the demand responsive 24/7 "Buster Werkenbak" service for staff.



Provision of a safer and more attractive route for cyclists out of the Airport to the south.



Provision of a range of Airport Access, Bus, Cycle and Rail Guides.

In 2007, BIA launched its new Airport Master Plan “Towards 2030: Planning a Sustainable Future
for Air Transport in the Midlands”, setting out a strategy for accommodating the expansion
outlined in the White Paper. The new Master Plan sets out a framework for the sustainable
development of Birmingham International Airport and illustrates how the Airport intends to meet
the regional demand for air travel up to 2030.
This document confirmed BIA’s desire to extend the existing runway and approval was granted
for this extension in 2009. It is anticipated that construction should be completed later this
decade. Plans for a second runway were not included in the final strategy as a detailed review of
traffic forecasts and runway capacity indicated that it would not be needed until at least 2030.
Sitting beside the new Master Plan is an Airport Surface Access Strategy entitled “Moving
Together, which identifies a range of potential surface access improvements to support the
proposed expansion, and the need for the Airport Company to operate in partnership with other
transport agencies to deliver them. The County Council is an important stakeholder in the work to
improve surface access to BIA, and continues to input to the process accordingly. The County
Council’s development of a new multi-modal interchange at Coleshill Parkway on the Birmingham
to Nuneaton railway line was closely linked to further development at BIA and the NEC,
particularly in terms of the enhanced network of bus links.
It is estimated that, by 2030, over 30 million passengers will use the airport every year. This has
very significant implications for surface access from and through Warwickshire and the
surrounding area. As such, the County Council will work with BIA in the development of the next
Surface Access Strategy for the Airport beyond 2012.

Coventry Airport
Coventry Airport is located at Baginton in Warwickshire, close to the County boundary with
Coventry. The facility is considerably smaller than BIA and was used primarily for domestic and
European freight traffic, along with some recreational flying and training. In 2003/4 new owners of
the airport began to operate and expand scheduled passenger services to a number of European
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destinations. These terminated in 2008 after planning permission for a new permanent
passenger terminal was refused. However, in 2010 new owners were found for the airport and a
licence was subsequently granted for the operation of leisure, business and freight flights. At the
time of writing, no further details have been confirmed regarding the recommencement of flights
from this airport.

Overview of the Current Situation
Surface access to BIA and Coventry Airport has a number of associated problems and
opportunities. These are summarised below.

Problems


The predominant mode of access to BIA by passengers is by car. However, the public
transport mode share has risen from 11.5% in 2004 to 20.4% in 2007. Amongst
employees, public transport mode share was 21.2% in 2007.



Highway access to BIA can often be limited by congestion on the Motorway and Trunk
road network, including the M42, M6 and A45, and through the proximity of the airport to
the National Exhibition Centre;



Highway access to Coventry Airport is constrained by its proximity to the congested
A45/A46 roundabout at Toll Bar End, and a generally inappropriate local road network of
‘B’ and ‘C’ classified roads through nearby villages;



The use of public transport is constrained by shift working patterns because public
transport in the early morning and late at night is not commercially viable;



Access by walking and cycling for employees is difficult, due partly to the airports location
and lack of suitable infrastructure;



Taxi and private hire vehicle fares from parts of Warwickshire to BIA are generally
expensive, but form the only viable alternative to the car in the absence of public transport
(particularly during the night); and



Air cargo generally arrives at these facilities by road (HGV), albeit predominantly at night.

Opportunities


Highway access to BIA has been improved following implementation of an Active Traffic
Management (ATM) scheme for the M42. The impact of the opening of the M6 Toll on
traffic levels on the M6 is being monitored;



Highway access to Coventry Airport will be partially improved by the proposed major
works at the A45/A46 Toll Bar End roundabout;



Public transport access to BIA has been further improved through the implementation of
the existing BIA Surface Access Strategy, the completion of the West Coast Route Rail
Modernisation programme and the opening of Coleshill Parkway in 2006 including the
provision of associated bus/coach links to BIA;



A number of improvements to local bus services, walking and cycling have been
implemented by BIA and its partners as part of the BIA Surface Access Strategy;



A range of Airport Access, Bus, Cycle and Rail Guides have been developed for BIA to
promote use of sustainable modes.
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The Strategy
Policy ASA1: Partnership

The County Council will work with airport owners, air operators (passenger and freight),
adjoining Transport Authorities, the five District/Borough Councils in Warwickshire, the
Highways Agency and other stakeholders to improve sustainable surface access provision
to Birmingham International Airport and Coventry Airport (if appropriate).
The role of the County Council, working in partnership with the airport owners, operators,
adjoining Transport Authorities, local planning authorities, the Highways Agency and other
stakeholders, is to help develop and deliver sustainable improvements to airport surface access
where it is feasible and desirable to do so.

Policy ASA2: Quality of Surface Access

To meet the overall vision of the Airport Accessibility Strategy, the County Council will work
with the bodies and organisations set out in Policy ASA 1 to encourage the provision of
improvements to surface access that are Accessible, Available, Acceptable and Simple to
use.
a. Accessible
The design of multi-modal interchange and remote check-in facilities at airports must enable
passengers to board or alight from the vehicle unaided or with a reasonable level of assistance.
Interchange infrastructure should provide for ‘seamless’ changes between transport modes.
Public transport services to aviation facilities should be co-ordinated to encourage interchange
consistent with the aims of the County Council’s Public Transport Interchange Strategy, Bus
Strategy, Passenger Rail Strategy and Community Transport Strategy, with the object of
increasing the range of travel opportunities and options for travellers.
Pedestrian and cycling routes to aviation facilities shall accord with the standards set out in the
Walking Strategy and the Cycling Strategy.
b. Available
Public transport services to aviation facilities should provide a coverage and level of service that
reflects the access needs of airport passengers and employees, both during the day, and at
night.
c. Acceptable
Interchanges facilities at airports and remote check-in facilities should provide reasonable
shelter, comfort, suitable heating (where appropriate) and ventilation for the season of the year,
and facilities to address personal safety and security issues.
Staff at these interchange facilities should be helpful and courteous and preferably have received
customer service training.
Where possible, the journey time by public transport to aviation facilities should be similar to the
equivalent journey by car.
d. Simple to use
Public transport timetables, routes and fares should be readily available, easy to understand and
be simple to use.
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Integrated ticketing between modes including rail, bus and community transport services should
be available where it is necessary to use a combination of different modes to complete a journey.

Policy ASA3: Implementation of Surface Access Strategies

The County Council will continue to work in partnership with Birmingham International
Airport and Solihull Metropolitan Borough Council to implement the current BIA Surface
Access Strategy and develop a new strategy beyond 2012. The County Council will seek
provision of a Surface Access Strategy for Coventry Airport should passenger numbers
reach 1000 or more per annum in the future.

Action Plan
The Airport Accessibility Action Plan is geared towards addressing the key issues within the
context of the known constraints and opportunities.
The delivery of surface access initiatives to aviation facilities involves a wide range of
stakeholders. For each specific initiative set out in the Action Plan below, the likely timescale for
delivery is identified as short, medium or long term. By their very nature, most of the actions
below are ongoing.
Policy
ASA1:
Partnership

ASA2:
Quality of
surface
access

Action

Partners
involved

Timescale

Work with partners to secure funding through the
Local Transport Plan and other appropriate sources
of funding (including contributions from airport
owners and operators) towards improvements to
surface access services and facilities at BIA and
Coventry Airport (if appropriate).

Local authorities,
airport owners,
bus operators,
train operators,
community
transport
providers.

Ongoing

Work with partners to improve the co-ordination of
public transport services to aviation facilities to
improve multi-modal integration, consistent with the
aims of the Public Transport Interchange, Bus, Rail
and Community Transport Strategies.

Local authorities,
airport owners,
bus operators,
train operators,
community
transport
providers.

Ongoing

Work with partners to improve pedestrian and
cycling routes to aviation facilities consistent with
the standards set out in the Walking and Cycling
Strategies.

BIA, local
authorities.

Ongoing

Work with partners to improve the coverage of
public transport services to aviation facilities to
better reflect the access needs of airport
passengers and employees, both during the day,
and at night.

Local authorities,
airport owners,
bus operators,
train operators,
community
transport
providers

Ongoing

Work with partners to improve the reliability and
punctuality of public transport services to aviation so
as to improve passenger confidence.

BIA, bus
operators, train
operators and
community

Ongoing
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Policy

Action

Partners
involved

Timescale

transport
providers

ASA3:
Surface
Access
Strategies

Provide enhanced facilities for airport passengers at
public transport interchanges consistent with the
aims of the Public Transport Interchange Strategy,
in terms of reasonable shelter, comfort, suitable
heating (where appropriate) and ventilation for the
season of the year.

Ongoing

Continue to maintain the public transport information
pages on the County Council’s website to provide
readily available, easy to understand, and simple to
use information regarding public transport access to
BIA.

Ongoing

Work with partners to develop proposals for
integrated ticketing between modes including rail,
bus and community transport services, where it is
necessary for airport passengers and employees to
use different modes to complete a journey.

Local authorities,
airport owners,
bus operators,
train operators &
community
transport
providers

Ongoing

Work with partners to develop and implement a new
BIA Surface Access Strategy to support the
proposed expansion of the airport.

BIA, local
authorities and
other
stakeholders

Ongoing

Work with partners to develop a Surface Access
Strategy for Coventry Airport, should passenger
flights recommence from this airport in the future.

Local authorities,
airport owners
and other
stakeholders.

Ongoing as
required
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20. Bridge Maintenance Strategy
Introduction and Overview
The majority of highway maintenance, including structure maintenance, is based on statutory
duties and powers contained in national legislation. The Highways Act 1980 sets out the main
duties of Highway Authorities in England and Wales. These include a duty to maintain highways
and associated structures, such as bridges, which are maintainable at public expense.
Authorities have a general duty of care to users and the community to maintain the highway and
associated structures in a state that is safe for use and fit for purpose.
Warwickshire has a total of over 1400 bridges and other structures, of which the County Council
owns over 1000. The key objective of the Bridge Maintenance Strategy is to avoid any
deterioration in the bridge stock.
The Bridge Maintenance strategy supports the broader objectives for a transport system which
promotes a more inclusive society and a sustainable economy with minimum environmental
impact.
This strategy (and the phrase “highway network” when used within this strategy) specifically
excludes bridges on the public rights of way network, which are managed separately.

Policy Context
The County Council’s policies and methods of working are in accordance with national, regional
and local policies. The County Council has adopted the final version of the National Bridge
Maintenance Code of Practice document

Challenges and Opportunities
The main challenges in relation to the bridge stock are:


Gradual deterioration of ageing structures exacerbated by increased traffic, particularly
heavy goods vehicles;



Increases in permitted vehicle weights since design and construction, which means that
certain bridges are weak in relation to current traffic loading;



Penetration of water into and around structures particularly with the presence of road deicing salts, leading to accelerated deterioration;



Impact damage by vehicles;



Vandalism and graffiti;



Undercutting of foundations or flood damage;



Overgrowing vegetation; and



Severely reduced funding

There are opportunities to repair more than one defect during the same works and to improve
safety on and around structures. If roads, railways or watercourses are closed for works, there
are opportunities for close inspection or testing.
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The Strategy
Policy BM1: Overall approach to Bridge Maintenance

The County Council will maintain all structures in accordance with the Bridge Maintenance
Code of Practice “Management of Highway Structures”. This Code of Practice includes
specific environmental, sustainability and conservation requirements.
The County Council will prioritise maintenance and strengthening-work on bridges and other
structures based on:


County Council and wider national transport objectives;



Engineering assessment;



Bridge Condition Indicators;



Specific inspections of reported problems;



Consultation; and



Available funding.

Procurement
At the time of writing, Minor Works are carried out by a term contractor appointed on the basis of
competitive tender of rates. Larger schemes are procured by competitive tender using a select
list of contractors and the select list is regularly reviewed. From May 2011, Bridge Maintenance
work will be included in the Highway Maintenance contract.
Appropriate versions of the NEC (New Engineering Contract) with the emphasis on partnership
and co-operation are the norm.

Database
The County Council holds summary information including photographs of all structures on a
dedicated computer database. This database can automatically sort and analyse bridge-related
information including repair history, assessments and condition indicators. All bridge record
drawings are retained and all historic drawings have been converted to electronic format.

Quality Assurance
All bridge maintenance activities are covered by a BSI registered QA scheme and are regularly
audited both internally and externally.

Environmental considerations
Bridge maintenance and construction works will be carried out in a way which minimises any
negative impact on the environment and bio-diversity.

Policy BM2: Inspections and assessments

The County Council will inspect all structures in the County on a two year cycle, regardless
of ownership, to detect any abnormal deterioration.
There is an annual programme of underwater and confined space inspections. Further and more
detailed inspections are carried out as required.
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Assessments
The majority of structures have now been formally assessed for their suitability to carry current
highway loading and the outstanding assessments will be completed. The County Council review
the assessments for those structures found to be weak in some respect and take the appropriate
action, which may include strengthening, closure, re-building, further testing or monitoring.

Policy BM3: Strengthening

The County Council will seek to strengthen weak bridges where appropriate and possible,
and will avoid the imposition of weight limits unless unavoidable.
In determining priorities for strengthening, the County Council takes account of:


The degree of structural inadequacy and the level of risk presented to highway users;



The importance of the route and the availability of suitable alternatives;



The views of the local community and users;



The consequences of permanent or temporary weight restrictions; and



The need for co-ordination with other highway or related works.

Weight restrictions
The County Council’s aim is to ensure that all bridges on the road network are capable of
carrying 40 tonne vehicles and the imposition of weight limits is avoided wherever possible. A
weight limit is generally only considered appropriate if a bridge is located:


On a minor road where a suitable alternative route is reasonably convenient (5km or less); or



On a minor road where a suitable alternative route is longer than 5km but the numbers of
HGV's affected are less than 10 in a 12-hour day.

The County Council will ensure that signing regarding weight limits and height restrictions will be
implemented in accordance with the County Council’s policy entitled ‘Signing for Bridges of SubStandard Headroom’. This policy is appended to the Bridge Maintenance Strategy.

Policy BM4: Conservation

The County Council will seek to conserve those bridges which form a vital part of our cultural
heritage unless such works would be prohibitively expensive or impractical.

Scheduled Monuments and Listed Structures
Works are undertaken to conserve those bridges which form a vital part of our cultural heritage,
unless such works would be prohibitively expensive or impractical.

Policy BM5: Sustainable development

Where significant bridge works take place, the County Council will actively encourage the
recycling of materials on site to minimise the amount of virgin stone and other materials
needed from local quarries.
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Policy BM6: Consultation and partnership working

The County Council will undertake consultation on individual schemes with elected
Members, District Councils, English Heritage, Environment Agency, Statutory Undertakers,
neighboring authorities, other bridge owners and local residents where relevant and
appropriate. The County Council will continue to be represented on national and regional
groups relevant to bridge maintenance. In addition, post completion surveys will be carried
out on an individual scheme basis.

Other ownership
The County Council maintains a dialogue with owners of other structures and seeks the most
favourable terms for agreements to carry out bridgeworks, subject to:


The achievement of national and corporate aims; and



Existing national agreements.

Vehicle Incursion: roads over rail and adjacent to rail
The County Council has completed a risk -ranking of all relevant structures and will continue to
work with Network Rail to promote and implement safety schemes on a cost-sharing basis.

Constraints to delivering the Strategy
It is considered that the main constraints to delivering the Bridge Maintenance strategy are:


Funding



Delays in reaching agreement with other bridge owners and bodies such as English Heritage,
Environment Agency, Service Authorities etc;



Balancing the differing priorities of bridge owners and users; and



Unpredictability of damage being caused to structures.

Monitoring
Bridge Condition Indicators
The County Council monitor the condition of all structures for which it is responsible. All bridge
inspections are carried out to a nationally agreed format which allows the automatic calculation of
Bridge Condition Indicators. (BCI's). By April 2005 all structures in the County had been
inspected in accordance with the new system so that a full set of base data is now available. The
current average BCI is 89.22 out of a maximum 100 which is in the range "good". Future
changes in the bridge stock condition will be monitored against this baseline.

Key Performance Indicators
These will be calculated for bridges and have been developed on behalf of ADEPT. There are
specific indicators for Condition, Availability, Reliability, and Workbank. At the time of writing
these indicators are being developed prior to adoption.
Strategy based performance indicators will continue to be monitored and include:
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Percentage of substandard bridges;



Percentage of recycled materials used;



Satisfaction rates of customers;



Individual scheme completion related to estimated time and cost; and



Reportable accidents on schemes.

Asset Management
A Bridge Asset Management Plan will form part of the overall Transport Asset Management Plan
for Warwickshire.
The assets for which the County Council is responsible include bridges, retaining walls and other
highway structures. Details are held within a dedicated database. All inspection details are
entered into the database that automatically calculates the Bridge Condition Indicators. The
database software is being developed so as to enable calculation of asset values. The system
enables maintenance work required to be prioritised according to Bridge Condition Indicators and
will, in future, be linked to asset value. It will be possible to assess the effects of works on an
individual structure and on the total bridge stock.

Bridge Maintenance Strategy Appendix A:
Signing for Bridges of Sub-Standard Headroom
1.

Purpose

1.1

Incidents in which high road vehicles strike and damage bridges continue to present a
serious hazard to both rail and road users. The main risk of a serious accident arises
where a girder bridge carrying a busy railway line is struck by a vehicle such as a skip
carrier or low loader carrying a busy railway line is struck by a vehicle such as a skip
carrier or low loader carrying engineering plant. It takes only relatively small amount of
force to displace the bridge girders sufficiently to distort the railway track to such an
extent that an approaching train could be de-railed. If the train were to lunge into the gap
or down the embankment, a major disaster could easily result. Damage to arch bridges,
while usually having less immediate effect, can nevertheless cause a partial collapse of
the arch resulting in a similar risk to trains. There is also a risk to trains from vehicles
striking parapets on road bridges over railway lines; the masonry dislodged from the
parapet could easily derail a train if it falls on the track.

1.2

The risk to road users should not be overlooked either. There have been several
accidents where double decked buses have had the top deck sliced off by being driven
under a
bridge – one such accident in August 1982 killed six passengers on the bus. There have
also been accidents where motorists have been killed or injured by loads from passing
lorries being displaced by the impact with a bridge.

1.3

There continues to be several hundred accidents notified each year involving vehicles
striking bridges. In addition many other accidents go unreported. The Department of
Transport has carried out and is continuing to carry out research and experiments into
more effective ways of protecting bridges, particularly those most at risk.
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1.4

In order to deal consistently with these types of problems it is considered that clear policy
guidelines are required.

2.

Policy

A.

General

2.1

Bridges should be dealt with in priority order based on frequency of damage, if known
(Bridges Group may assist) and location/road classification.

2.2

Unless recent information is available, have headroom checked and signed height
corrected, if necessary. Headroom should be rechecked wherever the road under the
bridge is resurfaced etc.

2.3

Attempt to obtain a contribution towards the cost of re-signing from the bridge owner.

2.4

Use imperial height limit signs only, except on main traffic routes known to be used by
significant numbers of foreign drivers when dual imperial/metric signs should be used,
including advance signing.

2.5

Adequate advance warning signs must be provided of a size and at a distance to suit
local conditions so that drivers of high vehicles may divert onto the most suitable
alternative route.

2.6

All bridges, whether arch or beam. girder, shall have a sign of the appropriate type fixed
to both faces. It will be necessary to obtain the agreement of the owner of the bridge
before carrying out this requirement.

2.7

All beam/girder bridges, whether provided with warning or mandatory signs, shall have a
horizontal black/yellow chevron marking painted on the bottom 300mm of each face
shown on fig 1, Appendix 4 of circular roads 5/87.

2.8

Trim foliage back adjacent to all signs and keep trimmed throughout each growing period.

2.9

No advertisements are to be permitted on or adjacent to any bridge or sign.

B

Types of Sign [(i) Mandatory, (ii) Warning]

(i)

Mandatory Sign

2.10

Mandatory signs, to diag 629.2/629.2A, shall only be used at Girder/Beam bridges on A
class roads unless frequency of damage at such bridges on B and C class roads suggest
treating those bridges likewise. If dual metric/imperial signs to diag 629.2A are used it will
be necessary to obtain DOT authorisation until the new Traffic Sign Regulations are
issued.

2.11

The requirement in 2.10 above will mean:-

(a)

Changing sign plates on all advance direction signs from diag. 530 type to
diag 629.2/629A type;

(b)

Changing all advance warning signs from diag. 530/plate type to diag. P669. 1 type.
These signs should be located close as possible to the bridge at a point where high
vehicles may turn to follow a suitable alternative route. Until the new Traffic Sign
Regulations have been issued it will be necessary to obtain DOT authorisation.
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(c)

Signing a suitable alternative route (using signs to diag. 712.1, 719.3A 727 728) starting
form the point at which diag 669.1 signs have been provided.

(ii)

Warning Signs

2.12

Warning signs to diag 530/532,1 shall be used at all arch bridges and beam/girder
bridges on road classes B and below (subject to para 2.10 above).

2.13

The minimum treatment to arch bridges shall be a warning sign and chord marking to
diag 532.1.

2.14

Arch bridges on A and B class roads and below shall be treated in accordance with the
sign/line package described in paras 24-28 of circular roads 5/87 using signs to
diag WBM 378. Until the new Traffic Sign Regulations have been issued it will be
necessary to obtain DOT authorisation.

2.15

Arch Bridges on class C roads shall and below shall be treated in accordance with the
minimum requirements described in para 2.13.

3.
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21. Highway Maintenance Strategy
Introduction and Overview
The highway network is maintained to ensure that it is kept in a safe condition for all types of
road user and that the asset value is maintained.
The Highway Maintenance strategy considers the needs of all types of road users and transport
modes, including pedestrians (including those with impaired mobility or sight), cyclists, horses,
public transport, motorcyclists, cars, vans and heavy goods vehicles. Road users can also be
categorised by their reason for travelling, including travel to work, school, shops, for leisure,
socialising, playing, tourism, business and transporting goods.
In addition to being used for the movement of people and vehicles, the road network particularly
in urban areas is used extensively for parking.
Highway maintenance activities need to take account of all types of road users and policies have
been developed to ensure that, as far as is possible, the needs of all users are met. The main
requirements of all highway users are networks which:
 Are free from dangerous surface defects such as potholes or uneven surfaces;
 Are free from ponding water;
 Are free from branches and vegetation which reduce visibility or which overhang and cause an

obstruction;

 Have non skidding surfaces;
 Are free of ice and snow; and
 Can be used without fear of crime.

Highway users are also helped by signs, lines, studs and lighting, which improve safety, or by
signs that provide directions.
Other requirements of highway users and residents include:

 Roads and pavements free from obstructions which prevent reasonable use of the highway;
 Minimal delays from roadworks;
 Road surfaces which are quiet;
 A highway environment which is attractive; and
 Verges free from injurious weeds, particularly ragwort which can harm horses.
Also, during maintenance operations, it is sometimes appropriate to upgrade the network
particularly when this improves safety or, in the case of streetlights, when this is likely to reduce
crime or fear of crime.
This strategy (and the phrase "highway network" when used within this strategy) specifically
excludes non-tarmac routes on the public rights of way network, which are managed separately.
In addition the County Council’s approach and policies associated with Street Lighting are
included in the strategy.
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The Current Situation
Principal roads
At the time of writing, monitoring of the condition of Warwickshire’s principal roads indicates that
they are in a better than average condition. The reasons for this are that the Council endeavors
to target limited resources to the most appropriate length of roads each year and also ensure that
the most appropriate treatment is carried out in order to achieve the best possible use of the
treatment.
Despite this relatively good performance, the County Council still believes it is necessary to
maintain a good level of investment in the network. The Indicator shows that some 5% of the
principal road network is in need of structural treatment. As roads deteriorate, this proportion of
network will increase, therefore regular investment in maintenance treatments is required.

Non-principal road carriageways
Monitoring of the non-principal indicates that they are in a similar condition as the principal roads
network. This is likely to be as a result of the Council’s strategy of prioritising maintenance
treatments across the network rather than ring-fencing allocations to particular areas or road
categories. As with principal roads, the County Council believe it is necessary to maintain a good
level of investment across the whole network.

Unclassified carriageways
The indicator for the unclassified road network is measured from visual inspections rather than
the machine based surveys used for the principal and non-principal network. Consequently,
headline results are not comparable. Consistent inspections over a number of years has shown
that the network has remained at a consistent level of measured defect but is starting to show an
increase in the amount of those defects. As with the remainder of the network, adequate
investment will be required over a number of years in order to firstly arrest the worsening of the
network condition and to provide adequate investment that shows a general improvement.

Street lighting
Street Lighting columns have a design life of 25 years and therefore this means that nationally
around 280,000 street lights every year should be replaced at a cost of approximately £490m.

The Warwickshire situation
The overall condition of the lighting stock in Warwickshire is fair, however there is a slow but
steady increase in its average age. There is also a very evident backlog of painting which makes
the lighting columns appear to be in a visually poor condition.
In Warwickshire there are over 50,000 lights, illuminated signs and bollards maintained by the
County. As in other authorities, there are additional lights which are maintained by District, Town,
and Parish Councils. The purpose of lighting is to ensure the safety of the travelling public and to
reduce crime and fear of crime.
Lighting upgrades involve increasing the numbers of light columns and/or improving the lighting
source. The upgrading of Mercury lighting can have energy and carbon savings but the
upgrading of the more common low-pressure sodium lights involves an increase in energy use
(although there can be some savings in maintenance costs as new lights may be more reliable).
Warwickshire County Council is starting to use a new light source called Cosmopolis in new
developments and energy efficient lighting improvements as part of a lighting design scheme
generally improves the lighting in an area. The Council are also looking at the feasibility of using
LED’s for street lighting. It is anticipated that this technology will be deployed in the near future.
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The majority of the Street Lighting maintenance budget is spent on routine maintenance of the
existing lighting stock and associated electricity costs. At the time of writing Warwickshire’s street
lighting budget allows the County Council to replace approximately 500 lighting columns each
year which means that on average the County’s lighting stock is expected to last for 100 years
when it only has a 25 year design life. This budget shortfall is managed by the County Council by
having all steel street lighting columns put onto a structural testing cycle once they have been
installed for 25 years. Any lighting columns that fail the structural test are removed and replaced,
those that pass the structural test are retested between two and six years later. This process
helps to ensure that the County’s steel lighting columns are safe. However, as time passes the
number of columns requiring testing will increase each year and as the stock ages further it is
anticipated more columns to fail the structural testing over time and will therefore require
replacing.
When it is financially viable, concrete columns are replaced as they are generally between 40
and 50 years old with some having known manufacturing problems and a satisfactory method for
structurally testing concrete columns is not known. When all the concrete columns have been
replaced the Council plan to concentrate on replacing the cast iron lighting columns that are
approximately 80 years old and deteriorating around the neck. There is low level of concern for
the County’s “old” aluminum lighting columns as these do not tend to fail catastrophically but tend
to slowly fall apart which can be picked up on a visual inspection when routine maintenance is
carried out.
In order to mitigate future problems, all lighting columns on new developments are required to be
aluminum columns where appropriate. It is anticipated that these columns will have a safe
structural life of at least 70 years. Where lighting columns have to be replaced on existing roads
and an aluminum column is deemed unsuitable for aesthetic reasons, galvanised steel lighting
columns are specified that have a plastic coating. It is indicated that these columns have a safe
structural life of 50 years and beyond.

The Strategy
Policy HM1: General maintenance

The County Council will continue to use a variety of methods to ensure that the highway
network is maintained in the most appropriate and economic way.
Warwickshire was one of the first authorities to introduce condition assessments for all of its
carriageways. The assessment systems have changed over the years but the results have
helped to ensure that structural maintenance money has been targeted at the most appropriate
roads. The assessments have also enabled us to monitor the success of different maintenance
regimes.
Warwickshire County Council has also enabled a high degree of flexibility in the maintenance
budget. This has allowed new maintenance approaches to be pursued and, more recently, has
allowed money to be spent on the roads most in need of treatment even if these are
predominantly in one area of the County.

Policy HM2: Use of materials

The County Council will work with local quarries and the construction industry to identify the
most appropriate highway construction materials, reduce the amount of construction waste,
and to recycle materials on site where possible.
The County Council produced its Surfacing and Structural Maintenance Strategy in 2009. This
strategy addresses the construction, structural maintenance and resurfacing of the highway
network together with footways, cycleways and cycle paths and other associated surfaced areas.
231

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

The guiding principles of this Strategy are:
 To have minimum environmental impact
 To have appropriate and balanced levels of safety to minimise casualties
 The minimisation of hazards during installation and maintenance
 To maximise the durability of the pavement structure
In following these principles we aim to:
 Reduce new material usage
 Provide good ride quality
 Reuse road structure
 Recycle road materials
Where significant highway reconstruction works take place, the County Council actively
encourage the recycling of materials on and off site to minimise the amount of virgin stone and
other materials needed from local quarries.

Policy HM3: Maintenance and asset management

As part of the development of the Warwickshire Transport Asset Management Plan (TAMP),
the County Council will continue to review its maintenance policy in order to identify where
further improvements can be made, especially in achieving value for money.
Maintenance activities in Warwickshire are carried out in accordance with the published 2009
Guide to Highway Policy Details & Service Levels and the Annual Maintenance Plan. These set
out the way in which the network is being maintained, list the planned maintenance work in the
County for the year ahead and list the roads where maintenance work will be required in future
years.
Warwickshire’s Transport Asset Management Plan (TAMP) was first published in April 2008. A
review of the Warwickshire TAMP has been undertaken in 2010 and is annexed to the LTP.

Policy HM4: Customer satisfaction and continuous improvement

The County Council will undertake regular customer satisfaction surveys to help understand
the needs of residents and other road users. Satisfaction surveys will be carried out after
maintenance work has been undertaken to identify any unresolved problems.
Warwickshire County Council is keen to ensure continuous improvement in highway
maintenance activities. This will be achieved by regularly reviewing the service levels and by
working with our contractor to identify the most efficient and effective ways to deliver the service.
Performance indicators, which will be used to monitor success will be developed further and
utilised when appropriate.

Public satisfaction surveys
Customer satisfaction surveys are undertaken to enable the Council to understand the needs of
residents and other road users. General satisfaction surveys are carried out every two years.
Where it has been possible to compare our results with other authorities, satisfaction with
highway maintenance services in Warwickshire appears to be higher than the average results
from similar authorities.
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Satisfaction surveys are carried out after maintenance work has been completed to help identify
any unresolved problems. Customer feedback from these surveys is analysed to identify
improvements that can be made in the service delivery processes. Public satisfaction levels are
analysed to help us prioritise target areas of work which cause the public most concern.
Targets for improving levels of public satisfaction have been set, particularly where satisfaction
levels have been lower, e.g. rural carriageways and drainage. The original targets set in 2002
where due to be achieved by 2010. However these are unlikely to be achieved without spending
considerably more money than is likely to be available during the LTP3 period.

Policy HM5: Streetscape index

Through improvements to the quality and condition of pavements, carriageways and street
furniture, the County Council will aim to meet the targets which it has set for improving the
Streetscape Index for all town centres in Warwickshire.
An innovative approach to assessing town centre environments has been adopted in
Warwickshire. It has been recognised that town centre shopping areas need to be attractive
places to encourage people to visit them. To help ensure the economic vitality of Warwickshire’s
town centres and to help reduce the need to travel, residents are encouraged to use their local
centres rather than travelling to other towns or cities outside the county.
To help encourage people to use their local centres the Streetscape Index has been developed
to measure the attractiveness of town centres based on a range of factors including the condition
of pavements, carriageways, street furniture etc.

Policy HM6: Sustainable development

The County Council will aim to undertake all of its highway maintenance, improvement and
new construction work within the context of the principles of sustainability and environmental
protection.
Sustainability and safety issues have an influence on maintenance policies and activities. The
maintenance policies set out in this Strategy take account of the need to help reduce casualties,
promote more sustainable forms of transport such as cycling and walking, reduce crime and the
fear of crime and use limited resources in the most effective way.
Where maintenance needs to be carried out, it is aimed to ensure:


A reduction in the volume of waste material produced from roadworks particularly by
reducing the amount of reconstruction and patching;



Working towards a target of zero waste to landfill; and



Reducing energy used by the maintenance operations.

There are also environmental considerations that are becoming increasingly important to the
public which need to be taken into account in maintenance policies. These include:


Improving the environment, particularly in town centres, as measured by the streetscape
index;



Where traffic volumes are high, providing road surfaces which reduce noise; and



Where properties are close to the road, providing surfaces that reduce vibrations.
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Policy HM7: Highway Maintenance Contract

The County Council will use benchmarking with other local authorities and the Highways
Agency to identify best practice in utilising highway maintenance resources.
A new highway maintenance contract has recently been let with Balfour Beatty, and will run for a
period of five years with the opportunity to extend it for a further four years.
To help ensure that highway maintenance funding is spent in the best possible way, the County
Council undertakes benchmarking with other authorities through the Midlands Service
Improvement Group (MSIG). The activities being benchmarked through MSIG include Structural
Maintenance, Street Lighting, Winter Maintenance, Insurance Claims and New Roads and
Streetworks Act activity. By identifying best practice, the benchmarking activity helps with the
development and revision of policy and the identification of better management practices.
Structural Maintenance includes planned surfacing, reconstruction, surface dressing and slurry
sealing activities.

Policy HM8: Adapting to climate change

The County Council will seek to adapt to the effects of climate change within its Highway
Maintenance work. The County Council will, where appropriate, vary the materials used in
maintenance works and the frequency and type of works in order to maintain the highway
network in a safe condition for all types of road user.
The effects of climate change will have a significant impact on the management of the highway
network in future years. Scientific research from the UK Climate Impacts Programme (UKCIP)
projects hotter, drier summers, warmer wetter winters, an increase in the number of extreme
weather events. All of these changes could have positive and negative implications for
Warwickshire’s roads, such as:


Increased rainfall flooding and damaging infrastructure



Warmer winters reducing disruption due to ice, snow and fog



Higher temperatures damaging roads



Higher temperatures increasing tourism and demand for transport



Increase in storms, rainfall and temperatures causing risks to passenger and transport
workers’ comfort, health and safety



Increased rainfall and milder weather may increase the growth of vegetation

The County Council recognises that changes to maintenance regimes will be necessary to
address and adapt to these effects from climate change on the county’s transport network.

Policy HM9: Footway maintenance activities

The County Council will continue to regularly review the condition of all footways
(particularly those with a significant daily or weekly footfall) and undertake maintenance
work on those whose condition is likely to cause safety or usage problems .
It is estimated that there are 4000km of footways in Warwickshire. Most new footways, provided
they are slurry sealed after about 20 years, should last for at least 40 years before requiring
overlaying or reconstructing. In town centres, footways tend to be upgraded about every 15 years
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to improve the environment for pedestrians. The life of block paved or slab footways in town
centres is reduced by constant utility works.
Warwickshire County Council regularly reviews the condition of all footways and undertakes
maintenance work on those whose condition is likely to cause problems for regular users. There
has been a recent increase in the amount of footway network subjected to a formal prioritised
condition inspection which will contribute to a more informed decision making process in
prioritising necessary maintenance treatments.
Work programmes take account of the numbers of people using footways and the fact that old
people are less able to cope with uneven surfaces than young people. Although there are no
known adverse trends in the numbers of trips on footways there are several reasons to believe
that there will be a need in the future to improve the overall condition of the footway network.
These are:


Levels of satisfaction with footway condition are lower than for the condition of urban
carriageways;



With the population aging there will be more people in the future who are less able to
cope with any uneven paths; and



Warwickshire County Council is keen to improve conditions for pedestrians to encourage
walking rather than using the car (to help achieve wider objectives).

To help the Council identify how improved footway maintenance can be most effective it is
important to identify the key issues that residents are most concerned about. We undertake
Customer Satisfaction surveys to provide information in this respect (Policy HM 4).

Key Pedestrian Routes
In the same way that carriageways are classified, the footway network is categorised into four
distinct groups, the definitions being based upon the guidance in the Code of Practice.
The category 1 footway network was originally based upon very highly used footways in major
town centres. It has been reviewed and expanded to incorporate those footways that more reflect
the Code of Practice definition. Similarly, the Category 2 footway network has been developed
using the same definitions. The remainder of the footway network will be categorised as
resources permit.
Although there is no longer to formal requirement report the condition of footways, the County
Council continue to monitor footway condition. Therefore, footway inspections will continue to be
undertaken to the same criteria as the former best Value Performance Indicator. These
inspections will also be carried out on the expanded Category 1 and 2 footway network.

Policy HM10: Cycleway maintenance activities

The County Council will continue to consider the needs of cyclists when planning and
carrying out maintenance procedures.
Maintenance considerations are also of high importance for cycle routes, as poorly maintained
routes are unlikely to encourage more people to cycle. The County Council will ensure that
appropriate maintenance regimes are established at the development stage of new offcarriageway cycle routes.

Routine maintenance
The following policies relate to some of the important routine maintenance activities:
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Policy HM11: Routine maintenance - winter maintenance activities

During the winter months, the County Council will treat selected parts of the highway
network to prevent the formation of ice, and hence reduce the likelihood and/or severity of
casualties resulting from adverse weather conditions.
Further information on winter maintenance activities are available in the Network Management
Duty.

Policy HM12: Routine maintenance - patching

The County Council will repair all potholes in carriageways, carriageway edges, footways
and cycleways that are felt to be a danger to the travelling public.
Warwickshire County Council has adopted national guidelines to identify dangerous potholes.
Patching is also used to:


Restore carriageway profile where settlement has occurred; and



Repairing or reconstructing areas of carriageway prior to surface dressing or slurry
sealing operations.



We have a number of maintenance policies that are designed to reduce the future need
for patching. These include



Improving the structural condition of roads (particularly rural roads);



Surface dressing roads which have become porous but which are still in a good structural
condition to prevent them deteriorating into potholes; and



Widening selected rural roads that have substantial edge defects due to their inadequate
width.

Policy HM13: Routine maintenance - drainage

The County Council will empty most drainage gullies at least once a year. Drainage
improvements and/or repairs will be treated on a priority basis within the context of potential
danger arising from possible flooding.
At present the majority of gullies are emptied at least once a year. A GPS system on the
contractor’s gully emptier is enabling the Council to gather information that will allow a review of
the frequency of gully emptying to be carried out.
Action is taken to ensure blocked drainage systems are cleared. Drainage improvements or
major drainage repairs are undertaken on a priority basis, depending on the danger arising from
flooding incidents.

Policy HM14: Routine maintenance - grass cutting

The County Council will undertake grass cutting to maintain visibility and to help provide a
useable verge for all non-motorised users.
Warwickshire County Council undertakes grass cutting to maintain visibility and to help provide a
useable verge for pedestrians. At the time of writing grass is cut up to three times a year.
Injurious weeds (particularly Ragwort) are removed during an annual coordinated programme.
236

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

Policy HM15: Routine maintenance - signs and lines

The County Council will keep all signs and lines maintained in a safe condition, visible
during the day and at night, and free from graffiti. Periodic reviews of all signage will be
undertaken to identify where it is no longer serving a useful purpose and where it should be
renewed. Damaged or stolen signs will be replaced where they are still required

Policy HM16: Safety inspections

The County Council will carry out safety inspections of the highway at regular intervals in
accordance with the County Highways – Highway Maintenance Safety Inspections Manual.
The County Council’s contractor carries out Safety Inspections to a regular programme, covering
the whole network at specific frequencies according to the road classification. Undertaking these
inspections allow us make a quick and appropriate response to any defects that are found, rather
than just relying upon information from the public. One result of this is that it enables more
efficient use of remedial resources to be deployed rather than having to respond individually to
every single contact or defect that is found.

Policy HM17: Public contacts

The County Council will continue to develop the use of the call centre to ensure that all
contact from the general public is dealt with efficiently and effectively.
The County Council encourages public contact to ensure that we are given early warning of any
problems on the highway network. The County Council call centre is utilised to ensure that we
deal with the initial contacts efficiently and effectively. We have developed performance
indicators to monitor the success of our contact procedures.

Policy HM18: Street lighting

The County Council will work with the Police, District/Borough Councils and Parish Councils
to maintain the network of street lighting across Warwickshire, in order to ensure the safety
of the travelling public and to reduce crime and the fear of crime.
The County Council will continue to work in partnership with the Police and other partners to help
identify where lighting improvements can be made. The County Council will also work with
District and Borough Councils when they are able to make a financial contribution to help make
improvements.

Policy HM19: Electricity cable renewal

The County Council will renew electricity cables (owned by the County Council) that provide
electricity to lights and signs when the deteriorate and become unreliable.
The local electricity company owns most of the cables, which provide electricity to lights and
signs. There are, however, some lengths of cables, particularly on rural roundabouts, which are
owned by the County Council. County Council policy is to renew cables when they deteriorate
and become unreliable. A number of rural roundabouts have had their cabling replaced in the last
7 – 8 years.
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Policy HM20: Casualty reduction

The County Council will maintain the highway network in a safe condition for all types of
road user. In line with the Road Safety Strategy for Warwickshire, the County Council will,
where appropriate, use maintenance works and improvements to help achieve casualty
reduction targets on specific parts of the highway network in Warwickshire.
An important highway maintenance activity is to maintain the roads in a safe condition for all
types of road user. Wider highway maintenance policies take this issue into account.
Maintenance activities designed to ensure safety include:


Keeping carriageways and footways free from potholes and other defects;



Maintaining drainage systems to eliminate standing water on carriageways;



Gritting and snow clearance;



Street lighting;



Grass cutting to maintain visibility;



Tree maintenance;



Maintaining signs, lines and road studs; and



Treating roads to ensure adequate skid resistance.

Maintenance policies are regularly reviewed to ensure that the maintenance activities play a full
part in helping to achieve casualty reduction where possible. Changes identified which help to
reduce casualties are implemented where possible.

How the condition of the highway is measured
The following indicators are used to measure the County Council’s progress in carrying out
highway maintenance functions:

Principal road condition – the percentage of local authority road network where structural
maintenance should be considered.

Classified non-principal road condition– the percentage of the local authority Classified NonPrincipal road network where structural maintenance should be considered.

Unclassified road condition – percentage of the local authority unclassified road network where
structural maintenance should be considered.
Footway condition – percentage of footway network where structural maintenance should be

considered. The footway network inspected to gather data for this indicator has been reviewed to
coincide with the newly determined Category 1 footway network and new targets will be set.
Where possible, for historic purposes, current indicators will continue to be calculated as a
comparator.
In recent years the footway condition has improved reflecting the increased level of investment in
footway maintenance. We are committed to further improve the condition of footways to improve
conditions for pedestrians by targeted maintenance to minimise and reduce insurance claims.
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22. Network Management Duty Strategy
Introduction and Overview
Making the best use of our current road network is important for both economic vitality and
society in general. Roads facilitate the movement of goods and services and provide access to
homes and businesses and also provide routes for supplying an increasing number of services
that modern society demands.
Warwickshire County Council is part of the West Midlands, Shires and Unitaries Traffic
Management forum. The vision that this group has for the delivery of the Network Management
duty is to:
‘Continue to improve delivery of the Network Management Duty through cross-boundary working
and using best practice principals, thereby enabling consistency, efficiency and effectiveness’.
The vision that Warwickshire has for its road network is:
‘One on which people travel safely, with reliable journey times and that they have the best
available information to ensure that they can make informed choices as to how they will travel in
and through Warwickshire’.
Reducing the reliance on car travel by promoting more sustainable means of transport will
contribute helping to reduce congestion. Managing the highway network to get the best out of the
available road space is a key component in managing congestion. Roadworks and works by
utility companies must also be effectively managed so that delays and disruption are minimised.

Policy Context
The Government, set out its vision for better management of the network in its White Paper ‘The
Future for Transport: A Network for 2030’.
“We need a transport network that can meet the challenges of a growing economy and the
increasing demand for travel, but can also achieve our environmental objectives.”
A better managed transport network will help achieve:


A more reliable and freer-flowing service on the road network for both personal travel and
freight, with people able to make informed choices about how and when they travel;



Bus services that are reliable, flexible, convenient and tailored to local needs; and



Walking and cycling as a real alternative for local trips.

The Traffic Management Act was given Royal Assent on 22 July, 2004. It is intended to provide
the basis for better conditions for all road users through proactive management of road networks.
It can be seen as a response to two issues:


Growing concern about the impact of road congestion and disruption on the economy,



A desire to release Police resources from road policing to focus on criminality.

The Act places additional duties and powers on local traffic authorities, building upon their
existing range of powers and duties with which they maintain, improve and manage the use of
the network.
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Section 16 of the Act introduces a major new duty, the Network Management Duty (NMD). The
scope of the duty is wide and includes the following requirements:


To consider the needs of all road users, including utilities;



To manage the road space for everyone;



To identify current and future causes of congestion and disruption, and to plan and take
action accordingly;



To put arrangements in place to gather accurate information about planned works or events,
consider how to organise them to minimise their impact, and agree (or stipulate) their timing
to best effect;



To include establishing contingency plans for dealing with unforeseen incidents outside the
authorities’ control e.g. adverse weather, security alerts, and major emergency incidents,



To identify trends in traffic growth on specific routes and put in place policies for managing
incremental change;



To recognise that the implications of the actions of a local traffic authority do not stop at its
borders.

The Highways Agency
The NMD is not directly applicable to the Highways Agency. However, in meeting the duty, all
local traffic authorities need to specifically consider the effects of their actions on the motorway
and trunk road network and the measures that could be taken to mitigate any adverse effects.

Objectives
The core objective of the Network Management Duty Strategy is to focus on the challenge of
economic growth whilst at the same time reducing greenhouse gas emissions. Therefore, key
objectives of the Network Management Strategy are to:


Reduce the environmental impact of traffic (in terms of its speed, volume and emissions) on
environmentally sensitive areas;



Protect the public from harm caused by transport and promote modes that are beneficial to
health;



Deliver reliable and efficient transport that supports economic growth;



Design transport infrastructure to be sensitive to its surroundings;



Ensure that decisions taken regarding transport do not compromise the needs of future
generations.

In order to achieve these objectives we need to:


Consider the needs of all road users, including utilities;



Manage the road space for everyone;



Identify current and future causes of congestion and disruption, and plan and take action
accordingly;
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Put arrangements in place to gather accurate information about planned works or events,
consider how to organise them to minimise their impact, and agree (or stipulate) their timing
to best effect;



Include establishing contingency plans for dealing with unforeseen incidents outside the
authorities’ control e.g. adverse weather, security alerts, and major emergency incidents;



Identify trends in traffic growth on specific routes and put in place policies for managing
incremental change;



Recognise that the implications of the actions of a local traffic authority do not stop at its
borders.

The Strategy
Policy NMD1: Considering the needs of all road users

We will develop a clear understanding of the problems facing different parts of the network
and a structured approach to the allocation of road space.
The County Council aims to:


Cater for all forms of user, e.g. pedestrians/cyclists on a level footing with vehicular traffic;



Group roads in a new hierarchical system according to location, use and activities
occurring on them to provide consistency for stakeholders;



Work together with stakeholders through local partnerships and consultation;



Take account of other policies and plans such as Asset Management Plans, etc;



Facilitate the economic vitality of the community and support regeneration.

Policy NMD2: Route management

The County Council will develop a road hierarchy by level of use and by function, and keep
it under regular review. The Council will publish a level 3 Street gazetteer in accordance
with relevant British Standards and update monthly.

Policy NMD3: Route management of roadworks

The County Council will put in place a continual review of street designations in accordance
with the criteria set out in the Code of Practice for the Coordination of Streetworks and
Works for Road Purposes. Cross boundary arrangements are also in place to share these
revised designations with all adjoining authorities.

Policy NMD4: Contingency planning

The Council will, in consultation with the emergency services, HA and neighbouring
highway authorities, investigate and put in place a series of contingency options and
diversion routes. The Council will ensure that, wherever possible, these plans do not
exacerbate any congestion issues in urban areas for an unduly long period of time.
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Policy NMD5: Cross-boundary working

The County Council will promote and improve cross boundary linkages with neighbouring
authorities and share information.
In order to help deliver policy NMD5, the County Council will continue to be an active partner in
the West Midlands (Shires and Unitaries) Traffic Managers Forum. The forum was formed during
2005 to “improve the West Midlands regional approach to implementing the Network
Management Duty”.

Policy NMD6: Warwickshire Freight Quality Partnership

The County Council will develop its work with the freight industry through the Warwickshire
Freight Quality Partnership (FQP) to ensure that the needs of goods vehicles are
considered in the management of the highway (including traffic management, highway
improvements, highway maintenance and bridge maintenance and strengthening) and to
manage the potential environmental and social impacts of freight movements.
Further details of the aims of the FQP are contained within the Sustainable Freight Strategy.

Policy NMD7: Managing and co-ordinating activities and events on the
network

The County Council will develop methods to effectively manage and proactively coordinate
all activities on the network. A planned and evidence-based approach will be taken to
managing significant events affecting the network, including the production of contingency
plans.
To help deliver policy NMD7 the County Council will where appropriate:


Check on all incoming street works notifications for possible co-ordination issues or potential
changes to construction methods;



Hold quarterly co-ordination meetings with all works promoters in Warwickshire and publish
all works programmes and potential conflicts on a public website at www.Elgin.gov.uk.



Challenge incoming street works notifications where it is considered that the duration of the
works is not appropriate;



Issue directions, where appropriate, for carrying out work at less disruptive times;



Challenge revised duration estimates on-street works notifications, if appropriate;



Check that Completion of Works on Site data is as notified;



Require that all temporary traffic control, especially temporary traffic signals, are only used
where and when necessary;



Require information signing at work sites to advise the public in advance of the
commencement of work.

The County Council has the ability to receive notices from all works promoters (both internal and
external). The County Council provides information on all roadworks on a public website, Elgin, in
partnership with 50 other Local Highway Authorities.
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All major events held within the county have a Safety Advisory committee meeting at which
Traffic Management is a standing item. These events are included in the conflict schedule of the
coordination meeting. The impacts of these events are input to central register to enable
coordination of works and events to take place.
The Council will use its statutory powers to manage all works that take place on the highway
network. Contingency plans are in place for major emergencies within the County and regular
table top exercises are held to test the robustness of these plans. More specific Control of Major
Accident Hazard (COMAH) plans are in place for various sites around Warwickshire e.g.
Kingsbury Oil Terminal.

Policy NMD8: Developing a Permit scheme

We will develop, in accordance with national guidance, a permit scheme for Warwickshire or
in partnership with other regional members.
The West Midlands Traffic Managers Forum has agreed in principle to undertake the operation of
a joint Highway Network Permit Scheme (HNPS) by all Shire Authorities. Under secondary
legislation to the Traffic Management Act 2004, it is our intention to make an application to the
Secretary of State, to operate a permit scheme to cover all work activities on the highway. This
will allow authorities to exercise greater control over undertakers of works and provides additional
income streams to authorities through charges for administering permits and through resultant
permit enforcement. The operation of a permit scheme demonstrates compliance with the new
Network Management Duty.
The new legislation allows authorities to operate individually or as a group, and therefore the
West Midlands Shire Authorities have committed to a joint application for a permit scheme to
maximise the benefits of joint working. The authorities will share the cost of setting up the
scheme and look for opportunities to build economies of scale into joint working practices where
possible.

Policy NMD9: Gathering information

The County Council will develop effective arrangements to gather accurate information
about planned works and manage and organise information on planned activities to ensure
that their impact on the network is minimised. Appropriate information will be made
available about the authority’s network to stakeholders.

Policy NMD10: Information provision - event co-ordination

The County Council will develop reliable and accurate information to stakeholders and the
public to enable improved planning and travel options and encourage sharing and
dissemination of information through a wide range of channels.
The County Council will continue to improve the dissemination of information on planned
activities to the public. We will ensure that the diary of events that has been published is regularly
updated to ensure that affected parts of the highway network are protected to avoid conflicts of
interest between the event and other activity on the highway. Event organisers will be
encouraged to notify us of proposed events and the diary will be added to the County Council’s
website to make the public aware of forthcoming events.
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Policy NMD11: Information provision - incidents and roadworks

The County Council will provide information regarding incidents and roadworks to other
street authorities in line with statutory obligations. The Council will also provide information
on all road works on a public website where relevant and appropriate.
The delivery of policy NMD11 will be supported by the online facility that allows users to set up
an area of interest and to receive email alerts of works happening in a defined area. This facility
is available to all users and is especially useful for cross boundary coordination. In addition the
Council will display all forward planning information on a map background to ensure all works
promoters can identify all possible conflicts.
The County Council maintains a register of all works (utility and Highway) on a GIS based
system. This register can be accessed by visiting the Councils offices or via the Warwickshire
County Council website.
Policies NMD10 and NMD11 will be supported by NMD12 and the wider ITS strategy to meet the
council’s Network Management Duty requirements. In addition the County Council will ensure the
development of strategic diversion routes and the provision of adequate signs and usage
information. This will be facilitated by closer links to the Highways Agency and the Police.

Policy NMD12: Improving the efficiency of the highway network

The County Council will increase the efficiency of the existing highway network through the
introduction of Intelligent Transport Systems (ITS) and CCTV.
Through the implementation of the ITS strategy, the County Council will improve the efficiency of
the highway network by:


Improving data gathering from the deployment of UTMC compliant devices across strategic
routes and transport interchange points;



Sharing operational information across strategic partners and stakeholders via internet client
and UTMC common database facility;



Delivering public traffic and travel information via web based services across multiple
platforms and devices targeted to meet all user need requirements.



Carrying out VMS deployment to improve information services to drivers;



Utilising ANPR cameras to provide accurate and reliable travel information;



Develop an inclusive demand responsive traffic signal strategy that meets the requirements
of all road users including freight, public transport, cyclists and pedestrians.

This will enable the Council to:


Measure and manage the network with a greater degree of accuracy than present;



Forecast traffic growth with greater accuracy and;



React to traffic growth provided by a dynamic UTMC compliant network management system.
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Policy NMD13: Incident management and contingency planning

The County Council will develop contingency plans for our network and the interaction with
other networks, working with and consulting all stakeholders to achieve continuity of
contingency planning across boundaries for unforeseen events.
Policy NMD13 will help ensure that all stakeholders have the required information to react quickly
and deal with incidents on the network. Details regarding specific incident management policies
are set out below.

Winter Service Policy
The County Council will carry out precautionary gritting when the formation of ice is predicted. It
is County Council policy to pre-grit:


All A roads, most B roads and some strategic routes;



Roads in urban areas that afford access to hospitals and main industrial estates;



Roads that provide a single route into villages.

The gritting routes are available on the County Council’s website and is updated on an annual
basis.
In addition, the County Council will:


Ensure gritting/salting of footways and cycleways, when there are periods of prolonged
persistent widespread frosts or ice (and with a forecast for temperatures not to rise above
zero for a further 24 hrs). Footways and cycleways subject to the highest usage will be gritted
during daylight hours, subject to the availability of resources.



In the event of snow fall, roads which are gritted will be cleared as soon as resources allow.
When snow falls are heavy, strategic link routes will be made accessible across the network
as a priority. This will be followed by roads receiving precautionary gritting and at least one
route into villages will be cleared. Footways will also be cleared where there is a considerable
pedestrian usage. Resources will be targeted where snowfall is heaviest.



Replenish salt bins in rural areas which are provided by Parish Councils with salt. (Salt heaps
are no longer provided for environmental reasons).

Emergency Contacts
The County Council will continue to regularly exchange updated emergency contact details with
the police and National Traffic control centre. In conjunction with the Highways Agency we
undertake an annual review of the contents of the Detailed Local Operating Agreement which
contains this information. The County Council also publishes a booklet of Emergency contact
numbers which is distributed to a variety of stakeholders.

Helping to manage traffic growth
Policy NMD14: Walking and cycling

The County Council will ensure that the safety and protection of works is carried out to the
required standard and that full courtesy and consideration is given to all road user
particularly pedestrian and cyclists. First-time permanent, quality reinstatements are
required in order to maintain the condition of the highway and minimise disruption and
inconvenience to all road users.
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A high quality cycling and walking environment is essential in order to encourage more people to
travel on foot or by bicycle. A key objective for the Network Management Strategy is to improve
the cycling and walking environment thereby encouraging greater levels of walking and cycling
for short journeys, particularly to town centres, workplaces, schools and public transport
interchanges.

Policy NMD15: Managing congestion

The County Council will continue to identify locations or trends of traffic growth and
implement policies and actions to effectively manage and monitor incremental changes in
traffic growth.
The County Council will continue to monitor traffic growth and key congestion points as set out in
the LTP3 Congestion strategy.

Policy NMD16: Bus Quality Partnerships

The County Council will continue to use Bus Quality Partnerships to identify methods of
improving the delivery of bus services. Key to this will be the predictability and reliability of
journey times.

Policy NMD17: Management of parking

The County Council will seek to reduce congestion through the appropriate use of public
parking, including the location, period of stay and the cost of parking facilities and through
the provision of real-time information.

Enforcing Road Traffic Regulations
Policy NMD18: Enforcing moving traffic regulations

Where there is evidence that moving traffic offences are causing congestion, environmental
intrusion or are detrimental to road safety, the County Council will use powers in the Traffic
Management Act to achieve better enforcement of such offences through decriminalisation
where appropriate.

Policy NMD19: Enforcing road traffic regulations

The County Council will undertake a study into the operational and financial implications of
the County and District Councils jointly carrying out the Civil Enforcement of moving traffic
offences.

Policy NMD20: Integration of the network management duty

The County Council will ensure that a “whole-authority” approach is implemented and that
all internal officers exercising duties that impact upon the network are aware of and take
account of the NMD. We will ensure that our partners at the District and Borough Councils
and other bodies have an awareness of the NMD in the exercising of their powers.
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Policy NMD21: Working with partners

The County Council will continue to be part of the Midlands Service Improvement Group and
work with the Highways Agency to share best practice and develop strategies and schemes
to improve the management of the network.
The County Council will continue to be an active member of the Midland Service Improvement
Group for Street Activities, which covers the East and West Midlands and some North western
Authorities. There are specific terms of reference for the group to help establish and improve best
practice.
The County Council liaises with the Highways Agency on a formal basis and senior
representatives from the County Council meet with their counterparts from the Highways Agency
twice a year to discuss schemes and initiatives of mutual interest.
The County Council also attends the West Midlands HAUC meetings and is active in a number of
the initiatives that they are working on at present.

Policy NMD22: Ensuring parity with others

The County Council will ensure that the same standards, approaches and priorities are
applied to all activities on the network. We will also develop appropriate indicators to
evidence parity between all undertakers of works.

Policy NMD23: Ensuring parity with others - joint occupation of road space

The County Council will continue to work with all undertakers of works and encourage joint
occupation of road space to improve forward planning and minimise highway network
disruption.

Policy NMD24: Fixed Penalty Notices

The County Council will operate the Fixed Penalty Notices scheme in accordance with
current regulations and national guidance.
Warwickshire County Council already operates a section 74 scheme and sees the current
benefits of shorter works durations on the highway network.
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23. Sustainable Freight Distribution Strategy
Introduction and Overview
Efficient and sustainable freight distribution is important for the economy and for supporting
quality of life.
Warwickshire’s central location within the country makes the area an attractive place for
businesses to locate, particularly given the excellent road and rail links that exist towards the
East Midlands, the South East and London.
Despite a number of recent high profile closures, the West Midlands still has a significant element
of manufacturing (particularly in terms of exports) which generates large numbers of freight
movements. There is also a strong service and knowledge base to the local economy, along with
logistics and distribution. There are substantial facilities for this sector based at Hams Hall and
Birch Coppice in North Warwickshire, Bermuda Park between Nuneaton and Bedworth, Cross
Point in north east Coventry and Keresley in north west Coventry. Further facilities can be found
just beyond the County boundary at Magna Park in Leicestershire, and Daventry International
Railfreight Terminal (DIRFT) in Northamptonshire.
The majority of road-based freight movements within Warwickshire are on the motorway and
trunk road network with the M6, M40 and M42 being most heavily used. Routes such as the
A46/M69 also provide a key link for HGV movements.
The West Coast Main Line forms the principal north-south route for long distance freight
movements by rail, particularly in terms of long distance container (intermodal) traffic to/from the
ports at Felixstowe and Harwich. The Birmingham – Solihull – Leamington Spa – Oxford line also
carries a significant volume of traffic to/from the deep sea port at Southampton. Apart from the
intermodal terminals at Hams Hall and Birch Coppice, other railfreight facilities can be found at
Bedworth (oil), Kingsbury (oil), Daw Mill (coal), Rugby (virtual quarry) and Keresley (distribution).
The objectives of the Sustainable Freight Strategy are:
 To achieve an appropriate balance between the need to sustain and support the SubRegional and local economy whilst protecting and improving the environment;
 To encourage operating efficiency and the dissemination of best practice in freight transport;
and
 To encourage integration within and between all freight transport modes.

Policy Context
Much of the implementation of freight policy within the Region is undertaken through the West
Midlands Regional Transport Strategy, Local Transport Plans and Freight Quality Partnerships.
These have been established in a number of areas to bring forward improvements as a result of
partnership working between local authorities, the freight industry, business and commerce
representatives, environmental groups and local residents.
The control of heavy goods vehicle movements through or near environmentally sensitive areas
in Warwickshire is currently achieved by systematic intelligence gathering through Parish
Councils and contact with operators. It is intended that this approach, together with the following
policy on Amenity Weight Limits, be reviewed to determine if there is a more effective way of
achieving compliance.
The introduction of Amenity Weight Limits are currently considered as a last resort, subject to the
following criteria:
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 A significant problem caused by HGVs unnecessarily travelling through an area can be
demonstrated;
 An appreciable reduction in the number of HGVs is attainable;
 An alternative route is available which is suitable for HGV traffic as regards its alignment and
strength;
 There is an overall environmental benefit in redirecting the HGVs, not simply a transfer of the
problem from one area to another;
 A scheme can be designed which gives a clearly signed route which can be easily understood
by drivers and is likely to be largely self enforcing; and,
 The area is compact enough to allow enforcement by the Police.

Freight Movement in Warwickshire
Road
Most freight is moved by road at present and this will continue to be the case for the foreseeable
future. Due to its location in the national Motorway and Trunk road network, Warwickshire
experiences a large amount of through movement of short and long distance road based freight
haulage. Vehicle movements are also prominent in the vicinity of Hams Hall, Birch Coppice and
Daventry International Rail Freight Terminals, and around the industrial estates in the main towns
of the County. The town centres also experience lorry movements in relation to shop deliveries.
There are several quarries and landfill sites in the County that generate large numbers of lorry
movements, often impacting on some of the more rural areas.
Through its work with the Warwickshire Freight Quality Partnership and local Parish and Town
Councils the County Council has defined and agreed the best available routes for heavy goods
vehicles traveling within and through Warwickshire. A map showing these routes has been
produced and distributed within the road haulage industry. A review of the map has been
undertaken with a second edition being published in 2009.
A study of lorry parking facilities and driver amenities within the West Midlands region has
identified a need for additional overnight rest and driving break parking facilities on or near to the
M40 from Junction 16 (A3400 south of Hockley Heath) to Junction 12 (B4451 Gaydon); and the
M42 from the junction with the M6 northwards to the regional boundary with the East Midlands.
The study also identified a potential need for additional parking facilities for use by goods
vehicles waiting to make deliveries within or close to a number of industrial areas in and around
Warwickshire.
The County Council receive regular complaints about drivers of heavy goods vehicles using
inappropriate or weight restricted routes. This is often as a result of dependence on inadequate
GPS technology (sat nav).

Rail
The location of Warwickshire in the national rail network results in a large amount of through rail
based freight movements. Key corridors for rail freight movement in Warwickshire are the West
Coast Main Line (for Birmingham, the North, Scotland, London and the Channel Tunnel),
Birmingham-Nuneaton-Leicester (for the East Midlands and Felixstowe), Birmingham-SolihullLeamington Spa-Banbury (for Southampton and the South East), Birmingham-Tamworth (for
Teeside and the North East) and Nuneaton-Water Orton (for Bescot Yard).
Key generators of rail freight in Warwickshire are Hams Hall and Birch Coppice inter-modal
terminals, Murco LPG (Bedworth), Daw Mill Colliery (near Over Whitacre), Warwickshire Oil
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Storage (Kingsbury) and Kineton MOD. In addition, Daventry International Railfreight Terminal
(DIRFT) is located just outside the County boundary near Crick in Northamptonshire. Train
services to and from these facilities are principally provided by DB Schenker (formerly EWS),
Freightliner and Direct Rail Services.
It is broadly accepted that freight movements of between 100 and 250 miles or more provide the
best opportunity for carriage by rail. This, coupled with heavy loads such as coal, stone and oil,
offer the greatest potential for maximising economies of scale. The majority of firms that deal
with this type of freight movement, and who are located near or adjacent to an operational
railway line in Warwickshire, currently use rail for all or part of their journey.
The greatest potential for new rail freight haulage, however, lies with new freight generators such
as Prologis Park at Keresley, and the development of further rail connected sites at Hams Hall,
Birch Coppice and DIRFT. The proposed Regional Investment Site (RIS) in the Coventry –
Nuneaton Regeneration Zone is also likely to be rail connected.
It should be acknowledged however that, given its proximity to the West Midlands conurbation
and its location on the rail network, the majority of freight movements in Warwickshire are
essentially through the County, and are therefore unlikely to be particularly susceptible to any
new rail freight initiatives. The diverse trip length, nature and pattern of local road freight
movements generated in the County are also unlikely to be suitable for transfer to rail.
In terms of encouraging road to rail switch for the movement of freight, a number of measures
could be pursued by the County Council, particularly in relation to the inter-modal terminals at
Hams Hall, Birch Coppice and DIRFT. These could include working with the Highways Agency
to promote the provision of signing information from the Motorway and Trunk Road Network and
the introduction of priority measures on roads leading to and from freight terminals and hubs.
In these circumstances, the County Council sees its main role in promoting the transfer of freight
from road to rail as being through the land use planning process, through partnership working
with Local Planning Authorities to ensure that appropriate sites are available for development
with rail access.

Aviation
There are currently two operational airfields within Warwickshire, at Wellesbourne and Long
Marston, neither of which experience any movement of freight. Until recently Coventry Airport
(located near Baginton in Warwick District) handled substantial domestic and international cargo
traffic movements, which predominantly arrived and departed at night. However, the main airport
operator went into receivership at the end of 2009 and a new operator is currently being sought.

Other transport modes
There is currently no known movement of freight on the canal system serving Warwickshire. The
canals are primarily used for leisure and recreational purposes.
There are a number of long distance/strategic pipelines in Warwickshire and local pipelines
running from supply points to the nearest urban areas.

Key Challenges
The main difficulties associated with freight distribution in Warwickshire are:
 Warwickshire generates relatively little freight compared to that which passes through the
County;
 Traffic congestion, particularly during peak hours, can have adverse implications for the
movement of goods and freight by road;
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 There is a potential conflict between meeting the needs of industry and commerce to transport
freight and the resulting environmental and social effects;
 Reliance on road based freight movements has implications for inappropriate route choice.
This results in adverse impacts on rural roads and within residential areas. There are also
problems related to lorry parking and theft from high-sided vehicles;
 There is a need to try and encourage the switch of freight from road to rail. However, nearly all
rail freight movements will need a road based movement at either end of the journey and will
impact on the highway network to varying degrees;
 There is potential conflict between the use of water for the transportation of freight and the
recreational and amenity enjoyment of inland waterways and canals;
 There are significant practical limitations on the use of the canals within the County for the
movement of freight; and
 Opportunities for the widespread use of pipelines for the transportation of freight in the County
are limited to certain products and materials.

The Strategy
Policy SF1: General movement of freight

The County Council will work with other local authorities in the Region and Sub-Region, the
freight industry and organisations such as the Highways Agency and Network Rail to
improve the efficiency of freight movements and to encourage the switch of freight from
road to rail.
Policy SF1 will be achieved via the following:
 Making targeted improvements to the motorway/trunk road network and key rail corridors;
 Encouraging the establishment and continued development of local and Regional Freight
Quality Partnerships;
 Exploring the possibility of developing urban area ‘consolidation centres’ in environmentally
suitable locations for the transfer of goods from HGVs to smaller vehicles for final distribution;
and
 Seeking the inclusion of sustainable freight distribution in the development of Green Transport
Plans for new industrial and commercial development.

Policy SF2: Road freight strategy

The County Council will develop its work with the freight industry through the Warwickshire
Freight Quality Partnership (FQP) to recognise the needs of goods vehicles in the
management of the highway network (including traffic management, highway
improvements, highway maintenance and bridge maintenance and strengthening) and to
manage the potential environmental and social impacts of freight transport.
Through the FQP the County Council aims to:
 Continue to promote the use of the agreed 24 hour lorry route network and, wherever possible
to discourage the use of less suitable routes;
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 Seek to mitigate any adverse impacts by heavy goods vehicles on those communities located
on the lorry route network
 Ensure that signage directs heavy goods vehicles to industrial estates and town centres via
the best routes;
 Seek to define and enforce delivery times in town centres;
 Review parking and loading restrictions to identify opportunities to address problems for
delivery vehicles, particularly where front-only access exists;
 Ensure that reasonable access for heavy goods vehicles is maintained in connection with
measures for their control and restriction;
 Seek to identify overnight parking facilities for HGVs where a known demand exists;
 Seek to control heavy goods vehicle movements through or near environmentally sensitive
areas (for example, Conservation Areas and residential neighbourhoods); and
 Seek to introduce more effective enforcement of structural and amenity weight limits.

Policy SF3: Rail freight strategy

The County Council will work in partnership with a number of key partners to help promote,
improve access to and expand rail freight facilities where appropriate.
Policy SF3 will be delivered via the following:
 Work in partnership with the freight industry, DfT, Highways Agency, Network Rail and other
stakeholders to promote the transfer of freight from road to rail;
 Work in partnership with the Local Planning Authorities to identify and protect selected sites
for future rail freight connection;
 Support access to existing rail freight facilities, and, subject to planning and environmental
constraints, their expansion; and
 Encourage new development that is likely to generate significant freight movements to be
located in areas that have good access to the rail network.

Policy SF4: Other modes

The County Council will work in partnership with British Waterways, the Environment
Agency and the freight industry to explore the potential to transfer freight from road to water.
The following actions will be undertaken in support of Policy SF4.
 The potential for the transfer of freight from road to water, particularly in the context of the
impact this may have on their current environmental and leisure usage will be investigated;
and
 The potential to develop inter-modal terminals that include a waterway connection will be
investigated.
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Policy SF5: Freight handling at Coventry airport

The County Council will continue to support the use and development of freight handling
facilities at Coventry Airport (Baginton), subject to appropriate mitigation and environmental
protection measures.

Policy SF6: Use of pipelines

The use of pipelines will be encouraged while ensuring that negative environmental impact
is avoided where possible, both during and after installation of the necessary infrastructure.

Action Plan
Policy
SF1
General

SF2
Road Freight
Strategy

Action

Timescale

Making improvements to the motorway/trunk road
network and key rail corridors.
Establishment/development of the Warwickshire
Freight Quality Partnership and Regional Freight
Quality Partnerships.
Explore the possibility of developing urban area
‘consolidation centres’.
Inclusion of sustainable freight distribution in the
development of Green Transport Plans for new
industrial and commercial development.
Promotion of the agreed 24 hour lorry route network
and, wherever possible to discourage the use of less
suitable routes.
Implementation of appropriate measures to reduce
adverse impacts on communities on the lorry route
network.
Ensure that signage directs heavy goods vehicles to
industrial estates and town centres via the best
routes.
Define and enforce delivery times in town centres.
Review parking and loading restrictions to identify
opportunities to address problems for delivery
vehicles, particularly where front-only access exists.
Ensure reasonable access for heavy goods vehicles
is maintained in connection with measures for their
control and restriction.
Identify overnight parking facilities for HGVs where a
known demand exists.
The control of heavy goods vehicle movements
through or near environmentally sensitive areas.
The introduction of more effective enforcement of
structural and amenity weight limits.

SF3
Rail Freight
Strategy

The promotion of the transfer of freight from road to
rail
Identify and protect selected sites for future rail
freight connection

253

Links to

Ongoing
Ongoing
Long
Ongoing

Ongoing

Changing
Travel
Behaviour
strategy

Ongoing
Short
Short
Short

Ongoing

Medium
Ongoing
Short
Ongoing
Ongoing

Parking
Strategy

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

Policy

SF4
Water

SF5
Air
SF6
Pipelines

Action

Timescale

Support access to existing rail freight facilities, and,
subject to planning and environmental constraints,
their expansion;
Encouraging new development that is likely to
generate significant freight movements to be located
in areas that have good access to the rail network.
Transfer of freight from road to water, particularly in
the context of the impact this may have on their
current environmental and leisure usage.

Ongoing
Ongoing
Ongoing

Development of inter-modal terminals that include a
waterway connection.

Ongoing

Support the continued use and development of
freight handling facilities at Coventry Airport
(Baginton).
Encouraging the use of pipelines

Ongoing
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24.

Intelligent Transport Systems Strategy

Introduction and Overview
Intelligent Transport Systems (ITS) is increasingly playing a major role in supporting the delivery
of national and regional goals related to enhanced mobility of people and goods, safer travel,
better social inclusion and improvement in air quality. ITS is now widely adopted in some form by
authorities to deliver specific objectives linked to these goals in a cost-effective manner. It has
also become vital for local authorities to adopt ITS to support the delivery of network
management duties placed on them by the Traffic Management Act (2004).
ITS offers a range of services and tools to the Network Manager, operators and the public to
make suitable decisions for managing traffic on the network and making travel plans. These
services are based on leading technology systems that enable the collection of data from
roadside sources and then the timely dissemination to users. Therefore, ITS has the effect of
increasing capacity on the road network and facilitating the usage of alternative modes of
transport such as public transport. The indirect effect of managing traffic on the roads
appropriately and helping to increase use of other modes of transport is improved air quality
through a reduction in emission levels.
ITS to can contribute to the delivery of wider transport objectives, including:
 Significantly enhance the quality of public transport services in the area and increase bus
patronage. Achieving this goal will support the objectives of keeping congestion to a
manageable level and improving accessibility to the transport system for the public. Therefore,
a strong focus is planned on developing ITS to support these areas over the LTP period.
 Improve the systems and processes in place to adequately manage congestion, incidents and
overall traffic flow on the network which also leads to more safer roads for the public.
 Managing emissions levels at key points on the urban and inter-urban network and suitably
handle demand management – especially in tourist areas such as Stratford-Upon-Avon and
Warwick.
ITS continually gains prominence in delivering the overall transport and wider objectives and
Warwickshire has proactively taken steps to consider and deploy ITS in the county, which has
meant that a strong foundation is already in place. This work has been further supported by the
development of a formal ITS Strategy that covers the period of 2007-2012. This strategy will
underpin the specific ITS roll-out programme that is proposed as part of this LTP. The underlying
theme of the ITS strategy is very much based on modular growth in the county which ensures
that the authority maintains the use of innovative technology as and when required.
The strategy is intended to be a ‘living document’. This will enable regular review in conjunction
with other relevant policies and ensure that the views of stakeholders are assessed to meet the
needs of those organisations and individuals on whom the ITS service delivery has an impact.

The Policy Context
The role that ITS can play in supporting both national and local delivery of transport objectives
and policies has been specifically recognised in the publication of an ITS policy framework for the
roads sector by the DfT in 2005 - “ITS - The Policy Framework for the Roads Sector”. The
framework identifies a step change in the way the DfT seeks to bring ITS development and
deployment together in a transparent and integrated way for road users and travellers.
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In establishing the role that ITS can have in delivering the transport objectives at the local level,
the longer term strategy being developed for ITS in Warwickshire takes account of the
Government’s ITS policy framework for the roads sector. Also ITS provides development and
implementation across all of the transport sectors in Warwickshire in an integrated and holistic
approach.
Delivering a Sustainable Transport System (DaSTS), issued by the Government in November
2008, is a key reference document for developing the ITS strategy to be contained within LTP3.
It is against this policy background that an agenda and strategy for ITS within Warwickshire has
been developed and is refreshed on a ongoing basis. To date the County Council has developed
the following to enable it to meet the overall national and regional transport objectives set by the
Government.

Overview of the Current Situation
Warwickshire has a long and successful association with ITS demonstrated by participating in the
UTMC 29 demonstrator programme in Stratford-Upon-Avon as well having a range of ITS
services related to traffic control and management and travel information provision to the public.
Warwickshire has adopted the Monitor, Control and Inform approach when considering and
deploying ITS services and tools to deliver the above objectives.

Monitor
This category of ITS relate to systems that are in place that allow the control centre to obtain
real-time network data from various roadside sources on traffic flow, congestion, incidents, air
quality on the road network and also car park occupancy levels. This data is collected for both
urban and inter-urban roads. Systems include CCTV cameras, sensors/detectors and journey
time measurement engines.

Control
ITS applications within this category are concerned with the implementation of operational
decisions to manage and control the traffic on the network. This includes Urban Traffic
management Control (UTMC) for overall management of ITS systems, common database (CDB)
for data management, signalised junctions, priority to public transport at junctions, demand
management, diversions and alternative routes advice via Vehicle Management Systems (VMS)
systems and operations decision making support tools for implementing traffic plans for specific
scenarios.
Warwickshire have implemented a second Common Database (CDB) system to enable remote
document management (for example, access to engineering drawings) and also a web based
mapping fault reporting system called Voyager.

Inform
A core part of the county’s ITS strategy is to provide reliable and timely traffic and travel
information that enables users to make informed decisions before and during their journeys.
Services in this category are usually referred to as Traffic and Travel Information (TTI) services
and include dedicated websites that provide specific information, RTPI for public transport users,
air quality levels, car park information for visitors, VMS signs at strategic points on the network
and information to mobile devices via SMS or mobile web alerts.
By adopting the Monitor, Control and Inform approach the tools and applications implemented
has enabled:
 Better congestion management;
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 Improved accessibility:
o

To the road network and public transport via real-time information;

o

Pedestrian mobility in key areas by providing signals and crossing facilities;

 Improved road safety due to enhanced incident management and congestion control at key
points;
 Control of emissions by monitoring air quality and setting traffic plans accordingly to manage
emissions levels
Table ITS1 below outlines the county’s ITS systems that fall into each category and an asset list
for systems currently deployed in the county. The roll-out of these systems has been in part been
supported during the LTP2 programme.
Table ITS1: Current ITS Equipment

Monitor

RMS

Qty
156

ANPR

7

CCTV
AQM

3
4

Control

UTMC + CDB

Qty
1+2

Signals
(UTC)
(MOVA)

93
(48)
(14)

Pedestrian Crossings
(UTC – inclusive of
types below)
(Puffin)
(Toucan)
(Pelican)
(Pegasus)
Bus Priority
Car Park Management
Systems

199
(37)

Speed enforcement
cameras
Red light enforcement
cameras
Access Control –
Rising Bollards

(94)
(35)
(69)
(1)
4
33

37

Inform

Car Park Management
Systems
VMS

RTPI
Web/Mobile TTI

Qty
33
3

13
Car Park
Management
data to public
Roadworks
Information
(ELGIN)

9
9

Table ITS2 shows the ITS roll-out plan as defined under LTP2 and the level of achievement of
the aspirations that were set. There are some factors to consider when assessing progress made
to date against the LTP2 programme - at the time of development and inception of LTP2, the
County Council did not have a formal ITS Strategy in place as this was undertaken in late 2007.
Since the development of a strategy, a sharper focus has been achieved by the ITS group in
terms of ITS deployments. Therefore, a certain degree of lag in implementation may have
occurred when compared against the original programme.
Additionally, evaluation of priorities has taken place in light of the funds and resources currently
available which have influenced certain implementations. Another important consideration is the
dependency on local Borough and District council organisations to roll-out ITS to a wider spatial
area and share assets. Due to a lack of an ITS Strategy at the outset, this task proved to be
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difficult in the early stages of the LTP2 programme. However, this was recognised and priority
was given to developing a strategy that is refreshed at set intervals. As a result of this there is
wide coordination between individual authorities which has begun to aid in more productive ITS
deployments and shared procurement which leads to efficiencies.
Table ITS2: LTP2 ITS Roll-out programme and achievements
Activity
Validate UTC
sites
Appropriate
sites to be on
the fault
monitoring
system
Review
condition and
performance of
signals
Automatically
monitoring
journey times
on specific
routes
Development of
automatic traffic
management
strategies
Car park
information
Variable
message signs
Real time
passenger
information

Bus priority at
signals
CCTV
Website

Spatial Area
County

2005/6
X

2006/7
X

2007/8

County

X

X

X

County

X

X

County

Stratford
Leamington /
Warwick
Nuneaton
Rugby
Stratford
Leamington /
Warwick
Rugby
Stratford
Rest of
County
Bedworth
Leamington /
Warwick
Rest of
County
Nuneaton
Leamington /
Warwick
Stratford
County
Location of
all traffic
signals
Car park
information
Congestion
Incidents and
roadworks
Bus
information
Air quality
CCTV

X

X

X

X

X
X

X

2008/9
X

2009/10
X

LTP3

Yes

X

X

Yes

X

X

No

Partial
Partial
X
X

No
Partial
Yes
Yes

X

X
X

X

X

X

Yes
Yes
No

X
X

X
X
X

X

X
X
X

X

Achieved
Yes

Yes ongoing
Yes ongoing
Proposed
Yes
Yes

X

Yes
No
Yes

X

X

Yes
X
X

No
Yes

X

Partial

X
X
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Partnership working
To ensure that the goals and objectives of the Network Management Duty are effectively
achieved, there is a requirement to interface with other stakeholders. This includes the Highways
Agency, neighbouring LAs and the Police. Warwickshire has an established partnership with
these bodies, however, it is recognised that further work can be done in this area in particularly in
sharing ITS services and data to ensure holistic management of traffic on the network. It is
proposed, via the ITS Strategy, to strengthen these partnerships via the creation of systems
interfaces and data sharing as well as operational processes.

Challenges and Opportunities
Warwickshire is a major attractor of traffic as well as having strategic routes to other areas. The
traffic problems are therefore created by a variety of factors including:
 Movement of traffic around centres;
 Movement of traffic between centres;
 Movement of traffic into the area on motorways and trunk roads or non-trunk roads;
 The two road networks are managed by different authorities: the Highways Agency is
responsible for all motorways and trunk roads and the Local Authority responsible for the nontrunk road network. The management of the traffic needs to be seamless and better
information dissemination is required to marry the systems together;
 Traffic problems and congestion on the Highways Agency network have an impact on the
Local Authority network and vice versa.
Despite a reasonable level of ITS deployment across the county, there remain a number of
challenges to adequately meet mandatory requirements placed on it by the TMA 2004. The main
challenges presented are:
 High revenue costs - includes maintenance, communications and power;
 Fault and performance monitoring / reporting is limited and not sophisticated enough;
 Access to live information from disparate and third party systems requires further development
– ANPR, CCTV, incident detection and roadworks;
 The various District/Borough Councils have ownership of their individual car parks and CCTV
system – better collaboration for sharing systems and data required to improve network
management;
 Lack of holistic data available – interface to HA and neighbouring other authorities is limited;
 Resources – sufficient number of Officers to focus on ITS roll-out as per the strategy defined is
a continual problem.

The Strategy
Policy ITS1: Optimising existing assets

The County Council will seek to increase the benefits from existing ITS systems.
The ITS strategy outlines the key priorities that it wishes to deliver during the lifetime of LTP3.
Due to a steady deployment of ITS services over the preceding five years, it is necessary to
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evaluate and rationalise ITS assets and ensure that they are utilised fully so as to get maximum
return on investment. Therefore, a significant amount of the initial intended work is centred
around optimising the current assets and developing an ITS architecture. Using this work as a
base it will be feasible to seamlessly introduce further ITS services concentrating on integration
with other stakeholders and sharing network data, supporting public transport services and
undertaking adequate demand management.
A large part of current ITS deployment in Warwickshire is as a result of a number of years of
investment via LTP funding amongst other sources and participation in the UTMC programme.
However, it must be acknowledged that whilst this deployment has met the county’s
requirements to date, the overall ITS system constitutes a number of separate components that
now requires a greater level of integration and development to fully realise the benefits of the
Monitor, Control and Inform approach.
To maximise the benefits from the current systems and future Warwickshire County Council will
 Refresh the existing ITS Strategy and cover the period of LTP3 as a minimum and;
 Developing a robust ITS Architecture that will deliver the ‘living’ strategy.
An example of how this may be approached is illustrated in Fig ITS1:
Fig. ITS1: ITS Strategy: Technical and Operational Components
Warwickshire ITS
Strategy
Mobility of People
& Goods
WCC ITS Architecture

Technical

Operational

Communications

Transport Policy

UTMC Compliance

Network
Management Duty

Information Services

Performance
Measures

Interfaces
Security

Demand
Management

Network Modelling

Partnerships
Freight Strategy

The resulting ITS Architecture will encompass the technical and operational requirements and
ensure that the subsequent ITS systems are:
 Planned logically;
 Meets the required performance levels;
 Can be economically managed and maintained;
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 Can be easily expanded when required;
 Is open standards for easy integration of new systems;
Finance is a key element to successful ITS deployment and the successful use of an ITS
Architecture will enable the Council to:
 Procure from an open market;
 Benefit from economies of scale;
 Plan investment more effectively;
 Avoid unforeseen additional costs.

Policy ITS2: Development of future ITS systems

The County Council will seek to deploy appropriate new systems made possible through
further development in technology.
The Traffic Management Act emphasises the need to monitor and control the network and to
provide comprehensive travel information. To meet these requirements a number of different
elements are required to provide a system that will enable better management of traffic thereby
reducing delays and congestion as illustrated in Fig ITS2.
Fig. ITS2: Monitor, Control and Inform Related ITS Systems
Journey times

Congestion

Air quality

Incident
s

Car Park spaces

Reduce
Delays &
Congestion

Bus Arrival
Times
Bus
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Public
Transport
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Warwickshire
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Contro
l

Delays

Access
Control
VMS Signs
& Diversions

Incidents

Demand
Management

Roadworks
Events

CCTV

Air Quality

Car Park
Spaces

Improve
Safety &
Accessibility

Reduce
Pollution

It is anticipated that ITS systems will be deployed over the lifetime of LTP3 and will be
incorporated by the ITS architecture that will be developed. Some of these systems already exist
and will be developed further, or completely new deployments will be undertaken.
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Policy ITS3: Consideration of the needs of all road users

The County Council will plan the use of the road network to balance the competing needs of
all road users and will seek to achieve safety and environmental polices.
Policy ITS3 will be delivered via:
 VMS deployment to improve information services to drivers;
 Journey time ANPR cameras to provide accurate and reliable travel information; and
 An inclusive demand responsive traffic signal strategy that meets the requirements of all road
users including freight, public transport, cyclists and pedestrians.

Policy ITS4: Gathering information and meeting information needs

The County Council will give priority to developing systems that involves people making
informed choices and understanding why they must comply with control measures and
restrictions.
Policy ITS4 will be delivered via:
 Improved data gathering from the deployment of UTMC compliant devices across strategic
routes and transport interchange points;
 Operational information shared across strategic partners and stakeholders via internet client
and UTMC common database facility;
 Public traffic and travel information delivered via web based services across multiple platforms
and devices targeted to meet all user need requirements.

Policy ITS5: Incident management and contingency planning

The County Council will seek to implement systems that automatically select the
appropriate strategies to be deployed to manage the road network when necessary.
Policy ITS5 will be delivered via:
 Development of strategic diversion routes and the ability to provide adequate signs and usage
information. This will be facilitated by closer links to the Highways Agency and the Police;
 Development of automatic and manually invoked systems that are available at all times to
manage planned and unplanned incidents and events on the highway network.

Policy ITS6: Dealing with traffic growth

The County Council will seek to ensure that the systems that are deployed benefit all road
users in a resilient and cost effective manner.
Policy ITS6 will help enable the County Council to have:
 The ability to measure and manage the network with a greater degree of accuracy than
present;
 The ability to forecast traffic growth with greater accuracy and the ability to react to traffic
growth provided by a dynamic UTMC compliant network management system.
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Policy ITS7: Supporting public transport services

The County Council will seek to work in partnership with the bus operators to provider
effective and efficient services through ITS.
There is an overall desire within the authority and amongst bus operators in the area to enhance
the quality of bus services , improvements to journey time reliability and punctuality.
The ITS Strategy will Real Time Passenger Information (RTPI) and Bus Priority measures. These
two ITS systems already exist in certain areas of Warwickshire and it is proposed to expand the
services to cover a much wider area in the County. Improvements in public transport will require
commitment from fleet operators to provide real time bus location data from a vehicle location
system. Provision of this data will allow accurate real time information and bus priority whilst
maintaining network stability.

Policy ITS8: Traffic signal junctions and pedestrian crossings

The County Council will investigate the need for traffic signal junctions and controlled
pedestrian crossing facilities based on the County Council’s policy (see policy appended to
this strategy).
The traditional traffic signal controlled junction was originally largely limited to junctions in urban
areas, has extended to rural roundabouts that were previously thought to provide greater
capacity, but which have subsequently suffered from congestion and deteriorating road safety.
Priority junctions in more rural locations, where higher approach speeds exist, have also
benefited from a system that allows conflicting traffic to be segregated more effectively. As the
volume of traffic increases it has become increasingly important to provide a safe environment for
pedestrians and cyclists resulting in a potential need for new pedestrian and cycle crossing
facilities that were not considered necessary at the time a junction was first constructed.
Warwickshire County Council guidance on providing controlled crossings, (as opposed to other
non-controlled facilities such as pedestrian refuges), uses the adjustable PV2 assessment
criterion, which takes into account the age and ability of pedestrians crossing the road, the types
of vehicles using the road, the length of time pedestrians have to wait to cross the road, the width
of the road and the pedestrian injury accident record at the site.
In addition to the above procedure crossings can be provided as part of the following:


Safer Routes to School – where the aim is to encourage more children to walk and/or
cycle to school and reduce car use.



Casualty Reduction schemes – where the rate of return from likely casualty savings is
sufficient to justify the expenditure on a crossing.



Developer funded schemes – where crossing facilities are required to mitigate anticipated
traffic impact of developments and/or anticipated increases in pedestrian flows.



Facilities installed as part of pedestrian or cycle improvements – where crossing
facilities may be considered as part of a package of measures on a strategic walking
and/or cycling corridor.



Facilities funded by Area Committee Delegated Budget – this is to address local priorities
as opposed to strategic ones i.e. where a scheme does not satisfy the criteria for funding
from the Integrated Transport capital programme, but there are very special local
circumstances where it would be appropriate to provide a crossing. In this case the
decision to fund a crossing must be informed by a consideration of the whole-life costs of
the crossing including the likely annual revenue costs of maintenance and energy.
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The following priorities have been set for the management of traffic signals and pedestrian
crossings:


Review and develop the operation and maintenance regime seeking to reduce or keep
costs at a cost effective level.



Develop strategies for the improved monitoring and operation of traffic signal junctions
and traffic control techniques.

Capital expenditure will be directed at improving the performance of systems, replacing older less
efficient equipment with more modern alternatives. Examples could include improving vehicle
detection, replacing Pelican crossings with Puffin crossings, introducing MOVA or SCOOT to
optimise the operation of traffic signals or altering the phase timings to reduce delay on the main
road.
Opportunities will be sought to recover, repair and reuse equipment, and to recycle equipment
that is beyond economic repair. The current procurement strategy will be reviewed in the light of
this work, with opportunities sought to utilise equipment with longer life expectancy and reduced
energy consumption.
The majority of traffic signal equipment is continuously monitored by electronic systems like RMS
and UTC, and a programme of routine inspections by County Council’s maintenance contractor
ensures sites are regularly checked to verify their safe and efficient operation. RMS and UTC can
also be used by operators to confirm the accuracy of faults reported from members of the public
before passing the fault to the maintenance contractor. In addition, operators are able to adjust
the signal timings remotely, saving unnecessary journeys to site.
The requirement of the Traffic Management Act in respect of the expeditious movement of traffic
is a priority for both traffic control and information systems. The effective management of these
systems requires accurate information, and it is the ITS tools available for monitoring that make
this information available. Developing these monitoring systems will therefore be a priority.
Developing ITS by means of UTMC compatibility will enable the County Council to reduce costs
by procuring equipment more competitively. UTMC equipment, which is interchangeable and
available from multiple suppliers, will ensure that the County Council is not locked into proprietary
solutions. In addition, the interoperability of UTMC systems will enable the County Council to
make the most effective use of modern telecommunications by connecting multiple systems
together.

Action Plan
Policies

Action

Timescale

Policy ITS1

Refresh ITS Strategy as required

Ongoing

Network equipment and asset audit

Ongoing

Full validation and system maintenance of traffic signals and
pedestrian crossings systems

Short/
Medium

Rationalise communications systems to ensure sharing of assets
within local networks and introduce cost efficiencies

Ongoing

Introduce bus priority at key bus

Medium/Long

Introduce RTI for bus routes on key services

Medium

Further develop robust interfaces with other road related authorities to

Ongoing

Policy ITS7

Policy ITS4
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Policies

Action

Timescale

share network data, i.e. HA, Police and neighboring authorities
Policy ITS3

Wider deployment of ANPR systems for journey time management,
enforcement of speeding or bus line violations

Medium

Moving vehicle enforcement (bus lanes, yellow box junctions, one-way
street) as required

Medium

Develop CCTV and ANPR links with Warwickshire Police and
District/Borough Councils

Short

Relocate to more suitable traffic control centre that enables integrated
working of staff and systems

Medium

Implement demand responsive traffic signal strategy for StratfordUpon-Avon, Leamington, Warwick, Nuneaton and Rugby

Short

Develop and implement car park strategy to improve the efficient use
of major car parks in Nuneaton

Short

Policy ITS5

Implement demand responsive traffic strategy for M6 Junction 3

Short

Policy ITS3

Implement VMS on A444 corridor from Ricoh Arena to Nuneaton

Short

Integrate RTI and floating vehicle data for journey time and route
management system

Medium

Expand rationalised communications infrastructure and incorporate
onto corporate WAN

Medium

Integrate road works system to UTMC CDB for Traffic and Travel
Information services and VMS displays

Medium

Integrate weather detection and monitoring system to UTMC CDB for
Traffic and Travel Information services and VMS displays

Medium

Introduce emergency planning systems remote access for staff to
undertake network management

Medium

Introduce real-time information services delivery to mobile devices
relating to planned journeys

Medium/
Long

Implement TTI services at key locations, rail and bus stations,
shopping centres by provision of display boards and kiosks

Short/
Medium

Introduce smartcard and e-ticketing service

Long

Policy ITS3
Policy ITS4

Policy ITS3

Policy ITS4
Policy ITS5
Policy ITS5
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ITS Strategy: Appendix A
Policy for the Provision of Pedestrian Crossings and Pedestrian/Cycle Facilities at
Traffic Signal Junctions
1.

Introduction

This policy explains how requests for new pedestrian crossings will be considered. This
document must be read in conjunction with the Technical Procedure.
The demand for new crossings far exceeds the County Council’s ability to provide funding. For
this reason we will compare the need at requested sites, so that decisions can be made in a
consistent way and best value obtained from the available resources

2.

Safety

We will consider safety first, so we will only assess the need for crossings at locations where the
appropriate design standards for safety can be met. In exceptional cases where these cannot be
met, the Head of Transport for Warwickshire may agree to a departure from standard if a case
can be made to demonstrate that safety would not be compromised.

3.

How we will assess the need for a pedestrian crossing

We will assess the level of need for a crossing by:3.1

Measuring the degree of conflict between pedestrians crossing the road and the two-way
traffic flow and

3.2

We will also take into account the following factors

 the age and ability of pedestrians;
 the suppressed demand;
 the different types of vehicles in the flow of traffic;
 the length of time pedestrians have to wait to cross;
 the width of the road;
 the speed of traffic;
 the pedestrian injury accident record at the site.
However, all this depends upon having the necessary resources initially to implement the
scheme and then to maintain the installation.

4.

The survey

If the safety requirements for a crossing can be satisfied then we will measure the degree of
conflict between the traffic and pedestrians by carrying out a 12-hour survey which will count: the number of pedestrians crossing in an hour (P)
 the flow of vehicles in both directions in an hour (V)
Our assessment will be based on the average of the four busiest hours in the day (between 7am
and 7pm). When the survey is carried out, the pedestrians will be classified by their age and
ability. Vehicles will be classified by vehicle type so that we can take into account the differences
between cars, heavy goods vehicles, buses, motorcycles and pedal cycles.
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Where it is evident that a significant increase in pedestrian access to services will result from the
provision of a crossing, we will seek to establish suppressed pedestrian demand at the location
and add these estimated figures to the actual measured pedestrian figures obtained by the
survey.
We define “suppressed pedestrian demand” as the estimated additional number of pedestrian
journeys likely to be generated as a consequence of a crossing being provided. We will estimate
this through an appraisal of local circumstances and the potential increased access to services.

5.

The appropriate type of crossing

We will use the information gathered in the survey and the various factors listed in 3.2 to
determine whether a crossing should be provided and which type of crossing (if any) is
appropriate at the site.
There are three main types of crossing - refuges, Zebra crossings and signal-controlled crossings
(Puffin, Toucan and Pegasus). The type of crossing to be provided will also be subject to
engineering considerations (e.g. there must be sufficient road width to install a refuge).
To justify a signal-controlled crossing it will be necessary to demonstrate a much higher level of
need than a refuge. We will consider a Zebra crossing at the intermediate level of need.

6.

Upgrading a zebra crossing to a signal-controlled crossing

Generally the pedestrian accident rates at Zebra and signal-controlled crossings are low.
However, a Zebra crossing may be considered for conversion to a signal-controlled crossing at
certain locations where it can be justified that a poor pedestrian injury record is likely to be
improved.
We may also consider upgrading a Zebra crossing to a signal-controlled crossing as part of a
wider traffic management scheme linked to the County Council’s Urban Traffic Control System in
appropriate circumstances.

7.

Provision of pedestrian/cycle facilities at traffic signal junction

We will investigate the need for pedestrian/cycle facilities at an existing traffic signal junction in a
similar way to a stand-alone pedestrian crossing. However, providing a pedestrian/cycle facility
will have the effect of reducing the capacity of the traffic signal junction and at busy junction this
can result in long queues of vehicles. For this reason each junction will be considered
individually.

8.

The priority list

We will include any justified crossings on a list, ranked by the level of need for future funding.
The list will be used annually to inform the selection of schemes to be included in the County
Council’s Integrated Transport capital programme.

9.

Other circumstances where crossings will be provided or upgraded

This policy describes the way in which we will consider requests for new crossings based on
surveys of existing pedestrian and vehicle flows. The following approaches to the provision of
crossings in the County Council’s Local Transport Plan will coexist with the method of justifying
schemes in this policy.


Safer Routes to School – where the aim is to encourage more children to walk and/or



Casualty Reduction schemes – where the rate of return from likely casualty savings is

cycle to school with less dependence on the use of the car.
sufficient to justify the expenditure on a crossing.
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Developer funded schemes – where crossing facilities are required to mitigate



Facilities installed on key pedestrian or cycle corridors – where crossing facilities



Facilities funded by Area Committee delegated budget or other budget intended to
address local priorities – this is to address local priorities as opposed to strategic ones

anticipated traffic impact of developments and/or anticipated increases in pedestrian
flows.
may be considered as part of a package of measures on a strategic walking and/or
cycling corridor.

i.e. where a scheme does not satisfy the criteria for funding from the Integrated Transport
capital programme, but notwithstanding this, there are very special local circumstances
where it would be appropriate to provide a crossing. In this case the decision to fund a
crossing must be informed by a consideration of the whole-life costs of the crossing
including the likely annual revenue costs of maintenance and energy.

10.

Removal of pedestrian crossings

It is possible that in the future traffic volumes and/or pedestrian flows may reduce or other factors
may change which may require the removal of a crossing. In this case, a risk assessment and
public consultation will be carried out to inform the action to be taken. However, when the
crossing is due for an upgrade the evaluation for its need will always be carried out.

The technical procedure
A procedure covering the technical details of the operation of this policy is maintained by the
County Council’s Head of Transport for Warwickshire.
The content of this procedure may be reviewed and updated by the Head of Transport for
Warwickshire, but it is to be expected that the same technical process will be used to assess all
schemes during an annual funding cycle.
This procedure covers the technical details of operation of the County Council’s Policy for the
Provision of Pedestrian Crossings and Pedestrian Facility at Traffic Signal Junctions.

Survey
The survey for obtaining values of P and V as described in the Policy shall take place along the
stretch of road approximately 50 metres either side of the requested location. Should the weather
deteriorate during the survey period, than arrangements will be made to repeat the survey on
another day.
When pedestrian surveys are carried out, the pedestrians will be classified by their age and an
indication of their ability.

Determining the level of need for a pedestrian crossing
The level of need will be determined by calculating the degree of conflict between pedestrians
crossing the road and the two-way traffic flow as described in the paragraphs below.
The degree of conflict used will be the adjusted PV2 value calculated as follows.
Pmod = the number of pedestrians crossing in an hour (P) weighted by age and ability in
accordance with the table below
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type of pedestrian

multiplying factor

Child <16
Adult
Elderly
Disabled

1.25
1
2
3

The multiplying factor for cyclist is 1 and for equestrian is 3.
Vmod = the flow of traffic in passenger car units (PCUs) in an hour calculated from the survey
data using the weightings in the table below

type of vehicle

multiplying factor

Cars
Light goods vehicles
Bus
Heavy goods vehicles
Motorcycles
Pedal cycles

1
2
2
2.5
1*
1*

* Since this impacts on pedestrians in the same way as cars, the PCUs are up-rated to reflect
this.
For each hour between 7am and 7pm the weighted Pmod Vmod2 value is calculated by multiplying
the weighted number of pedestrians by the weighted number of vehicles squared, i.e. Pmod x Vmod
x Vmod.
The Pmod Vmod2 figures are ranked in order and the top four figures are divided by four to obtain
the average Pmod Vmod2 value (representing the four busiest hours of the day).
The adjusted PV2 value is obtained by multiplying the average Pmod Vmod2 value by the
pedestrian waiting time factor (T), width of road factor (W), speed limit factor (S) and accident
record factor (A). Hence the adjusted PV2 value is calculated as follows:
adjusted PV2 = average Pmod Vmod2 value x T x W x S x A using the factors T, W, S & A from the
paragraphs below.

Waiting Time Factor (T)
The average waiting time will be derived by the engineer attempting to cross the road at five
random times during the known peak traffic period.
The waiting time factor (T) will then be taken from the table below.
Average Waiting Time

Waiting Time Factor (W)

Less than or equal to 20 seconds

1

21 seconds to 30 seconds

1.2

31 seconds to 40 seconds

1.25

More than 40 seconds

1.3

Width of Road Factor (W)
This factor considers the standard road width to be 7.3 metres. The Road Width Factor is
obtained by dividing the road width by 7.3m i.e. ( road7width
).
.3
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Speed Limit Factor (S)
The Speed Limit Factor (S) is based on the speed limit and will be taken from the table below.
Speed limit of the road

Speed Limit Factor (S)

20 mph speed limit

0.8

30 mph speed limit

1

40 mph speed limit

1.2

50 mph speed limit

1.3

Accident Record Factor (A)
The pedestrian injury accident record at a site is taken into account in the following formula:
N
A = 1  10

where N is the number of pedestrian injury accidents in the previous three years.

Estimating suppressed pedestrian demand
Suppressed pedestrian demand will be estimated taking into account the potential for generating
new pedestrian journeys of 20 minutes or less.

Criteria for justifying pedestrian crossings
To justify a refuge, the adjusted PV2 value should be greater than 0.4 x 108, but the width of road
needs to be at least 7.8m.
To justify a zebra crossing, the adjusted PV2 value should be greater than 0.6 x 108, but a zebra
crossing should not be installed on roads with an 85 percentile speed of 35 mph or above and
the two-way traffic flow should be less than 500 vehicles/hour.
To justify a signalled-controlled crossing (Puffin, Toucan or Pegasus), the adjusted PV2 value
should be greater than 0.9 x 108. Current national guidelines indicate that it is not advisable to
install a signalled controlled crossing where the 85th percentile speed is greater than 50 mph. At
such locations serious consideration should be given to speed reduction measures before
installing a signalled-controlled crossing.

ITS Strategy: Appendix B
Policy for the provision of a traffic signal junction
1.

Introduction

This policy explains how proposals for new traffic signal junctions will be considered.
The demand for new traffic signal junctions far exceeds the County Council’s ability to provide
funding. For this reason we will compare the need for traffic signal control at requested sites so
that decisions can be made in a consistent way and best value can be obtained from the
available resources.

2.

Safety

We will consider safety first, so we will only assess the need for traffic signal junctions at
locations where the appropriate design standards for safety can be met.
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3.

Objective of traffic signal control

The primary objective in providing traffic signal control at a junction is to reduce the conflict
between opposing traffic streams, as these conflicts can result in traffic delay and accidents.
Traffic signal installations are designed to minimise the occurrence of both of these.

4.

Design standards and capacity

Any traffic signals scheme which is to be installed on the highway needs to meet all of the current
relevant design standards. In exceptional cases where these cannot be met, the Head of
Transport for Warwickshire may agree to a departure from standard if a case can be made to
demonstrate that safety would not be compromised.
In order for traffic signals to operate safely and efficiently, it is essential that they can cope with
the demands presented to them such as the volume of traffic, the requirements of pedestrians
and the physical constraints of the junction layout.
It is therefore necessary to carry out a technical assessment of the proposed layout and to take
into account any changes in demand that may occur as a result of installing the traffic signals
junction. The proposed scheme will also need to ensure that the installation can operate with a
practical reserve capacity to allow for a reasonable degree of future traffic growth.

5.

Criteria and strategies for the justification of traffic signals

There are four main factors to take into account when assessing the need for the justification of
traffic signal control :- traffic delays, accident record, traffic management and the provision of a
pedestrian/cycling crossing facility.
However, all these depend upon having the necessary resources initially to implement the
scheme and then to maintain the installation.

5.1

Traffic delays

It is inevitable that, on arterial roads, delays will occur on the side roads at priority junctions
during peak hours. However at the majority of these locations, queues will quickly disperse after
the peak period.
The assessment will consider the traffic conditions over the four busiest hours of the day. If the
delay experienced by drivers is more than eight minutes at the junction during each of the four
busiest hours, then consideration will be given to installing traffic signal control at the junction.

5.2

Accident record

The average accident rate at existing traffic signal junctions in Warwickshire is 0.56 injury
accidents per year. This implies that at any set of traffic signals installed this level of accidents
could be expected.
As a responsible authority, WCC would not want to introduce any facility onto the highway that
would increase the risk of accidents at a particular location. Therefore if the existing accident
record at a location being considered for traffic signal control is less than 0.59 injury accidents
per year, there is a potential risk of making the accident record worse.
The provision of traffic signals mainly for casualty reduction purposes will only be considered if
the accident rate at a particular junction is six or more injury accidents (average) per year for
three years, to ensure a reduction in accidents to the average rate of 0.59 per year or less.
It must also be realised that the provision of traffic signals at a junction which has an established
accident record may not be the most appropriate remedial measure and other measures may be
required.
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5.3

Traffic management

A junction may be signalised to provide better traffic management control within a certain region
of the road network. This may allow the junction to be linked and co-ordinated with other adjacent
traffic signalled junctions to influence the pattern and speed of traffic progression.

5.4

Pedestrian and/or cycling facility

If a controlled pedestrian crossing is justified within close proximity to a junction, it may not be
feasible to implement due to relevant design standards. In this case, consideration should be
given to signalising the junction to provide the pedestrian and/or cycling facility.

5.5

Developer funded schemes

A junction may be signalised to mitigate anticipated traffic impact of a development and/or
anticipated increases in pedestrian flows.

5.6

Safer Routes to School

A junction may be signalised where the aim is to encourage more children to walk and/or cycle to
school with less dependence on the use of the car.

6.

Advantages and disadvantages of traffic signals

The following will be taken into account when appraising the proposal for new traffic signal
junction.
6.1

Advantages

(a)

Pedestrians can cross at traffic signal junctions by taking advantage of breaks in traffic
caused by the intergreen periods (one approach losing right of way and the other
approach gaining right of way). Where pedestrian movements are high or there are few
gaps within the traffic flow, a separate full or partial pedestrian facility could be
incorporated into the installation.

(b)

They are usually more economical in their use of road space, particularly at constrained
sites where physical restrictions could make other types of control more costly and
difficult to provide.

(c)

Their flexibility to assist specifically one particular approach (e.g. signalling right-turners
separately) or category of road user, and their ability to respond to different traffic
conditions.

(d)

Their ability to link and co-ordinate with other adjacent signalled junctions to influence the
pattern and speed of traffic progression.

6.2

Disadvantages

(a)

They can produce increased delay during off peak times.

(b)

They may increase the risk of certain types of traffic accident.

(c)

They incur regular maintenance costs which are essential to the safe and efficient control
of the junction together with the additional requirement to regularly monitor their
operation.

(d)

They do not cater for "U"-turning movements.

(e)

To ensure the safe and efficient operation of the junction, no waiting “at any time”
restrictions may have to be introduced. This may lead to loss of on street parking for
residents and/or traders.
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(f)

They are not recommended on high speed roads (where the 85th percentile approach
speed exceeds 65 mph).

6.3

Capital and revenue expenditure

The typical installation cost to provide traffic signal control at a simple T Junction is approximately
£90,000 (2010 prices). In addition, the annual cost associated with their operation and
maintenance requirements is approximately £2,850. Also, traffic signal equipment has a limited
life cycle, ranging between approximately 6 to 15 years, therefore additional funds are required to
upgrade this equipment after this period.
7.

Removal of traffic signal junctions

It is possible that in the future traffic volumes may reduce or other factors may change which may
require a junction not to be signalised. In this case, a risk assessment and public consultation will
be carried out to inform the action to be taken. However, when the junction is due for an upgrade
the evaluation for its need will always be carried out.
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25. Parking Strategy
Introduction and Overview
Car parking plays a key role in influencing travel decisions, in terms of route, mode and
destination. Often the cost and availability of parking are factors when making decisions about
whether or not to drive to a particular location. This strategy concerns the management of car
parking in Warwickshire and its role in managing congestion and the effects of congestion.
Related parking issues for cycles, motorcycles and Heavy Goods Vehicles are dealt with in more
detail in respective separate Local Transport Plan strategies. It affords WCC the opportunity to
consider how the management of parking should be taken forward in a coherent and cost
effective way.
During the last Local Transport Plan period, Decriminalised Parking Enforcement (DPE) was
successfully implemented in Warwick and Rugby Districts, and the operation of DPE in Stratfordupon-Avon continued to be successful. The introduction of DPE in Nuneaton and Bedworth and
in North Warwickshire is expected to take place not long after this Plan is adopted.
Recently, the language of parking enforcement has changed and it is now known as “Civil
Parking Enforcement (CPE)”, and parking attendants are now known as “Civil Enforcement
Officers”.
In Stratford-upon-Avon, the parking strategy has the added dimension of the availability of Park
and Ride. Here, the County and District Councils are working together to promote the use of Park
and Ride for long stay and commuter parking, with off-street town centre car parks being
promoted more for use by visitors and shoppers, and on-street parking providing a facility for
short stay. Following on from the increasing success of the Stratford-upon-Avon Park and Ride,
the County Council will continue to promote local bus and rail based Park and Ride as a means
of managing congestion and the impact of traffic in Warwickshire’s towns.
The aim of the Parking Strategy is to effectively manage the supply and enforcement of parking
to complement the County Council’s overall transport strategy.
The objectives of the Parking Strategy are to:


Complement and support the County Council’s overall transport strategy



Complement and support strategic demand management policies



Be consistent with the policies, objectives and targets contained in the Local
Development Frameworks of the District and Borough Councils



Support the achievement of Travel Plan, Sustainable Development and Mode Share
objectives



Ensure town centres are accessible and to support regeneration without undermining
demand management objectives



Make sure that developments are sustainable and make best use of the land available



Ensure that additional car trips are not encouraged which could cause congestion



Contribute to the efforts to increase the number of trips by non-car based modes.
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The Policy Context
National policy
The Road Traffic Act 1991 provided for the decriminalisation of most non-endorsable on-street
parking offences within a defined geographical area, subject to successful application to the
Secretary of State by the relevant traffic authority. Under this Act, the enforcement process gave
local authorities powers to adopt Permitted Parking Areas/Special Parking Areas (PPA/SPA)
within which they can enforce most stationary parking restrictions, leaving the Police service to
deal only with endorsable offences such as parking on a pedestrian crossing or causing
obstruction. The endorsable offences remained criminal, whereas non-endorsable offences
become a civil debt, and the responsibility of the local authority.
Under CPE the Penalty Charge Notice (PCN) replaced excess charge notices (off-street), and a
Police issued fixed penalty notice (on-street), both of which had been used to notify drivers that
they had committed an offence and were required to pay a charge. A PCN has the status of an
unpaid bill and, unless the driver takes action to challenge it, payment remains due as a civil
debt. If payment is not made, the Council’s recourse to County Court is to collect the debt, not to
prove the offence.
By law, all London Boroughs were required to take on the new powers by 1 July 1994. Outside
London local authorities had the choice whether or not to adopt the powers. As of December
2007, Warwickshire County Council is the Highway Authority for Warwickshire and is committed
to adoption of the powers in partnership with the District and Borough Councils within the County.
Part II of the Road Traffic Act 1991 enabled local authorities to take over from the Police service
the enforcement of parking regulations and from 31 March 2008 these regulations were replaced
by the parking provisions in Part 6 of the Traffic Management Act 2004 (TMA), to provide a single
framework in England for the civil enforcement of parking (including on pedestrian crossings),
bus lanes, some moving traffic offences and the London lorry ban.
All Local Authorities with DPE powers were required by law to adopt the provisions of the TMA
from 31 March 2008. Local Authorities who wish to take over enforcement of parking regulations
from the police after 31 March 2008 will do so under the provisions of the TMA (this will apply in
the case of Nuneaton and Bedworth Borough and North Warwickshire Borough).
Under the TMA, Decriminalised Parking Enforcement became known as Civil Parking
Enforcement (CPE), and an existing Permitted Parking Area/Special Parking Area as a Civil
Enforcement Area (CEA) with the addition of Special Enforcement Area (SEA) for some
contraventions. Parking Attendants have a wider remit and become known as Civil Enforcement
Officers (CEOs) (Parking).
The main changes introduced under the TMA are as follows:


To increase public confidence in parking by providing a system which can be seen to be
balanced and fair to the motorist by publication of the Local Authorities’ policies on
enforcement.



To improve public understanding of the way in which parking enforcement contributes to a
better environment through reduction in congestion and improvements in road safety.



To introduce differential penalty charge levels based on the Secretary of State’s directive
on the seriousness of the contravention.



To allow the serving of a penalty charge by post, in situations where the CEO is
prevented from serving the notice by affixing it to the vehicle or handing it to the driver.
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To increase compliance with parking restrictions through clear, well designed, legal and
enforceable traffic orders, signs and road markings; and the full use of the media to
inform the public of changes in parking controls.



To ensure that staff employed to carry out the enforcement processes are fully trained to
a recognized standard.



To regularly appraise the effectiveness of the scheme in consultation with stakeholders,
and take account of views expressed to ensure that parking policies still apply at the right
place and time.



To publish annual reports on the performance of the scheme including financial returns.

In addition, the TMA created two new contraventions relating to parking more than 50cm from the
edge of the carriageway (double parking) and parking across dropped footways. The police still
have the power to take enforcement action against vehicles causing obstruction by parking at
dropped footways or more than 50cm from the edge of carriageway. However, with regard to
enforcement of these contraventions by CEO’s in Warwickshire, it is intended to follow guidance
from the Department for Transport which is that this may be more appropriate in tackling
persistent problems rather than occasional ones. In addition the advice is that where a vehicle is
parked on a dropped kerb outside residential premises no action should be taken unless it is a
shared driveway or the occupier has asked the enforcement authority to do so. It is not
anticipated that immediate enforcement attention will always be possible

Local policy
At its meeting on 19 July 2007, Warwickshire County Council’s Cabinet confirmed or adopted
policies for:


Waiting restrictions (Traffic Regulation Orders, TROs);



Disabled persons parking places;



Residents parking schemes; and



Footway parking.

Furthermore, at Cabinet’s meeting on 7 June 2007, it was confirmed that Local Transport Plan
funds would not be used for works to facilitate parking on verges.
These policies, or as varied by the County Council, will apply throughout the lifetime of this LTP.
Parking standards for residential and non-residential off-street parking are contained in the
Supplementary Planning Documents of the individual District and Borough Councils. These
standards are used to assess proposals from third party developers. Importantly, these
documents also give standards for the provision of disabled parking, and parking for cycles (in
the case of non-residential parking).
In the case of Stratford-upon-Avon, the County Council fully supports the District Council’s vision
for a World Class Stratford. This vision is encapsulated in the Urban Design Framework which
was adopted as Supplementary Planning Guidance in July 2007. The UDF contains details of
existing parking provision in Stratford-upon-Avon and of the aspiration that the balance of short
and long stay car parking should be changed to promote the use of Park and Ride and to
improve the public realm.
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Overview of the Current Situation
Background
There are three broad categories of car parking in Warwickshire. These are:


On-street :Parking within the adopted highway boundary that is regulated by the Highway
Authority which may be subject to a charge or limit to the length of stay. Enforcement of
parking regulations has historically been carried out the Police but following the process
of Decriminalised Parking Enforcement can be carried out directly by the highway
authority or its agents;



Public off-street: Parking areas, normally provided by District or Borough Councils, which
are open to public. Typically users are charged according to length of stay; and



Private off-street :Parking that is privately owned for use by the owners, typically
residents, employers, retailers and leisure facilities. This category includes commercial
parking operations.

On-street parking is the only type over which the County Council has direct control and can
directly change the level, type of provision and if applicable, level of charges made.
The majority of parking within the County’s town centres is provided by off-street, publicly
operated, car parks and on-street parking. Typically parking stock is added to by large car parks
operated by supermarkets and smaller privately operated car parks. In general, in order to
support town centre economies short-stay parking tends to be located closer to the town centres
and long-stay towards the outside.
Most of the town centres have market days, which naturally increase parking demand and can
lead to some displacement of parking out of central parking facilities to nearby areas.
Illegal and inconsiderate parking affects everyone who uses the roads within Warwickshire.
Enforcement is necessary to persuade motorists to comply with the regulations in force and
achieve the benefits detailed below:


Better turnover of on-street spaces arises from better enforcement. Drivers are less
willing to overstay as the risk of getting a PCN increases. The increase in availability of
parking spaces will benefit residents, local businesses, shoppers and visitors.



Improved traffic flow. The increased availability of on-street parking spaces reduces
congestion caused by drivers searching for on-street spaces. This in turn will lead to an
improving the local environment.



Improved road safety through better enforcement of illegal parking on yellow lines, at road
junctions, on narrow streets, and in designated loading bays.



Improved accessibility for emergency services, public transport and utilities vehicles.



Improved accessibility for people with disabilities who rely on the use of the car, through
better enforcement of disabled parking spaces.



Less parking on footways, making life easier for pedestrians and wheelchair users.

A good enforcement regime is one that uses quality based standards that the public understands,
and which are enforced fairly, accurately and expeditiously. This is consistent with current
national best practice and the policies described aim to provide clarity, consistency and
transparency within the enforcement process, and compliance with the objectives of the Traffic
Parking Tribunal and the Local Government Ombudsman. The Warwickshire Authorities fully
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support the underlying principles contained within TMA, and are working toward a common
approach towards civil parking enforcement across the County.
It is a common misconception that schemes such as civil parking enforcement are a means of
making money for the local authority, and that civil enforcement officers work to targets. This is
not true. The scheme is self financing. Civil enforcement officers do not work to targets and any
surplus revenue has to be used for transport and environmental improvement purposes.
In summary, WCC is responsible for:


Making the Traffic Regulation Orders (TRO’s) which are the legal basis for the parking
restrictions in force throughout the County.



The level and times of operation of on-street parking charges.



The rules for on-street parking permits allocation.



Maintenance of signs and road markings relating to on-street parking restrictions.

The District and Borough Councils are responsible for:


The levels and times of operation of charges within those off-street car parks managed by
the District/Borough.



The rules for off-street season ticket allocation.



The signage and surface markings relating to off-street car parks.



Enforcing the parking regulations on- and off street (where CPE applies).



Dealing with disputes to the issue of a PCN for both on and off-street parking.



Managing the resident parking schemes on behalf of WCC



Employing the staff required to carry out the enforcement processes for off-street parking
and on-street parking where CPE applies.

Parking in Stratford-on-Avon District
Parking in Stratford-on-Avon District was the first to be decriminalised in October 2004. The
District Council have responsibility for enforcing the on- and off-street restrictions. There is onstreet pay and display in the centre of Stratford-upon-Avon, with maximum stay restrictions of 30
minutes, one hour or two hours depending on the proximity to the main shopping area of the
town. There is also an extensive area covered by Residents Parking Schemes. This has,
however, led to issues of displaced parking further out of town in residential areas.
It is noticeable that the town centre spaces are generally occupied throughout the day, but, due
to turnover, it is usually possible to find on-street parking if required. For longer stay parking,
WCC and SDC have been working together to produce a charging strategy which promotes the
use of Park and Ride or off-street car parking for longer stay visits. There is a large amount of offstreet parking available (approximately 6500 spaces, of which 2800 are managed by SDC) within
walking distance of the town centre. A car park variable message system indicates the number of
available spaces in various town centre car parks. The privately operated and free-of-charge
spaces in retail parks are highly utilised, especially at weekend. The popularity of the retail areas
along the Birmingham Road in particular is leading to some congestion issues.
A Park and Ride facility was opened in 2007 at Bishopton, to the north-west of the Town Centre.
At the time of writing, it opens daily Monday to Saturday from 07:30 to 19:30, and on Sundays
and Bank Holidays during the summer. Patronage levels are slowly increasing. The County
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Council does not currently plan to open a second Park and Ride, although a third party is
interested in operating a service from a site to the south-east of the town centre.
There are two designated coach parks in Stratford-upon-Avon – at Windsor Street and behind
the Leisure Centre. There are limited facilities for coach drivers at both of these and the Leisure
Centre car park feels remote from the town centre, making both reasonably unattractive. The
District Council are currently considering options for the future of the Leisure Centre and the
Bridgeway area which would improve the facilities and the connection to the town.
Cycle parking facilities have been improved in the town centre with the provision of dedicated
stands in prominent locations. Parking for powered two-wheelers is accommodated in a special
facility adjacent to the Bridgefoot multi-storey car park. The availability of car parking at Stratford
rail station is restricted with 320 spaces. There are plans to introduce a bus-rail interchange as
part of the redevelopment of the former Cattle Market site which will improve its accessibility and
reduce the demand for car parking at the station itself. The proposed Stratford Parkway Station
will have the benefit of being located adjacent to the Bishopton Park and Ride site and will
absorb the car parking demand displaced from the existing station car park due to the Cattle
Market development. Its location close to the A46, A3400 and M40 strategic road network makes
the Parkway station very accessible by car and by Park and Ride bus from the town centre.
A Shopmobility service is operated in Stratford-upon-Avon town centre from a centre in the
Bridgefoot car park.
There are enforceable on-street parking restrictions in other market towns in the District. There
are no plans to introduce on-street pay and display outside of Stratford town centre at the current
time. This situation will be reviewed if Stratford-on-Avon District Council decide to introduce offstreet parking charges.

Parking in Warwick District
Parking enforcement was decriminalised in Warwick District in August 2007. It was decided to
recognise the different parking characteristics in the three principal towns of Warwick,
Leamington Spa and Kenilworth by implementing different restriction and charging regimes in
each.

Leamington Spa
Leamington Spa is the principal retail and commercial area and benefits from a considerable
amount of on- and off-street car parking. The on-street parking spaces are very well used and
turn over regularly. Pay and display has been introduced on 24 streets in the town centre
permitting maximum stays of up to 2 hours. A number of Residents Parking Zones were
introduced at the same time as DPE, primarily due to the close proximity of residential areas to
the Town Centre. There has been some displaced parking into residential areas further away
from the town centre.
In 2008 a car park management system was installed which indicates the number of car parking
spaces available in off-street car parks.
There is a limited amount of parking at Leamington Spa Station which is at full capacity. The
County Council are working with Chiltern Railways to increase provision, and to improve the noncar accessibility of the station. .
There is a coach drop-off and collection point in the town centre in Newbold Terrace, with layover
facilities provided at the Leisure Centre. The Spa Centre, Pump Rooms and the town centre itself
are attractors of coach-borne visitors.
Cycle stands are provided at various locations along the Parade and side streets. The amount of
cycle parking at Leamington station was doubled during LTP2 to meet increased demand.
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Shopmobility is available in the Royal Priors car park and is open six days a week. A number of
on-street disabled parking spaces were introduced when improvements were made to the
Parade in 2006.

Warwick
Parking restrictions in the town centre include areas of pay and display and of limited or
prohibited waiting. The on-street parking restrictions in the town centre mean that spaces turn
over frequently. There is also short and long stay off-street parking available around the town. In
2007 Warwick District Council established additional parking in areas known as St Mary’s Lands
around Warwick Racecourse.
In 2008 an innovative car park variable message system was installed which replicates brown
tourist destination-type signs. Rather than giving numbers of spaces, the signs actually display
the name of the most convenient and available car park for destinations such as Warwick Castle,
the Racecourse and the town centre.
During the week considerable pressure is placed on on-street parking spaces in residential areas
by County Council staff unable to park in designated car parks and employees of other
businesses. These areas are protected by Residents Parking Zones and are well enforced. The
County Council has introduced measures to try and reduce the demand for parking with
incentives for car sharing, flexible working policies and promoting non-car based travel options.
Residential areas around Warwick Hospital also experience problems with overspill parking.
The Warwick Bus Station was opened in 2008. It occupies land formerly available as car parking,
and has provided an attractive alternative to car based journeys and patronage is increasing. It
also provides a facility for private coaches to drop-off/collect passengers visiting the town as well
as the Castle. Layover facilities are provided at Myton Road and St Marys Land.
There is limited parking available at Warwick Station and there are no plans to change this.
Warwick Parkway Station has considerably more parking available and there are plans to further
increase the capacity of the car park in recognition of the increasing demand for travel from the
Station.
Work is currently underway to identify additional locations for cycle parking in Warwick and to
decide on the form of the stands. There is no specific provision for powered two-wheeler parking.
Warwickshire’s second Local Transport Plan included an aspiration to introduce Park and Ride to
serve both Warwick and Leamington Spa, given an available site and funding. However, it has
not been possible to make any progress and the proposal has now been modified to an
aspiration for a ‘Virtual Park and Ride’ which could come forward with third party funding.

Kenilworth
Kenilworth has an ample supply of both on and off street car parking. The recent developments
at Talisman Square, including the opening of a new foodstore, has improved the attractiveness of
the town centre and the regime of restrictions and charges is designed to promote shopping in
this local centre. There are five Residents Parking Zones which are located around the Castle,
the older part of town and near the town centre.
The proposed Kenilworth Rail Station will have approximately 90 car parking spaces which is
expected to be sufficient for the predicted demand. The central location of the station within the
town is likely to result in a high number of rail users walking to the station. There is currently
limited provision for cycle parking in the town centre. Coach parking requirements tend to be
associated with the Castle, which provides six spaces.
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Parking in Rugby Borough
Parking was decriminalised in Rugby Borough in October 2007. In Rugby town centre, pay and
display parking restrictions have been introduced, as well as Residents Parking Zones. There is
a good supply of off-street car parking, although some may be lost due to proposed
developments. Some town centre on-street parking may also be lost when the Rugby Town
Centre Pedestrianisation Scheme is implemented in the near future.
The main issue for parking within Rugby relates to the differential use of certain car parks over
others within the town centre. This is primarily linked to the spatial position of the key car parks in
relation to the highway network, but is also affected by the nature of the facilities themselves.
This results in certain car parks being over-utilised, and others having spare capacity. To
illustrate this, at times of peak occupancy demand for parking currently accounts for some 70%
of available spaces within the town centre. The newly opened Swan Centre adds to the privately
operated off-street car parking which was already available at the Clock Towers. Disabled
parking places are allocated in the Borough Council’s car parks.
In response to this, the County Council (in conjunction with Rugby Borough Council) introduced a
Variable Message Signing scheme to the key car parks within the town centre, the aim of which
was to provide better information to drivers on the availability of car parking spaces. In parallel
with this, the Borough Council implemented a full review of car parking charges in early 2009
which introduced a maximum stay provision of three hours in the four main town centre car
parks. This appears to have been a successful policy change which has generated an increased
turnover of spaces in these car parks.
The Park Mark scheme has recently been revised by the Government. As such, the Borough
Council is considering whether to seek recognition for its car parks under this new criteria.
As part of the Rugby Transport Study, an assessment was carried out to identify the parking
needs of the town up to the year 2026. This considered all known changes to the quantum and
type of parking within the town (on- and off-street), including the implications of new development
within the town centre.
Work undertaken to investigate existing and future parking supply within the town as part of the
study has indicated that supply of on-street parking across the town centre as a whole is likely to
remain comfortably in excess of predicted demand in the planning timeframe to 2026, with peak
occupancy estimated to be at 84% of total capacity. However, it should be noted that demand for
on-street parking along streets within the very central area of the town is likely to approach the
level of supply within the same timescale. This position will be kept under review by the two
Authorities.
The new rail station multi-storey car park off Mill Road opened in 2009. It has spaces for 496
cars. The rail station now has a total of 739 car parking spaces. Although there are no current
plans to further increase car parking here the County Council will continue to work with Network
Rail and Train Operating Companies to monitor this, and to improve the non-car accessibility of
the station.
Cycle parking stands are provided throughout the town centre at public buildings and at the rail
station.
Coach parking is only permitted at the Westway car park.

Parking in Nuneaton and Bedworth Borough
At the time of writing, CPE had not been introduced in Nuneaton and Bedworth Borough although
progress is being made towards its introduction. A previous proposal to introduce CPE in 2006
had been abandoned due to concerns about the operation of the Residents Parking Scheme and
the appropriateness of some existing restrictions.
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Nuneaton
Nuneaton has some dense residential areas with terraced housing with no off-street parking and
a shortage of on-street parking. Access to the town centre is restricted during the day by
automatic rising bollards, but there is usually sufficient off-street parking available in multi-storey
and surface level car parks, although some parking is taking place in residential areas to avoid
charges. The new Ropewalk multi-storey car park is well used. There are 2176 off-street spaces
available in Nuneaton. The Park mark scheme has been in operation in a number of car parks in
Nuneaton since 2006 and covers 88% of the total off street parking capacity.
New disabled parking spaces were introduced at the same time as the automatic rising bollards
and there is a Shopmobility service operating at the Ropewalk car park.
Cycle parking stands are available throughout the town centre, at public buildings and the rail
station.
The existing parking provision at Nuneaton rail station is very limited with only 151 spaces. The
car park is regularly at capacity. The County Council will continue to work with Network Rail and
Train Operating Companies to seek to increase car parking provision to improve the non-car
accessibility of the station.

Bedworth
Bedworth Town Centre also has a restricted area protected by automatic rising bollards. Offstreet parking is available around the town centre in multi-storey and surface level car parks, and
there are 624 spaces available. An additional 100 spaces are provided for customers of Aldi for a
maximum stay of 2 hours at no cost. Future plans to develop the Tesco foodstore site may see
the introduction of a new large surface car park of a similar nature to the one provided by Aldi.
This would result in the demolition of the George Street Multi Storey car park which is in need of
major refurbishment. The Park Mark award has been achieved in both of the Spitalfields car
parks
Cycle parking stands are provided in the town centre, including behind the library.
There is no charge for parking at Bedworth Rail Station.
A Shopmobility scheme operates in Bedworth on two days per week.

Parking in North Warwickshire Borough
At the time of writing, CPE had not been introduced in North Warwickshire although progress
was being made towards its introduction. Currently there are no off-street parking charges levied
in the 15 off-street car parks operated by the Borough Council. Disabled parking spaces are
available in most of these.
Coleshill Parkway Station has a 200 space car park and spaces are usually available. Cycle
parking has also been provided. The Station is well served by public transport. The Station also
acts as a “Gateway” to Birmingham International Airport.
A regular rail service was restored to Atherstone rail station in December 2009 following
completion of the West Coast Main Line upgrade. The station had been without a regular rail
service for some years. The station is now served by a broadly hourly service between Crewe
and London Euston. Since introduction of the new service in December 2009 the station has
experienced strong passenger growth and it is anticipated that demand will continue to grow in
the future. The station currently has less than 10 car parking spaces and as passenger demand
grows it is likely that this will reach capacity. The County Council will continue to work with
Network Rail and Train Operating Companies to seek to increase car parking provision, and to
improve the non-car accessibility of the station.
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Lorry parking
The issue of lorry parking, and particularly overnight parking, is addressed in the Freight
Strategy. It is acknowledged that there is a requirement for additional overnight parking facilities
in Warwickshire.

Powered Two Wheeler parking
Stratford-upon-Avon has a dedicated Motorcycle Parking facility adjacent to Bridgefoot car park,
and dedicated spaces in the off-street car parks managed by SDC. There are also dedicated
parking spaces in the off-street car parks in Nuneaton. There is currently no specific provision for
powered two wheeler parking elsewhere in Warwickshire.

The Strategy
Policy P1: Partnership working

The County Council will continue to work with the five Warwickshire District/Borough
Councils and adjoining Authorities to deliver a co-ordinated approach to the supply, pricing
and enforcement of on and off-street parking provision in a way that supports the objectives
of the Local Transport Plan, the Local Development Frameworks and other Supplementary
Planning Documents.
In order to support policy P1 we will investigate ways of achieving best value for the Councils in
the delivery of Civil Parking Enforcement, for example through the use of shared systems or
operations.

Policy P2: Environment

The County Council will seek to reduce the environmental impact of traffic congestion
through the appropriate use of public parking, including:
a. The location and period of stay;
b. The cost;
c. The provision of real-time information.
a. Location and Period of Stay – This will be managed so as to encourage long stay commuter
parking to use Park and Ride facilities (where available) or out of town or peripheral parking sites
in order to release parking capacity in town centres for short stay shopping and service related
parking. The County Council’s Parking Policy, adopted in July 2007 (or as subsequently
amended) sets out how requests for waiting restrictions, residents parking schemes, disabled
parking and footway parking will be dealt with.
b. Cost – We will work with the District and Borough Councils to manage the cost of on-and offstreet parking in way that will re-enforce local strategies designed to achieve Policy P2a,
including consideration of the use of concessions, differentiated charging linked to the time of
day, differential charging linked to the carbon dioxide emissions of the vehicle, and of alternative
payment methods. The use of on-street parking charges will be considered where appropriate in
order to encourage the use of other sustainable modes of transport, Park and Ride or off-street
car parks in preference to on-street parking.
c. Information – We will continue to provide real-time car park availability information in Stratfordupon-Avon, Leamington Spa, Warwick and Rugby and will seek to implement a system in
Nuneaton (see ITS Strategy).
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Furthermore, the Council will seek to ensure that it fulfills its obligations under the Network
Management Duty as set out in the Traffic Management Act 2004 insofar as it relates to parking
management and enforcement.

Policy P3a: Enforcement in CPE areas

The County Council will pursue full and effective enforcement of parking in partnership with
those District and Borough Authorities where CPE is in operation.
In undertaking our Civil Parking Enforcement responsibilities we will:


Work with District and Borough Councils as set out in Policy P1;



Ensure compliance with Policy P2 by seeking to promote the use of long stay parking for
commuters and short stay parking for shopping;



Review the extent to which on-street parking charges may be required;



Review the need for, and introduce if appropriate, traffic regulation orders in consultation
with all statutory and non-statutory stakeholders;



Review the need for, and introduce if appropriate, residents parking schemes in order to
control displacement of parking to residential areas;



Review the effectiveness and appropriateness of parking restrictions periodically; and



Maintain the traffic signs and road markings associated with parking restrictions.

Policy P3b: Enforcement in non-CPE areas

Where the enforcement of on-street parking restrictions remains the responsibility of the
Police (currently in Nuneaton and Bedworth Borough and North Warwickshire Borough),
WCC will seek to introduce Civil Parking Enforcement early in the lifetime of this LTP.
In undertaking our responsibilities as Highway Authority, we will:


Work with District and Borough Councils as set out in Policy P1;



Ensure compliance with Policy P2 by seeking to promote the use of long stay parking for
commuters and short stay parking for shopping;



Review the need for, and introduce if appropriate, traffic regulation orders in consultation
with all statutory and non-statutory stakeholders;



Review the need for, and introduce if appropriate, residents parking schemes in order to
control displacement of parking to residential areas;



Review the effectiveness and appropriateness of parking restrictions periodically; and



Maintain the traffic signs and road markings associated with parking restrictions.

Policy P4: Park and Ride

Park and Ride proposals will be supported where appropriate in order to promote
sustainable and convenient access to local employment, schools, services and shopping.
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Park and Ride will be considered particularly advantageous where:


Its implementation would help manage congestion or help limit the environmental impact
of traffic;



The provision of Park and Ride or related Park and Walk/Cycle facilities supports local
traffic management needs; and



It can also support ‘Drop and Ride’ facilities to serve school travel demand and minimise
the impact of school traffic.

Policy P5: Ease of use

The County Council will work to ensure that parking facilities are easily accessible.
The County Council will ensure parking is accessible by:


Increasing disabled parking in line with guidance, giving particular attention to central
areas and including supporting the introduction or expansion of Shopmobility schemes
where appropriate;



Ensuring that parking is clearly signed and good levels of information on the location and
availability of parking is provided; and



Ensuring that parking facilities, and access and egress from them, are safe and secure.

Policy P6: Land use

The County Council will work to ensure that the provision of public parking across the
County is integrated with other policies and provision.
The County Council will work to deliver policy P6 by;


Encourage the reduction of the amount of Private Non-Residential parking and the
greater efficiency of its use;



Ensure that relevant parking standards in regional and local planning policies and
guidance are adhered to; and



Ensure that land use policy is integrated with and supports parking policies.

The County Council will also ensure that parking provision is taken into account in the
development of town centre traffic management schemes and is sympathetic to the urban
environment.

Policy P7: Coach parking

The County Council will support the provision of coach services as part of an integrated
public transport system, support Warwickshire’s tourist industry and manage the impact of
coach parking on the highway network.
The County Council will work to deliver policy P7 by;


Providing safe and convenient access to coach services in a way which also minimises
adverse impacts on traffic operation; and
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Working with District and Borough Councils to identify and provide suitable off-street layover facilities for coaches.

Policy P8: Cycle parking
The County Council will continue to provide dedicated secure cycle parking facilities in town

centres, public transport interchanges and other key service destinations.

The County Council will continue to work with local Cycle Forum groups where appropriate to
identify locations for additional stands particularly in the key urban areas. Innovative solutions
such as the provision of on-carriageway cycle parking in the ‘dead – spaces’ adjacent to car
parking bays or the provision of covered cycle parking ‘hubs’ will be explored and implemented
wherever feasible.

Policy P9: Powered Two Wheeler parking

The County Council will continue to work with local Powered Two Wheeler users and its
internal Motorcycle User Group to identify issues relating to their safe and secure parking.
The County Council will continue to provide dedicated secure parking facilities in areas
where there is demonstrated demand.

Policy P10: Rail station parking

The County Council will continue to work with Network Rail and Train Operating
Companies across the County to ensure that parking is safe, accessible and sufficient to
meet the demands of those travellers who are unable to access the station by other
sustainable modes The County Council will continue to promote more sustainable car
based station access, and will encourage the station operators to provided dedicate parking
spaces for those who car-share or kiss ‘n’ ride.

Policy P11: Lorry parking

The County Council will continue to work with representatives of the haulage industry
through the Freight Quality Partnership on identifying suitable locations for layover and
overnight parking of heavy goods vehicles.
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Action Plan
Policy
P1 Partnership
working

P2 Environment

P3 Enforcement

P4 Park and Ride
P5 Ease of Use

P6 Land use

P7 Coach
parking
P8 Cycle parking

P9 Powered two
wheeler parking
P10 Station
parking
P11 Lorry
parking

Action
Introduction of a Joint Parking Board
Improve co-ordination of on- and off-street
parking policies, including charging
Ensure parking is not used as a competitive tool
between different towns in Warwickshire
Investigate ways of achieving best value in the
delivery of CPE
Use of the County Council’s published parking
policies to manage the supply and pricing of onstreet parking
Car park management systems
Ensure compliance with Network Management
Duty
Implement CPE in Nuneaton and Bedworth and
in North Warwickshire
Review of operations – times and restrictions,
signing
Investigate opportunities for introducing
additional Park and Ride, Park and Walk/Cycle or
Drop and Ride services
Maintain an appropriate proportion of short stay
spaces in economic centres
Increase amount of disabled parking available
Actively engage in Development Control activities
to influence the supply of new residential and
non-residential parking
Ensure that town centre traffic management
schemes provide appropriate levels of parking
Work with District and Borough Councils on the
provision of facilities
Work with Cycle Forums, Train Operating
Companies and local concerns to increase the
availability of dedicated secure cycle parking
facilities.
Work with PTW users and Motorcycle User
Group to identify and address parking issues
Work with Network Rail and Train Operating
Companies to ensure station parking is safe,
accessible and sufficient
Continue to identify and promote suitable parking
locations via the Freight Quality Partnership
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Timescale

Links to

Medium
Short
Ongoing
Ongoing
Ongoing
Short
Ongoing
Short

ITS Strategy
Network
Management
Duty

Ongoing as
required
Ongoing

Bus Strategy

Ongoing
Ongoing
Ongoing
Ongoing

Accessibility
Strategy
Land use and
Transportatio
n Strategy

Ongoing
Ongoing

Cycling
Strategy

Ongoing

PTW
Strategy
Passenger
Rail Strategy

Ongoing
Ongoing

Sustainable
Freight
Distribution
Strategy

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

26. Powered Two Wheeler Strategy
Introduction and Overview
This strategy concerns the use and promotion of Powered Two Wheelers (PTWs) in
Warwickshire. The term ‘PTW’ is a nationally recognised phrase referring to motorcycles,
scooters and mopeds. It should be noted that PTW does not refer to cyclemotors and that means
of transport is not covered by this strategy. For ease of reference where the term motorcycle or
motorcyclist has been used in this document it can be taken to include all forms of PTW or user.
The purpose of this strategy is to set out the vision, objectives and approach to:


Encouraging new and existing PTW use;



Meeting the needs of new and existing motorcyclists;



Reducing the number of PTW casualties (KSIs) in Warwickshire



Meeting the objectives of the Warwickshire Local Transport Plan 2011.

There are particular safety issues concerning motorcycle use, both nationally and within
Warwickshire. Whilst a basic overview is provided in this chapter, motorcycle safety as an issue
will be tackled more specifically through Warwickshire’s Road Safety Strategy.

The Policy Context
The Strategy has been developed in line with the National, Regional and Local policy
environment and aims to be consistent with the wider framework.
The 1998 White Paper ‘A New Deal for Transport: Better for Everyone’ outlined the potential
benefits from increased motorcycle use on the environment and for reducing congestion, as well
as recognising that motorcycles are an affordable alternative to cars. However, the paper also
recognised that the use of PTWs raised some important and complex issues. Consequently an
advisory group was set up to investigate how relevant policy could be developed, with particular
focus on encouraging further improvements in road safety and minimising the impacts of
transport on the environment. The advisory group submitted its final report in August 2004, which
made a full analysis of progress since the White Paper and was accompanied by some key
recommendations. Many of these recommendations relate to issues that can only be progressed
at a national level, however, wherever appropriate they have been incorporated into this strategy.
Following said report, the Government’s published its National Motorcycling Strategy in 2005,
with one of the key themes being:
‘To facilitate motorcycling as a choice of travel within a safe and sustainable transport
framework.’
The Strategy set out a comprehensive overview of national motorcycle issues and this was
accompanied by a detailed action plan designed to address the issues over a 5-year period. In
July 2008 a revised Strategy was published, based on a review of progress to date and
containing within which an amended action plan.
In the same year the Institute of Highway Incorporated Engineers published their Guidelines for
Motorcycles. This was intended to accompany the National Motorcycle Strategy and gave
practical advice on how the different characteristics of motorcycles can be recognised and
addressed in highway and traffic design and management. Wherever practicable these
recommendations and guidelines have been incorporated into Warwickshire’s Highway Design
Standards and within this Strategy.
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One of the biggest issues concerning PTWs and their use is the exceptionally high risk of being
involved in a road traffic accident. Motorcycle use in Warwickshire constitutes 1% of all traffic but
more than 20% of casualties. A number of policies and interventions aimed at addressing this
issue have been developed for the third Local Transport Plan period; details of which can be
found within the Road Safety Strategy.
The policies and interventions contained within this Strategy have therefore been developed to
directly contribute towards and strengthen the links between Powered Two Wheeler use in
Warwickshire and the National Transport Goals & Strategies.

Overview of the Current Situation
National overview
To understand motorcycle use in Warwickshire it is helpful to appreciate some national trends, as
highlighted below:


Motorcyclists represent only 1% of the traffic population but account for 18% of the fatalities
on the national road network.



The distance driven by motorcycles in 2008 was 5.1 billion vehicle kilometers. This was a
drop of 8 per cent from 2007.



The majority of motorcycle trips appear to be between 2 and 25 miles long.



In 2007 there were 588 motorcyclist fatalities on national roads, of which:



Roughly 40% involved a collision with one or more cars (60% of which were considered to be
principally the responsibility of the motorcyclist)



Roughly 30% only involved the motorcyclist (one third of which were associated with
excessive speed)



The main issue with car driver error was found to be carelessness & thoughtlessness, or
failure to judge the actions of the motorcyclist.



Accident liability appears to rise less than proportionately with mileage and falls rapidly with
increasing age, but to a lesser extent with experience



The overall casualty rate for motorcycles has improved since 1998. In 2008 the number of
deaths or serious injuries was 1,131 per billion kilometers driven. A decade earlier it was 23
per cent higher.



In 2008, just under 3 per cent of households had at least one motorcycle. The National Travel
Survey and Family Expenditure Survey indicate that ownership of one motorcycle peaks at
individuals aged 35-39 and that people more likely to own a motorcycle are:
o

Those living alone;

o

Those without children;

o

Males; and

o

Households with one car.

Nationally, nearly two thirds of motorcycle trips are for work, business or education purposes,
compared with just 30 per cent of car trips (however for all other purposes more trips are made
per week by car than motorcycle). Motorcycle trips for work, business or education purposes tend
to be shorter than car trips but account for over half of all motorcycling mileage. Encouraging
PTW use in this capacity therefore directly contributes to National Transport Challenges 2 & 3 as
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detailed in Table 1. For most other purposes, average motorcycle trip lengths are slightly longer
than car trip lengths. The exceptions are visits to friends (where car trips are slightly longer) and
other leisure, where the average motorcycle trip is twice as long as the average car trip. (Source:
National Travel Survey, DfT)

Regional overview
A Department for Transport study; 'Road Safety Research Report No. 54 - In-depth Study of
Motorcycle Accidents' looked at over 1700 motorcycle accident details, including over 1000 from
the Midlands. The main findings were as follows:


There seems to be a particular problem surrounding other road users’ perception of
motorcycles, particularly at junctions. Such accidents often seem to involve older drivers with
relatively high levels of driving experience who nonetheless seem to have problems detecting
approaching motorcycles;



Motorcyclists themselves seem to have far more problems with other types of accident, such
as those on bends, and overtaking or ‘filtering’ accidents; and



There are two main groups of riders that interventions should be focused on. The first is
young and inexperienced riders of smaller capacity machines such as scooters, and the
second is older, more experienced riders of higher capacity machines. Both the skills and
attitudes of these riders need to be addressed.

Warwickshire overview
There are a diversity of positive and negative issues concerning motorcycle use, which vary
considerably across the country. In this section only the issues facing motorcycle use in
Warwickshire are dealt with and these are broken down into perceived opportunities and
observed problems.

Modal share
In Warwickshire the mode share of motorcycle traffic entering the town centres during a 12-hour
daytime period remained relatively constant between 2000 and 2004, with an average mode
share of just under 1% of all traffic. By 2009 this figure had risen slightly to 1% of all traffic (but
this could be explained by statistical variation). Motorcycle use also tends to be seasonal, with
higher levels of use from March to October. In 2009, the overall number of motorcycle casualties
on Warwickshire Roads had fallen by 32%, compared with 2000 levels. Of all motorcycle
casualties:


44% resulted from crashes on rural roads; 66% from crashes on urban roads.



80% resulted from crashes which occurred on single carriageway 2 lane roads, 10% at
roundabouts and 10% on 2 lane dual carriageways;



61% occurred in 60mph limits, 18% in 30mph limits and 8% in 70mph limits;



91% of riders were male;



42% of riders were non-Warwickshire residents;



The peak age for motorcycle riders was spread from 16 to 39yrs (71%);



62% of machines involved were over 125cc (a drop of 11% since 2004);



In 46% of incidents the motorcycle rider was attributed as being at fault in the initial report
from Police Officers attending the incident (a significant decrease from 2004 levels where
65% of motorcycle riders were attributed as being at fault);
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23% of crashes involved no other vehicle; and



Common factors included; loss of control on bends (15%); rider inexperience (10%); failure to
look properly (9.8%) and poor manoeuvering (7.5%).

Challenges
PTW image
Motorcycling can have a poor public image and motorcyclists can be subject to negative attitudes
from other road users. This has adversely affected the willingness of some people to consider
using a motorcycle or moped when it could provide a sustainable and viable alternative means of
travel (particularly for short urban or inter-urban journeys). Reasons include:


The effects of poor weather, including the incorrect perception that this can lead to the rider
becoming wet or cold (good quality appropriate safety equipment can be warm, easily worn
over normal clothing and completely weather proof);



The limited ability to carry large loads;



Occasional aggressive road behaviour from some riders, which can heighten the perception
of user risk to observers.

Public perception of PTW safety
Motorcycle use is of higher risk in terms of user safety than other modes of transport. This
affects their attractiveness as an alternative mode and adversely contributes to Warwickshire’s
road casualty incidents. However, contributory factors appear to be:


Inappropriate speed and rider behaviour leading to a loss of rider control;



Hazards created by the physical layout or infrastructure of the highway network; and



A lack of awareness and understanding of motorcyclists’ needs by other road users,
particularly by car drivers. This, combined with poor observation skills, appears to cause
disproportionally high levels of right of way incidents, notably at ‘T’ and ‘staggered’ junctions.



Inappropriate choice of rider clothing potentially leading to worse injuries in the event of an
incident than may otherwise have occurred;



Poor vehicle maintenance and use of illegal tyres.

If road safety for motorcyclists in Warwickshire is going to continue to improve then continued
application of measures to mitigate against PTW accidents is required. Details of specific
interventions and policies can be found in the Warwickshire Road Safety Strategy.

PTW security


Motorcycles are particularly susceptible to theft, being high in value and easy to manhandle
and transport. Indeed, motorcycle theft is prevalent across Warwickshire with the highest
proportion of thefts taking place in urban areas to the north of the County. During 2009, most
crimes of this type took place in the towns of Nuneaton (133), Rugby (88) and Bedworth (70).
Conversely, there were just 8 motorcycle thefts in Kenilworth, 23 in Warwick and 9 in
Stratford.



The risk of theft, combined with accident risks, can make insurance costs on larger machines
prohibitively expensive;
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Many of the initiatives available to the County Council and its statutory partners to tackle
safety and theft issues have financial implications. These are generally revenue based and
as such face fierce competition for the limited available funding; and



Many of the issues faced by motorcyclists (e.g. licensing) are related to matters that require
national or higher level intervention and Warwickshire’s direct influence is therefore limited.

PTW use in rural areas
The rural areas of Warwickshire experience a range of accessibility issues where limited access
to cars and public transport can restrict employment, education and social opportunities,
particularly for the young and those on lower incomes. Consequently motorcycle use in the less
economically buoyant and more rural north of the county tends to be marginally higher than in
other areas. It has been suggested that this may be because motorcycles are often cheaper to
buy and run than other types of private motor vehicle. Accordingly, motorcycles can improve
accessibility in Warwickshire by:


Providing high levels of flexibility as typified by private modes of travel, particularly at night
and in rural areas where public transport is not always economically viable; and



Providing a relatively economical form of travel – initial purchase costs and subsequent
running costs can be significantly less than car ownership and travel.

Of particular importance in rural areas is the promotion of responsible riding practices and the
reduction in the number of those Killed or Seriously Injured (KSI’s) on Warwickshire roads. This
key challenge will be addressed through targeted Safety Engineering measures, education and
training initiatives (such as the ‘Take Control’ rider training programme) and a close working
relationship with the motorcycle industry. It should be noted that there is a growing awareness
and willingness to tackle issues of concern and promote the positive aspects of motorcycle use
amongst users, the motorcycle industry and statutory authorities (such as the Police and local
authorities) throughout the region.

Opportunities
Reducing congestion
The urban areas in Warwickshire are comparatively small, but can be subject to peak hour
congestion. Whilst there are currently no lengths of bus lane in Warwickshire open for use by
motorcycles there are significant advantages in using a motorcycle for the urban commute,
particularly from the rural to urban or inter-urban journeys. There is potential for a sustainable
mode shift from private car use to motorcycles, so helping reduce congestion.
The smaller physical space required by motorcycles can often help riders ‘beat the queues’ and
thus decrease urban journey times. In addition, on-street parking demands are reduced as PTWs
occupy far less space than the average sized car; helping reduce street clutter and enabling
reallocation of road space to other uses.

Environmental benefits
There can be environmental benefits from increased motorcycle use compared to car use,
including:


Lower emissions – Overall compared to cars, motorcycles produce fewer emissions.
Generally they perform better for carbon dioxide and oxides of nitrogen, but are worse in
respect of hydrocarbons. The technological stage of motorcycle development, in terms of
emissions standards, is currently behind cars but caught up considerably during the life of the
previous Local Transport Plan;
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Fuel consumption - when considered in terms of average occupancy, fuel consumption is far
lower for motorcycles than cars. It should be noted that for high capacity machines fuel
consumption can be equivalent to or worse than that for the average cars;



Natural resources - vehicle life tends to be longer for motorcycles and recycling levels are
higher. This minimises the primary demand on natural resources and energy requirements
for the manufacturing process; and



Integration with other modes and policies can be relatively easily and cheaply delivered with
often only limited requirements for specific dedicated infrastructure.

The Strategy
The vision of Warwickshire County Council’s Powered Two Wheeler Strategy is to provide:
‘A motorcycle friendly highway network with good access to secure on and off-road parking and
interchange with other modes, which is used by informed and safety conscious road users who
are aware of other’s needs’.
The strategy will contribute towards meeting both Local Transport Plan objectives and wider
National Transport challenges by promoting a Powered Two Wheeler friendly highway network
with initiatives that:


Tackle rural accessibility issues, particularly where public transport is not financially or
commercially viable;



Maximise access to affordable means of travel for employment, services and leisure
activities, including integration with other modes of travel;



Highlight the potential environmental benefits of Powered Two Wheeler use compared to
private car use, particularly where walking, cycling or public transport is not a viable
alternative;



Encourage the safe and responsible behaviour of all road users, including tackling the
vulnerability of Powered Two Wheelers to actions of other road users; and



Consider the needs of Powered Two Wheeler users in the design and maintenance of
highway infrastructure.

Policies
Policy PTW1: Consultation and partnership working

The County Council will consult with users, the motorcycle industry and other interested
groups to deliver the objectives of the Local Transport Plan and related Powered Two
Wheeler policies. We will particularly focus on the delivery of these through partnership
working with other statutory bodies, neighbouring authorities and others in order maximise
the effectiveness of its actions
.

Policy PTW2: Improved facilities

The County Council will, in consultation with users and other interest groups, develop
proposals and deliver improvements to address Powered Two Wheeler concerns and issues
relating to safety, parking, theft and highway infrastructure.
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Safety: Issues relating to Powered Two Wheeler safety will primarily be pursued through the

development and implementation of a Motorcycle Casualty Reduction Plan as part of
Warwickshire’s Road Safety Strategy. This will tackle education and promotion of safe riding and
driving practices for Powered Two Wheeler users and other road users, as well as safety issues
relating to highway infrastructure.

Parking: Parking provision for Powered Two Wheelers should, as far as is reasonably possible,

meet the standards set out in Traffic Advisory Leaflet 2/02, being centrally located near the
journey destination and being well signed for ease of access. Consideration should also be
given to the provision of convenient changing and storage facilities for equipment.

Theft: Best practice and information on minimising the risk of theft will be promoted. The

provision of parking facilities within the highway should be secure, having locking points and
CCTV wherever feasible. Other measures and initiatives to reduce Powered Two Wheeler theft
will be investigated in liaison with the Police as well as other local authorities with responsibility
for off-street parking provision.

Highway infrastructure: Consideration of the needs of Powered Two Wheelers will be

incorporated in normal highway maintenance and design practices; this will particularly focus on
dealing with spillages, the location of street furniture and equipment and assessing maintenance
practices in relation PTW accident risk.

Policy PTW3: Integration

The County Council will encourage the sustainable use of Powered Two Wheelers and
improve access to interchange with other modes. We will also, where appropriate,
investigate the feasibility of allowing access to areas of the highway normally restricted to
Powered Two Wheelers.
Sustainable motorcycle use can normally be considered where a motorcycle is used safely and
responsibly for a journey when travel by foot, cycle or public transport is not viable.

Policy PTW4: Promotion

The County Council will promote improvements to facilities (Policy PTW 2) and integration
(Policy PTW 3) of Powered Two Wheelers through a range of initiatives.
In support of Policy PTW4, the County Council will, where feasible:


Develop promotional campaigns to raise awareness and educate all road users;



Provide advice on the development of Travel Plans for existing developments and when
negotiating Travel Plans for new developments; and



Continue to incorporate safe and sustainable Powered Two Wheeler use within the
County Council.

Action Plan
The table below sets out the County Council’s actions in delivering the policies of the Powered
Two Wheeler Strategy in a way that recognises the existing problems and opportunities outlined
earlier in this document.
The delivery of some measures, particularly those related to safety and enforcement, involves a
wide range of stakeholders and can often depend on strategic and policy decisions or actions
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taken at a national level. In these circumstances the nature and timescale of the actions set out
below may need to vary.

Policy
Link

Action

Schemes and Measures

Timescale

PTW1

Improve parking facilities & seek
to reduce PTW theft

Continue to provide free secure facilities
within the highway where a need is
identified

Ongoing

Review the signing and information
provision for on and off-road PTW
parking

Ongoing

Seek opportunities to link PTW parking
provision with CCTV coverage

Ongoing

Promote good practice using principles
set out in www.secureyourmotor.gov.uk

Ongoing

PTW2 &
PTW3

PTW2 &
PTW3

PTW1,
PTW3 &
PTW4

Improve PTW user safety

Continued integration of PTWs
into Warwickshire’s transport
system

Promote PTW use to reduce the
impact of transport on the
environment, minimise
congestion and improve safety.

Support the actions of the Road Safety
Strategy including:


Action on key accident routes



Safety education of PTW users



Raise awareness of PTW needs
for all road users



Promotion of training and
provision of information for
training providers.

Provision of secure parking and at
lockers at public transport interchanges
and where appropriate within the
highway.

Medium

Ensure that the needs of PTWs are
considered in new developments and
highway alterations.

Ongoing

When negotiating or advising on the
development of Travel Plans ensure the
potential and benefits PTWs are
highlighted particularly for urban and
inter-urban journeys.

Ongoing

Continue to support the Warwickshire
Motorcycle User Group (with a view to
widening the membership) and through
the Group promote the sustainable use
of PTWs

Ongoing

Continue to support the PTW education
and awareness promotion programmes

Ongoing

Continue to work with other authorities,
cross-boundary action groups,
Warwickshire Casualty Reduction
Partnership, training and assessment

Ongoing
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Policy
Link

Action

Schemes and Measures

Timescale

bodies to promote PTW policy

PTW2

Consider the needs of PTWs in
the maintenance of existing and
construction of new highway
infrastructure

Ensure that the Institute of Highway
Incorporated Engineers (IHIE)
guidelines are always considered in the
design of new highway infrastructure,
with a particular focus on the
consideration of PTW needs.

Ongoing

Investigate the nature of sustainable
motorcycle use with a view to promoting
sustainable travel behaviour.

Medium

Promote targeted information to PTW
users on reporting procedures for
highway maintenance issues

Ongoing
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27. Public Transport Strategy
Introduction and Overview
Warwickshire’s Public Transport Strategy provides the strategic framework for the public
transport mode specific strategies covering Buses, Passenger Rail, Community Transport, Taxis
and Private Hire Vehicles. The Public Transport Interchange Strategy and the Bus Information
Strategy are also crucial to delivering better public transport.
The purpose of this strategy is to set out what is needed in Warwickshire to ensure excellent
public transport services and facilities which will address the needs of both current and potential
passengers in Warwickshire and deliver the transport objectives of the Government and the
County Council.
The target audience for this strategy and the subsidiary public transport strategies includes a
wide range of stakeholders comprising the residents of Warwickshire, public transport
passengers and representative organisations, voluntary groups, the Department for Transport,
the Council’s local authority and regional partners, bus operators, Network Rail, train operators,
the Highways Agency and regulatory bodies.
Ongoing consultation, market research, data collection and monitoring of public transport
services is conducted in order to gain a better understanding of people’s needs and expectations.
The strategies have been prepared in consultation with stakeholders and have incorporated and
addressed the views received and this has helped to produce strategies for public transport
which address the needs of current and potential users and which will deliver the desired
outcomes.
The County Council is convinced that the underlying principle of the strategies for public transport
must be to provide for the travel needs of passengers. Customers’ needs should come before the
operational and commercial requirements of the public transport providers.
An effective transport network is essential in order to give people, in both the urban and rural
areas of Warwickshire, access to the opportunities and benefits that contribute to the enjoyment
of a better quality of life. Public transport needs will continue to be met by bus, passenger rail,
community transport services or taxis and private hire vehicles or any appropriate combination of
these modes. Each of these activities and modes have interlinked strategies and common aims
and their provision will be integrated to provide the most effective transport service.
The effectiveness of transport links extends, not only to its provision, but also to difficulties in
physically accessing what is provided, and other equally important issues such as the level of
fares, journey time, personal security and comfort.
A further aspect, which needs to be taken into account, is that peoples’ travel needs are not
constrained by administrative boundaries. The strategies for public transport therefore consider
cross-boundary services and services operating wholly within Warwickshire on an equal basis.
This approach, in terms of delivery, makes effective partnership working with adjoining local
authorities, regional and other stakeholders, users and transport providers absolutely essential.
The County Council is committed to this way of working and partnership is a recurrent theme
through the strategies for public transport.
The delivery of public transport initiatives involves a wide range of stakeholders and can often
depend on strategic decisions which are taken in a regional and national context. In these
circumstances, the timescales for the schemes and measures set out in the public transport
mode strategies will need to be flexible to take advantage of the implementation opportunities as
they arise.
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Some public transport-based schemes are commercially viable and the County Council would
expect these to be funded within the public transport industry. However, some schemes are only
viable if the wider transport, social and economic benefits are taken into account. As these
benefits do not have a cash value for the public transport industry an element of public funding
will be essential for these schemes to be delivered. The County Council will work with its partners
to secure funding from the Local Transport Plan Settlement and from other appropriate sources
of funding, including contributions from land developers.

The Policy Context
National and regional policies and priorities
The National & Regional Policies are set out in Chapter 2 of the Local Transport Plan.
There are also several regional policies and priorities which are specific to public transport
provision, as follows:
A Draft West Midland Rail Development Plan has been published by the Regional Rail Forum
which includes representatives from local authorities, Centro, Network Rail, train companies,
central government, Advantage West Midlands and other stakeholder and business
organisations from across the whole of the West Midlands Region.
Centro, the Integrated Transport Authority for the West Midlands conurbation has published an
Integrated Public Transport Prospectus. This seeks to enhance cross-boundary public transport
links to cater for movements in the regional journey-to-work area.

Local policies and priorities
The local policy framework and priorities are set out in full in the following principal strategies:
Warwickshire Sustainable Community Strategy (SCS), Warwickshire County Council’s Key
Priorities, Local Economic Assessment and the emerging Local Development Frameworks
(LDFs) for each of the five Boroughs/Districts within Warwickshire.
In this context, the starting point for this Public Transport Strategy and the subsidiary public
transport strategies is the overall transport objectives of the Local Transport Plan 2011 (see LTP
Part A, section 3) which have been developed to reflect national, regional and local policy.

Overview of the Current Situation
Passengers
The scale and distribution of the population in Warwickshire together with their social
characteristics will have a major impact on travel patterns and mode of travel. This has been
taken into account when developing the strategies for public transport.

Population
The population in Warwickshire has grown far more quickly than the general growth in population

Social issues
People on low incomes are more dependent upon public transport to access employment, health,
education, shopping and leisure opportunities. The proportion of households on below average
incomes varies between the districts in Warwickshire. Pockets of deprivation can be found within
all districts. Some wards within the Warwickshire districts are amongst the 10% most deprived in
the country. A number of other wards fall not too far outside this category.
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Car ownership
The proportion of households without a car in Warwickshire is 19% which is below the national
average of 27%. However, the proportion of households possessing two cars at 39% is greater
than the average for England of 29%. Research has shown that the second car has the greatest
effect on public transport, as this car is used for non-peak trips, e.g. school runs, directly
competing with public transport.
People without access to a car are four times more likely to use a public transport service
(including taxis and private hire vehicles) than people with access to a car.
Source: Warwickshire Statistics in West Midlands Travel Survey 2001
For those without access to a car travel opportunities can be constrained by the limitations of the
current public transport network. For example the geographic and time of day coverage of bus
and rail services can limit the abilities of those without a car to access employment, health,
education, shopping and leisure opportunities. Research suggests that the number of journeys
per annum made by those without access to car is approximately 50% of those with a
car. Source – Warwickshire Household Survey

Existing travel patterns
Within Warwickshire, the main travel movements occur within and between the urban areas in
the North/South corridor, i.e. Nuneaton, Bedworth, Coventry, Kenilworth, Leamington Spa and
Warwick. There are also significant movements between Rugby and Coventry, and between
Warwickshire and Birmingham and Solihull. Parts of Western Warwickshire also experience a
strong demand for travel towards Redditch. Similarly, there are also significant travel demand
from parts of North Warwickshire to Tamworth.
Traffic growth across the County has generally followed national growth trends over recent years.
Traffic growth has tended to reflect areas where significant development has occurred.

Mode choice
The car is the dominant mode of travel in Warwickshire. The percentages of journeys to work in
Warwickshire by mode show that in Warwickshire, approximately 70% of people travel to work by
car which is a higher percentage than the average for England and Wales. The number of bus
journeys has increased since 2006 by approximately 26% due in part to the introduction of free
concessionary travel in Warwickshire in April 2006 for older and disabled passengers. In addition
to this, the National Concessionary Fare Scheme was launched in April 2008. The proportion of
people in Warwickshire travelling by train has increased significantly. These trends are also
reflected at national and regional levels.

The Strategy
The vision of Warwickshire County Council’s Public Transport Strategy is:
‘An affordable, accessible, safe, convenient, environmentally sustainable and integrated public
transport network, capable of attracting an increasing market share for public transport thereby
contributing to the achievement of the objectives in the Warwickshire’s Local Transport Plan
2011’.
The aim of the Public Transport Strategy and the subsidiary public transport strategies is to grow
the market for public transport by making the product attractive both to existing and potential
users alike. It will achieve significant improvement in the provision of public transport services
and facilities to the people of Warwickshire by following a customer focused approach designed
to identify and overcome barriers to the use of public transport.
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Policies
Policy PT1: Partnership

The County Council will work with the Department for Transport, transport operators,
regulatory bodies, Centro, local authorities, users and other stakeholders to progress the
delivery of the policies set out in the Public Transport Strategy and the public transport
subsidiary strategies.

Policy PT2: Public transport modes

The Public Transport Objectives will be delivered through the following strategies:


The Bus Strategy;



The Bus Information Strategy;



The Passenger Rail Strategy;



The Community Transport Strategy;



The Taxis & Private Hire Vehicles Strategy; and



The Public Transport Interchange Strategy.

Policy PT3: Integration

The operation of the strategies for public transport will be integrated with each other and
with the other polices of the County Council to ensure the most effective public transport
provision, both in terms of costs and transport benefits.

Policy PT4: Public transport service subsidies

The County Council’s funds for the financial support of public transport services will be
allocated in accordance with the ‘Criteria for the Provision and Financial Support of
Essential Transport Links’, which is set out in Appendix 1.

Policy PT5: Value for money

The County Council will ensure value for money in the delivery of public transport schemes.
The County Council will ensure value for money in the delivery of public transport schemes and
measures by:


Promoting integrated solutions to transport problems which consider all public transport
modes together with other transport modes and other wider national, regional and local policy
imperatives;



Maximising funding from third parties, including the private sector;



Undertaking, whenever feasible and appropriate, bearing in mind the nature of the scheme or
measure:
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o

An economic assessment to establish a cost: benefit ratio in respect of the scheme or
measure and also taking into account the benefits which are not quantifiable in
financial terms;

o

A ‘Business Case Audit’, (i) to establish the incidence of costs in relation to financial
and other benefits and to ensure that the beneficiaries’ contributions are proportional
to the benefits received and (ii) to aid consideration of potential ‘profit-sharing’ or
‘claw-back’ arrangements to secure the County Council’s financial position.

Adopting a ‘Best Practice’ approach in respect of other schemes and measures by
comparison with the costs and benefits of similar schemes or measures introduced
elsewhere.

Public Transport Strategy Annex 1
Criteria for the Provision and Financial Support of Essential Transport Links
Introduction
An effective transport network is essential in order to give people, in both urban and rural areas
of Warwickshire, access to the opportunities and benefits that contribute to the enjoyment of a
better quality of life.
To enjoy a balanced lifestyle and to take advantage of opportunities, which arise, people need to
be able to access a wide range of facilities, including work, education, training, healthcare,
shopping, social activities and leisure.
For people without access to a car, the lack of appropriate transport links restrict the possibilities
of benefiting from these facilities and opportunities.
In this context, the ‘appropriateness’ of transport links extends, not only to its provision, but also
to difficulties in physically accessing what is provided and other equally important issues such as
the level of fares, journey time, personal security and comfort.
The County Council is committed to meeting its responsibility to improve accessibility in order to
reduce both the perception and reality of this type of social exclusion in Warwickshire.
This criteria deals specifically with the contribution which conventional bus and rail services,
voluntary and community transport schemes, flexible transport services, demand responsive
systems and other innovative transport initiatives will make in promoting social inclusion and how
the County Council will provide and financially support essential transport links.
In this criteria, the use of the term ‘public transport’ (as opposed to ‘private transport’) includes
the range of transport services and initiatives, which are referred to in the preceding paragraph.

Policy background
The overall objectives of the Local Transport Plan 2011 have been developed to reflect national,
regional and local policies and the Public Transport Strategy 2011 seeks to contribute to the
achievement of those objectives through the individual public transport mode strategies.
This criteria sets out the County Council’s priorities in providing financial support for public
transport services. It is anticipated that this criteria will be refined to take account of transport
needs identified through the strategic and local accessibility assessments as set out in The
Accessibility Strategy.
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The Criteria
The criteria reflect the focus of accessibility policy documents on access to destinations rather
than access to transport.
The criteria are based on five principles:


Social exclusion can occur in urban as well as rural areas;



A minimum level of accessibility through the provision of essential transport links should be
provided for all the residents of Warwickshire. The criteria do not seek to constrain higher
service levels nor to reduce existing higher service levels to conform with this criteria, but
establishes the provision of the minimum level of service for all as a first priority. Focused
spending to achieve specific accessibility targets is essential in the context of constrained
funding;



The criteria are not designed to be prescriptive and are envisaged as a first step in
developing them to be more finely attuned to peoples’ needs for essential transport links. It is
proposed to undertake reviews regularly to ensure they are not only delivering improvements
in transport provision but are enabling greater levels of access for the residents of
Warwickshire;



Accessibility levels should reflect levels of transport need at a local level. There is a wide
range of complicated factors which give rise to transport need including age, income and
health. With the object of producing simple easily understood criteria, the level of car
availability has been used as a proxy for the effect of these various factors. As a result, the
transport links for settlements of roughly the same size will differ, depending on the level of
car ownership; and



The most effective option or a mix of options will be used to provide essential transport links,
including conventional bus and rail services, voluntary and community transport schemes,
flexible transport services, demand responsive systems, taxis, private hire vehicles and other
innovative transport schemes, which may be developed in the future. This approach follows
Government guidance that the potential for voluntary or community transport should be
maximised as part of an integrated public transport network.

The new criteria will consider the need to provide additional transport links by assessing existing
transport provision in terms of:


Affordability;



Accessibility;



Availability;



Acceptability; and



Simplicity of Use.

How the Criteria operate
The criteria takes as its baseline the number of households in distinct settlements and
communities, derived from the 2001 Census.
The appropriate level of accessibility for each settlement or community is based on a ‘Weighted
Household Index’. This takes into account the level of car ownership as well as size of
population.
The weighting reflects the results of the West Midlands Travel Survey in respect of Warwickshire
that households without a car are four times more likely to use a public transport service.
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Destinations have been classified as ‘Main Service Centres’, which provide a range of
employment, retail, health (including a general hospital) and leisure opportunities and ‘Service
Centres’ which provide basic employment, retail and health (GP surgery and pharmacy)
opportunities. The classifications are shown in Table 13.3.
Essential transport links for each settlement and community are defined on the basis of the
‘Weighted Household Index’. In very broad terms, the categories of essential transport links
coincide with small settlements, larger settlements, small villages, large villages and towns.
However, there will be exceptions that will reflect the level of car ownership in those particular
settlements and communities. The standards are shown in Table PT1.
Table PT1: Essential transport standards

Standards
Level of accessibility

Essential Transport link

1

Daytime off-peak journey and return once a week to a Service Centre

2

Daytime off-peak journey and return on Mondays to Saturdays to a Service
Centre.

3

Morning peak journey and evening peak return journey on Mondays to Saturdays
to a Main Service Centre; A minimum of two daytime off-peak journeys to a Main
Service Centre.

4

Morning peak journey and evening peak return journey on Mondays to Saturdays
to a Main Service Centre; Daytime off-peak journeys every hour on Mondays to
Saturdays to a Main Service Centre.

5

Morning peak journey and evening peak return journey on Mondays to Saturdays
to a Main Service Centre; Daytime off-peak journeys every hour on Mondays to
Saturdays to a Main Service Centre; Evening and Sunday journey and return to a
Main Service Centre.

The accessibility standards that are defined as being appropriate for each community and
settlement following the above process will be compared with the existing transport provision to
establish any shortfall.
This comparison is based on whether the existing transport link is:

Affordable


The adult single or return fare should not exceed the full cost of the equivalent journey by car
unless this can be justified as a premium fare in respect of a significantly faster journey time.
The cost of the journey by car will be calculated in accordance with the current AA Petrol Car
Running Costs for a car costing £10,000 with an annual mileage of 15,000; and



A concessionary fare scheme should exist which, for persons entitled, should reduce the
‘affordable’ fare for the journey by at least 50%.

Available


The existing provision should comply with the essential transport link that is appropriate for
the specific community or settlement; and



The access time to the vehicle providing the transport link should not exceed thirteen
minutes.
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Accessible


The vehicle providing the transport link and the point of boarding and alighting should enable
the passenger to access the vehicle unaided or with assistance; and



Pedestrian and other routes to the point of boarding should accord with the standards set out
in the Local Transport Plan Walking Strategy and the Cycling Strategy. The access to the
point of boarding by people who have difficulties because of health or mobility problems
should be addressed.

Acceptable


The transport link should be of sufficient quality, particularly in terms of reliability and
punctuality, that a potential passenger should be confident in relying upon it;



The vehicle providing the transport link should provide (i) an acceptable ride in reasonable
comfort, (ii) appropriate heating and ventilation for the season of year, and (iii) both a reality
and perception of personal security and safety;



Staff operating the transport link should have received appropriate driver training, be helpful
and courteous and have received customer service training;



The length of the journey in time by the transport link should be similar to the equivalent
journey by car using substantially the same route unless this can be justified by a significantly
reduced fare. The length of the journey in time will exclude the access time to the vehicle
providing the transport link; and



The length of stay at the destination enabled by the transport link should, as a broad guide,
be approximately two hours for a retail or health visit and approximately three and a half
hours for an Evening or Sunday visit.

Simple to Use


Timetables, routes and fares should be readily available, easy to understand and be simple
to use.



In cases where the minimum accessibility standard is not met the County Council will seek to
secure an appropriate service.

Classification of destinations
Classification of Destinations
Main Service Centres

Service Centres

Rugby

Bedworth

Leamington & Warwick

Kenilworth

Nuneaton

Atherstone

Stratford

Shipston

Banbury

Coleshill

Coventry

Southam

Hinckley

Moreton-in-Marsh
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Tamworth

Lutterworth

Daventry

Chipping Norton

Redditch

Chipping Camden

Northampton
Leicester
Sutton Coldfield
Birmingham
Evesham
Solihull
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28. Bus Strategy
Introduction and Overview
The purpose of this Strategy is to set out what is needed in Warwickshire to ensure excellent bus
services that will address the needs of both current and potential passengers in Warwickshire
and deliver the transport objectives of the Government and the County Council.
The Bus Strategy has been prepared in consultation with a wide range of stakeholders including
user groups, other local authorities, operators, other interest groups and potential partners.
This strategy deals specifically with the contribution bus services make in providing an effective
transport network. However, the term ‘bus’ should be read to include scheduled coaches as
these play an important role in providing a more direct, express-type, service which can be
appropriate for some local travel demands.

The Policy Context
The overall national, regional and local policy context of public transport in Warwickshire are
referred to in the Public Transport Strategy.
In addition, there are a number of specifically bus-related structural, statutory and policy contexts
which are referred to below.

Statutory requirement
Warwickshire County Council is required under the 1985 Transport Act to “…secure the provision
of such public passenger transport services as the council consider it appropriate to secure to
meet any public transport requirements within the county which would not in their view be met
apart from any action taken by them for that purpose”, and “…to formulate from time to time
general policies as to the descriptions of services they propose to secure..” (Source: Transport
Act 1985, Paragraph 63 (1) (a) and (b)).

Overview of the Current Situation
The overall review of the current situation relating to the provision of public transport in
Warwickshire is set out in the Public Transport Strategy.
In addition, there are a number of specifically bus-related characteristics which are referred to
below.

The existing bus network
The bus network is focused on the major urban centres of Coventry, Leamington Spa, Warwick,
Rugby, Nuneaton, Bedworth, Kenilworth and Stratford-upon-Avon. These centres have local bus
networks.
Linking these urban centres is the inter-urban bus network. Less frequent bus services connect
the main villages and smaller settlements with the urban and local centres.
In addition to the urban and local centres, there are a number of major attractors, both in and
outside the county that are served by the bus network including University Hospital, Warwick
Hospital, George Eliot Hospital, Queen Alexandra Hospital, Hams Hall, Birmingham International
Airport, The National Exhibition Centre, Warwick University and Coventry University.
The urban centres and the inter-urban bus network are shown below:
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Figure PTB1: The Existing Inter Urban Bus Network
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.Bus operators
The majority of the bus services in Warwickshire are operated on a ‘for profit’ (i.e. commercial,
non-subsidised) basis by private companies. Commercial bus services form the core of the bus
network. Approximately 89% of bus passenger journeys are made on these services.
To ensure that bus services are provided to other parts of Warwickshire, not served by the
commercial bus network, Warwickshire County Council procures additional bus services through
competitive tender. These additional, subsidised, bus services account for the remaining 11% of
bus passenger journeys.
The council is also responsible for providing daily transport to and from schools and colleges for
approximately 9,500 entitled scholars and students. All school transport services are reviewed at
least once every four years.

Coaches
Specific stops for coaches operating express services exist in the main towns and villages.

Current demand for bus services
Parts of Warwickshire such as Nuneaton and Bedworth are characterised by being areas of
relatively high bus use, whilst others, such as Stratford have lower levels of bus use. Bus
services carry the majority of public transport users in Warwickshire, typically over a distance of
two to three miles.
Bus patronage has risen in response to the development of Quality Bus Corridors in
Warwickshire. Significant growth in patronage has been occurred on a number of Quality Bus
Corridors and on routes where Quality Bus Initiatives have been introduced. The increases vary
substantially between corridors, but overall an average increase of 30% in passenger numbers
has been achieved.

The need for a better bus network
The current level of bus use is determined by the bus services on offer and the County Council is
convinced that a greater need exists than is being provided for by the existing bus network.
An improved bus network will be essential if the objectives of the Bus Strategy to enable people
without access to a car to easily reach a wide range of education, training, employment,
shopping and leisure opportunities and to reduce congestion are to be achieved.
In considering the need for a better bus network, it is important to identify the potential problems
that will need to be addressed and the opportunities that will create increased demand for bus
travel.

Problems


The adverse impact of road congestion on bus service reliability, on passengers views of
bus travel and on operators’ costs



The bus network in the County, in terms of coverage, frequency, journey times and hours
of operation, is not closely matched with existing and potential future demand for travel by
bus;



The bus network is not always effective in meeting the existing and future needs of
dispersed and hard-to-reach communities;



Whilst the need for small scale revisions to services to react to changes in demand is
appreciated, at a strategic level the bus network is not sufficiently stable for people to
make longer term ‘life-style’ decisions - such as where to live and where to work;
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The bus network does not respond to new sources of potential demand sufficiently early
to influence travel patterns;



Bus services are often expected to meet conflicting travel demands which can lead to a
view that services are unsatisfactory;



Lack of integration between bus and rail services;



Lack of effective multi-mode through ticketing.



Lack of awareness of benefits of using public transport or motivation to use bus services
where they exist as a real alternative to car journeys amongst some members of the
public;



Lack of knowledge of local bus services amongst some members of the public.

Opportunities


Congestion is projected to increase and this will encourage travellers currently using cars
to investigate alternative transport modes if these meet their needs more effectively;



The use of ‘smartcards’ and other modern technology can remove barriers to using public
transport;



New residential developments will generate increased for bus services, in particular the
substantial housing allocations in Stratford, Warwick & Leamington, Coventry, Nuneaton
& Bedworth and Rugby under the Regional Spatial Strategy;



Employment initiatives, such as the Hams Hall Business Park, the Solihull-Warwick
Technology Corridor and the Coventry – Nuneaton Regeneration Zone will generate
additional demand and will need to be served effectively;



The large number of tourists visiting destinations in the county e.g. Stratford on Avon and
Warwick;



Increasingly flexible working hours will help support improvements to the bus network in
terms of coverage and hours of operation;



Development of ’24 Hour / 7 Day ‘ lifestyle will generate demand for earlier and later bus
services – not only for people enjoying the extended facilities but also for those employed
in providing them - serving cities such as Coventry and Birmingham and also larger
towns such as Leamington Spa and Nuneaton; and,



The very close proximity to Warwickshire of Birmingham International Airport, the National
Exhibition Centre and several expanding universities will continue to drive the demand for
bus travel both in terms of frequency, new routes and hours of operation.

The Strategy
The vision of Warwickshire County Council’s Bus Strategy is:
‘An affordable, accessible, safe, convenient, environmentally friendly and integrated network of
bus services, capable of attracting an increasing market share for buses thereby contributing to
the achievement of the objectives in the Warwickshire’s Local Transport Plan 2011’
The aim of the Bus Strategy is to grow the market for public transport in general and bus services
in particular by making the product attractive both to existing and potential users. It will achieve
significant improvement in the provision of bus services and facilities to the people of
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Warwickshire by following a customer focused approach designed to identify and overcome
barriers to the use of public transport.
The Bus Strategy seeks to provide a range of measures and proposals, which will result in the
growth of the market for bus services.
The Bus Strategy will contribute to achieving the objectives of the LTP by promoting a bus
network which:


Offers accessibility through the public transport system, both in terms of physical access
to transport and its availability, to the widest cross section of the population;



Gives people (including those who do not have access to cars) more travel choices to
access work, services and leisure activities;



Offers affordable fares to passengers;



Provides an attractive and sustainable travel alternative to the car thereby helping to
reduce traffic congestion and pollution levels and improving air quality and the
environment; and,



Encourages integration with other modes of transport.

Policies
Policy PTB1: Partnership

The County Council will work with the Department for Transport, Bus and Coach Operators,
Train Operating Companies, Centro, local authorities, users and other stakeholders to
progress the delivery the policies set out in the Public Transport Strategy, the Bus Strategy
and the other subsidiary public transport strategies.

Policy PTB2: Quality of service
To meet the overall aim of the Bus Strategy, the County Council will encourage the
provision of bus services, which are:
a. Affordable
b. Accessible
c. Available
d. Acceptable
e. Simple to use

a. Affordable


The fare should be less than the full cost of the equivalent journey by car, as estimated by
leading motoring organisations. The exception would be that the fare is justified as a
premium fare due to providing a significantly faster journey time or enhanced facilities.

b. Accessible


The design of bus stops, bus stations and vehicles must enable passengers to board or
alight from the vehicle unaided or with a reasonable level of assistance;
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Interchange infrastructure should provide for ‘seamless’ changes between transport
modes. This should be assisted by good signage, information and appropriately designed
infrastructure;



Public transport services should be coordinated to encourage interchange consistent with
the aims of the Public Transport Interchange Strategy, the Passenger Rail Strategy and
the Community Transport Strategy with the object of increasing the range of travel
opportunities and options for travelers; and



Pedestrian and cycling routes to bus stops and interchanges should accord with the
standards set out in the Walking Strategy and the Cycling Strategy. The access to bus
stops and interchanges, particularly by people who have difficulties because of health,
physical or sensory difficulties should be addressed.

c. Available


The bus network should provide a coverage and a level of service which meets the
existing and potential passenger demand. The access time to this level of bus service
from the users point of origin should not exceed seven minutes.

d. Acceptable


Bus services should be of sufficient quality, particularly in terms of reliability and
punctuality that a potential passenger would be confident in relying on them;



Buses, bus stops, bus stations and interchanges should provide reasonable shelter,
comfort, suitable heating (where appropriate) and ventilation for the season of the year
and both a perception and reality of personal safety and security;



Staff should be helpful and courteous and have received both appropriate driver and
customer service training; and



The journey time by bus should be similar to the equivalent journey by car unless this can
be justified by a significantly reduced fare.

e. Simple to use


Timetables, routes and fares should be readily available, easy to understand and be
simple to use;



Information systems should enable passengers to plan their journeys and provide
increased public confidence as to the availability and reliability of bus services consistent
with the Bus Information Strategy;



Full and timely information should be provided or be easily available to customers in
case of disruption to services;



Integrated ticketing between modes including rail, bus and community transport services
should be available, where it is necessary to use different modes to complete a journey.

Policy PTB3: Step-change initiatives

The County Council will develop proposals for a ‘step change’ in the quality of public
transport on the key corridors. Buses and bus-based rapid transit will be considered
together with other public transport options.
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Policy PTB4: New developments

The County Council will encourage measures to enable good accessibility by bus services
to and from new developments and, where appropriate, secure funding from developers
towards the costs, consistent with the Land Use & Transportation Strategy.

Action Plan
Policy

Action

Schemes and Measures

Timescale

PTB1
Partnership

The County Council will
work with the
Department for
Transport, Bus and
Coach Operators, Train
Operating Companies,
Centro, local authorities,
users and other
stakeholders to progress
the delivery the policies
set out in the Public
Transport Strategy, the
Bus Strategy and the
other subsidiary public
transport strategies.

Progress the delivery the policies set out in
the Public Transport Strategy, the Bus
Strategy and the other subsidiary public
transport strategies.

Ongoing

PTB2 Quality of
Service:
‘Affordable’

Examine opportunities
for revisions to fare
structures and levels

Work in partnership with bus operators

Short /
Medium

Develop an improved
county-wide
concessionary travel
scheme, possibly
through a free-issue
county-wide pass for
travel on bus and
community transport
services

Work in partnership with District/Borough
Councils

Short /
Medium

Investigate opportunities
to develop a
concessionary travel
scheme for crossboundary bus, rail and
community transport
services

Work in partnership with bus operators,
District/Borough Councils, Centro and other
local authorities

Short /
Medium

Examine opportunities
provided for within the
relevant transport
legislation to implement
through ticketing
availability between rail,
bus and community
transport services

Work in partnership with train and bus
operators

Short /
Medium
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Policy

Action

Schemes and Measures

Timescale

Promote awareness of
the real cost of motoring
in comparison to the cost
of bus travel

Work in partnership with bus operators,
District/Borough Councils, Centro and other
local authorities to develop appropriate
Green Travel and other marketing
initiatives

Short /
Medium

PTB2 Quality of
Service:
‘Accessible’

Encourage an increase
in the provision of lowfloor accessible buses
on commercial bus
services

Work in partnership with bus operators to
improve the quality of the bus fleet

Ongoing

PTB2 Quality of
Service:
‘Accessible’
(continued)

Develop further Urban
Quality Bus Corridors
(see Statement 1 below)

Warwick – Millers Road – Coten End Leamington

Short /
Medium

Kenilworth – Abbey Hill - Coventry

Short /
Medium

Lillington - Leamington

Short /
Medium

Sydenham - Leamington

Short /
Medium

Nuneaton-Atherstone - Tamworth

Short /
Medium

Leamington – Kenilworth – Leyes Lane Coventry

Short /
Medium

Stratford – Blackhill - Warwick

Short /
Medium

Develop further InterUrban Quality Bus
Corridors (see Statement
1 below)

Enhance facilities at bus
stops and public
transport interchanges
consistent with the aims
set out in the Public
Transport Interchange
Strategy.

Stratford – Bidford - Evesham

Short /
Medium

Warwick – Kenilworth – Albion Street Coventry

Short /
Medium

Leamington – Warwick – Barford –
Wellesbourne – Stratford-upon-Avon

Short /
Medium

Stratford-upon-Avon Rail Station

Short /
Medium

Leamington Spa Rail Station

Short /
Medium

Rugby Station

Short /
Medium

Warwick Rail Station

Short /
Medium

Henley in Arden Station

Short /
Medium

Nuneaton Bus Station

Short /
Medium

Nuneaton Rail Station

Short /
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Policy

Action

Schemes and Measures

Timescale
Medium

PTB2 Quality of
Service:
‘Accessible’
(continued)

PTB2 Quality of
Service:
‘Available’

PTB2 Quality of
Service:
‘Acceptable’

Atherstone Rail Station

Short /
Medium

Continue to integrate the Warwickshire
County Council tendered bus services with
rail services and community bus services

Short

Maintain maintenance
arrangements for bus
shelters funded through
advertising revenue

Complete county-wide agreement with
contractors

Short /
Medium

Seek to safeguard sites
with the potential for
improved public
transport facilities

Work in partnership with Local Planning
Authorities and developers

Ongoing

Undertake an
assessment of locations
where the current bus
network fails to meet the
level of service
standards set out in the
policy

Continue liaison arrangements with
operators and to work in partnership with
bus operators, District/Borough Councils,
Centro and other local authorities to coordinate changes and development of the
network (including cross-boundary
services) in order to optimise passenger
benefits

Ongoing

Consider using ‘Criteria for the Provision
and Financial Support of Essential
Transport Links’ where the level of service
standards are not provided by the current
network

Ongoing

Seek to optimise third party funding of bus
network enhancements, but only if (i) these
will contribute to the objectives of the Bus
Strategy and (ii) arrangements are
proposed which are satisfactory to the
County Council providing for the long term
financial subsidy and/or maintenance of the
enhancement

Ongoing

Seek to promote, and
where feasible, to
provide bus services
which meet the needs of
existing and potential
bus passengers

Work with passenger groups and
communities to identify passenger needs

Ongoing

Promote improvements
in the punctuality and
reliability of bus services

Work with bus operators and key
stakeholders to identify where bus services
are subject to delay which leads to
unreliability and low levels of punctuality

Ongoing

Improve the image and
attractiveness of bus
travel in Warwickshire

Work in partnership with bus operators to
develop a single high quality brand/identity
for the Warwickshire bus network which is

Short
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Policy

Action

Schemes and Measures

Timescale

readily understood and promotes the
network to a wider audience. Due
consideration will need to be given to the
relationship with network brands elsewhere
in the region.

PTB2 Quality of
Service:
‘Acceptable’
(continued)

PTB2 Quality of
Service:
‘Simple to use’

Promote bus travel through Smarter
Choices initiatives.

Short

Enhance the safety of
bus travel both in reality
and in the perceptions of
customers

Encourage bus operators to specify onvehicle CCTV or other appropriate safety
measures on new orders of vehicles

Short

Develop ‘intelligent’
traffic management
systems and priority
measures, traffic
management and onhighway priority which
increase bus service
reliability and punctuality.

Implement a real-time passenger
information system on selected urban and
inter-urban routes.

Short/

Implement bus priority at critical traffic
signal junctions for suitably equipped
buses.

Short/

Investigate extension of Punctuality
Improvement Partnerships to include
additional routes

Short/

Continue to support the production of
accurate, comprehensive, impartial public
transport timetable information

Ongoing

Continue to maintain the public transport
information pages on the County Council’s
website

Ongoing

Continue to promote the national
‘Traveline’ telephone inquiry line service

Ongoing

Provide information
which should be readily
available, easy to
understand and be
simple to use.

Identify opportunities to work with operators
and other transport authorities to ensure
the best use of publicity and marketing
resources and to avoid duplication

Medium

Medium

Medium

Ongoing

Work in partnership with
bus operators, Centro,
other local authorities
and suppliers to deliver
real time information
accessible by mobile
phones

Countywide Short Messaging System

Short/

Investigate opportunities
of real time information
displays on Quality Bus
Corridors and at key
interchanges

Work in partnership with bus operators,
train operators, Centro, other local
authorities and suppliers

Short/

Raise public awareness
about the bus network
and the travel choices

Carry out Travel Awareness campaigns
and targeted promotional initiatives through
the Smarter Choices strategy

Ongoing

Medium
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Policy

Action
that it provides

PTB2 Quality of
Service:
‘Simple to use’
(continued)

Provide ‘Bus Information
Points’ in town centres,
bus stations, main
railway stations and
larger villages

Schemes and Measures

Timescale

Increase route-specific promotion where
infrastructure improvements have been
made

Short

Promote bus travel to employees through
Workplace Travel Plans and other Smarter
Choices initiatives

Ongoing

Promote bus travel through Personalised
Travel Planning at new residential
developments as part of Smarter Choices
strategy.

Medium

Dunchurch
Attleborough
Henley-in-Arden
Bidford-on-Avon
Southam
Studley
Bulkington
Warwick Hospital
Rugby St. Cross Hospital
Nuneaton George Eliot Hospital
Chapel End
Shire’s Retail Park Leamington
Bedworth Rail Station
Stratford-upon-Avon Rail Station
Water Orton Rail Station
Nuneaton Rail Station
Rugby Rail Station
Kenilworth Rail Station
Stratford-upon-Avon Parkway Rail Station

Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short /
Medium
Short/
Medium
Short/
Medium

Encourage fare
structures and levels
which are easy to
understand and simple
to use

Work in partnership with bus operators

Short

Examine opportunities to

Work in partnership with bus operators,

Short/
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Policy

Action

Schemes and Measures

Timescale

promote the use of
‘smartcards’ and other
modern technology

train operators, Centro, other local
authorities and suppliers

Medium

Work in partnership with bus and train
operators

Short /
Medium

Work in partnership with the Department
for Transport, the Office of the Rail
Regulator, Network Rail, Bus & Train
Operators, Passengers, District Councils,
Coventry City Council, Centro and other
local authorities

Ongoing

North-South Corridor Step-Change
Initiative: Nuneaton - Bedworth - Coventry Kenilworth – Warwick/Leamington Spa
(see Statement 3 below)

Short/
Medium

Work in partnership with developers &
Local Planning Authorities

Ongoing

Examine opportunities
provided for within the
relevant transport
legislation to implement
through ticketing
opportunities between
bus and services
PTB3 StepChange
Initiatives

PTB4 New
Developments

Develop proposals for a
‘step-change’ in public
transport provision on
key corridors based on
integrated planning and
co-ordination of all public
transport modes. Where
appropriate, a
combination of public
transport modes will be
considered.
Secure, where
appropriate, funding from
developers towards the
costs of providing
appropriate bus services
to serve the
development, consistent
with the Land Use &
Transportation Strategy.

URBAN QUALITY BUS CORRIDORS
….. are a partnership between the County Council and Bus Operators to deliver a total up-grade
of bus travel on selected corridors.
The Bus Operators provide high quality low-floor accessible buses, more frequent services and
drivers specially trained in customer care.
The County Council invests in roadside infrastructure at all bus stops - installing raised kerbs to
make access to buses easier, improved waiting facilities including bus shelters where feasible
and better passenger information.

INTER-URBAN QUALITY BUS CORRIDORS
….. are aimed at extending the ‘Quality Bus Corridor’ benefits to inter-urban services.
The Bus Operators provide improved vehicles and the County Council invests in improvements
to bus stops and shelters at key locations.
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CRITERIA FOR THE PROVISION AND FINANCIAL SUPPORT OF ESSENTIAL TRANSPORT
LINKS…..
…….deals with the contribution which bus and rail services and community transport schemes
will make to improving accessibility and how the County Council will provide and financially
support essential transport links.
For people without access to a car, the lack of appropriate transport links restricts the possibilities
of benefiting from a wide range of facilities, including work, education and training, healthcare,
shopping, social activities and leisure.
The key principles behind the criteria are: A minimum level of accessibility should be provided for all the residents of Warwickshire. The
criteria does not seek to constrain higher service levels, but establishes the provision of the
minimum level of service for all as a first priority;
 The new criteria is not designed to be prescriptive and is envisaged as a first step in
developing criteria which are more finely attuned to peoples’ needs for essential transport
links;
 Accessibility levels will consider levels of transport need at a local level. There is a wide range
of complicated factors which give rise to transport need including age, income and health.
With the object of producing a simple easily understood criteria, the level of car availability has
been used to reflect these various factors.
The most effective option or a mix of options will be used to provide essential transport links,
including conventional bus and rail services, voluntary and community transport schemes,
flexible transport services, demand responsive systems and other innovative transport schemes.

STEP-CHANGE IN THE NORTH-SOUTH CORRIDOR
The North-South Corridor from Nuneaton in the north through Bedworth, Coventry, Kenilworth
and Leamington Spa in the south is a densely developed corridor. It contains principal travel
destinations including the city of Coventry and a number of major town centres, Warwick
University, Coventry University, the Coventry Arena and a number of key regeneration sites.
Future travel patterns on the corridor will respond to a number of factors, including:
 New residential, employment, retail and leisure facilities in all the main centres in the corridor,
including major regeneration initiatives in the Coventry-Nuneaton Regeneration Zone;
 Major redevelopments in the centres of Nuneaton and Bedworth
 Changes in work patterns; Changes in personal lifestyle choices with the development of a ’24
Hour / 7 Day ‘ lifestyle not only for people enjoying the extended facilities but also for those
employed in providing them.
The corridor suffers from the most severe congestion because of large movements of people
throughout the day and offers significant opportunities to improve accessibility, reduce
congestion and aid economic regeneration.
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The density of the population and the level of activity in the corridor are set to grow substantially
and will create increasing demand for transport. These demands will increase car use and
congestion unless a good quality public transport network is available.
The Centro Integrated Transport Prospectus is proposing a rapid transit network centred on
Coventry linking key origins and destinations in the corridor with the aim of increasing public
transport use and reducing congestion.
The County Council will continue to seek to secure a ‘through’ bus service between NuneatonBedworth-Coventry-Kenilworth-Warwick/Leamington to address the lack of such a service
between the north and south of the County without the current requirement to change within
Coventry. A through service would enable a free-flow between where people live and the
opportunities for work and leisure without increasing congestion.
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29. Passenger Rail Strategy
Introduction and Overview
The purpose of this strategy is to set out what is needed in Warwickshire to ensure excellent
passenger rail services which will address the needs of both current and potential passengers in
Warwickshire and deliver the transport objectives of the Government and the County Council.
The Passenger Rail Strategy has been prepared in consultation with a wide range of
stakeholders including user groups, other local authorities, operators, other interest groups and
potential partners.
The key role of the County Council, working in partnership with the rail industry and other
stakeholders, is as initiator and promoter of local rail network improvements.
This Strategy deals specifically with the contribution passenger rail services make in providing an
effective transport network. Rail based Light Rapid Transit is also considered within the
Passenger Rail Strategy and although it may have a limited application within the county, it may
be an appropriate transport solution on one, or perhaps two corridors.
The transport network also provides for the movement of goods, the availability of which
contributes to a good quality of life for the people of Warwickshire and sustains an improving
economy. This document provides a strategy basis for the improvement and development of
passenger rail and the role of freight rail is set out in the Sustainable Freight Distribution
Strategy. There are interactions between these demands as passenger rail services and freight
rail services share the same railway infrastructure.

The Policy Context
The overall national, regional and local policy context of public transport in Warwickshire are
referred to in the Public Transport Strategy.
In addition, there are a number of specifically rail-related structural, statutory and policy contexts
which are referred to below.

Statutory requirement
Warwickshire County Council is required under the 1985 Transport Act to “…secure the provision
of such public passenger transport services as the council consider it appropriate to secure to
meet any public transport requirements within the county which would not in their view be met
apart from any action taken by them for that purpose”, and “…to formulate from time to time
general policies as to the descriptions of services they propose to secure..” (Source: Transport
Act 1985, Paragraph 63 (1) (a) and (b)).

The rail industry structure
The key features of the structure of the rail industry set out in the Railways Act are:


The Government sets the strategy and the level of public expenditure for the railways. It
specifies passenger rail franchises and produces Regional Planning Assessments;



Network Rail leads industry planning, sets timetables and directs service recovery and
has responsibility for operating the network and for its performance. Network Rail is
responsible for producing Route Utilisation Strategies;



Train Operating Companies provide passenger services under franchise agreements with
the Department for Transport with the exception of some passenger services which are
operated on a commercial basis;
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Freight Operating Companies operate rail freight services on a commercial basis;



The Office of the Rail Regulator’s role is to protect the rights of investors, customers and
to ensure the Government receives value for money for its investment. It is responsible
for ensuring safety, performance and cost;



Community Rail Partnerships exist as a means of enabling more local decision making.

Route Utilisation Strategies (RUS)
Network Rail have completed the Network RUS and the Freight RUS.
A number of RUSs have been published or are in draft form:


The West Midlands & Chilterns RUS sets out the strategies for the use of the current
railway infrastructure and Network Rail’s proposals for increasing capacity. This RUS
covers most of the rail routes in Warwickshire and the West Midlands Region.



The West Coast RUS covers several rail routes in the north and east of the county.



The Great Western RUS includes the 'Cotswold Line' which, although not located within
Warwickshire, provides rail travel opportunities for residents in the south and west of the
county.



The East Midlands RUS includes the route from Birmingham to Leicester via Nuneaton.

West Midland Region Rail Development Plan
A Draft Rail Development Plan has been published by the Regional Rail Forum which includes
representatives from local authorities, Centro, Network Rail, train companies, central
government, Advantage West Midlands and other stakeholder and business organisations from
across the whole of the West Midlands Region.
The Rail Development Plan is designed to build on the Centro Rail Network Development
Strategy for the West Midlands conurbation which was issued in 2007 and to support the region’s
Transport Priorities Action Plan, launched in 2008 which identified the importance of rail capacity
increase to the region in achieving wider economic, environmental and social objectives.
The Plan has been prepared in parallel with the plans of Network Rail, train companies, Centro
and Local Transportation Authorities in the West Midlands to achieve a coherent and consistent
plan for rail development across the whole of the region. It will assist in justifying and securing
central government and other funding for rail improvements in the Region both directly and
indirectly through Regional Funding Allocations and the funding provided to Network Rail and
train companies.
The Plan reflects the policies and proposals set out in the Warwickshire Passenger Rail Strategy
and in the other strategies for public transport..

High Speed 2
The County Council is opposed to the proposed HS2 London to Birmingham high speed rail line
as there are no clear environmental or economic benefits for Warwickshire.

Overview of the Current Situation
The overall review of the current situation relating to the provision of public transport in
Warwickshire is set out in the Public Transport Strategy.
In addition, there are a number of specifically rail-related characteristics which are referred to
below.
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Existing passenger rail network
The passenger rail network in Warwickshire is focused on the London to Birmingham axis with
both major routes between the two cities serving stations in the County. Further direct regular
rail travel opportunities exist to the North West, the East Midlands, East Anglia, and on branch
lines within the County. The rail routes serving the County are shown in Figure PTR1. There are
twenty two railways stations in Warwickshire varying in size from those which are key hubs on
the national network through to small stations meeting very local needs.

Passenger train operators
Six passenger rail franchises currently serve Warwickshire catering for a range of local, regional
and national travel demands.
The London Midland Franchise includes many local services in Warwickshire, namely,
Birmingham - Stratford-upon-Avon, Coventry – Nuneaton and peak services on the Birmingham
– Leamington Spa route. This franchise includes responsibility for the majority of the stations in
Warwickshire.
London Midland also operates inter-regional services between Birmingham - Coventry - Rugby Northampton - Milton Keynes - Watford Junction - London Euston and between Crewe – Stokeon-Trent - Stafford – Tamworth – Nuneaton - Rugby - Northampton - Milton Keynes - Watford
Junction - London Euston.
The Chiltern Railways Franchise provides services from London Marylebone to Birmingham
calling at Leamington Spa, Warwick, Warwick Parkway and Hatton and Lapworth. Responsibility
for the management of these stations is included in the franchise. A London Marylebone to
Stratford-upon-Avon service is also operated which calls additionally at Claverdon, Bearley and
Wilmcote.
The CrossCountry Franchise provides a national network centred on Birmingham. Trains calling
at Leamington Spa provide direct journeys to the South Coast, North-West England, North-East
England and Scotland with connections at Birmingham to the South-West. These services also
cater for important local movements between Oxford - Banbury - Leamington Spa - Coventry Birmingham. This franchise also includes services between Birmingham – Coleshill Parkway –
Nuneaton and Birmingham – Tamworth which continue to the East Midlands and/or Stansted
Airport.
The Great Western Franchise provides services on the ‘Cotswold Line’ between Worcester and
London Paddington. These are used by people in the far south of Warwickshire. Important
stations on the line from Warwickshire’s perspective are Evesham, Moreton-in-Marsh and, to a
lesser extent, Honeybourne.
The West Coast Main Line Franchise passes through Rugby and Nuneaton, the only electrified
line in Warwickshire, providing high speed services from London Euston to Birmingham, the
North-West and Scotland. Responsibility for the management of Rugby and Coventry stations is
included in the franchise. A major infrastructure enhancement of the West Coast Main Line has
now been completed which has increased capacity and enabled maximum speeds to be raised to
125mph.
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Figure PTR1: Warwickshire’s Passenger Rail Strategy: The existing rail network
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Current demand for passenger rail services
Commuting, business and leisure travel to the West Midlands Conurbation and Coventry form a
substantial element of rail travel in the County. Peak trains into the West Midlands carry large
numbers of passengers from a wide range of socio-economic groups.
There is also significant use of rail for commuting and business travel to London and the South
East. Rail journeys for retail, leisure and social activities is also growing.
A number of ‘out-of-county’ rail stations are used by a significant number of Warwickshire
residents to access the rail network including Tamworth, Sutton Coldfield, Birmingham
International, Redditch, Evesham and Moreton-in-Marsh.
In some areas of Warwickshire, trains provide an essential socially necessary service as rail is
the only form of regular public transport to some communities.
The overall trend in the numbers of rail passengers in Warwickshire is one of sustained growth
with rail travel becoming increasingly important.


45% increase in rail journeys to, from or within Warwickshire between 2002 and 2009;



36% increase in rail journeys from Warwickshire to West Midlands between 2002 and
2009;



20% plus of peak journeys to Birmingham are by rail; and



30% further increase in journeys from stations across the West Midlands region projected
from now to 2019.

The success of Warwick Parkway Station and Coleshill Parkway Station in attracting substantial
numbers of passengers who are new to rail travel have shown the effectiveness of providing new
stations which have been planned to take account of new and changing travel demands.

The need for improved passenger rail services
The current level of demand for rail travel is determined by the rail services on offer and the level
of accessibility to those services. The County Council is convinced that the continuing growth in
demand for rail services is evidence that a greater need exists than is being provided for by
existing rail services.
Improved rail services will be essential if the objectives of the Passenger Rail Strategy are to be
achieved.
In considering the need for a better passenger rail network, it is important to identify the potential
problems which will need to be addressed and the opportunities which will create increased
demand for rail travel:

Problems


The level and pattern of rail services in the County is not closely matched with rising
demand for travel by rail;



Rail services are often expected to meet conflicting travel demands which can lead to
attitudes that services are unsatisfactory by some passengers;



The existence of known and long standing bottlenecks on the network and the constraints
these create on improving performance and developing new rail services and facilities;



The need to build sufficient recovery time into trains plans and timetables to enable
improved punctuality and reliability;
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The regular instances of overcrowding on trains, which deters would-be passengers from
using rail for their journeys;



On heavily used lines there can be competition for infrastructure capacity between local
services and longer distance services. However, it should be remembered that in many
cases a local service provides the point of entry to the rail system for a longer distance
journey;



At many stations there is little integration with other modes of transport;



Responsibilities for the provision of rail services and for the rail network are split between
a large number of organisations making improvements difficult to achieve;



The mis-alignment of incentives between the numerous stakeholders in the railway
means that the rail travel product on offer to customers is not the best possible;



Insufficient commercial incentives for bus operators to provide bus services to rail
stations;



Administrative/technical problems and insufficient commercial incentives for train and bus
operators to provide effective multi-mode through ticketing;



Different local authority concessionary fares arrangements curtail the opportunities to
travel within and beyond the county; and



The availability of financial resources to the County Council is limited. In particular there
are limited resources available to provide revenue support for bus services to stations and
to support concessionary rail fares.



Lack of awareness of benefits of using public transport or motivation to use rail services
where they exist as a real alternative to car journeys amongst some members of the
public;



Lack of knowledge of rail services amongst some members of the public.

Opportunities


Congestion is projected to increase and this will encourage travellers currently using cars
to investigate alternative transport modes if these meet their needs more effectively;



The use of ‘smartcards’ and other modern technology can remove barriers to using public
transport;



The potential of rail and light rail to achieve modal shift and thereby reduce congestion, is
widely appreciated;



Due to social attitudes, rail and light rail are the only form of public transport acceptable to
many car users;



Rail patronage is growing and will justify increased investment in rail;



Investment by the rail industry in rail infrastructure and services in the county and region;



Third Parties have now established a funding and delivery track record in effective
provision of improvements to rail services and stations;



Franchise Replacement offers opportunities to promote improved services and increased
investment;



There is potential to introduce new and improved service and station facilities along key
corridors and to provide facilities at stations to promote integration with other modes;
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New residential developments will generate increased demand for rail services, in
particular the substantial housing allocations in Stratford, Warwick & Leamington,
Coventry, Nuneaton & Bedworth and Rugby under the Regional Spatial Strategy;



New employment initiatives, such as the Hams Hall Business Park, the Solihull-Warwick
Technology Corridor and the Coventry – Nuneaton Regeneration Zone will generate
additional demand and will need to be served effectively;



The large number of tourists visiting destinations in the county e.g. Stratford on Avon and
Warwick;



Increasingly flexible working hours will necessitate improvements to the rail network in
terms of coverage and hours of operation;



Development of ’24 Hour / 7 Day ‘ lifestyle will generate demand for earlier and later rail
services – not only for people enjoying the extended facilities but also for those employed
in providing them - serving cities such as Coventry and Birmingham and also larger
towns such as Leamington Spa and Nuneaton; and



The very close proximity of Warwickshire to Birmingham International Airport, the National
Exhibition Centre and several expanding universities will continue to drive the demand for
rail travel and the need to ensure easy access to these destinations;

The Strategy
The vision of Warwickshire County Council’s Passenger Rail Strategy is:
‘An affordable, accessible, safe, convenient, environmentally friendly and integrated network of
rail services, capable of attracting an increasing market share for rail thereby contributing to the
achievement of the objectives in the Warwickshire’s Local Transport Plan 2011’.
The aim of the Passenger Rail Strategy is to grow the market for public transport in general and
rail services in particular by making the product attractive both to existing and potential users. It
will achieve significant improvement in the provision of rail services and facilities to the people of
Warwickshire by following a customer focused approach designed to identify and overcome
barriers to the use of public transport.
The Passenger Rail Strategy seeks to provide a range of measures and proposals, which will
result in the growth of the market for rail services. The Passenger Rail Strategy will contribute to
achieving the objectives in the LTP by promoting a passenger rail network, which:


Offers accessibility through the public transport system, both in terms of physical access
to transport and its availability, to the widest cross section of the population;



Gives people (including those who do not have access to cars) more travel choices to
access work, services and leisure activities;



Offers affordable fares to passengers;



Provides an attractive and sustainable travel alternative to the car thereby helping to
reduce traffic congestion and pollution levels and improving air quality and the
environment; and



Encourages integration with other modes of transport.
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Policies
Policy PTPR1: Partnership

The County Council will work with the Department for Transport, the Office of Rail
Regulation, Network Rail, Train Operating Companies, Bus Operators, Centro, other local
authorities, users and stakeholders.to progress the delivery the policies set out in the Public
Transport Strategy, the Passenger Rail Strategy and the other subsidiary public transport
strategies.

Policy PTPR2: Quality of service

To meet the overall aim of the Passenger Rail Strategy, the County Council will encourage
the provision of rail services which are:
a. Affordable
b. Accessible
c. Available
d. Acceptable
e. Simple to Use

a. Affordable


The fare should be less than the full cost of the equivalent journey by car, as estimated by
leading motor organisations. The exception would be that the fare is justified as a
premium fare due to providing a significantly faster journey time or enhanced facilities.

b. Accessible


The design of rail stations and trains must enable passengers to board or alight from the
vehicle unaided or with a reasonable level of assistance;



Interchange infrastructure should provide for ‘seamless’ changes between transport
modes. This should be assisted by good signage, information and appropriately designed
infrastructure;



Public transport services should be co-ordinated to encourage interchange consistent
with the aims of the Public Transport Interchange Strategy, the Bus Strategy and the
Community Transport Strategy with the object of increasing the range of travel
opportunities and options for travellers; and



Pedestrian and cycling routes to rail stations should accord with the standards set out in
the Walking Strategy and the Cycling Strategy.



The access to rail stations and interchanges, particularly by people who have difficulties
because of health, physical or sensory difficulties problems should be addressed.

c. Available


The rail network should provide at least the minimum service patterns shown in Figure
PTPR2 Warwickshire's Passenger Rail Strategy: Minimum Service Patterns and Table
PTPR1 setting out Warwickshire’s Rail Strategy: Minimum Service Levels (within the
Action Plan).
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Figure PTPR2: Minimum service patterns
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d. Acceptable


Rail services should be of sufficient quality, particularly in terms of reliability and
punctuality, that a potential passenger would be confident in relying on them;



Trains and station facilities should provide reasonable shelter, comfort, suitable heating
(where appropriate) and ventilation for the season of the year and both a perception and
reality of personal safety and security; and



Rail staff should be helpful and courteous and have received customer service training.

e. Simple to Use


Timetables, routes and fares should be readily available, easy to understand and be
simple to use. Clockface/regular services and timetables should be provided whenever
possible;



Information systems should enable passengers to plan their journeys and provide
increased public confidence as to the availability and reliability of rail services;



Full and timely information should be provided or be easily available to customers in case
of disruption to services; and



Integrated ticketing between modes including rail, bus and community transport services
should be available, where it is necessary to use different modes to complete a journey.

Policy PTPR3: Existing levels of service and stations

The County Council will seek the retention of existing levels of service and of existing
stations.

Policy PTPR4: Rail network capacity and infrastructure improvements

The County Council will encourage the provision of improvements to the capacity of the
infrastructure of the rail network to increase capacity to enable improved performance and
to provide additional services and stations.

Policy PTPR5: New rail services and stations

The County Council will develop proposals for new rail services and stations (including
strategic park & ride / parkway stations) to increase the accessibility of the rail network to
existing and potential passengers.

Policy PTPR6: Step-change initiatives

The County Council will develop proposals for a ‘step change’ in the quality of public
transport on key corridors. Heavy Rail and Light Rail will be considered together with other
public transport options.
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Policy PTPR7: New developments

The County Council will encourage measures to enable good accessibility to rail services to
and from new developments and, where appropriate, secure funding from developers
towards the costs, consistent with the Land Use & Transportation Strategy.

Action Plan
Actions are set out under each policy, with additional information provided on key issues or
proposals.

PTPR1 Partnership
Actions

Schemes and Measures

Timescale

The County Council will work
with the Department for
Transport, the Office of Rail
Regulation, Network Rail, Train
Operating Companies, Bus
Operators, Centro, other local
authorities, users and
stakeholders.

Progress the delivery the policies set out in the Public
Transport Strategy, the Passenger Rail Strategy and
the other subsidiary public transport strategies.

Ongoing

PTPR2 Quality of service
a. ‘Affordable’
Actions

Schemes and Measures

Timescale

Examine opportunities for
revisions to fare structures
and levels

Work in partnership with train operators

Short

Examine opportunities within
the relevant transport
legislation to implement
through ticketing availability
between rail, bus and
community transport
services

Work in partnership with train and bus operators

Short

Investigate opportunities to
develop a concessionary
travel scheme for local and
cross-boundary rail, bus and
community transport
services

Work in partnership with train operators, District/Borough
Councils, Centro and other local authorities

Short

Promote awareness of the
real cost of motoring in
comparison to the cost of rail
travel

Work in partnership with train operators, District/Borough
Councils, Centro and other local authorities to develop
appropriate Green Travel and other marketing initiatives

Short
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b. ‘Accessible’
Actions

Schemes and Measures

Timescale

Promote improvements to
station facilities, to the
accessibility of rail services, in
the personal safety and
confidence of people using rail
stations and on their journey to
and from rail stations

Work in partnership with Department for Transport,
Network Rail, Train Operators & User Groups to deliver
improvements using the ‘Station Standards’ set out
later in this strategy as a ‘baseline’

Short

Shakespeare Line (Stratford-Birmingham) Upgrade

Short /
Medium

Maintain the Warwickshire
Quality Rail Partnership as a
basis for joint working with train
and station operators to deliver
passenger improvements at
stations

Work in partnership with Network Rail and Train
Operators

Ongoing

Investigate accessibility proposals with station
operators which include measures to improve
accessibility above the statutory minimum required by
the Disability Discrimination Act
Stratford-upon-Avon Rail Station

Short/
Medium

Enhance existing and provide
new interchange facilities at rail
stations and public transport
interchanges consistent with
the aims set out in the Public
Transport Interchange Strategy

Leamington Spa Rail Station
Rugby Rail Station
Warwick Rail Station
Henley in Arden Station
Nuneaton Bus Station
Nuneaton Rail Station
Atherstone Rail Station

Promote integration between
rail, bus and community
transport services

Seek to safeguard sites with
the potential for improved
station facilities

Short
Short/
Medium
Short/
Medium
Short/
Medium
Short/
Medium
Short/
Medium
Short/
Medium
Short/
Medium

Work in partnership with train operators, bus operators
and community transport providers to improve
integration between services

Ongoing

Continue to integrate the Warwickshire County Council
tendered bus services with rail services and community
transport services

Short

Work in partnership with Department for Transport,
Network Rail, Train Operators & Local Planning
Authorities

Ongoing
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RAIL STATION STANDARDS
The County Council wishes to see the following minimum good quality facilities adequate for the
likely demand:











Waiting Shelters
Platform Lighting and Security
Passenger Help Point
Mobility Impaired access to stations, facilities and trains
Static Timetable Displays
Electronic Real Time Passenger Information Displays
Cycle Parking
Car Parking (including Disabled Spaces)
Safe and attractive access for pedestrians
Signing to Station for pedestrians, cyclists and cars

In addition and where appropriate in terms of numbers of passengers and trains and cost
effectiveness, provision of the following facilities will also be considered:










Public Address System
Ticket Office and/or Permit to Travel Machine and/or Self-Service Ticket Machine
Toilets
Public Telephone
Designated Drop-Off and Pick-Up Area
Public Address System
Car Park Lighting and Security
Bus Feeder Service and Sheltered Waiting Area Taxi Rank and Sheltered Waiting Area
Secure Cycle Lockers

SHAKESPEARE LINE UPGRADE
The Shakespeare Line runs between Stratford, Henley-in-Arden and Birmingham. The ‘Upgrade’
project seeks, over time, to improve facilities at all the stations on the route to an appropriate
standard with a particular focus on accessibility, personal safety and passenger information. The
station improvements together with increased train service frequencies and a proposed new
Stratford Parkway Station are designed to attract greater numbers of passengers and enhance
the long term viability of the route.

c. ‘Available’
Actions

Schemes and Measures

Timescale

Promote service improvements
to secure the minimum service
patterns shown in Figure 15.2
Warwickshire's Passenger Rail
Strategy: Minimum Service
Patterns and Table 15.5 setting
out Warwickshire’s Rail
Strategy: Minimum Service

Work in partnership with the Department for Transport,
the Office of the Rail Regulator, Network Rail, Train
Operators, Passengers, Centro and other local
authorities

Ongoing

Consider using ‘Criteria for the Provision and Financial
Support of Essential Transport Links’ where the
minimum service patterns and the minimum service
levels are not provided by the current network

Ongoing
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Actions

Schemes and Measures

Timescale

Levels. Alternative service
patterns and levels which
provide similar service outputs
will be considered.

Seek to optimise third party funding of rail network
enhancements, but only if (i) these will contribute to the
objectives of the Passenger Rail Strategy and (ii)
arrangements are proposed which are satisfactory to
the County Council providing for the long term financial
subsidy and/or maintenance of the enhancement

Ongoing

Stratford upon Avon - Birmingham - Improved service
frequencies
Investigate opportunities to divert Birmingham Tamworth trains via the Whitacre Loop to provide
additional services to Coleshill Parkway

Short
Short

Table PTPR1: Warwickshire's Passenger Rail Strategy: Minimum Service Levels
Station

Minimum
Service Levels

Service

Arley (Proposed)

Half-hourly

New Local Service: Birmingham - Nuneaton

Hourly

Liverpool – Crewe - Stafford – Tamworth – Nuneaton Rugby - Northampton - Milton Keynes - London
Euston

Hourly

Stratford - Leamington (London)

Hourly

Nuneaton - Coventry - Leamington

Hourly

Leicester - Nuneaton - Coventry - Leamington Oxford / London Marylebone

Hourly

Nuneaton - Coventry - Leamington

Hourly

Leicester - Nuneaton - Coventry - Leamington Oxford / London Marylebone

Hourly

Stratford - Leamington (London)

Half-hourly

Birmingham - Leicester – Stansted Airport

Half-hourly

New Local Service: Birmingham – Tamworth

Half-hourly

New Local Service: Birmingham – Nuneaton

Danzey

Hourly

Stratford - Henley-in-Arden - Birmingham

Earlswood

Hourly

Stratford - Henley-in-Arden - Birmingham

Galley Common
(Proposed)

Half-hourly

New Local Service: Birmingham-Nuneaton

Atherstone
Bearley
Bedworth

Bermuda (Proposed)
Claverdon

Coleshill Parkway

Hatton

Hawkesbury
(Proposed)

Hourly plus Peak Birmingham - Leamington - London
Extras
Hourly

Stratford - Leamington (London)

Hourly

Nuneaton - Coventry - Leamington

Hourly

Leicester - Nuneaton - Coventry-Leamington - Oxford
/ London Marylebone
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Station

Minimum
Service Levels

Service

Henley in Arden

Half-hourly

Stratford - Henley-in-Arden - Birmingham

Hourly

Nuneaton - Coventry - Leamington

Hourly

Leicester - Nuneaton - Coventry - Leamington Oxford / London Marylebone
Bournemouth - Reading - Leamington – Coventry Birmingham International - Birmingham – Manchester

Kenilworth (Proposed)

Hourly
Kingsbury (Proposed) Half-hourly
Lapworth

Leamington Spa

Birmingham - Tamworth

Hourly plus Peak Birmingham - Leamington - London
Extras
Half-hourly plus
Peak Extras

Birmingham - Leamington - London

Hourly
Hourly

Stratford - Leamington - London
Reading - Leamington – Warwick Parkway Birmingham – Newcastle
Bournemouth - Reading - Leamington – Coventry Birmingham International – Birmingham – Manchester
Leicester - Nuneaton - Coventry - Leamington
Nuneaton - Coventry - Leamington

Hourly
Hourly
Hourly

Hourly plus Peak London – Liverpool / Scotland
Extras

Nuneaton

Half-hourly
Half-hourly

Birmingham - Leicester – Stansted Airport

Hourly

Nuneaton - Coventry - Leamington - Oxford / London
Marylebone
Leicester - Nuneaton - Coventry
Liverpool – Crewe - Stafford – Tamworth – Nuneaton Rugby - Northampton - Milton Keynes - London
Euston
Liverpool – Crewe - Stafford – Tamworth – Nuneaton Rugby - Northampton - Milton Keynes - London
Euston

Hourly
Hourly

Polesworth

Hourly

New Local Service: Birmingham-Nuneaton

Hourly plus Peak London - The North-West - Scotland
Extras

Rugby

Half-hourly plus
Peak Extras
Hourly plus Peak
Extras
Hourly
Hourly

Stratford upon Avon

Birmingham - Coventry - Rugby - Northampton London
Birmingham - Coventry - Rugby - London
Liverpool / Manchester – Crewe - Stafford – Tamworth
– Nuneaton - Rugby - Northampton - Milton Keynes London Euston
Rugby – Milton Keynes – Watford Junction – Clapham
Junction - East Croydon - Gatwick Airport.

Hourly

Stratford - Leamington (London)

Half-hourly

Stratford - Henley-in-Arden - Birmingham
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Minimum
Service Levels

Service

Stratford Parkway
(proposed)

Hourly

Stratford - Leamington (London)

Half-hourly

Stratford – Henley-in-Arden - Birmingham

The Lakes

Hourly

Stratford - Birmingham

Warwick

Half-hourly plus
Peak Extras

Birmingham - Leamington - London

Hourly

Stratford - Leamington (London)

Half-hourly plus
Peak Extras

Birmingham - Leamington - London

Hourly
Hourly

Stratford - Leamington (London)
Birmingham - Nuneaton – Leicester – Stansted Airport

Station

Warwick Parkway

Water Orton

Half-hourly
Half-hourly

Wootton Wawen
Wilmcote
Wood End

New Local Service: Birmingham – Tamworth
New Local Service: Birmingham – Nuneaton

Hourly

Stratford - Henley-in-Arden - Birmingham

Hourly

Stratford - Henley-in-Arden - Birmingham

Hourly

Stratford - Leamington (London)

Hourly

Stratford - Henley-in-Arden - Birmingham

BIRMINGHAM – WATER ORTON – TAMWORTH STUDY
Detailed work has now been completed on behalf of Centro, Birmingham City Council,
Warwickshire and Staffordshire County Councils into the feasibility and business case for
improving local passenger services in the Birmingham – Water Orton – Tamworth corridor.
The best performing scheme would provide a half-hourly service from Birmingham Moor Street
calling at the existing stations at Water Orton, Coleshill Parkway, Wilnecote and Tamworth and at
new stations at Fort Parkway, Castle Bromwich and Kingsbury. The proposal would require the
construction of new chord lines at Camp Hill to provide access into Birmingham Moor Street
station.
Overall, the study shows that, even taking account of the considerable capital cost of
constructing the Camp Hill Chords, there appears to be a strong business case for progressing
the Tamworth Line proposals. Centro are proposing to start further development work on the
Camp Hill Chords during 2009-2010.
Gaining funding support for this major project in these difficult financial times is clearly going to
be challenging.
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d. ‘Acceptable’
Actions

Schemes and Measures

Timescale

Maintain the Warwickshire
Quality Rail Partnership as the
basis for joint working with
train and station operators to
deliver passenger
improvements at stations

Work in partnership with Network Rail and Train
Operators

Ongoing

Support stakeholder groups
seeking to secure
improvements to rail services
and facilities

Maintain the County Council's representation on the
Shakespeare Line Steering Group, the Shakespeare
Line Promotion Group, the Chiltern Railways
Passenger Board, the Regional Rail Forum and rail
industry liaison bodies.

Ongoing

Improve the image and
attractiveness of rail travel in
Warwickshire

Promote rail travel through Smarter Choices initiatives.

Ongoing

QUALITY RAIL PARTNERSHIP
The County Council, Network Rail, Chiltern Railways, London Midland, CrossCountry Trains and
Virgin Trains have joined together as the Warwickshire Quality Rail Partnership which enables
the partners to agree and work together to deliver further improvements to services and station
facilities more effectively. This is achieved by pooling delivery and funding resources in order to
secure value for money for the partners, existing and potential passengers and local
communities. The partnership has delivered a wide range of rail station improvements throughout
the county and it is planned that this activity will be continued and expanded.

e. ‘Simple to use’
Actions

Schemes and Measures

Timescale

Provide information which
should be readily available,
easy to understand and be
simple to use.

Continue to produce accurate, comprehensive, impartial
public transport timetable information

Ongoing

Continue to maintain the public transport information
pages on the County Council’s website
Continue to promote the National Rail Enquiry Service

Ongoing
Ongoing

Raise public awareness
about the rail network and
the travel choices that it
provides

Smarter Choices initiatives, such as travel awareness
campaigns, personalised travel planning and travel
plans.

Ongoing

Encourage fare structures
and levels which are easy to
understand and simple to use

Work in partnership with train operators

Short

Work in partnership with train operators, bus operators,
Centro, other local authorities and suppliers

Short/
Medium

Examine opportunities to
promote the use of
‘smartcards’ and other
modern technology
Investigate provision of real
time information systems

Identify a programme of projects through the Quality Rail
Partnership.
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and/or ‘Help Points’ at
stations and at key
interchanges along with other
measures to increase
passengers’ confidence.

PTPR3 Existing levels of service and stations
Actions

Schemes and Measures

Timescale

The County Council will seek
the retention of existing levels
of service and of existing
stations

Work in partnership with the Department for Transport,
the Office of the Rail Regulator, Network Rail, Train
Operators, Passengers, Centro and other local
authorities

Ongoing

Respond to consultations and proposals and take action,
when appropriate

Ongoing

PTPR4 Rail network capacity and infrastructure improvements
Actions

Schemes and Measures

Timescale

Support measures to improve
the punctuality and reliability
of existing rail services

Respond to schemes proposed by the rail industry

Ongoing

Support specific network
capacity improvements which
are designed to increase
capacity to accommodate
additional passenger and
freight trains and new
stations.

Respond to and where appropriate support schemes
proposed by the DfT, Regional stakeholders the rail
industry and/or third parties, including:

Ongoing

Rugby - Coventry - Birmingham (Capacity
Improvements)
Oxford - Leamington Spa Leamington Spa - Solihull Birmingham (Capacity Improvements)
Leicester - Nuneaton - Water Orton - Birmingham
(Capacity Improvements)
Oxford - Moreton in Marsh - Worcester (Capacity
Improvements)
Camp Hill Line - Birmingham Moor Street Chords
(Capacity Improvements)
Stratford upon Avon Station (Additional trackwork to
increase platform availability)
Tamworth – Birmingham (Improved access to freight
facilities at BIFT/Birch Coppice/Kingsbury)
Stratford – Honeybourne (Line Re-opening)

Support electrification
proposals on key corridors to
improve journey times and/or
increase capacity to
accommodate additional
passenger and freight trains
and new stations.

Birmingham – Nuneaton

Investigate heavy rail
capacity improvements as

Leamington Spa Station: Appropriate infrastructure &
signalling to enable trains to depart Platform 4 towards

Birmingham – Tamworth
Nuneaton – Coventry
Coventry - Leamington
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Actions

Schemes and Measures

part of the North/South
Corridor Step-Change
Initiative

Coventry
Coventry - Leamington Line: Capacity Improvements
Leicester - Nuneaton - Coventry Line: Provision of
'Through Route Facility' at Nuneaton Station to enable
re-introduction of through trains between Coventry Nuneaton - Leicester

Timescale
Short/
Medium
Short/
Medium

PTPR5 New rail stations and services
Actions

Schemes and Measures

Timescale

Provide new stations including
strategic park and ride /
parkway stations on the rail
network where they provide
significant transport and other
benefits

Kenilworth

Short

Kingsbury
Galley Common
Arley
Bermuda
Hawkesbury
Stratford Parkway

Promote service
improvements to secure the
minimum service patterns
shown in Figure 15.2
Warwickshire's Passenger
Rail Strategy: Minimum
Service Patterns and Table
15.5 setting out
Warwickshire’s Rail Strategy:
Minimum Service Levels.
Alternative service patterns
and levels which provide
similar service outputs will be
considered.

Work in partnership with the Department for Transport,
the Office of the Rail Regulator, Network Rail, Train
Operators, Passengers, Centro and other local
authorities

Medium
Medium
Medium
Short
Medium
Short
Short/
Medium

Stratford upon Avon - Birmingham - Improved service
frequencies

Short

STRATEGIC PARK & RIDE STATIONS / STRATFORD PARKWAY
New stations on the outskirts of major urban centres with good access from the motorway and/or
trunk road network can widen access to rail services from rural areas and encourage motorists to
transfer to rail for part of their journey. The Council will work closely with Centro and other
authorities in the West Midlands to identify strategic Parkway/Park and Ride sites to serve the
wider conurbation. Potential sites might lie within Warwickshire or beyond the county boundary.
In many cases the sites could be based on existing stations which have good access to the
highway network. In addition, new Park & Ride/Parkway Stations with adequate car parking can
provide improved access to the rail network and reduce journey lengths.
The County Council is currently working on the delivery of a new Stratford Parkway Station at
Bishopton which will enable greater numbers of passengers to choose to travel by rail and will
contribute to the business case for increasing the frequency of rail services between Stratford
and Birmingham. The improved services will also generate significant passenger growth at
Stratford Town Station.
A regional strategic park & ride / parkway station in the vicinity of M42 / Junction 3 is proposed in
the Centro Integrated Public Transport Prospectus.
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Policy PTPR6 Step-change initiatives
Actions

Schemes and Measures

Timescale

Develop proposals for a ‘stepchange’ in public transport
provision on key corridors based
on integrated planning and coordination of all public transport
modes. Where appropriate, a
combination of public transport
modes will be considered including
Heavy Rail, Light Rail, Bus,
Guided Bus and intermediate
modes. An assessment of
alternative schemes and a
preferred option will be identified

Work in partnership with the Department for
Transport, the Office of the Rail Regulator, Network
Rail, Bus & Train Operators, Passengers, District
Councils, Centro, Coventry City Council and other
local authorities

Ongoing

North-South Corridor Step-Change Initiative:
Nuneaton - Bedworth - Coventry - Kenilworth –
Warwick/Leamington Spa

Short/
Medium

STEP-CHANGE IN THE NORTH-SOUTH CORRIDOR / THE ‘NUCKLE’ PROJECT
The North-South Corridor from Nuneaton in the north through Bedworth, Coventry, Kenilworth
and Leamington Spa in the south is a densely developed corridor. It contains principal travel
destinations including the city of Coventry and a number of major town centres, Warwick
University, Coventry University, the Coventry Arena and a number of key regeneration sites.
Future travel patterns on the corridor will respond to a number of factors, including:
 New residential, employment, retail and leisure facilities in all the main centres in the corridor,
including major regeneration initiatives in the Coventry-Nuneaton Regeneration Zone;
 Changes in work patterns; and
 Changes in personal lifestyle choices with the development of a ’24 Hour / 7 Day ‘ lifestyle not
only for people enjoying the extended facilities but also for those employed in providing them.
The corridor suffers from the most severe congestion because of large movements of people
throughout the day and offers significant opportunities to improve accessibility, reduce
congestion and aid economic regeneration.
The density of the population and the level of activity in the corridor is set to grow substantially
and will create increasing demand for transport. These demands will increase car use and
congestion unless a good quality public transport network is available. A key shortcoming of the
current network is the lack of a through public transport service between the north and the south
without the current requirement to change at Coventry. A through service would enable a freeflow between where people live and the opportunities for work and leisure without increasing
congestion.
The rail-based NUCKLE (Nuneaton-Coventry-Kenilworth-Leamington) initiative has been
developed by the County Council in partnership with Coventry City Council and Centro and
comprises four phases of development.
Phase 1 – Improved service frequencies between Coventry-Bedworth-Nuneaton with new
stations at Ricoh Arena and Bermuda, platform lengthening at Bedworth and a new bay platform
at Coventry
Phase 2 – Improved service frequencies between Coventry-Leamington with a new station at
Kenilworth with services to Birmingham / London / Oxford / Thames Valley
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Phase 3 – Extension of Coventry-Bedworth-Nuneaton to the East Midlands
Phase 4 – Operation of ‘through’ Leamington-Coventry-Nuneaton services
In terms of progress, Phases 1 and 2 are currently at an advanced stage of development and
delivery is anticipated in the short term. The delivery of Phases 3 and 4 is envisaged in the
medium/long term. However, as the delivery of rail initiatives involves a wide range of
stakeholders and can often depend on strategic decisions, the details and timescales of the later
phases will need to be flexible to take advantage of implementation opportunities as they arise.
In February 2011 the County Council received confirmation that NUCKLE Phase 1 had been
progressed to the next stage of the Major Scheme funding process (the ‘Development Pool’). The
DfT has now invited the various scheme partners to submit a Best and Final Bid (BAFB) by
September 2011, before Ministers make a final funding decision as to whether the scheme will
receive funding in January 2012.

Policy PTPR7 New developments
Actions

Schemes and Measures

Timescale

Secure, where appropriate,
funding from developers
towards the costs of providing
good accessibility to rail
services, consistent with the
Land Use & Transportation
Strategy.

Work in partnership with developers & Local Planning
Authorities

Ongoing
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30. Taxi and Private Hire Vehicle Strategy
Introduction and Overview
The purpose of this strategy is to set out what is required in Warwickshire over the next five years
to ensure that Taxis and Private Hire Vehicles play their full role in helping to meet the needs of
both current and potential passengers in Warwickshire, and deliver the transport objectives of the
Government and the County Council.
This Strategy deals specifically with the contribution that taxis and private hire vehicles make in
providing an effective transport network.

The Policy Context
The overall national, regional and local policy context of public transport in Warwickshire is
referred to in the Public Transport Strategy.
In March 2004, the Government published its Action Plan for Taxis and Private Hire Vehicles.
This document recognised the role of taxis and private hire vehicles in the provision of public
transport, particularly where buses and trains are not available. As well as providing the
connecting first or last stage of a journey, making it easier to use public transport, they can
provide people in the lower income groups with access to vital services and an enhanced quality
of life.
The Action Plan, which was put together as a response to a set of recommendations by the
Office of Fair Trading (OFT) identified a number of issues, namely:


The removal of restrictions on the number of taxi licenses that can be issued by a licensing
authority (except where removal of such restrictions would lead to a significant consumer
detriment as a result of local conditions);



The need to maintain quality in taxi and private hire vehicle service provision, particularly in
relation to securing the safety of the general public;



The identification of maximum rather than minimum fare levels, in order to protect vulnerable
consumers and allow users to negotiate lower fares in certain circumstances; and



The need to establish single licensing areas, in order to bring greater clarity to areas where
multiple zones exist.

Overview of the Current Situation
The overall review of the current situation relating to the provision of public transport in
Warwickshire is referred to in the Public Transport Strategy.
In addition, there are a number of characteristics which relate to taxis and private hire vehicles
specifically.

Differences between Taxis and Private Hire Vehicles
The market for hire vehicles in the UK is divided between licensed taxis (known either as
hackney carriages or cabs), which can ply for hire in the streets or at ranks, although they can be
booked over the telephone, and private hire vehicles that can only be pre-booked. There are also
differences in the regulation of the two sectors. The taxi licensing authority regulates the quality
of service and safety standards of both taxis and private hire vehicles. Drivers of taxis and private
hire vehicles must both be licensed. The licensing authority may regulate the fares charged by
taxis, and may set a limit on the number of licences for taxi vehicles (as opposed to taxi drivers).
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It does not have power to set limits on the number of private hire vehicles, or to regulate their
fares.

Roles and responsibilities
Whilst the County Council is the relevant Transport Authority for Warwickshire, responsibility for
the licensing and regulation of taxis and private hire vehicles lies with the five District/Borough
Councils. In Warwickshire, these are:


North Warwickshire Borough Council, covering Atherstone, Polesworth, Coleshill and
Kingsbury;



Nuneaton and Bedworth Borough Council;



Rugby Borough Council;



Warwick District Council, covering Warwick, Leamington Spa, Kenilworth and Whitnash;
and



Stratford-on-Avon District Council, covering Alcester, Stratford-upon-Avon, Southam,
Studley and Shipston-on-Stour.

The County Council has consulted these Authorities in the preparation of this Strategy. Each of
the five Authorities has its own policies for taxi and private hire vehicle provision that reflect local
need.

Current Demand for Taxis and Private Hire Vehicles
Taxi and private hire vehicle provision can be found throughout Warwickshire, but is generally
focused in the main urban areas. Taxis and private hire vehicles also meet important journey
needs in rural areas, particularly where bus service provision is limited.
The County Council make extensive use of taxis and private hire vehicles to meet certain
school/college related trips, and journeys associated with Social Services provision.

Problems
Some of the problems associated with taxis and private hire vehicles are:


The cost of using taxis and private hire vehicles in Warwickshire is generally around 3-4
times more than the cost of the same journey by bus;



Fares for taxis and private hire vehicles service provision can differ substantially by operator
and by District/Borough;



There is a large number of the taxi and private hire vehicle fleet operating in the County that
do not currently meet the requirements of the Disability Discrimination Act; and



Rogue operators working outside the taxi and private hire vehicle licensing regime can affect
the reputation of the industry.

Opportunities
Taxis and private hire vehicles provide a useful, and often vital complement to conventional
public transport. As a mode of transport, they are able to offer:



A flexible transport service which can respond to a wide range of (individual) transport needs;
A thriving, efficient and affordable taxi service contributes to a town’s economy and benefits
both local residents and tourists;
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Specialised transport provision that can cater for people who have some form of physical,
mental or sensory impairment;
A 24-hour service which can provide transport at times when other services are not operating
(particularly in evenings and on Sundays);
A transport service that is relatively secure, particularly for those travelling alone in the
evening;
An important facility for tourists and others who are unfamiliar with an area, including air and
rail travellers;
An alternative to bus services when passengers are encumbered by luggage or heavy
shopping;
A potential transport system to act as a feeder service to mainstream public transport
provision; and,
An alternative mode in rural areas where conventional public transport is unable to provide a
suitable range of destinations.

The Strategy
The vision of Warwickshire County Council’s Taxis and Private Hire Vehicle Strategy is:
‘An affordable, accessible, safe, convenient and environmentally friendly provision of taxis and
private hire vehicles across the County, capable of meeting local demand, improving accessibility
and reducing social exclusion, thereby contributing to the achievement of the objectives in the
Warwickshire’s Local Transport Plan 2011’.
The main constraint to the County Council’s ability to deliver the Taxis and Private Hire Vehicles
Strategy is that it is neither the licensing or regulatory Authority. However, through partnership
working, particularly with the five District/Borough Councils, the County Council aims to assist in
improving taxi and private hire provision throughout Warwickshire.
Therefore, the main theme of the Taxis and Private Hire Vehicles Strategy is to work in
partnership with others to improve taxi and private hire vehicle provision across the County.
The Strategy will contribute to achieving the objectives of the LTP by promoting a taxi and private
hire vehicle provision, which:


Offers accessibility through the public transport system, both in terms of physical access
to transport and its availability, to the widest cross section of the population;



Gives people (including those who do not have access to cars) more travel choices to
access work, services and leisure activities;



Offers affordable fares to passengers;



Provides an attractive and sustainable travel alternative to the car thereby helping to
reduce traffic congestion and pollution levels and improving air quality and the
environment; and,



Encourages integration with other modes of transport.
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Policies
Policy PTT1: Partnership

The County Council will work with the five District/Borough Councils in Warwickshire, taxi
and private hire vehicle operators, taxi and private hire vehicle users, adjoining authorities
and other stakeholders to improve taxi and private hire vehicle services and facilities across
the County.

Policy PTT2: Quality of service

The County Council will work with the bodies and organisations set out in Policy PTT1 to
encourage the provision of taxis and private hire vehicles services in the County which are
affordable, accessible, available and acceptable.

a. Affordable


Taxi and private hire vehicles can often be the least affordable local transport services,
but passengers can benefit from more affordable taxi fares and hire charges if taxisharing schemes operate in their area.

b. Accessible


The design of taxis and private hire vehicles and taxi waiting facilities should enable
passengers to board or alight from the vehicle unaided or with a reasonable level of
assistance;



Interchange infrastructure should provide for ‘seamless’ changes between transport
modes;



Taxi and private hire services should be co-ordinated to encourage interchange
consistent with the aims of the County Council’s Public Transport Interchange Strategy,
Bus Strategy, Passenger Rail Strategy and Community Transport Strategy, with the
object of increasing the range of travel opportunities and options for travellers; and



Pedestrian and cycling routes to taxi waiting facilities shall accord with the standards set
out in the Walking Strategy and the Cycling Strategy.

c. Available


Taxi waiting facilities should be conveniently located and afford a visible, high level of
access. Where possible, reasonable access to taxi waiting facilities where possible will be
maintained where general traffic is excluded from town centre streets or other areas.

d. Acceptable


Taxi waiting facilities should provide reasonable shelter, comfort, suitable heating (where
appropriate) and ventilation for the season of the year; and facilities to address personal
safety and security issues; and



Taxi and private hire vehicle staff should be helpful and courteous and preferably have
received an appropriate level of customer service training.
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e. Simple to Use


Information on taxi and private hire vehicle operators should be readily available, easy to
understand, and be simple to use. This should include information on typical charges for
end-to-end journeys;



Information systems should enable passengers to plan their journeys and provide
increased public confidence as to the availability and reliability of taxi and private hire
services; and



Signage to taxi waiting facilities should be provided where appropriate, including provision
from within railway stations and key bus interchange facilities.

Policy PTT3: Development of Taxi buses

The County Council will work with its public transport partners and stakeholders to develop
suitable proposals for taxi buses to meet specific travel needs in both urban and rural areas.
Taxi bus services will be developed where conventional bus service provision is not
appropriate, either in operational or economic terms.
.

Policy PTT4: Improvement of Taxi and Private Hire Vehicles facilities at public
transport interchanges

The County Council will work in partnership with public transport interchange facilities
operators to seek their commitment in making appropriate improvements for taxis and
private hire vehicles at existing and new interchange facilities consistent with the Public
Transport Interchange Strategy.

Policy PTT5: Encouraging cleaner Taxi and Private Hire Vehicle fleets

The County Council will work with the five District/Borough Councils in Warwickshire and
taxi and private hire vehicle operators to encourage the replacement of existing fleets over
time with cleaner vehicles.

Action Plan
Policy

Action

Schemes and measures

Timescale

PTT1
Partnership

The County Council will work
with the five District/Borough
Councils, taxi and private hire
vehicle operators, users and
other stakeholders

Progress the delivery the policies
set out in the Public Transport
Strategy, the Taxi & Private Hire
Vehicles Strategy and the other
public transport mode strategies

Ongoing

PTT2 Quality
of service:
‘Affordable’

Encourage schemes for taxi
sharing from designated places
or taxi/private hire vehicle
sharing by advanced booking.

Work in partnership with
District/Borough Councils and
operators to implement appropriate
schemes under Sections 10 and 11
of The Transport Act, 1985.

Medium/
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PTT2 Quality
of service:
‘Accessible’

Encourage the on-going
replacement of older taxis and
private hire vehicles in order to
meet DDA requirements.

Work in partnership with
District/Borough Councils to
improve the quality of the taxi and
private hire vehicle fleet.

Short/
Medium (to
be
completed
by January
2012 at the
latest)

Enhance facilities for taxis and
private hire vehicles at public
transport interchanges
consistent with the Public
Transport Interchange Strategy.

Nuneaton Bus Station
Improvements

Short
/Medium

Leamington Spa Rail Station

Short/
Medium

Kenilworth Rail Station

Short

Stratford Parkway Station

Short

Promote integration between
taxis and private hire vehicles
with bus, rail and community
transport services.

Work in partnership with taxi and
private hire vehicle operators, bus
operators, train operators and
community transport providers to
improve integration between
services

Ongoing

Seek to safeguard sites with the
potential for improved taxi
waiting facilities.

Work in partnership with Local
Planning Authorities and developers

Ongoing

PTT2 Quality
of service:
‘Available’

Identify locations in the main
urban areas of the County and
at key public transport
interchanges where taxi
provision is inadequate, or
where existing provision needs
to be improved.

To be identified

PTT2 Quality
of service:
‘Acceptable’

Improve the safety of taxi and
private hire vehicle travel,
particularly at key public
transport interchanges and close
to dedicated taxi ranks.

As issues arise

PTT2 Quality
of service:
‘Simple to
use’

Provide information that should
be readily available, easy to
understand and simple to use.

Continue to maintain and improve
the public transport information
pages on the County Council’s
website.

Ongoing

Raise public awareness about
taxi and private hire vehicles
and the travel choices that they
can provide.

Green Travel Initiatives.

Ongoing

Policy PTT3
Development
of Taxi Buses

Develop proposals for taxi bus
services to meet specific
demand in the County where
such services would offer a
greater flexibility than
conventional public transport.

To be identified.

Short/
Medium

Policy PTT4
Improvement

Enhance facilities for taxis and
private hire vehicles at public

Nuneaton Bus Station

Short/
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of Taxi and
Private Hire
Vehicle
Facilities at
Public
Transport
Interchanges

Policy PTT5
Encouraging
Cleaner Taxi
and Private
Hire Vehicle
Fleets

transport interchanges
consistent with the aims set out
in the Public Transport
Interchange Strategy.

Encourage the replacement of
existing fleets over time with
cleaner vehicles.

Improvements

Medium

Leamington Spa Rail Station

Short/
Medium

Kenilworth Rail Station

Short

Stratford Parkway Station

Short

Work in partnership with
District/Borough Councils and
operators.

Ongoing
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31. Public Transport Interchange Strategy
Introduction and Overview
Providing excellent public transport interchange provision is fundamental in achieving our
objectives of increasing patronage, improving passenger satisfaction, encouraging modal shift
onto public transport and tackling climate change.
The County Council will promote public transport services that offer direct through routes.
However, there are instances where public transport services cannot always offer a direct route
to passengers, requiring them to change and connect onto another service or public transport
mode to reach their destination. The increasing diversity in the travel patterns and lifestyles of
public transport users, has resulted in the need to travel further in order to access employment,
education, health and leisure facilities.
The aim of the County Council is to continue to ensure that passengers can interchange onto
other bus services or different public transport modes using high quality facilities that provide
comfort, safety, information and a user-friendly environment. A key factor in supporting effective
public transport interchange provision is the continued development of the public transport
network in the County, in terms of providing accessibility, choice in travel destination and
convenient connections.
The County Council will continue to deliver public transport infrastructure enhancement schemes
that enable or improve integration between different public transport modes. This contributes
towards improving the passenger experience in terms of making ‘seamless’ journeys. Other
important elements that will also contribute towards the continued development and
enhancement of Warwickshire’s public transport network and improving integration between
different public transport modes are multi-modal through ticketing arrangements and the
provision of enhanced passenger information and journey planning facilities.

The Policy Context
The overall national, regional and local policy context of public transport in Warwickshire is
referred to in the Public transport Strategy.

Overview of Current Situation
In delivering an integrated public transport network, the County Council acknowledges that every
aspect of interchange provision needs to be considered. Interchange can be defined as the
process by which public transport users move or connect within one mode (type) of public
transport or between one mode and another public or private transport mode.
The high quality public transport interchange enhancements schemes delivered in the
Warwickshire LTP2 period were not solely focused on the development of facilities and the
promotion of connections by integrated timetabling between rail and bus services. The starting
point was to look at interchange from the passengers’ perspective and the decision to use public
transport depending on the quality of connections/interchanges.
This approach identified the access constraints and opportunities, both informal and formal,
which influence passengers’ decision-making and also the improvements to the public transport
interchanges which could be made, namely:

The number of service/s which serve the facility;



The frequency of the service/s;



The level of passenger patronage of the service/s;



The availability and type of facilities;
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The level of co-ordination and ‘connectivity’ between various modes;



The relative high cost of public transport fares and through ticketing;



Information systems enabling passengers to plan through journeys with confidence; and



Full and timely information in case of disruption to connecting services.

Problems


Uncertainty



Cost of combined journey



Lack of information



Location of bus stops



Poor connection

Opportunities


Through and multi-operator ticketing



Improvements to information



Relocation of bus stops



Diversion of bus services



Improved station environment



Connecting services

The Strategy
The vision of Warwickshire County Council’s Public Transport Interchange Strategy is to provide:
‘An accessible, safe, convenient, environmentally friendly and integrated network of public
transport services, capable of attracting an increasing market share for public transport services
and contributing to the achievement of the objectives in the Warwickshire’s Local Transport Plan
2011’.
The aim of the Public Transport Interchange Strategy is to encourage further growth of the public
transport market by making public transport interchange as attractive and convenient to both
existing and potential users. It will be achieved by making significant improvements in the
provision and quality of facilities and the promotion of integration between bus and rail services.
We will continue to deliver improvements in the provision of public transport interchange for the
people of Warwickshire by following a customer focused approach designed to identify and
overcome barriers to interchange provision. The Public Transport Interchange Strategy seeks to
provide a range of measures and initiatives that will assist in the growth of the market for public
transport services.
The four major themes of the Strategy are:

To improve existing public transport interchange facilities, including enhancements to
walking and cycling accessibility;



To improve integration of bus and rail services;



To provide new multi-modal interchange facilities; and



To improve the quality of passenger information in order to encourage integration between
different public transport modes.
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Policy PTIS1: Partnership

The County Council will work with the Department for Transport, Public Transport
Operators, Network Rail, Centro, local authorities, users and other stakeholders to progress
the delivery the policies set out in the Public Transport Interchange Strategy.

Policy PTIS2: Quality of interchange facilities

The County Council will encourage the provision and quality of interchange facilities that
are:
a. Accessible
b. Acceptable
c. Simple to Use

a. Accessible
The design of public transport infrastructure and vehicles must enable passengers to board or
alight from the vehicle unaided or with a reasonable level of assistance. Interchange
infrastructure should provide for ‘seamless’ changes between transport modes. Public transport
services should be co-ordinated to encourage interchange consistent with the aims of the Public
Transport Interchange Strategy and the other public transport subsidiary strategies, with the
object of increasing the range of travel opportunities and options for travellers. Pedestrian and
cycling routes to bus stops and interchanges shall accord with the standards set out in the
Walking Strategy and the Cycling Strategy.

b. Acceptable
Public transport services should be of sufficient quality, particularly in terms of reliability and
punctuality that a potential passenger would be confident in relying on it. Bus Stops, rail stations
and public transport interchanges should provide reasonable shelter, comfort, suitable heating
(where appropriate) and ventilation for the season of the year; and both a perception and reality
of personal safety and security. Staff should be helpful and courteous and have received
customer service training.

c. Simple to Use
Timetables, routes and fares should be readily available, easy to understand, be simple to use.
Information systems should enable passengers to plan their journeys and provide increased
public confidence as to the availability and reliability of public transport services. Full and timely
information should be provided or be easily available to customers in case of disruption to
services. Integrated ticketing between modes including ail, bus and community transport
services, where it is necessary to use different modes to complete a journey.

Policy PTIS3: Public transport integration

The County Council will encourage integration between bus, rail, taxis private hire vehicles
and community transport services.
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Policy PTIS4: New public transport interchange facilities

The County Council will develop proposals for public transport interchanges in order to
increase the accessibility of public transport services for existing and potential users and to
encourage car users to change to public transport for the whole or a substantial part of their
journeys.

Policy PTIS5: New developments

The County Council will encourage measures to enable good accessibility to public
transport interchange facilities to and from new developments and, where appropriate,
secure funding from developers towards the costs, consistent with the Land Use &
Transportation Strategy.
.

Policy PTIS6: Improvements to public transport information

The County Council will encourage improvements in the quality and provision of public
transport information in the main urban centres and at the main interchanges.
.

Action Plan
The action plan below sets out a range of actions, schemes and measures for each policy area,
with additional information provided on key topics for some policies.

PTIS1: Partnership
Action

Schemes and measures

Timescale

The County Council will work with the
Department for Transport, public
transport operators, regulatory
bodies, Centro, local authorities,
users and other stakeholders.

Progress the delivery the policies set out in
the Public Transport Strategy, the Bus
Strategy, the Passenger Rail Strategy and the
other subsidiary public transport strategies.

Ongoing

PTIS2: Quality of interchange facilities: ‘Accessible’
Action
Enhance existing and provide new
interchange facilities at rail stations
and public transport interchanges
consistent with the aims set out in the
Public Transport Interchange Strategy

Schemes and measures

Timescale

Stratford-upon-Avon Rail Station
Leamington Spa Rail Station
Warwick Rail Station
Rugby Rail Station
Henley-in-Arden Station
Nuneaton Bus Station
Nuneaton Rail Station
Atherstone Rail Station
Work in partnership with public transport
operators to deliver public transport integration
elements as part of further Rail Station Travel
Plans

Short
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Ongoing

Work in partnership with public transport
operators to improve integration between
services

Ongoing
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Action

Schemes and measures

Timescale

Enhance existing and provide new
interchange facilities at rail stations
and public transport interchanges
consistent with the aims set out in the
Public Transport Interchange Strategy
(continued)

Continue to integrate the Warwickshire County
Council tendered bus services with rail
services and community bus services

Short

Work in partnership with the Department for
Transport, Network Rail, Public Transport
Operators & Local Planning Authorities

Ongoing

Continue to integrate the Warwickshire County
Council tendered bus services with rail
services and community transport services

Ongoing

Work in partnership with department for
Transport, Network Rail, Train Operators and
Planning Authorities

Ongoing

Promote integration between rail, bus
and community transport services

Seek to safeguard sites with the
potential for improved station facilities

PTIS2 Quality of interchange facilities: ‘Acceptable’
Action
Continue to expand the Warwickshire
Quality Rail Partnership to improve
bus infrastructure, public transport
information and signage outside Rail
Stations in order to further encourage
integration between bus and rail travel

Schemes and Measures

Timescale

Work in partnership with Network Rail, Train
Operators, Bus Operators and
Borough/District Councils

Short

PTIS2 Quality of interchange facilities: ‘Simple to use’
Action

Schemes and Measures

Timescale

Provide information that should be
readily available, easy to understand
and be simple to use.

Continue to produce accurate,
comprehensive, impartial public transport
timetable information
Continue to maintain the public transport
information pages on the County Council’s
website
Continue to promote the National Rail Enquiry
Service and Traveline
Continue to improve signage at public
transport interchanges to promote more
convenient transfer/travel between different
transport modes.
‘TravelWise’, Station Travel Plans and other
Green Travel Initiatives

Ongoing

Raise public awareness about the
public transport network and the travel
choices that it provides
Encourage fare structures and levels
which are easy to understand and be
simple to use
Continue to promote the use of ‘Plus
Bus’ ticketing arrangements
Encourage Rail and Bus Operators to
Facilitate the use of Smartcards by
their Passengers in order to further
encourage integration between public
transport modes

Ongoing
Ongoing
Ongoing

Ongoing

Work in partnership with public transport
operators

Short

Work in partnership with public transport
operators
Work in partnership with public transport
operators, Centro and Borough/District
Councils

Short
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Action

Schemes and Measures

Timescale

Encourage Rail and Bus Operators to
Collaborate in the Delivery of ThroughTicketing Initiatives, e.g. Development
of a Warwickshire Travelcard

Work in partnership with public transport
operators

Short/Medium

RAIL STATION STANDARDS
The County Council wishes to see the following minimum good quality facilities adequate for the
likely demand:
 Waiting Shelters
 Platform Lighting and Security
 Passenger Help Point
 Mobility Impaired access to stations, facilities and trains
 Static Timetable Displays
 Electronic Real Time Passenger Information Displays
 Cycle Parking
 Car Parking (including Disabled Spaces)
 Safe and attractive access for pedestrians
 Signing to Station for pedestrians, cyclists and cars
In addition and where appropriate in terms of numbers of passengers and trains and cost
effectiveness, provision of the following facilities will also be considered:
 Public Address System
 Ticket Office and/or Permit to Travel Machine and/or Self-Service Ticket Machine
 Toilets
 Public Telephone
 Designated Drop-Off and Pick-Up Area
 Public Address System
 Car Park Lighting and Security
 Bus Feeder Service and Sheltered Waiting Area Taxi Rank and Sheltered Waiting Area
 Secure Cycle Lockers
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BUS STATION STANDARDS
The County Council wishes to see the following minimum good quality facilities adequate for the
likely demand:
 Ensure that the Bus Station is Fully Accessible to Buses
 Provision of Quality Bus Shelters
 Increase Height Level of the Bus Boarding Area at Bus Stands
 Ensure that the Bus Station is Accessible to the Mobility Impaired
 Provision of Accurate and Relevant Public Transport and Community Transport Information
 Provision of Signage Identifying the Walking Route between the Bus Station, the Town Centre
and also Rail Station, if applicable
 Provision of Cycle Parking
 Safe and attractive access for pedestrians
In addition and where appropriate in terms of numbers of passengers and trains and cost
effectiveness, provision of the following facilities will also be considered:
 Real Time Information Displays
 Lighting and CCTV Security
 Toilets
 Public Telephone
 Passenger Help Point
 Sheltered Waiting Area Taxi Rank

PTIS4: New public transport interchange facilities
Action

Schemes and Measures

Timescale

Provide new rail stations including strategic
park and ride / parkway stations on the rail
network where they provide significant
transport benefits

Kenilworth
Stratford-upon-Avon Parkway
Bermuda
Kingsbury
Galley Common
Arley
Hawkesbury
Stratford-upon-Avon Bus/Rail Interchange
Shipston

Short
Short
Short
Medium
Medium
Medium
Medium
Short
Medium

Provide new bus-bus and bus-rail
interchanges where they provide significant
public transport integration benefits

STRATFORD BUS / RAIL INTERCHANGE
Stratford Bus/Rail Interchange is a multi-modal interchange to be constructed outside the existing
Stratford-upon-Avon Rail station, during the development of the former cattle market site. The
interchange will consist of high quality bus shelters, signposting between the station and bus
stops, and comprehensive bus and rail information. In the medium term the aspiration is to
provide real time information for bus and rail services serving the interchange.
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Local buses will be rerouted to serve the interchange, providing increased opportunities for
seamless transfer between different bus services, or interchange between bus and rail.
The Stratford Bus/Rail Interchange will increase the attractiveness of public transport in Stratfordupon-Avon, which will encourage modal shift away from the private car. The interchange will
also increase equality of opportunity, by allow increased access to key services, such as health,
employment, education, retail and leisure.

PTIS5: New developments
Action

Schemes and Measures

Timescale

Secure, where appropriate, funding
from developers towards the costs of
providing good accessibility to public
transport services, consistent with
the Land Use & Transportation
Strategy.

Work in partnership with developers & Local
Planning Authorities

Ongoing

PTIS6: Improvements to public transport information
Action

Schemes and Measures

Timescale

Continue to expand the provision of
Real Time Information systems and/or
‘Help Points’ at stations and at key
interchanges along with other
measures to increase passengers’
confidence

Identify a programme of projects through the
Warwickshire Quality Rail Partnership

Short

Continue to expand the provision of
Bus Information Points at Rail Station
in order encourage integration
between public transport modes

Identify a programme of projects through the
Warwickshire Quality Rail Partnership

Short

Continue to expand the provision of
Real Time Information on key interurban bus routes that serve Rail
Stations

Work in partnership with bus operators

Short/
Medium
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32. Bus Information Strategy
Introduction and Overview
In accordance with the Transport Act 2000, the County Council will seek to continue to work in
partnership with bus operators in the production and distribution of accurate bus information to
the public. This includes providing information about bus routes, timetables, fares (including
concessionary fares), facilities for the mobility impaired and integration with other modes of public
transport. Therefore, this Information Strategy is consistent with the guidance set in the Bus
Information Duty.
The purpose of this strategy is to set out what is needed in Warwickshire to ensure excellent
public transport information is made available to address the needs of both current and potential
passengers in Warwickshire and deliver the transport objectives of the Government and the
County Council.
The Bus Information Strategy sets out what is considered needed, in consultation with others, to
comply with the bus passenger information requirements set out in the Transport Act 2000.
Under its third Local Transport Plan, the County Council intends to build on the success achieved
in terms of delivering further improvements to bus information in Warwickshire. The County
Council will continue to work in partnership with bus operators on the joint development of
improvements to bus information.

Overview of the Current situation
Existing bus information provision
For a number of years the County Council has provided passenger information on local bus and
rail services in the form of bus operator supplied timetable leaflets and a countywide public
transport map.
The County Council has also delivered more innovative approaches to improve accessibility and
distribution of bus information, including enhancement of public transport web pages to enable
effective journey planning and the implementation of Real Time Information on key inter-urban
bus routes in partnership with adjoining local authorities and a bus operator.
The use of national telephone enquiry number (Traveline) and also Transport Direct for journey
planning tool purposes, continues to be promoted by the County Council in partnership with
adjoining local authorities and bus operators. Numerous Bus Information Point (BIP) initiatives
have been delivered to improve the provision of bus information at interchange locations, key bus
stops and suitable locations. The County Council and bus operators have also delivered
improvements to roadside bus stop information with new bus stop poles, bus flags, timetable
cases, new bus shelters with display cases, in-bus shelter display cases and bus information
being provided.
It is the purpose of the Bus Information Strategy to offer not only improvements in the type, style,
format and distribution of information but also to make its distribution consistent and
comprehensive. The aim of this improvement is to achieve a growth in the bus market and to
raise awareness of bus services to both existing and potential public transport users.
Existing information provision is summarised in the table below:
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Table BIS1: Existing bus information provision
Stage of travel

Information

Information provider

Pre-journey information

Traveline telephone enquiry line 0871 200
2233 providing information on public
transport

West Midlands Travel
Information Service - a
consortium of Local
Authorities & Operators

Timetable leaflets

Main Bus operators Stagecoach, TWM, Arriva,
First Group, Johnsons
Coaches, De Courcey
Travel and Warwickshire
County Council (WCC)
WCC
WCC

County Public Transport Map
Warwickshire Web Site
www.warwickshire.gov.uk/publictransport
passenger information, travel news update
and links to bus and train operators sites
Certain Key villages have specific leaflets to
include information on conventional and
community transport
Bus Information Points
Advanced Travel Planning : Transport Direct
At bus-stop information

Other special information

WCC
Department for Transport

Bus stop flags

WCC/Bus operators

Bus stop poles
Bus shelters and display cases

WCC/Bus operators
WCC/District
Councils/Parish Councils
WCC/Bus operators
WCC/Bus operators
WCC

Timetable cases
Timetable information
High quality bus waiting stops/shelters
/raised kerbs at Quality Bus Corridors routes
Specific village timetables
Real Time Information
SMS Provision
At interchange point or
destination

WCC

WCC
WCC
WCC

Bus focal points

WCC

Timetable information
Timetable cases

WCC
WCC

Flexi-bus timetables

WCC

Brokerage Projects: Rugby Brokerage/Back
and Forth –Stratford-upon-Avon
Concessionary fares information
Enlarged printed timetables on request
Sustainable Transport Pack distributed at
new developments

WCC/ Community
Transport Operator
WCC
WCC
WCC

Problems
 Uncertainty and lack of confidence in using bus provision, due to lack of information
 Lack of information regarding connections with other bus and modes of public transport
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Opportunities
 Improvements to the quality and availability of information
 Improvements to the waiting environment

The Strategy
The vision of Warwickshire County Council’s Bus Information Strategy is:
‘An affordable, accessible, safe, convenient, environmentally friendly and integrated public
transport network, capable of attracting an increasing market share for public transport thereby
contributing to the achievement of the objectives in the Warwickshire’s Local Transport Plan
2011’.
The aim of the Bus Information Strategy is to grow the market for public transport by making the
product accessible both to existing and potential users alike. It will achieve significant
improvement in the provision of public transport services and facilities to the people of
Warwickshire by following a customer focused approach designed to identify and overcome
barriers to the use of public transport.
The Bus Information Strategy has close links with the Changing Travel Behaviour Strategy, which
is aimed at influencing people’s travel behaviour away from car use towards more sustainable
modes of transport using ‘Smarter Choices’ measures. ‘Public transport information and
marketing’ is one of a recognised set of Smarter Choices measures, along with travel awareness
campaigns and personalised travel planning and workplace travel plans, which each include
elements of public transport promotion.

Policies
Policy BIS1: Partnership

The County Council will work with the Department for Transport, Transport Operators,
Regulatory Bodies, Centro, local authorities, users and other stakeholders to progress
the delivery of the policies set out in the Bus Information Strategy.
The key role of the County Council, working in partnership with bus operators and other
stakeholders, is as initiator and promoter of bus information improvements. The Transport Act
2000 places a duty on local transport authorities to set out required standards of passenger
information after consultation and to ensure these standards are met. The delivery of the strategy
sets out the minimum standards for each type of required information and who will be responsible
for its delivery, see below.
In addition, where necessary the County Council will work with its partners to secure funding from
the Local Transport Plan settlement and from other appropriate sources of funding, including
developer contributions.

Policy BIS2: Quality of Information

To meet the overall aim of the Bus Information Strategy the County Council will encourage
the provision of passenger information which is simple to use.
Timetables, routes and fares should be readily available, easy to understand and be simple to
use. Information systems should enable passengers to plan their journeys and provide increased
public confidence as to the availability and reliability of bus services consistent with the Bus
Information Strategy. Full and timely information should be provided or be easily available to
customers in case of disruption to services.
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Policy BIS3: Minimum requirements for bus information

The County Council will promote improvements to bus information by setting minimum
requirements for the standards of bus information and outlining the responsibilities of the
County Council, operators and others in providing the relevant bus information.
The table below set out these minimum requirements for various types of bus information.
Table BIS2: Minimum requirements for bus information
Type of
information
Printed
information

Minimum requirement

Responsibilities

Printed passenger information should be
available for every bus service and route in
Warwickshire.

Bus operators normally produce
timetable leaflets for commercial and
subsidised services. The County
Council will take responsibility for
ensuring that timetable leaflets are
produced for all other key services.

Timetables should be of a high quality and
include service numbers and when the
timetable came into effect. They should comply
with the printed public transport information –
A Code of Good Practice produced by ATCO.
Changes to routes/services and timetables
shall be minimised. Bus operators are
encouraged to implement changes on six key
dates per year to accord with school term
dates.

The County Council will continue to
develop its network to distribute and
market passenger information to
libraries, tourist information centres,
shopping centres, major employers,
leisure sports & recreation centres,
swimming pools, and other suitable
locations.
The County Council will consult
operators on the Bus Partnership
Forum Code of Conduct on service
stability.

On bus
information

Buses/ Public Transport vehicles should
display/have clear, accurate route destinations
& service numbers.
Quality Bus Corridor route buses to have a
branded livery and have route maps,
timetables & fares Information publicised on
the buses.
On other key bus routes the County Council
will encourage operators to provide route maps
and to make available printed timetables and
fares information for buses.

Roadside
information

Bus stops to have bus flags (including
displaying the Traveline Enquiry Number)
Bus stops to have timetable cases
Bus stops to display up-to-date timetable
information
Bus Information Points

The County Council will work in
partnership with the bus operators to
seek an increase and improvement in
the quality of on-bus information in
accordance with the minimum
requirements.
Bus operators will be responsible for
providing on-bus information on Quality
Bus Corridor route buses as described.
Joint responsibility between bus
operators and the County Council.
On commercial bus routes, the bus
operator supplies the bus flags. The
County Council will ensure that bus
flags are provided at other bus stops.
On commercial bus routes, the bus
operator supplies the timetable cases.
The County Council will ensure that
timetable cases are provided at other
bus stops.
Warwickshire County Council will be
responsible for ensuring that high
quality bus information is provided at
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Type of
information

Minimum requirement

Responsibilities
key interchange points.

Roadside
information
(continued)

Warwickshire County Council will be
responsible for coordinating information
bus stops used by more than one bus
operator.
Warwickshire County Council are
responsible for maintaining information
at bus stops which are served by more
than one bus operator.
Warwickshire County Council will
continue to provide Bus Information
Points at key interchange points and
other key locations.

Telephone
line
information

The National Traveline telephone number is a
contact point for the public to access timetable
information. All published timetable information
refers to this telephone number. In
Warwickshire the Traveline service is provided
under the auspices of the West Midlands
Travel Information Services Ltd (WMTIS).
The minimum requirements are to ensure that
the travel information database is maintained
and kept up to date.
The future improvements to be considered for
the Traveline service include:


The provision of information through
digital television; electronic enquiry
systems at key locations including
travel centres;



providing information about taxis and
airline services;

Operators providing bus services in
Warwickshire are required to provide
route and timetable information to
enable the West Midlands Travel
Information Service (WMTIS) to
produce up-to-date travel information.
Operators are also responsible to
reimburse WMTIS the costs of
providing information about their
commercially operated services.
Warwickshire County Council will
continue to provide accurate bus
information to WMTIS (West Midlands
Travel Information Service), Transport
Direct and other relevant parties in
conjunction withy other West Midlands
based local authorities.

SMS text messaging to mobile phones with
passenger information
Electronic
information

Continue to develop SMS provision – which is
available at all bus stops throughout the
county.

The County Council will seek
opportunities to further extend Real
Time Information provision in the
county, in partnership with bus
operators and adjoining local
authorities.

Local bus travel information to be available
through the Warwickshire County Council
Website including timetables for all bus routes
operating in the County.

Operators will be encouraged to
participate in the development of the
RTI process by agreement and
partnership investment.

Real Time Information provision provided at a
number of key inter-urban bus routes.

The County Council will seek
opportunities to offer Real Time
Information through SMS provision.
The County Council will make
improvements to the Warwickshire
County Council website to include
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Type of
information

Minimum requirement

Responsibilities
comprehensive timetable information
for all bus routes operating in the
County.

Policy BIS4: Improvements to bus information

The County Council will encourage improvements in the quality and provision of bus
information in the main urban centres and at the main interchanges.

Bus information points
The County Council seeks to continue the delivery of improvements to the provision of roadside
passenger information in the main urban centres, market town centres, key villages, bus
interchanges and other key locations. This will be achieved by using a Bus Information Point
(BIP) which is designed to provide public transport information, which is accurate, comprehensive
and impartial. A BIP will offer:

Full details of the bus boarding points;



Full information on both the core bus network/connecting services in the local area;



London ‘tube style’ bus route maps and timetables;



Traveline telephone enquiry line number;



Map of the local area; and



Community Transport information.

A BIP will be located in sites which are safe, secure, well lit and in urban areas where footfall is
relatively busy.

Action Plan
This section of the strategy sets out the County Council’s actions in delivering the policies of the
Bus Information Strategy in a way which recognises the existing problems and opportunities
outlined earlier in this document. The delivery of Bus Information initiatives involves a wide range
of stakeholders both national and local and can often depend on strategic decisions which are
taken in the context of the national legislative framework. In these circumstances, the timescales
for the schemes and measures set out below will need to be flexible to take advantage of the
implementation opportunities as they arise.
Responsibility
WCC/
Operators

Action

Schemes and Measures

Timescale

Provide information which
should be readily
available, easy to
understand and be simple
to use.

Continue to provide accurate,
comprehensive, impartial public transport
timetable information

Ongoing

Continue to maintain the public transport
information pages on the County Council’s
website, including the Live Travel Map
Continue to promote the National
Rail Enquiry Service
Continue to improve signage at
interchanges to promote more convenient
transfer/travel between different transport

Ongoing

WCC

Ongoing

WCC

Ongoing

WCC
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Timescale

Responsibility

Carry out public transport promotion as part
of Travel Awareness campaigns through the
Changing Travel Behaviour strategy

Ongoing

WCC

Provide targeted information on public
transport options as part of Workplace and
School Travel Plans.

Ongoing

WCC

Provide targeted information to households
adjacent to new or improved bus routes

Ongoing

WCC

Work in partnership with
bus operators, Centro,
other local authorities and
suppliers to further
develop Real Time
Information accessible by
mobile phones

Seek to deliver a Countywide Short
Messaging System service in relation to the
accessibility of public transport information
by mobile phone.

Ongoing

Investigate opportunities
to deliver Real Time
Information on Quality
Bus Corridors and at key
interchanges

Work in partnership with bus operators, train
operators, Centro, other local authorities
and suppliers

Ongoing

Provide ‘Bus Information
Points’ in town centres,
bus stations, main railway
stations and larger
villages

Dunchurch

Short/Medium

Attleborough

Short/Medium

Henley-in-Arden

Short/Medium

Bidford-on-Avon

Short/Medium

Southam

Short/Medium

Studley

Short/Medium

Bulkington

Short/Medium

Warwick Hospital

Short/Medium

Rugby St. Cross Hospital

Short/Medium

Nuneaton George Eliot Hospital

Short/Medium

Chapel End

Short/Medium

Shire’s Retail Park

Short/Medium

Bedworth Rail Station

Short/Medium

Stratford-upon-Avon Rail Station

Short/Medium

Water Orton Rail Station

Short/Medium

Nuneaton Rail Station

Short/Medium

Rugby Rail Station

Short/Medium

Action

Schemes and Measures
modes

Raise public awareness
about the public
transport network and the
travel choices it provides
Raise public awareness
about the public
transport network and the
travel choices it provides
(continued)
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Action

Promoting Community
Transport

Schemes and Measures

Timescale

Kenilworth Rail Station

Short/Medium

Stratford-upon-Avon Parkway Rail Station

Short/Medium

Continue to ensure that the Bus Information
Points make reference to the availability of
Community Transport information
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33. Community Transport Strategy
Introduction and Overview
The purpose of this Strategy is to set out what is needed in Warwickshire to ensure quality
community transport services that will address the needs of both current and potential
passengers in Warwickshire and deliver the transport objectives of the Government and the
County Council.
The Community Transport Strategy has been prepared in consultation with a wide range of
stakeholders including user groups, other local authorities, operators, other interest groups and
potential partners.
This strategy deals specifically with the contribution community transport services make in
providing an effective passenger transport network. In so doing it will share some of the key
objectives that are set out in other mode strategies, for example, the Bus Strategy.

Policy Context
The overall national, regional and local policy context of public transport in Warwickshire is set
out in the Public Transport Strategy.
In addition, there are a number of community transport related policy contexts which are referred
to below.

Statutory requirements
Section 110 of the Transport Act 2000 requires Warwickshire County Council to prepare a
“…strategy containing their general policies as to how best to carry out their functions… in order
that:


Bus services meet the transport requirements;



Bus services are provided to the correct standards; and



Appropriate additional facilities and services are provided as the authority consider should
be provided.”

Warwickshire County Council is required under the 1985 Transport Act to “…secure the provision
of such public passenger transport services as the council consider it appropriate to secure to
meet any public transport requirements within the county which would not in their view be met
apart from any action taken by them for that purpose”, and “…to formulate from time to time
general policies as to the descriptions of services they propose to secure..” (Source: Transport
Act 1985, Paragraph 63 (1) (a) and (b)).
We highlight here also recent legislation change in the form of the Local Transport Act 2008. The
Act followed from a nationwide consultative document issued by the Department for Transport
entitled ‘Putting Passengers First’. It made a case for steps aimed at improving the passenger
transport network overall. The Act passed successfully and while establishing a new framework
for transport authorities to form quality partnerships with operators, included a number of
changes designed to enable community transport to contribute a more significant role in the
overall pattern of transport coverage.

Overview of the Current Community Transport Network
The overall review of the current situation relating to the provision of public transport in
Warwickshire is set out in the Public Transport Strategy.
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Community transport itself operates through a number of different modes of service provision
some of which are distinctly different from the mainstream bus services. These are described in
more detail below.

Existing community transport in Warwickshire
The flexibility and scope of community transport is apparent from the range of provision across
the County summarised in the following list:


Section 19 and 22 minibus permit operations;



Voluntary and social car schemes;



Voluntary groups/day centres who operate their own minibus;



Dial-a-ride and dial-a-bus projects;



Commercial bus operation incorporating demand-responsive features, e.g., pre-booking,
‘roam-zones’, diversions from fixed routes;



“Shopmobility” services;



Minibus brokerage projects;



Volunteer recruitment and training programmes;



Some forms of community-based initiatives, e.g., informal car sharing networks between
neighbours; and



Some taxi services.

Community transport organisations offering brokerage and/or dial-a-ride services operate out of
Stratford upon Avon, Rugby and northern Warwickshire. Voluntary car schemes operate in all
five of the County’s Districts and Boroughs – Stratford-on-Avon, Warwick, North Warwickshire,
Nuneaton & Bedworth and Rugby. Ring-and-Ride schemes operate for specific isolated
communities and a Section 22 Community Bus is established in the market town of Shipston in
the south of the County. The ‘Buster Werkenbak’ demand responsive access to employment
scheme operates in North Warwickshire serving major employment sites.
Some services are developed on a countywide basis. A large network consisting of
approximately 50 Flexibus routes covering rural and urban communities operates in the County.
Many community transport services in Warwickshire are operated in the ‘not-for-profit’ sector, i.e.
voluntary, community, charity and statutory. We, as the local transport authority, encourage and
promote close partnership working when there is a need to develop and implement solutions to
transport needs with community transport.
The County Council, in line with the local and national policies on accessibility and social
inclusion, provides socially necessary public transport provision. Subsidised services account for
approximately 20% of bus passenger journeys in total and include some unconventional and
demand responsive schemes.

Current demand for community transport
Community transport is capable of meeting the demand for high standards of public transport
from anywhere in the community.
Warwickshire residents use community transport:


If they are geographically isolated or without access to private or affordable transport
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When they require specialised or partly specialised services not usually available on
conventional public transport



If they face any other disadvantage that would act as a barrier to transport

The major user groups are older people; people with disability, frailty or mobility problems; people
making health-related trips.
Demand is ongoing for the users referred to here for:


Transport to employment, especially with adaptation to unusual working hours and shift
patterns;



Providing access from isolated areas for all members of the community; and



Maximising current resource through partnership and review with statutory agencies.

In addition to providing access to services in urban and local centres, demands exist to serve
major attractors both in and outside the county. Of particular relevance is access to medical
facilities at the Coventry University Hospital, University, Warwick, George Eliot and Queen
Alexandra hospitals. Also, Hams Hall, Kingsbury, Birch Coppice and other large industrial sites in
the north of the County.

The need for better community transport
The current level of community transport use is determined by the existing level of passenger
transport services already operating and the opportunity to provide for a higher level of need is
constrained by the availability of financial resources.
Information about community transport must be improved. Less than one in four respondents to a
Warwickshire Citizens Panel Survey in 2009 were aware of any community transport initiatives in
their area.
Improved community transport services and information will be essential if the objectives of
community transport providers to enable people without access to conventional public transport
or private transport to easily reach a wide range of shopping, leisure, social, health, employment
and educational opportunities and to reduce congestion are to be achieved.
In considering the need for an improved network, it is important to identify the potential problems
that will need to be addressed and the opportunities that will create increased demand for
community transport travel:-

Challenges
The main challenges to achieving the aims of the community transport strategy are for:


The potential of funding to be fully exploited through collaboration and co-ordination,
especially following the reduction or withdrawal of several funding streams, including the
County Council’s core Community Transport budget;



Consistently high standards of operational efficiency and customer service to be evident
and acknowledged by partners throughout the community transport sector;



Better co-ordination between community transport organisations;



Community and voluntary sector transport to be integrated with other modes of transport
more effectively;



Improved information relating to community transport to be more readily available to
potential and existing passengers;
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the sustained support of the volunteering agencies to those schemes and services that
rely principally on the commitment of volunteers and;



The profile of the community transport sector that undertakes effective work relating to
socially excluded communities to be recognised.

Opportunities
There are also opportunities whereby community transport:


Offers an opportunity for accessible travel for people who are socially excluded, mobility
impaired or rurally isolated;



Is operated by the community for the community and therefore is often more responsive
to their needs than other modes of transport;



Does not operate for profit and generally aims to design schemes that offer affordable
transport and so help to meet the needs of those who cannot access other services;



Will take advantage of changes in legislation and assume a stronger role in the network of
public transport provision:



Provides services that are designed primarily around the specific needs of the customer

Further influences on demand
One of the major factors set to influence the demand for community transport is the increasing
proportion of retired and older persons in the population. In the Accessibility Strategy, a graph of
projected population age change in Warwickshire forecasts that by 2031 there will have been
65% growth in people aged 65 and over. The phenomenon of the Ageing Society is now officially
recognised and government at all levels is looking ahead to see how the needs of the forecast
demographics over the next decade or two can be met. The access needs of older people as a
group will be met by private transport to some degree. The level of access to private transport will
vary between individuals according to personal characteristics such as economic activity,
income, health, personal mobility and the amount of support family or friends are able to provide.
The more the need for public transport, the greater the expected demand for community
transport.
Ageing is statistically associated with increasing frailty, immobility and disability. In the area of
social care, increasing numbers of people will be managing individual budgets and making more
personalised choices over the type and location of services they would like to access. There will
be a growing demand for affordable, accessible and flexible transport modes.
Many community transport services are delivered in the voluntary and community sector (VCS)
which itself undergoes change and development. Between 2008-2010, changes in the sector in
Warwickshire have seen some organisations joining a countywide organisation called WCAVA
and others continuing their work on a more independent basis. Some organisations have set up
enterprise arms and are looking to decrease reliance on grant income. Recent changes brought
in by the Local Transport Act 2008 have made it easier for VCS organisations to provide reliable
transport services for dispersed and hard-to-reach communities not usually served by
conventional public transport.
Public bodies including the County Council, its local authority partners and the health authorities
have a Duty to promote Equalities and Diversity in their policies and services. The themes of age
and disability feature strongly in this as areas of service delivery needing to be under a process
of regular review. It is reported that the Equality Bill, in preparation in 2010, is also to include a
socio-economic duty, to ensure these same organisations consider the impact their strategic
decisions have on narrowing socio-economic inequalities.
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Consultation and customer research
Ongoing consultation, market research, data collection and monitoring of community transport
services and infrastructure continues to be conducted in order to gain a better understanding of
passenger needs and expectations. The research has provided a detailed picture of the different
issues that influence the way existing and potential users value public transport services. This
has helped to produce a Community Transport Strategy that continues to address the needs of
passengers and aims to deliver the desired outcomes within budgetary limitations.

The Strategy
The vision of Warwickshire County Council’s Community Transport Strategy is:
‘An affordable, accessible, safe, convenient, environmentally friendly and integrated network of
community transport services, capable of attracting an increasing market share for community
transport’.
The aim of the Community Transport Strategy is to encourage further growth of the market by
making the product attractive and convenient to both existing and potential users. It will achieve
significant improvements in the provision and quality of community transport services and
facilities to the people of Warwickshire using a customer-focused approach designed to identify
and overcome barriers to the use of public transport.
The major theme of the Community Transport Strategy is to encourage greater development and
use of community transport in order to:


Promote social inclusion by developing suitable community transport solutions, with the
help of local communities, for those people either without access to other modes of
transport, or for those people to whom community transport offers the most appropriate
mode of travel;



Widen access to services, health, social and recreational facilities, employment and
training for socially excluded individuals / isolated communities; and



Improve network coverage of the County by passenger transport services where it is able
to focus on disadvantaged, dispersed and hard-to-reach communities that would:


be difficult to serve by mainstream transport



be less able to enjoy the benefits of concessionary travel

Policies
Policy PTCT1: Partnership

The County Council will work with the Department for Transport, Bus Operators, Centro,
local authorities, users and other stakeholders to progress the delivery the policies set out in
the Public Transport Strategy, the Community Transport Strategy and the other subsidiary
public transport strategies.
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Policy PTCT2: Quality of service

To meet the overall aim of the Community Transport Strategy, the County Council will
encourage the provision of bus services, which are:
a. Affordable
b. Accessible
c. Available
d. Acceptable
e. Simple to use

a. Affordable
The fare for an individual using services should be comparable in different modes of service
with:


the full cost of the equivalent journey by car, as estimated by leading motoring
organisations



conventional bus fares for a trip of an equivalent distance



the legitimate expenses incurred by a volunteer driver providing a service using his or
her private car

The exception would be that the fare is justified as a premium fare due to scheduling a
significantly faster or earlier journey or one with enhanced facilities, for example, with a
passenger assistant on board the vehicle.

b. Accessible


The design of bus stops, bus stations, pick-up and setting down points for community
transport services and vehicles must enable passengers to board or alight from the
vehicle who choose to do so unaided or with a reasonable level of assistance;



Interchange infrastructure should provide for ‘seamless’ changes between transport
modes. This should be assisted by good signage, information and appropriately designed
infrastructure;



Overall public transport services should be co-ordinated with community transport to
encourage interchange consistent with the aims of the Public Transport Interchange
Strategy, the Bus Strategy and the Passenger Rail Strategy with the object of increasing
the range of travel opportunities and options for travellers; and



The access to stops and interchanges, particularly by people who have difficulties
because of health or mobility problems should be addressed.

c. Available


Community transport should contribute to providing coverage that meets the minimum
period of operation and service frequency standards set out in the Bus Strategy of the
LTP. The access time to this level of service from the point of origin of an ambulant user
should not exceed seven minutes.

d. Acceptable


Community transport services should be of a quality, particularly in terms of reliability and
punctuality, which would give a potential passenger confidence in relying on them;
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Community transport vehicles should be designed and equipped with accessibility
features meeting the needs of the client group, provide comfortable seating and be of an
appearance giving a potential passenger the confidence to undertake travel on them;



Stops, picking up and setting down points, bus stations and interchanges should provide
both a perception and reality of personal safety and security. Reasonable shelter,
comfort, suitable heating and ventilation for the season of the year should also be
available where appropriate;



Community transport operators will regard staff training as a necessary investment, not
an avoidable cost. Staff should be helpful and courteous and have received customer
service training including MiDAS minibus and, where relevant to the specific service,
PATS passenger assistance training;



The journey time of the service should be similar to the equivalent journey by car unless
this can be justified by a significantly reduced fare; and



The length of stay at destination enabled by the community transport service should, as a
broad guide, be approximately two hours for a retail or health visit and approximately
three and a half hours for an evening or Sunday visit.

e. Simple to use


Information on booking arrangements, times of operation, destinations served, eligibility
rules, fares and concessions should all be readily available, easy to understand and
simple to use;



Information systems should enable passengers to plan their journeys and provide
increased public confidence as to the availability and reliability of services consistent with
the Passenger Information Strategy;



Full and timely information should be provided or be easily available to customers in case
of disruption to services; and



Where it is necessary to use different modes to complete a journey, ticketing between
community transport and bus and rail services should be integrated.

Policy PTCT3: Delivering access opportunity for the whole community

The County Council is committed to ensuring its policies and services are inclusive . The
County Council will ensure that the Community Transport strategy helps to inform and
deliver wider objectives and policies.
To support Policy PTCT 3 the County Council will:
 Proof community transport services to ensure they are accessible to those with a disability
or mobility impairment;
 Develop services that cater for the current and predicted needs of the ageing population
and help meet the challenge of maintaining independent lifestyles longer in the community;
 Contribute to the narrowing of the gaps in service provision, focusing most where needs
arise in dispersed settlements and disadvantaged or hard-to-reach communities; and
 Help address social inclusion with ongoing improvements in the accessibility, availability
and affordability of community transport services that are demand-responsive and which
innovate to provide connections with employment, key services and health.
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Policy PTCT4: Supporting sustainable economic growth

The Community Transport Strategy will assist the County Council to contribute to, support
and help develop a range of enterprise initiatives in the voluntary and community
transport, in particular to:
 Work with partners to provide volunteer placement opportunities in community transport
activities so as to develop skills
 Invest in fully accessible vehicles that will reduce transport and access barriers to
shopping, leisure, employment and training
 Improve transport links to major sites of employment outside the timetables of
conventional bus services or where there is over-reliance on the private car

Policy PTCT5: Improving quality of life

The County Council will help improve quality of life and reduce the risk of isolation by
providing community transport services where appropriate that:
 Are responsive to the personal choices users and potential users wish to make to
access preferred destinations and services
 Are organised primarily around the needs of eligible users
 May alter adverse perceptions of safety and security of travel on the wider passenger
transport network

Action Plan
This section of the strategy sets out the actions the County Council will pursue in order to deliver
the policies of the Community Transport Strategy in a way that recognises the opportunities and
problems outlined in the earlier sections of this document.
Policy

Action

Schemes and measures

Timescale

PTCT1
Partnership

Work with the stakeholders and
partners as detailed in the
above strategy.

Progress the delivery of the
policies set out in this
Community Transport Strategy
and the Accessibility Strategy,
Public Transport Strategy, the
Bus Strategy and the other
subsidiary public transport
strategies.

Ongoing

PTCT2 Quality
of service:
‘Affordable’

Examine opportunities for
revisions to fare structures and
levels

Work in partnership with
community transport operators

Short

Explore opportunities to include
Community Transport in
county-wide concessionary
travel scheme

Work in partnership with
Community Transport providers

Medium
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Policy

Action

Schemes and measures

Timescale

PTCT2 Quality
of service:
‘Affordable’
(continued)

Examine opportunities provided
for within the relevant transport
legislation to implement through
ticketing availability between
rail, bus and community
transport services

Work in partnership with train,
bus and community transport
operators

Short

PTCT2 Quality
of service:
‘Accessible’

Encourage an increase in the
accessibility of community
transport sector vehicles

Work in partnership with
community transport operators
to incorporate fully accessible
vehicles on services

Ongoing

Stratford-upon-Avon, Warwick
and Leamington Rail Stations

Short/
Medium

Rugby Rail Station

Short/Medium

Atherstone Rail Station

Short/Medium

Nuneaton Rail Station

Short/Medium

Nuneaton Bus Station

Short/Medium

Work in partnership with
providers and operators to
improve integration between
services

Ongoing

Continue to develop the
Warwickshire Voluntary
Transport strategy group for
access to health

Short

Continue to integrate the
Warwickshire County Council
tendered bus services with rail
services and community
transport services

Ongoing

Seek to safeguard sites with the
potential for improved public
transport facilities

Work in partnership with Local
Planning Authorities and
developers

Ongoing

Take steps to better maintain
availability of community
transport services in the event
of operational problems

Ensure County SLAs and
contracts with operators specify
clear standards

Ongoing

Investigate feasibility of a WCCowned back-up vehicle that
could be available to operators
anywhere in the County

Short/Medium

Continue liaison arrangements
with community transport
operators to co-ordinate
changes and development of
the Network in order to optimise
passenger benefits

Ongoing

Enhance facilities for
community transport
passengers at stops and public
transport interchanges
consistent with the aims set out
in the Public Transport
Interchange Strategy
Promote integration between
community transport services
and between them and bus, rail
and express coach services

PTCT2 Quality
of service:
‘Available’

Seek opportunities for
community transport provision
for communities including rural,
dispersed and hard-to-reach
communities and wherever
there is a failure by other
modes to deliver the standards
set out in the Bus Strategy.
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Policy

Action

Schemes and measures

Timescale

PTCT2 Quality
of service:
‘Acceptable’

Seek to promote, and where
feasible, to provide bus
services which meet the needs
of existing and potential
passengers

Work with passenger groups
and communities to identify
community transport passenger
needs

Ongoing

Promote improvements in the
punctuality and reliability of
community transport services

Work with community transport
operators and key stakeholders
to identify where services are
subject to delay which leads to
unreliability and low levels of
punctuality

Ongoing

Improve the image and
attractiveness of community
transport travel in Warwickshire

Work in partnership with
operators to develop high
quality branding that identifies
Warwickshire’s overall
passenger transport network to
the widest possible audience.

Ongoing

Encourage and assist
community transport operators
to risk-assess all aspects of
their services

Ongoing

Work with operators to ensure
consultation with users when
developing specifications for
the procurement of new
vehicles

Short

Continue to work with operators
to maintain MiDAS, PATS and
other specialised training for
drivers and passenger
assistants

Ongoing

Continue to produce
comprehensive, impartial
community transport service
information

Ongoing

Continue to publish the
community transport
information pages on the
County Council’s website
Continue to promote the
national ‘Traveline’ telephone
inquiry line service

Ongoing

Continue to work with operators
to maintain MiDAS, PATS and
other specialised training for
drivers and passenger
assistants

PTB2 Quality
of service:
‘Simple to use’

Provide information which
should be readily available,
easy to understand and be
simple to use.

Ongoing

Pursue opportunities to
overcome ‘artificial’ barriers to
access, for example, across
District/Borough boundaries

Cross-border brokerage
initiatives Stratford-WarwickRugby

Short

Cross-border operational
initiatives North WarwickshireNuneaton and Bedworth

Medium

Raise public awareness about
community transport and the
travel choices that it provides

Sustainable Travel Initiatives

Ongoing
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Policy

Action

Schemes and measures

Timescale

Dunchurch

Short/Medium

PTB2 Quality
of service:
‘Simple to use’
(continued)

Incorporate community
transport service information in
‘Bus Information Points’ in town
centres, bus stations, main
railway stations and larger
villages

Attleborough
Henley-in-Arden
Bidford-on-Avon
Southam
Studley
Bulkington
Warwick Hospital
Rugby St. Cross Hospital
Nuneaton George Eliot Hospital
Chapel End
Shire’s Retail Park Leamington
Bedworth Rail Station
Stratford-upon-Avon Rail
Station
Water Orton Rail Station
Nuneaton Rail Station
Rugby Rail Station
Kenilworth Rail Station
Stratford-upon-Avon Parkway
Rail Station
Work with internal and external
partners

Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium
Short/Medium

Work in partnership with
community transport operators

Short

Work in partnership with
community transport, bus and
train operators

Short

Aim to grow the County’s
network of Flexibus services
with special service features for
the disabled or those with
mobility impairment

Work with partners to identify
local needs

Ongoing

Ensure that the potential for
developer funding is available
in the development of
community transport services,
consistent with the Land Use
and Transportation Strategy

Work in partnership with
planners and planning
authorities

Ongoing

The new opportunities for
community transport
contributions to the network will
be considered in applications to
external funding as
opportunities arise

Internal and external partners to
investigate funding and
development opportunities
arising

Medium

Incorporate information on the
availability of community
transport services in the County
Council’s widely distributed
public transport map
Encourage fare structures and
levels which are easy to
understand and simple to use
Examine opportunities provided
for within the relevant transport
legislation to implement through
ticketing opportunities between
bus and community transport
services

Policy PTCT3
Delivering
access
opportunities
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Policy

Action

Schemes and measures

Policy PTCT3
Delivering
access
opportunities
(continued)

County vehicles will continue to
be made available for voluntary
sector use, combining with
community transport schemes
to broker spare capacity where
and when there is excess
demand

Back & 4 Transport, Stratford
on Avon

Short

Care to Share Minibus
Brokerage, Rugby

Short

Supported Shopping Services,
Nuneaton and Bedworth

Medium

Provide support for voluntary
sector operators in terms of
information, advice, promotion
and retention and recruitment
policy.

Work with voluntary transport
providers on the feasibility of a
volunteer driver brokerage
scheme

Medium

Develop proposals for a ‘stepchange’ in public transport
provision on key corridors
based on integrated planning
and co-ordination of all public
transport modes. Where
appropriate, a combination of
public transport modes will be
considered.

Work in partnership with the
Department for Transport, the
Office of the Rail Regulator,
Network Rail, Bus, Community
Transport and Train Operators,
Passengers, District Councils,
Coventry City Council, Centro
and other local authorities

Ongoing

North-South Corridor StepChange Initiative: Nuneaton Bedworth - Coventry Kenilworth –
Warwick/Leamington Spa

Short/Medium

Negotiate with operators where
it may be feasible to switch
from Section 19 to Section 22
operations on some routes

Short

Home to School/SEN Contracts
tendering

Short/Medium

CTA Rural Enterprise
Programme

Short

Increasing the use of smaller
vehicles will be explored with a
view to increasing flexibility and
finding efficiencies in service
delivery

Current section 19 operators to
operate MPVs under permit:

Short/Medium

Give support to access to
employment and training
schemes serving rural areas

Buster Werkenbak

Ongoing

Make community transport
schemes accessible to Adult
Health clients with individual
budgets

Work inter-departmentally and
with community transport and
other providers

Short/Medium

Policy PTCT4
Supporting
sustainable
economic
growth

Policy PTCT5
Improving
quality of life

The introduction of approaches
to community transport which
offer the sustainability benefits
of increased earned income will
be explored and developed
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Policy

Action

Schemes and measures

Timescale

Policy PTCT5
Improving
quality of life
(continued)

Improving patient access to
health

Work strategically with health
partners and voluntary sector
providers on improving access
at major health facilities through
the medium of the
Warwickshire Voluntary
Transport organisation

Short

In partnership with NHS
Warwickshire set up a
signposting call centre using
Warwickshire Direct

Short/Medium

Promote the development of
services that feature high levels
of support, for example, for the
‘older elderly’

Expand supported shopping
services in Nuneaton and
Bedworth

Short

New and innovative
approaches to serving the
access needs of communities

Consider smart-card, ICT and
remote ticketing systems in
place of paying fares with cash
where this would speed up or
enhance services

Medium

Investigate the demand for
more flexible and innovative
services, particularly in rurally
isolated parts of the county

Short/Medium

Work with Boroughs/ Districts
and other relevant stakeholders
to promote

Short

Target increased access for
group sports, day-trip and other
leisure activities
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34. Changing Travel Behaviour Strategy
Introduction and Overview
In recent years, there has been growing awareness of the importance of ‘soft’ measures in
influencing people’s travel behaviour away from car use towards more sustainable modes of
transport. The term ‘Smarter Choices’ is now widely used to describe a range of soft measures
which seek to encourage more people to chose sustainable travel by improving information,
opportunities and the attractiveness of alternative modes. These include:


Workplace and School Travel Plans



Personalised travel planning



Travel awareness campaigns



Public transport information and marketing



Car clubs



Car sharing schemes



Teleworking, teleconferencing and home shopping

‘Smarter Choices’ measures play an integral role within the LTP to complement ‘hard’ policies
and infrastructure improvements and persuade people to consider using sustainable modes of
transport. It is recognised that infrastructure improvements alone are unlikely to generate
significant behaviour change. Information, promotion, marketing and other supporting measures
are key to successful schemes aimed at increasing use of sustainable transport and reducing
single-occupancy car journeys.
There is now significant evidence of the cost-effectiveness and value for money of Smarter
Choices measures. This strategy will build on Warwickshire County Council’s past work on these
behavioural change initiatives and reflect the increased national emphasis on the role of Smarter
Choices. As well as contributing towards each of the five national transport goals which guide the
LTP, Smarter Choices measures help meet wider goals relating to health, obesity, quality of life
and social inclusion.
The aims of this strategy are:


To influence travel behaviour amongst Warwickshire residents and facilitate the use of
sustainable modes of travel;



To reduce the number of single occupancy car trips and increase the amount of journeys
made by walking, cycling, public transport and car sharing in Warwickshire;



To use Smarter Choices initiatives to support and enhance the effectiveness of sustainable
transport improvements developed through the LTP.

The Policy Context
Over the past few years, Smarter Choices have become increasingly important element of
national transport policy and the government has published a number of guidance and research
documents. Following initiatives such as the Sustainable Travel Towns and other local Smarter
Choices projects, there is now a good range of best practice and increasing evidence that
Smarter Choices measures can be very effective in changing travel behaviour, particularly when
implemented in conjunction with infrastructure improvements.
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Smarter Choices – changing the way we travel (DfT 2005) draws on earlier studies of the
impact of soft measures, new evidence from the UK and abroad, case study interviews relating to
4 specific initiatives, and the experience of commercial, public and voluntary stakeholders
involved in organising such schemes. Each of the recognised Smarter Choices measures is
analysed separately, followed by an assessment of their combined potential impact. The study
concluded that these measures combined could reduce traffic nationwide by about 11 % and
reduce peak period urban traffic by about 21% if they were implemented under a ‘high intensity’
scenario.
Promoting Smarter Choices is a key element of the Government’s Active Travel Strategy, which
incorporates a National Cycling Plan and was published in 2010.

Challenges
There are a number of reasons why people chose to use their car for local journeys rather than
considering a sustainable transport mode and these are summarised below:

Car dependency
As car ownership has increased, using the car has become a habit for many people and the
potential to use a sustainable alternative for local journeys is often not considered. Changing this
ingrained travel behaviour is a major challenge.

Lack of awareness of benefits of using non-car modes
Many people are not fully aware of the health, financial and environmental benefits of using
sustainable modes and may hold negative views of walking, cycling and public transport. For
example, walking is often perceived as slow and inconvenient, whilst cycling and using public
transport can be associated with low social status.

Safety and security concerns
Traffic levels and speed of traffic have both contributed to a general deterioration in cycling and
walking conditions. Cycling is often perceived as hazardous, whilst personal security concerns
and anti-social behaviour in the streets and on buses can also deter non car travel, particularly
walking and using public transport. Whilst it is difficult to quantify the impact of fear of crime,
perception of danger has a strong influence on modal choice.

Poor accessibility by non-car modes
The increasingly dispersed location of key services and job opportunities serves to limit
accessibility for those without access to a car. The development of out-of-town shopping centres
and business parks has resulted in longer journey distances to access services and facilities.
Such developments tend to be designed around the needs of the car and can be difficult to serve
efficiently by public transport or to access on foot or by bicycle. The bus network is focused
mainly in the urban areas in the county and the majority of bus services are operated on a
commercial, basis by private companies. The coverage, frequency, journey times and hours of
operation of bus service, is not closely matched with existing and potential future demand for
travel by bus. In more rural areas of the county, bus services are less frequent and accessing
services on foot or by bike is more difficult, resulting in many residents opting to use the car as
their main form of transport

Lack of knowledge about using sustainable travel options
Lack of information about using alternative modes of transport can be a barrier to considering
changing travel behaviour. For example, people may not be aware of the best cycle route to their
destination or whether there is a bus service which would suit their travel needs.
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Opportunities
Many everyday journeys are short
Despite the trend for increased journey lengths, around two thirds of all journeys are under five
miles and therefore have the potential to be made by alternative modes of transport such as
cycling and walking. Warwickshire’s towns are generally compact and most trip generators are
within easy reach of people’s homes.

Infrastructure improvements for walking, cycling and public transport
Ongoing improvements to transport infrastructure through the Local Transport Plan and major
new residential and commercial developments will increase the opportunities and attractiveness
of using sustainable modes of transport. For example, annual programmes of investment in cycle
routes in urban areas are creating more connected and continuous cycle networks within
Warwickshire’s towns, enabling more journeys to be safely and conveniently made by cycle.

Congestion
At peak times, the speed and convenience of car travel can be reduced and people may be more
likely to consider using a more sustainable mode of travel, such as cycling, if the opportunity
exists.

Rising fuel prices
May help to encourage people to reduce their car use and consider alternative modes of
transport.

Health benefits of cycling and walking
There has been increased recognition amongst the health sector that ‘active travel’ such as
cycling and walking has the potential to help address a number of key health problems in the UK,
such as obesity, heart disease and strokes. It is hoped that this will result in increased
opportunities for joint working with health organisations to promote cycling and walking to meet
both LTP and health objectives.

Greater evidence of benefits and cost-effectiveness of Smarter Choices measures
There is now a wide range of best practice and guidance on making Smarter Choices work and
significant evidence of the benefits of these measures. A Department for transport review of
“smarter choices” measures found that they typically had benefit-to-cost ratios of around 10:1,
representing exceptionally good value for money in terms of transport spending.

The Strategy
Policy CTB1: Workplace travel plans

The County Council will work with local businesses to develop and implement Workplace
Travel Plans in order to reduce the number of single-occupancy car journeys to work.
A travel plan is a long term strategy for managing access to a workplace by promoting
sustainable modes of travel, helping to meet the travel needs of the employees, minimising single
occupancy car trips, encouraging greater use of public transport, cycling and walking, and where
possible reducing the need to travel. Travel plans set out sustainable travel objectives that
businesses must commit to achieve through various measures. Typically measures include
sustainable site design and promotion of car sharing, public transport, walking, cycling and
flexible working.
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Travel plans at new developments
Travel Plans must be produced as part of the planning process for companies wishing to expand
or new site developments. Although it is difficult to determine the total number of employees
covered by a travel plan, there are currently in the region of 130 workplaces with Travel Plans in
Warwickshire.
The County Council will continue to work with companies through the planning system to create
Business Travel Plans. Each Travel Plan must comply with our Practice Note for Developers in
Warwickshire, which states that a target car / employee ratio of 58% - 65% should be achieved
for new developments. Existing developments, where the above cannot be applied, must achieve
a 10% reduction in the car/employee ratio over that which existed before the development took
place.
To assist with the monitoring of Travel Plans, new developments will be required to pay an
upfront fee. The fee is a one off payment and will be used to cover local authority officer time
required to undertake evaluation of the initial plan, assess the monitoring data and participate in
consequential reviews and agreement to any amended plans in the future. The fee also includes
membership to Warwickshire Company TravelWise which offers ongoing travel plan advice,
access to a countywide carshare database, officer attendance at workplace sustainable travel
promotional events with relevant sustainable travel information, access to local good practice
forums and promotional literature.
Plans are subject to annual monitoring and review for the first five years with monitoring
requirements beyond five years agreed as part of the plan and occasionally required with major
developments. The fee includes an incentive for developers/occupiers to provide the data to the
agreed timescales, and penalties in subsequent years for failing to do so.

Voluntary adoption of workplace travel plans
We will encourage other companies in Warwickshire to participate in Company TravelWise and
address their travel issues through the implementation of voluntary travel plans. We will focus
initially on large public sector organisations and other significant traffic generators, including
retail, leisure and tourist sites.

Policy CTB2: School travel plans

The County Council will work with schools to develop and implement School Travel Plans to
reduce car use and increase use of healthy and sustainable modes of travel for journeys to
school.
School Travel Plans set out a package of practical measures or initiatives aimed at improving
safety on the journey to school and encouraging use of more healthy and sustainable modes of
travel to school. As well as helping to reduce peak hour congestion, School Travel Plans can also
help to improve safety and the environment around schools.
By the end of March 2010, 96% of all schools in Warwickshire had completed a Travel Plan,
enabling them to access funding from the DfT to implement a range of measures and initiatives.
This, in conjunction with Safer Routes to School Schemes and cycle and pedestrian training, has
contributed to an 8% increase in walking and a 6% decrease in car use at primary schools
between 2005 and 2010. Now that most schools in Warwickshire have Travel Plans, work will
focus on monitoring the plans and developing incentive schemes to maintain the school’s
interest.
The County Council’s full approach to encouraging and improving sustainable travel to schools is
set out in the Sustainable Modes of Travel Strategy (see Appendix B) which includes a range of
measures such as Safer Routes to School schemes, cycle and pedestrian training and
promotional initiatives.
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Policy CTB3: Residential travel plans

The County Council will work with housing developers to secure residential travel plans and
explore the possibility of a formal policy on this measure.
Residential Travel Plans are currently provided on a voluntary basis, but we will explore the
possibility of securing Travel Plans through future S106 agreements. A residential Travel Plan
would set out practical measures the housing developer could implement to reduce the need for
residents to travel. This could include providing local services to the community and ensuring
the development contains a network of cycle and pedestrian routes, as well as access to a bus or
rail service.

Policy CTB4: Station travel plans

The County Council will work with train operating companies and Network Rail to develop
and implement Station Travel Plans for rail stations in Warwickshire.
Station Travel Plans are aimed at encouraging more people to use sustainable modes of
transport to travel to rail stations, whilst also seeking to increase rail travel itself. They involve a
package of measures developed in partnership with train operators and stakeholders, which
include both infrastructure improvements and promotional initiatives to encourage use of
sustainable modes. Examples are improved cycle parking, car-share incentives and billboard
advertising to market competitive fares.
Warwickshire County Council has been at the forefront of the development of the Station Travel
Plan initiative and Leamington Spa station was one of 24 stations selected by the DfT to take
part in a national pilot scheme. It is intended to roll out the Station Travel Plan initiative to all
Warwickshire stations where practicable.

Policy CTB5: Personalised travel planning

The County Council will develop a personalised travel planning scheme at a major future
residential development in the county in order to pilot this measure in Warwickshire.
Personalised travel planning involves the provision of information, incentives and motivation
directly to individuals to help them voluntarily make more informed travel choices. The aim is to
make people more aware of alternatives to using the car for local journeys and to address
perceived barriers to walking, cycling and public transport.
There are now a growing number of personalised travel planning schemes around the country
which have resulted in significant reductions in car use and increased levels of walking and
cycling.
Personalised travel planning is a new concept for Warwickshire and the Council will seek to use
developer funding from a large residential development to instigate a pilot scheme. If the results
are favourable, this could set a precedent for other major housing developments. Moving into a
new home is a critical ‘change moment’ and provides the opportunity for establishing new
patterns of behaviour from the outset if the correct measures and information are in place.
At smaller developments where it is not possible to provide personalised travel planning advice,
we will seek to maximise behaviour change opportunities arising from a house move through
provision of Sustainability Packs. These aim to provide residents of new housing developments
with all the information they need to travel sustainably for their local journeys, such as bus
timetables and cycle maps.
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Policy CTB6: Travel awareness campaigns

The County Council will carry out a range of travel awareness initiatives to promote the
benefits of sustainable modes of transport and encourage more people to walk, cycle or use
public transport for local journeys.
Travel awareness campaigns are important to highlight the need to reduce car use and to raise
awareness of sustainable travel choices. Travel awareness initiatives can be used both in
conjunction with new or improved transport infrastructure and as part of an ongoing campaign to
raise the profile of sustainable travel amongst the population of Warwickshire.
The County Council will use a wide range of publicity to raise people’s awareness of sustainable
travel choices and promote the benefits of using sustainable modes. This includes town cycle
maps, sustainability packs for new residential developments, dedicated web pages on the
Warwickshire web and regular press releases on topical issues.

Branding sustainable travel
In order to allow a consistent approach to travel awareness campaigns and provide easier
recognition of the sustainable travel options by the public, we will develop an overarching brand
or logo for sustainable travel. This will be used on all promotional information and publicity and
form the basis of travel awareness initiatives.

Supporting national events and campaigns
The County Council will continue to support national travel awareness projects in order to raise
the profile of sustainable travel. The County Council is part of the TravelWise campaign and
carries out a range of activities to promote sustainable travel under this banner. These include
events to mark Bike Week, hosting Warwick Town Cycle Races, Walk to School Week and
School Travel Awards.

Targeted promotional initiatives
Targeted travel awareness initiatives will be developed in conjunction with the completion of new
transport infrastructure projects, such as cycle routes. We will also develop initiatives aimed at
certain groups most likely to change their travel behaviour, for example for health reasons. This
will involve partnership working with the health sector and others.

Regional and partnership working
The County Council will work with the West Midlands ACT TravelWise Group and any other
relevant partners to use economies of scale for regional and local marketing opportunities. Joint
regional campaigns include the Car Free Challenge for secondary schools, young persons bus
and radio advertising campaigns, the Walking Challenge, Bike Week etc.

Policy CTB7: Public transport information and marketing

The County Council will promote public transport as an attractive and sustainable travel
choice and ensure that high quality information on public transport services is widely
available.
Provision of good quality and easily accessible information on public transport is crucial to enable
people to make informed choices about using public transport and to ensure that maximum
benefit is achieved from public transport infrastructure improvements.
The LTP Bus Information Strategy sets out minimum standards for the provision of information on
bus services, whether that information is printed, telephone, electronic, on bus or roadside.
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Innovative approaches to improving information include Bus Information Points at interchange
locations, key bus stops and suitable locations and provision of real-time information at bus
stops.
This strategy will complement the Bus Information Strategy by focusing on marketing public
transport, both bus and rail, as an attractive and sustainable travel choice and ensuring that
targeted information on public transport is provided as part of travel plans and other initiatives.
We will seek to improve the image of public transport through marketing initiatives, incentives
and promotions as part of Travel Plans. This will involve working with public transport operators.

Policy CTB8: Encouraging more sustainable car use

The County Council will encourage more sustainable car use by promoting car sharing and
supporting the development of car clubs in Warwickshire.
A large proportion of traffic, particularly at peak times, consists of single-occupancy vehicles and
there is potential for more people to share lifts to work and other destinations in order to reduce
the amount of cars on the road.
Warwickshire County Council introduced an internet-based car sharing scheme in 2009 with the
aim of increasing the number of employees sharing lifts to work. The system allows individuals to
securely view on a map their potential car share partners and contact them directly. This scheme
has been rolled out to other companies in Warwickshire and to date 10 employers have signed
up to the initiative.
We will seek to make the car share database available to all businesses in Warwickshire and
investigate the potential to extend the scheme to the wider public.
Car clubs are increasing in popularity in the UK and can help to encourage a reduction in car
journeys and car ownership. Some initial work has been undertaken to examine the feasibility of
establishing a Car Club in Warwickshire. We will seek to build upon this in the future and support
Car Club operators to set up and operate car clubs in Warwickshire.
Powered Two-Wheelers are a more sustainable option than the car for journeys which are not
suited to walking, cycling or public transport. Through implementation of the LTP Powered-Two
Wheeler Strategy, the County Council will seek to improve facilities for PTW users and
integration between PTWs and other modes of transport.

Action Plan
Policy

Action

CTB1: Workplace
Travel Plans
CTB2: School Travel
Plans

Encourage and support businesses to develop and implement
Workplace Travel Plans.
Review and update School Travel Plans and work with
targeted schools to increase walking and cycling levels.
Support schools in setting up initiatives to encourage walking
and cycling to schools, such as Walking Buses and
Starwalkers.
Support the national Walk to School week initiative.
Explore the possibility of securing Residential Travel Plans
through S106 agreements.
Work in partnership with train operating companies and
Network Rail to develop and implement Station Travel Plans
at all rail stations in Warwickshire, where practicable.
Develop pilot residential personalised travel planning scheme.

CTB3: Residential
Travel Plans
CTB4: Station Travel
Plans
CTB5: Personalised
Travel Planning
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Timescale
Ongoing
Ongoing
Ongoing
Ongoing
Medium/
Long
Medium
Short /
Medium
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Policy
CTB6: Travel
Awareness

CTB7: Public
transport
information and
marketing
CTB8: Encouraging
mores sustainable
car use

Action
Carry out ongoing travel awareness campaign to raise profile
of sustainable travel in Warwickshire.
Investigate the benefits of developing a unified brand / logo for
sustainable travel for use on travel awareness initiatives and
publicity.
Carry out targeted promotion of sustainable travel in
conjunction with transport infrastructure projects.
Participate in national events to promote sustainable travel.
Provide comprehensive information on walking, cycling and
public transport.
Ensure comprehensive and high quality information on local
public transport services is widely available to people in
Warwickshire.
Develop targeted promotional initiatives in conjunction with
public transport infrastructure improvements.
Seek to promote and expand Warwickshire’s car share
database.
Support the future development of car clubs in Warwickshire if
the opportunity arises.

384

Timescale
Ongoing
Short
Ongoing
Ongoing
Ongoing
Ongoing
Ongoing
Short /
Medium
Ongoing
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35. Walking Strategy
Introduction and Overview
Walking is a healthy, low-cost, non-polluting mode of transport that is available to most people,
regardless of their age and income. A quarter of all journeys are under 1 mile and a quarter of car
trips are less than 2 miles, distances which can be easily and conveniently covered on foot.
Walking clearly has a significant role to play within an overall integrated transport system, both as
a mode of transport in its own right and in conjunction with other modes. Almost all journeys
involve an element of walking.
However, the rise in the use of cars has been accompanied by a national decline in walking.
Walking levels have declined significantly over the past 20 years with the average distance
people walk having fallen by about one-third. The car is now used for many short trips, leading to
widespread problems of congestion and pollution in urban areas as well as contributing towards
poor public health, reduced quality of life and social exclusion. As car travel has become more
dominant, conditions for walking have worsened which has only reinforced the downward trend.
The purpose of this strategy is to set out what is needed in Warwickshire to encourage more
people to walk for local journeys. Encouraging more walking will involve a combination of both
physical improvements to the walking environment and promotional initiatives that foster
behavioural change. It should be noted that the encouragement of walking is not a concern solely
to promote sustainable transport use. Encouraging more walking can also contribute towards
wider policies on health improvement, regeneration and social inclusion. Interventions contained
within this modal strategy will therefore contribute directly towards the achievement of the
National Transport Goals .
The strategy focuses on walking for key utility journeys; those journeys that are undertaken for a
purpose, rather than simply for the walk itself. It concentrates on journeys to school; to work; to
retail areas; to health and leisure facilities; and to public transport interchanges. It is these trips
where the greatest benefits in terms of encouraging more walking can be achieved because
these are the type of journeys that people do every day, and they are often of short distance. Use
of the car for such short journeys is an important cause of congestion and pollution in urban
areas, as well as wider social and environmental problems.
Urban areas are the primary focus of the walking strategy, because it is within towns that
distances between people’s homes and key trip generators are generally short, making walking a
viable transport choice. However, there may be instances where improvements to pedestrian
facilities within rural areas are required, usually on safety grounds, and these will be considered
on a case-by-case basis.
The overall aim of the Walking Strategy is to improve the pedestrian environment and promote
the benefits of walking to encourage more people to walk for short utility journeys and for
recreation. Although the main goal of the strategy is to bring about more walking as a mode of
transport, the benefits of encouraging walking as a recreational activity are recognised and
therefore the strategy aims to develop and promote walking both for utility and leisure purposes.
It should also be emphasised that although the main purpose of the walking strategy is to get
more people walking, it is also about making access easier for all users of the street
environment. This includes people in wheelchairs and mobility scooters, and those with sensory
impairments.

Policy Context
The Strategy has been developed in line with the national policy context, and aims to be
consistent with the wider framework. An overview of the policy background is provided in section
2 of the LTP.
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National policy
The Active Travel Strategy, which was published by the DfT / Department for Health in 2010, sets
out the Government’s plans to get more people walking and cycling more often and more safely.
At its core is the recognition that more walking and cycling could help tackle some of the
significant challenges for local and national government, including poor health and obesity,
climate change and poor air quality, congestion and accessibility and road safety.
In 2007, the DfT published the Manual for Streets, which emphasises the need to design streets
as social spaces and represents a step change in design guidance encouraging more active
travel by putting pedestrians and cyclists right at the top of the road user hierarchy. The design
guidance focuses on the design of lightly trafficked residential streets, but a further guidance
document which extends the principles to other streets was published in 2010. Manual for Streets
2 - Wider Application of the Principles (CIHT), builds on the philosophies set out in Manual for
Streets and demonstrates through guidance and case studies how they can be extended beyond
residential streets to encompass both urban and rural situations. It fills the perceived gap in
design advice that lies between Manual for Streets and the design standards for trunk roads as
set out in the Design Manual for Roads and Bridges. Its purpose is to help everyone involved in
the planning, construction and improvement of our streets to deliver more contextually sensitive
designs.
Encouraging Walking: advice to local authorities (DETR, 2005) set out ways in which walking can
be made more easier, more pleasant and safer. The strategy was produced with input from
organisations representing walking interests and puts forwards a range of actions which local
authorities and their partners can take to increase walking levels.
Planning Policy Guidance Note 13 on Transport (DfT, 2001) was a major step forward in
integrating land use planning and transport, advising local authorities on how to reduce growth in
the length and number of motorised journeys, encourage alternative modes of travel and reduce
reliance on the private car. The main policies relating to walking are to focus major trip
generators in urban centres and close to public transport interchanges; locate day to day facilities
in local centres so that they are accessible by walking and cycling; and accommodate housing
primarily within existing urban areas at locations highly accessible by public transport, walking
and cycling.

Overview of the Current Situation
Problems
There are a number of real and perceived barriers to walking which have contributed towards a
national decline in walking. The strategy must seek to address each of these physical, social and
cultural barriers in order to increase levels of walking.

Longer journey lengths
Decades of planning for the car have resulted in longer distances between where people live and
the places they need to get to, including workplaces, retail opportunities and other key services.
This is one of the most significant barriers to walking, and is now starting to be addressed
through the land use planning system and integrated transport planning. Improving accessibility
to jobs and key services is now a Government priority.
Despite this, nearly a quarter of all trips are under a mile, and just under half are less than two
miles (3), indicating that there is clear potential for many more local journeys to be undertaken on
foot. The distances generally considered acceptable for utility walking vary greatly according to
the individual and circumstances. The mean average length for walking journeys is approximately
1km. The Institute of Highways and Transportation Guidelines for Providing for Journeys on Foot
suggest the following acceptable walking distances:
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Table WS1: Acceptable walking distances
Suggested acceptable walking distances
Town Centres

Commuting / school Elsewhere

Desirable

200m

500m

400m

Acceptable

400m

1000m

800m

Preferred maximum

800m

2000m

1200m

Road safety
Rising traffic levels have led to a continuing deterioration in conditions for walking and caused a
spiral of decline in walking levels. The volume and speed of traffic on many roads can be a
significant deterrent to walking, particularly for vulnerable groups such as children, the elderly
and those with mobility impairments. These groups are often those who do not have access to a
car, and depend on walking to access facilities and the wider transport network. Pedestrians are
amongst the most vulnerable of all road users, and reducing pedestrian road casualties and
making walkers feel safer must be an important aspect of the Walking Strategy. Children are
particularly vulnerable as pedestrians and are more likely to be injured whilst walking than either
travelling by car or by bike. Statistics show that children living in deprived areas are three times
more likely to be pedestrian road casualties.

Personal security
Personal security concerns and anti-social behaviour can also deter people from walking for local
journeys, particularly groups such as women and the elderly and especially after dark. Whilst
perceived fear of crime is not supported by statistics, perception of danger can have a strong
influence on modal choice. A poor street environment and poor lighting, badly designed streets
and overgrown vegetation can all contribute towards feelings of insecurity.

Footway and footpath conditions
The condition of footways and footpaths is viewed as a factor which can influence some people’s
decisions on whether to walk for local journeys. The definition of a footpath is ‘a highway over
which the public have a right of way on foot only,’ whereas footways are ‘a way comprised in a
highway which also comprises a carriageway, being a way over which the public have a right of
way on foot only’, i.e. what the public would refer to as pavements.
The elderly and mobility-impaired people can be particularly affected by poor maintenance and
slippery or uneven surfaces. Other physical factors that can make footways and footpaths
unattractive and deter people from walking include:


Narrow pavements;



Litter and dog fouling;



Street clutter;



Excessive signing;



Illegal cycling on pavements and footpaths;



Illegal pavement parking;



Overgrowth and encroachment;



Lack of benches and other facilities for pedestrians; and



Lack of facilities for mobility impaired people.
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Social attitudes
In a society dominated by the car, walking is often viewed as being slow and inconvenient, and
suggesting a low social status. In addition, as lifestyles have become more complex and timepressured, many people feel they could not cope without the convenience of the car. Travel time
is a key deterrent to walking, but as congestion levels increase, driving is often no longer the
quickest mode for short journeys and offers none of the wider health and financial benefits of
walking.

Opportunities
As well as providing benefits to the individual, increasing the amount of walking can contribute
towards a wide range of national and local objectives.

Reducing congestion
Congestion is a serious and growing problem on the U.K. road network, costing the economy
billions of pounds every year and negatively affecting quality of life for many. Reducing and
mitigating the effects of congestion at a local level is a major objective of the government’s
transport policy and walking has a role within the overall strategy to address this problem.
Congestion in Warwickshire occurs mainly in urban areas during peak hours, and many of the
car trips contributing towards the problem are short local ones, often driver only, which could
easily be undertaken on foot or by public transport.

Improving air quality
Road transport is a major source of the greenhouse gas emissions that contribute towards global
warming, but walking is a mode of transport that has no negative effects on the environment.
Encouraging walking can contribute towards local and national objectives to improve air quality,
particularly in towns, by reducing short car journeys.

Improving health
Experts recommend at least half an hour of moderate exercise five days a week, yet only 20% of
people in the UK get enough exercise to maintain a healthy lifestyle and satisfactory fitness level.
Rising levels of obesity, heart disease, diabetes and strokes are now a serious national concern.
Walking has been described as the nearest thing to perfect exercise and has great potential to
help tackle the above health problems, as it can easily be incorporated into people’s daily
routines. With the growing public awareness of the health matters and the importance of
exercising, promotional initiatives which emphasise the health benefits of walking offer perhaps
the most potential for increasing levels of walking. As well as the direct health benefits to the
individual, more walking provides wider health benefits in terms of reducing air pollution and road
casualties.

Enhancing social inclusion and accessibility
Improving access to key services is a major element of the Government’s transport and social
inclusion agenda. Whilst levels of car ownership are higher in Warwickshire than the West
Midlands or nationally, 19% of households do not have a car and therefore may experience
problems accessing employment opportunities and essential services. Although the location of
services and the way they are delivered has as much impact on accessibility as transport
provision, reducing barriers to walking has a role to play within the transport element of delivering
improved accessibility. Walking is a virtually cost-free mode of transport that is available to
almost everyone, and is particularly important for certain groups, such as children, older people
and those without access to a car. Improving walking conditions is also a necessary part of
initiatives to enhance accessibility through public transport improvements. The access needs of
people with mobility or sensory impairments, wheelchair users and mobility scooter users must
all be addressed in order to enhance social inclusion.
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Enhancing the economy and assisting regeneration
There are strong links between walking and regeneration. Improved conditions for walking
contribute towards wider regeneration initiatives, and at the same time, successful regeneration
initiatives can lead to increased pedestrian activity. Safe and attractive streets and public places
are fundamental to attracting shoppers, visitors and tourists.

Integration with public transport
Walking is a part of most journeys made by public transport, and is often referred to as the glue
that binds the public transport system together. When promoting the use of public transport, there
is a need to take into account the whole journey by ensuring that there is safe and convenient
pedestrian access to public transport interchanges. Improvements to both walking facilities and
the public transport network can be effectively combined to provide benefits in terms of reducing
car trips and improving the environment.

Recreational walking
Walking is one of the most popular leisure time activities in the UK, with 77% of UK adults, or
about 38 million people, walking for pleasure at least once a month. Recreational walking
contributes towards tourism and the economy, particularly in rural areas, as well as wider health
and well-being, social inclusion, promoting the understanding of food, farming and the
countryside. Importantly, walking for leisure may also help to build a culture in which people
choose to walk for short utility journeys rather than use their car.

Walking in Warwickshire
Walking for utility journeys is most viable within the urban areas of the county, where distances
between people’s homes and key services and facilities are generally short. Warwickshire is a
relatively flat county and the towns are generally compact and an ideal size for walking.
Walking trips are diverse and widespread, and so it is difficult to get an accurate picture of
walking in Warwickshire. However, in line with national trends, walking appears to account for
only a small and declining proportion of trips in the county. Levels of walking vary across the
county, reflecting social and demographic characteristics and differences between rural and
urban areas. Census data shows that 10% of people in Warwickshire walked to work in 2001,
down from 12% in 1991. This figure varies from 11% in the predominantly urban Warwick District
to 7% in the more rural North Warwickshire District. In Stratford-upon-Avon, a quarter of
residents within one ward in the town walked to work in 2001.
71% of people in Warwickshire currently travel to work by car, a figure that is 9% higher than the
national average. However, a fifth of residents live within 2kms of their workplaces, indicating
that there is clear potential for walking to work. Warwickshire has car ownership levels above the
national average and this easy access to a car may make it more difficult to persuade people to
leave their car at home.
Rising traffic levels have impacted on Warwickshire’s town centres and often resulted in a
degraded pedestrian environment. Pedestrian access to town centres can be made difficult by
the existence of busy main roads and the legacy of planning for the car, such as ring roads and
gyratory systems. However, it is not just busy roads that form barriers to convenient pedestrian
movement, as rail lines, rivers and canals can cause severance problems.
Town centres are no longer the sole focus of retail and leisure activity, and a number of large
retail or leisure parks, such as Shires Retail Park in Leamington Spa and Bermuda Park in
Nuneaton, have been constructed on the outskirts of towns prior to the introduction of current
planning guidelines. These developments attract a high number of car trips and were planned
with car access in mind. They are often surrounded by busy roads and large roundabouts, which
are particularly difficult to negotiate on foot. Similarly, there are also a number of large office and
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industrial developments located on the edge of Warwickshire’s towns. These are often difficult to
access on foot even where they are located within walking distance of residential areas.

The Strategy
Policy W1: Partnership and consultation

The County Council will work in partnership with the five District/Borough Councils in
Warwickshire, the Highways Agency, pedestrian groups and other stakeholders to promote
and facilitate more walking in Warwickshire.
Due to the diversity of factors influencing levels of walking, delivery of the walking strategy
objectives will involve action from a range of stakeholders, both in making physical improvements
to the walking environment and promoting walking as a mode of transport and a healthy leisure
pursuit. Policies on health, regeneration, leisure and tourism all have a role to play and key
partners include the District and Borough Councils, schools, employers, the health sector and
public transport operators. Increasing the amount of walking does not only meet transport
objectives, but also wider objectives on health, the environment, social inclusion and
regeneration.
The availability of local services within walking distance is clearly a key factor influencing levels
of walking. The accessibility planning agenda will promote joint working from a wide range of
organisations and service providers to locate key services and facilities where they are
accessible by walking, cycling or public transport.
Other local organisations, which have an interest in walking, and a role to play in the
implementation of the walking strategy include Sustrans (the sustainable transport organisation),
British Waterways, Action 21 and campaign groups, such as the local branch of Living Streets.
Consultation with the local community and interest groups is also essential when changes to the
pedestrian environment are proposed. Developing links with health organisations has become
increasingly important now that the health benefits of walking as a physical activity are being
more widely promoted.

Policy W2: Walking to school

The County Council will encourage more walking journeys to school by improving safety on
routes to schools, improving infrastructure to make journeys to school more direct and
attractive, working with schools to develop and implement promotional initiatives and
providing road safety training and education.
Increasing the amount of walking to school has the potential to provide considerable benefits in
terms of reducing congestion. Nationally, just over 1 in 10 cars on urban roads between 8am and
9am in term time is on the school run. Walking to and from school on a regular basis also
provides children with a regular source of physical activity and helps contribute to a healthy
lifestyle, as well as introducing good travel habits at an early age.
Encouraging more walking to school will require a combination of infrastructure improvements,
promotional initiatives and education to address parental concerns about safety and emphasise
the benefits of walking to school. These will be delivered through Safer Routes to School
schemes, School Travel Plans and Road Safety Strategy initiatives.
Full details of how the County Council will encourage more walking to school can be found within
the Sustainable Modes of Travel to School Strategy in Appendix B.
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Policy W3: Walking to work

The County Council will work with local employers to encourage more walking to work
through Workplace Travel Plans and wider travel awareness initiatives.
Whilst many people now commute long distances to work, a fifth of people in Warwickshire live
within 2kms of their workplaces. However, many people choose to use their car for journeys to
work, even for short distances.
Promotional measures have perhaps the greatest role to play in encouraging walking to work.
Walking to work will be promoted through Workplace Travel Plans and travel awareness
campaigns described within the Changing Travel Behaviour Strategy.
Physical improvements may also be of benefit in some cases where there is a particular issue
that may be deterring people from walking, such as the absence of a footway, or a road that is
difficult to cross. Improving access to employment opportunities is a key element of the
Accessibility Strategy and this will assist in identifying any infrastructure improvements which
may be needed.

Policy W4: Walking to retail and leisure destinations

The County Council will work with others to create high quality and attractive pedestrian
environments within town centres. We will also improve pedestrian access to town centres
and other key retail and leisure destinations.
Town centres are focal points for pedestrian activity and an attractive street environment is
important both to encourage more walking and enhance the ‘liveability’ of urban areas. Improving
the quality of public spaces and enhancing the public realm are key elements of urban renewal
and economic regeneration initiatives.
There is increasing momentum for the implementation of more overtly pedestrian- friendly streets
and places, supported by new and emerging national design policies and guidelines. Where
appropriate, there exists the opportunity to expand the implementation of pedestrian friendly
zones across Warwickshire towns in order to encourage much greater levels of sustained
pedestrian activity.
A number of Warwickshire towns are significant visitor destinations to the benefit of the local and
national economy. It is important to consider the needs of visitors to reach historical, cultural and
hospitality areas easily on foot from car parks and transport interchanges. Pedestrianised or
pedestrian priority areas allow visitors to obtain greater enjoyment from their visit and provide
businesses with opportunities to increase income. In addition, such initiatives seek to enhance
the quality and appearance of streetscape in order to compliment the historical nature of the
urban area.
In addition to improving the pedestrian environment within town centres, there is also a need to
consider walking access to town centres and other key retail and leisure destinations, ensuring
people can reach the wide range of service and facilities on offer. Ring roads and radial routes
into town centres usually have high traffic volumes, which may sever some residential areas from
town centres in terms of pedestrian access.
However, town centres are no longer the only destination for retail and leisure trips, and there are
a number of significant trip generators on the outskirts of urban areas, which are often difficult to
access on foot. Local centres within the urban areas are also important for basic everyday
services, particularly for those without access to a car.
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Policy W5: Integration with public transport

The County Council will improve pedestrian access to public transport services and work
with operators to ensure that walking is treated as an integral element of public transport
initiatives.
Walking forms a part of almost all journeys made by public transport and there is a need to
ensure the walking element is considered when promoting greater use of public transport. It is
generally accepted that people will walk up to 15 minutes to reach a train station and 7 minutes
to reach a bus stop. Safety and personal security are particularly important considerations for
walking journeys to public transport interchanges, together with directness.
The development of the Station Travel Plan initiative has enabled the potential for greater
coordination of measures designed to encourage sustainable access to rail stations, particularly
between the County Council, Train Operating Companies and Network Rail. Station Travel Plans
seek to greatly increase the number of people who walk to and from rail stations particularly in
urban areas , by focusing on the removal of barriers to sustainable access through low cost
interventions. After a review of current access arrangements to identify any potential barriers to
access, Travel Plans set out a package of improvements to encourage more walking, including
both infrastructure improvements and promotional initiatives. Leamington Spa station is one of 24
selected to participate in the DfT / ATOC’s national Station Travel Plan pilot and it is proposed to
develop Station Travel Plans at all other Warwickshire stations where practicable.
The need to encourage and facilitate walking will be considered in the development of new bus
interchanges and rail stations in Warwickshire.

Policy W6: Pedestrian crossings

The County Council will provide safe and convenient pedestrian crossing facilities where
they are most needed and as close to pedestrian desire lines as possible.
Provision of suitable pedestrian crossing facilities is a key element in improving the pedestrian
environment and access to local services, as busy roads can act as significant barriers to
walking. This is particularly the case for vulnerable groups, such as the elderly, those with
mobility impairments and children. Canals, rivers and railway lines can also cause severance
issues. These physical barriers often result in longer journeys between residential areas and key
trip generators, making them less conducive for undertaking on foot.
There are a number of different types of pedestrian crossing facilities that are introduced
according to the traffic conditions, road type and pedestrian flow.
 Zebra crossings
 Puffin crossings
 Toucan crossings (for use by pedestrians and cyclists)
 Pegasus crossings (for use by pedestrians, cyclists and horse riders)
 Pedestrian phases at traffic signals
 Pedestrian refuges
 Footbridges and subways
 School crossing patrols
Crossing facilities will be introduced in accordance with Warwickshire County Council’s Policy for
the Provision of Pedestrian Crossings and Pedestrian Phases at Traffic Signals, which is set out
below:
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Warwickshire County Council’s Policy for the Provision of Pedestrian Crossings and
Pedestrian Phases at Traffic Signals
The County Council’s current policy for the provision of pedestrian crossings is based on the
calculation of the degree of conflict between pedestrians crossing the road and the traffic flow,
and also takes into account additional factors such as the age and ability of pedestrians, speed
and composition of traffic, waiting time to cross the road, and the accident record. These
factors will help to assess the requirement for a crossing based on individual needs and, in
particular, addresses the needs of vulnerable road users, such as the elderly, children, mobility
impaired, blind and partially sighted and those with pushchairs.
The Policy allows greater priority to be given to the provision of crossing facilities at locations
frequented by children, elderly people and disabled people, and where traffic flows include a
significant proportion of heavy goods vehicles.
Where a site does not meet the criteria, consideration will be given as to whether the site
meets other corporate objectives, such as the Safer Routes to School initiative, Casualty
Reduction Schemes, Traffic Management Schemes, etc.
Full details of this policy can be found in the Intelligent Transport Systems Strategy.

Policy W7: Footpath and footway standards

The County Council will ensure that footways and urban footpaths are designed and
maintained to a good standard, giving particular attention to the key routes for pedestrians
within maintenance regimes. We will aim to reduce impediments on footways to ensure
easy access by all users.
The condition of footways and footpaths may influence people’s decisions on whether to choose
to walk for local journeys, particularly elderly and mobility-impaired people. Consultations have
revealed that footway maintenance is an important concern amongst local people. It is estimated
that there are 4000km of footways (not including public footpaths) in Warwickshire, and these are
maintained in accordance with the policies and standards laid out in the Highway Maintenance
strategy. Public footpaths are maintained by the County Council’s Countryside Recreation
section and are not covered by the Highway Maintenance Strategy.
It is not only maintenance that affects the quality of footways and of the pedestrian experience.
Pavement obstructions, such as illegal pavement parking, street clutter and excessive signage
can make walking difficult, particularly for mobility impaired people and people with pushchairs.

Policy W8: Safety and security

The County Council will work in partnership with others to improve safety and personal
security for all pedestrians.
Road safety improvements for pedestrians will primarily be delivered by Warwickshire’s Road
Safety Strategy, through implementation of a range of educational, promotional and engineering
measures. Reducing the number of child pedestrians injured on the roads is a key focus of that
strategy. The provision of crossings and good footway maintenance also contribute towards
improving safety for pedestrians.
Improving personal security for pedestrians and reducing fear of crime will require a combination
of wider actions involving a number of partner organisations, such as Warwickshire Police.
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Policy W9: Planning and new developments

The County Council will encourage measures that enable good accessibility by pedestrians
to, from and within new developments and, where appropriate, secure funding from
developers towards wider improvements to the pedestrian network.
Land use planning has a central role to play in reducing the need to travel and encouraging more
walking. Current land use planning policies aim to reverse the trend for longer journeys and
ensure that walking is considered as a prime means of access to new developments. The County
Council, in its role as Highway Authority, will aim to ensure that new developments support and
encourage walking in terms of accessibility, design and layout and that they improve connectivity
with new footways where required.

Policy W10: Recreational walking

The County Council will develop, support and promote opportunities for recreational walking
in the County.
The County’s Rights of Way network covers over 1,700 miles of public footpaths and bridleways,
which together with canal tow paths, Greenways and quiet rural lanes, provide an important
recreational asset. The rights of way network is in generally good condition, although significant
investment is required to maintain current levels of accessibility. Whilst much of the network is
rural, it links communities, can provide an alternative to walking on roads and verges making
utility journeys possible and more pleasant and provides access from urban and urban fringe
areas into adjoining countryside. Paths through open spaces in urban areas are often used for
utility journeys as well as for leisure.
Superimposed on this basic network is an expanding range of promoted walks and trails, from
long distance paths to short circular walks and easy access trails, suitable for all.

Policy W11: Education and promotion

The County Council will raise public awareness of the benefits of walking as a viable,
healthy and attractive mode of transport and recreational activity.
Improving the walking environment is important but persuading people to walk more will also
require effective promotion to raise awareness of the benefits of walking and of the need to
reduce car use. Promoting walking will be a key component of Smarter Choices measures
implemented through the Changing Travel Behaviour strategy, such as travel plans and travel
awareness campaigns.
Encouraging more ‘active’ travel is a key national goal and, on an individual level, improving
health and fitness is one of the main reasons why people choose to walk. As such, working with
the health sector to promote the health aspect of walking will be an important part of promotional
work.

Action Plan
The Action Plan summarises how the policies set out in the Walking Strategy will be delivered.
Improving conditions for pedestrians and encouraging walking are elements of a number of the
strategies that make up the Local Transport Plan and its supplementary documents and therefore
many of the Walking Strategy policies will be delivered through implementation of the following
strategies:
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Road Safety Strategy



Highway Maintenance Strategy



Changing Travel Behaviour Strategy



Land Use and Transportation Strategy



Accessibility Strategy



Sustainable Modes of Travel to School Strategy (Appendix B)



Rights of Way and Recreational Highway Strategy

Policy
WS2: Walking to
school

WS3: Walking to
work

WS4: Walking to
retail and leisure
opportunities

Action

Timescale

Strategies
relevant to
this policy

Improve pedestrian links to schools through the
Safer Routes to School programme

Ongoing

Work with schools to develop and implement School
Travel Plans, setting out measures to reduce car use
and promote walking and cycling

Short /
ongoing

Work with schools to develop wider initiatives to
encourage walking e.g. Walking Buses and Park and
Stride schemes

Ongoing

Provide road safety education and pedestrian
training for school children

Ongoing

Require new or expanding businesses to adopt a
Travel Plan as part of the planning process, and
encourage major local employers to adopt Travel
Plans on a voluntary basis

Ongoing

Changing
Travel
Behaviour
Strategy

Ensure new employment sites encourage access on
foot

Ongoing

Promote walking to work as part of Smarter Choices
initiatives

Ongoing

Land Use and
Transportation
Strategy

Support national campaigns to encourage walking to
work and raise the status of walking as a mode of
transport

Ongoing

Work in partnership with District / Borough Councils
and other bodies to enhance the public realm in the
centres of Warwickshire’s main urban areas to
create an attractive and pedestrian friendly street
environment

Ongoing

Improve pedestrian routes connecting trip generators
and nodes of activity within town centres, such as
rail stations and car parks

Ongoing

Improve pedestrian access to town centres and
other key retail areas

Ongoing
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Policy
WS5: Integration
with public
transport

WS6: Pedestrian
crossings

WS7: Footway
and urban
footpath
standards

Action

Timescale

Strategies
relevant to
this policy

Seek to improve pedestrian access to rail stations,
bus stations, major bus stops and bus information
points.

Ongoing

Encourage Network Rail and the Train Operating
Companies to provide safe and attractive pedestrian
access at rail stations, in accordance with the
standards laid out in the Passenger Rail Strategy
and where appropriate through the County Councils
Station Travel Plan initiative

Short /
medium

Seek to ensure that pedestrian links between train /
bus stations and other key destinations within town
centres are safe, well signed and adequately lit

Ongoing

Work with bus operators to design and locate bus
stops in a way that facilitates easy access by all
users

Ongoing

Ensure that new developments are planned to
provide good pedestrian access to the public
transport network, where appropriate

Ongoing

Seek to introduce new pedestrian crossing facilities
in accordance with our pedestrian crossing policy
(see below)

Ongoing

ITS Strategy

Provide pedestrian phases at traffic signal controlled
junctions where appropriate, in accordance with DfT
guidelines

Ongoing

Rights of Way
and
Recreational
Highway
Strategy

Ensure that new crossing facilities are fully
accessible to those with mobility or sensory
impairments

Ongoing

Continue to introduce dropped kerbs to assist people
when crossing the carriageway, particularly those
with mobility impairments or pushchairs

Ongoing

Seek to improve at-grade crossings of trunk roads
and other busy or fast roads which sever the urban
area from the surrounding countryside, or which act
as barriers to recreation and rural utility walking

Ongoing

Provide information for the public on the safe use of
different crossing facilities.

Ongoing

Ensure that the needs of pedestrians are given high
priority within highway maintenance programmes
Prioritise the key pedestrian routes to town centres,
retail and leisure areas, schools, major employment
areas and public transport interchanges within
inspection and routine maintenance programmes
Ensure that emergency footway and urban footpath
defects are repaired quickly and efficiently
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Policy
WS7: Footway
and urban
footpath
standards
(continued)

Action
Seek to co-ordinate street works to minimise impact
on pedestrians
Seek to reduce obstructions on key pedestrian
routes, such as street clutter, excessive signage and
overgrown vegetation
Ensure that any works to improve footways and
urban footpaths take into account the needs of
people with mobility or sensory impairments.

WS8: Safety and
security

Seek to reduce pedestrian road casualties by
implementing the Road Safety Strategy, using
education, engineering and enforcement
Carry out road safety audits carried out on new
highway schemes to ensure the safety of
pedestrians and people whose mobility is impaired is
considered
Ensure new highway schemes consider the needs of
pedestrians and support the aims of the Walking
Strategy
Improve road safety on the journey to school through
implementation of the Safer Routes to School
project.
Work in partnership with Warwickshire Police,
District / Borough Councils and the local community
to reduce crime and fear of crime where this is a
deterrent to walking
Improve road safety for recreational walkers and in
particular through utilisation of verges and behindthe-hedge schemes.

WS9: Planning
and new
developments

Timescale
Ongoing
Ongoing

Ongoing

Ongoing

Ongoing

Ongoing

Road Safety
Strategy
Land Use and
Transportation
Strategy
Rights of Way
and
Recreational
Highway
Strategy

Ongoing

Ongoing

Ongoing

Encourage the location of new development where it
is conveniently accessible by walking and other
sustainable modes of transport

Ongoing

Ensure new developments are designed to
encourage walking within the site and provide for the
needs of mobility impaired people

Ongoing

Ensure that new developments do not sever existing
walking routes or result in a net loss of network for
pedestrians

Ongoing

Seek to maximise contributions from developers
towards improvements to pedestrian facilities and
promoting walking, both on and off site

Ongoing

Require the adoption of Travel Plans for new
developments over a certain size, in accordance with
the County Council’s Practice Note for Developers

Ongoing
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Policy
WS10:
Recreational
walking

Action
Continue to organise, promote and host events and
activities that encourage recreational walking and
local tourism, such as the country parks events
programme

Ongoing

Promote walking at country parks and other
attractive countryside locations.

Ongoing

Provide accurate and high quality information on
recreational walking in the county

Ongoing

Work to develop opportunities for walking in parks,
open spaces and along green corridors such as
canal towpaths and disused rail lines, both within
rural and urban locations
Maintain and improve the path network, protecting
the existing networks and ensuring they evolve to fit
st
the requirements of the 21 century
WS11: Education
and promotion

Timescale

Ongoing

Ongoing

Strategies
relevant to
this policy
Rights of Way
and
Recreational
Highway
Strategy
Changing
Travel
Behaviour
Strategy
Rights of Way
and
Recreational
Highway
Strategy

Promote walking as part of School and Workplace
Travel Plans

Ongoing

Road Safety
Strategy

Support national campaigns to encourage walking,
such as National Walk to Work Day, National Car
Free Day and TravelWise week

Ongoing

Promote walking as part of travel awareness
campaigns

Ongoing

Changing
Travel
Behaviour
Strategy

Provide pedestrian training for schoolchildren

Ongoing

Seek to develop joint initiatives to promote walking
with the health sector

Short

Provide good quality and up to date information on
local walking opportunities and other relevant
matters

Ongoing
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36. Cycling Strategy
Introduction and Overview
Cycling is an ideal mode of transport for short local trips, particularly within urban areas. It is lowcost, accessible, healthy, environmentally-friendly and efficient. About half of all the journeys we
make are less than two miles, which is a distance that can easily be cycled in about 15 minutes.
Nearly 75% of all journeys we make are under 5 miles, clearly indicating that there is great
potential for cycling to be a viable travel choice for many local journeys.
Despite this, cycling is still not a mainstream form of transport in Warwickshire or the UK as a
whole and only accounts for around 2% of all trips. There are a range of reasons why most
people do not choose to cycle for local journeys and instead use a car. Perceptions about safety
are often most prominent, but many reasons are deep-rooted in our car-based culture.
The importance of getting more people cycling has never been greater, as there is increasing
recognition that cycling has the potential to help address a number of the challenges currently
facing Warwickshire and society as a whole, particularly relating to climate change, congestion
and health. Cycling can contribute towards all of five national transport goals set by the
government on tackling climate change, supporting economic growth, promoting equality of
opportunity, contributing to better safety, security and health and improving quality of life.
This strategy sets out how Warwickshire County Council, with its partners, intends to address the
actual and perceived barriers to cycling and seek to increase levels of cycling in the county. The
strategy has been prepared in consultation with a range of partners and representatives from
cycle user groups.
This document will form a long term strategy for cycling as part of Warwickshire County Council's
Local Transport Plan 2011 – 2026. It builds on progress made since 1995, when the County
Council published it's first Cycling Plan, and the sustained investment in cycling during LTP1 and
LTP2.
The overall aim of the Cycling Strategy is to bring about an increase in the amount of cycling in
Warwickshire by improving the safety and quality of the cycling environment and promoting
cycling as a healthy, sustainable and attractive transport choice.
The goal is to get more people cycling for utility journeys – the journeys that people do everyday
to school, to work, to the shops and to the rail station. Encouraging more recreational cycling can
also contribute towards this goal by helping to develop a ‘cycling culture’ and maximising the
wider benefits of cycling for health and the environment.
Meeting the overall aim of the Cycling Strategy to increase cycle use will require a combination
physical improvements for cycling and measures to promote cycling and behavioural change,
including education, training and publicity.

The Policy Context
The Strategy has been developed within the overall national policy context, and aims to be
consistent with the wider framework. An overview of the policy background is provided in section
2 of the Local Transport Plan.

National policy
There have been a range of policy documents published in recent years which recognise the role
of cycling in reducing carbon emissions from transport and tackling health problems. In addition,
a number of publications recognise the importance of the physical environment in encouraging
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cycling and provide guidance on improving conditions for cycling. There is also growing evidence
of the financial and health benefits of increasing cycling levels.
Active Travel Strategy (Department for Transport and Department for Health, 2010)
This joint strategy produced by the DfT and Department for Health sets out the government’s aim
to get more people cycling and walking more often and more safely. The strategy incorporates a
National Cycle Plan for the government’s proposed ‘decade of cycling’. It emphasises how
cycling and walking can have a positive impact on many of the challenges facing national and
local government and particularly contribute towards tackling the cost of inactivity and obesity.
Manual for Streets 2: Wider Application of the Principles (CIHT, 2010)
This document is a companion guide to Manual for Streets, which was published in 2007 (see
below).Manual for Streets 2 builds on the philosophies set out in Manual for Streets and
demonstrates through guidance and case studies how they can be extended beyond residential
streets to encompass both urban and rural situations. It fills the perceived gap in design advice
that lies between Manual for Streets and the design standards for trunk roads as set out in the
Design Manual for Roads and Bridges. Its purpose is to help everyone involved in the planning,
construction and improvement of our streets to deliver more contextually sensitive designs, which
will benefit both cyclists and pedestrians.
Delivering Sustainable Low Carbon Travel: An Essential Guide for Local Authorities (DfT,
2009)
This guide aims to help make the business case for sustainable, low carbon initiatives and bring
it to the core of local authorities work, drawing on best practice from around the country on the
delivery, monitoring and funding of sustainable travel initiatives.
Analysis and synthesis of evidence on the effects of investment in six Cycling
Demonstration Towns (Cycling England)
This document provided initial results of first Cycling Demonstration Town project, which saw six
towns receive increased level of investment in cycling (approx £5 per head of population).
Automatic counter data showed that cycling levels increased on average by 27% in the 6 towns.
The proportion of adults doing any cycling in a typical week increased by 14%. The project
demonstrates that increased investment in a range of cycling initiatives, including infrastructure,
training and promotion, leads to increased levels of cycling.
Active Communities: Cycling to a Better Quality of Life (Local Government Information
Unit 2009)
This document looks at cycling from a local authority perspective, identifying the barriers to
cycling and making 17 recommendations under the themes of leading by example, integration,
engaging, training regulating and funding.
LTN 2/08 Cycle Infrastructure Design (Department for Transport 2008)
Brings together and updates previous guidance from Local Transport Notes and other notes on
improving physical conditions for cycling.
A Sustainable Future for Cycling (Department for Transport 2008)
This document sets out the Government's strategy on cycling up to 2011 and demonstrates the
health and environmental benefits of cycling. The document increases the level of funding
allocated to Cycling England, the body set up by the government in 2005 to work with local
authorities to get more people cycling, to enable further development of a range of initiatives.
These include cycling demonstration towns, cycle training, expansion of the Bike It programme to
promote cycling to schools and more money for school links. The strategy focuses on increasing
cycling for journeys to work and to school.
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Manual for Streets (Department for Transport 2007)
This guidance aims to improve conditions for cycling and walking by encouraging local authorities
and developers to create more people-friendly residential streets.
Walking and Cycling: An Action Plan (Department for Transport July 2004)
This document sets out a range of practical actions that the government will take to support the
efforts of local authorities to encourage more walking and cycling. It also describes a number of
best practice case studies.
Planning Policy Guidance Note 13: Transport (March 2001)
Planning Policy Guidance Note 13 (PPG13) on Transport aimed to integrate planning and
transport to promote more sustainable transport choices, promote accessibility to jobs and
services by public transport, cycling and walking and reduce the need to travel. It contained
specific guidance on how local authorities should encourage cycling through development plans
and determining planning applications.
Choosing Health (Department of Health 2004)
The publishing of the Government’s public health White Paper ‘Choosing Health: Making Healthy
Choices Easier' in October 2004 recognised the importance from a public health perspective of
encouraging walking and cycling. One of the overarching priorities of the White Paper is to
increase the amount of exercise that people take. Walking and cycling are highlighted as having
key roles to play because they are regular forms of physical activity that can be easily fitted into
peoples' daily routines. Improving opportunities to walk and cycle will be part of a strategy to
market healthy lifestyles and the White Paper also endorses the importance of the National Cycle
Network for achieving better public health.
Promoting and Creating Built or Natural Environments that Promote or Support Physical
Activity (National Institute for Health and Clinical Excellence 2007)
This document recommends that cyclists and pedestrians are given priority in the planning and
building of towns in order to promote physical activity and improve public health.

Overview of the Current Situation
Cycling in Warwickshire
Cycle use in the UK has been declining as a form of transport for many years, and now accounts
for less than 2% of all trips and 0.6% of distance travelled. This is significantly lower than other
European countries with climates and topography no less conducive to cycling than the UK. For
example, 11% of trips are made by cycle in Germany and in Denmark this figure is 18%. Despite
low levels of cycle use for utility journeys, cycle ownership in the UK is high, with around 20
million people owning a bicycle, and there is growing interest in recreational cycling.
Although overall local cycling levels are very difficult to measure, cycling levels in Warwickshire
generally seem to reflect the national picture.
Census data shows that the number of people cycling to work in Warwickshire has declined
significantly over the last 20 years. In 1981, 5.6% of journeys to work were made by cycle, but
this declined to 3.8% in 1991 and to 3% in 2001. (Note: 2011 census results unavailable at time
of writing). Levels of cycling to work also vary across the county (see table below), which is likely
to be a reflection of variations between Districts in the proportion of residents living in urban
areas, commuting patterns and other socio-demographic factors.
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Table CY1: Journeys to work by cycle (2001 census)
Area

Percentage of journeys to
work undertaken by cycle
(2001)

English Shire Counties

3.1%

Coventry

2.8%

Warwickshire

2.9%

North Warwickshire Borough

1.3%

Nuneaton and Bedworth Borough

2.8%

Rugby Borough

4.0%

Stratford-upon-Avon District

2.6%

Warwick District

3.5%

Cordon counts, carried out in each main town every two years, measure the number of cyclists
travelling to and from town centres on the main routes. Data between 2000 and 2008 shows a
mixed picture, with Stratford, Warwick and Bedworth showing an increase and Leamington,
Nuneaton, Rugby and Kenilworth showing a decrease. However, these 12-hour cordon counts
cannot provide an accurate reflection of cycle use as cycling does not always take place on main
routes and is greatly affected by seasonal variations and weather conditions. In addition, other
factors such as the provision of new cycle routes to town centres may lead to a reduction in
cyclists on nearby main roads.
Data from automatic cycle counters which are installed on most new cycle routes generally show
positive trends in cycle usage where new infrastructure has been provided. There are now 17
automatic counters around the County. Whilst it takes a number of years for trends to become
evident, many routes are showing good increases in cycling levels. Automatic count data from 6
cycle routes introduced before 2004 shows that the number of cycling trips increased by on
average 16% between 2004 and 2009.
There is insufficient data yet available for most routes constructed during LTP 2006-11 to
demonstrate clear trends in cycle usage levels. However, 12 hour manual cycle counts are
carried out before new cycle schemes are constructed and this data can be compared with data
from automatic counters installed on new schemes. This data indicates that developing
dedicated cycle infrastructure can lead to significant increases in cycling levels on those routes.
For example, the number of cyclists more than doubled following the provision of a dedicated
footway / cycleway between Heathcote and Warwick Technology Park.

Summary of progress to date
Since publication of Warwickshire’s first Cycling Action Plan (1995) and over the lifetime of LTP1
and LTP2, there have been over 15 years of sustained investment in cycling infrastructure in the
county. The focus has been on the main urban areas, where most people within easy cycling
distance of schools, employment areas, town centres, rail stations and other significant
destinations. Key improvements during LTP2 include:


New links from both Heathcote and Warwick to Warwick Technology Park, a major
employment site on the outskirts of Warwick;



A new link from Attleborough Industrial Estate / Nuneaton town centre to Bermuda Park,
including signalised crossings across Griff Island, a major roundabout on the A444 dual
carriageway;
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A cycleway along the A429 between Leek Wootton and Warwick, providing an improved
link between Kenilworth and Warwick (part of NCN52);



Extension of the cycle route along Birmingham Road in Stratford to connect to the town
centre;



Completion of Safer Routes to School links between Leamington town centre and North
Leamington School, Bishops Tachbrook to Warwick Gates and north Rugby to Avon
Valley School;



Improved access to Nuneaton town centre through provision of an off-carriageway cycle
facility along the ring road, 10 toucan crossings and new route from the north east of the
town;



Cycle link and toucan crossings to provide access to Shires Retail Park in Leamington
Spa, a major retail development which was previously difficult to reach by bike due to two
busy roundabouts and high traffic volumes.



A new cycle and pedestrian bridge over the West Coast Mainline in Nuneaton provided by
a Safer Routes to School scheme and extension to the Wem Brook Trail, linking the
Whitestone area to the town centre, schools and other trip generators.

The Council also worked with Sustrans to develop sections of the National Cycle Network (NCN)
within Warwickshire. NCN5 (Stratford-upon-Avon - Birmingham), NCN41 (Rugby – Leamington),
NCN 52 (Stratford – Warwick) and parts of NCN 52 (Warwick – Kenilworth – Coventry –
Nuneaton) have been completed over the past 10 years. NCN41 is now fully open and over half
of the NCN 52 route is complete, with sections within Warwick, Kenilworth and Bedworth still to
be constructed.
The County Council has also developed 11 leisure cycling routes throughout the county, which
utilise 'Greenways', country parks and quiet lanes.
Cycle routes to secondary schools, developed through the Safer Routes to School project, have
made a significant contribution to cycle network development in the main towns.
To date, a total of approximately 80km of dedicated cycle lanes and cycle tracks have been
delivered in the main towns in partnership with District / Borough Councils and other partners. It
is acknowledged that improving conditions for cyclists cannot be measured in terms of length of
dedicated cycle facilities alone and this will be discussed later in the strategy.
Whilst much progress has been made, there are a number of links within each town which would
benefit from improvements. Route discontinuity can be an issue, and is often highlighted by cycle
users. There are obvious missing links in the networks and barriers to cycling in the form of busy
junctions, large roundabouts and pinch-points caused by narrow roads, bridges and other
features. These are often very difficult to improve for cycling due to physical restrictions. Cycle
access into and through town centres generally needs improvement.

Opportunities
Environment
Tackling CO2 emissions from transport is vital if national carbon reduction targets are to be met.
Cycling produces no emissions or adverse affect on the environment and can therefore
contribute towards carbon reduction objectives and local air pollution targets. Air Quality
Management Areas have been declared or will soon be declared due to poor air quality in several
areas of the county (more details are provided in the Air Quality Strategy in section 11). All of the
potentially emerging air quality issues in Warwickshire are related to road traffic in and around
the County’s town centres and along major commuter arterial routes and junctions.
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Economy
Reducing and mitigating the effects of congestion at a local level is a major objective of the
government’s transport policy and cycling has an important role to play. Congestion is particularly
severe in urban areas during peak hours, and many of the car trips contributing towards the
problem are short local ones, often driver only, which could easily be undertaken by cycling.
Cycling can often be the fastest mode of transport for these short urban journeys and cycles also
take up significantly less space than cars, therefore being a far more efficient use of available
road space.
‘Valuing the Benefits of Cycling’, a study commissioned by Cycling England, calculated a value
for the economic loss directly attributable to the decline in cycling trips over the last decade and
quantified the value that could be generated by an increase in cycling in the future. If, by 2015,
the number of cycle trips returned to the level of 1995, the savings in health, pollution and
congestion would be around £500m. A subsequent study commissioned by Cycling England,
‘Planning for Cycling’, estimated that the annual economic benefits generated by one new cyclist,
cycling regularly for one year, range from around £540 to £640. This indicates that investment in
cycling infrastructure offers good value for money.

Healthy lifestyles
There is growing concern about the impact on public health of sedentary lifestyles, which have
contributed to an increase in obesity, heart disease, diabetes and strokes. The value of cycling,
as a form of physical activity which an easily be incorporated into people’s daily routines, has
been increasingly recognised by the health sector. Cycling England economic modelling has
calculated that 20% increase in cycling by 2015 would save £107million in reducing premature
deaths, £52 million in lowered NHS costs and £87 million in shrinking absences from work.
Cycling also offers wider benefits for public health, including contributing towards air pollution
reduction, improving road safety, and improving social cohesion.

Social inclusion
Whilst levels of car ownership are higher in Warwickshire than the West Midlands or England and
Wales as a whole, 19% of households do not have a car and therefore may experience problems
accessing employment opportunities and essential services. It should be noted that even within
car-owning households, not all household members will have access to the car at all times and
therefore also experience difficulties with accessing employment and services. Cycling is a low
cost mode of transport, requiring no tax, insurance, MOT or parking fees and minimal
maintenance costs. With some basic training, cycling an activity that almost everyone is able to
undertake, from children to elderly people. It is therefore a mode of transport available to most
sectors of the population, providing a means of access to jobs, education and basic services
necessary for everyday life.

Tourism and recreation
Cycling is a popular leisure activity for a range of people, from sport cyclists to families wishing to
enjoy the countryside. Leisure cycling routes can benefit local tourism, particularly when they are
easily accessible from sizeable towns or rail stations, as they can attract cyclists from beyond the
county boundary. Traffic-free routes through scenic countryside, such as Stratford’s Greenway,
can be a particular draw. This route is very popular with all types of cyclists, being part of both
National Cycle Network and other local leisure routes. It provides families and novice cyclists with
a safe and enjoyable environment to develop their cycling skills, hopefully encouraging them to
consider cycling for utility purposes in the future.

Issues and Challenges
The decline in cycling is the result of a combination of socio-economic, demographic and cultural
changes largely associated with the rise in car ownership. Despite the wide-ranging benefits of
404

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

cycling as a mode of transport, there are significant physical and psychological barriers to cycling
for much of the population.

Social attitudes
In the UK, many people hold negative views of cycling as a mode of transport or just cannot see
themselves cycling. Cycling is often associated with low social status or with lycra-clad males on
racing bikes, rather than a practical transport choice. This contrasts with many other European
countries, where cycling is part of the culture and is viewed as the best way to get around in
towns and cities for all sectors of the population. Additionally, factors such as the weather, hills
and effort required are often cited as reasons why cycling is not a practical choice. Changing
‘hearts and minds, improving the image of cycling and convincing individuals that the health,
fitness, financial and often time saving benefits of cycling outweigh the perceived disincentives is
a major challenge for cycle promotion initiatives.

Poor cycling environment
Increased traffic levels have resulted in a general deterioration in cycling conditions on many
roads in the county. High traffic volumes and physical infrastructure built for motorised vehicles
all contribute towards creating an unattractive cycling environment. Busy junctions, large
roundabouts and pinch-points are some of the features of the road network which are particularly
difficult for cyclists.

Perceived danger of cycling
Linked to the increased traffic volumes described above is the common perception that cycling
on the roads is a dangerous activity. The speed of traffic and poor driver behaviour are particular
concerns for cyclists. In reality, cycling is not as hazardous as some believe, particularly when
put into a wider perspective. In Warwickshire, cycling casualties declined by 30% between 2000
and 2009 and cyclists were the road users with the largest fall in casualties. Evidence from
elsewhere generally shows that increased levels of cycling leads to fewer accidents. The British
Medical Association have concluded that the benefits of cycling are likely to outweigh the loss of
life through cycling accidents by 20-1. You are far more likely to suffer illnesses such as heart
disease, stroke and diabetes than be injured whilst cycling. However, cycling safety is an
important issue, both in terms of perception and reality. Of note is that over three quarters of
cycling accidents occur at or around junctions.

Lack of awareness of opportunities for cycling
People who are considering starting cycling for local journeys are often unsure of the best routes
for cycling between their home and their destinations. The routes which people chose to drive are
not always the ones most suited to cycling. People may be unaware of the existence of cycle
routes or quieter streets which enable them to avoid busy routes and difficult features of the road
network. This lack of knowledge on cycle routes and other matters, such as basic cycle
maintenance, can deter people from cycling for utility journeys.

Concern about cycle security
Fear of bicycle theft can deter people from cycling for local journeys. People need to be sure
they will find a convenient and secure place to leave their bike at the end of their journey in town
centres, at public buildings, rail stations and other public transport interchanges. People are
unlikely to consider cycling to work or school / college if there are no secure cycle parking
available, as well as other facilities such as lockers and showers.

Increasing journey lengths
Demographic changes, changes in patterns of employment and living, rising car ownership and
decades of planning for the car have resulted in a dramatic rise in average journey lengths.
However, despite the above trend, a quarter of all car journeys are under two miles, and around
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two thirds are under five miles, distances which can easily be cycled by most people. Longer
journeys can often be undertaken by cycling in combination with public transport. Cycling can
clearly play a greater role as a mode of transport for these local journeys, particularly in urban
areas, where residential areas and key trip generators are generally within cycling distance. The
average length of utility cycling journeys is about four km. Whilst the average distance that
people travel to work has increased in recent years, about a fifth of all working people in
Warwickshire live within 2km of their work place and just under another fifth live between 2 –
5kms, indicating the clear potential for more commuter journeys to be undertaken by bike.
Land use planning has a key role to play in ensuring that new developments are located and
designed in way that makes access by cycle a viable choice.

The Strategy
Policy CY1: Consultation and partnership working

The County Council will consult with cycle users and other interest groups in the delivery of
the policies and actions within the cycling strategy. We will seek further opportunities for
partnership working to develop improvements to cycling infrastructure and to promote the
benefits of cycling.
The County Council, as highway authority, has overall responsibility for cycling within the county
as part of the Local Transport Plan. However, achieving the aims of this strategy requires
partnership working with a range of organisations, as well as local cyclists and user groups.

Cycle forums
The County Council liaises and consults with local cyclists through the cycle forums established
in Warwick, Stratford, Nuneaton and Rugby. These enable local cyclists and representatives from
cycle campaign groups to input their views into cycling strategy, policies and schemes and to
discuss local cycling concerns. Cycle forums have helped produce cycle network plans for each
of the main towns, which highlight the key routes for improvements.
To encourage more people to cycle, it is also important reach those who do not currently chose
to cycle as a mode of transport to understand the reasons why. The County Council will seek to
improve communication with potential cyclists as part of marketing and promotional initiatives.

Partnership working
Delivering physical improvements for cyclists requires partnership working with a number of
groups and organisations which have an interest in increasing cycling.
District/Borough Councils:

to develop traffic-free cycle routes through open spaces, parks and
riversides.

Sustrans:

to further develop the National Cycle Network and links to adjoining
areas. To work on a number of other cycling projects such as Links
to School and Connect2.

British Waterways:

to improve canal towpaths for cycling, where they provide useful
traffic-free corridors in urban areas.

Promoting cycling will also involve working with health bodies, schools, local businesses and the
police, amongst others. We will seek further opportunities to work in partnership with other
organisations to develop new initiatives to promote cycling.
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Policy CY2: Cycle networks

The County Council will develop high quality cycle route networks to provide safe and
convenient access to town centres, employment sites, schools and public transport
interchanges. The cycle network will consist of the highway network, adapted where
necessary through provision of dedicated cycle facilities or through traffic restraint or
calming schemes, and off-highway links developed in partnership with others.
Developing safe, high quality, convenient, permeable cycle networks is key to encouraging more
people to cycle for short local utility journeys to work, school, railway stations and shopping
facilities. However, it is important to recognise that cycle networks do not consist of dedicated
cycle facilities alone. As LTN 02/08 states, ‘the road network is the most basic (and important)
cycle facility available and the preferred way of providing for cyclists is to create conditions on the
carriageway where cyclists are content to use it, particularly in urban areas’.

Improvements for cyclists
The County Council will seek to make the road network in urban areas more cycle-friendly. This
will be achieved through the cycle audit process, highway improvement schemes and
opportunities arising from new developments. Ongoing improvements will be complemented by
dedicated cycle infrastructure, such as cycle lanes, cycle tracks, toucan crossings, advance stop
lines, contra-flow cycle lanes and other measures which give cyclists advantages over vehicle
traffic.
A range of non-cycling specific schemes will contribute towards improved cycling conditions,
including traffic calming, junction treatment, 20 mph zones, shared space initiatives and
exemptions for cyclists at road closures. Other measures which benefit cycling fall within the
description of ‘invisible infrastructure’’ and include parking management, redistribution of
carriageway, land-use and development policies which reduce the need to travel and reliance on
the car; public transport policies that create viable alternatives to car use; school and workplace
travel plans and individualised travel marketing. Many of these measures will be delivered
through other elements of the Local Transport Plan.

Cycle audits
Formal cycle audits will be carried out on all new highway schemes to make sure they positively
contribute towards the aim of making the road network more cycle friendly, or at the very least do
not have a negative impact on cycling conditions. Cycle audits follow the guidance set out in
Local Transport Note 2/08 and Guidelines for Cycle Audit and Cycle Review (IHT et al,1998).
They are carried out in addition to a road safety audit and use five main criteria to assess a
scheme: directness, coherence, attractiveness, safety, and comfort.

Problem locations for cyclists
Junctions, large roundabouts and pinch-points can be significant physical ‘barriers’ to cycling in
urban areas. Although these features are often particularly difficult to improve for cycling, we will
analyse accident data and work with local cycle forums to identify problem locations and seek to
make improvements should the opportunity arise, for example through a local development.

‘Advisory’ cycle routes
Quieter roads with low traffic volumes and low speeds are often ideal for cycling and can be used
as a means of access onto dedicated cycle routes or as an alternative to busy roads. These
cycle-friendly roads form an important part of the cycle network, particularly for young or novice
cyclists. We will further identify and promote such 'advisory cycle routes’, particularly where they
provide useful links to key trip generators or to dedicated cycle routes. We will also seek
opportunities for cost-effective improvements to these routes, for example by provision of contraflow cycle lanes.
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Policy CY3: Priorities for developing cycle infrastructure

The County Council will give priority to developing cycle infrastructure within the main urban
areas and on key inter-urban links which generate significant commuting movements. In
addition, dedicated cycle routes to secondary schools will be provided through the Safer
Routes to School project.
Cycling is generally most practical for short journeys under five miles. Statistics show that 62% of
all journeys we make are between 1 and 2 miles and nearly 75% are under 5 miles, most of
which are everyday journeys to work, school and other key locations, such as rail stations.
Focusing on making cycling an attractive choice for these journeys therefore has the greatest
potential for achieving an increase in cycling and helping to reduce carbon emissions and
congestion.

Priorities for improvements
The County Council will prioritise improvements for cycling in the main towns of Warwick,
Leamington Spa, Kenilworth, Nuneaton, Bedworth and Stratford-upon-Avon. Within these urban
areas, cycling has the potential be a viable transport choice for many people as the distance
between peoples’ homes and key destinations is relatively short. Investment in improvements for
cyclists will therefore have the greatest benefit.
The County Council will also seek to develop cycle links into the above main urban areas from
neighbouring settlements, where the distance involved is under five miles and there is clear
potential to cater for significant flows of cyclists. Priorities for inter-urban cycle links will be
Kenilworth to Leamington Spa and Bedworth to Nuneaton for these reasons.
The future routes in and around urban areas will include sections of the National Cycle Network
and the County Council will work in partnership with Sustrans to complete the remaining sections
within Warwickshire and to secure funding for additional links.
Within rural areas and smaller settlements, cycling is often less viable than within urban areas for
everyday journeys to work and other key destinations, as trip lengths are generally longer.
Therefore, other types of transport provision may be more appropriate than cycling infrastructure.

Cycle network development plans
Cycle network development plans, prepared in consultation with local cycle forums, will be used
to highlight key routes for improvement and these will be prioritised according to their potential to
generate more cycling. These plans will be reviewed and updated regularly. Accessibility
planning data, information on existing cycle flows, accident data and local views will also help
identify the highest priority routes. The same plans will help guide the County Council’s initiation
of and response to development, regeneration and special project proposals as well as informing
its views on the Core Strategies of District and Borough Councils.

Safer Routes to School
Encouraging more cycling to school is a key element of Warwickshire’s Safer Routes to School
programme, which has been ongoing since 1999. SRtS project focuses on improving cycle links
to secondary schools, in line with advice from the Royal Society for the Prevention of Accidents
(RoSPA) which states that unaccompanied children under the age of 10 cannot cope with cycling
on the road. Cycle routes developed through the SRtS project are generally of use for other cycle
journeys and therefore contribute towards cycle networks in the main towns. We will seek to coordinate the development of cycle links to schools with wider cycle network development plans to
ensure maximum benefit.
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Policy CY4: Cycle infrastructure design

The County Council will design cycle routes to meet user requirements and in accordance
with national guidance. We will ensure that the needs of cyclists are considered in the
design of all highway schemes and that, where possible, schemes contribute towards
improving conditions for cycling.

c

The design of highway schemes and dedicated cycling infrastructure is of high importance when
seeking to improve conditions for cycling. The County Council will seek to ensure all officers
involved in the design of highway infrastructure have a good awareness of cyclists’ needs and of
the latest guidance on principles of cycle provision and infrastructure design. Cycle audits will be
carried out on non-cycling specific highway schemes to ensure their design supports the
encouragement of cycling (see policy CS2).

Designing for cyclists
The County Council will use the guidance and recommendations within Local Transport Note
2/08 on Cycling Infrastructure Design to inform scheme development. Warwickshire County
Council’s own design guidance for cycle facilities has been revised to reflect the content of LTN
2/08, the Manual for Streets and other new guidance documents.
The type of cycle infrastructure provided for dedicated cycle schemes will depend on a range of
factors including the ‘design cyclist’, road conditions, traffic speeds, highway layouts, resources
constraints, local priorities. Existing highway conditions mean that there are often many
constraints for designers and ‘retro-fitting’ cycle infrastructure onto historic highway networks can
be very difficult or prohibitively expensive.

Shared use footways / cycleways (adjacent to roads)
In line with the recommendations in LTN 2/08, the County Council will generally seek to improve
cycling conditions on the road before considering converting pavements to shared use footways /
cycleways within urban areas. Although some less experienced cyclists perceive off-carriageway
routes to be safer than mixing with vehicular traffic, there are generally limited opportunities to
provide good quality shared use facilities adjacent to urban roads, due to restricted space,
frequent side roads, high pedestrian use and a number of other factors. Shared use footways /
cycleways can also be unpopular with pedestrians.
Converting footways adjacent to urban roads to shared use will generally be considered only
when on-carriageway options have been fully explored but prove unfeasible or for Safer Routes
to School or National Cycle Network schemes.

Shared footpaths / cyclepaths (away from roads)
Shared footpaths / cyclepaths through parks, open spaces and along riversides can be of great
benefit to cyclists and form key links within local cycle networks, by providing quiet and pleasant
routes or more direct alternatives to roads. The County Council will seek to create more of these
cyclepaths through joint working with District and Borough Councils, British Waterways and other
landowners. We will identify opportunities to upgrade suitable footpaths to permit cycle use
where they have potential to generate increased levels of cycling. The particular access needs of
disabled cyclists, tandem users and users of other non-standard bikes will be considered when
creating new or improved off-road cycle routes.

Policy CY5: Maintenance

The County Council will take account of the particular needs of cyclists in maintaining the
highway network and ensure that off-carriageway cycle routes are maintained to a good
standard.
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Maintenance is an important issue for cyclists as they can be particularly affected by problems
such as poor surface condition, bad drainage, surface debris and overhanging vegetation.

On-carriageway cycling
In common with other users, the main requirements for cyclists are networks that are:


Free from dangerous surface defects such as potholes and uneven surfaces



Are free from branches and vegetation which reduce visibility or which overhang and
cause an obstruction



Have non skidding surfaces



Are free of snow and ice



Can be used without fear of crime

However, cyclists generally use the edge of carriageways, where defects and obstructions can
accumulate, meaning that they have specific needs in terms of highway maintenance. The
Highway Maintenance Strategy considers the needs of cyclists when planning and carrying out
maintenance procedures.
A hotline line for reporting carriageway and cycleway defects is publicised, and all emergency
repairs are made within 24 hours. We will also ensure cyclists are considered at roadworks,
including those undertaken by utility companies.

Maintenance of off-carriageway cycle routes
New cycle facilities adjacent to the carriageway or away from roads require particular
consideration from a maintenance perspective, as this can be as important as good design in
ensuring quality provision for cyclists. We will ensure that maintenance requirements are
considered at the development stage of new off-carriageway cycle routes. Key issues include
ensuring overhanging vegetation is cut back and that routes are free from broken glass and other
debris. The latter is the responsibility of District or Borough Councils under their street cleaning
regimes.
Policies on winter gritting of cycleways are set out in the County Council's Guide to Highway
Policy Details and Service Levels.

Policy CY6: Cycle parking and security

The County Council will provide secure cycle parking facilities in key public places and work
with others to improve parking at workplaces, schools, public transport interchanges and
other key trip generators.
The County Council aims to ensure an appropriate supply of quality cycle parking is provided at
convenient and visible locations in town centres, suburban shopping centres, at public transport
interchanges and public buildings.

Types of cycle parking
The type of cycle parking provision is important and will differ according to the length of stay and
security requirements. For long stay cycle parking, cycle stands may not offer the necessary level
of security and cycle lockers or secure cycle compounds may be more appropriate. We will seek
to develop long-stay parking facilities where needed, particularly at public transport interchanges.
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Cycle parking locations
The County Council will encourage employers to provide cycle parking for employees and visitors
as part of Workplace Travel Plans and other initiatives. We will provide cycle parking facilities at
schools through School Travel Plans.
The County Council will ensure that high quality cycle parking facilities are provided at new
developments through the planning process (see Policy CS8). Cycle parking standards, which
set the minimum cycle parking requirements for different types of development, have been
produced by each of the planning authorities in Warwickshire.
Funding and advice will be provided for organisations wishing to provide cycle parking at
community facilities. Cycle parking at schools will be provided through implementation of School
Travel Plans.

Cycle security
The County Council will also work with Warwickshire police to promote initiatives aimed at
reducing cycle theft, such as free post-coding for cycles.

Policy CY7: Integration with public transport

The County Council will work in partnership with public transport operators to encourage and
facilitate cycling as part of journeys made by public transport.
There is great potential for cycling and rail travel to be easily combined for longer journeys
without the use of a car. In Warwickshire's main towns a large proportion of residents live within
two miles of a railway station, making cycling and rail commuting a viable choice for many who
work in nearby towns within Warwickshire and within neighbouring counties, such as Birmingham
and Banbury. The growth in popularity of folding bikes has also helped to increase the number of
people cycling to rail stations.

Promoting ‘Bike-Rail’
The importance of ‘bike-rail’ journeys has been increasingly recognised by the government and
the rail industry in recent years. The County Council will seek to make cycling to stations
convenient and attractive by improving cycle links, ensuring easy interchange between modes,
providing adequate number of high quality parking facilities and providing information and
publicity on bike-rail.

Station travel plans
Station Travel Plans are under development at stations throughout Warwickshire and these seek
to increase access to rail stations by cycling and other sustainable modes of transport through a
package of infrastructure improvements and promotional initiatives. Leamington Spa station was
one of 24 stations selected to be part of the ATOC Station Travel Plan national pilot programme
and a number of improvements for cyclists have already been implemented.

New public transport interchanges
Where new rail stations are planned by the County Council, provision for cyclists will be
considered as part of the scheme, including routes to the station.
Whilst cycling is most frequently combined with rail travel, facilities for cyclists will also be
provided at new bus stations, park & ride sites and major bus stops where appropriate.
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Cycle hire at rail stations
Bike Hubs, which include cycle hire, maintenance and parking facilities, have been established at
a number of rail stations and town centres in the UK in recent years. The County Council will
monitor the success of such initiatives and other cycle hire schemes to assess whether there is
potential in the future for similar schemes to be introduced within Warwickshire, for example as
part of new rail station or park and ride schemes.

Policy CY8: Planning and new developments

The County Council will seek to ensure that all new developments support cycling as a
practical and attractive mode of transport. This will be achieved through provision for
cyclists within the site itself and, where appropriate, securing funding from developers
towards wider cycling improvements in the vicinity of the site, consistent with the Land Use
& Transportation Strategy.
Land use planning has a major role to play in reducing car dependence and encouraging the use
of more sustainable forms of transport. Warwickshire’s Land Use and Transportation Strategy
seeks to ensure the integration of land use planning and transport in order to promote
sustainable patterns of development which reduce the need to travel, encourage more
sustainable travel choices and promote accessibility to jobs and services by public transport,
cycling and walking.

Provision for cyclists at new developments
The County Council will seek to ensure that new developments positively encourage cycling,
through provision of cycle parking facilities and good cycle access within the site. The County
Council’s guidance for developers, ‘Transport and Roads for Developments’, details the
standards required for new road construction at new developments in order to ensure high quality
cycle-friendly design.
Developments over a certain size are also required to produce a travel plan, in accordance with
the County Council’s Practice Note for Developers (see Changing Travel Behaviour Strategy)
and additional cycling facilities may be provided.

Developer contributions
The County Council, as transport authority for Warwickshire, is consulted by the five District and
Borough Councils on the transport implications of planning applications and can recommend
measures that may be required to minimise any adverse effect on traffic flows. Where
appropriate, contributions are secured from developers to fund new cycle infrastructure and
improve existing routes in the vicinity of the site, in accordance with the ‘Criteria for Assessing
Sustainable Development’ within the Land Use and Transportation Strategy. The County Council
will seek to ensure that new developments contribute towards making incremental improvements
to the road network for cyclists. At the very least, it will be ensured that new developments do not
sever existing or proposed cycle routes, or result in a net loss of network for non-motorised
users.

Policy CY9: Training and education

The County Council will provide cycle training for children and adults to encourage
safe and responsible cycling. We will seek to promote a wider awareness of the needs
of cyclists amongst other road users.
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Training has a key role in encouraging more people to cycle, by providing the necessary skills
and confidence for both children and adults to cycle on today’s roads. Cycle training has been
found to be highly effective in increasing the frequency with which people cycle, the length of
journeys they are prepared to cycle and their willingness to cycle in all seasons.

‘Bikeability’
In March 2007, Cycling England launched ‘Bikeability’, the new national cycle training standards
for children and adults, viewed as the new Cycling Proficiency for the 21st century. By 2012
Cycling England would like to see all children have the chance to achieve Bikeability to Level 2.
Warwickshire County Council adopted the Bikeability framework in 2008.
Adult training is available and actively promoted by the County Council, with the aim of targeting
those who would like to take up cycling but lack confidence to cycle on roads. Training will be
promoted at key large employers through the travel plan process, with the County Council
leading by example by offering training for it’s employees. The County Council will seek
opportunities to further promote cycle training, for example in conjunction with the introduction of
new cycle routes to try to maximise potential for achieving behaviour change.

Cycling and pedestrians
Many people perceive cycling on busy roads as unsafe and therefore opt to instead cycle on
pavements and public footpaths. In some locations, this can cause conflict with pedestrians,
particularly elderly people or those with mobility impairments. Cycling on footways is illegal and
therefore primarily an enforcement matter for the police, but it is hoped that improving cycling
conditions and providing cycle training to raise skills and confidence levels will lead to less
people cycling on pavements. The County Council will also raise awareness of this issue through
publicity, such as cycle map / guides and web pages.

Raising driver awareness of cyclists on the road
Poor driver behaviour was raised as a particular concern amongst local cyclists during
consultations with cycle forums. The County Council will seek to encourage courteous and
considerate behaviour towards cyclists through road safety initiatives.

Policy CY10: Promoting cycling

The County Council will promote cycling as a viable, attractive, sustainable and healthy
mode of transport and recreational pursuit. We will ensure that good quality information is
widely available on local cycle routes and other cycling matters.
Promotional measures are a vital component of the cycling strategy, as physical improvements to
infrastructure alone are unlikely to generate a significant increase in cycling. Changing hearts
and minds, overcoming perceived barriers and improving the image of cycling to try to develop a
cycling culture is a major challenge. However, there is now a stronger evidence base on the
effectiveness of 'soft' measures in encouraging a shift to more sustainable modes of transport
and achieving behavioural change.

'Smarter Choices'
In recent years, there has been growing interest in a range of ‘soft’ transport initiatives, which are
now widely described as 'Smarter Choices'. These seek to give better information and
opportunities, aimed at helping people to choose to reduce their car use while enhancing the
attractiveness of alternatives. The Smarter Choices measures with most direct relevance to
cycling are workplace and school travel plans, personalised travel planning and travel awareness
campaigns. The County Council’s strategy for delivering Smarter Choices measures is set out in
full within the Changing Travel Behaviour Strategy but the key measures for encouraging cycling
are summarised below.
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Travel Plans
The County Council will encourage cycling through Travel Plans at workplaces, schools and rail
stations (see Changing Travel Behaviour Strategy). Travel Plans usually include provision of
facilities for cyclists such as secure cycle parking, lockers and showers, together with a range of
promotional initiatives. The Sustainable Modes of Travel to School Strategy (see Appendix B)
provides further details about the development and implementation of School Travel Plans.

Personalised travel planning
The County Council will seek to develop personalised travel planning initiatives, which will
include promotion of cycling, at major new residential developments. It has been found that
people are most likely to consider a change in their travel behaviour following a major life change
like moving house.

Raising awareness and providing information
The County Council will promote cycling through awareness campaigns, cycling events and the
local media. A range of promotional events are organised regularly by the County Council as part
of the Travelwise initiative and in support of national events such as Bike Week.
We will provide good quality information about cycling and local cycle routes by publishing cycle
route maps for the main towns and through comprehensive and up-to-date cycling web pages.
Cycle network signage is also important to raise awareness of the cycle route network.
Warwickshire joined the online National Cycling Journey Planner in 2010. This initiative, set up
by Cycling England and Transport Direct, enables cycling journeys to be planned between two
locations. People can chose to search for either the quietest, quickest or most recreational route
and the journey planner provides turn-by-turn directions and a map, together with other useful
information. It will be important to promote the journey planner in a variety of ways to raise
awareness of this useful tool for planning cycle journeys and to ensure it is well used in
Warwickshire.
As well as wider awareness campaigns, the County Council will develop targeted promotional
initiatives where it is considered that there is a good opportunity to encourage individuals to
change their travel behaviour. For example, where new cycle infrastructure has been introduced
or in conjunction with health initiatives. With growing public awareness of the health problems
caused by sedentary lifestyles and poor diets, emphasising the health and fitness benefits of
cycling offers perhaps the greatest opportunity for targeted promotional initiatives. Opportunities
will be sought to develop new initiatives in partnership with the health sector to promote cycling.

Policy CY11: Recreational cycling

The County Council will promote and increase opportunities for recreational cycling in the
county, including improving the Rights of Way network.
Despite the overall decline in cycling levels, cycling is increasingly popular as a leisure pursuit
and as a means of enjoying the countryside. The growth in sales of mountain bikes and hybrid
bikes has led to an increase in off-road cycling, particularly in attractive countryside areas. As
well as the wider health and environmental benefits of recreational cycling, it is believed that
encouraging people to cycle for leisure may lead to some considering cycling for utility journeys.
Recreational cycling can increase personal fitness and confidence in cycling ability, and therefore
increase the likelihood of cycling being used as a transport alternative. Participation in
recreational cycling at an early age means that individuals are more likely to cycle as adults.
Promoting opportunities for recreational cycling is therefore an element of the overall strategy to
increase cycling.
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Providing for recreational cycling
The County Council actively promotes leisure cycling by developing opportunities for leisure
cycling, providing publicity and improving rights of way. 11 way-marked countryside leisure
routes have been developed which use quiet roads, tracks, and bridleways and are each
accompanied by a high quality map / guide. Greenways and Country Parks offer traffic-free
cycling opportunities particularly suitable for novice cyclists and families, providing the ideal
environment to gain skills and bike handling confidence.

Cycling and Public Rights of Way
The county’s rights of way network covers over 1,700 miles, although less than 20% of this
network can be used by cyclists, i.e. is public bridleway status or above. These routes are
generally open and available but their condition is more suited to mountain bike use than touring
use. Whilst much of the network is rural, it links communities, can provide an alternative to
cycling on roads and verges making local journeys possible and more pleasant and provides
access from urban and urban fringe areas into adjoining countryside. Paths through open
spaces in urban areas are also often used for recreational cycling.
The County Council will promote recreational cycling through publicity, information, events and
activities. As resources allow, we will improve recreational cycling opportunities by providing safe
and attractive routes and by maintaining and improving the rights of way network.

Action Plan
Policy

Action

Timescale

CY1:
Consultation
and
partnership
working

Participate in regular cycle forum meetings throughout the county.

Ongoing

Identify opportunities for new off-highway links and liaise with
relevant partners to promote development of key links.

Ongoing

Continually review Cycling Network Development plans with input
from cycle forums as regards both routes and priorities.

Ongoing

Develop dedicated cycle infrastructure on key links to town centres,
employment sites, educational establishments and public transport
interchanges in the following towns (see cycle network plans and
area strategies for priority routes):

Short /
Medium

CY2:Cycle
networks /
CY3:
Prioritising
cycling
schemes / CY4:
Design / CY5:
Maintenance

Leamington Spa / Warwick / Kenilworth
Rugby
Nuneaton / Bedworth
Stratford-upon-Avon
Develop cycle network development plans for Kenilworth and
Bedworth.
Seek to develop dedicated cycle infrastructure on key inter-urban
links:

Short
Medium /
Long

Kenilworth – Leamington Spa
Bedworth – Nuneaton
Work in partnership with Sustrans to:
(a) Complete National Cycle Network route 52 and 53 in
Warwickshire;
(b) Create links between the NCN and residential areas, local
schools and other trip generators.

Short /
Medium

Improve cycle access into and through Leamington, Warwick,
Rugby, Stratford and Nuneaton town centre.

Short /
Medium

415

Ongoing

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

Policy

CY6: Cycle
parking and
security

CY7:
Integration
with public
transport

Action

Timescale

Investigate new and innovative approaches to make towns more
permeable for cycling e.g.
 Shared space in town centres
 Two-way cycling on one-way streets
 Turning bans to exempt cyclists
 Reversing cycling bans through parks where appropriate
 Removing ban on cycling on suitable footpath links in urban
areas.

Short /
Medium

Seek to introduce further 20 mph speed limits in town centres and
residential areas where appropriate.

Ongoing

Identify the key physical barriers to cycling in each town and develop
a long term approach for improvements.

Short

Introduce Advanced Stop Lines for cyclists at all new signalised
junctions where practical.

Ongoing

Carry out cycle audits on all highway schemes to ensure they
positively improve cycling conditions where possible and, at
minimum, do not have a negative impact on cycling.

Ongoing

Raise awareness about cyclists’ needs and skills in cycle-friendly
design amongst highway engineers through dissemination of best
practice and practical workshops.

Ongoing

Develop safe cycle routes to secondary schools through the SRTS
programme.

Medium /
Long

Identify cycle-friendly roads and consider signing as advisory routes
where they can provide a useful link to a key destination.

Short

Review signage on existing cycle routes and develop signing
strategy for the town cycle networks.

Short /
Medium

Identify low cost opportunities for upgrading public footpaths to
cycleways and bridleways where they will form a key link in the
network.

Short/
Medium

Work in partnership with British Waterways to improve the canal
towpath network for cycling.

Ongoing

Assess the need for new or additional cycle parking in town centres,
suburban shopping centres, public buildings, public transport
interchanges and other public places and install additional stands
where they are considered necessary..

Ongoing

Investigate the potential and demand for secure cycle parking for
commuters in town centres.

Short /
Medium

Provide funding for schools to implement cycle parking and other
cycle facilities.

Ongoing

Provide assistance to help community groups and voluntary
organisations develop small-scale cycling projects.

Short /
Ongoing

Work with schools and employers to improve cycle parking and other
cycling facilities through Travel Plan procedure.

Ongoing

Work with Warwickshire Police and others to develop initiatives to
reduce cycle theft in county.

Ongoing

Develop programme to improve cycle parking at stations in
partnership with train operators.

Short /
Medium

Complete cycle links to rail stations in the main towns and ensure
maximum linkages to wider town cycle route network plans.

Short /
Medium
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Policy
CY7:
Integration
with public
transport

CY8: Planning
and new
developments

CY9: Education
and training

CY10:
Promoting
cycling

Action

Timescale

Ensure new public transport interchange facilities provide good
access and facilities for cyclists.
Seek to ensure good cycle links and cycle facilities are provided to
proposed new rail stations:
 Kenilworth Station
 Bermuda Station (‘NUCKLE’ project)
 Stratford Parkway
In partnership with train operators, promote cycling to stations
through publicity, signage and information.

Ongoing

Investigate the potential to provide ‘Bike Hubs’ offering cycle hire and
other cycle facilities at key destinations within the main towns, such
as rail stations and park and ride sites.
Ensure new developments encourage cycling through provision of
cycle parking and other facilities and good access.

Short /
Medium /
Long

Ongoing
Medium /
Long
Ongoing

Seek to link development sites to local cycle networks where
possible.

Ongoing

Promote cycling as part of a pilot personalised travel planning
scheme at a new residential development.

Medium /
Long

Provide Bikeability cycle training for school children to promote safe
and responsible cycling.

Ongoing

Provide cycle training for adults to improve confidence of new or
returning cyclists when cycling in traffic.

Ongoing

Promote the availability of cycle training to major local employers.

Ongoing

Develop cycling awareness course for secondary schools.

Short

Publish cycle safety advice on the town cycle maps / guides, cycling
web pages and other mediums when the opportunity arises.

Short /
Ongoing

Encourage safe driving and raise driver awareness of the needs of
cyclists through road safety campaigns.

Ongoing

Work with local cycle shops to promote basic cycle maintenance
courses, particularly to key groups.

Short

Continue to organise events in support of national cycling
campaigns, such as Bike Week.

Ongoing

Develop a recognised logo / slogan for cycling as part of wider
marketing strategy for sustainable transport.

Short

Develop strategy for promoting cycling in conjunction with new cycle
routes and other highway improvement projects.

Short

Publish up to date town cycle route maps / guides for the following
towns:
Warwick / Leamington Spa
Rugby
Nuneaton
Stratford-upon-Avon
Kenilworth (new)
Bedworth (new)

Ongoing

Provide publicity to generate usage of the National Cycling Journey
Planner for local cycling journeys in Warwickshire.

Short /
Ongoing

Further develop and regularly update comprehensive cycling web
pages on Warwickshire website.

Ongoing

Identify opportunities for promoting cycling with other organisations,
particularly health sector.

Short
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Policy

CY11:
Recreational
cycling

Action

Timescale

Produce regular press releases on cycling to ensure ongoing media
coverage for cycling.

Ongoing

Promote take up of cycle purchase scheme amongst local
employers.
Seek to maintain and improve bridleways and byways as multi-user
routes.
Promote the use of Country Parks and Greenways as an introduction
to cycling in a safe environment.

Short

Continue to provide information about and new opportunities for
recreational cycling.

Ongoing

Work with partners to develop opportunities for cycling in parks, open
spaces and along green corridors such as canal towpaths and
disused rail lines, both within rural and urban locations.

Short /
Medium

Improve the surface condition of selected routes where they provide
a key link in the off road network

Ongoing

Where appropriate, upgrade specific public footpaths to cycleways or
public bridleways (where cycling is permitted), particularly on key
links to the recreational network from urban centres and missing
links within the rural network.

Ongoing

Promote safe opportunities for cycling at country parks and other
attractive countryside locations within Warwickshire.

Ongoing

Work with others to provide accurate and high quality promotional
material.

Ongoing

Provide information on cycling within the county:
 raise awareness of local opportunities, both in towns and
rural areas.
 to encourage local tourism
 to promote opportunities to non-users
 to improve confidence of all users and potential users

Ongoing

Promote, develop and host activities that encourage cycling and
local tourism.

Ongoing

Organise sporting and leisure events, such as cycle races and
guided cycle rides, to promote recreational cycling and the wider
benefits of cycling.

Ongoing

Liaise with Ordnance Survey over inclusion of promoted routes on
OS maps.

Ongoing
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37. Rights of Way and Recreational Highway Strategy
This Strategy is a Rights of Way Improvement Plan under Section 60 of the
Countryside and Rights of Way Act 2000. It supersedes the ‘Countryside Access
and Rights of Way Improvement Plan 2006-2016’ and all previous policies
contained within that Plan.

Introduction and Overview
Background
The first rights of way improvement plan (ROWIP) for Warwickshire, prepared under Section 60
of the Countryside and Rights of Way Act 2000 (the CROW Act), established a framework for
rights of way and countryside access work over the ten years from 2006 to 2016. The ROWIP
produced by Warwickshire County Council (WCC) was the ‘Countryside Access and Rights of
Way Improvement Plan 2006-2016’, or ‘CAROWIP’, and was the first to be completed in the
West Midlands and was advanced in its attempts to integrate with the Local Transport Plan
(LTP).
It was always intended that the CAROWIP be reviewed in line with the LTP timetable and the
preparation of the third LTP (LTP3) has provided not only an opportunity for a new ROWIP, but
an opportunity to fully integrate it with LTP3.
The second ROWIP will be known as the ‘Rights of Way and Recreational Highway Strategy’
(herein called ‘the Strategy’).
A separate document, the ROWIP Implementation Plan, will cover a three year timescale and will
contain detailed actions covering implementation of the Strategy over that period. This will be
prepared and published separately.

Meanings
rights of way

all public footpaths, public bridleways, restricted byways and
byways open to all traffic, both recreational and utility

UCR

unclassified road

byway

highway with rights for vehicles – there are two types


restricted byway – carries rights for non-motorised vehicles as
well as walkers, horseriders and cyclists



byway open to all traffic – carries rights for all road users but is
mainly used by walkers and horseriders

public bridleway

highway for walkers and horseriders but which can also be used by
cyclists

public footpath

highway for pedestrians which is separate from a road

footway

path for pedestrians which is part of an all-purpose highway and
which is commonly known as a pavement

utility rights of way

those which are mainly used by people going about their day to
day business – as shortcuts, or routes to shops, schools etc

recreational rights of way

those which are mainly used by people for walking for pleasure
(including walking dogs or exercising horses)

recreational UCRs

UCRs covered by the Strategy which are generally not tarmacced
by WCC although they may have a stone surface or similar
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recreational highways

recreational rights of way together with the recreational UCRs

the network

the rights of way and recreational highway network which is made
up of all the routes covered by the Strategy

cycle route

either a footpath which has been converted by legal order or a right
of way of a higher status which forms part of a route designed or
managed for cyclists

tarmac

used here as a generic term to cover all sealed surfacing materials
which would be considered by a member of the public to be called
tarmac

Local Access Forum
(LAF)

statutory advisory body made up of those with a wide variety of
interest in access to the countryside

The Scope of the Strategy
The legislation states that a ROWIP should cover;

 footpaths, cycle tracks and bridleways and restricted byways, and
 byways open to all traffic which are shown on the Definitive Map and Statement.
However, WCC has recognised for some time that there are a number of unclassified roads
(UCRs) with an unsealed surface in the County which form valuable links in the recreational
highway network. The strategy will therefore include;

 all rights of way,
 cycle routes where they are part of the rights of way network, and
 recreational UCRs which are managed in a similar way to the rights of way network and
which have mainly recreational use.

The preparation of this second ROWIP offers an opportunity to assess the successes and
failures of the CAROWIP and to further develop priorities and strategies for managing the future
of the Warwickshire rights of way network.
Whilst the rights of way and recreational highway network forms the most significant resource
which enables members of the public to access the countryside, there are several other types of
access which complement the rights of way network and extend and improve access to the
countryside, for example greenways and canal towpaths. Although WCC works closely with
those who manage these resources, they are not covered by this Strategy.

The policy and legislative context
Legislative framework
The requirement to publish a Rights of Way Improvement Plan was introduced by Section 60 of
the Countryside and Rights of Way Act 2000.
The legislation required highway authorities to publish a plan which considers local rights of way
(defined as including cycletracks but excluding footways) in the context of;

 the extent to which local rights of way meet the present and likely future needs of the
public,

 the opportunities provided by local rights of way for exercise and other forms of open-air
recreation and the enjoyment of the authority’s area, and
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 the accessibility of local rights of way to blind or partially sighted persons and others with
mobility problems,

 such other matters relating to local rights of way as the Secretary of State (as respects
England) or the National Assembly for Wales (as respects Wales) may direct,

and it further required WCC to publish;

 the authority’s assessment of the matters specified above, and
 a statement of the action propose to be taken for the management of local rights of way,
and for securing an improved network of local rights of way, with particular regard to the
matters dealt with in the assessment.

Government Guidance
In addition to the primary legislation, the Department for Environment, Food and Rural Affairs
(Defra) published statutory guidance for ROWIPs in 2002. This guidance was primarily aimed at
the production of an authority’s first ROWIP but remains in force.
The guidance states ‘The government expects local highway authorities to make improvements
to their networks that will benefit different types and classes of users, making full use of the
powers available to them to do so.’
The guidance includes examples of options or activities which an authority should consider.
These are not reproduced in full here but they include;

 the duty to provide adequate margins or verges for ridden horses beside a carriageway
where it is considered necessary or desirable,

 additional provision for equestrians through the creation of bridleways and restricted
byways,

 routes from centres of population which allow people to gain easy access to the
countryside from where they live,

 convenient and safe crossings over roads, railways, rivers and canals,
 links which create circular routes and better facilities for walkers including dog walkers
and runners,

 attractive routes in order to support local tourism, economic regeneration and community
led initiatives, and

 routes for local journeys such as walking to work, to the station, to the shops or to other
local amenities.

A Natural England Good Practice Note on ROWIPs and LTP integration states that ‘The new
Local Transport Plan (LTP) guidance recognises the role of active travel solutions such as
walking and cycling. There is now an opportunity for local authorities to take a broader, more
holistic approach to transport and address the rights of way network as an integral part of urban
and rural transport systems and in contributing to the achievement of all the national transport
goals’. It also states that ‘Integration gives local authorities an advantage in delivering positive
benefits for people and the natural environment – a more active lifestyle in a greener, healthier,
low carbon, quieter and safer environment’.
Guidance produced by the Department for Transport (DfT) states that ‘Local transport
authorities may wish to integrate the appropriate ROWIP(s) with their LTP’.
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Figure RW1 shows how the integration has been achieved in Warwickshire.

Countryside and Rights of Way Act 2000
Highways Act 1980
Wildlife and Countryside Act 1981

Countryside Access and Rights of Way
Improvement Plan 2006-2016

Other legislation e.g. Countryside Act 1968

LTP3
Rights of Way and
Recreational
Highway Strategy

ROWIP Implementation Plan

Walking Strategy
Cycling Strategy
other Strategies

LTP Implementation Plan

Figure RW1: Integration between the ROWIP and LTP3

Regional and National policy
There are a number of national documents which relate to the rights of way and recreational
highway network. These include:

 Rights of Way Improvement Plans - Statutory Guidance to Local Highway Authorities in
England (Defra Nov 2002)

 LTP and ROWIP Integration (Natural England 2009)
 Guidance on Local Transport Plans (DfT 2009)
 Guidance on Local Transport Plans and the Natural Environment (Natural England 2009)
 PPS7: Sustainable Development in Rural Areas (Dept. for Communities and Local
Government 2004)

 PPG17: Planning for open space, sport and recreation (Dept. for Communities and Local
Government 2002)

National Transport Goals
The DfT advises authorities to consider the national transport goals as over-arching priorities for
their LTPs. The rights of way network has an important role in helping to contribute to all of the
national transport goals and the contributions made by the Strategy are indicated below.
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Table RW1 : Links to National Transport Goals
Relevance to
strategy area

Tackle
climate
change

Challenges
1 Deliver quantified reductions in greenhouse gas emissions within cities and regional
networks, taking account of cross-network policy measures.

Support economic growth

Goals

2 Reduce lost productive time including by maintaining or improving the reliability and
predictability of journey times on key local routes for business, commuting and freight.



3 Improve the connectivity and access to labour markets of key business centres.

Improve quality of life

Contribute to better
safety, security and
health

Promote
equality of
opportunity

4 Support the delivery of housing, and in particular the PSA target of increasing supply to
240,000 net additional dwellings per annum by 2016 by facilitating the conditions for the
housing to be delivered, while limiting increased congestion.
5 Ensure local transport networks are resistant and adaptable to shocks and impacts such
as adverse weather, accidents, terrorist attacks and impacts of climate change.
6 Enhance social inclusion and the regeneration of deprived or remote areas by enabling
disadvantaged people to connect with employment opportunities, key local services,
social networks and goods through improving accessibility, availability, affordability and
acceptability.



7 Contribute to the reduction in the gap between economic growth rates for different
regions.



8 Reduce the risk of death or injury due to transport accidents.



9 Improve the health of individuals by encouraging and enabling more physically active
travel.



10 Reduce the social and economic costs of transport to public health, including air
quality impacts.



11 Reduce vulnerability of city and regional transport networks to terrorist attack.
12 Reduce crime, fear of crime and anti-social behaviour on city and regional transport
networks.



13 Reduce the number of people and dwellings exposed to high levels of noise from road
and rail networks consistent with implementation of Action Plans prepared under the
Environmental Noise Directive.
14 Minimise the impacts of transport on the natural environment, heritage and landscape
and seek solutions that deliver long-term environmental benefits.



15 Improve the quality of transport integration into streetscapes and the urban
environment.
16 Improve the journey experience of transport users of urban, regional and local
networks, including at the interfaces with national networks and international networks.



17 Enhance well-being and sense of community by creating more opportunities for social
contact and better access to leisure activities and the natural environment.



1

By contributing transport links for walkers and cyclists between areas of settlement which
enables them to have an alternative to the car.

6

By making the recreational highway network more accessible and more attractive to nontraditional countryside users.

7

By promoting and supporting Warwickshire as a destination for walkers, cyclists and
horseriders from outside the area.

8

By providing recreational walkers, cyclists and horseriders with routes which are off the
tarmac road network wherever possible
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9

By encouraging walking, cycling and horseriding on the recreational highway and rights of
way network.

10 & 14 By encouraging and supporting use of the network by walkers and cyclists for utility
journeys, particularly in the urban fringe and between villages.
12 & 16 By setting ideal design standards and specifications to provide a well designed and
fully integrated network, particularly for routes affected by development.
17 By maintaining and providing a free-at-the-point-of-use and healthy recreational resource,
and by providing appropriate information which allows people to make use of it.

ROWIP goals
The Strategy is an amendment to the CAROWIP prepared and published under Section 60(4)
Countryside and Rights of Way Act 2000. In addition to the National Transport Goals, the
Strategy includes ROWIP-specific goals to enable it to comply with the relevant legislation (set
out above). These are shown in Table RW1a.
Table RW1a : Links to ROWIP Goals

Meeting the
requirements
of a ROWIP

Goals

Relevance to
strategy area

Challenges

18 Meeting likely present and future needs of the public



19 Providing opportunities for exercise and other forms of open-air recreation
and the enjoyment of the authority’s area using public rights of way.



20 Making local rights of way more accessible to blind or partially sighted
persons and others with mobility problems.



Overview of the Current Situation
Countryside access, rights of way and Warwickshire
Warwickshire is a landlocked county with a varied landscape, ranging from the gentle rolling
landscape of the Cotswolds in the south of the County to the former mining and industrial areas
in parts of North Warwickshire. Many thousands of tourists come to the County every year to visit
places such as Stratford upon Avon, Warwick and their associated attractions.
The County is closely linked to the City of Coventry which sits at the centre of Warwickshire, and
many of our countryside users come from the largely urban areas of Coventry and Solihull, as
well as from further afield in the surrounding counties and the West Midlands conurbation.
Warwickshire has over 1,750 miles of public rights of way, along with over 100 miles of canal
towpaths and a variety of other site based countryside access opportunities, both private and
local authority operated. The current extent of the rights of way network is shown in Table RW2.
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Table RW2 : Warwickshire’s rights of way (Oct 2009)
Status

no. of
routes

length
(miles)

% of rights of
way network by
length

changes to rights of way
since CAROWIP was
published

Footpath

2920

1443

82.5

+ 9 paths, + 1 mile

Bridleway

396

303

17.3

+ 3 paths, + <1 mile

Restricted Byway

0

0

0

no change

Byway Open to All Traffic

8

3

0.2

no change

106

59

n/a

n/a

Recreational UCR

As well as providing a resource for the people of Warwickshire, the network also plays a larger
role with several regionally and nationally important long distance promoted routes passing
through the County.
Significant resources were committed to opening, maintaining, improving and recording public
rights of way over the last 20 years. Considerable progress has been made towards the ongoing
target of making all rights of way easy to use for members of the public, and much of that work
has been in response to statutory duties placed upon Warwickshire County Council (WCC).

Strengths and weaknesses of Warwickshire’s rights of way and recreational
highways
Based on the assessment carried out in preparation for the CAROWIP, together with the current
situation regarding the Definitive Map and Statement and the physical network, the following
strengths and weaknesses have been identified;
Strengths:

 Success in replacing stiles with more accessible structures.
 Consistent standards for signing and waymarking.
 Good community involvement and motivation.
 Good relationships with landowners and land managers.
 Success in processing path changes in response to landowner requests.
Weaknesses:

 Lack of connectivity.
 Many long term off-line and obstructed routes.
 Reactive workload rather than proactive.
 Little reliable data about the infrastructure on the network.
 Lack of routes with equestrian rights, particularly in North Warwickshire.
 Backlog of applications to record routes on the Definitive Map.
 Ability to maintain the asset value in the medium to long term due to reductions in
resources.
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Issues and Challenges
An assessment of:

 the extent to which local rights of way meet the present and likely future needs of the
public, and

 the opportunities provided by local rights of way for exercise and other forms of open-air
recreation and the enjoyment of the authority’s area, and

 the accessibility of local rights of way to blind or partially sighted persons and others with
mobility problems,

was carried out during preparation for the CAROWIP. This assessment led to the introduction of
a number of themes which needed addressing.
Significant research was carried out during the preparation of the CAROWIP. That has not been
repeated here as the Strategy is fundamentally a review of the CAROWIP and the situation has
not substantially changed. However, it is anticipated that the next (third) ROWIP will be informed
by in depth research and consultation and a full assessment of the use and demand for rights of
way.
Warwickshire’s CAROWIP was divided into eight themes which represented the challenges
which faced WCC in carrying out its duties and powers whilst ensuring that residents of, and
visitors to, Warwickshire received the maximum benefit from this valued asset. The choice of
these themes resulted from the research carried out and still represent some of the greatest
challenges.
Since publication of the CAROWIP, other issues have become apparent and these have been
included in the summaries given under each of the themes below.
It should be noted that when the 2006 CAROWIP was published, rights of way work enjoyed a
relatively high profile and a generous level of resources. At the time this Strategy is published,
the greatest challenge facing the network is the provision of an effective service which delivers
the Statutory Duties, within difficult economic circumstances.
Whilst the research carried out in 2005-2006 and the resulting themes are still valid, opportunities
for large scale improvements are likely to be fewer. However, some of the identified challenges
can be addressed through the delivery of the statutory duties, and other opportunities may arise,
particularly through partnerships or outside agencies, during the life of this Strategy.
The themes, together with the issues currently associated with them, are:

Accessibility
Access to the countryside may be difficult for a number of groups, including those with disabilities
(including but not limited to wheelchair users) and those from disadvantaged backgrounds,
particularly from the urban environment. Factors affecting access to the public rights of way
network and the wider countryside include:

 Transport difficulties or lack of transport.
 Concerns over personal safety and security in an unknown environment.
 Absence of knowledge and lack of information about the countryside.
 Physical barriers such as stiles, gates, narrow paths or uneven surfacing.
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 Ensure that people are not discouraged by what they find by maintaining and developing
key areas of the network to a high standard.

Education
Experience of and knowledge of the countryside is something which a minority of people have
the benefit of from an early age. Enabling people to learn about the opportunities the countryside
and rights of way network offer can act to make the countryside more accessible to all, as well as
reducing the potential for conflict. Factors can be divided into three categories – users, workers
and land managers. These are:
Users:

 Understanding of agriculture and it’s place in the landscape.
 Awareness of livestock and crops and respect for them.
 Knowledge of the hazards to be found in the countryside.
 Knowledge of wildlife and plants.
 The balance between rights and responsibilities of countryside visitors.
 Map reading and navigation.
 A clear expectation about the type of terrain which will be encountered.
Workers (both WCC and others):

 Understanding that rights of way are highways and that they are protected by the same
legislation as the roads.

 Understanding the interface and overlap between WCC as highway authority for public
rights of way, and related disciplines both in local authorities (such as town planners,
ecologists, transport planners) and in the private sector (such as conveyancers and
solicitors, developers and land agents).

 Ensuring that those working in rights of way have sufficient knowledge and expertise to
perform their role, as there is no formal career progression, such as there is for
engineering or planning.

Landowners and land managers:

 Understanding their rights as landowners or land managers, and responsibilities for
maintaining gates and stiles

 Understanding the legal aspects of rights of way, and mechanisms for getting them
diverted.

 Understanding the rights and responsibilities of countryside visitors
Health, wellbeing and social benefits
It has been well documented that walking, cycling and other forms of exercise such as running
and horseriding can be important contributors to people’s ongoing health and fitness. A number
of ‘walking for health’ groups have been set up around Warwickshire, but these groups operate
independently of WCC.
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The largest issues here are:

 Increasing accessibility by dealing with the barriers to people’s use of the countryside.
 Increasing awareness of the rights of way network as a free and enjoyable resource.
 Provision of information which allows people to take the first steps in exploring the
countryside.

 Increasing the awareness of the free-at-the-point-of-use opportunities for walking, running,
cycling and horseriding.

Path networks and connections
The rights of way network is largely a historical anomaly – routes came into existence where they
were needed, normally running between two destinations (such as settlements, a mill or a
church) or taking a shortcut from road to road. Modern users are very different and whilst the
network has a role in transport links for walkers and cyclists between settlements and
destinations, the majority of the people use the network for recreation.
The issues include:

 Availability of circular routes suitable both for daily dog-walkers and for experienced
ramblers.

 Increasing the length of the network which is available to cyclists and horseriders.
 Reducing the length of road use which is necessary to get from one path to another.
 Ensuring the rights of way network is protected and enhanced whenever the opportunity
arises e.g. when new roads are built, or when large scale development takes place.

 Increase the connectivity between routes to build a network suitable for modern usage.
Paths on the ground
The majority of the paths are maintainable at public expense and so the responsibility for the
maintenance of the path network rests mainly with the Highway Authority, although the
landowner or land manager does bear some responsibility. They must maintain stiles and gates
which are on their land, as well as being required to reinstate paths which are disturbed though
ploughing and cropping. The responsibility for bridges may vary according to the location and
type of bridge, for example, bridges over canals are usually the responsibility of British
Waterways, and some bridges may also be scheduled ancient monuments or listed buildings. In
many cases, the prime use of the land is agricultural and the existence of a highway can be seen
by the land manager as a problem.
The issues include:

 Management of a complex asset, where some aspects are not directly within WCC
control.

 Surveying the asset to gather information inventory data.
 Ensuring that third parties with responsibilities for maintenance, for bridges or for other
structures carry them out effectively.

 Ensuring the safety of the public using the network.
 Maintain the current standards and quality of the network.
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 Preventing and dealing with illegal obstructions.
Records, changes and mapping
The survival and protection of rights of way though the 20th Century is largely down to the
requirement for each highway authority to create and maintain a Definitive Map and Statement.
The document gives legal protection to those routes which are included and must be constantly
reviewed. However, current legislation proposes the closure of the Definitive Map some years
hence in 2026 and this may result in the loss of routes if not recorded by then. Whilst the
legislative future is uncertain, work must continue on investigating as many potential routes as
possible, to ensure their survival for future generations.
In addition, a legal process is required whenever a path needs to be created, moved or closed.
This can be time consuming and contentious but is necessary if the historic network can be
joined together to make it a viable resource for the future.
The issues include:

 The expectations of others that data is held electronically and is freely available to all.
 Republishing a Definitive Map containing over 12 years worth of legal changes.
 Moving from a paper based world to an electronic world.
 Many legal changes would be required to join up the network and make it a complete offroad resource for non motorised users.

 Prioritising an increasing backlog of work.
 Uncertainty over the status of UCRs and those legally entitled to use them.
Strategic developments and promotion
As recreational pastimes, walking, cycling and horseriding have a broad appeal and many people
travel outside their immediate area to participate. There are several regionally and nationally
important long distance promoted routes which pass through Warwickshire, such as the Heart of
England Way and the Monarch’s Way, as well as many smaller locally devised and promoted
trails. These have been developed and are promoted mainly by voluntary organisations and this
is largely outside the control of WCC.
By their nature, promoted routes are more likely to be used by non-residents as well as seeing a
greater than average footfall. However, the risk is that routes are promoted and publicised but
there is no follow up to ensure that they are suitable maintained and signed, and the published
information can go out of date very quickly. A proliferation of these routes can also, if not
monitored and controlled, lead to an excess of confusing signs across the countryside.
In addition to promoted routes, there are aspects of access to the countryside which are
desirable to the visiting public, yet rarely available in practice. These include access to woodland
and water, as well as access to pockets of countryside where there are very few rights of way or
even none at all.
The issues faced by WCC include:

 Ensuring that routes within Warwickshire which are actively promoted by others are fit for
purpose.

 Ensuring that any routes developed and promoted by WCC deliver good value and are
sustainable
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 Supporting other organisations appropriately if they wish to develop or promote new
strategic routes.

 Demand for waterside and woodland access.
 Developing a presence on the website to allow more interactivity and provide better
information.

 Increasing awareness of the health benefits of walking, cycling and horseriding in the
countryside.

 Providing targeted information on site where appropriate.
 Providing or improving key inter-village routes.
 Providing or improving local networks to meet local needs.
Tourism and leisure
Warwickshire is well known as a tourist destination, with several honeypot sites. The challenge is
to expand that tourist destination to include the countryside so as to bring additional visitors to
the County and to extend the stay of current visitors. It is recognised that visitors to the rights of
way network do add value to the rural economy.
The issues faced by WCC include:

 Supporting and encouraging local events and promoted routes which use the network and
which will bring visitors to the area.

 Providing targeted information for visitors.
 Increasing the numbers of non-resident visitors to the Warwickshire countryside.
 Issues arising from increased visitor numbers such as car parking, toilets and other
facilities.

Changes since 2006
The CAROWIP was published as a sister document to the second LTP, and a degree of
integration with the walking and cycling strategies was achieved by cross referencing actions
within the two plans. At the time of publication, integration between the two documents had been
a stated DfT and Defra aim, but it had not been possible to integrate fully. With the change in
emphasis and introduction of the National Transport Goals it has proved possible to reconcile the
recreational and utility use of the network and produce a single strategy which fulfils the
requirement for a ROWIP and the LTP.

Spatial geography
Whilst the bulk of the network serves the countryside, there are many rights of way, both
unrecorded and on the Definitive Map, which serve the more built up areas.
There are particular opportunities for increasing access to the countryside from the urban fringe
as well as increasing utility use between settlements, for example links from a village into the
local town.
The distribution of rights of way across the County is variable, largely down to the historical
development of the highway network, but there is one clear area where a geographical anomaly
exists and that is the relative scarcity of bridleways in the north of the County. The CAROWIP
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included an action to look at the provision of bridleways in the north and it is intended to carry
that forward through inclusion in the ROWIP Implementation Plan.
Table RW3. LTP3 Challenges & Priorities by spatial area
LTP3 Challenges and Priorities
Rights of way and recreational highways

Relevance to spatial area
Inter-urban



Countywide

Villages &
rural areas

Other urban
area

Main urban
area



Strategy based challenges & priorities

Increasing the physical accessibility to the countryside for the less
able.
Ensuring potential non-traditional countryside users have access
to information which allows them to access the countryside with
confidence.



Maintaining the network to a high standard so that users are not
discouraged by what they find in the countryside.





Increasing the awareness of countryside users (and potential
users) of their rights and responsibilities when visiting the
countryside, as well as its agriculture, animals, plants and natural
hazards.



Increasing the awareness and knowledge of fellow professionals
and ensuring they understand that rights of way are highways and
that they are protected by the same legislation as the roads.



Promoting understanding of the interface and overlap between
WCC as highway authority for public rights of way, and related
disciplines both in local authorities and in the private sector.



Increasing the understanding of landowners and land managers so
as to minimise misunderstandings and build on existing working
relationships.



Increasing the awareness of the free opportunities for walking,
running, cycling and horseriding and the health benefits of those
activities.



Increasing accessibility by dealing with the barriers to people’s use
of the countryside e.g. concerns over personal safety, lack of
transport etc.



Adapting and creating routes which are more suitable for modern
users, by increasing connectivity between routes as well as
reducing the necessity for walkers, horseriders and cyclists to use
the tarmac road network to get from one recreational highway to
another.





Increasing the length of the recreational highway network available
for horseriders and cyclists.





Ensuring the rights of way network is protected and enhanced
whenever the opportunity arises e.g. when new roads are built, or
when large scale development takes place.
Reducing the number of hazardous road and rail crossings along
the recreational highway network for walkers, horseriders and
cyclists.
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LTP3 Challenges and Priorities
Rights of way and recreational highways

Relevance to spatial area
Countywide

Inter-urban

Villages &
rural areas

Other urban
area

Main urban
area

Managing a complex asset, where some aspects are not directly
within WCC control, including ensuring that third parties with
maintenance responsibilities (e.g. for bridges or for other
structures) carry them out effectively.



Maintaining the value of the asset without deterioration.



Maintaining the current standards and quality of the network whilst
preventing and dealing with illegal obstructions.



Reviewing and republishing the Definitive Map whilst moving from
a paper based record to an electronic record.



Future legislative changes which will affect the way in which rights
of way are, and can be, recorded, together with increasing demand
for changes to the legal network and recording of historic and used
routes.



Supporting and promoting Warwickshire as a destination for
recreational walkers, cyclists and horseriders.



Supporting existing and new promoted routes which run through
and within the County.



Providing better information on site and on the website for users of
the recreational highway network.



Providing and improving local networks to meet local needs for
walking, cycling and horseriding.





The Strategy
The vision for the rights of way and recreational highway network in Warwickshire is:
‘To ensure that the public gain maximum use and enjoyment of the network, whilst protecting and
improving it for future generations of residents and visitors’.
The overall objectives in implementing the Strategy are to achieve:

 A well managed and maintained asset.
 A sustainable network which meets the needs of modern users.
 A network which is accessible to, and used by, a wide variety of people from different
backgrounds and with differing abilities.

 Responsible users who respect the countryside as a working environment and as an
investment for the future.

 A better rights of way network for all.
Based on the issues and challenges summarised above, the objectives can be grouped into
three main areas:
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 The physical network.
 Legal processes and records.
 Public awareness and usage.
It should be recognised that these objectives are aspirational and is not anticipated that the
individual objectives will be directly funded as separate entities.
It is, however, expected that officers will consider these objectives in the delivery of their duties.
For example, so that maximum benefit can be gained through the planning process, or through
involvement in projects being promoted by third parties.

The physical network
Challenges
Increase physical accessibility to the countryside for the less able (N.B. not just wheelchair
users).
Maintain the network to a high standard so that users are not discouraged by what they find in
the countryside.
Managing a complex asset, where some aspects are not directly within WCC control, including
ensuring that third parties with maintenance responsibilities (e.g. for bridges or for other
structures) carry them out effectively.
Maintain the current standards and quality of the network whilst preventing and dealing with
illegal obstructions.
Providing and improving local networks to meet local needs for walking, cycling and
horseriding.
Objectives
1. To fulfil the statutory duties to assert and protect the highway network.
2. To ensure that all recreational highways are easy to use by members of the public.
3. To manage the asset in a cost effective way whilst ensuring best value for the public
4. To improve the network of paths on the ground and increase accessibility.

Legal processes and records
Challenges
Adapting and creating routes which are more suitable for modern users, by increasing
connectivity between routes as well as reducing the necessity for walkers, horseriders and
cyclists to use the tarmac road network to get from one recreational highway to another.
Increasing the length of the recreational highway network available for horseriders and
cyclists.
Reducing the number of hazardous road and rail crossings along the recreational highway
network for walkers, horseriders and cyclists.
Reviewing and republishing the Definitive Map whilst moving from a paper based record to an
electronic record.
Future legislative changes which will affect the way in which rights of way are, and can be,
recorded, together with increasing demand for changes to the legal network and recording of
historic and used routes.
Providing and improving local networks to meet local needs for walking, cycling and
horseriding.
Objectives
5. To ensure that all public rights of way are legally defined and correctly recorded.
6. To adapt existing and create additional routes both for the public benefit and to allow for
modernisation of the network.
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7. To ensure the public have access to clear and accurate information about location and
status of recreational highways.

Protection of and improvement to the current asset
Challenges
Ensuring the rights of way network is protected and enhanced whenever the opportunity
arises e.g. when new roads are built, or when large scale development takes place.
Increasing the awareness and knowledge of fellow professionals and ensuring they
understand that rights of way are highways and that they are protected by the same
legislation as the roads.
Promote understanding of the interface and overlap between WCC as highway authority for
public rights of way, and related disciplines both in local authorities and in the private sector.
Objectives
8. To seek out improvements to the path network to compensate for the adverse effects of
development on the network.
9. To increase the awareness of rights of way amongst other professionals so as to ensure
that the recreational highway network is properly protected

Public awareness and usage
Challenges
Ensure potential non-traditional countryside users have access to information which allows
them to access the countryside with confidence.
Increase awareness of countryside users (and potential users) of their rights and
responsibilities when visiting the countryside, as well as its agriculture, animals, plants and
natural hazards.
Increasing the awareness of the free opportunities for walking, running, cycling and
horseriding and the health benefits of those activities.
Increasing accessibility by dealing with the barriers to people’s use of the countryside e.g.
concerns over personal safety, lack of transport etc.
Supporting and promoting Warwickshire as a destination for recreational walkers, cyclists and
horseriders.
Supporting existing and new promoted routes which run through and within the County.
Providing better information on site and on the website for users of the recreational highway
network.
Objectives
10. To ensure that the public can confidently access the recreational highway network.
11. To make people aware of the resource which is there for them to use, and of the benefits
of doing so

Policies
Since the CAROWIP was produced, two additional policies affecting rights of way have been
developed. The first relates to the use of Gating Orders, replacing the policy on antisocial
behaviour and crime (CAROWIP Policy CA16), and the second is an entirely new policy relating
to the use of Traffic Regulation Orders on recreational highways. With the exception of these two
policies, all the CAROWIP policies have been reviewed for the Strategy.
In developing the policies for the Strategy, it is important to note that these fall into two distinct
categories. There are seven overarching policies which set out the authority’s aims, and
seventeen more detailed supporting policies which set out the authority’s priorities and standards
in a number of different areas such as inspection of paths, minimum widths of new paths and the
use of gates and stiles. Each of the supporting policies sits underneath one of the overarching
policies, although there is some overlap in places. The mix of strategic overarching policies and
detailed supporting policies is deliberate, as it enables the Strategy to both fit within the LTP
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framework and to support the day to day working of the service without the need for a second,
separate policy document.
The background to the development of these policies was set out in the CAROWIP and is not
reproduced here.

Managing the network
There are over 3,300 public rights of way in the County, covering around 1,750 miles, which run
over a wide variety of landscapes and terrains. These include many different types of paths;

 paths from a few metres to over 3km in length in length,
 flat tarmac paths to steep earth paths,
 paths varying in width from less than a metre to over twenty metres,
 paths which see few walkers each year to those used by many people on a daily basis,
and

 fenced in alleyways to unfenced paths across fields containing livestock.
WCC has succeeded, over many years and together with support from parishes and volunteer
groups, on making significant improvements to the overall condition of the paths. However, there
is a significant amount of work involved in just maintaining and supporting the existing condition
of the paths. WCC will continue in its work to protect and assert the rights of the public by
ensuring that all paths are open and available to use.
In order to carry out the statutory duties to maintain the routes for the usual traffic of the area and
to protect and assert the rights of the public who use then, a wide variety of activities are
undertaken. These include;

 maintenance of existing surfacing and infrastructure,
 provision of infrastructure such as bridges or new lengths of surfacing
 signposting and waymarking of routes,
 advice and guidance to landowners and land managers who have rights of way and
recreational highways running over and through their land, and

 enforcement action where the highway is interfered with e.g. obstruction.
Policy RW1: Managing the network

The County Council will assert and protect the rights of the public to use and enjoy the
rights of way and recreational highway network, by maintaining the asset and taking
enforcement action where necessary.
Policy RW1 reflects the statutuory duty contained in section 130 of the Highways Act 1980. In
order to deliver this policy there are a number of more detailed policies which support the day to
day work. These enable officers to make effective decisions and allow consistency across the
County.
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Policy RW1a: Defect reports and inspections on rights of way and
recreational highways

The County Council will encourage the public and landowners/land managers to report
defects. Personal details of people reporting defects will not normally be disclosed outside
the County Council.
Inspection timescales will be as follows:
Situation considered by the County Council to have the
potential to cause serious injury to a member of the public
Defects on Category 1* Recognised Promoted Routes# which
prevent the public from using the route

within 1 working day
of receiving the report
within 15 working days
of receiving the report
within 3 months
Other reports of defects
of receiving the report
#
see Policy RW7a on Promoted Routes and Trails

Policy RW1b: Signing and waymarking of rights of way and recreational
highways

The County Council will use standardised waymarking and signing in the WCC House
Design across the County unless working in partnership with a local council or other
organisation, for example, to promote local distinctiveness or named trails.
Routes wholly within built up areas will not normally be signed unless, for example, they
lead to the countryside, are part of a recognised promoted route or there are other
compelling reasons for doing so.
The County Council will aim to maintain advisory signs on site for 5 years after any
significant path diversion, creation or extinguishment order made by the County Council.

Policy RW1c: Surfacing of rights of way and recreational highways

The County Council will only normally maintain a surface to the standard needed for public
use. Where a footpath or bridleway co-exists with a private vehicular route a contribution of
up to £500 or 10% (whichever is the lesser) may be made towards repairs or resurfacing by
a third party provided it is agreed in advance. A contribution will normally only be made
once every ten years.
The type of surfacing material will be chosen to balance the needs of all path users, cost,
sustainability, local distinctiveness and the local ecology. This will apply whether the County
Council is carrying out the surfacing or consenting to third parties carrying out the works.
Routes with predominantly utility use, or those non-tarmac unclassified roads or byways
open to all traffic which serve as the sole means of access to inhabited property, will
generally be surfaced, or partially surfaced, to a higher standard than those with
predominantly recreational use. The exception will be where a right of way or recreational
highway has been targeted for improvement as a result of an action within the ROWIP
Implementation Plan.
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Policy RW1d: Electric fences and recreational highways

This policy applies to all electric fences whether ‘live’ or not.
Electric fences across footpaths or bridleways (including temporary stock fences) are
obstructions to the use of the highway unless they are tied in to an acceptable boundary
crossing, are needed to contain livestock, and are authorised by the County Council.
Acceptable boundary crossings are:
 For a footpath – an insulated handle provided that the electrified strand is insulated for a
minimum of 30cm either side of the handle. The location of the insulated handle should
be clearly identified as being part of the public footpath.
 For a footpath – a wicket gate, kissing gate or a field gate, provided insulation extends 30
cm from the latch, with the electrified strand buried under the right of way, or taken at
least 3 metres above the path on wooden poles.
 For a bridleway – a bridle gate or a field gate, provided the fence is insulated for 2 metres
on either side of the gate with the electrified strand buried approximately 50 cm deep
under the right of way.
Electric fences adjacent to recreational highways must allow for a minimum width of 2m for
footpaths, 4m for bridleways and 5m for other routes (unless the legally recorded width is
different in which case the legally recorded width should be available).
All electric fences crossing footpaths and bridleways, or adjacent to recreational highways,
must have warning signs placed at appropriate intervals by the landowner/occupier.

Policy RW1e: Obstructions to rights of way and recreational highways

The County Council may temporarily defer taking legal action on an obstruction in the
following situations;
 where a significant physical problem affects a route, such as a lake, landslip or an
established building, while the County Council pursues a satisfactory legal solution, or
 where a route has been obstructed for a number of years, and where a suitable
application to divert (or extinguish) the route has been received, and where an interim
route has been agreed with the County Council.
In both these circumstances an interim unofficial diversion may be waymarked as
permissive.
If a diversion (or extinguishment) proves not to be possible then enforcement action will be
taken.

Policy RW1f: Permissive Paths

Landowners may set out permissive (preferred alternative) routes on their own land but;
 the legal line must be open and available for use (unless it is covered by Policy RW1e)
and
 the legal line must be correctly waymarked (including at each location where the
alternative route diverges and rejoins) and
 WCC House Design waymarkers will not be used to sign any permissive route.
N.B. See also Policy RW5f Permissive path agreements.
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Policy RW1g: Use of permanent traffic regulation orders (TROs) on
recreational highways

This policy covers highways for which the main use is recreational. Recreational highways
are likely to fall into one of the following categories:
 Public footpaths, public bridleways, restricted byways and byways open to all traffic
shown in the Definitive Map and Statement of Public Rights of Way in Warwickshire.
 Unclassified roads (UCRs) without a sealed surface (generally referred to as E roads)
which are managed in a similar way to the rights of way network.
 Stubs of other UCRs (generally referred to as D roads and usually having a tarmac
surface) which form a continuous route with a one of the above.
The County Council will not seek to make a permanent TRO for a recreational highway
either;
 to avoid its maintenance liability, or
 if it is not possible to enforce it without restricting access for permitted traffic.
N.B. enforcement may either be through the installation of barriers or through Police
involvement.
The County Council will give favourable consideration to the making of a permanent TRO for
a recreational highway;
 where there is an actual or foreseeable long term danger to the public which a TRO would
resolve (and which could not be resolved through routine maintenance).
In all other circumstances, each proposed TRO for a recreational highway will be considered
on its own merits, based on the evidence available to the County Council. Each proposed
TRO must satisfy at least one of the grounds set out in section 1(1) the Road Traffic
Regulation Act 1984 (RTRA84) or sections 22, 22A or 22C as appropriate. Additionally the
County Council must have regard to the matters specified in section 122(2) of the RTRA84.
Examples of cases where a TRO could be used are given in the Cabinet Report dated 17
December 2009.
TROs may be reviewed in the following circumstances;
 where the TRO excludes one or more classes of user from a recreational highway,
AND
 where evidence becomes available which demonstrates that the circumstances which led
to the making of the TRO have changed.
A review may lead to a TRO being revoked or it may result in a variation which could either
impose greater restrictions or lessen the existing restrictions.

Improvements
WCC has succeeded, over many years and together with support from Parish Councils and
volunteer groups, on making significant improvements to the overall condition of the paths. Now
that the network is by and large available to the public, it is important to consider how the network
can be improved so as to enhance the enjoyment of path users and, in particular, increase
accessibility.
The Countryside and Rights of Way Act 2000 requires an authority to consider the accessibility of
local rights of way to blind or partially sighted persons and those with mobility problems, as well
as to users of the paths in general. The Equality Act 2010 includes provisions which give
disabled people rights to access everyday services that others take for granted and there is a
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duty to make reasonable adjustments to the way the service is delivered so that disabled people
can use them.
Not all improvements need to be directly funded by WCC. It is often possible to make incremental
improvements by, for example;

 engagement with local volunteer groups,
 ensuring that the more accessible structures are used for new boundary crossings,
 improvements built into diversions of existing paths, and
 involvement in projects being managed and funded by others.
Policy RW2: Improvements

The County Council will aim to improve the physical rights of way and recreational highway
network for all users.

Policy RW2a: Gaps, gates and stiles on footpaths and bridleways

The County Council will only authorise the least restrictive option for new boundary
crossings.
The County Council will always aim for the least restrictive option when landowners or land
managers replace or install structures in existing boundary crossings.
“Least restrictive option” means that:
 A gap is the preferred option.
 If a gap is not practicable then a field gate or wicket gate shall be used. Gate latches on
bridleways must be usable by a competent rider from horseback.
 If a gate is not practicable and the route is a footpath, then a kissing gate may be used.
 Stiles are not acceptable. A stile is unlawful unless it is already in existence and has been
there since the date of the first Definitive Map. The County Council will seek by
negotiation to replace these stiles with gates.
Wherever possible, the County Council will seek to replace stiles with gates or gaps, and to
make gates easier to open/close. In order to achieve this, the County Council may choose to
bear the cost of improvement.
In authorising structures under Highways Act 1980 section 147 the County Council will seek
to restrict the number of structures in sub divided or strip grazed fields and horse paddocks.
The County Council will allow existing structures of historical or cultural significance to
remain for reasons of local distinctiveness, but will seek where appropriate to increase
accessibility by installing a gate or creating an adjacent gap.
Guidance on the application of the Equality Act was published by Defra in October 2010. Working
practices will be developed to ensure that WCC complies with Defra guidance as well as
following the principles contained within this Policy.
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Communities and volunteers
The County Council has a long history of working with communities and volunteers to achieve
improvements to the network. Some of the current partnerships with Parishes date back over 10
years.
By working in partnership to engage local people in their own communities it is possible to
achieve more practical improvements as well as encouraging a sense of local ownership of the
paths.

Policy RW3: Communities and volunteers

The County Council will work with communities to deliver local improvements, and provide
support and training to community partners and volunteers.

Policy RW3a: Volunteers working on rights of way and recreational highways

Volunteer groups and partners (including their staff and/or contractors) working on behalf of
the County Council will be bound by the Policies contained in this strategy.
Volunteer groups and partners may only carry out works agreed in advance with WCC
Countryside Access Team (CAT) and must always contact the landowner (or arrange for
WCC CAT to contact the landowner) to get agreement prior to carrying out works.
Volunteers working on the network must follow and comply with WCC Countryside Access
Risk Assessments. The County Council will ensure that the necessary skills are in place
and that volunteer groups are trained in safe working practices.
Volunteer groups and partners must also be covered by public liability insurance complying
with WCC requirements (£5 million for 2010/11).
Partnerships with volunteer groups will only be supported if an active contribution is being
made by the group.

The legal record
The fundamental record of public rights of way is the Definitive Map and Statement of Public
Rights of Way in Warwickshire (hereafter referred to as the Definitive Map). This is a legal
document which was first prepared and published in the 1950s and 1960s and which has been
under review ever since. It was most recently republished in 1998. WCC has a statutory duty to
keep the Definitive Map and Statement under continuous review and to investigate any
applications which are made to it relating to the existence, status and extent or routes which are
or should be shown in the Definitive Map.
It records the position and status of public footpaths, public bridleways, restricted byways and
byways open to all traffic, but it is incomplete in that it is conclusive evidence for those routes
which are included, but there may be other routes which are not shown. Recent and anticipated
case law and changes in legislation mean that the framework for this work can change very
quickly.
The Definitive Map is fundamental in a number of ways. It provides a measure of protection for
the public right of way, as it is legally conclusive for the routes it shows. Most commonly it is
consulted during the planning process or when land and property changes hands, and it allows
prospective landowners to made aware of the existence of rights of way which might affect their
decision to proceed with the purchase of a property. Failure to consult the Definitive Map in the
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past has left WCC with enforcement problems with a number of paths affected by development
across the County.
There is a common maxim ‘Once a highway, always a highway. This means that if evidence
exists which demonstrates that a route exists then there is a legal process which enables routes
to be added to the Definitive Map following investigation, provided the evidence supports it.
UCRs are not recorded on the Definitive map, but on a list of highways maintainable at public
expense (known as the List of Streets). This record indicates maintenance responsibility but does
not indicate status, and it is not conclusive in law.

Policy RW4: The legal record

The County Council will work towards a complete legal record of rights of way, including a
periodic consolidation of the Definitive Map, using technology to share and enhance the
information.

This space is intentionally blank
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Policy RW4a: Definitive Map review

The County Council will review the Definitive Map and Statement of public rights of way,
and will commence cases in the following numbered order of priority:
1. Applications received before 1 July 2011, in the following order:
1.1. Former Atherstone RDC area.
1.2. Former Tamworth RDC area.
1.3. Former Meriden RDC area.
1.4. Former Bedworth UDC area.
1.5. Former Nuneaton UDC area.
1.6. Former Rugby RDC area.
1.7. Former Rugby MBC area.
1.8. Former Southam RDC area.
1.9. Former Shipston on Stour MBC area.
1.10. Former Stratford upon Avon RDC area.
1.11. Former Alcester RDC area.
1.12. Former Stratford upon Avon MBC area.
1.13. Former Warwick RDC area.
1.14. Former Kenilworth UDC area.
1.15. Former Leamington Spa MBC area.
1.16. Former Warwick MBC area.
Within 1.1 – 1.16 above, Parishes will be investigated in alphabetical order, and within
each Parish the following order will apply:
(i) User-evidence based cases in order of date received.
(ii) Documentary cases in order of date received.
2. Applications received on or after 1 July 2011 in order of date received.
3. Cases for which there are no applications will be investigated in the following order:
3.1. Unrecorded routes in the former Excluded Areas of (in order) Bedworth,
Nuneaton, Rugby, Stratford upon Avon. Kenilworth, Leamington Spa and
Warwick.
3.2. Non-tarmac unclassified roads (UCRs) and any other classified or
unclassified roads which are co-existent with rights of way, in the same
sequence as 1. above
3.3. Any other discovered evidence.
3.4. Anomalies.
Exceptions
A case may be dealt with outside the above sequence of priorities if;
A. it will involve investigation of substantially the same evidence as a route currently
under investigation, or
B. evidence or an anomaly comes to light during a current investigation, or
C. a route is threatened by development, or
D. processing a case will significantly progress a specific action within the ROWIP
Implementation Plan, or
E. there is an overriding operational need to do so.

Changing the network
Each of the footpaths, bridleways, byways (of whichever type) and recreational UCRs is a
highway, and as such it is protected in law. Making changes to the network is not lightly
undertaken, yet it is necessary for a number of reasons which benefit either the landowner/land
manager or the public or, in some cases, both.
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Historically, routes were mainly linear and used to get from one place to another. In modern
times some routes are still used this way, and this should be encouraged, but the majority of
modern users are more likely to favour circular routes and recreational routes which enable them
to avoid having to walk, ride or cycle on the tarmac highway.
In most cases, unlike the main tarmac highway network, the right of way or recreational highway
is a secondary use of the land and passes through arable land, pasture, gardens and business
premises. It is open to a landowner to apply for the right of way to be moved in their interest e.g.
to enable them to make better use of the land. There are checks and balances which ensure that
the public interest is considered, and sometimes changes can be included to benefit the public as
well.
Whilst creating, moving or closing a route can take a long time to implement, by making
incremental changes, the network overall will benefit in the longer term.
It is not simply the network which changes, but the landscape around it as well. It is important
that where the landscape changes, for example, through housing development or the
construction of a new road, the public are not disadvantaged by those changes.

Policy RW5: Changing the network

The County Council will change the network, by creating, diverting and extinguishing rights
of way and recreational highways to meet the needs of the 21 st Century.

This space is intentionally blank
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Policy RW5a: Creations, diversions, conversions and extinguishments

The County Council will prioritise creations, diversions, conversions and extinguishments on
the rights of way and recreational highway network according to the following criteria, and
deal with them accordingly;
Any one of the following will be treated as High Priority:
 Where there is a clear benefit to public safety e.g. at-grade rail level crossings, major
road crossings etc.
 Where an application is made under Highways Act 1980 Sections 118B or 119B (crime
prevention), 118C or 119C (schools special orders) or Section 119D (SSSIs).
 Where a path is in danger of being (naturally) eroded.
 Where an additional link, higher status or new path is dedicated (or created) which will
have a significant positive impact on the local network and/or local population.
 Where an order (or combination of orders) will contribute to achieving actions in the
ROWIP Implementation Plan.
 Applications processed by the County Council in its capacity as planning authority.
Any one of the following will be treated as Medium Priority:
 Where processing an order could save significant costs incurred in processing other
orders.
 Where an order will significantly benefit members of the public using a highway, i.e.
where an order is in the public interest.
 Where the town/parish council or district/borough council resolve to actively support the
proposal or where they are the applicant.
 Where an order is, in the opinion of WCC heritage or ecology professionals, necessary to
safeguard an archaeological or ecological feature.
Any one of the following will be treated as Low Priority:
 Where an order is principally in the landowner’s or land manager’s interest and meets
none of the above criteria.
 Orders and agreements promoted by WCC and which meet none of the above criteria.
 Orders and agreements which resolve Definitive Map and Statement anomalies but which
meet none of the medium or high priority criteria.
Applications should be made in writing on the relevant form and the relevant charges will
apply.
The County Council will make a number of orders and agreements each year in order to
achieve ROWIP Implementation Plan actions. Whilst the County Council will try to reach
agreement with persons who have an interest in the affected land, it will inevitably mean
making orders contrary to the wishes of some individuals or landowners/land managers.
Widths of public rights of way and UCRs which are created or diverted by legal order will be
subject to the widths given in Policy RW5c: Legal widths of rights of way and recreational
highways.
N.B. See also policy RW2a Gaps, gates and stiles on footpaths and bridleways.
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Policy RW5b: Development, rights of way and recreational highways

The County Council will seek improvements, both within a development site and in the
surrounding area, where the development is likely to lead to an increase in use of the local
network or where the development impacts on the existing network. These improvements
may include;






practical works on existing routes
longer term management of affected routes
new paths and upgraded paths
promotional materials
use of agreements under Section 106 Town and Country Planning Act 1990.

In, or leading to a development site, it will not generally be acceptable to divert a footpath or
bridleway along a road or immediately beside a road (whether new or existing) or along a
private driveway serving two or more dwellings or any commercial premises.
Where it is proposed to use a section of an existing public right of way as the main vehicular
access to a new development of three or more dwellings, that section of public right of way
would need to;
 either be legally diverted to another alignment where private vehicular use will not have
an adverse effect on the public highway, or
 be built to adoptable standards* and offered to the County Council for adoption.
at the developer’s expense.
Where it is proposed to use a section of an existing unsealed UCR as the main vehicular
access to a new development then that section of UCR should be made up to adoptable
standards* at the developer’s expense.
Where a route within a development site is claimed, with supporting evidence, as a public
right of way under Section 53 Wildlife and Countryside Act 1981, the developer will be
advised to treat the route as if it was a public right of way.
Where authorised development has given rise to the permanent obstruction of a public right
of way, the County Council, as Highway Authority, will require the Planning Authority to
make remedial Public Path Orders at their own expense or to pay the County Council’s
costs in processing the orders. In the event of continued failure to resolve matters the
County Council may seek the removal of the obstruction.
Widths of paths which are created or diverted by legal order will be subject to the widths
given in Policy RW5c: Legal widths of rights of way and recreational highways.
Ideally additional legally recorded width will also be provided on existing paths so they meet
the same standards.
*Advice should be sought from the County Council Development Group.
N.B. See also the following:
 Policy RW2a : Gaps, gates and stiles on footpaths and bridleways
 Policy RW5d : Cycling and rights of way
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Policy RW5c: Legal widths of rights of way and recreational highways

The legal width is the width which must remain clear and unobstructed. The surfaced width
will often be less than the legal width.
The following minimum legally recorded widths will apply to all new and diverted routes
created by legal order:
Unenclosed footpaths

2m

Enclosed footpaths

3m

Unenclosed bridleways or bridleways where there is little
likelihood of equestrian use (e.g. in urban areas)

4m

Enclosed bridleways in rural areas

5m

Restricted byways, byways open to all traffic and
recreational UCRs

5m

except in the following circumstances:
 where existing physical features (e.g. buildings) mean there is not sufficient width
available OR
 where the landownership extent means there is not sufficient width available without
taking land from a third party and it is not practical to do so OR
 where there is a pinch point or barrier.
Where a new or diverted footpath or bridleway crosses agricultural land it may be
appropriate to include a limitation in the Order which permits reinstatement of a ploughed or
cropped path to a lesser width than that shown above.
N.B. See also Policy RW5d Cycling and rights of way.
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Policy RW5d: Cycling and rights of way

Public footpaths which are to be included as part of a cycle route shall be converted by
means of a Cycletrack Order or by upgrading them to public bridleway status.
The following widths will apply to cycle routes which use existing rights of way:
Minimum legally recorded width
4m to include a surfaced width of no less than 2.5m
Desirable legally recorded width

5m to include a surfaced width of no less than 3m

except in the following circumstances;
 where existing physical features (e.g. buildings) mean there is not sufficient width
available, OR
 where the landownership extent means there is not sufficient width available without
taking land from a third party and it is not practical to do so, OR
 where there is a pinch point or barrier.
Public footpaths which are subject to Cycletrack Orders will continue to be shown in the
Definitive Map and Statement as public footpaths.
Public bridleway status will be sought where there is existing or potential equestrian
demand and where routes for cyclists are proposed.
Bridleways which are to be used as part of a cycle route shall not be resurfaced with
tarmac, unless a suitable verge can be created and maintained – minimum 2m grass verge
within the legally recorded width. A suitable surface shall be used instead of tarmac (usually
stone or recycled road materials).
N.B. See also the following:
 Policy RW5a Development, rights of way and recreational highways
 Policy RW5c Legal widths of rights of way and recreational highways
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Policy RW5e: Roads and railways, and rights of way and recreational
highways

Where routes cross trunk roads at-grade, the County Council will work pro-actively with the
Highways Agency to divert those routes onto overbridges or through underpasses (where
possible).
Where new roads with a speed limit greater than 30mph are proposed, all footpath and
bridleway crossings shall be grade-separated (i.e. an underpass or overbridge will be
required) or light controlled crossings will be provided as part of the scheme.
Where diversions are proposed as part of a new road or rail scheme, those should reflect
the public’s desire lines, rather than positioned for the ease of the proposer.
Where there is a gap in the non-motorised user (NMU) network, caused by a road which is
too busy and/or unsafe to be walked, ridden or cycled along or where routes cross existing
fast or busy roads, the County Council will consider appropriate solutions including the
following;

 where a suitable verge exists, making the verge available for NMUs and free from
unnecessary clutter, or
 where no verge exists, exploring the possibility of ‘behind-the-hedge’ schemes or
diversions to achieve better connectivity.
Solutions for routes which form part of a Recognised Promoted Route will take priority.
The only substitute the County Council will normally accept for an at-grade railway crossing
(as part of a rail crossing diversion order) is an overbridge or underpass. Where it is
proposed to construct new railway lines or re-open closed railway lines, at-grade crossings
will not normally be acceptable.
Any new roads or railways shall not sever the existing rights of way and recreational
highway network unless reasonable alternative provision is made.

Policy RW5f Permissive path agreements

The County Council will only enter into formal permissive path agreements where;
 there is a significant gap in provision, OR
 there is a significant safety issue,
AND
 where other efforts to secure public access have been unsuccessful,
AND
 where the public benefit outweighs the additional burden on the County Council.
The County Council will normally only enter into permissive path agreements with other public
bodies or national organisations, unless an agreement with someone else will significantly
forward an action within the ROWIP Implementation Plan.
N.B. See also Policy RW1f Permissive Paths

Information
Historically, the users of the mainly rural rights of way were those who lived and worked in the
immediate area. In the 21st century, the majority of users and potential users come from further
afield and from the built up areas. Many do not have the knowledge and awareness of the
448

Warwickshire LTP 2011-2026 Part B Mode and Topic Strategies

countryside and of farming which would have been second nature a hundred years ago. The
countryside is a living, working environment and there are responsibilities as well as rights which
come with the use of the network. For those who make their livelihood from the land there is the
potential for conflict with legitimate path users as well as the potential for damage to crops and
livestock from users who are unaware of or uncaring of their responsibilities. Similarly, many
people buy land which is crossed by rights of way and they may be unaware of their legal
obligations and responsibilities. By providing information at a number of levels conflict and
misunderstandings can be minimised.
Information can be provided in two ways – on request e.g. from a member of the public or.
landowner, or proactively distributed through press releases or publicity material.

Policy RW6: Information

The County Council will help people to understand the rights of way network and the use of
the countryside.

Public awareness
The rights of way and recreational highway network represents a large resource, which is free at
the point of use, yet which is only used by a minority of the public. Many people are unaware of
the network or would be reluctant to use it as it is unfamiliar to them. By increasing use by the
public, and by bringing in visitors from outside Warwickshire, the economic benefits to rural areas
can be increased as visitors spend their money in local shops, pubs and other rural businesses.
In the past WCC has developed and published a number of promoted routes. In addition, a
number of volunteer groups have developed and published walks which are entirely or partially
within Warwickshire. Several of these volunteer groups also contribute positively to the network
through practical works and informal path-warden schemes.

Policy RW7: Public awareness

The County Council will support appropriate promotion of the rights of way network, so that
more people from a wider cross section of the public are encouraged use it.

Policy RW7a: Promoted routes and trails

The County Council will maintain and publish a list of “Recognised Promoted Routes” (“the
List”) and review the List in conjunction with the Local Access Forum.
The County Council will support the route-specific signing and waymarking of routes only
where they are included in the List in the relevant category . Route-specific waymarking
must comply with WCC Design Guidelines.
The County Council will routinely inspect those routes in the List which have been published
by WCC Countryside Access Team, and encourage regular inspections of other routes on
the List by their responsible bodies (e.g. A Coventry Way Association). Routes not subject
to routine inspection by their promoters may be removed from the List by the County
Council.
The County Council will provide a free checking service for any promoted and published
routes if the author or publisher makes contact. This will cover the legal status of the
proposed promoted route(s) and any known legal issues.
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Antisocial behaviour and crime
In addition to the specific policies listed here, there is also a policy in respect of antisocial
behaviour and crime and orders made under section 129A of the Highways Act 1980 which is not
reproduced here. This is the ‘Gating Orders in Warwickshire’ policy which was approved by WCC
Cabinet on 19 June 2008.
This policy was introduced in response to powers brought in under the Clean Neighbourhoods
and Environment Act 2005 which enabled any highway which was not a classified road or trunk
road to be closed with gates in certain circumstances. Further information is available in the
Cabinet report. It was not considered necessary to reproduce it here.

The Action Plan

1. Collect and maintain inventory
information about the asset.

2. Maintain infrastructure which is the

responsibility of WCC, and replace as
needed.

3. Ensure infrastructure is maintained

where responsibility lies with others.

Policy RW1
Managing the
network

4. Ensure that the network is open and

available for the public to use, taking
enforcement action where needed.

5. Seek to resolve obstructions and
problems on the network though
goodwill and co-operation.

ongoing



ongoing



ongoing



ongoing



ongoing



ongoing



ongoing



ongoing



Villages and
rural areas

Other urban
areas

Main urban
areas

Inter-urban

Specific actions will sit under these strategic
actions and be part of the 5 year
implementation plan (yet to be written)

Countywide

Action

Timescale

Policy

Relevance to Spatial
areas

6. Identify and pursue satisfactory legal
solutions for public rights of way and
recreational highways obstructed by
buildings.

7. Seek improvement to infrastructure

whether it is WCC’s responsibility or the
responsibility of others.

8. Seek Increased accessibility on the
Policy RW2
Improvements

rights of way and recreational highway
network.

9. Target improvements where they will
provide the greatest benefit for the
public.

10. Seek improvement to the safety of nonmotorised users where the network
interacts with roads and railways.
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Other urban
areas

Villages and
rural areas

Main urban
areas

Inter-urban

Specific actions will sit under these strategic
actions and be part of the 5 year
implementation plan (yet to be written)

Countywide

Action

Timescale

Policy

Relevance to Spatial
areas





11. Work with communities and volunteers
Policy RW3
Communities
and volunteers

who will make a positive contribution to
the maintenance and improvement of
the network.

12. Work alongside others to make the

ongoing

ongoing



ongoing



0-5 yrs



ongoing



16. Make the digital rights of way

6-10 yrs



17. Process evidential modification orders

ongoing



network available for novice or less
experienced countryside users.

13. Enable and assist landowners to make

deposits under Section 31(6) Highways
Act 1980 via a straightforward process
using standard forms.

14. Republish the Definitive Map in 2015
and every five years thereafter.

Policy RW4
The legal
record

15. Share the digital rights of way

information with District and Borough
Councils and other non-commercial
organisations.

information available online.
in line with Policy RW4a.

18. Respond to requests for changes from

third parties and seek to include
improvements for the public, in line with
Policy RW5a.

ongoing









19. Seek to increase the width of

bridleways where necessary to make
them suitable for non-motorised users.

20. Seek to increase the length and number
Policy RW5
Changing the
network

of bridleways in Warwickshire

ongoing



ongoing



ongoing



21. Seek increased connectivity of the

rights of way network, including
reducing the necessity of using the
tarmac road network, where
opportunities arise.

22. Ensure that any changes arising from

development do not have a net loss or
negative effect on the network.

23. Identify areas of poor access to the
countryside and seek to improve it
where opportunities arise.

Policy RW6
Information

6-10 yrs

24. Provide appropriate information about
the network.
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25. Increase awareness about the rights
and responsibilities of users of the
network.

ongoing



ongoing



ongoing



ongoing



ongoing



ongoing



Villages and
rural areas

Other urban
areas

Main urban
areas

Inter-urban

Specific actions will sit under these strategic
actions and be part of the 5 year
implementation plan (yet to be written)

Countywide

Action

Timescale

Policy

Relevance to Spatial
areas

26. Ensure that fellow professionals

understand the importance of the
network and the various legislative
requirements.

27. Support existing promoted routes where
they are responsibly managed.

28. Support the development of new
Policy RW7
Public
awareness

promoted routes where they have a
clear purpose and there are suitable
arrangements for their future
management.

29. Provide appropriate information about
the network.

30. Encourage people to use the network
for health, recreation and everyday
journeys.

Targets and monitoring
The time span covered by the this document is stated to be 1 April 2011 to 31 March 2026.
However the Countryside and Rights of Way Act requires that a Rights of Way Improvement Plan
is reviewed after no more than ten years, and it is anticipated that the Strategy will be reviewed in
2021 in the event that LTP3 is not reviewed sooner.
The ROWIP Implementation Plan will be a separate document and will have a life span of three
years from April 2011 to March 2014.
Targets
There are several performance targets implicit in the strategy. These are set out below.

Policy RW1a

Inspection timescales
for fault reports

potential for
serious injury
defect on Listed*
promoted route
other defect
reports

within one working day
within 15 working days
within 3 months

Republication of
in 2015 and every five years thereafter
Definitive Map
* Routes included in the WCC List of Recognised Promoted Routes.
Policy RW4
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Performance measures
In addition to the targets above, more detailed measures and targets will be defined in the
ROWIP Implementation Plan, covering the first three years of the Strategy.
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38. Rural Strategy
Background
Warwickshire is a relatively rural county with some 64% of its land area being rural in nature.
Approximately one third of the population live in rural Warwickshire, which includes hamlets,
villages and small market towns. However, it is important to remember that the County also has
a significant urban population with the majority of residents (over two thirds) residing in the main
urban areas of Nuneaton and Bedworth, Rugby, Leamington Spa, Warwick, Kenilworth and
Stratford-on-Avon.
Notwithstanding the significant urban population, Warwickshire’s rural areas represent a large
and valuable proportion of the County’s land area and therefore it is important to provide a coordinated approach to the management of transport issues by drawing together the relevant
policies and initiatives from other strategies in the LTP, namely;


Accessibility Strategy



Public Transport Strategy



Passenger Rail Strategy



Bus Strategy



Community Transport Strategy



Bus Information Strategy



Public Transport Interchange Strategy



Taxis and Private Hire Vehicles Strategy



Road Safety Strategy



Walking Strategy



Cycling Strategy



Sustainable Freight Strategy



Land Use and Transportation Strategy



Network Management Duty Strategy

Key issues in rural areas
Two of the key transport issues facing residents living, working or visiting our rural areas in
Warwickshire are:
 Poor accessibility to the transport network; and
 The impact of traffic on local communities and in environmentally sensitive areas.
In many rural areas of Warwickshire there has been a movement away from the provision of key
services at a local level, small towns and villages, towards the concentration of facilities such as
health and education onto larger sites in major towns and larger settlements. In the rural parts of
Warwickshire, this has contributed to poor accessibility for people who do not have access to a
car, particularly for those in very isolated locations which often have limited or no facilities and
are not well-served by public transport.
At the same time Warwickshire’s countryside represents a valuable resource for agriculture,
recreation, leisure and tourism, although leisure trips to the rural areas by car can contribute to
the negative impact of traffic. The movement of freight across the County also contributes to such
impacts.
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Levels of car ownership and use are generally higher in rural areas, partly due to the difficulties
of access and transport. For many people there is no real alternative to the car but this in turn
can contribute to problems relating to pollution and noise.

The Strategy
The overall aim of the County Council’s Rural Strategy is to contribute to an improvement in
accessibility levels and reduce the impact of traffic in rural areas, whilst at the same time
supporting the use of the countryside for agriculture, leisure, recreation and tourism.
The Strategy has been developed within the existing National, Regional and Local policy context,
and aims to be consistent with the wider policy framework.
Section 60 of the Countryside and Rights of Way Act 2000 requires all local highway authorities
to prepare a Rights of Way Improvement Plan. The County Council’s Rights of Way and
Recreational Highway Strategy has been updated and revised in 2010 and forms an integral part
of LTP3.

Local community involvement and partnerships
The County Council will continue to seek to implement transport improvements through the
involvement of local communities (e.g. Parish Plans). This approach to plan making is likely to be
reinforced by the forthcoming Localism and Decentralisation Bill.
It is important that the County Council continues to strengthen partnerships with local
organisations as well as those that go beyond local authority boundaries - for example, the
County Council is a member of the Cotswold’s Area of Outstanding Natural Beauty (AONB)
Partnership. The County Council will ensure that the AONB Management Plan is taken into
account where relevant.

Other key issues to consider
The key elements of the individual issues, strategies and topic areas that relate to the Rural
Strategy are summarised below.

Accessibility issues
Issues of poor accessibility are often exacerbated in rural areas due to the lower levels of public
transport provision and increased distances between where people live, key facilities and
employment opportunities. Poor access to these can significantly impact on people’s quality of
life and their life chances. Issues regarding accessibility are not felt uniformly, with the impact
being generally more pronounced for certain groups of people such as those on low incomes, the
elderly and young, disabled people (including those with mental health problems), people with
illnesses, women and people from ethnic communities. Where people in these disadvantaged
groups live in rural areas the problems of poor accessibility can be intensified.
Initiatives to improve accessibility can have wide reaching benefits, for example, encouraging
participation and retention in education, reducing inequalities in health, and helping people move
from welfare into work.
The Accessibility Strategy sets out the County Council’s policies to help improve accessibility
levels across Warwickshire. Mechanisms identified in the strategy include improving accessibility
via:


Improving travel to services – including the availability, affordability, accessibility and
acceptability of public transport; the attractiveness of walking, cycling and public transport
and the role of parking provision.
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Location of services – ensuring that land use planning takes into account accessibility
considerations when planning the location of new service provision.



Service delivery – working in partnership with service provides to influence service delivery
where appropriate e.g. delivering services more locally and using technology to reduce the
need to travel.

Public transport issues
Levels of public transport provision vary across the Warwickshire, the main urban areas are
relatively well served whilst many rural or edge of town areas only benefit from minimum public
transport service levels. These limit the opportunity for local people to travel to services and
facilities outside their immediate area. The problem is particularly acute in remote rural areas and
for travel in the evenings and on Sundays.
The current level of public transport provision is determined by a mix of population, socioeconomic factors and other public transport provision that is available (e.g. rail travel).
Private companies operate the majority of the bus services in Warwickshire on a commercial
basis. To ensure that bus services that are considered to be socially necessary are provided to
parts of Warwickshire not served by the commercial services, the County Council procure
additional services through a competitive tender process. A large proportion of these additional,
subsidised, bus services serve the rural parts of Warwickshire. Whilst the County Council
acknowledges that a greater need exists than is being provided for by the existing network, the
limited budget available for County Council subsidised services means that service provision has
to be prioritised. This means that many rural areas do not benefit from frequent bus services.
Community transport provision is regarded as an important service, especially in rural areas,
helping to bridge the gap in mainstream public transport. These services are particularly
important in enabling residents to access local facilities and healthcare services.
The Bus, Passenger Rail and Community Transport Strategies contain minimum service patterns
and other initiatives related to public transport quality and levels of service that are relevant to
rural areas. The key elements are laid out below, a number of which are also reflected in the
Taxis and Private Hire Vehicles Strategy.


Fares on public transport should be less than the full cost of the equivalent journey by car
unless the fare is justified as a premium fare due to providing a significantly faster journey
time or enhanced facilities;



The design of bus stops, bus stations, rail stations, taxi facilities, trains and vehicles must
enable passengers to board or alight unaided or with a reasonable level of assistance;



Interchange infrastructure should provide for ‘seamless’ changes between transport
modes assisted by good signage, information and appropriately designed infrastructure;



Public transport services should be co-ordinated to encourage interchange with the object
of increasing the range of travel opportunities and options for travellers;



Pedestrian and cycling routes to bus stops, interchanges and rail stations should accord
with the standards set out in the Walking and Cycling Strategies. Special attention should
be given to access arrangements for people who have difficulties because of health,
physical, mental or sensory difficulties;



Bus, rail and community transport services should be of sufficient quality, particularly in
terms of reliability and punctuality that a potential passenger would be confident in relying
on them;
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Trains, buses, bus stops, bus and rail stations, and interchanges should provide
reasonable shelter, comfort, suitable heating and ventilation and a perception and reality
of personal safety and security;



Staff should be helpful and courteous and have received appropriate customer service
training;



The journey time of bus and community transport services should be similar to the
equivalent journey by car unless this can be justified by a significantly reduced fare;



Timetables, routes and fares should be readily available, easy to understand and be
simple to use;



Information systems should enable passengers to plan their journeys and provide
increased public confidence as to the availability and reliability of public transport
services;



Full and timely information should be provided or be easily available to customers in case
of disruption to services;



Integrated ticketing between modes including rail, bus and community transport services
should be available, where it is necessary to use different modes to complete a journey;



Community transport solutions should be developed where identified transport and
access needs are not met or cannot be appropriately met through bus, rail or other
provision;



Demand-responsive services and other flexible transport options should be investigated
and introduced where appropriate;



Existing levels of rail service and existing rail stations should be retained;



The provision of rail network capacity improvements should be encouraged;



Proposals for new rail services and stations should be developed;



Suitable proposals for taxi buses to meet specific travel needs in rural areas should be
developed where conventional bus service provision is not appropriate for operational or
economic reasons; and,



Appropriate improvements for taxis and private hire vehicles should be encouraged at
existing and new interchange facilities.

Traffic management and road safety issues
Road traffic can have a detrimental impact on the special character of the countryside. The
speed and volume of vehicular traffic and the movement of goods by lorry is of particular
concern. Given the geographical location of Warwickshire, the County experiences a large
amount of through movement of short and long distance road based freight. There are several
quarries and landfill sites in the County that generate a large number of lorry movements, a
number of which have an impact on the more rural areas of Warwickshire.
Strategies to control the impact of traffic on the countryside is contained within the Network
Management Duty Strategy and the Sustainable Freight Distribution Strategy, both of which
contain a number of policies relevant to the rural areas of Warwickshire:


Reduce the impact of vehicular traffic in terms of speed, volume, noise and emissions, on
towns, villages, other rural locations and environmentally sensitive areas, for example via
ensuring that signing directs heavy good vehicles to industrial centres and town centres
via the most appropriate routes;
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Design transport infrastructure to be sensitive to its surroundings whilst still being
effective;



Introduce route management techniques to encourage suitable traffic on suitable roads;



Promote the use of a defined and agreed 24-hour lorry route network, including producing
a map for distribution within the road haulage industry;



Control heavy goods vehicle movements through or near environmentally sensitive areas
such as Conservation Areas and residential neighbourhoods by systematic intelligence
gathering from Parish Councils and contact with HGV operators;



Consider the introduction of Amenity Weight Limits, as a last resort, subject to meeting
criteria that are designed to make sure that the limit can be effective;



Place more emphasis on the contribution that better co-ordination of works within the
highway can make towards improving the walking environment and build on the safety
improvements made in response to road accidents and to enhance the cycling and
walking environment.



Implement, where feasible and appropriate, casualty reduction schemes where cost
effective measures to reduce casualties can be developed. Such mechanisms include:
o

Signing, lining and coloured road surfaces;

o

Traffic orders such as right turn bans and revised speed limits;

o

Alterations to the road layout;

o

Traffic calming schemes (road humps,' village gateways,' road narrowing etc);

o

Safety cameras (speed and red light cameras); and,

o

Variable Message Signs.



Study casualty hot spots and corridors;



Review Village Speed Limits across the County. A speed limit review for A and B roads
has been undertaken and changes, where appropriate have been implemented.

Land use planning issues
Significant parts of rural Warwickshire are under pressure for housing from commuters from the
West Midlands Conurbation. It is recognised that South Warwickshire, in particular Warwick
District and Stratford-on-Avon District, acts as a magnet for more affluent people moving from the
metropolitan areas within the West Midlands and beyond.
At the time of writing each District/Borough Council in Warwickshire is in the process of
developing their Local Development Framework Core Strategy. These will identify the location
and the level of development for future housing and employment growth across these areas. Any
development in the rural parts of these District/Boroughs is likely to occur primarily to meet local
community needs.
The County Council will continue to liaise with each District/Borough to ensure that the transport
impacts of development are suitably mitigated on the highway network.
Any new development that is approved in rural areas will be subject to policies laid out in the
Land Use and Transportation Strategy. These policies aim to ensure that development is located
where it will be served by public transport, cycling and walking facilities and that other measures
are put in place to encourage sustainable travel. The combination of policies will help to ensure
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that new development does not lead to a deterioration of conditions on the rural highway
network.

Recreation, leisure and tourism issues
Warwickshire has a varied and accessible countryside, attracting many thousands of visitors
every year and providing a recreation and leisure resource for local residents. The landscape is
gentle and welcoming with countryside that is generally intensively farmed. The County has a
well-managed network of public rights of way overlain with promoted trails of national, regional
and local importance.
Warwickshire is home to the nationally important tourist destinations of Stratford-upon-Avon and
Warwick Castle. Of growing importance is the list of attractions in the countryside such as
Hatton Country World, numerous National Trust properties, Country Parks and gardens. The
historic market towns within the County also act as gateways to the wider countryside.
Recreational use of the countryside can make a positive contribution to peoples' health, well
being and quality of life. Tourism brings important economic benefits to the rural areas. Most
visitors however travel by car, and this puts pressure on the road network, adds to congestion
and problems such as traffic noise and pollution. Congestion hot spots can occur near to major
attractions, particularly during the summer months and on bank holidays or during special events.
The Rural Strategy seeks to provide a balanced approach in order to manage traffic and
encourage visitors to make sustainable travel choices. The Rights of Way and Recreational
Highway Strategy, Walking and Cycling Strategies and the Network Management Duty Strategy
all contain elements in relation to recreation, leisure and tourism. These include:


Promoting opportunities for safe and easy walking, cycling and horse riding by identifying
and developing networks of Greenways, bridleways and footpaths;



Producing more information to tell people what is available: for example, the Council has
developed a number of way-marked countryside leisure cycling routes using quiet roads,
tracks, and bridleways, each accompanied by a high quality map / guide.



Encourage traffic-free cycling opportunities in Greenways and Country Parks which are
particularly suitable for novice cyclists and families, providing the ideal environment to
gain skills and bike handling confidence;



Encouraging facilities that can be used without a car;



Packaging days out for the existing visitor market by suggesting walks and trails near to
other attractions and presenting the information in a clear accessible format that promotes
sustainable transport options;



Working to develop opportunities for cycling in parks, open spaces and along green
corridors such as canal towpaths and disused rail lines; and,



'Easy Going Trails/Health Walks' for those who are less mobile or active.

Walking, cycling and horse riding have an important role in recreation, leisure and tourism in rural
areas. Walking and cycling are also important in rural areas for making everyday local journeys
although for many rural trips other sustainable modes of transport such as car sharing or public
transport are more appropriate due to the longer distances to destinations. The Walking and
Cycling Strategies and Rights of Way and Recreational Highway Strategy include policies
covering the implementation of traffic management initiatives, road, footway and cycleway
maintenance, provision of new pedestrian and cycle infrastructure and the improvement and
promotion of public rights of way. These all aim to improve facilities for walking, cycling and
horse riding and will include measures to make these modes safer and more attractive. These
include:
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Promotion of recreational cycling in Warwickshire through publicity, information, events
and activities



Working with Sustrans to develop the National Cycle Network routes in Warwickshire to
provide both leisure and commuter routes from rural areas into local towns;



Improving recreational cycling opportunities via the provision of safe and attractive routes
and by maintaining the rights of way network.



Aiming to improve the physical rights of way and recreation highway network for all users;



Supporting the British Horse Society's safety training schemes;



Working to develop opportunities for walking in Country parks and along green corridors
e.g. canal towpaths and at other attractive rural locations.



Identifying low cost opportunities for upgrading public footpaths to cycleways and
bridleways where they will form key links in the network.

Summary of relevant policies in LTP mode / topic strategies
Policy

Strategy

Policy LTT10: Appropriate Development

Land Use and Transportation

Policy NMD6: Warwickshire Quality Freight Partnership

Network Management Duty

Policy NMD10: Information Provision and event Co-ordination

Network Management Duty

Policy SF2: Road Freight

Sustainable Freight Distribution
Strategy

Policy PT4: Public Transport Service Subsidies

Public Transport Strategy

Policy PTCT3: Delivering access opportunities for the whole
community

Community Transport Strategy

Policy W10: Recreational Walking

Walking Strategy

Policy W11: Education and Promotion

Walking Strategy

Policy CY10: Promoting Cycling

Cycling Strategy

Policy CY11: Recreational Cycling

Cycling Strategy

Policy RW1: Managing the network

Rights of Way and Recreational
Highway Strategy

Policy RW2: Improvements

Rights of Way and Recreational
Highway Strategy

Policy RW6: Information

Rights of Way and Recreational
Highway Strategy

Policy RW7: Public awareness

Rights of Way and Recreational
Highway Strategy

Policy RW7a: Promoted routes and trails

Rights of Way and Recreational
Highway Strategy

460

Warwickshire LTP 2011-2026 Part C Implementation Plan

Implementation Plan
2011 - 2015

461

Warwickshire LTP 2011-2026 Part C Implementation Plan

C1. Introduction
C2.

Level of Resources

C3.

Delivery to meet LTP Objectives and Priorities

C4.

Outline Allocation of Resources

C5.

Risk Management

C6.

Performance Management

C7.

Evaluation of Policies and Measures

462

Warwickshire LTP 2011-2026 Part C Implementation Plan

C1. Introduction
The plans and policies set out in this LTP present a long term strategy (2011-2026) for the
development of transport in Warwickshire.
This Implementation Plan sets out priorities over four years (April 2011 to March 2015) that
address the priorities and targets set out in the LTP. The Implementation Plan also sets out what
the arrangements are for overseeing delivery, managing risks and monitoring outcomes.

C2.

Level of Resources

It is anticipated that during the life of this implementation plan capital resources will be lower than
were available during the life of LTP2, particularly for major schemes. The capital resources that
may be available for delivery of transport infrastructure over the four years 2011-12 to 2014-15
are listed below.







LTP block allocations for maintenance and integrated transport;
Major scheme funding;
Regional Growth Fund;
Local Sustainable Transport Fund;
Funding through agreements with developers; and
Prudential Borrowing.

Revenue funding is critical for routine maintenance of transport infrastructure and for several
important aspects transport service delivery. Sources of revenue funding are:




WCC base budget derived from rate support grant, area based grant and council tax;
Income through Civil Parking Enforcement (Penalty Charges and on street parking
charges); and
Other income.

There have been significant reductions in revenue budgets over recent years and further
substantial cuts are planned during the life of this Implementation Plan. Service delivery that is
dependent of revenue funding will therefore see significant reductions in activity over the life of
this Implementation Plan.

LTP Block Allocations
On 13th December 2010, Government announced firm capital grant allocations for transport for
2011/12 and 2012/13 and indicative allocations for 2013/14 and 2014-15. These allocations are
set out in Table IP1 below. The allocations are not ring fenced.
Table IP1: LTP Block Allocations 2011-12 to 2014-15
2011-12
(£000)

2012-13
(£000)

2013-14
(£000)

2014-15
(£000)

Maintenance

10,134

10,134

10,102

9,515

(£000)
39,885

Integrated
Transport
Total

3,160

3,370

3,370

4,740

14,640

13,294

13,504

13,472

14,255

54,525

463

Total

Warwickshire LTP 2011-2026 Part C Implementation Plan

Major Scheme Funding
In October 2010 Government published plans for prioritising investment in local authority major
schemes for the period up to 2014-15. Only one scheme in Warwickshire (NUCKLE) is included
in the published plans. NUCKLE was included in the “pre qualification pool” in the October
announcement and progressed to the “Development Pool” in January 2011. Further work is now
required leading to a decision from Government by the end of 2011 on whether the scheme can
progress further.
The announcement by Government in October 2010 means that it will not be possible to secure
funding from this source for additional major schemes during the period of this Implementation
Plan.

Regional Growth Fund
In June 2010 Government announced a £1bn fund for 2011-12 and 2012-13 to support private
sector economic growth. The fund is aimed particularly at areas which may suffer loss of public
sector employment. Investment in transport infrastructure may be key to supporting growth and
the fund is therefore available for investment in transport infrastructure.
Warwickshire will bid for a share of this funding, initially with a bid for funding for rail
improvements to the Leamington to Coventry corridor, including a new station for Kenilworth.

Local Sustainable Transport Fund
In December 2010 Government announced details of the Local Sustainable Transport Fund. The
fund is available over the four year period up to 2014-15 which coincides with this
Implementation Plan. It will be possible to bid for schemes up to £5M in value but each Authority
will only be able to make one bid.
Warwickshire will seek to secure funding from this source for Stratford Parkway Station.

Developer Funding
Substantial development is planned in Warwickshire over the life of this LTP. In the past
Warwickshire has been successful in securing funding from developers to mitigate the impact of
development. We will continue to require that developers fund improvements necessary to
mitigate the impact of development on the transport network.

Prudential and Self Financed Borrowing
Over the period 2008-09 to 2010-11 the annual LTP block allocation for road maintenance was
supplemented by approximately £3M of Prudential Borrowing. For each of the first three years of
this Plan £2M Prudential Borrowing will be available for highways maintenance and safety. In
addition £1.64M of self financed borrowing (funded through reduced electricity costs) will be
available for a project to facilitate central control of street lighting with a view that street lights can
be switched off for part of the night.

Revenue
Revenue funding is required for the following:
a) Routine maintenance and inspection of highways and bridges.
b) Routine maintenance, inspection and energy supply for street lighting.
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c) Routine maintenance, inspection and energy supply traffic signals, pedestrian crossings
and intelligent transport systems such and car park management systems.
d) Road safety education.
e) Operation of safety cameras.
f) Transport planning e.g. development and management of transport policies and
programmes, support to Planning Authorities for development of Local Development
Frameworks, initial stages of feasibility studies and business case development for major
schemes.
g) Support for non commercial but socially important bus and community transport services.
h) Aspects of traffic management e.g. management and enforcement of on street parking
restrictions.
i) Debt charges.
For the life of this Implementation Plan there is a substantial reduction in revenue funding for the
above activities. Reduced budgets will lead to significant reductions in routine highway
maintenance, bus and community transport services, road safety education and safety cameras.

C3.

Delivery to meet LTP Objectives and Priorities

Maintenance
It is estimated that, in addition to predicted levels of revenue funding, capital expenditure of
approximately £15M per year is required to keep Warwickshire’s transport infrastructure,
including roads, footways, bridges, street lighting, traffic signals etc., in a steady state condition.
In the period up to 2010-11 the LTP block allocation supplemented by prudential borrowing has
provided funding slightly short of this figure.
In a period of reduced capital resources maintenance of the existing highway asset will be given
priority for investment. The allocations in Tables IP2 and IP2A below reflect the priority given to
maintenance.

Integrated Transport
The priorities for deployment of integrated transport resources to meet the objectives and
priorities set out in this LTP have been established through a process of strategic appraisal,
public and stakeholder consultation and through discussion with elected members. The
methodology and results for this are described in Part C of the LTP Strategy document.
The outcome of the above appraisal is that a broadly balanced integrated transport programme
will be maintained.

C4.

Proposed Allocation of Resources

Allocation for Maintenance and Integrated Transport
Table IP2 sets out how available resources are likely to be allocated subject to annual reviews by
Council and confirmation of the indicative allocations for LTP resources in 2013-14 and 2014-15.
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Table IP2: Outline Resource Allocation for Block Allocations with Prudential Borrowing

Expenditure
Highway, Footway, drainage and
Street Lighting Maintenance
Bridge Maintenance and Enhancement
Integrated Transport
Total Expenditure
Income
LTP Block Allocations
Prudential Borrowing – For investment
in Highway Maintenance and Safety
Self Financed Borrowing – Street
Lighting. Part night switch off project
Total Income

2011-12
(£000)
(1)

10,480

2012-13
(£000)
(1)

11,700

2013-14
(£000)

2014-15
(£000)

Total
(£000)

10,500

9,600

42,280

1,200
4,254
15,934

1,604
3,200
16,504

2,200
2,772
15,472

(2)

1,805
2,850
14255

6,809
13,076
62,165

13,294
(3)
2,000

13,504
(3)
2,000

13,472
(3)
2,000

14,255
(3)
0

54,525
6,000

640

1,000

0

0

1,640

15,934

16,504

15,472

14,255

62,165

1. Includes £640K in 2011-12 and £1M in 2012-13 for investment to allow street lights to be switched off for part of the
night.
2. Includes £1M for dealing with weak edges on Portobello Bridge, Warwick
3. The Council has resolved to make £2M available annually up to and including 2013-14 but has made no decisions
yet about capital allocations for 2014-15 and later years

Outline Allocation for Integrated Transport
Through the appraisal and consultation process described in paragraph 2.2 it has been
determined that a broadly balanced integrated transport programme will be maintained for the
period of this implementation plan but with some emphasis on casualty reduction. Table IP3
below shows a proposed outline allocation for integrated transport resources.
Table IP3: Outline Annual Allocation for Integrated Transport

(1)

Rugby Western Relief Road
Casualty Reduction
Public Transport
Cycling & Walking including Safer
Routes to School
Traffic Management
Improving our Streets
Total

2011-12
(£000)
2,249
800
(2)
705
250
(3)

250
0
4,254

2012-13
(£000)
0
800
(2)
350
600
(3)

1300
150
3,200

2013-14
(£000)
0
800
350
600

2014-15
(£000)
0
600
600
600

Total
(£000)
2,249
3,000
2,005
2,050

600
422
2,772

600
450
2,850

2,750
1,022
13,076

1. Rugby Western Relief Road was opened to traffic in 2010. This allocation is to cover outstanding liabilities e.g. land
compensation claims
2. Allocations of £670K in 2011-12 and £50K in 2012-13 are included for NUCKLE to contribute to scheme
development costs
3. Allocations of £50K in 2011-12 and £750K in 2012-13 are included for a possible improvement to deal with the
causes of queuing on the southbound carriageway of the M40 between junctions 15 and 14.
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Methodology for determining detailed Maintenance Allocations
Warwickshire has a Transport Asset Management Plan in place. Condition surveys for all asset
types provide information on asset condition and condition trends. Allocation of maintenance
funds will be guided through an assessment of the needs of the various assets with the intention
of achieving best value on a whole life basis from capital investment in maintenance.

Methodology for determining detailed Integrated Transport Allocations
The area and topic strategies in this LTP set out the vision for improvements over the life of the
LTP with short term priorities given. Within the framework of the outline allocations given in Table
IP3 the short term priorities will form the pool of potential schemes for implementation during the
life of this Implementation Plan.
In order to establish priorities for each annual programme of work it will be the intention to
evaluate objectively the benefits of the schemes listed as short term priorities. DfT and Leeds
University are producing guidance and a database which may provide useful information in this
prioritisation process.
Annual programmes of work will be determined by the following:






Total resource allocation;
The outline allocation set out in Table IP3;
Scheme deliverability in that year;
Assessment of objective benefits of schemes drawn from the pool of short term priorities;
and
Public and political priority for that year.

Infrastructure to support Local Development Frameworks
Local Development Frameworks are being developed for all five Districts and significant transport
infrastructure will be required to support the planned development. The County Council is
working closely with District Councils and developers to establish detailed requirements and
phasing for infrastructure.
It will be expected that funding for infrastructure will come from developers or other external
sources such as major scheme funding. No allocation is envisaged from LTP Block Allocations or
Council resources.

C5.

Risk Management

Major schemes – Have their own detailed risk registers and risks for these schemes are
managed through those risk registers.
Risks and methods for managing risks for the rest of the programme are identified below.


Funding levels – The level of funding is a fundamental risk to delivery of LTP programmes
and policies. Block allocations from Government are secure for 2011-12 and 2012-13
since firm allocations have been received. Block allocations for 2013-14 and 2014-15 are
indicative so there is a risk that these resources may not be available. Whilst the LTP
block allocations are not ring fenced the Council decided on 15th February 2011 to
allocate the resources in full to transport. The principle funding risk is for the major
schemes reliant on major scheme funding, Regional Growth Fund and the Local
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C6.

Sustainable Transport Fund. Funding risk will be managed by avoiding commitment to
expenditure until funding is secured.
Deliverability of annual programmes – Deliverability of schemes within the relevant
financial year will be one of the criteria used to establish annual programmes. Schemes
that require statutory authority or land will be particularly scrutinised before being included
in annual programmes.
Managing delivery and cost of annual programmes – A Board to oversee delivery of the
LTP programme is in place. Programme delivery will be closely monitored and annual
programmes will be over programmed to ensure available resources are utilised.
Value for Money – There is a risk that investment does not achieve best value in
delivering against policies and targets. The procedure to guide investment to achieve best
value is set out in Part B of this Implementation Plan.
Public and political support – This will be managed through consultation.
Partners - Support of partners, e.g. Train Operating Companies and bus companies, is
essential in delivering many aspects of the LTP programme. Warwickshire has a good
working relationship with partners.
Staffing resources and skills – Warwickshire has ARUP as a delivery partner until 2013 to
provide resources and skills not available in house. A replacement contract is planned
post 2013.

Performance Management

In view of the reduced investment in integrated transport schemes during this Implementation
Plan period, and to minimise the cost of performance monitoring, only a very limited number of
indicators will be monitored during this Implementation Plan period. Performance monitoring will
be limited to the following :







Road safety – The number of people killed or seriously injured in road traffic accidents;
Congestion – Average journey times on the most congested routes in Warwickshire;
Bus Patronage – Total number of bus passenger boardings in Warwickshire;
Road condition for Principal, non principal and unclassified roads;
Footway condition; and
Any mandatory requirements for indicators from Government.

For these indicators a target will be set only be set for the number of people killed or seriously
injured in road traffic accidents. The Council’s target for this is to achieve a reduction in the
number of people killed or seriously injured to 277 per year by 2015.

C7.

Evaluation of Policies and Measures

In order to record the benefit of transport interventions the County Council will monitor individual
transport schemes and policies where appropriate to measure the impact of specific actions.
Scheme evaluation will planned before schemes are implemented.
This knowledge and information, combined with learning, knowledge and experience built up
during the LTP1 and LTP2 plan periods will be used to judge where best to direct future funding.
This will enable Warwickshire to deliver a programme of transport interventions in Warwickshire
to deliver schemes that have the potential to deliver a wider range of benefits.
In addition the County Council will share results from the evaluation of transport interventions
with other local authorities to help build a knowledge base across the Country. This will enable
local authorities to assess which measures are more effective when planning a programme of
future works.
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This publication can be made available in alternative formats such as Braille,
audio, large print or other languages. For information regarding this please
contact Directorate Services on:
Tel: 01926 412395
Fax: 01926 412641
Email: format@warwickshire.gov.uk
The Warwickshire Local Transport Plan can be found on the County
Council’s website, www.warwickshire.gov.uk/ltp. Please contact the
Transport Planning Group for further details.
All photographs used in this document are copyright Warwickshire County
Council and must not be reproduced without consent.
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Foreword
Foreword
We are pleased to introduce Warwickshire County Council’s (WCC) Minerals Plan. This document sets out the preferred
strategy, sites and policies for the extraction of minerals in support of sustainable economic development until 2032.
Minerals are essential in supporting the development of sustainable communities and economic growth. It is critical
that a sufficient supply of material is maintained in order to support the provision of houses, roads, energy and the
infrastructure required in Warwickshire into the future.
The sand and gravel sites put forward as preferred sites within the plan are in locations as accessible as possible to
the main areas of projected development and growth. This approach limits environmental impacts and more effectively
contributes to the infrastructure requirements within these areas.
The National Planning Policy Framework (NPPF) requires that WCC as a Mineral Planning Authority to maintain at
least a seven year land-bank for sand and gravel throughout the plan period.
This Minerals Plan is the product of consultation and engagement with residents, the minerals industry and other
businesses as well as community and environmental groups. By working closely with stakeholders and using the
most up to date research and guidance, we have produced a realistic plan that sets out six allocations for the extraction
of 6.525 million tonnes of sand and gravel for the duration of the plan period.
This document is a significant step towards ensuring the county’s minerals needs are met in the most sustainable
way, by balancing all economic, social and environmental factors.

Cllr Jeff Clarke

Monica Fogarty

Cabinet Portfolio Holder for Transport and Planning

Chief Executive
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Introduction 1
1 Introduction
1.1

The Warwickshire Minerals Plan (which was formerly called the 'Minerals Core Strategy’) is a Development
Plan Document which sets out the spatial strategy, vision, objectives and policies for guiding minerals
development in the County until 2032. It also provides the framework for minerals development management
including implementation and monitoring so that any new planning applications submitted will be assessed
against the most up to date policies which accord with the most recent Government guidance.

What have we done so far?
1.2

Work commenced on the Minerals Core Strategy in 2006/2007. During 2008/09, there was a major amendment
to the scope of Warwickshire's Minerals Core Strategy, which meant that instead of moving forward to the
submission stage, it was agreed with Government Office for the West Midlands that the Issues and Options
would be revisited. The Council consulted on the 'Minerals Core Strategy - Revised Spatial Options' document
in February 2009. This set out three strategy options for locating new minerals development, 19 key issues
and policy principles and 27 potential minerals sites submitted to the Council for possible allocation in the plan.
The 27 sites were submitted by operators, landowners or developers following the Council's 'call for sites' in
late 2008. The site submissions covered a variety of different mineral types (including sand and gravel, cement
clay/limestone, shallow coal and Etruria marl brick clay). They were all included in the document and no decisions
were made on the sites as views were sought on the submissions before more detailed analysis of the sites
was undertaken.

1.3

The Council considered all the responses received and were working towards the next consultation when
Central Government wrote to all Waste Planning Authorities advising that waste plans should be produced as
soon as possible to ensure compliance with European legislation. Consequently, in 2010, the Council prioritised
the progression of the waste plan. The Warwickshire Waste Core Strategy was adopted in July 2013 which
then enabled the Council to restart work on the Minerals Plan. Following a second request for sites in 2013 the
Council consulted on the Minerals Plan Preferred Options and Policies between October 2015 and January
2016, which put forward sites for sand and gravel only. Feedback during the consultation with communities
and stakeholders had been taken into account which included further assessment of the sites.

1.4

The previous consultation, carried out in December 2016 and February 2017 related to the 2016 Publication
(Pre-Submission Draft) Plan. In light of the feedback received and revised 2017 LAA (including a Topic Paper),
the Council felt it appropriate to review the Plan based on revised sand and gravel requirements to better reflect
the current and future growth requirements for Warwickshire. Following on from the review of sites, this Plan,
the 2018 Publication (Pre-Submission Draft) Plan is the subject of this current consultation.

Where are we now?
1.5

The National Planning Policy Framework (NPPF) and supporting technical guidance was issued in March 2012.
Since then, a revised NPPF was published in July 2018.

1.6

The Government has also produced updated planning policy guidance in what is now known as Planning
Practice Guidance. This provides guidance on the planning for mineral extraction in plan making and the
planning application process. The Council needs to ensure that its policies, strategy and proposals accord with
this guidance in order for the plan to be found sound. The NPPF and the Planning Practice Guidance replace
the former Minerals Planning Guidance Notes and Statements.

1.7

The Planning Policy Guidance on Minerals was published in October 2014. It has yet to be revised in light of
the revised NPPF. However, much of the guidance remains relevant given the limited changes in the revised
NPPF.

1.8

Government guidance requires that Mineral Planning Authorities (MPAs) should plan for a steady and adequate
supply of minerals including the provision of certain amounts of 'aggregates' i.e. sand and gravel and crushed
rock. The Government issued a revised aggregates apportionment for the West Midlands region in June 2009
and requested that the then West Midlands Regional Assembly (WMRA) should apportion amounts to individual
MPAs, taking into account advice from the Regional Aggregates Working Party (RAWP) and the MPAs. Although
the WMRA chose a preferred methodology for calculating the apportionments, the RAWP and the majority of
the MPAs did not agree with the recommendation. In March 2010, the WMRA and all other Regional Planning
Bodies were abolished as part of the Government's Localism agenda and the proposed apportionments were
never formally adopted.

5
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1 Introduction
1.9

Since that time, the Government has produced the NPPF. This requires that MPAs should prepare an annual
Local Aggregate Assessment (LAA) based on a rolling average of 10 years past sales’ and other relevant local
information and an assessment of all supply options (including marine dredged, secondary and recycled
aggregates sources) and to present it to the West Midlands Aggregate Working Party (WMAWP) for comment.
The Council has produced four LAAs, summary below:
The first LAA was adopted on 24th June 2014;
Consulted on the second LAA in October 2015;
The third LAA was signed off by the WMAWP on 6th October 2016 and was the basis for the 2016
Publication (Pre-Submission Draft) Plan;
The Council’s latest consultation, the subject of this current stage of the Plan, is the 2018 Publication
(Pre-Submission Draft) Plan and is supported by the 2017 LAA.

Sand and gravel provision in Warwickshire
1.10 The NPPF states that MPAs should make provision for a sand and gravel landbank of at least 7 years of
permitted reserves. Warwickshire's landbank currently stands at 13 years based on calculations within the
most recent LAA (2017). A number of sites have closed since 2008 and until recently only one new site at
Wolston Fields has been put forward by the industry and that started operating in late 2014. However, planning
approval has now been given to extend the existing Brinklow Quarry to provide an extra 3.4 million tonnes and
work restarted at High Cross Quarry in 2017.
Crushed rock provision in Warwickshire
1.11 The NPPF requires that MPAs should maintain a crushed rock landbank of at least 10 years. Warwickshire's
crushed rock landbank remains healthy at 29.18 years with a 25,680,700 tonnes reserve at December 2013.
However, there is only one quarry producing crushed rock and much of the County's landbank is provided by
other permitted sites which are dormant and not currently operational. The mineral resource area for crushed
rock in the county is very limited and subject to a number of constraints but is safeguarded as a mineral
safeguarding area (MSA). A map showing the extent of the MSA is appended to this plan. The plan contains
policies against which proposals for future working of the mineral resource area will be considered.
Provision of other minerals in the County
1.12 There are also landbank requirements for cement (15 years) and brick clay (25 years) which are relevant to
Warwickshire. However, there is only one site for each of these minerals; Rugby for cement and Kingsbury
Brickworks for clay. Rugby relies on imported limestone (chalk slurry) piped from Kensworth (Bedfordshire)
from outside Warwickshire and clay from within the county at Southam Quarry. Rugby has sufficient reserves
of all the major raw materials required to produce cement during the plan period.
1.13 Kingsbury Brickworks currently has a 25 year landbank of permitted reserves sufficient to meet its future needs.
The long term needs of both plant sites depends more on mineral safeguarding than finding new sites. For this
reason the future planning of all minerals other than sand and gravel will be addressed through the policies in
this Plan rather than site allocations.
Secondary and recycled aggregates
1.14 Secondary aggregates are materials that originate as waste products from quarrying and mining activities or
as a by-product from an industrial process which can be processed and used as an aggregate in the construction
industry. Recycled aggregates are aggregates produced from recycled construction waste such as crushed
concrete and road planings. These materials must be taken in to account in consideration of the Authority’s
LAA. In some cases they may replace primary aggregates in construction, but generally they are used in lower
specification construction uses like fill material.
Underground Coal Gasification (UCG) and Fracking
1.15 Underground Coal Gasification is a separate process to fracking and involves the burning of coal seams
underground and using the resulting gas to produce energy. The Coal Authority is responsible for issuing
licences granting the right to access the coal, but no UCG operations can take place until the applicant has
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Introduction 1
secured all other necessary rights and permissions. This would include securing the necessary permission
from Warwickshire County Council as the Mineral Planning Authority. This Plan contains a policy to ensure that
UCG proposals can be adequately assessed.
1.16 Fracking is a process whereby the rock is fractured by injecting water at high pressure which forces gases
through pipes above the surface. This Plan addresses the issue through a policy. However, it should be noted
that the geology within Warwickshire may not be conducive to enabling fracking as there are no major shale
deposits in the County. No operator has expressed any interest in fracking in the County at the current time.
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2 Policy Context
2 Policy Context
National Minerals Planning Policy
National Planning Policy Framework (July 2018)
2.1

The NPPF sets out the Government's planning policies for England and how these are expected to be applied.
It replaced all previous Planning Policy Statements/ Guidance Notes and Minerals Policy Statements/ Guidance
Notes.

2.2

The key policy messages are that when preparing plans authorities should:
provide for the extraction of mineral resources of local and national importance, but not identify new sites
or extensions to existing sites for peat extraction;
so far as practicable, take account of the contribution that substitute or secondary and recycled materials
and minerals waste would make to the supply of materials, before considering extraction of primary
materials, whilst aiming to source minerals supplies indigenously;
safeguard mineral resources by defining Mineral Safeguarding Areas; and adopt appropriate policies so
that known locations of specific minerals resources of local and national importance are not sterilised by
non-mineral development where this should be avoided (whilst not creating a presumption that the
resources defined will be worked);
set out policies to encourage the prior extraction of minerals, where practical and environmentally feasible,
if it is necessary for non-mineral development to take place;
safeguard existing, planned and potential sites for: the bulk transport, handling and processing of minerals;
the manufacture of concrete and concrete products; and the handling, processing and distribution of
substitute, recycled and secondary aggregate material;
set out criteria or requirements to ensure that permitted and proposed operations do not have unacceptable
adverse impacts on the natural and historic environment or human health, taking into account the cumulative
effects of multiple impacts from individual sites and/or a number of sites in a locality;
when developing noise limits, recognise that some noisy short-term activities, which may otherwise be
regarded as unacceptable, are unavoidable to facilitate minerals extraction; and
ensure that worked land is reclaimed at the earliest opportunity, taking account of aviation safety, and
that high quality restoration and aftercare of mineral sites takes place.

Minerals Planning Practice Guidance (October 2014)
2.3

The Guidance advises on planning for mineral extraction in plan making and the application process. It explains
what minerals are and why permission is required to extract minerals. It sets out how minerals can be safeguarded
from non-mineral development, and how local authorities can identify suitable locations for mineral development
and how they can plan for mineral extraction.

2.4

Mineral Planning Authorities are encouraged to plan for minerals extraction using Ordnance Survey-based
proposals maps and relevant evidence provided by the minerals industry and other appropriate bodies.

2.5

This approach will allow mineral planning authorities to highlight areas where minerals extraction is expected
to take place, as well as managing potentially conflicting objectives for use of land.

2.6

Mineral Planning Authorities should plan for the steady and adequate supply of minerals in one or more of the
following ways (in order of priority):
designating Specific Sites – where viable resources are known to exist, landowners are supportive of
minerals development and the proposal is likely to be acceptable in planning terms. Such sites may also
include essential operations associated with mineral extraction;
designating Preferred Areas - these are areas of known resources where planning permission might
reasonably be anticipated. Such areas may also include essential operations associated with mineral
extraction; and/or
designating Areas of Search – areas where knowledge of mineral resources may be less certain but within
which planning permission may be granted, particularly if there is a potential shortfall in supply.
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Policy Context 2
Local Planning
Warwickshire Minerals Local Plan (adopted 1995)
2.7

The Minerals Local Plan was adopted in February 1995 and remained in effect until September 2007. Thereafter,
only certain policies were saved to form part of the statutory development plan for Warwickshire. The saved
policies remain in effect until the new Minerals Plan is adopted.

Warwickshire Waste Core Strategy (adopted 2013)
2.8

The Warwickshire Waste Core Strategy was adopted at the meeting of Full Council on the 9th July 2013. Once
adopted, these policies became part of the statutory development plan for Warwickshire, replacing the saved
policies of the Warwickshire Waste Local Plan 1999.

Warwickshire Local Transport Plan (WLTP)
2.9

The Warwickshire Transport Plan sets out how the County and its partners intend to improve transport and
accessibility, as well as outlining longer term improvement schemes in the County for the period up to 2026.
The County's existing Local Transport Plan (LTP3) came into effect on the 1st April 2011. The Minerals
Development Framework will need to accord with the policies and principles of the LTP3.

District and Borough Local Plans and Neighbourhood Planning
2.10 These provide the planning policy context at a local level. In the same way as the Minerals and Waste Local
Plans are being replaced by new Local Plans, each district and borough in Warwickshire is in the process of
producing new Local Plans.
2.11 Communities now have new powers to shape development through neighbourhood planning, which is a new
right introduced through the Localism Act 2011. A Neighbourhood Development Plan can set out a vision for
an area and planning policies for the use and development of land provided it is in general conformity with the
strategic policies contained in any development plan that covers their area.
2.12 It will form part of the statutory planning framework for the area, and the policies and proposals contained within
the neighbourhood plan will be used in the determination of planning applications.
Planning Policy summary
2.13 The national and local plans, policies and guidance set out above form the context for the Minerals Plan. In
applying these policies, plans and guidance to produce this Plan, it is important to have a thorough understanding
of the local context. The next chapters will provide a spatial portrait of the County's characteristics as well as
a broad overview of Warwickshire's mineral context.
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Locational Context
3.1

Warwickshire lies to the south and east of the West Midlands conurbation and has established strong sub-regional
links with the adjoining authorities of Coventry and Solihull and wider linkages with different parts of the West
Midlands. The location of the County also means that it also has economic links with the East Midlands and
the South East.

3.2

Warwickshire is bounded to the North West by the West Midlands Metropolitan conurbation and Staffordshire,
Leicestershire to the north east, Northamptonshire to the east, Worcestershire to the west, and Oxfordshire to
the south and Gloucestershire to the south west. Despite the focus of population within the main towns of the
County, a significant part of Warwickshire is rural in nature with the majority of people living in the north and
central areas of the County.

3.3

Warwickshire is a two tier local authority and has five district/borough areas:
North Warwickshire Borough;
Nuneaton and Bedworth Borough;
Rugby Borough;
Stratford-on-Avon District;
Warwick District.

Population
3.4

In 2015/2016 Warwickshire was home to 556,750 people according to the latest population figures from the
2016 estimate (Office for National Statistics ('ONS'). There had been a 20% increase in the annual number of
births in Warwickshire during the last 10 years. Population sizes within the districts and main settlements are
shown in Table 3.1 and Table 3.2, but the largest towns in Warwickshire as of 2011 are Nuneaton (pop 82,000),
Rugby (72,100), Leamington Spa (49,600) and Bedworth (37,200).

3.5

Across Warwickshire, as a whole the highest rates of projected population growth are in the groups aged 65
and over. The rate of growth increases with age, with the oldest age group (those aged 85 and over) projected
to increase by more than 40% between 2011 and 2021.

Table 3.1: Population Estimates (2016) – Source: ONS
Districts

Population

North Warwickshire

63,229

Nuneaton and Bedworth

127,019

Rugby

103,815

Stratford-upon-Avon

123,670

Warwick

140,411

Warwickshire

556,750
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Table 3.2: The population of the main settlements in Warwickshire
Mid 2002 Ward Estimates
2012

Mid 2012 Ward Estimates

% change 2002 - 2012

Alcester

6,000

6,000

0.0

Atherstone and Mancetter

10,900

11,000

+0.9

Bedworth

34,700

37,300

+7.5

Coleshill

6,300

6,500

+3.2

Kenilworth

23,300

23,300

0.0

Leamington Spa

45,800

50,500

+10.3

Nuneaton

78,500

82,400

+5.0

Polesworth

7,000

7,000

0.0

Rugby

61,700

72,600

+17.7

Shipston-on-Stour

4,500

5,100

+13.3

Southam

6,500

6,600

+1.5

Stratford-upon-Avon

22,300

27,600

+23.8

Studley

6,000

5,800

-3.3

Warwick

26,100

30,300

+16.1

Wellesbourne

7,000

6,800

-2.9

Whitnash

8,200

8,900

+8.1

Notes: Mid 2011 ward population estimates are the most recent population estimates available. The definition of
Bedworth used here includes the wards of Bede, Exhall, Heath, Poplar, Slough but not Bulkington ward, which has
a population of 6,000. All figures are rounded to the nearest 100.
Source: Warwickshire Observatory; National Statistics mid-year population estimates for 2012 wards,
(www.statistics.gov.uk) © Crown Copyright 2014.

3.6

The market towns of northern and eastern Warwickshire were industrialised in the nineteenth century and
include Atherstone, Bedworth, Nuneaton and Rugby. Major industries include (or included) coal mining, textiles,
engineering and cement production, but heavy industry has been in decline, being replaced by distribution
centres, light to medium industry and services. The prosperous towns of central, southern and western
Warwickshire include Leamington Spa, Stratford upon Avon, Kenilworth, Alcester and Warwick which sustain
light to medium industries, services and tourism as major employment sectors.

3.7

Whilst the sub-region retains its traditional links with manufacturing (particularly the motor industry), it has
experienced significant growth in the service sector economy over the last 20 years. The completion of the M40
in the early 1990s and improved rail services between the West Midlands and London has resulted in the
creation of jobs in the area.

3.8

The number of people who are claiming Job Seekers Allowance in Warwickshire is below the national and
regional levels. At borough and district level, the proportion of residents claiming such benefits ranges from
very low in Stratford-on-Avon District (6% ) to fairly high in Nuneaton and Bedworth Borough (7% although this
was as high as 8% in 2010). In the twelve months from June 2013 -2014, all districts have experienced a fall
in their claimant count rate, with reductions in North Warwickshire Borough, Stratford-on-Avon District and
Warwick District all exceeding 40%.
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3.9

Long term unemployment remains a concern in the county; in June 2014, some 1320 residents had been
unemployed for 12 months or more. As the data visualization at the start of this section shows, total
unemployment and youth unemployment have returned to levels experienced before the downturn, however
long term unemployment has yet to return to levels witnessed a decade ago. One half of those long- term
unemployment in the county reside in Nuneaton & Bedworth Borough Council compared to just one fifth in June
2002. This is due to the number of long term unemployment in Nuneaton & Bedworth Borough increasing at a
faster rate compared to the rest of the county.

3.10 Over one in five (21.6%) of Warwickshire residents have no formal qualifications. This varies at a local level
and when comparing Warwickshire to the national average (England & Wales), the County is positively
outperforming. One of the targets for Warwickshire County Council and the Warwickshire Local Enterprise
Partnership (which are working on a skills strategy for the sub-region) is to develop the skills of Warwickshire
residents.
Quality of Life in Warwickshire
3.11 Despite being a prosperous County there are inequalities, with the majority of the less prosperous areas with
higher levels of deprivation located in the north of the County in the Boroughs of Nuneaton & Bedworth and
North Warwickshire. However, even in the more prosperous southern districts, pockets of deprivation exist.
Higher levels of deprivation are often epitomised by the physical and practical problems of lack of transport
and support services and of limited employment opportunities outside the main towns.
3.12 The latest English Indices of Multiple Deprivation (IMD 2015) provide the most detailed and comprehensive
measure of deprivation and disadvantage to date. They reveal that at a county level, that Warwickshire is ranked
124th out of 152 upper tier authorities in England meaning that it is amongst the 20% least deprived areas in
England according to the IMD rank of average score as shown in Table 3.2.
3.13 Nuneaton & Bedworth has the highest levels of deprivation in the County, indicated by the highest average
Lower Layer Super Output Area (LSOA) score. The Borough ranks as the 111th most deprived Local Authority
District (out of the 326 Local Authorities in England). Stratford-on-Avon is the least deprived in Warwickshire
with a national rank of 272nd.
Table 3.3: Local Authority Ranking by Average Deprivation
Local Authority District

IMD - Rank of average score (out of 326)

North Warwickshire

190

Nuneaton & Bedworth

111

Rugby

240

Stratford-on-Avon

272

Warwick

267

Source: English Indices of Deprivation 2015, Department for Communities & Local Government
3.14 Various indicators measured at Super Output level reveal a mixed picture within the County in terms of health
and disability, income, employment, crime, educational skills and training and barriers to housing and living
environment deprivation. For income deprivation, employment, crime and education the general pattern is that
the larger concentrations of deprivation are in Nuneaton & Bedworth and North Warwickshire with only a few
isolated pockets in Stratford and Warwick. The picture in relation to "Barriers to Housing and Services" is slightly
different with the problem areas particularly in the more prosperous districts of Stratford and Warwick. Housing
is less affordable in these areas.
3.15 There are eight LSOAs in Warwickshire ranked within the top 10% most deprived LSOAs nationally on the
overall IMD 2015. Six of these eight are located in Nuneaton & Bedworth Borough, one within Warwick District
and the other within North Warwickshire Borough. This compares with nine LSOAs ranked within the top 10%
most deprived LSOAs in the IMD 2010, all of which were located within Nuneaton & Bedworth.
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3.16 The annual Warwickshire Quality of Life Survey 2014/15 shows that all boroughs and districts have experienced
a downward trend in the numbers of people claiming Job Seekers Allowance benefit in the last year. Whilst the
health of people across the County is generally above the national average, the performance across a range
of indicators between boroughs and districts presents a more varied picture. On a positive note, fear of crime
levels have fallen and are currently the lowest seen in the County in ten years. This is mirrored by a fall in
recorded crime across the County with just fewer than 10% of fewer crimes being recorded in 2009-10. Serious
road casualties have also continued to see a decline in numbers and are half the number experienced ten years
ago. Waste disposed of per head of population is still falling and recycling and composting rates are continuing
to build on previous improvements.
Transport
3.17 Warwickshire lies at the heart of Britain's transport network with several key strategic routes passing through
the County including the M6, M6 toll, M40, M42, M45 and M69 along with a number of key trunk routes including
the A5, A45, A446 and the A46. The A46 and A444 act as a key route in the North-South corridor from Nuneaton
down to Leamington and Warwick and the A46 provides a strategic link between the East Midlands (M1/M69)
and the South West (M5). Warwickshire experiences a high level of through road freight traffic movement (M6,
M40, M42 and A46).
3.18 Warwickshire is well connected by rail with the West Coast Main Line running through the County from the
north-west to London and the south east. These are important passenger and freight movements. There are
two rail freight terminals in the County, both of which lie in North Warwickshire; Birch Coppice and Hams Hall.
The Daventry International Rail Freight Terminal (DIRFT) is also located just beyond the Rugby borough border
in Northamptonshire.
3.19 Initial, enabling works for HS2 Phase One to provide a High Speed Rail link between London and the West
Midlands have commenced within the County. The proposed route is highlighted in Figure 1.1.
3.20 In November 2016, the Secretary of State confirmed part of the HS2 Phase 2b route between the West Midlands
and Leeds, whilst also announcing a consultation on seven route refinement areas. On 17 July 2017, the
Secretary of State for Transport announced his decisions on these refinements. HS2 Phase 2b will pass through
parts of the north of the county. Works are anticipated to commence within the plan period.
3.21 HS2 may have implications for the emerging Minerals Plan. The HS2 proposals will be closely monitored
through future monitoring and taken into account at all stages as the Minerals Plan develops.
3.22 There are four canals which run through Warwickshire which form the Warwickshire Ring. The Coventry Canal
links Coventry and Fradley Junction just north of Lichfield. It also runs through the towns of Bedworth, Nuneaton,
Atherstone, Polesworth and Tamworth. It is navigable for boats up to 21.9m (72ft) length. The Stratfordupon-Avon Canal runs for 25 miles in total, comprising two sections. The southern section starts at the River
Avon in Stratford-upon-Avon and stretches north as far as Kingswood Junction near Lapworth, where it is
connected to the Grand Union Canal by a short spur. The northern section continues, joining the Worcester
and Birmingham Canal at Kings Norton Junction in south Birmingham.
3.23 The 135 mile Grand Union Canal links Birmingham and London and enters Warwickshire through the south-east
by Braunston Junction near Daventry. It joins up with the Oxford Canal to share a small section. They both
head west, travelling between Long Itchington to the north and Southam to the south, before splitting again at
Napton Junction. Here the Oxford Canal turns south to travel out of the County while the Grand Union heads
north-west passing through Leamington Spa and Warwick. The Oxford Canal is a 78 mile long narrow canal
linking Oxford with Coventry via Banbury and Rugby.
3.24 Warwickshire has over 1,750 miles of public rights of way, along with over 100 miles of canal towpaths and a
variety of other site based countryside access opportunities, both private and local authority operated. As well
as providing a resource for the people of Warwickshire, the network also plays a larger role with several regionally
and nationally important long distance promoted routes passing through the county. The settlement pattern
and transport infrastructure, together with the existing mineral sites within the County, are shown in Figure 1.1.
The County Council's advisory lorry routes are shown in Figure 1.2.
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Environment
3.25 Warwickshire has a landscape of considerable variety and complexity, with seven distinct landscape character
areas: Arden, Dunsmore, Avon Valley, Feldon, Cotswolds, High Cross Plateau and Mease Lowlands. Part of
the Cotswolds character area is designated as an Area of Outstanding Natural Beauty (AONB), a national
designation to conserve the natural beauty of landscapes of recognised importance. Warwickshire County
Council has produced a set of guidelines designed to offer advice on maintaining diversity and beauty, to
conserve the landscapes for future generations and have also produced the Warwickshire, Coventry and Solihull
Green Infrastructure Strategy. Furthermore, a large proportion of the County is covered by a swathe of designated
Green Belt (depicted in Figure 1.3).
3.26 In accordance with Articles 6.3 and 6.4 of the European Habitats Directive, Warwickshire County Council must
undertake a Habitats Regulations Assessment (HRA) to assess that its plans or projects, either individually or
in combination, do not impact upon the conservation objectives of European designated sites. As Warwickshire
is host to a site of European importance (shown on Figure 1.3), and there are sites in proximity of the county,
an initial screening assessment has been undertaken. A further assessment has been undertaken and
accompanies this plan.
3.27 The County has seen a decrease in unimproved grassland as well as a loss of hedgerows and traditionally
managed woodland. Warwickshire is one of the two worst hit Counties in England, as flower rich pasture and
meadowland has reduced to just a few hundred acres (a 97% loss between the second World War and 1996)
and approximately 32% of hedgerows have been lost, both as a result of agricultural intensification. Although
there have been isolated successes in halting the loss of Warwickshire's biodiversity, there is a need for
appropriate spatial planning to protect and enhance wildlife populations and habitats. Therefore the Plan will
seek to support the overarching aim and objectives of the County's Biodiversity Strategy, and seek to protect
or enhance the 26 species and 24 habitats set out in the Warwickshire, Coventry and Solihull Local Biodiversity
Action Plan.
3.28 The Biodiversity Action Plan is informed by the Habitat Biodiversity Audit (HBA), a project led by the Warwickshire
Wildlife Trust that seeks to provide up-to-date, accurate and readily accessible ecological data to partners
including the County Council. This will provide accurate measurements and monitoring of priority habitats in
the County. The Warwickshire Biological Records Centre also provides information on species distribution and
ecological sites in the County. This work will provide an important context for the Minerals Plan and will help
to shape the proposals and policies contained within it.
3.29 The County's Historic Environment Record (HER) has recorded 18,882 Historic Landscape Character Areas
(including 4968 Historic Farmstead Records) and 10,470 monuments. Of these monuments, 198 are designated
as Scheduled Monuments of national importance. The County also has approximately 6,008 Listed Buildings
of historical or architectural interest and 138 Conservation Areas. Furthermore, there are 31 Registered Parks
and Gardens and there is 1 Registered Historic Battlefield site at Edgehill. Warwickshire's historic landscape
makes a considerable contribution to the County's character and local distinctiveness and the Warwickshire
Historic Landscape Characterisation project (in conjunction with the then English Heritage) will further contribute
to the understanding of how the County's landscape has developed over time, and its capacity for change, so
that an integrated approach to its sustainable management can be established. There are also a number of
National Trust land and properties in the county.
3.30 Warwickshire's topography and river drainage pattern means that parts of the County are at particular risk of
flooding. In recent years a number of large scale events have occurred across the country. The flooding events
of 1998 and 2007 as well as near misses in the winters of 2012/13 and 2013/14, and very recent flooding in
February and March 2016, as well as many localised extreme events, indicate flooding is a significant ongoing
risk in Warwickshire. This reflects the fact that the County is relatively flat and has numerous watercourses.
The most severely and regularly affected areas are all of the reaches of the Leam and Avon and the tributaries
of these rivers. Stratford-upon-Avon and Leamington are the main urban areas mostly affected by large scale
flooding but many more rural towns and villages have also suffered. Under the Flood and Water Management
Act (2010) (‘the Act’) Warwickshire County Council (WCC) became a Lead Local Flood Authority (LLFA),
responsible for managing local flood risk from surface water, groundwater and ordinary watercourses in
Warwickshire. One of the new duties placed upon WCC as the LLFA, to assist in the management of local flood
risk, is to ‘develop, maintain, apply and monitor’ a Local Flood Risk Management Strategy. This Local Flood
Risk Management Strategy (‘the Strategy’) provides an overview and assessment of local flood risk in
Warwickshire, setting out objectives and measures for how WCC will manage and reduce local flood risk. It
covers the county of Warwickshire comprising the five local authorities of North Warwickshire, Nuneaton and
Bedworth, Rugby, Stratford upon Avon and Warwick.
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3.31 In August 2007, Warwickshire County Council, Coventry City Council, Solihull Metropolitan Borough Council
and the Districts and Boroughs of Warwickshire commissioned consultants to produce a level 1 Strategic Flood
Risk Assessment (SFRA). The outputs from the SFRA provide information to inform the Minerals Plan to ensure
that due regard is paid to flood risk in the creation of policies and plans. The SFRA maps all forms of flood risk
and uses this as an evidence base to locate new development primarily in low flood risk areas. Areas of 'low'
(zone 1), 'medium' (zone 2) and 'high' (zone 3) risk are mapped using data collected from many sources,
including the Environment Agency, Warwickshire County Council, Severn Trent Water, the Highways Agency
and the Canal and Rivers Trust.
3.32 In Warwickshire the latest agricultural land classification information for the county shows that 0.1% of the land
is grade 1, 11.9% is grade 2, 74.5% is grade 3, 7.9% is grade 4, and 0.1% is grade 5. Figure 1.4 shows the
geographical distribution of the various grades.
3.33 Details of the Air Quality Management Areas in the county are shown on Figure 1.5.
3.34 Tourism makes a key economic contribution to the Warwickshire economy and the quality of life for the county’s
resident population. The county has assets with national and international visitor appeal and is a popular
destination for day visiting, and indicators suggest opportunities for significant future growth. The total business
turnover generated in Warwickshire as a result of tourism is estimated to be £971,315,000 or, turnover of just
under £1 billion, and supported 20,800 jobs and 3610 firms (2011).
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3.35 Since the SFRA was carried out in 2008, some areas have been remodelled, including the Rivers Stour and
Leam, Shottery Brook and additional modelling has been undertaken for Southam on the River Itcham and the
Pingle Brook. The most recent updates to the SFRA are available on the Environment Agency website.
3.36 In addition, when considering the wider implications around hydrology over and the above flooding issues, the
Water Cycle Study (WCS) is an important part of the evidence base. A WCS is a more holistic approach than
the SFRA as it helps to determine what sustainable water infrastructure is required and where and when it is
needed.
3.37 The WCS has been carried out at a sub-regional level and covers all the districts within Warwickshire. The
existing sub-regional Water Cycle Study is considered adequate to inform the development of the Minerals
Plan.
3.38 As a co-deliverer of the Water Framework Directive (WFD) 2000/60/EC, Warwickshire County Council needs
to ensure that its policies and strategies support the Directive's aspirations and targets. The WFD does not
allow for any drop in quality of the water environment, and aims for all water bodies to achieve 'Good' status
by 2015. The Environment Agency have subsequently produced River Basin Management Plans (RBMPs)
which assess the current state of the water environment and include measures for protecting and improving
the water environment. The RBMPs specify what is required to be undertaken to ensure that Good Status is
achieved on schedule.
3.39 Whilst the administrative area of Warwickshire covers the three river basins of the Severn, the Humber and the
Thames, the majority of the County lies within the Severn river basin. The policies contained within the Minerals
Plan will therefore need to help to achieve the aims, objectives, priorities and targets set out in these plans,
particularly the Severn RBMP.
3.40 To achieve this, while mitigating climate change and the additional development proposed, policy and decision
makers need to take a tough stance on the control of water pollution, ensuring betterment from the existing
situation is achieved wherever possible, and the risk of contamination of Controlled Waters is minimised in all
new developments and redevelopment proposals.
3.41 In order to achieve the Spatial Vision we have set out, developed and refined a number of objectives, through
our previous consultations. These objectives are set out in the context of the main objectives for national mineral
planning in Chapter 6 of this Plan.
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4.1

The diverse mineral resources of Warwickshire have been exploited since the first human settlements developed
in the County. Today extraction of cement raw materials (clay), building stone, sand and gravel, crushed rock
and brick clay still occur and reserves of these minerals still exist. A map of the County's geology with all of the
existing mineral sites is shown in Figure 1.6.
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Sand and Gravel
4.2

Sand and gravel is one of the main types of aggregate minerals, along with crushed rock, which are mainly
used as bulk minerals in the construction industry. Sand is a hard residual mineral quartz. Sand and gravel is
defined on the basis of particle size rather than composition. Gravel, sometimes known as coarse aggregate,
is between 4mm and 80mm in particle size and is mainly used in concrete manufacture. Sand comprises
particles that area less than 4mm but greater than 0.063mm and are mainly used as fine aggregate. Anything
below the lower level is classed as silt and is usually discarded by the minerals industry although sometimes
it can be used as a horticultural sand or to secure restoration of a site.

4.3

Sand and gravel resources can be classified into two major categories depending on their age and geology:
superficial, or ‘drift’ deposits, and
bedrock, or ‘solid’ deposits – there are no bedrock deposits in Warwickshire.

4.4

These comprise all those sand and gravel sediments laid down during the last two million years. They mainly
comprise river sands and gravels which take the form of extensive spreads that occur along the floors of major
river valleys, generally beneath alluvium, and as river terraces flanking the valley sides. River terraces are the
dissected, or eroded, remnants of earlier abandoned river floodplains.

4.5

Such deposits are found in the south of the county especially along the River Avon and its tributaries.
Consequently, such resources of sand and gravel are focussed on specific areas to the south of Warwick
around Charlecote, Wasperton and Barford and west of Stratford and around Bidford on Avon and Salford
Priors.

4.6

Deposit thickness varies from less than 1m to maximum values of around 10m. Sand to gravel ratios are
variable, but river deposits typically are relatively clean with lower fines content (silt and clay) than glacial
deposits. The largest producing area in the county in the 1980s centred on the terraces of the River Tame in
north-west Warwickshire with nearby Glacial deposits around Coleshill. These deposits have almost all become
worked out in recent years apart from an area around Lea Marston.

4.7

The other major group of resources are glaciofluvial sands and gravels. These deposits were associated with
glacial action and laid down by the glacial meltwaters issuing from, or flowing on top, within and beneath, ice
sheets and glaciers. The deposits are commonly associated with till (boulder clay), and may exhibit complex
relationships, occurring as sheet or delta-like layers above till deposits, or as elongate, irregular lenses within
the till sequence.

4.8

As a result, the distribution of glaciofluvial deposits is less predictable in geographical extent than river sand
and gravel deposits. They may also exhibit considerable lateral variations in thickness, composition and particle
size distribution, generally contain more fines (silt and clay) and frequently contain a larger amount of over-sized
materials. Glacio fluvial deposits are common to the Rugby area to the south east of Coventry. They are spread
more widely than the river terrace deposits but may be more variable in quality.

Typical Extraction Processes
4.9

The high water table level at some sand and gravel quarries especially in the river terrace deposits means that
active workings have to be pumped, to enable dry screen extraction. Wet extraction under water is also possible,
but is a less efficient process.

4.10 The extraction process starts with the stripping of soils and sometimes overburden, which are then stored on
site and often used for screening and bunding during the process before being returned to the void. Then the
exposed sand and gravel can easily be excavated by hydraulic excavators, which either load direct onto dump
trucks or feed on to conveyors before being processed.
4.11 The processing plant can either be fixed on site or off site for satellite operations, or mobile. The plant itself
enables a series of screening and washing operations to grade and sort the mineral into the required sizes of
sand and gravel. Waste 'fines' (i.e. fine sand or silt, clay) which on average make up between 5-10% of the
deposit are pumped into silt ponds. Silt ponds are normally allowed to dry out to permit reclamation, although
once full they can be re-excavated to provide extra capacity or sold as a product Processed materials are then
stockpiled by type until required for sale. Sometimes sites used materials from other sites for blending purposes
to create a wider range of products.
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Uses of Sand and Gravel
4.12 Sand and gravel extraction cannot be looked at in isolation from the markets and products that they are added
to, in the manufacture of building materials. Nationally and locally, the main use of sand and gravel is for
concrete (67% of the total sand and gravel sold). Other uses for sand include mortar while for gravel it includes
drainage layers or construction fill.
4.13 Sand is also used in a number of other ways to make, mortar and asphalt as well as for use in brick making,
landscaping, agriculture and many other industrial processes such as glass making. Gravel has a number of
uses, including road construction, drainage, water and effluent filtration and pipe bedding. It can also be used
for decorative purposes on landscaping projects or for domestic properties for instance in the construction of
driveways.
4.14 Concrete is made from a mixture of water, cement, coarse aggregate (natural gravel, crushed limestone or
other hard rock) and fine aggregate (generally quartz sand, but limestone sand and other crushed rock fines
are also used). The water and cement form the paste binder, whilst the aggregate forms an inert filler. Fine and
coarse aggregate are added either separately or as a combined ‘all in’ aggregate. The properties of the aggregate
used, influence the mix proportions and the performance of the concrete. Particle size, form and shape are
important. For example, finer sand sizes require more cement, which has additional cost implications as cement
is the most expensive component of concrete.
Existing Sites and supply arrangements
4.15 At present there are three sites producing sand and gravel in the county; Wolston Fields and Brinklow and a
third one at High Cross has recently re-commenced operations. The material from Wolston is processed off
site at Bubbenhall but operations are scheduled for completion within the next few years whilst Brinklow has
recently received permission to extend its working until 2046. In addition there are remaining permitted reserves
at Bubbenhall Quarry and Dunton Quarry but these are constrained and only involve modest amounts.
Warwickshire’s proximity to the West Midlands Conurbation serving its needs and increasing demand from
within the County has led to a depletion of reserves in recent years.
Warwickshire Aggregate Minerals Infrastructure
4.16 The main types of infrastructure connected with sand and gravel production in the county are set out below:
Fixed Processing Plants
4.17 There are currently only four sites in the county with fixed processing plant and the planning consents for two
of the four sites are scheduled to expire in 2021. A further site is expected to close around 2021 due to land
ownership constraints.
Concrete Batching Plants
4.18 Concrete batching plants are simply various pieces of equipment on a site, which are used to mix various
materials to produce concrete. These materials comprise water, air, admixtures, sand, aggregate (rocks, gravel,
etc.), fly ash, silica fume, slag, and cement. There are two main types of concrete plants: Dry mix plants and
Wet mix plants. Dry Mix Plants are those which dispense pre-weighed loads of sand and gravel on to trucks,
which then have specific volumes of water added and then the concrete is mixed on the truck whilst being
transported to the particular site. Wet mix plants are those which mix the materials and produce concrete from
a central production point, which is then loaded onto lorries. The mix is agitated en-route to the site.
4.19 The county has a well - developed network of concrete production plants. There are 14 concrete batching plants
in the county. These have traditionally been located either in quarries or on industrial estates but are mainly
on industrial estates now. These plants are listed in Appendix 4.
Asphalt Plants
4.20 An asphalt plant is a plant used for the manufacture of asphalt, macadam and other forms of coated road stone,
sometimes collectively known as blacktop or asphalt concrete. Sand is used in the production process.
4.21 The manufacture of coated road stone demands the combination of a number of aggregates, sand and a filler
(such as stone dust), in the correct proportions, heated, and finally coated with a binder, usually bitumen based
or, in some cases, tar. The temperature of the finished product must be sufficient to be workable after transport
to the final destination. A temperature in the range of 100 to 200 degrees Celsius is normal.
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4.22 Recycled materials can be added to the asphalt mix but the quality of Asphalt starts reducing once the percentage
of recycled asphalt increases beyond 20%.
4.23 There are 3 asphalt plants in the county again sited in existing or former quarries.
Mortar Plants
4.24 Dry Mix Mortar is produced in specially designed dry mix mortar plants in which binders and aggregate are
mixed in the appropriate way and are transported to construction site in bags or silos and need only be mixed
with water prior to use.
4.25 It is composed of a thick mixture of water, sand, and cement. The water is used to hydrate the cement and hold
the mix together. The water to cement ratio is higher in mortar than in concrete in order to form an extra strong
bonding element.
4.26 There are two mortar plants in the county at Brinklow and Bubbenhall Quarries. Further details of all the
aggregate minerals infrastructure in the county are available at Appendix 4.
Brick Clay
4.27 Historically bricks have been made across Warwickshire wherever suitable clay was found. The use of local
clay for the production of bricks has ceased with the exception of the large scale brickworks at Kingsbury which
extracts the high quality Etruria Marl which is part of the County's Carboniferous sequence of rocks. However,
this is a major plant of regional significance owing to the specialist brick types which are exported around the
country.
Building Stone
4.28 Historically building stone has been used extensively throughout the county and further information can be
found in “A Building Stone Atlas of Warwickshire” – originally published by English Heritage in May 2011. The
aesthetic qualities of the stone used impart a distinctive character to the county’s historic buildings.
4.29 Working of building stone in the county has typically been very intermittent, less intensive, surface related and
from small scale (nature and extent) quarries irrespective of whether they are “relic” as described in the NPPF.
The minerals industry believes that dimension stone extraction should not be limited to local markets or the
heritage sector. The sector should be free to develop new- build markets and should be allowed to operate at
higher production if it contributes to economic development. By emphasising reliance on local markets and
small scale operations the industry believes that the authority is being too prescriptive and not recognising the
potential for change. The evidence is that the past pattern of working has not changed and the industry is in
decline and situation is unlikely to change in the foreseeable future.
4.30 There are currently no sites working building stone in the county. Sites at Edge Hill and Dry Hill in the Cotswold
AONB and Avon Hill outside the AONB have worked ironstone and limestone but only Edge Hill is currently
operational working very small ironstone stockpiles for secondary aggregates prior to completing the final
restoration of the site. The location and scale of the sites are reflective of the physical and planning constraints
affecting building stone extraction such as the capacity of local roads, amenity considerations and designations
and designated assets.
Coal
4.31 Coal from the Carboniferous Coal Measures which are exposed at the surface in the north of the County has
been exploited since Roman Times. Small scale operations from shallow pits continued until the middle to late
19th century when numerous deep mines began operational in North Warwickshire reflecting an increase in
the demand for coal and advances in mining technology. The last deep mine at Daw Mill, near Arley in North
Warwickshire closed in 2013 following a huge underground fire. Previously, coal extraction had taken place
in the Corley Moor area at a depth of around 800 – 900 metres. The coalfields in Warwickshire are shown on
Figure 1.7.
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Cement Production
4.32 The production of cement has a long history in Warwickshire with extraction of the required minerals (Jurassic
Lias limestones and shales) occurring around Southam and Rugby. Current production comes from the one
cement plant in Rugby, where locally extracted materials are mixed with chalk slurry transported by pipeline
from Bedfordshire.
Crushed Rock
4.33 The Precambrian and Ordovician igneous rocks which outcrop around Nuneaton up to Mancetter in North
Warwickshire are a vital source of high specification roadstone and aggregates which supply the main road
networks of the West Midlands and neighbouring regions.
Recycled Aggregates
4.34 Recycled aggregates comprise construction, demolition and excavation waste such as brick, stone, concrete
and asphalt which have been re-processed to provide products for the construction industry to re-use.
Traditionally, much of the material was recycled by mobile plant on construction sites but recently there has
been an increase in the number of new sites associated with live or exhausted quarries. This is certainly the
case in Warwickshire with several recent permissions at former quarries which are linked for the completion of
the restoration of the former quarries and the life of the site. It is apparent that recycling of aggregates is
becoming as important in the county as the production of primary aggregate production.
4.35 Currently there are 9 recycled aggregates sites in the county and a plan showing the location of the sites is
provided in Figure 1.8.
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4.36 In recent years, construction and demolition (c&d) waste recycling figures have not been fully monitored because
of the difficulty in getting returns from operators and the number of temporary sites with mobile plant. In addition,
there are also issues regarding the accuracy of the returns and the extent of the number of exempt sites.
4.37 Monitoring work carried out for the adopted Waste Core Strategy looked at permitted capacity at such sites
and when added to recent permissions gives a total of 830,250 tonnes of capacity per annum. This is helpful
but the absence of actual sales and production figures and their uses, limits their overall usefulness in determining
future supply requirements. However, after the 2013 AWP survey the authority has tried harder to focus on
recycled and secondary materials and from 9 monitoring forms sent out to operators, figures from individual
operators and from the Waste Data Interrogator, produced a total of 575,388 tonnes of construction and
demolition waste material recycled for 2013. This is an increase in the total figure for 2012 which had a figure
of 524184 tonnes. Recent permissions at Griff IV Quarry (a former hard rock quarry), Griff Clara and at the
former Middleton Hall Quarry have added 100,000 tonnes of capacity since the start of 2012. Whilst Dunton
Quarry (a former sand and gravel quarry) has permission to operate until 2021. Consequently, it is considered
that the latest total recycled aggregate figures are not likely to be greatly different to the overall figures in 2013.
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5 Key Issues for Minerals in the County
Demand Strategy: Meeting the demand for aggregates and other minerals (see Policies MCS1, MCS2 and
MCS3)
The Warwickshire Local Aggregate Assessment
5.1

The NPPF requires the preparation of a Local Aggregates Assessment (LAA) to forecast future demand based
on a rolling average of 10 years sales data and an assessment of all supply options including marine, dredged,
secondary and recycled sources. Other relevant local information could include such factors as levels of planned
construction including housebuilding.

5.2

The 2015 LAA using 2013 data showed the plan production requirement at 0.688 million tonnes and the 15
year plan requirement down to 10.3 million tonnes. In 2016 the 2016 LAA using 2014 data showed production
down again to 0.573 million tonnes giving a revised plan requirement of 8.02 million tonnes. This figure was
the plan requirement consulted on in 2016. The latest consultation now shows an overall plan requirement of
6.525 million tonnes based on a ten year sales average of 0.508 million tonnes. The plan requirement figure
also takes into account existing permitted reserves.

5.3

This requirement will be met by providing sand and gravel site allocations in this plan as it is not practicable to
make future provision through use of secondary and recycled aggregates due to the limitations and constraints
on the continuity of supply, use of such materials in the construction market, the temporary nature of sites and
the variability of production capacity and sales at existing sites.

5.4

The Planning Officers Society and the Mineral Products Association in 2015 published good practice guidance
on producing LAAs and this advises that the starting point for the LAA should be the latest available 10 year
sales, which is the 2016 data. It also emphasises the importance of taking account of other relevant local
information.

5.5

The guidance accepts that there is no currently defined methodology for quantifying and translating aggregates
demand from future house building rates. The guidance simply encourages local information to be based on
sound evidence which is relevant, adequate, proportionate and up to date. In the consultation on the Preferred
Option and Policies document a figure of 10% was added to address any concerns about a low 15 year plan
requirement. Based on the draft 2015 LAA the plan requirement was increased from 10.3 million tonnes to 11.6
million tonnes using the 10% addition. However, the 10% addition has not been taken forward and the 2016
LAA figure of 8.02 tonnes was previously used to determine the requirements for the plan. Further to this, the
ten year average fell further in 2016 and so consequently the plan requirement also dropped (and the current
plan requirement based on the 2017 LAA is set out above).

5.6

It should be noted that in addition to the ten year past sales assessment Planning Practice Guidance states
that Mineral Planning Authorities should also look at average sales over the last three years in particular to
identify the general trend of demand as part of the consideration of whether it might be appropriate to increase
supply. The latest figures for 2017 show the 3 year average to be much lower than the 10 year average at 0.270
million tonnes so from this measure there is certainly no justification to increase supply above the 10 year sales
figure.
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Issue 1
Aggregates
The NPPF states that MPAs should plan for a steady and adequate supply of aggregates through the provision
of land won and other elements of their Local Aggregates Assessment and through the maintenance of landbanks
of at least 7 years for sand and gravel and 10 years for crushed rock. However, the main issue for this plan to
address is the shortfall in sand and gravel. Without adequate sand and gravel there will not be enough aggregate
to serve the construction industry in the County and the sub-region. An adequate landbank for both sand and
gravel and crushed rock needs to be maintained throughout the plan period.
Other Minerals
There is no provision required to meet needs for other minerals during the plan period. For those minerals where
landbanks are required to be maintained, such as for brick clays and cement the resource will be safeguarded
and planning applications will be treated on their merits in accordance with the policies in the development plan.
The remaining minerals which are not covered by landbanks and /or safeguarding will be addressed by determining
planning applications in accordance with the criteria-based policies in this plan.

Issue 2
Future Production
How to address the decline in sand and gravel production in the county? (See Policy MCS1 and Policy
SO)
It is important that the County delivers aggregates to serve the construction industry in the county and to contribute
to the needs of the West Midland Metropolitan Area. However, whilst the construction industry has come out of
recession there is a shortage of sites coming forward to provide primary aggregates within the County. Several
sites have ceased production leaving the County with currently only 3 active sand and gravel sites and only 1
active crushed rock site. WCC has carried out a further Local Aggregates Assessment and the average production
over a period of the last 10 years is now 0.508 million tonnes.
The industry had submitted only a handful of planning applications since 2003 for mineral development although
recently two new applications have been submitted in the last three years. The question remaining is whether
the minerals industry is still interested in extracting sand and gravel in the County, whether it considers the quality
of the material in the County to be inferior and not worth extracting for the concrete market, or whether there is
better quality material in surrounding areas to serve local markets or whether their existing sites in surrounding
areas can deliver the materials the construction industry in Warwickshire needs at a more competitive price.
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Issue 3
Mineral Safeguarding and Prior Extraction (see Policies MCS5 and DM10)
The NPPF states that Mineral Planning Authorities should define Mineral Safeguarding Areas (MSAs) in order
that known locations of specific minerals resources of local and national importance are not needlessly sterilised
by non-mineral development. There is no presumption that any resources defined will be worked. However,
where planning applications for non-mineral development with the potential to sterilise mineral resources are
submitted, the relevant district or borough should consult the County Council and where it would be practicable
and environmentally feasible to work the mineral, we may seek a mineral assessment to be carried out prior to
determination. In some cases we may insist on prior extraction of the mineral before the non-mineral development
is carried out.
Safeguarding extends to ensuring that existing or potential facilities required for the transportation and storage
of minerals are also protected. Where there are planned, existing or potential railheads, rail links to quarries,
wharfage and associated storage, handling and processing facilities for the bulk transport by rail or inland
waterways of minerals, including recycled, secondary and marine-dredged materials, these should be safeguarded.
At present there is no bulk transportation of minerals by either rail or inland waterways in Warwickshire and no
prospect of different modes of transport becoming available in the foreseeable future. In addition, safeguarding
should also be extended to existing, planned and potential sites for concrete batching, the manufacture of coated
materials, other concrete products and the handling, processing and distribution of substitute, recycled and
secondary aggregate material.

Issue 4
Avoiding and mitigating the impacts (see Policy DM4)
Mineral development can have a significant adverse impact on society, the economy and the environment. This
could be in a number of different ways including the effect on natural resources (including water, air and soil),
biodiversity, geodiversity, archaeology, heritage and cultural assets and their settings, the quality and character
of the landscape, adjacent land uses or occupiers, the distinctive character and setting of the County's settlements,
and the effect on the openness of the Green Belt. The effects of mineral working can also be cumulative from
individual sites and/or a number of sites in a locality.
Generally, when a planning application is submitted for mineral development one or more of these potential
impacts may be identified. However, in many situations these can be addressed by the operator or developer
avoiding these areas, redirecting the impact and/or proposing adequate mitigation or making compensatory
provision where mitigation measures might not be sufficient to offset potential impacts. For instance if there is
a potential landscape impact it could be mitigated by redesigning the scheme or creating new features or planting
large areas of trees. To ensure that this is provided to an acceptable standard, planning conditions would be
attached to any planning permission or planning obligations would be required. If it was considered that the
adverse effects were unacceptable and could not be mitigated it could be a reason for refusing the planning
application.
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Issue 5
Secondary and Recycled Aggregates (see Policy MCS4)
Recycled aggregates are aggregates derived from reprocessing materials previously used in construction.
Recycled materials include recycled concrete from construction and demolition waste material (C&DW), road
planings and railway ballast.
Secondary aggregates are usually by-products of other industrial processes not previously used in construction.
Different materials are common to specific areas depending on what the manufacturing process is in that area.
In Warwickshire one of the main secondary aggregates is the residual cement kiln ash from the cement
manufacturing process at Rugby Cement Works.
The issue regarding recycled and secondary aggregates is ensuring that the maximum amount of this material
is reused in the construction process which can then be substituted for primary aggregates. It is acknowledged
that such materials may not be interchangeable or a substitute for primary aggregates and that not all materials
can be recycled into aggregates.
However, by recycling more aggregate to a standard whereby it can be re-used in new construction projects, it
ensures that less primary aggregate is required and hence fewer quarries are needed. This is more sustainable
than relying wholly on primary aggregates. Policies in this plan encourage such uses.

Issue 6
Potential shortage of inert fill for restoration to agriculture (see Policies MCS4, DM4 and DM9)
One problem related to the increase in recycling of aggregate material is that much more material is now being
recycled so that there may be less waste material to fill the quarry voids quickly once extraction has been
completed. If the economy improves that situation may change. Equally some operators have been able to
access suitable resources whilst others have experienced problems. It may take longer for quarries to be restored
back to agriculture if that is the proposed end use. This can be a problem for communities which may be left
with an un-restored quarry for several years longer than had initially been proposed.
Depending on the site circumstances and design proposals there are a number of solutions which this plan
considers are acceptable. First is to encourage the use of low level land restoration so that less fill material is
needed to restore sites back to agriculture. Best and most versatile agricultural land can be restored/enhanced
using low level land techniques and without having adverse impacts on visual appearance. Second is to focus
on restoring part of the site to the best and most versatile agricultural land leaving the remainder to be used for
nature conservation and recreational uses. Third is to require the phased working and restoration of sites and
fourth is, where land cannot be restored to agriculture, it could be used for flood storage and sustainable urban
drainage systems for example.

Minerals Plan Submission Warwickshire County Council

Key Issues for Minerals in the County 5
Issue 7
Restoration and potential for promoting Green Infrastructure (see Policies DM3 and DM9)
There is great competition for land around urban areas from housing and employment uses as well as other land
uses. As urban areas increase in size they may be situated close to existing or proposed quarries. As part of
restoration mineral workings have the potential to incorporate elements of nature conservation and recreation
and green infrastructure. These may be able to be incorporated into the green infrastructure network for boroughs
and districts and the county as defined in the Coventry, Solihull, and Warwickshire Sub-Regional Green
Infrastructure Strategy. Minerals Plans and District Local Plans need to be “joined up” to ensure that future
opportunities are recognised early in the plan process.

Issue 8
Restoration for Waste Management Uses (see Policy DM9)
Increasingly, former mineral sites are becoming used for recycling operations. Sites which may have been infilled
with inert waste such as aggregates in order to help prepare them for restoration to agricultural use may also
have been given permission for temporary recycling facilities to provide a continuing source of infill material.
This has occurred at several locations such as Coleshill, Dunton and Middleton Hall without any significant
adverse impact. Where such uses are demonstrated to be environmentally acceptable, they can help with
recycling of inert waste in the County.

Issue 9
Transportation of Minerals (see Policy DM5)
All transportation of minerals in Warwickshire is currently by road. It is desirable that new quarries are located
as close as possible to potential markets which include the major towns in the County and potential large new
infrastructure centres. Shorter distances to the markets will reduce travel costs and hence be more sustainable.
Transportation of minerals can be a potential problem if quarries are located away from the Strategic Road
Network (Motorways and Trunk Roads) and “A” road system. Generally, mineral extraction sites are not approved
if they require lorries to travel considerable distances on minor roads and centres of population including both
towns and villages. Any site submissions with predicted transport/ highway problems will be rejected unless it
can be demonstrated that the issues can be satisfactorily mitigated. Although there is no transportation of minerals
by canal or rail in the County at present and for the foreseeable future it is a highly sustainable option and should
an opportunity arise during the plan period it should be encouraged.
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Issue 10
Flooding and flood alleviation (see Policy DM7)
New Planning Practice Guidance states that local authorities and developers should seek flood risk management
opportunities to reduce the overall level of flood risk in the area and beyond. Careful consideration should also
be given throughout the lifetime of the mineral extraction to ensure that flood risk is not increased elsewhere.
This can be achieved, for instance, through the layout and form of development, including green infrastructure
and appropriate application of sustainable drainage systems through safeguarding land for flood risk management.
New mineral developments can help reduce the impact of flooding in some areas where there may be opportunities
to restore quarries as flood attenuation and storage areas. This may be in association with other objectives of
this plan such as encouraging biodiversity, informal recreation and contributing to the green infrastructure of the
county as a whole.

Issue 11
Onshore Oil and Gas, Shale Gas/Oil and Fracking (see Policy MCS9)
The Ministry of Housing, Communities and Local Government (MCHLG )has recently issued planning practice
guidance for onshore oil and gas and this includes unconventional hydrocarbons, hydraulic fracturing and coal
bed methane. The guidance states that it is likely that Warwickshire County Council would be responsible for
assessing planning applications in Warwickshire where planning permission is required. This is a highly contentious
national issue and the current situation in Warwickshire is that no proposals have come forward to date. The
most recent information that the County Council has received from the British Geological Survey is that, of the
main potentially prospective shale gas rocks, none are present in Warwickshire in thicknesses or depths that
would be expected to be commercially viable.
However, while shale gas development in Warwickshire may be unlikely in the short term, this is a new technology
and the plan must address any potential developments in that industry. Therefore this plan contains Policy MCS
9 to enable any such proposals to be assessed.

Issue 12
Underground Coal Gasification (see Policy MCS10)
Underground Coal Gasification (UCG) is a separate process to fracking and involves the controlled combustion
of coal seams underground and using the resulting gas to produce energy. The Coal Authority is responsible for
issuing licences granting the right to access the coal, but no UCG operations can take place until the applicant
has secured all other necessary rights and permissions. This would include securing the necessary permission
from Warwickshire County Council as the Mineral Planning Authority. A conditional licence application was made
to the Coal Authority in May 2013 by Cluff Natural Resources Plc. No decision was made by the Coal Authority
and the County Council was told that Cluff would let its applications lapse as it wished to focus on offshore areas
where there were larger reserves.
Policy MCS 10 ensures that UCG proposals, if they come forward, can be adequately assessed.
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Issue 13
Coal (see Policy MCS8)
Whilst the NPPF gives a general presumption against the extraction of coal there are large coal reserves in the
County. There appear to be no plans to reopen Daw Mill Colliery by UK Coal, which closed in 2013 following a
major underground fire. Neither does there appear to be any plan to sink another pit head or even return to
surface coal extraction in the County. As there are large coal reserves deep underground and on the surface in
the north of the County and in the Warwickshire coalfield and there is likely to be a shortage of energy nationally
in the short to medium term, there is always going to be the possibility that coal may be considered economically
viable to extract in the future (see Fig 1.7). Therefore, Policy MCS 8 provides guidance for the consideration of
any such proposal.
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6 Vision and Objectives
Spatial Vision and Objectives of the Minerals Plan
6.1

The Spatial Vision provides an image of what the County may look like at the end of the plan period (2032).
The Vision is as follows:

6.2

By the end of the plan period in 2032 Warwickshire will have provided a range of minerals and construction
materials to support sustainable economic growth and improve the quality of life in the County. While minerals
can only be worked where they are found, minerals sites will have been located as close as possible to the
main settlements of Stratford, Warwick, Kenilworth, Leamington, Rugby, Nuneaton, Bedworth and Atherstone
to support sustainable development. Minerals will have been safeguarded from non-mineral development and
opportunities for prior extraction will have been sought wherever possible.

6.3

New quarries will have been located where they are environmentally acceptable or where any adverse impacts
will have been mitigated to an acceptable level through good design and the imposition and monitoring of
planning conditions and obligations. Mineral sites will have delivered a range of local and strategic restoration
benefits.

6.4

Recycled and Secondary Aggregates will continue to make a major contribution to the supply of materials to
the construction industry in the County and as technology develops will continue to provide a substitute for
primary aggregates in new construction projects where possible

Objectives of the Warwickshire Minerals Plan
6.5

The Government’s objectives of contributing to the achievement of sustainable development (as defined in
Section 39 of the Planning and Compulsory Purchase Act 2004) provide the framework for this plan's objectives.

6.6

The following section identifies the key objectives that guide this plan. These objectives have been derived
from the NPPF, from knowledge based on minerals planning in the local area and from previous responses to
consultation during the preparation of this plan.

6.7

The objectives identified to help achieve the Spatial Vision are as follows:
i.

To secure a steady and adequate supply of aggregates and other minerals required to support sustainable
economic growth at the national, sub-regional and local level.
ii.
To help deliver sustainable mineral development by promoting the prudent use and safeguarding of
Warwickshire's mineral resources and help prevent sterilisation of land from non-mineral development.
iii. To promote the use of recycled and/or secondary materials and promote waste minimisation to reduce
the overall demand for primary mineral extraction for construction aggregates.
iv. To protect, conserve and enhance the natural (including controlled water defined in the Water Resources
Act 1991) and historic environment and avoid, reduce or mitigate potential adverse effects associated
with mineral developments.
v.
To have full regard for the concerns and interests of local communities and protect them from unacceptable
adverse impacts including human health from mineral developments.
vi. To minimise the impact of the movement of bulk materials by road on local communities and where
possible encourage the use of alternative modes of transport.
vii. To ensure mineral sites are restored to a high standard once extraction has ceased, ensure that each
site is restored to the most beneficial use(s) and provides restoration benefits including green infrastructure
and biodiversity.
viii. To promote the use of locally extracted materials to encourage local distinctiveness and reduce
transportation distances.
ix. To reduce the effect of mineral development on the causes of climate change and facilitate adaptation to
the effects of climate change.
x.
To ensure the best and most versatile agricultural land is protected or restored to a condition and quality
that retains its longer term capability as a high quality resource.
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Spatial Strategy for Minerals
7.1

In the case of all minerals, including sand and gravel, any spatial strategy is constrained by the fact that minerals
can only be worked where they naturally occur and some resources are already sterilised by other development.

Sand and Gravel
7.2

Sand and gravel are relatively low value/high bulk minerals that are not typically transported far except by rail
or canal/river/sea. They need to be widely available to the local building and construction industries. The
distribution of sand and gravel supply therefore needs to reflect the existing and planned pattern and rate of
development as far as possible given the geological constraints.

7.3

Warwickshire lies to the south and east of the West Midlands conurbation and has established strong sub-regional
links with the adjoining authorities of Coventry and Solihull and wider linkages with different parts of the West
Midlands. The majority of the people live in the north and central areas of the County.

7.4

The main focus for development is in and around the main settlements of Nuneaton, Rugby, Leamington Spa,
Bedworth, Warwick, Stratford upon Avon and Kenilworth and to a lesser extent to small settlements and rural
areas as well. The Plan area also exports sand and gravel to the adjoining urban areas of Coventry, Solihull
and Birmingham.

7.5

Sand and gravel resources in the County can be classified into two major categories depending on their age
and geology: superficial, or ‘drift’ deposits, and bedrock, or ‘solid’ deposits – there are no bedrock deposits in
Warwickshire.

7.6

The superficial deposits in Warwickshire mainly comprise river sands andgravelsand are found in the south of
the county especially along the River Avon and its tributaries. Consequently, such resources of sand and gravel
are focussed on specific areas to the south of Warwick around Charlecote, Wasperton and Barford and west
of Stratford and around Bidford on Avon and Salford Priors. Deposit thickness varies from less than 1m to
maximum values of around 10m. Sand to gravel ratios are variable, but river deposits typically are relatively
clean with lower fines content (silt and clay) than glacial deposits. The largest producing area in the county in
the 1980’s centred on the terraces of the River Tame in north-west Warwickshire with nearby Glacial deposits
around Coleshill. These deposits have almost been worked out in recent years apart from an area around Lea
Marston.

7.7

The other major group of resources in Warwickshire are glaciofluvial sands and gravels and they are less
predictable in geographical extent than river sand and gravel deposits. They may also exhibit considerable
lateral variations in thickness, composition and particle size distribution, generally contain more fines (silt and
clay) and frequently contain a larger amount of over-sized materials. Glacio fluvial deposits are common to the
Rugby area to the south east of Coventry. They are spread more widely than the river terrace deposits but may
be more variable in quality.

7.8

While the geographical and geological distribution of sand and gravel resources will largely shape the spatial
approach other factors have also had an important bearing in choosing the final spatial strategy such as:
Maintaining the spatial distribution of sites across the county;
Maintaining annual production rates through a suite of sites until 2032;
The need to be close to existing and planned development and growth to maintain local deliveries;
Within a locality where working has taken place or planned in the past; and
Focusing on larger sites where possible to minimise the spread of impacts across a large number of local
communities.

7.9

The chosen spatial strategy (Spatial Option 3a in the sustainability appraisal) has been subject to a sustainability
appraisal, details of which can be found in the accompanying 2018 Sustainability Report. It is shown in Figures
1.9 and 1.10 below.
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Other Minerals
7.10 In terms of other minerals (brick clays, crushed rock, cement materials and building stone) the existing sites
and facilities (shown on Figure 1.6) reflect the limited outcrop of the specific mineral resources and uses and
therefore will continue to be the spatial approach during the plan period. There are no plans to allocate sites
for these or any other minerals including coal and therefore, any planning applications for new mineral sites
and/or facilities or extensions to sites will be assessed through the policies in this plan. Any known mineral
resources will be safeguarded from non-mineral development in accordance with the policies in the plan.
Site Selection Process
7.11 At the Preferred Option and Policies stage the plan requirements were 11.33 million tonnes to be delivered by
2032 for which 9 allocations were made. The plan requirements changed as a result of declining sales and
also the grant of planning permission for new reserves and one of the landowners withdrew a potential allocation.
Therefore, at the first Publication Consultation stage on the plan 8 allocations were required to deliver 8.022
million tonnes. Following a further decline in sales, this plan requires only 6.525 million tonnes which can be
delivered through 6 allocations.
7.12 The site selection process used in identifying potential site allocations is described in detail in the Site
Identification and Assessment Methodology for Allocating Sand and Gravel Sites 2018 (SIAM 2018). This
process has gone through a number of iterations and refinements during the plan preparation as the requirements
have changed, new information and evidence has become available and the consultations carried on the
emerging plan. The results of the assessment process are reported in SIAM 2018 and the performance of the
possible preferred sites in the SA Report 2018.
7.13 In summary at the Preferred Option and Policies stage there were 30 sites nominated for allocation in the plan.
They were all processed and assessed through a four step process even though for some nominations there
was insufficient information and viable resources could not be confirmed.
7.14 The four steps were:
Step 1 Site Nominations
Step 2 Initial Assessments and Appraisal of Sites
Step 3 Detailed Site Assessments
Step 4 Selection of Preferred Sites
7.15 The Council felt it would be prudent to take all the sites through the process to help speed up the process,
provide certainty for all interested parties and to minimise costs and abortive work.
7.16 Through this process, 21 sites were rejected and 9 sites selected. Two further sites were nominated at the
consultation on the Preferred Option and Policies stage and they were taken through the same process.
7.17 At the Publication Consultation stage the assessment process was re-run and 24 sites were rejected and 8
sites selected. This plan has seen a further assessment process run which has led to 26 sites being rejected
and 6 sites selected.
7.18 For this plan the assessment process up to Step 3 (the detailed assessment stage) has identified the following
sites as being potential allocations:
Site 1 Bourton
Site 2 Lawford Heath
Sites 3/32 Shawell Quarry
Site 4 Wasperton
Site 6 Coney Grey Farm
Site 9 Lea Marston
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Site 22 Brinklow Quarry (south)
Site 23 Barnwell’s Barn Farm (north), Lawford Heath
Site 23 Barnwell’s Barn Farm (south), Lawford Heath
7.19 The Council then considered these sites at the Step 4 stage in terms of their spatial strategy alignment and
final deliverability checklist of application of constraints on viability, production during the plan period and site
availability. None of the sites failed the spatial strategy alignment test but the following sites did not pass the
final deliverability checklist test and therefore were not selected:
Site 22 Brinklow Quarry (south) – production could not be provided during the plan period
Site 23 Barnwell’s Barn Farm (north), Lawford Heath – the site was no longer available as it was required
to deliver a new housing and employment allocation in the Rugby Local Plan.
Mineral Sites to be Allocated and Preferred Site Options
7.20 The plan requirements (objectively assessed needs) derived from the Local Aggregates Assessment (LAA)
2017 are that 6.525 million tonnes of sand and gravel is required to maintain the predicted rate of annual
production throughout the plan period 2017 – 2032. The Council have chosen to meet the specified needs in
full and not to rely upon imports from adjoining areas.
7.21 In order to provide sufficient resources to maintain the predicted rate of annual production of sand and gravel
throughout the plan period to 2032, the Council needs to allocate a number of mineral sites both large and
small. In the plan sites have been categorised as follows:
Small - 0.3 – 0.5 million tonnes
Medium - 0.5 – 1 million tonnes
Large - 1 - 2 million tonnes
Very large - 2 million tonnes +
7.22 This categorisation reflects mineral working in the County which has been and continues to be characterised
by a limited range of sites producing up to 250,000 + tonnes per annum.
7.23 Thirty two sites were assessed and a key feature of the sites submitted for consideration has been the variety
of promoters and potential developers, and the ways of developing sites. Of the 32 sites submitted 6 have been
selected for allocation and they are shown on Figures 1.9 and 1.10.
7.24 The allocation of a site does not mean that planning permission will be automatically granted for all the land
defined on the individual site plans or that all of the estimated tonnages will be delivered. Preparation of planning
applications may see tonnages increase or decrease because of better information derived from such things
as detailed drilling, planning requirements having to be met or compliance with policies in the development
plan.
7.25 The tonnages shown in the policy reflect the information provided by the promoter including their views on
possible annual production. Where a range in production has been suggested the Council have selected the
lowest figure for the purposes of selection and allocation to ensure deliverability. Annual production could rise
or fall depending upon the market conditions existing during the life of the plan.
7.26 Details of the six allocations are set out in Policy SO below and subsequent specific site allocation policies. It
is noted that the total estimated tonnages provided by promoters exceeds 6.525 million tonnes. This means
that the plan would be able to deliver the plan requirement with a surplus of 0.985 mt which will provide a degree
of flexibility should one of the sites not come forward as expected and/or there is an increase in sales in response
to changes in the local economy.
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Policy S0
Overarching Policy - Mineral Sites to be Allocated
To meet the demand for sand and gravel in the County during and up to the end of the plan period (2032) of
6.525 million tonnes the following sites are allocated for mineral development, as identified on the Key Diagram
Figure 1.10 and individual site plans Figures 1.11 – 1.16.

Table 7.1 Mineral Sites to be Allocated
Reference

Site

Tonnage (mt)

Site 1

Bourton on Dunsmore

1.15

Site 2

Lawford Heath

2.0

Site 3/32

Shawell Quarry

1.1

Site 4

Wasperton

1.8

Site 6

Coney Grey Farm, Ryton

0.4

Site 9

Hams Lane, Lea Marston

1.06

Total

7.51

Site Allocation Policies
7.27 The following Policies S1, S2, S3, S4, S6, and S9 set out requirements for the acceptable development of each
of the allocated sites and they have been allocated because it is considered likely that those requirements can
be met. However, these requirements concern matters which are apparent at the time of plan preparation and
nothing should be taken as precluding the possibility that, other planning objections will need to be addressed
in order for the development of allocated sites to be made acceptable.
7.28 The allocated sites will be delivered through the granting of specific planning permission(s). The preparation
of planning applications to work and restore the sites will be informed by the site allocation policies and the
normal development management processes and procedures. Developers are encouraged to discuss their
proposals informally with the Council before submitting a planning application. The Council offers a pre-application
advice service which will help developers in the preparation of their proposals and subsequent planning
application documentation. An Environmental Impact Assessment may need to be submitted and important
issues will need to be addressed in the planning application.
7.29 A number of issues are common to all forms of mineral development such as for example ecology and landscape.
Where site specific issues have been raised during consultation on the plan and need to be addressed at the
local plan stage then these have been set out in the reasoned justification for the site allocation policy. Such
matters however will be considered again at the planning application stage when more detailed proposals are
available.

Site 1 Bourton on Dunsmore (serving Rugby and Coventry development needs)
Background to Allocation
7.30 This is a new site consisting of 29 hectares which is much smaller than the submitted site (110 hectares)
amended by the landowners at the draft plan stage and reflects the Council’s view of what can be realistically
delivered in the plan period.
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Site Description
7.31 The site is relatively flat comprising two parcels of land to the south of the A45 lying either side of the Straight
Mile (B4453). It is currently in agricultural use comprising medium to large hedged fields. To the north of the
site lies agricultural land with properties fronting onto the A 45 (west bound) beyond and to south of the site
lies agricultural land with the villages of Bourton-on-Dunsmore (over 500m) and Draycote (1km) beyond. To
the west lie agricultural land and an industrial estate beyond. To the east and north east of the southern parcel
lie Bernhard’s Landscapes Ltd and Rugby Wyevale Garden Centre with the A45/A4071/B4453 junction beyond
housing a Travelodge, McDonald’s and a service station.
Site Development and Indicative Working Proposals
7.32 The site has the potential to release 1.15 million tonnes of sand and gravel during the plan period to serve the
markets of Rugby and Coventry. It would partly replace mineral extraction which has ceased at nearby Ling
Hall Quarry, even though the processing of imported minerals continues at Ling Hall
7.33 It could be developed in phases and by working the land north of the Straight Mile first. This would allow important
hedgerows and hedgerow trees to be protected and advance planting to take place and be established to
reduce any impacts from mineral working. The southern parcel could then be worked to minimise any potential
impacts on the north side of Bourton on Dunsmore Village. The site could be restored to agriculture using
imported inert fill and nature conservation uses including some wetland and marsh habitat to enhance biodiversity.
Opportunities to create habitat linkages with existing green infrastructure corridors should be pursued and the
restoration design should provide for possible flood alleviation measures.
7.34 The Straight Mile is likely to be able to accommodate an increase in HGV use. Improvements may be required
to the junction of A4071 and B4453 however this will be addressed at the planning application stage through
a Transport Assessment.
7.35 Later development of the site (years 2022- 2032) would provide increased production capacity in the county
at an estimated rate of 150,000 tonnes per annum and help to minimize the potential cumulative effects of
working both Sites 1 and 2 and the restoration and continued operation of Ling Hall Quarry which lies to the
north of the A45 at Lawford Heath.
Key Issues
7.36 Key Issues affecting the site are set out below. They are based on an assessment of the site at the time this
plan was written and therefore if circumstances change or new information becomes available prior to the site
coming forward through a planning application, any new issues will also need to be taken into account.
Biodiversity
7.37 Draycote Meadows SSSI lies 500 metres to the south east of the site. Extraction of sand and gravel is unlikely
to cause harm to the SSSI, but provision of suitable measures to protect and where possible enhance the
special features of Draycote Meadows will be required. Any hydrological and water quality issues associated
with the SSSI will need to be addressed at the planning application stage. A protected species survey of the
site will be required.
Flood Risk and Water Resources
7.38 The site lies within flood risk zone 1 (low risk of flooding) and therefore is unlikely to exacerbate any potential
local flooding. However, a Flood Risk Assessment will be required at the planning application stage which will
need to demonstrate that throughout the working and restoration of the site mineral working will not cause an
increase in flood risk both within and beyond the new site boundary.
7.39 The site falls within the River Leam catchment and the River Leam is used for drinking water supply. Safeguards
to alleviate any pollution risk to the River Leam will be required at the planning application stage. There are
also water abstractions licensed in the vicinity of the site and there will be a need to demonstrate at the planning
application stage that no derogation of water will occur as a result of the proposed development.
Green Belt
7.40 The site is located inside the Green Belt. At the planning application stage there will be a need to demonstrate
that any processing plant erected will not impact on the openness of the Green Belt, nor conflict with the
purposes of including land within it.
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Amenity
7.41 Both Bernhard’s Landscapes Ltd and Rugby Wyevale Garden Centre are separated by existing vegetation,
roads and buildings/structures from the site. However, the nature, extent, operation and monitoring of dust
suppression measures will need to be addressed at the planning application stage to minimise any potential
adverse impacts on these businesses. An Environmental Management Plan will be required at the planning
application stage.
Landscape
7.42 The site falls within the Dunsmore Plateau Farmlands landscape character type, which in this area, is
characterised by a broad flat summit which falls away steeply along its northern and southern margins. The
site is relatively flat, forming part of the summit, and is intensively farmed. However, it still retains its historic
geometric pattern of medium to large scale hedged fields. Hedgerows, including roadside hedgerows, are
becoming increasingly gappy.Road visual impact should be minimal providing the existing hedgerow network
and screen planting is gapped up and retained throughout the working phases. Safeguarding existing hedgerows
and mature hedgerow trees coupled with advanced planting and the phased working and restoration of the site
should minimise any potential adverse landscape and visual impacts.

Policy S1
Allocation at Site 1 Bourton on Dunsmore
Land at Bourton on Dunsmore shown on Figure 1.11 is allocated for sand and gravel working subject to the
following requirements:
suitable access onto Straight Mile (B4453) for minerals and inert fill;
improvements may be required to the junction of A4071 and B4453;
all HGVs to travel via A45 and northern end of B4453;
tunnel/ conveyor under Straight Mile;
phased working and progressive restoration to agriculture and nature conservation uses;
advance tree and hedgerow planting;
preparation of an Environmental Management Plan for the site;
all soils to be stored on site for future use in the restoration of the site;
mobile plant to be located so as to reduce impact on the openness of the Green Belt;
the provision of suitable measures to protect and where appropriate enhance the special features of Draycote
Meadows SSSI;
a hydrological and water quality study will be required together with a demonstration that the
proposed development will not derogate the existing licensed abstractions;
Provision of safeguards to alleviate any pollution risk to the River Leam.
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Figure 1.11 Site 1: Bourton on Dunsmore
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Site 2 - Lawford Heath (serving Rugby and Coventry development needs)
Background to Allocation
7.43 This is a new site of 61.7 hectares comprising two parcels of land lying either side of Lawford Heath Lane, north
of the A45 at Lawford Heath. The promoter has reduced the size of the site from 113 hectares (2.47 million
tonnes) to reduce the risk of working close to potentially sensitive receptors such as at Wolston Grange Care
Home, The Crescent and The Ryelands.
Site Description
7.44 The two parcels of land which comprise the site are currently in agricultural use comprising medium to large
hedged fields. According to the approved Minerals Local Plan 1995 (page 8, paragraph 4.5 b) Buffer Zones)
a settlement is defined as a cohesive group of 10 or more dwellings) nearby and it has good access to Coalpit
Lane and the local highway network.
7.45 There are a number of properties bordering the western boundary of the western parcel of land including Park
Farm, South Lodge Farm, Wolston Grange Care Home, North Lodge Farm, The Cottage, Wolston Grange
Cottage, North Lodge and a cattery. The eastern parcel is bordered by Blue Boar Farms buildings to the north
and south-west. To the north of the site lies agricultural land and restored areas of the Ling Hall Quarry complex,
to the east lies Ling Hall Quarry and agricultural land, to the south A45 (eastbound) and the junction of the
A45/A4071/B4453 and to the west agricultural land with the A45 beyond.
Site Development and Indicative Working Proposals
7.46 The promoter has submitted plans showing 3 resource blocks which could be worked covering an area of 42
ha. These resource blocks have the potential to release 2.0 million tonnes of sand and gravel during the plan
period to serve the markets of Rugby and Coventry. It would partly replace mineral extraction which has ceased
at nearby Ling Hall Quarry even though the processing of imported minerals continues at the quarry.
7.47 If the site is worked as a standalone site, then access to Coalpit Lane will require the road to be improved.
However this will be addressed at the planning application stage through a Transport Assessment.
7.48 The site could be developed in phases, which would allow important hedgerows and hedgerow trees to be
protected, to reduce any impacts from mineral working. The majority of the site would be restored to agriculture
using imported inert fill and by slightly lowering the level of the land leaving the opportunity to provide some
nature conservation interest (small water bodies). Opportunities to create habitat linkages with existing green
infrastructure corridors should be pursued as part of the restoration of the site. Public Right Of Way R164 within
the site would have to be temporarily diverted during the development of the site.
7.49 Early development of the site would provide increased production capacity in the County at an estimated rate
of 200,000 tonnes per annum potentially avoiding any cumulative impacts such as, on the local highway network
from the future operation of Site 1. The opportunity to work the site back to the existing Ling Hall processing
plant should be explored although it is acknowledged that it may be possible to locate a small mobile processing
plant on the resource blocks to the south of Lawford Heath Lane.
Key Issues
7.50 Key Issues affecting the site are set out below. They are based on an assessment of the site at the time this
plan was written and therefore if circumstances change or new information becomes available prior to the site
coming forward through a planning application, any new issues will also need to be taken into account.
Biodiversity
7.51 Draycote Meadows SSSI lies 1km to the south east of the site. Extraction of sand and gravel is unlikely to cause
harm to the SSSI, but provision of suitable measures to protect and where possible, enhance the special features
of Draycote Meadows will be required. Any hydrological and water quality issues associated with the SSSI will
need to be addressed at the planning application stage. A protected species survey of the site will be required.
Part of a tributary of the River Avon is a Local Wildlife Site. It lies to the west of the site and terminates at a
pond lying on the western boundary of the western parcel. The pond will not be worked as part of these proposals.
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Water Resources
7.52 There are water abstractions licensed in the vicinity of the site and there will be a need to demonstrate at the
planning application stage that no derogation of water will occur as a result of the proposed development.
Green Belt
7.53 The site is located inside the Green Belt. At the planning application stage there will be a need to demonstrate
that any processing plant erected will not impact on the openness of the Green Belt, nor conflict with the
purposes of including land within it.
Amenity
7.54 There are a number of properties bordering the western boundary of the western parcel of land including Park
Farm, South Lodge Farm, Wolston Grange Care Home, North Lodge Farm, The Cottage, Wolston Grange
Cottage, North Lodge and a cattery. The eastern parcel is bordered by Blue Boar Farms buildings to the north
and south-west. The provision of a buffer zone of a minimum of 100 metres from these properties would minimise
any potential adverse impacts from such things as noise and dust. The suitability of this buffer zone will be
reviewed at the planning application stage. In addition, an Environmental Management Plan will be required
at the planning application stage.
Landscape
7.55 The site falls within the Dunsmore Plateau Farmlands landscape character type which in this area is
characterised by a broad flat summit which falls away steeply along its northern and southern margins. The
site is relatively flat, forming part of the summit, and is intensively farmed. However, it still retains its historic
geometric pattern of medium to large scale hedged fields. Hedgerows, including roadside hedgerows, are
becoming increasingly gappy.Road visual impact should be minimal providing the existing hedgerow network
and screen planting is gapped up and retained throughout the working phases. Safeguarding existing woodland
blocks, hedgerows and mature hedgerow trees coupled with advanced planting and the phased working and
restoration of the site should minimise any potential adverse landscape and visual impacts.
Listed Building
7.56 Park Farmhouse on the A45 which is a Grade II listed building lies adjacent to the southern boundary of the
western parcel. There is likely to be no harm to the significance of the setting of this designated heritage asset
because of the proposed 100m stand- off, strong existing vegetation around the curtilage of the building restricting
views, the lack of public access, the building’s orientation of north to south, its location on the A45, working will
only take place to the east of the building, the building is separated from the site by an existing farm access to
South Lodge Farm, working in this location would be temporary and the site would be restored to its existing
agricultural use.
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Policy S2
Allocation at Site 2 Lawford Heath
Land at Lawford Heath shown on Figure 1.12 is allocated for sand and gravel working subject to the following
requirements:
if worked as a standalone site then any access required on Coalpit Lane will require improvements to the
Lane including road widening and resurfacing;
all HGVs to travel via A45 and eastern end of Coalpit Lane;
phased working and progressive restoration to agriculture and nature conservation uses and protection of
ancient small leaved lime tree;
a minimum stand-off of 100m from individual properties - Park Farm, Blue Boar Farms, South Lodge Farm,
North Lodge Farm, Wolston Grange Care Home, The Cottage, Wolston Grange Cottage, North Lodge and
the Grange Cattery;
explore the opportunity to work the site back to Ling Hall Quarry plant site by overland conveyor;
provision of suitable measures to protect and where appropriate enhance the special features of Draycote
Meadows SSSI and protect a tributary of River Avon LWS and its pond in the western parcel;
an archaeological evaluation of the site including the Scheduled Ancient Monument lying to the east of
Coalpit Lane;
the need to maintain the setting and structural integrity of the listed building at Park Farm;
preparation of an Environmental Management Plan for the site;
all soils to be stored for future use in the restoration of the site;
if worked as a standalone site small mobile plant to be located so as to reduce impact on the openness of
the Green Belt;
no derogation of water abstractions in the vicinity of the site.
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Figure 1.12 Site 2: Lawford Heath
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Site 3/32 - Shawell Quarry (serving Rugby and Nuneaton development needs)
Background to Allocation
7.57 Site 32 which is a small strip of land within Warwickshire to the east of the A5 forms part of a draft allocation
in the Leicestershire County Council Minerals Local Plan and was added to Site 3 at the first publication stage
as a further extension to Shawell Quarry.
Site Description
7.58 There are two sites; one is a 33 hectare extension (Site 3) to the existing Shawell Quarry (in Leicestershire)
to the west of the A5 and south of the A426 at the junction of the A5/A426 and the other a small strip of land
east of the A5 (Site 32) .
7.59 The site west of the A5 is currently in agricultural use comprising medium to large hedged fields in a very open
landscape. The strip of land to the east of the A5 is also in agricultural use comprising a large field well screened
from the A5. Site 3 is bounded by the A426 to the North West with agricultural fields beyond. To the north at
the junction of the A426/A5 and on its south western and eastern approaches there are a small number of
properties and businesses. To the north east beyond the A426/A5 junction lies agricultural fields and Shawell
Quarry. To the east beyond the A5 is agricultural fields and the Shawell Quarry complex and to the south the
site is bounded by woodland and agriculture with Coton House and grounds beyond. Site 32 is bounded to the
west by A5, to the south by Shawell Quarry, to the east by agriculture and the quarry complex and to the north
by agriculture. The nearest settlement is Churchover located approximately 1.6km to the west of the site. The
quarry has good access to the Strategic Road Network (the A5) and is in close proximity to the junction of the
M6 and the M1 motorways.
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Site Development and Indicative Working Proposals
7.60 Both sites would be worked back to the existing processing plant at Shawell Quarry using an overland conveyor.
Both sites could be developed in phases which would allow important hedgerows to be protected to reduce
any impacts from mineral working. Advance planting at the junction of the A5/A426 would help minimise any
impacts on the properties on the north side of the A426 from the working of Site 3 west of the A5. Both sites
would be restored to agriculture without infilling by lowering the level of the land. However, there may be
opportunities to provide ecological enhancements to the restoration of the sites. PROW R64x within Site 3
would have to be temporarily diverted during the development of the site.
7.61 The two sites have the potential to release 1.1 (revised figure based on further information) million tonnes of
sand and gravel during the plan period to serve the markets of Rugby and Nuneaton. The early development
of the sites (years 2017-2021) would provide increased production capacity in the County at an estimated rate
of 300,000 tonnes per annum.
Key Issue
7.62 The key Issue affecting the site is set out below. This is based on an assessment of the site at the time this
plan was written and therefore if circumstances change or new information becomes available prior to the site
coming forward through a planning application, any new issues will also need to be taken into account.
Landscape
7.63 The sites fall within the High Cross Plateau landscape character type which is characterised by a large scale,
rolling landscape with wide views. The sites themselves are relatively flat and intensively farmed.Road visual
impact should be minimal providing the existing hedgerow network and screen planting is retained. Advanced
hedgerow planting , allowing hedgerows to grow taller and providing a small block of woodland planting
immediately south of the roundabout to screen the properties north of Site 3 and the phased working and
restoration of the sites should minimise any potential adverse landscape and visual impacts. A detailed landscape
and visual impact assessment will be required at the planning application stage.
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Policy S3
Allocation at Sites 3/32 Shawell Quarry
Land at Shawell Quarry comprising two sites shown on Figure 1.13 is allocated for sand and gravel working
subject to the following requirements:
both sites being worked back by overland conveyor to Shawell Quarry;
phased working and progressive restoration to agriculture on both sites;
a minimum stand-off of 100m from individual properties on north side of A426 at the junction of A5/A426
for Site 3;
advance tree planting at the junction of A5/A426 for Site 3;
30m stand off from Coton Spinney and Newton Spinney for Site 3;
the provision of suitable measures to protect and where appropriate enhance the special features of interest
of Cave’s Inn Pits SSSI (Both sites);
the provision of suitable measures to protect the watercourse running along the southern boundary of Site
3;
provision for the retention of Bridleway X27 (as currently diverted) and X28, and Footpaths X18 and X30
(Site 32);
appropriate management of non-designated heritage assets (Site 32);
retained hedgerows should incorporate an element of traditional hedgerow management, where not already
being so managed (Site 32);
retention of the woodland belt between the current extraction area and Rugby Road (A426) (Site 32);
restoration proposals which reflect the objectives of the Lutterworth Lowlands local landscape and
Leicestershire Vales national landscape character areas, and provide the best balance of enhancing
biodiversity and preserve the best and most versatile soil resources (Site 32);
restoration to include woodland to link existing woodland areas between Gibbet Lane and the A5 (Site 32):
restoration to include provision of improved public access, particularly between Gibbet Lane and the A5
(Site 32);
restoration to be achieved without the importation of inert waste for both sites;
all soils to be stored on site for future use in the restoration of the site;
preparation of an Environmental Management Plan for both sites;
assessment of potential for and impact upon significant archaeological remains, including evidence
associated with the Tripontium (Caves Inn) Roman settlement for both sites.
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Figure 1.13 Site 3/32: Shawell Quarry
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Site 4 - Wasperton (serving Warwick, Leamington and Stratford upon Avon development
needs)
Background to Allocation
7.64 This site was promoted through the Revised Spatial Options in 2009 and the Preferred Option and Policies in
2015.
7.65 The boundary of the 2015 site has been amended by the promoter at the draft plan stage to take working further
away from Barford Village. Working would take place to the east of Wasperton and Holloway Farm some 350m
from the edge of the village.
7.66 Pioneer Aggregates submitted a planning application (Ref: W825/871438) for the extraction and processing of
sand and gravel on 90.5 ha of land at Wasperton Hill Farm, Wasperton near Barford on 11 December 1987.
The planning application was refused by the County Council on 8th April 1988.
7.67 Pioneer appealed against the County Council’s decision and the Secretary of State following receipt of a report
of his inspector allowed the appeal subject to conditions on 13th November 1989. The tenant farmer applied
to the High Court to have the decision quashed but the application was dismissed. The tenant then applied to
the Court of Appeal and in a judgement dated 16th October 1992 the Court of Appeal allowed the appeal and
quashed the decision on the basis that the decision was not within the powers of the Act and was not based
on adequate reasoning. It did not say that mineral extraction could not take place at Wasperton at that time or
even in the future. Following the Court of Appeal decision the Secretary of State re-determined the appeal and
dismissed it in a letter dated 21st December 1993. The re-determined appeal (1987 scheme) was found to be
not acceptable in terms of the development standards and policies being applied at that time and because real
supply exceeded real need.
Site Description
7.68 The site lies 6 kms (4 miles) south of Warwick and about 350m south of the southern edge of Barford Village
and covers an area of 85 hectares.
7.69 The A429, Warwick to Cirencester principal road, runs north to south along the site’s western boundary. This
road bypasses the western side of Barford to a large roundabout junction (Longbridge J15) with the M40
motorway. There are three existing agricultural accesses off the A429 to the site; two at the northern end to
connect Wasperton Farm and Holloway Farm to the main highway and one at the southern end which provides
access to Marlpit Cottages.
7.70 The site is an approximately level area of some 85ha of arable farmland part of Wasperton Hill Farm of which
approximately 50% is best and most versatile. The land is laid out in several large fields and parts of fields,
divided by hedgerows. There are some hedgerow trees and small plantations. There are no buildings within
the site.
7.71 The land has a northern boundary to Wasperton Lane, a narrow country land running eastwards from
Wellesbourne Road the main road running through Barford Village to the B4087. The majority of Barford Village
lies to the north of the lane along Wellesbourne Road and along Church Street/High Street road running to the
north east.
7.72 There is a long western boundary to the site along the A429. On the other side of the A429 lies the small
settlement of Wasperton the majority of which is a designated Conservation Area. The nearest house in
Wasperton to the site is Wasperton House which is a listed building.
7.73 Land to the south of the site is flat and mainly open farmland. About 200m to the south of Site 4, the Thelsford
Brook runs westwards and south - westward towards Charlecote and the River Avon.
7.74 Immediately to the north – west of the site there is a roughly triangular area of level arable farmland, part of
Wasperton Hill Farm, bounded by A429 and Wellesbourne Road to the west, the southern edge of Barford and
Wasperton Lane to the north, and the site to the east and south.
7.75 A large part of Barford Village is a designated Conservation Area. The main exclusions being the business
properties and Bremridge Close housing estate along and off Wellesbourne Road and the post war housing
estates at the south east corner of the village; Sandy Way and Dugard Place
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7.76 To the north east of the site, farmland rises gently away from the site towards Hareway Lane, a narrow country
lane running eastwards from the A452 Banbury Road. To the east of the site, agricultural land rises gently away
from the site.
7.77 One public right of way runs across the site. Bridleway W101A traverses the access track from the A429, past
Marl Pit Cottages towards Heathcote Farm. Another right of way runs close to the site’s southern boundary
along the access track to Glebe Farm and Seven Elms. To the east of the site, Footpath 101 runs south-west
from Wasperton lane, close to Wasperton Hill Farm to Heathcote Farm.
Site Development and Indicative Working Proposals
7.78 The site covers an area of 85 ha and is owned by The President and Scholars of St John Baptist College in
the University of Oxford (St John’s College). According to the promoters, mineral extraction would be limited
to 70 ha of the site.
7.79 The site has been drilled and an assessment has been provided of the likely tonnage to be released from
working. The site has the potential to release 1.8 million tonnes of sand and gravel during the plan period to
serve the markets of Warwick, Leamington and Stratford upon Avon. Annual production has been estimated
at 200,000 tonnes per year giving the site a potential life of 9 years. The estimated mineral traffic movements
would be 60 a day (30 in and 30 out).
7.80 Indicative locations in the middle of the site have been provided for access to the site from A429 and the plant
site. Access to the two existing farms Wasperton Farm and Holloway Farm would be maintained during the life
of the site.
7.81 The site could be developed in phases which would allow important hedgerows to be protected to reduce any
impacts from mineral working. The increased stand offs provided by the promoter and advance planting would
help minimise any impacts to properties on the south and west side of Barford village on Wasperton Lane and
Wellesbourne Road respectively. It would be restored to agriculture using imported inert fill and by carefully
managing all the soils on site especially from the land which is not best and most versatile agricultural land.
However, there will be opportunities to provide ecological improvements and enhancements to the restoration
of the site creating a new and exciting landscape adjacent to Barford and Wasperton villages. PROW W101a
within the site would have to be temporarily diverted during the development of the site.
7.82 The early development of the site (years 2017- 2021) would provide increased production capacity in the County
at an estimated rate of 200,000 tonnes per annum.
Key Issues
7.83 The Key Issues affecting the site are set out below. They are based on an assessment of the site at the time
this plan was written and therefore if circumstances change or new information becomes available prior to the
site coming forward through a planning application, any new issues will also need to be taken into account.
Highways
7.84 A number of concerns have been raised about the adequacy of the local highway network to accommodate
the development and the potential vehicle routing and access arrangements. The Highway Authority believe
the A429 should be able to accommodate a high volume of traffic and larger vehicles (HGVs) and that it provides
an excellent link onto the A46 and M40, and then onto the wider highway network.
7.85 The road is described as a “major access road” on the Warwickshire Advisory Lorry Route Map. The Highway
Authority’s preference is that one of the existing accesses should be used to access the site subject to suitable
improvements. Depending on the number of vehicular trips likely to be generated and the direction of travel a
right turn lane may also be necessary. The exact location of the access will be determined at the planning
application stage through the submission of a Transport Assessment. Other than local deliveries of sand and
gravel to the village (if required) there will be no access to the site through Barford village. The developer
advises that the majority of the traffic will travel north via the A429 (Barford Bypass). Wasperton Lane is
unsuitable for access to the site.
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Amenity
7.86 The proposed mineral working is now 350m from properties in Barford village so there is unlikely to be any
adverse impacts from noise and dust. Screening bunds can alleviate noise by acting as a barrier to the
transmission of soundwaves and can help capture dust particles. Dust emissions can be reduced by various
mitigation measures including good operational management and the design and layout of the site. Properties
around the site are already the subject of dust emissions as a result of normal agricultural activities.
7.87 A properly operated and managed mineral site is less likely to create any health issues. The nature of the
development is that the only activity that might create PM10 or finer dust is crushing and this is a wet process
so if these finer dust particles are generated they do not escape. Crushing will only take place occasionally on
Site 4 well away from any properties. A health impact assessment will be undertaken as part of an environmental
assessment at the planning application stage. This assessment will consider the health and morbidity of local
residents.
Agricultural Land
7.88 There is unlikely to be any irreversible or permanent loss of Best and Most Versatile (Grades 1, 2 and 3a)
agricultural land because only 58% of the site is BMV and the remaining 42% is Grade 3b and 3c. The ALC
survey provided by the developer does not show any Grade 1 land on the site.
Listed Buildings
7.89 Although there are potentially five listed buildings around Site 4 which could be affected by mineral working
(Forge Cottage, Wasperton House, Seven Elms, Wasperton Hill House, and Wasperton Farmhouse) a heritage
report submitted by objectors only focuses on three properties – Seven Elms, Wasperton Hill House, and
Wasperton House. There was no visibility between Wasperton House and the site, no association and the
intervening distance was also a factor. There was also no visibility and association between Forge Cottage and
the site and views were limited by the topography.
7.90 Seven Elms is a Grade II listed building and lies at its nearest point 55m from the southern boundary (north
east of the asset) of Site 4. There is likely to be no harm to the significance of the setting of this designated
heritage asset because it is no longer a farm house and has been subject to change, there is a building and
vegetation between the site and the asset which limits views in a north easterly direction, the proposed 100m
stand- off from the asset, the intervening distances to the site’s southern boundary ( 200m to the north west
and 400m to the west of the asset), working in this location would be temporary and subject to other mitigation
measures and the site would be restored to its existing agricultural use.
7.91 Wasperton Farmhouse is a Grade II listed building and lies at its nearest point 70m from the northern boundary
(south of the asset) of Site 4. There is likely to be no harm to the significance of the setting of this designated
heritage asset because of the proposed 100m stand- off from the asset, the lack of working proposed to the
north and west of the asset retaining its existing agricultural land use, working to the south would be screened
by existing vegetation and working to the east screened by an existing building and vegetation, the lack of
public access to the site with the main road over 300m to the west and no public footpaths nearby, working in
this location would be temporary and subject to other mitigation measures and the site would be restored to its
existing agricultural use.
7.92 Wasperton Hill House is a Grade II listed building and lies 650m to the east of Site 4. There is likely to be no
harm to the significance of the setting of this designated heritage asset because of the significant intervening
distances to the site’s eastern boundary, working would be temporary and subject to other mitigation measures
and the site would be restored to its existing agricultural use. A detailed heritage assessment will be required
at the planning application stage.
Conservation Areas
7.93 There are significant physical barriers between Barford and Wasperton Conservation Areas and the site due
to the presence of property, land and roads which mean that neither the areas nor their settings will be harmed
by mineral working.
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Restoration
7.94 The proposal to restore most of the area back to agriculture including all the BMV land with suitable inert material
is acceptable in planning terms. The promoter believes that the volumes of inert wastes needed are relatively
modest and should be available over the period of the development to return the land back to original levels
making the prospect of lowering the land unlikely.
7.95 A good restoration scheme supported by planning conditions and regular monitoring by the mineral planning
authority and the landowners should ensure that the site is properly restored avoiding the past problems on
other sites. The landowners have indicated that they intend to appoint specialist consultants to ensure that the
site is properly restored to high quality agriculture.
Landscape
7.96 The site falls within the River Avon Valley. The majority of the site lies within the Terraced Farmlands landscape
character type while land to the west lies in the River Meadowlands landscape character type. The Terraced
Farmlands is typified by a large scale geometric field pattern and is relatively flat, and intensively farmed. The
land to the north of Wasperton Lane gently rises to the north and the land 650m beyond the eastern boundary
also rises eastwards to the B 4087. At over 1 km to the west of the site beyond the River Avon the land rises
to the A46 beyond. With the stand offs to The Forge Cottage, Wasperton Farm, Holloway Farm, Glebe Farm
and Seven Elms and Seven Elms Barn, safeguarding and where possible strengthening existing hedgerows
and mature hedgerow trees coupled with advanced tree and hedgerow planting on the north western and
eastern boundaries, no loss of agricultural land and the phased working and restoration of the site to agriculture
should minimise any potential adverse landscape and visual impacts.
7.97 A hedgerow regulations assessment and landscape and visual assessment will be required at the planning
application stage. The use of soils for temporary visual (and noise) screening will help reduce impacts and
ensure the site is restored to the required standard. There will be no permanent loss of BMV land.
Ecology
7.98 Detailed survey reports and assessments and mitigation plans would be needed to fully determine the likely
impacts of the proposals on the key ecological receptors (protected species and habitats) and determine any
necessary avoidance, mitigation and compensation measures required. The scope of such surveys and
assessments and plans would be dependent on the proposals and would be determined at the planning
application stage.
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Policy S4
Allocation at Site 4, Wasperton
Land at Wasperton shown on Figure 1.14 is allocated for sand and gravel working subject to the following
requirements:
suitable access onto Wellesbourne Road (A429);
no access onto Wasperton Lane;
phased working and progressive restoration to agriculture and nature conservation uses;
a minimum stand-off of 100m from The Forge Cottage, Wasperton Farm house, Holloway Farm house,
Glebe Farm house and Seven Elms and Seven Elms Barn ;
advance tree and hedgerow planting on the north western and eastern boundaries of the site;
safeguarding and where possible strengthening existing hedgerows and hedgerow trees;
the provision of suitable measures to protect the length of watercourse (River Avon and tributaries Local
Wildlife Site) running along the northern boundary and partly into the site;
the need to maintain the setting and the structural integrity of Seven Elms and Wasperton Farmhouse and
the setting of Wasperton Hill House;
preparation of an Environmental Management Plan for the site;
all soils to be stored on site for future use in the restoration of the site.
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Figure 1.14 Site 4: Land at Wasperton
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Site 6 - Coney Grey Farm, Ryton (serving Coventry and Kenilworth development needs)
Site Description
7.99 The site lies east of Middlemarch Industrial Estate beyond the River Avon and to the west of the A423 at Ryton
covering an area of 47 hectares. The site comprises medium to large scale mixed farming with hedged field
boundaries in the main and a block of woodland to the west. The eastern half of the site has previously been
worked and restored to a lower level with imported wastes. The entrance to the site on A423 is part of a new
roundabout to serve the new Prologis business park. There are no settlements nearby and the site has direct
access to the local highway network. There are farm buildings located in the centre of the site.
7.100 To the north of the site lie farmland, a caravan park and residential properties, to the east beyond the A423,
an employment park with the A45 beyond. To the south lie farmland, residential and business properties and
existing industrial uses. The River Avon forms the western boundary of the site.
Site Development and Indicative Working Proposals
7.101 The previously restored eastern half of the site would benefit from further improvements. This could be achieved
by moving soils from the western side of the site to create flood storage/flood alleviation to raise the low level
land on the east. Only the centre of the site to the west of the farm buildings which is outside the functional
floodplain would be worked. Stand-off zones and advance planting would help minimise any impacts to properties
fronting the eastern half of the site (south and north). It would be restored to agriculture using imported inert
fill. There will be opportunities to provide ecological enhancements and flood alleviation as part of the restoration
of the site. PROW R152 within the site may have to be temporarily diverted during the development of the site.
7.102 It has the potential to release 0.3 - 0.4 million tonnes of sand and gravel during the plan period to serve the
markets of Coventry and Kenilworth. Material is likely to be processed off site or on site using small mobile
processing plant.
7.103 The site would provide a modest increase in production capacity in the County at an estimated rate of 100,000
tonnes per annum.
Key Issues
7.104 Key Issues affecting the site are set out below. They are based on an assessment of the site at the time this
plan was written and therefore if circumstances change or new information becomes available prior to the site
coming forward through a planning application, any new issues will also need to be taken into account.
Landscape
7.105 The Site lies within the Dunsmore Plateau Fringe landscape type and is characterised by a rather variable open
to framed landscape with large arable fields. The River Avon corridor is a special feature within this landscape
owing to the nature of the surrounding landform. Safeguarding and strengthening primary linear features
(hedgerows, woodland edges’ and wooded stream lines) and advance planting along the northern, eastern
and southern boundaries and phased working and restoration should ensure that any potential adverse landscape
and visual impacts are minimised.
Green Belt
7.106 The site is located inside the Green Belt. At the planning application stage there will be a need to demonstrate
that any processing plant erected will not impact on the openness of the Green Belt, nor conflict with the
purposes of including land within it.
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Policy S6
Allocation at Site 6 Coney Grey Farm, Ryton
Land at Coney Grey Farm, Ryton shown on Figure 1.15 is allocated for sand and gravel working subject to the
following requirements:
operating as a satellite site to an existing or planned quarry in the Rugby/Warwick area or operating as a
stand- alone site using small mobile processing plant if a suitable location can be found within the site, to
reduce impact on the openness of the Green Belt;
phased working and progressive restoration to agriculture with increased biodiversity and flood storage/flood
alleviation. Materials removed from the western side of the site shall be used to restore the land on the
eastern side. The restoration plan should have regard to the Dunsmore Living Landscape scheme;
a minimum stand-off of 100m from individual properties fronting onto the eastern half of the site (north and
south);
advance planting on the roadside boundary and next to properties fronting onto the northern, eastern
southern boundaries of the site;
provision of suitable measures to protect and where appropriate enhance the special features of Brandon
Marsh SSSI and Ryton Woods SSSI and protect and enhance the River Avon LWS and Siskin Drive Bird
Sanctuary LWS. Protect the watercourse passing through the site and along its southern boundary;
preparation of an Environmental Management Plan for the site;
all soils to be stored on site for future use in the restoration of the site.
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Figure 1.15 Site 6: Coney Grey Farm, Ryton on Dunsmore

Coventry

Warwick
District

Rugby
Borough

Site 6

Preferred Sand and Gravel Sites:
Site 6: Coney Grey Farm, Ryton-onDunsmore

Warwickshire

Site Boundary
Warwickshire District/Borough Boundaries
Warwickshire County Boundary
0

0.25

0.5

Kilometres
© Crown Copyright and database right 2016. Ordnance Survey 100019520.

´

1:7,500
(When printed at A3 paper size.)

Produced by the
WCC Corporate GIS Team,
21 October, 2016.

Site 9 - Hams Lane, Lea Marston (serving North Warwickshire and Birmingham and Solihull
development needs)
Site Descripti-on
7.107 This site lies to the west of Lea Marston village near to Junction 9 of M42 (Dunton Island) and covers an area
of 48 hectares. To the north of the site lies Blackgreaves Farm, residential properties and beyond Blackgreaves
Lane, a restaurant, Lea Marston Hotel and leisure centre, to the east Lea Marston village, farmland and woodland
with the River Tame and lakes beyond , to the south National Grid electricity transmission assets and farmland
and to the west farmland, Dunton Quarry, woodland and Reindeer Park. To the south east beyond the mainline
railway from Derby to Birmingham lies Hams Hall distribution park.
7.108 To the south and west (250m from the safeguarding zone) of the site lies the line (north –south alignment) of
the proposed High Speed 2 railway linking Birmingham to London ( Phase One route) with land to the north
west beyond the A4097 being proposed as a railhead to help with the construction of the new railway (Kingsbury
Railhead). To the west and north of the site lies the proposed HS2 Phase 2 route which will provide new rail
links to the north and west of England. The site is currently in mainly agricultural use comprising large open
hedged fields but parts of the site are also used from time to time for other temporary uses. For example part
of the northern end of the site is used by a shooting club. The settlement of Lea Marston lies 200m to the east
but the site has good access to the local highway network. There are three overhead pylons on the site which
are to be retained.
Site Development and Indicative Working Proposals
7.109 The site could be developed in phases which would allow important hedgerows to be protected to reduce any
impacts from mineral working. Stand offs would help minimise any impacts to individual properties on
Blackgreaves Lane and Reindeer Park off Kingsbury Road. It could be restored to agriculture using imported
inert fill. However, there may be opportunities to provide ecological enhancements as part of the restoration of
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the site particularly in the north east corner and for additional woodland in the north- west corner adjacent to
Dunton Wood. Public Rights of Ways M14, M16 and M23 within the site would have to be temporarily diverted
during the development of the site.
7.110 The site has the potential to release 1.06 million tonnes of sand and gravel during the plan period to serve the
markets of North Warwickshire and Birmingham and Solihull. The site could provide new local capacity to
replace that lost with the closure of nearby Coleshill Quarry.
7.111 The development of the site would provide increased production capacity in the County at an estimated rate
of 100,000 tonnes per annum. It would appear sensible to try and work the site in conjunction with the construction
of HS2 and the Kingsbury Rail Head to the north. This could provide the opportunity to improve the restoration
options (site levels and future uses) for the site and contribute to the Tame Valley Wetlands Partnership Scheme
and the Trent and Tame Valleys Futurescape project. The site lies not far from an existing mineral and waste
site at Dunton so the opportunity to work the site back to Dunton by overland conveyor ought to be explored.
This would negate the need to erect a stand-alone processing plant and provide a new access onto Hams
Lane.
7.112 The site formed part of the Lea Marston Preferred Area (PA2) in the 1995 Minerals Local Plan for Warwickshire.
Key Issues
7.113 Key Issues affecting the site are set out below. They are based on an assessment of the site at the time this
plan was written and therefore if circumstances change or new information becomes available prior to the site
coming forward through a planning application, any new issues will also need to be taken into account.
Amenity
7.114 There are properties/buildings bordering the north western boundary of the site accessed from Blackgreaves
Lane and buildings at Reindeer Park on the western side south of Dunton Wood. The provision of a buffer zone
of a minimum of 100 metres from these properties would minimise any potential adverse impacts from such
things as noise and dust. The suitability of this buffer zone will be reviewed at the planning application stage.
In addition an Environmental Management Plan will be required at the planning application stage.
Listed Building
7.115 Blackgreaves Farmhouse on Blackgreaves Lane to the north of the site is a Grade II listed building. There is
likely to be no harm to the significance of the setting of this designated heritage asset because of the proposed
100m stand- off, the presence of a number of farm buildings and properties between the farmhouse and the
site, the building’s orientation with front façade facing east, working in this location would be temporary and the
site would be restored to its existing agricultural use.
Biodiversity
7.116 Whitacre Heath SSSI lies 650m to the east of the site beyond Hams Lane, mainline railway and the River Tame.
Extraction of sand and gravel is unlikely to cause harm to the SSSI, but provision of suitable measures to protect
and where possible enhance its special features will be required. Any hydrological and water quality issues
associated with the SSSI will need to be addressed at the planning application stage. A protected species
survey report, assessment and mitigation plan for the site will be required.
HS2
7.117 The close relationship of the site to HS2 has raised expectations about the possible future land uses including
access to the local highway network and restoration to uses and standards following mineral working. These
are non-mineral development matters and should be addressed through discussions with the local planning
authority. To avoid vehicles passing though Lea Marston village and over non allocated landto other parts of
the local highway network the Highway Authority requires vehicles to leave the site and travel south on Hams
Lane to Faraday Avenue and then to the A446. There are no justified reasons to include other alternative access
routes which are not supported by the Highway Authority and are free from planning and environmental
constraints.
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Other Previously Rejected Sites
7.118 Someobjectors have requested that the site be deleted in favour of other omitted sites and land (Sites 10, 11
and 12 and land to the west of A4097 Kingsbury Road). These sites have been considered on previous occasions
and found to be unacceptable in planning terms and not deliverable. The land west of A4097 has not been
nominated for allocation and is required for the construction of HS2 including a major railhead. These sites
would not release construction materials for the general market during the plan period a key requirement for
supplying and meeting future demands for aggregates in the MLP.
Landscape
7.119 The site falls within the Arden Parklands landscape character type which is characterised by medium to large
in scale and defined by woodland edges, belts of trees and wooded streamlines. The landform is gently rolling,
open in aspect and is intensively farmed. Provision of suitable stand-offs to Dunton Wood and existing properties
will significantly reduce the amount of higher ground on the western side of the site which together with advanced
hedge tree planting, gapping up hedgerows and providing small blocks of woodland planting and the phased
working and restoration of the site should minimise any potential adverse landscape and visual impacts. A
detailed landscape and visual impact assessment will be required at the planning application stage.
Green Belt
7.120 The site is located inside the Green Belt. At the planning application stage there will be a need to demonstrate
that any processing plant erected will not impact on the openness of the Green Belt, nor conflict with the
purposes of including land within it.

Policy S9
Allocation at Site 9 Hams Lane, Lea Marston
Land at Hams Lane, Lea Marston shown on Figure 1.16 is allocated for sand and gravel working subject to the
following requirements:
if worked as a stand- alone site suitable access onto Hams Lane and all vehicles turning right to Faraday
Avenue. No access through Lea Marston village;
exploring the opportunity to work the site back to Dunton Quarry by overland conveyor;
phased working and progressive restoration to agriculture and nature conservation uses;
a minimum stand- off of 100m from individual properties on Blackgreaves Lane and at Reindeer Park,
Kingsbury Road;
30m stand off from Dunton Wood;
additional woodland planting;
the provision of suitable measures to protect and where appropriate enhance the special features of Whitacre
Heath SSSI;
preparation of an Environmental Management Plan for the site;
all soils to be stored on site for future use in the restoration of the site;
if worked as a stand-alone site mobile plant to be located so as to reduce impact on the openness of the
Green Belt;
the working and restoration plan should take into account and contribute to the Tame Valley Wetlands
Partnership Scheme and Trent and Tame River Valleys Futurescape project;
take into account any mitigation approved to minimise the impact of HS2 on Lea Marston village.
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Figure 1.16 Site 9: Hams Lane, Lea Marston

Site 9

Preferred Sand and Gravel Sites:
Site 9: Hams Lane, Lea Marston
Site Boundary
Warwickshire District/Borough Boundaries
Warwickshire County Boundary
0

0.25
Kilometres

© Crown Copyright and database right 2016. Ordnance Survey 100019520.
Produced by the
WCC Corporate GIS Team,
21 October, 2016.

´

0.5

1:7,500
(When printed at A3 paper size.)

Minerals Plan Submission Warwickshire County Council

Core Strategy Policies 8
8 Core Strategy Policies
Minerals Core Strategy Policies

Policy MCS 1
Supply of Minerals and Materials
The MPA will maintain a supply of materials from substitute or secondary and recycled materials and mineral
waste and will take account of this when considering proposals to extract aggregate minerals in the County at
sites other than those allocated in Policy SO.
The MPA will ensure that during the plan period there is a sufficient supply of minerals through Warwickshire’s
contribution to local and national needs.
The MPA will maintain landbanks of permitted reserves for aggregate minerals and for brick clay.
Any planning application for mineral development will be treated on its merits and assessed against all other
relevant Development Plan policies, taking into account the guidance in the National Planning Policy Framework
and all other material planning considerations.
The MPA will seek to supplement supplies by taking advantage of unplanned opportunities as they arise such
as the extraction of known minerals of local, regional, or national importance prior to, or as part of, non-mineral
development.

Justification
8.1

Minerals are essential to support sustainable economic growth and the quality of life in Warwickshire. It is
important therefore that there is a sufficient supply of material to provide the infrastructure, buildings, energy
and the goods which the County needs. Warwickshire contains many mineral resources including sand and
gravel, hard rock, brick clay, coal; cement raw materials and building stone.

8.2

However a significant part of the County is rural in nature and there is a wide variety of landscapes one of which
is partly designated nationally as an Area of Outstanding Natural Beauty (AONB) (Cotswolds AONB). The
County is also rich in wildlife and habitats and has an important cultural heritage which adds to its character
and local distinctiveness. A large proportion of the County is covered by a swathe of designated Green Belt. A
key concern is the protection of the countryside from the movement of freight by road and ensuring that quarry
traffic avoids rural settlements, environmentally sensitive areas and the use of minor and unsuitable roads.
Continuing to maintain a sufficient supply of materials during the plan period will always be constrained by the
need to protect the county's natural and built environment and its local communities.

8.3

By maximising the use of alternative sources of materials (recycled and secondary materials and mineral
wastes) the supply of land won minerals can be managed more sustainably. The maintenance of appropriate
land banks of minerals reserves will provide an indicator of continuing security of supplies and when new
supplies may be needed.

8.4

In order to conserve resources, ensure that resources are used sustainably and the environment and local
communities are protected, proposals for new mineral development will be treated strictly on their merits having
regard to the development plan and any other relevant material planning considerations.
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Policy MCS 2
Sand and Gravel
The MPA will ensure that there is a steady and adequate supply of sand and gravel, taking account of the
Council's latest landbank figures, based on the latest published annual monitoring and the latest Local Aggregates
Assessment (LAA).
Warwickshire’s local plan requirement is 6.525 million tonnes to be provided over the 15 year plan period at an
average production rate of 0.508 million tonnes per annum. The MPA aims to achieve this production rate from
existing permitted reserves, by granting planning permission at the sites allocated by Policy SO and through
windfall developments such as the extraction of sand and gravel prior to, or as part of, non-mineral development.
Throughout the plan period the MPA will maintain at least a 7 year landbank of permitted reserves.
Proposals for sand and gravel extraction outside the allocated sites will only be supported where the proposal
demonstrates that significant operational, transport, environmental and restoration benefits will be provided by
working in that location.

Justification
8.5

Paragraph 207 of the National Planning Policy Framework (NPPF) states that a steady and adequate supply
of aggregates should be planned for by taking a number of measures including the preparation of an annual
Local Aggregates Assessment, taking account of guidelines on future provision, making provision for land won
resources through identified sites or areas or policy criteria, providing appropriate landbanks and granting
planning permission for sustainable mineral development.

8.6

The latest Local Aggregates Assessment shows a need for 6.525 million tonnes of sand and gravel to be
provided over the life of the plan (2017-2032) taking account of future demand for, and supply of, aggregate
minerals in the county. To ensure that the annual predicted rate of production is maintained during the plan
period six sites need to be identified and provided for in the plan.

8.7

The Council will regularly monitor the performance of the policies and proposals in the plan including the length
of the landbank and will seek to ensure that a minimum 7 year landbank for sand and gravel is maintained
throughout the plan period subject to appropriate proposals coming forward which are acceptable in planning
terms and sustainable. However it needs to be recognised that for nearly ten years the landbank for sand and
gravel in the County has been well below national targets. There are a low number of operating sites having
small production capacities; a number of quarries have closed with no new replacements; and there have been
only a small number of planning applications submitted some of which were withdrawn before being determined.
While there may be difficulties in gaining new planning permissions and in recent years the recession may have
significantly affected demand for construction materials this does not adequately explain the continuing low
level of permitted reserves in the county. Some parts of the local minerals industry have advised that the quality
of the resource in Warwickshire is a major factor which will affect the viability of any proposals and limit the
number of new planning applications being submitted. As production in the County has declined the amount
of imports has increased from 202,000 in 2005 to 359,000 in 2009 and 195,000 in 2014 according to the
government's four yearly surveys of aggregates.

8.8

Designation of a site in the local plan does not guarantee that planning permission will be granted because
poorly drafted proposals may produce significant adverse environmental impacts which may not be capable of
mitigation and imposition of planning controls through planning conditions. However, the expectation is that a
proposal is capable of being formulated and brought forward within the sites set out in Policy SO and is
considered likely to be made acceptable in planning terms. Proposals to develop the allocated sites therefore
need to be viable, well prepared, carefully designed and capable of being delivered during the life of the plan.

8.9

Proposals coming forward outside allocated sites will need to demonstrate that significant operational, transport,
environmental and restoration benefits can be provided by working in that location.
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Policy MCS 3
Crushed Rock
The MPA will ensure that there is a steady and adequate supply of crushed rock, taking account of the Council's
latest landbank figures, based on the latest published annual monitoring and the latest Local Aggregates
Assessment (LAA). The Council will seek to maintain at least a 10 year landbank for crushed rock.
Proposals for the winning and working of crushed rock will only be supported where the proposal demonstrates
that significant operational, transport, environmental and restoration benefits will be provided from working in
that location.
Proposals for the working of limestone in the Cotswold AONB for crushed rock provision will be refused except
in exceptional circumstances and where it can be demonstrated that they are in the public interest.

Justification
8.10 There is a regionally important resource of hard rock which is restricted to a narrow outcrop which extends from
Bedworth to Nuneaton and Atherstone. The rocks are known to have high polished stone value (PSV) content
and are used mainly for road stone and rail ballast.
8.11 There is now only one active crushed rock quarry in Warwickshire near Atherstone at Mancetter, although there
are other reserves at Griff (V) and Hartshill Quarry (previously known as Jees and Boon Quarry). Griff quarry
has been previously worked but has been left inactive in recent years. Hartshill Quarry has recently reopened.
8.12 The current landbank stands at 30.97 years (2016 available data before MPA amalgamation) based on figures
reported by the minerals industry which is well above the 10 year landbank requirement set out in the NPPF.
At 2016 the permitted reserves stood at 27.26m tonnes which include the 2 million tonnes extension permitted
in August 2015 at Mancetter Quarry.
8.13 Due to:
the limited nature of the outcrop;
the known physical, community, environmental and transport constraints;
the difficulty in accessing the resource; and
the extensive landbanks;
there are no plans to allocate sites for future working of crushed rock in the County.
8.14 Proposals coming forward will need to be able to demonstrate that significant operational, transport, environmental
and restoration benefits will be provided from working in that location.
8.15 The NPPF says that great weight should be given to conserving landscape and scenic beauty in Areas of
Outstanding Natural Beauty such as the Cotswold AONB. The conservation of wildlife and cultural heritage are
also important considerations in these areas. For major development such as the working of limestone for
crushed rock provision, planning permission will be refused except in exceptional circumstances and where it
is in the public interest.
8.16 Proposals for mineral working in the Cotswold AONB should include an assessment of the following:
a.
b.
c.

the need for the development, including in terms of national considerations, and the impact of permitting
it, or refusing it, upon the local economy;
the cost of, and scope for, developing elsewhere outside the designated area, or meeting the need for it
in some other way; and
any detrimental effect on the environment, the landscape and recreational opportunities, and the extent
to which that could be moderated.
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8.17 However those crushed rock mineral resources which are considered to be locally, regionally or nationally
important are shown on the Crushed Rock Mineral Safeguarding Area on Map 14.2 in Appendix 2. The extraction
of crushed rock prior to, or as part of, permitted non-mineral development will be sought in accordance with
policies in this plan.

Policy MCS 4
Secondary and Recycled Aggregates
Proposals for the reception, processing, treatment and distribution of waste materials in order to produce recycled
and secondary aggregates will be supported where the proposal will promote the sustainable management of
waste in accordance with the principles of the Waste Hierarchy and will facilitate a reduction in the need for
primary aggregates.

Justification
8.18 Recycled aggregates comprise construction, demolition and excavation waste such as brick, stone, concrete
and asphalt which have been processed to provide products for the construction industry to re-use. The recycling
of aggregates is important in the County and there are 9 operational sites one of which, Dunton Quarry at
Curdworth, is a major facility providing materials to the local and regional construction industry. In 2015, 830,250
tonnes of construction and demolition waste material was recycled in the County. Further details of the nine
recycling sites in the county are provided in Appendix 5.
8.19 New facilities will be supported where they will help deliver sustainable waste management, and facilitate a
reduction in the production of primary aggregates.

Policy MCS 5
Safeguarding of Minerals and Minerals Infrastructure (see also Policy DM10)
Warwickshire’s sand and gravel, crushed rock, brick-making clay resources, cement raw materials and building
stone will be safeguarded against needless sterilisation by non- minerals development, unless “prior extraction”
takes place.
Safeguarded mineral resources are generally defined by Mineral Safeguarding Area illustrated on the Maps in
Appendix 2. In addition, Minerals infrastructure safeguarded in Warwickshire comprises:
permitted and allocated mineral sites;
concrete batching plants;
mortar plant;
asphalt plants;
concrete products plant; and
recycled and secondary aggregates sites
Non-mineral development, except for those types of development set out in Appendix 3, shall not normally be
permitted if they would unnecessarily sterilise existing and future mineral sites and mineral infrastructure or
prejudice or jeopardise their use by creating incompatible land uses nearby.

Justification
8.20 This core strategy policy sets out the key elements of mineral safeguarding in Warwickshire and is supported
by development management policy DM 10 which provides further details.
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8.21 As minerals can only be worked where they are found it is important to safeguard viable mineral resources
from needless sterilisation by other development to secure a future long term supply of minerals. The NPPF
states that “it is essential that there is a sufficient supply of minerals to provide the infrastructure, buildings,
energy and goods that the country needs. Since minerals are a finite natural resource, and can only be worked
where they are found, best use needs to be made of them to secure their long-term conservation.”
8.22 The NPPF also states that planning policies should “safeguard mineral resources by defining Mineral
Safeguarding Areas; and adopt appropriate policies so that known locations of specific minerals resources of
local and national importance are not sterilised by non-mineral development where this should be avoided
(whilst not creating a presumption that the resources defined will be worked)”.
8.23 The key safeguarded mineral resources in Warwickshire are sand and gravel, crushed rock, brick-making clay
resources, cement raw materials and building stone. These resources have been identified for long term
safeguarding beyond the life of this plan and are designated as MSAs and shown illustrated on the Maps in
Appendix 2.
8.24 The Maps were produced as part of a report produced on behalf of the MPA by the British Geological Survey
which mapped the extent of mineral resources in the County and the latest guidance. From time to time the
MSAs may be reviewed and updated as mineral resources become exhausted or as the result of exploratory
or detailed drilling as part of the preparation of planning application for minerals development or a mineral
survey and assessment report submitted with a planning application for non-mineral development.
8.25 Safeguarding the infrastructure that supports the supply of minerals is just as important as safeguarding mineral
resources. The NPPF states that planning policies should “safeguard existing, planned and potential sites for:
the bulk transport, handling and processing of minerals; the manufacture of concrete and concrete products;
and the handling, processing and distribution of substitute, recycled and secondary aggregate material”.
8.26 There are no bulk transport facilities in the County. There are concrete batching plants, mortar and coated
materials plant in the County on existing mineral sites which should provide a degree of protection, particularly
those in the Green Belt. However the nine sites providing recycled and secondary aggregate materials in the
County (see Figure 1.8) are quite important so for the duration of their life these facilities will be safeguarded
in accordance with this policy from non-mineral development if that development would unnecessarily sterilise
the sites or prejudice or jeopardise their use by creating incompatible land uses nearby.
8.27 The encroachment of incompatible activities around minerals development sites/facilities may create conflict
due to either the more sensitive nature of other forms of development or their on-going occupation or usage.
This could potentially impose constraints, reducing the viability of future mineral operations. It is the nonminerals developer’s responsibility to determine site specific potential impacts, as well as identification and
implementation of mitigation measures where necessary. The MPA may advise that development should not
be permitted if it would constrain the effective operation of existing sites or sites allocated for future mineral
development.
8.28 The MPA believes that the best way of achieving the level of control required is to apply this policy and DM 10
to consultations received from the local planning authorities on a case by case basis. A buffer zone approach
would be difficult to substantiate as there are already other planning controls in place and determining the
extent of the buffer zone required would have to be done on a case by case to reflect the nature and extent of
the site/facilities and the potential for encroachment of incompatible development. Furthermore there are only
three sand and gravel sites operating in the county and they are all in the Green Belt where development is
restricted. Most of the remaining existing minerals infrastructure is either in the Green Belt or in existing industrial
areas.
8.29 In order to avoid unnecessary consultations by other local planning authorities, Appendix 3 lists types of
applications for proposed non –mineral developments which in the opinion of the Council are unlikely to conflict
with the aims of Policy MCS5 and are excepted from its scope.
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Policy MCS 6
Brick Clay
The MPA will maintain at least 25 years’ permitted reserves of brick clay to support capital investment required
for new or existing plant for brick manufacturing, and the maintenance and improvement of existing plant and
equipment, by permitting new or extended sites and by permitting extraction prior to, or as part of, non-mineral
development.
a.

Proposals for brick clay extraction will be supported where the proposal:

b.

supports capital investment required for new or existing plant for brick manufacturing and the maintenance
and improvement of existing plant and equipment; and

c.

provides for the extraction of premium brick clays such as those from the Etruria Formation or other clay
raw materials with equivalent physical characteristics;

d.

and in addition the proposal either:
i.

enables the continuation of appropriate blends to be made: or

ii.

provides raw materials released from the working of other minerals: or

iii.

provides raw materials which can be utilised at an existing plant or for an environmental project where
the raw materials are required to meet specific technical requirements and those materials cannot be
supplied from any other location.

Proposals for the long term stockpiling of clays released through the extraction of other minerals or prior extraction
will be supported if the proposals:
a.

are practicable and environmentally feasible; and

b.

will not have any unacceptable adverse impacts.

Justification
8.30 The NPPF says that mineral planning authorities should plan for a steady and adequate supply of industrial
minerals by maintaining a stock of permitted reserves to support the level of actual and proposed investment
required for new or existing plant and the maintenance and improvement of existing plant and equipment of at
least 25 years for brick clay. It also says that mineral planning authorities should take account of the provision
of brick clay from a number of different sources to enable appropriate blends to be made.
8.31 Clay raw materials are used to create bricks, tiles, and pipes, provide engineering fill and create products with
particular physical and aesthetic qualities. Such qualities are mostly the direct result of the physical characteristics
of the raw material, which may be available in only a few locations. Clays worked in the Etruria Formation, for
example, allow higher quality products to be manufactured such as engineering bricks, facing brick and slips,
pavers, roof and floor tiles and the Staffordshire Blue brick used for engineering purposes and valued for its
aesthetic qualities.
8.32 The only brickworks operating in the County is at Kingsbury, which supplies a range of brick products to local
and regional markets from on-site marls and clays. Provision of clay and marl from the quarry is also known to
support clay product manufacturing at a site in Walsall. The MPA intends to monitor the supply of clays to works
outside the County as part of on-going co-operation with other mineral planning authorities.
8.33 Clays are also worked at Southam and are transported to Rugby for use in the production of cement.
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8.34 These facilities currently have access to sufficient materials to meet future needs. However, proposals for
extensions to existing or new marl/clay quarries to meet future needs will be supported, if the requirements of
this and other policies in the plan are met.
8.35 However, those brick-making clay resources which are considered to be locally, regionally or nationally important
are shown on the Brick Clay Mineral Safeguarding Area on Map 14.3 in Appendix 2. The extraction of
brick-making clay resources prior to, or as part of, permitted non-mineral development will be sought in
accordance with policies in this plan.

Policy MCS 7
Building Stone
The MPA will support the extraction of building stone from small scale quarries where it can be demonstrated:
a.

there is a need for the material; and

b.

there are no suitable, viable and more sustainable alternative sources available; and

c.

the scale, extent and location of the proposed quarrying are such that adverse impacts upon the environment
and amenity can be avoided or adequately mitigated; and

d.

it will positively contribute towards the maintenance of the historic built environment and will encourage
local distinctiveness and good quality design; and

e.

any working of minerals for non-building stone purposes will not prejudice the ability to satisfactorily achieve
previously approved or acceptable in principle proposals for future site restoration that accord with Policy
DM 9.

Justification
8.36 Historically building stone has been used extensively throughout the county and further information can be
found in “A Building Stone Atlas of Warwickshire – published by English Heritage (now known as Historic
England) in May 2011. The aesthetic qualities of the stone used impart a distinctive character to the county’s
historic buildings.
8.37 Working of building stone in the county has typically been very intermittent, less intensive, surface related and
from small scale (nature and extent) quarries irrespective of whether they are “relic” as described in the NPPF.
The minerals industry believes that dimension stone extraction should not be limited to local markets or the
heritage sector. The sector should be free to develop new- build markets and should be allowed to operate at
higher production if it contributes to economic development. By emphasing reliance on local markets and small
scale operations the industry believes that the authority is being too prescriptive and not recognising the potential
for change. The evidence is that the past pattern of working has not changed and the industry is in decline and
situation is unlikely to change in the foreseeable future.
8.38 There are currently no sites working building stone in the county. Sites at Edge Hilland Dry Hill in the Cotswold
AONB and Avon Hill outside the AONB have worked ironstone and limestone but only Edge Hill is currently
operational working very small ironstone stockpiles for secondary aggregates prior to completing the final
restoration of the site. The location and scale of the sites are reflective of the physical and planning constraints
affecting building stone extraction such as the capacity of local roads, amenity considerations and designations
and designated assets.
8.39 There is at present no demand for additional sites or for building stone to be released for future working. However
those building stone mineral resources which are considered to be locally, regionally or nationally important
are shown on the Building Stone Mineral Safeguarding Area on Map 14.5 in Appendix 2. The extraction of
building stone prior to, or as part of, permitted non-mineral development will be sought in accordance with
policies in this plan.
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8.40 Proposals for future working of building stone outside the Cotswold AONB will therefore be carefully considered
against the requirements of this policy. Developers will need to demonstrate a need for the material to repair
old buildings and structures and for new construction, that there are no alternative supplies elsewhere within
and outside the county and that any adverse impacts of proposed working are capable of being avoided or
adequately mitigated.
8.41 Proposals within the Cotswold AONB and which would affect its setting will need to be scrutinised more carefully.
The statutory purpose of an AONB is to conserve and enhance the natural beauty of the area of outstanding
natural beauty (sect 82 Countryside and Rights of Way Act 2000). Section 85 of the Act places a statutory
(legal) duty on the authority to have regard to the purpose of conserving and enhancing the natural beauty of
the area when discharging any function (such as plan making) in relation to, or affecting land within, an AONB.
Wildlife in the AONB and its cultural heritage are also important factors to be taken into account.
8.42 Within the AONB, any quarry proposal comprising major development due its scale and impact will need to
clearly demonstrate that there are exceptional circumstances and the proposal is in the public interest, in
accordance with the “major development test” in the NPPF.
8.43 Quantities of waste rock (non-building stone) can be generated during the extraction of building stone particularly
in the initial phases of working. This waste stone may have a potential use as aggregate: the use or disposal
of it is an issue which needs to be considered on a case by case basis through a planning application. A
particular consideration will be the extent to which the proposal could prejudice the restoration of the site.

Policy MCS 8
Coal Mining (surface and deep mining)
Proposals for coal mining will only be approved where the proposal is demonstrated to be environmentally
acceptable, or can be made so through planning conditions and obligations. Where this cannot be demonstrated,
planning permission will only be granted where the proposal is demonstrated to provide national, local or
community benefits that clearly outweigh the adverse impacts arising from the proposal.
In particular, appropriate consideration will need to be given to the proposal's impacts in terms of:
a.

contribution to delivering an indigenous source of energy and securing a diverse energy mix;

b.

disposal of colliery spoil (deep mining);

c.

minimising the nature and extent of surface subsidence (deep mining);

d.

arrangements for the extraction and stockpiling of other minerals (surface mining).

Justification
8.44 Coal from the Carboniferous Coal Measures which are exposed at the surface in the north of the County has
been exploited since Roman Times. Small scale operations from shallow pits continued until the middle to late
19th century when numerous deep mines began operation in North Warwickshire reflecting an increase in the
demand for coal and advances in mining technology. The last deep mine at Daw Mill, near Arley in North
Warwickshire closed in 2013 following a huge underground fire. Previously, coal extraction had taken place
in the Corley Moor area at a depth of around 800 – 900 metres.
8.45 Whilst the NPPF gives a general presumption against the extraction of coal there are large coal reserves in the
County. There are no plans to reopen Daw Mill Colliery and neither does there appear to be any plan to sink
another pit head or even return to surface coal extraction in the County.
8.46 There are large coal reserves deep underground in the Warwickshire Coalfield and on the surface in the north
of the County. Given there is likely to be a shortage of energy nationally in the short to medium term there is
always going to be the possibility that coal may be considered economically viable to extract in the future.
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8.47 The extent of the Warwickshire Coalfield is shown on Fig 1.7. Proposals for future working of coal by conventional
underground or surface means will therefore be considered in accordance with the policies in the development
plan.
8.48 For any coal mining proposals the County Council will have regard to the desirability of the preservation of
natural beauty, of the conservation of flora and fauna and geological or physiographical features of special
interest and of the protection of sites, buildings, structures and objects of architectural, historic or archaeological
interest and the extent to which the coal operator has complied with the duty under Section 53 of the Coal
Industry Act 1994, to have regard those matters and to mitigate impacts, when preparing any planning application.

Policy MCS 9
Conventional and unconventional Hydrocarbons
Planning permission for the exploration and/or appraisal of hydrocarbons will only be supported where it has
been demonstrated that:
a.

Well sites and associated facilities are sited in the least sensitive location from which the target reservoir
can be assessed; and

b.

The proposed development will not generate unacceptable adverse impacts on the environment, transport
systems and local communities; and

c.

Drilling at the proposed location will not generate unacceptable adverse impacts on the integrity of the
underlying geological structure; and

d.

Measures will be taken to mitigate to acceptable levels adverse impacts on the environment, transport
systems and local communities.

Where proposals for exploration and appraised are permitted, there will be no presumption that long term
production from those wells will be permitted.
Planning permission for production of hydrocarbons will only be supported where it is demonstrated that:
e.

The Proposal can adhere to criteria b - d above; and

f.

The further works and surface facilities are justified as being required to manage the output from the well(s),
including facilities for the utilisation of energy where relevant, and are sited in the least sensitive location
from which the target reservoir can be accessed; and

g.

There is a full appraisal programme for the hydrocarbon resource; and

h.

There is a development framework for the site and an assessment of the proposal’s economic impacts.

All proposals should include secure arrangements for full restoration and aftercare for each of the stages of
development.
Proposals for the exploration, appraisal and production of shale/oil gas in the Cotswolds AONB will be refused
except in exceptional circumstances and where it can be demonstrated that they are in the public interest.

8.49 The exploration, appraisal or production of hydrocarbons can only take place in areas where the Oil & Gas
Authority have issued a licence under the Petroleum Act 1998 (Petroleum Licence).
8.50 The NPPF says that mineral planning authorities should clearly distinguish between the three phases of
development (exploration, appraisal (testing) and production) and plan positively for them, whilst ensuring
appropriate monitoring and site restoration is provided for.
8.51 Exploration involves acquiring geological data to establish whether hydrocarbons are present by seismic surveys
and drilling and in the case of shale gas hydraulic fracturing. Appraisal follows exploration and is concerned
with determining the extent of the deposit or its production characteristics to establish whether it can be
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economically exploited and will also involve hydraulic fracturing. This can involve further seismic work, longer-term
flow tests and the drilling of further wells. The production phase involves the drilling of a number of wells together
with the installation of pipelines, erection of processing facilities and temporary storage tanks. For unconventional
hydrocarbons exploratory drilling may take considerably longer than drilling for conventional oil and gas and
will involve removing water from the coal seam in the case of coalbed methane. Production can last up to 20
years or more. When work ceases the facilities will be dismantled and the sites restored.
8.52 Conventional oil and gas are usually located in porous reservoirs of sandstone or limestone. Unconventional
oil and gas usually comes from sources such as shale and coal seams which act as reservoirs.
8.53 Separate planning permission is required for each phase of hydrocarbon extraction. Although, except where
the drilling of a borehole is required, some initial seismic work may not require express planning permission.
8.54 There has only been one application for permission to drill exploratory wells for conventional hydrocarbons and
that was near Kingsbury in 2001. The drilling did not confirm the presence of any hydrocarbons and no further
work was carried out. Since then no interest has been shown in carrying out exploratory work in the county to
search for oil or natural gas deposits. There are no national or local targets for the production of conventional
or unconventional hydrocarbons and each proposal within the licence area needs to be considered on its own
merits. There are no requirements to safeguard shale gas/oil resources.
8.55 The NPPF says that great weight should be given to conserving landscape and scenic beauty in Areas of
Outstanding Natural Beauty. The conservation of wildlife and cultural heritage are also important considerations
in these areas. For major development such as the exploration, appraisal and production of hydrocarbons within
an AONB planning permission should be refused except in exceptional circumstances and where it is in the
public interest.
8.56 Developers should avoid developing proposals within influencing distance of sites designated as being
internationally or nationally important for nature conservation. Heritage assets and their settings should also
be avoided.
8.57 Sites will not be encouraged where access is required to transport plant, machinery and materials for drilling,
processing and production through residential areas, sensitive land uses or via roads which are minor or
considered unsuitable by the Highway Authority for HGV use.
8.58 Normally drilling takes place 24 hours a day, 7 days a week for safety reasons. The ability to directional drill
means that access to a reservoir to recover the gas/oil may be secured from distant locations and fewer wells.
However, this has the potential to have significant impacts on the residential amenity of properties and
communities near to a proposed site.
8.59 Particular consideration will be given to the close proximity of any proposed well head to any residential properties
and to settlements in the County. The cumulative effects of continuous drilling in one location following exploration
or several locations close by will also be given particular scrutiny.
8.60 Proposals for conventional and unconventional hydrocarbon extraction will be considered in accordance with
the policies in the development plan.
8.61 The MHCLG has issued planning practice guidance for onshore oil and gas and this includes unconventional
hydrocarbons, hydraulic fracturing and coal bed methane. The guidance states that it is likely that Warwickshire
County Council would be responsible for assessing planning applications in Warwickshire where planning
permission is required.
8.62 The Government says that shale gas is of national importance and they expect Mineral Planning Authorities to
give great weight to the benefits of mineral extraction, including the economy. This includes shale gas exploration
and extraction. Mineral plans should reflect that minerals resources can only be worked where they are found
and applications must be assessed on a site by site basis and having regard to their context. Plans should not
set restrictions or thresholds across their plan area that limits shale development without proper justification.
8.63 The situation in Warwickshire is that no proposals have come forward to explore, appraise or produce shale
gas/oil to date. The most recent information that the County Council has received from the British Geological
Survey is that of the main potentially prospective shale gas rocks, none are present in Warwickshire in
thicknesses or depths that would be expected to be commercially viable. Clear geological evidence of the
suitability of any source rocks in the county for shale gas/oil extraction will need to be submitted as part of any
proposals.
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8.64 However, while shale gas development in Warwickshire may be unlikely in the short term, the plan must address
any potential developments in that industry.
8.65 Shale gas is methane found in rocks deep (2,000 -3,000 metres) below the earth’s surface which had previously
been considered too impermeable to allow economic recovery. Coal bed methane is methane that is extracted
from unworked coal seams at shallower depths (150-1,500m).
8.66 Hydraulic fracturing or fracking is the process of opening and/or extending existing narrow fractures or creating
new ones in gas or oil bearing rock by injecting water, sand and non- hazardous chemical additives, which
allows gas or oil to flow into wells to be captured.
8.67 The exploration, appraisal or production of unconventional hydrocarbons can only take place in areas where
the Oil & Gas Authority have issued a licence under the Petroleum Act 1998 (Petroleum Licence). At present
there are no licence areas in Warwickshire. As a result of the Infrastructure Act 2015 the formal consent of the
Secretary of State for Business, Energy and Industrial Strategy is now also required. Consent cannot be issued
unless a scheme to provide benefits, financial or otherwise, for the local area is in place, irrespective of planning
permission. To grant consent, the Secretary of State must be satisfied that 13 specific conditions on environmental
matters and information are met.

Policy MCS 10
Underground Coal Gasification
Proposals for Underground Coal Gasification, the production of syngas and the erection of plant to utilise the
gas to produce energy and/or other fuels and chemical feedstocks will only be supported if it is demonstrated
that the proposal is environmentally acceptable or can be made so by planning conditions or obligations, and
that it provides national, local or community benefits which clearly outweigh the likely adverse impacts so as to
justify the grant of planning permission.

Justification
8.68 Underground Coal Gasification (UCG) is a separate process to fracking involving controlled combustion of coal
seams beneath the ground and the recovery of the resulting gases. The coal can be accessed by carefully
controlled directional drilling of several wells that penetrate the coal seam for an appropriate distance. Normally
two wells are required, one to inject steam and air or oxygen to ignite the seam and the other to recover the
gas-water vapour mixture (syngas). Syngas is mainly a mixture of methane, hydrogen, carbon monoxide and
carbon dioxide. The gas can be utilised in on-site and/or off- site plant to produce energy (via gas combustion),
fuels (diesels) and chemical feedstocks (fertilisers).
8.69 Any power station that proposes to use gas produced by Underground Coal Gasification will need to demonstrate
that it is carbon capture ready before planning permission may be given for the construction of the power station.
New power stations that use the gas as a fuel will also be subject to the Emissions Performance Standard. The
Standard, introduced through provisions of the Energy Act 2013, recently came into force and places a limit on
the amount of carbon dioxide emissions that new fossil fuel power stations can emit.
8.70 The Coal Authority is responsible for issuing licences granting the right to access the coal, but no UCG operations
can take place until the applicant has secured all other necessary rights and permissions. This would include
securing the necessary planning permission from Warwickshire County Council as the Mineral Planning Authority.
A Conditional Licence application was made to the Coal Authority in May 2013 by Cluff Natural Resources Plc.
No decision was made by the Coal Authority and the County Council was told that Cluff would let its application
lapse as it wished to focus on offshore areas where there were larger reserves.
8.71 There are no national or local targets for the production of syngas and the production of energy, other fuels
and/or chemical feedstocks from UCG so each proposal needs to be considered on its own merits.
8.72 Developers should avoid developing proposals within influencing distance of sites designated as being
internationally or nationally important for nature conservation. Heritage assets and their settings should also
be avoided.
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8.73 Sites will not be encouraged where access is required to transport plant, machinery and materials for drilling
wells, producing and utilising syngas to produce energy, other fuels and chemical feedstocks, through residential
areas, sensitive land uses or via roads which are minor or considered unsuitable by the Highway Authority for
HGV use.
8.74 Normally drilling the wells takes place 24 hours a day, 7 days a week for safety reasons. The erection and
operation of plant to recover and utilise the syngas to produce energy, other fuels and chemical feedstocks
has the potential to have significant impacts on the residential amenity of properties and communities near to
proposed site. Particular consideration will be given to the close proximity of the proposed wells, gas recovery
and utilisation plant to any residential properties and settlements in the County. Proposals for Underground
Coal Gasification, the production of syngas and the erection of plant to utilise the gas to produce energy and/or
other fuels and chemical feedstocks will be considered in accordance with the policies in the development plan.
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9 Development Management Policies
Development Management and the Planning Application Process
9.1

Warwickshire County Council as the Minerals Planning Authority is responsible for dealing with all planning
applications for minerals development in the County. In order to fully consider such proposals, an applicant will
need to submit sufficient information for the Council to base its development management decisions.

9.2

Pre-application consultation should be undertaken with the Council and other relevant stakeholders to establish
what supporting information will be required as part of the planning application, particularly where there may
be a need for an Environmental Impact Assessment (EIA) in accordance with the Town and Country Planning
(Environmental Impact Assessment) Regulations 2017.

9.3

This will ensure that the environmental impacts of proposed developments are assessed in a systematic way
and that planning applications are prepared and processed in an effective and efficient manner.

9.4

A screening opinion should be sought from the Council if there is any uncertainty as to whether an EIA is
required. Where an EIA is required, operators should seek a scoping opinion from the Council to establish the
content and level of detail required for the planning application as part of the pre-application consultation
process. Planning applications that fall within the scope of the EIA Regulations will not be determined until a
satisfactory Environment Statement (ES) has been submitted and all necessary information has been considered.
The Council may need to consult other bodies, such as the Environment Agency and Natural England before
an opinion is given.

9.5

Warwickshire County Council strongly encourages developers to consult with the local community at the earliest
stage of any proposal. This will foster a positive attitude and a high level of co-operation between the minerals
industry and the communities they serve.

Planning Control
9.6

Planning permissions will usually be subject to a number of planning conditions designed to avoid, reduce and
minimise unacceptable adverse amenity impacts of the development. These are imposed, as appropriate, to
control the implementation, operation and restoration of the permitted development. Paragraph 55 of the National
Planning Policy Framework sets out the six tests for planning conditions which are as follows:
1.

necessary;

2.

relevant to planning and;

3.

to the development to be permitted;

4.

enforceable;

5.

precise and;

6.

reasonable in all other respects.

9.7

Where the use of planning conditions to address unacceptable impacts is not possible, developments may be
made acceptable in planning terms through the use of planning obligations. These are usually legal agreements
(S 106) between the planning authority and those with an interest in a piece of land (i.e. developers) that help
to ensure that wider environmental impacts, including those beyond the development boundary, can be resolved
and managed.

9.8

Government guidance in the NPPF (paragraph 56) states that planning obligations should only be sought where
they meet all of the following policy tests:
a.
b.
c.

necessary to make the development acceptable in planning terms;
directly related to the development; and
fairly and reasonably related in scale and kind to the development.
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9.9

Planning obligations can also be used to secure some community benefits from the development – this may
consist of infrastructure, landscaping or community facilities, which the developer will agree to provide as part
of the proposal. These planning obligations are often only finalised once an application has been approved in
principle.

9.10 However, a planning obligation may only constitute a reason for granting planning permission for development
where it can meet the above NPPF policy tests, as stated in the Community Infrastructure Levy Regulations
2010 (Reg. 122).
9.11 Where permission is to be granted for a proposal to develop a minerals site, conditions will be imposed, or in
appropriate circumstances, agreements entered into to secure any of the following:
measures to mitigate amenity impacts to acceptable levels - including access/ road improvements, limits
on vehicle numbers/movements, limits on outputs, visual intrusion, noise, illumination, odour, dust, and
emissions (to air, water or soil), establishment of liaison meetings, etc;
measures to protect, conserve and enhance ecological, geological, archaeological and other historic
assets;
site design - including location, design and size of buildings, plant or structures, disposal and management
of overburden and other extracted materials, landscaping, screening, protection of existing trees, hedgerows
and shrubbery, flood prevention, protection of the water environment, use of sustainable drainage systems,
protection of public rights of way, and where appropriate waste management considerations;
site operations - including commencement and duration of the permission, materials to be processed and
stockpiled , hours of working, vehicle movements, materials and soil management/movements,
environmental monitoring/ control regimes, storage/containment of waste, site security etc;
measures for reinstatement, decommissioning, restoration, aftercare/future management and monitoring
of the site to bring it back to a beneficial and appropriate afteruse.
9.12 The Community Infrastructure Levy Regulations 2010 allows local authorities to charge developments to ensure
that costs incurred in providing necessary infrastructure to support development can be funded (wholly or partly)
by owners or developers. Such infrastructure would include, but may not be confined to, roads and other
transport facilities, flood defences, schools and other educational facilities, medical facilities, sport and recreational
facilities, open spaces and affordable housing. The charging authorities (i.e. the district and borough councils)
wishing to charge a levy will need to produce a charging schedule setting out the levy rates for their area. Where
no charging schedule is in place, existing s106 contributions will continue to be applied where necessary.
Temporary permissions
9.13 In some circumstances, the Council may consider it appropriate to grant temporary planning permission for
certain development proposals. This may be for operational reasons, or to monitor the impacts of the proposed
development including any proposed mitigation before permanent permission is considered. Where the granting
of temporary permission is deemed appropriate, the nature and scale of the operation, together with the location
of the site, and the nature, extent and delivery of the proposed mitigation will be taken into account to determine
the duration of the planning permission.
Pollution control matters
9.14 The Environment Agency (EA) is concerned with controlling the pollution aspects of mining, mining related
activities and waste facilities through Environmental Permitting. The EA is required to consult Mineral Planning
Authorities when new permit applications are being considered for approval. Where a permit is required for
land identified for a waste management use as part of or associated with mineral development and planning
permission is required, the planning permission would need to be secured before the EA can grant the permit.
The EA also controls certain aspects of the aftercare of mineral sites to prevent pollution such as the discharge
of surface and/or ground water from a site. The roles of Mineral Planning Authorities and the EA in the regulation
and enforcement of mineral sites are therefore separate but complementary. The Council will therefore need
to liaise with the EA and other relevant bodies to ensure that their information and expertise is used for its
decision making.
Mining legacy issues
9.15 The Coal Authority has defined Development High Risk Areas in Warwickshire to help planning authorities
identify higher risk areas that may be affected by coal mining legacy issues. This may include abandoned coal
mines; shallow coal workings (recorded and probable); mine entries; coal seam outcrops; mine gas sites and
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areas; recorded coal mining related hazards; fissures and previous surface mining sites. The Standing Advice
Area is the remainder of the defined coalfield. In this area no known risks have been recorded, and as such
presents a lower potential risk to new development proposals, although there may still be unrecorded issues
in this area. Further information on these areas, and how mining legacy issues should be addressed, is available
at: https://www.gov.uk/guidance/planning-applications-coal-mining-risk-assessments
Monitoring and enforcement
9.16 Mineral Planning Authorities have a responsibility for the monitoring of mineral planning permissions and
conditions. If problems become apparent through site monitoring or site visits or where problems are drawn to
the Council's attention between visits, then the Council will seek to resolve any issues as quickly as possible.
Where breaches of planning control take place and there is a potential risk to the environment or communities,
the Council will exercise its powers to serve legal notices to remedy any breaches of planning control. It may
use its powers to implement legal action to halt unauthorised development and where necessary, require
appropriate remedial work to be carried out. Further details of the County Council’s policies on monitoring and
enforcement can be obtained from the authority's adopted enforcement plan.
Community liaison
9.17 Although mineral development can provide both economic and environmental benefits for an area, the nature
of the facility or its operations can result in concern or anxiety within the local community. Operators of mineral
sites will form part of that community, and as such are required to consult and inform members of that community.
9.18 Mineral operators and/or developers are strongly encouraged to participate in community liaison meetings,
particularly where planning permission for mineral development is sought. Where planning permission has
been granted, operators are strongly encouraged to take part in ongoing liaison meetings. Community liaison
meetings will provide a valuable forum where the local community is informed of current progress of the site
and how operations have complied with conditions attached to any planning permission. They can also provide
an opportunity for constructive discussion about any concerns or problems so that they can be resolved to the
satisfaction of both the local community and the mineral operator.
Development Management Policies
9.19 The following section provides the Development Management policies for assessing mineral development
proposals. The policies should not be read in isolation and proposals will need to demonstrate that they comply
with all the other relevant Core Strategy and Development Management policies.
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Policy DM 1
Protection and enhancement of environmental assets and landscapes
Mineral development should protect, conserve, and where possible enhance, environmental assets and landscapes
(the natural environment) by ensuring that there are no unacceptable adverse impacts upon:
a.

the quality and character of the landscape;

b.

natural resources (including water, air and soil resources);

c.

biodiversity;

d.

geodiversity.

Mineral development proposals should demonstrate that nature conservation sites, species, and habitats (an
indicative list of sites, species, and habitats is contained in Table 9.1) of international and national importance
will be preserved or conserved and, where possible, enhanced. The level of protection to be afforded to the asset
will be commensurate with its designation and significance.
Any mineral development proposals which would have adverse effects on the integrity of any European Site
(Natura 2000 sites) (either alone or in combination with other plans and projects) will not be permitted unless:
a.

there are no alternative solutions; and

b.

there are imperative reasons of overriding public interest; and

c.

adequate compensatory measures can be taken to ensure the overall coherence of Natura 2000 is protected.

Proposals should also maintain or, where possible, enhance biodiversity and recognised sites, species, and
habitats (an indicative list of sites, species, and habitats is contained in the table below) of sub-regional or local
importance. The level of protection to be afforded to the asset will be commensurate with its level of importance
and contribution to wider ecological or geological/geomorphological networks.
Planning permission will not be granted for mineral development which will result in the loss or deterioration of
irreplaceable habitats, including ancient woodland and the loss of aged or veteran trees found outside ancient
woodland, unless the need for, and benefits of, the mineral development in that location clearly outweigh the
loss.
Mineral development proposals will be supported where they deliver a net gain in biodiversity and contribute to
establishing a coherent and resilient ecological network subject to compliance with other policies in the
development plan.
Planning permission for major minerals development in a designated AONB will be refused except in exceptional
circumstances and where it can be demonstrated that it is in public interest.

Justification
Landscape
9.20 Warwickshire's landscape is varied and complex, although there are seven distinct landscape character areas;
Arden, Dunsmore, Avon Valley, Feldon, Cotswolds, High Cross Plateau and Mease Lowlands. Part of the
Cotswolds character area is designated as an Area of Outstanding Natural Beauty (AONB), a national designation
to conserve the natural beauty of a landscape of recognised importance.
9.21 Mineral development can have adverse impacts on environmental assets and landscapes of international,
national and local importance. Proposals for mineral development should protect and where possible enhance
the quality and character of the countryside and valued landscapes. Developers will need to include an
assessment of the adverse impacts upon local landscape character and that of adjacent areas that is appropriate
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to the scale and nature of the proposed development. Proposals should be designed having taken account of
any relevant local landscape character assessments, guidelines (the latest Warwickshire Landscape Guidelines
are available at http://www.warwickshire.gov.uk/landscapeguidelines) or design codes.
9.22 Designated Areas of Outstanding Natural Beauty (AONB) have the highest status of protection in relation to
landscape and scenic beauty. For proposals that lie within or in close proximity to the Cotswolds AONB, the
development must preserve the quality and character of the area and comply with the necessary policies of
the Cotswolds AONB Management Plan. Planning permission for major minerals development in a designated
AONB will be refused except in exceptional circumstances and where it can be demonstrated that it is in public
interest.
Trees
9.23 Section 197 of The Town and Country Planning Act 1990 places a general duty on local planning authorities
to ensure, whenever it is appropriate, that in granting planning permission for any development adequate
provision is made, by the imposition of conditions, for the preservation or planting of trees. The County Council
values the important contribution that trees, hedgerows and woodland make to the environment. Developers
are required to identify trees, woodland or hedgerows that may potentially be affected as part of a minerals
proposal. Removal of trees, woodland or hedgerows should be avoided where possible. Areas identified for
woodland conservation or enhancement and trees covered by Tree Preservation Orders (TPOs) will be afforded
particular protection. A tree survey will often be required for proposals affecting trees or proposals to fell trees.
Where trees, hedgerows or woodland are intended to be lost as part of a proposal, appropriate compensatory
planting should be provided as part of the development. The County Council will support new woodland creation
where this expands tree cover in the county.
Soil Resources
9.24 The NPPF states that the planning system should protect and enhance valued soils and prevent the adverse
effects of unacceptable levels of pollution. This is because soil is an essential finite resource that provides for
the growing of foods, timber and other crops, acts as a store for carbon and water, a reservoir for biodiversity
and a buffer against pollution.
9.25 The soils in Warwickshire are valued as a finite multi-functional resource, which underpins the county’s wellbeing and prosperity. Decisions made about mineral development and restoration will take full account of the
impact on soils, their intrinsic character and the sustainability of the many ecosystems they deliver. An important
consideration will be the permanency of the impact on the soils especially the most potentially productive soil
on site from the proposed mineral development. A soil survey and agricultural land classification must be carried
out as part of the preparation of mineral development proposals.
9.26 Measures must be taken to protect, conserve and manage soil resources during mineral working and prevent
soil from being adversely affected by pollution.
Ecology and Geology
9.27 The Minerals Plan needs to safeguard Warwickshire's rich biodiversity and geodiversity. The NPPF states that
local planning authorities should set out the strategic priorities for their area including strategic policies which
deliver climate change mitigation and adaptation, conservation and enhancement of the natural and historic
environment including landscape. Areas and features of designated international, national and local importance
need to be identified and protected. Proposals will also need to seek to maximise opportunities for enhancement
or improvement where possible.
9.28 The Mineral Planning Authority has a statutory duty under the Natural Environment and Rural Communities
Act (2006) to have regard to the purpose of conserving biodiversity in exercising its functions.
9.29 The hierarchy of sites of internationally, nationally and locally important sites is outlined in Table 9.1 below.
Warwickshire is host to one site of international ecological importance; Ensor's Pool Special Area of
Conservation, although there are 4 other designated sites within 15km of the Warwickshire boundary. These
sites are afforded specific statutory protection, as set out in Circular 06/2005 (Biodiversity and Geological
Conservation).
9.30 In accordance with Articles 6.3 and 6.4 of the European Habitats Directive, where proposals may impact upon
internationally designated sites, developers must undertake an appropriate assessment to demonstrate that
the proposal, either alone, or in combination with other plans, policies or programmes would not have a significant
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adverse impact upon the integrity of such sites. Where a proposal may have adverse effects on the integrity of
a site or sites designated as of international importance for nature conservation, planning permission will only
be permitted where it is demonstrated there are no suitable alternatives and there are imperative reasons of
overriding public interest.
9.31 Any future planning applications that lie within a 2km buffer of the Natural England River Mease Catchment
Risk Zone (based on the Design Manual for Roads and Bridges guidance) or a 3km buffer of Ensor's Pool (on
the recommendation of the Environment Agency) should be considered for a project level HRA. This will be
done when further details of the precise scheme and proposals are made available to allow consideration of
Likely Significant Effects (LSE) on these Special Areas of Conservation.
9.32 Given the potential for any planning application within 3km of Ensor's Pool to have in-combination LSE with
development anticipated in the publication version of the Nuneaton and Bedworth Borough Plan 2017, any
project level HRA for an application within 3km of Ensor's Pool should consider in-combination effects.
Consideration should be given to policies and sites contained in the operative version of the Nuneaton and
Bedworth Plan at the time of the planning application.
9.33 Nationally designated sites such as SSSIs are afforded high protection. There are currently 62 SSSIs within
the County, with 20 of these designated for reasons of geological interest. Where a proposed development is
likely to have an adverse effect on a SSSI, (either individually or in combination with other developments),
planning permission will not normally be granted. Where an adverse effect on the site’s notified special interest
features is likely, planning permission will only be granted where the benefits of the development at that site
clearly outweigh the likely impacts on the site and its qualifying features, and any broader impacts on the national
network of SSSIs. Where necessary, conditions and/or planning obligations will be used to mitigate the harmful
effects of the development and, where possible, to ensure the conservation and enhancement of biological and
geological/geomorphological assets.
9.34 Sites of designated sub-regional or local importance do not carry the weight of statutory protection. However,
they can still play a valuable role in contributing to the biodiversity and geodiversity of an area, as well as
improving environmental quality and contributing to climate change adaptation and mitigation.
9.35 Where a mineral proposal may have an adverse impact upon any locally designated assets, measures should
be implemented to reduce any adverse impact to an acceptable level (further guidance is set out in Circular
06/2005). In certain circumstances, there may be other material considerations or factors that may bring wider
benefits that may override the preservation of the asset. Where significant adverse impacts on ecological assets
cannot be avoided or appropriately mitigated, a developer would need to provide at least replacement habitats
on, or in close proximity to the site, that as a minimum provide an equal benefit to those lost or affected. Such
measures may include provision of new areas for biodiversity, or enhancing existing areas.
9.36 Biodiversity Offsetting has been adopted by the Coventry, Solihull and Warwickshire local authorities as a
mechanism to compensate for residual loss to biodiversity resulting from a development after avoidance and
mitigation measures have been implemented. It is intended that the mechanism will be used to protect, enhance
and create a network of biodiversity assets identified in the sub-regional Green Infrastructure Strategy. Every
development application is expected to submit a Biodiversity Impact Assessment calculation which demonstrates
how no net loss to biodiversity can be achieved.
9.37 Planning permission will not be granted where mineral developments would result in the loss or deterioration
of irreplaceable habitats (i.e. an ancient semi-natural woodland or the loss of aged or veteran trees) unless the
need for, or benefits of the development in that location clearly outweighs the loss.
9.38 Mineral proposals should support the overarching aim and objectives of the County's Biodiversity Strategy and
protect or enhance the priority species and habitats identified in the Warwickshire, Coventry and Solihull Local
Biodiversity Action Plan. The ecological data held by the Warwickshire Biological Records Centre and the data
collected as part of the Habitat Biodiversity Audit will provide a valuable evidence base for informing development
management decision making. Mineral development should be designed:
to improve the quality of priority habitats both within and outside sites where possible
to increase the size of priority habitat areas where possible
to create new areas of priority habitat where possible
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to enhance ecological connections between, or to join up, areas of priority habitat through the use of
corridors, 'stepping stones' or other features
Mineral development proposals should also support the overarching aim and objectives of any Local
Geodiversity Action Plans covering the County. Where mineral proposals may provide opportunities for
geological recording or potential for geo-conservation (e.g. retention of geological exposures during
operations and on restoration or sites with temporary exposures during mineral extraction or engineering
works), appropriate consultation should be undertaken with the County's Keeper of Geology (details
available at www.warwickshire.gov.uk/museum).
Table 9.1: Hierarchy of sites of nature conservation or geological/geomorphological importance

International

Sites designated for their nature
conservation or geological/
geomorphological importance

Habitats

Species

Ramsar

Any internationally
designated habitats

Any internationally protected species
European protected species

Ancient Semi-Natural
Woodland

National BAP species

Natura 2000 (Special Areas of
Conservation, Special Protection
Areas)
National

Local

National Nature Reserves
Sites of Special Scientific Interest
(SSSI)

National BAP Habitats

Local Nature Reserves

Local BAP Habitats

Local Wildlife Sites
Local Geological Sites

Notable and protected species
identified under Section 41of the
Natural Environment and Rural
Communities Act 2006
Local BAP Species
Species identified on local rare,
endangered and vulnerable lists
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Policy DM 2
Warwickshire’s Historic Environment & Heritage Assets
To safeguard the importance of Warwickshire’s historic environment, mineral development should seek to
conserve, and, where appropriate, enhance the significance of affected heritage assets and their settings (an
indicative list of heritage assets is contained in the table below). This includes all heritage assets such as historic
buildings, conservation areas, historic parks and gardens, archaeology and important landscapes and townscapes.
Applications affecting the significance of a heritage asset will be required to provide sufficient information to
demonstrate how the proposal would contribute to the asset’s conservation.
Warwickshire Historic Environment Record should be used to inform future mineral development including
potential conservation and enhancement measures.
Great weight will be given to the conservation of Warwickshire’s heritage assets. Any harm to the significance
of a heritage asset must be justified. Proposals will be weighed against any associated public benefits; whether
it has been demonstrated that all reasonable efforts have been made to conserve the asset or mitigate the extent
of the harm; and whether the works proposed are the minimum required to secure the future of the asset.
Scheduled monuments and other designated archaeological sites of equivalent importance should be preserved
in situ. Substantial harm or loss should be wholly exceptional and planning consent will be refused unless that
substantial harm or loss is necessary to achieve substantial public benefits that outweigh that harm or loss. In
these situations, provision should be made for excavation and recording with an appropriate assessment and
evaluation. An appropriate publication/ curation of findings will be expected to be provided.

Justification
Heritage and Cultural Assets
9.39 The NPPF outlines that the historic assets should be conserved for the benefit of present and future generations.
It sets out that applicants should identify all heritage assets that may be affected by a proposed development.
9.40 The Mineral Planning Authority has a duty under the Planning (Listed Buildings and Conservation Areas) Act
1990, to pay special regard to the desirability of preserving the setting of a listed building (S.66) and for special
regard to be paid to the desirability of preserving or enhancing the character or appearance of a Conservation
Area (S.72).
9.41 The County's Historic Environment Record available at http://timetrail.warwickshire.gov.uk/ should be consulted
as a minimum and where heritage assets and their settings may be affected, applicants should undertake an
appropriate assessment of the significance of the impact. In assessing the impacts, the level of detail will need
to be proportionate to the significance of the asset with appropriate expertise sought where necessary.
9.42 Where the development is likely to have a significant adverse effect on heritage or cultural assets of designated
national importance, or their settings, planning permission will not be granted unless it is demonstrated through
an appropriate assessment that the asset is adequately preserved, conserved or protected, or that any adverse
impacts are adequately mitigated, or there is an overriding reason of national importance for the development
to take place in that location that outweighs the adverse impacts on the asset.
9.43 Where an application site includes, or is considered to have the potential to include, heritage assets with
archaeological interest applicants should submit an appropriate desk-based assessment and, where desk-based
research is insufficient to properly assess the interest, a field evaluation. This information together with an
assessment of the impact of the proposal should be set out in the application. It should detail the sources that
have been considered and the expertise that has been consulted.
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Table 9.2: Hierarchy of heritage and cultural assets of importance
Type of designation

Heritage and cultural assets

International

World Heritage Sites
Any heritage assets of international significance

National

Registered Historic Battlefields
Registered Historic Parks and Gardens
Scheduled Ancient Monuments
Listed Buildings
Conservation Areas

Local

Historic environment and heritage assets recorded on the County's Historic Environment
Record and local lists
Historic Farmsteads

9.44 In certain situations quarrying activity could have a potential impact on groundwater flows and the chemistry
of preserved organic and paleo-environmental remains. Where groundwater levels are lowered as a result of
excavation this may result in the possible degradation of remains through dewatering, whilst increasing
groundwater levels and the effects of rewetting could also be harmful. Developers of new sites and proposed
extensions to existing sites will be expected to address these issues as part of the preparation of a planning
application to work minerals through appropriate surveys and assessments and by changes to the design and
operation of the scheme of working and restoration
9.45 Where the development is likely to have an adverse impact on important archaeological remains, planning
permission will not be granted unless the nature and significance of the remains have been ascertained through
an appropriate assessment and where adverse impacts are anticipated, adequate provision for preservation
in situ, excavation or recording of the interest has been made in accordance with the significance of the asset.

Policy DM 3
Green Infrastructure
Proposals for minerals development will only be granted where proposals do not compromise the integrity of
strategic and local green infrastructure assets in connecting locations of natural and cultural heritage, green
spaces, or biodiversity or other environmental interest in urban and rural areas.
The design and layout of and the operation and restoration of new mineral sites and the restoration of existing
mineral sites should take account of, and provide opportunities to create, maintain and enhance green infrastructure
provision, and improve accessibility to these assets. Where new green infrastructure assets are to be created
details of the arrangements for the long term management of the asset will need to be provided prior to the
determination of any planning application.

Justification
Green Infrastructure
9.46 Paragraph 20 of the National Planning Policy Framework (NPPF) says that strategic policies should set out an
overall strategy for the pattern, scale and quality of development, and make sufficient provision for green
infrastructure (GI).
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9.47 The Planning Practice Guidance which supports the NPPF says that green infrastructure is a network of
multifunctional green space, urban and rural, which is capable of delivering a wide range of environmental and
quality of life benefits for local communities.
9.48 Green infrastructure provides multiple benefits including ecosystem services, at a range of scales, derived from
natural systems and processes, for the individual, for society, the economy and the environment.
9.49 Paragraph 171 of the NPPF says that plans should “distinguish between the hierarchy of international, national
and locally designated sites; allocate land with the least environmental or amenity value, where consistent with
other policies in this Framework; take a strategic approach to maintaining and enhancing networks of habitats
and green infrastructure; and plan for the enhancement of natural capital at a catchment or landscape scale
across local authority boundaries.”
9.50 Paragraph 174 goes on to state that plans should:
a.

b.

Identify, map and safeguard components of local wildlife-rich habitats and wider ecological networks,
including the hierarchy of international, national and locally designated sites of importance for biodiversity;
wildlife corridors and stepping stones that connect them; and areas identified by national and local
partnerships for habitat management, enhancement, restoration or creation; and
promote the conservation, restoration and enhancement of priority habitats, ecological networks and the
protection and recovery of priority species; and identify and pursue opportunities for securing measurable
net gains for biodiversity.

9.51 The Warwickshire, Coventry & Solihull Sub-Regional Green Infrastructure Strategy takes an overarching,
strategic approach to the definition and assessment of provision of strategic GI assets and has identified sub
regional green infrastructure assets to enable decision makers to plan for landscape scale ecological networks
at a local scale. The District and Borough Councils in Warwickshire have through the preparation of their local
plans also identified GI assets which should be protected and areas where new GI assets should be provided.
Sensitive mineral development could support the implementation of both strategic and local initiatives set out
in the development plan for Warwickshire.
9.52 Mineral development has the potential if it is not carefully planned, operated and managed to compromise
existing and proposed GI assets by carrying out development which would lead to the loss or deterioration of
Warwickshire’s natural capital and ecosystem services it provides through intensive and long term environmental
disturbance.
9.53 Equally, mineral development has the potential to provide new GI assets during the operation and restoration
of the site which could increase both the extent and quality of local GI networks. Green infrastructure requires
sustainable management and maintenance arrangements to be put in place if it is to provide benefits and
services in the long term and ensure operations deliver biodiversity net gains. The protection, enhancement
and creation of green infrastructure should be considered at an early stage of a mineral development proposal.
Planning conditions and planning obligations will be required to secure and fund new and existing GI assets
both on site and, if necessary, offsite.
9.54 A large proportion of the County is covered by a swathe of designated Green Belt which is part of the County’s
GI. The fundamental aim of designating Green Belt is to prevent urban sprawl by keeping land permanently
open. The NPPF states that there is a presumption against 'inappropriate development' and such development
should not be approved, except in 'very special circumstances' where other considerations clearly outweigh
the harm to the Green Belt. In the case of mineral extraction the NPPF says that this form of development is
not inappropriate in the Green Belt provided it preserves the openness of the Green Belt and does not conflict
with the purposes of including land in the Green Belt. The Courts have held that when considering the effect
of the development on the openness of the Green Belt consideration should be given to not only spatial impacts
but also visual impact. Green Belt policies as articulated in district and borough development plans will apply
to minerals proposals.
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Policy DM 4
Health, Economy and Amenity - Minimising the Impacts of Mineral Development
Planning permission will not be granted for mineral development proposals which will have unacceptable adverse
impacts on local communities (including adjacent land uses or occupiers ) or their environment (including open
spaces, sports and other recreational assets) , or on the economy (including tourism), either individually or
cumulatively with other existing or proposed developments through any of the following:
a.

noise;

b.

lighting/illumination;

c.

vibration/blast vibration;

d.

visual intrusion;

e.

public health;

f.

dust;

g.

emissions to air and odours;

h.

contamination of land;

i.

water pollution;

j.

road traffic;

k.

loss of best and most versatile agricultural land;

l.

land instability;

m.

flooding.

Mineral development should be undertaken in close consultation with local communities in order to address any
valid local concerns raised by the proposals.

Justification
9.55 Mineral development can generate concerns from local communities relating to adverse impacts on health,
local amenity and the economic viability of local businesses. The health and quality of life of local communities,
and the activities of local businesses, will need to be safeguarded where they may be impacted by mineral
development. There are measures that can be implemented that can seek to control certain impacts of mineral
developments and their operations. However, planning permission will not be granted where specific, objectively
proven impacts are demonstrated to have an unacceptable adverse impact on the viability of a nearby business,
local amenity or the health of local communities. In terms of personal safety and perception of safety it is
recommended that a contact point is made available to the local community by the site operators to provide a
source of reassurance relating to any aspect of the mineral development and its operations.
9.56 Warwickshire is host to many important open spaces, sports, tourism assets and other recreational assets.
Their existence, amenity and use will need to be safeguarded when planning mineral development.
9.57 Proposals will need to demonstrate that there will be no unacceptable adverse impact on open spaces, sports
and recreational assets, particularly those identified in District Local Plans/Development Frameworks as of
specific importance. Proposals should be appropriately designed to reduce adverse impacts as far as possible.
Where a mineral development would result in an unacceptable adverse impact on any open spaces, sports,
and recreational assets, appropriate mitigation and/or compensatory measures will need to be implemented
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to offset the adverse impacts. In assessing impacts upon such assets, the findings of relevant green infrastructure
or open space, recreation and sports/playing field studies should be considered, with a particular focus on
existing provision and identified future needs in terms of quantity, quality and accessibility.
9.58 Several mineral developments on a site, or several in close proximity to one another, can result in an
unacceptable total adverse impact on the environment or affected communities. Where mineral development
is proposed on, or in proximity to another development, the cumulative impacts of all developments in the
locality must be taken into account. The types of impacts that may affect health, economic aspects and amenity
are addressed below.
Noise
9.59 Mineral development are likely to produce noise from mineral extraction operations, movement and replacement
of soils, material production processes, vehicles and heavy machinery, including reversing alarms, as well as
from ancillary development and the transportation of material to and from mineral sites. Noise impacts should
be appropriately mitigated to an acceptable level and informed by a noise assessment by an independent
acoustician. Proposals should be designed to minimise, mitigate or remove noise at the source. Noise limits
will be set at noise sensitive properties to protect amenity taking into account the nature, duration and type of
activities/operations proposed and whether they are temporary or continuous.
Lighting/Illumination
9.60 Mineral development can produce light pollution, particularly where operations take place at night. Unacceptable
levels of light pollution can have an adverse effect on the environment and the quality of life of local communities.
Lighting or illumination impacts will need to be controlled to an acceptable level, with a lighting assessment
undertaken where necessary that takes account of issues such as positioning, height, alignment, light intensity
and period of use. Where necessary, the Council will use controls at the planning application stage to minimise
any potential unacceptable adverse impacts but unacceptable adverse impacts can be limited by good design.
Vibration/Blast Vibration
9.61 Vibration is often linked with blasting at mineral sites particularly those producing crushed rock. There are three
effects associated with blasting; namely, ground vibration, air overpressure and projected rock particles (fly
rock). The extent of the disturbance is dependent on the type and quantity of explosives, degree of confinement,
the distance to the nearest buildings, the geology and topography of the site and atmospheric conditions.
9.62 Proposals should aim to minimise vibration from blasting by using other forms of extraction techniques or by
the careful design of the quarry, and controlling the number of blasts and quantity of explosives. Suitable limits
and controls may need to be imposed to protect surrounding areas.
Visual Intrusion
9.63 Mineral proposals will need to ensure that any visual impacts of the development are not of an unacceptable
level. Visual impact is normally assessed from publicly accessible viewpoints of the development site. In
assessing visual impact, all component parts of the development should be considered e.g. the quarry design
and measures to screen the site, layout of the site, access routes, height and design of built structures and
landforms, ancillary plant and infrastructure such as fences, and proposals for restoring the site to an appropriate
after use. Where necessary, proposals will need to demonstrate through a suitable assessment that any
unacceptable adverse visual impacts of the development upon the amenity of local land uses and users and
the general landscape are, or have been made to be, acceptable.
Public Health, Dust and Emissions to air and odours
9.64 Mineral development can impact upon local air quality through emissions (both from on-site operations and
vehicle movements on and off-site), dust and in some circumstances odour. Air quality in Warwickshire is
generally good, although there are localised air quality problems caused by road transport where levels of
nitrogen dioxide and particles have exceeded pollutant levels. Subsequently, nine Air Quality Management
Areas (AQMAs) have been declared in the County, although an AQMA in Henley-in-Arden in Stratford District
is likely to be declared in the future.
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9.65 Where necessary, proposals will need to demonstrate through a suitable assessment that any such impacts
are of an acceptable impact. The Council will work closely with regulatory partners in the assessment of planning
applications (and submitted assessments where necessary) and the imposition of conditions on planning
permissions where required.
9.66 Mineral development can have an impact upon climate change through the production of greenhouse gas
emissions therefore, proposals should make provision to reduce greenhouse gas emissions and impacts upon
climate change.
Contamination of Land
9.67 It is possible in some circumstances for mineral operations and activities to contaminate land particularly where
waste management operations and activities are also involved and this is an important issue that needs to be
addressed. Measures should be taken to prevent the mobilisation and migration of contaminants on and off
the site and to control emissions to water and land. Proposals for mineral operations and activities that would
lead to unacceptable levels of contamination on and/or off site as part of the operation, restoration or aftercare
of that development will not be permitted.
Best and most versatile agricultural land
9.68 The NPPF defines 'best and most versatile' agricultural land as land of grades 1 (Excellent), 2 (Very good) and
3a (Good) of the MAFF Agricultural Land Classification (ALC) system. The guidance says that local planning
authorities should take into account the economic and other benefits of the best and most versatile agricultural
land. It adds that where significant development of agricultural land is demonstrated to be necessary local
planning authorities should seek to use of areas of poor quality land in preference to that of higher quality.
9.69 The latest ALC information indicates that 0.1% of land in the County is grade 1, 11.9% is grade 2, 74.5% is
grade 3, 7.9% is grade 4 and 0.1% is grade 5. However, these statistics were created before the sub-division
of grade 3 into 3a and 3b. Subsequently, the appropriate consultation should be undertaken with Natural England
where necessary to establish the exact grade of the agricultural land to be affected (see Natural England
Technical Information Note TIN 049).
9.70 Development causing irreversible or permanent loss of 'best and most versatile' agricultural land will only be
permitted where it is demonstrated as part of the planning application that the development of the land outweighs
the economic and other benefits of retaining the agricultural land. In determining whether proposals will lead
to permanent or irreversible loss the Council will wish to see applicants carry out a rigorous sifting process
addressing the availability of suitable alternative sites on lower quality land and where only sites on higher
quality land are available whether all options for reinstatement without loss of quality have been considered .
9.71 The Council will take into account whether:
there is an overriding need for the development, which could not be reasonably met at an alternative
environmentally acceptable site;
the safeguarding of high quality land as a natural resource is outweighed by other sustainability factors;
and
the appropriate and deliverable reclamation scheme will deliver very significant environmental or community
benefits which may otherwise not readily achievable in the absence of the scheme.
9.72 In all cases, a detailed agricultural land assessment will need to be produced and submitted with the planning
application.
Land instability
9.73 The NPPF seeks to ensure that unstable land is sufficiently taken into account in the planning process and
outlines the ways in which land instability, either natural or man-made, should be treated when planning
applications are to be considered.
9.74 Mineral development can cause the following land instability problems which could have environmental
consequences:
differential settlement of quarry backfill which will impact upon future after uses;
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mining subsidence;
tip and quarry slope stability particularly in old colliery waste tips.
9.75 Mineral development should not create land instability both on and off site and during and after completion of
mining operations. Any minerals won and worked or released by underground methods should ensure that
adequate precautions are taken to avoid, minimise subsidence problems on the ground surface.
9.76 Mineral waste tips must be designed, constructed, operated and maintained so that instability or movement
likely to cause risk to the health and safety of any person is avoided.
9.77 Developers are strongly encouraged to engage in pre-application consultation with the planning authority so
that land stability issues can be discussed at the outset and resolved where necessary prior to the registration
of the application.
9.78 The Coal Authority has defined Development High Risk Areas in Warwickshire to help identify higher risk areas
that may be affected by coal mining legacy issues. The Standing Advice Area is the remainder of the defined
coalfield. In this area no known risks have been recorded, and as such presents a lower potential risk to new
development proposals, although there may still be unrecorded issues in this area. Further information on these
areas, and how mining legacy issues should be addressed, is available at
https://www.gov.uk/guidance/planning-applications-coal-mining-risk-assessments.
9.79 The prior removal of minerals, where practicable and environmentally feasible, can remove or treat land instability
problems both on site and on adjoining land.
Economy
9.80 The NPPF recognises that minerals are essential to support the provision of materials for infrastructure, buildings,
energy and goods the country needs. When determining planning applications, except those concerning coal
extractions, great weight should be given to the benefits of mineral extraction, including to the economy.
9.81 Sand and gravel operations provide a wide range of construction materials for local markets such as for new
and existing housing and the provision of new roads. Aggregate producing companies come in many sizes
from multinationals that operate globally to family firms working locally and they also provide employment and
goods and services that can contribute to the local economy.
9.82 However, mineral operations and the transport of minerals can cause adverse environmental impacts and these
impacts can sometimes affect the operation and use of local business premises if not managed properly. Such
impacts can include increased noise, dust and vibration and contamination and pollution of water and land and
also disruption and congestion on local roads.
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Policy DM 5
Sustainable Transportation
Developers must demonstrate that a proposal facilitates sustainable transportation by:
a.

considering alternatives to road transport;

b.

minimising transportation distances;

c.

minimising the production of carbon emissions; and

d.

Where road is the only viable method of transportation, demonstrating that there is no unacceptable adverse
impact on the safety, capacity and use of the highway network.

Where appropriate, applications for mineral development will need to be accompanied by a Transport Assessment
which demonstrates that:
the proposed development has direct access or environmentally acceptable links to the routes set out on
the Warwickshire Advisory Lorry Route Map and the Strategic Road Road Network
the proposal seeks to keep the transportation of minerals, mineral derived products and wastes to a
minimum;
the highway network is able and suitable to accommodate the additional number of movements;
the proposal (either alone, or in combination with other developments) will not result in an unacceptable
detrimental impact on road safety;
the proposal has adequate arrangements for parking, loading/unloading and vehicle movements within the
site;
the proposed access arrangements are safe and convenient for users;
the transportation of minerals, mineral derived products and wastes (either alone, or in combination with
other developments) will not result in an unacceptable impact on national and/or local environmental
designations, the environment or noise sensitive local communities
any proposed lorry routeing arrangements can be managed and enforced; and
any necessary mitigation or compensatory works directly related to the development have been identified
and that provision has been made for the carrying out of the works and their funding.

Justification
9.83 The NPPF says that significant development should be focused on locations which are or can be made
sustainable, through limiting the need to travel and offering a genuine choice of transport modes. However,
opportunities to maximise sustainable transport solutions will vary between urban and rural areas.. It also says
that mineral planning authorities should ensure that permitted operations do not have unacceptable adverse
impacts on the natural and historic environment or human health from traffic, including sustaining and contributing
towards compliance with relevant limit values or national objectives for pollutants, taking into account the
presence of Air Quality Management Areas and Clean Air Zones. Opportunities to improve air quality or mitigate
impacts should be identified, such as through traffic and travel management, and green infrastructure provision
and enhancement.
9.84 The majority of mineral, mineral derived products and wastes movements are currently by road which can have
an adverse impact on local communities and the environment through noise, vibration, air pollution, carbon
emissions, visual intrusion, highway/public safety and impacts upon local amenity. Where proposed developments
are likely to have impacts on the transport network, applicants are strongly encouraged to engage with the
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appropriate transport authorities at the earliest possible stages of development. This will ensure that
developments can be designed to avoid impacts at the outset, or to consider mitigation measures at the earliest
possible stages. Such transport authorities may include the following (as appropriate): Highways England,
Local Highways Authorities Police Road Safety Unit, Network Rail, or Canal and Rivers Trust.
9.85 T h e
Warwickshire
Advisory
Lorry
Route
Map
available
at
https://apps.warwickshire.gov.uk/api/documents/WCCC-764-38 sets out the best available routes for heavy
goods vehicles to use. Sites will not be encouraged where access is required through residential areas, sensitive
land uses or via roads which are minor or considered unsuitable by the Highway Authority for HGV use.
9.86 A comprehensive Transport Assessment (TA) will need to be submitted with a planning application where a
development is likely to have significant transport and related environmental impacts. The TA should identify
the measures that will be taken to adequately mitigate or overcome the anticipated transport impacts of the
proposal, and improve accessibility and safety for all travel modes. Where a development will have relatively
limited transport implications, a Transport Statement may be appropriate. This will be the case where a proposed
development is expected to generate relatively low numbers of trips or traffic flows, with minor transport impacts.
9.87 Applicants are strongly encouraged to undertake pre-application discussions with the relevant Highway Authority,
(Highways England is the responsible highway authority for the Strategic Road Network and the county councils
or unitary authorities are the highway authority for other roads), to establish whether a TA is required, and if
so, the scope of the assessment required to consider the transport and related environmental impacts of the
proposed development.
9.88 The TA should include routing, on-site and off-site parking, hours/days of movement, driving conduct and
complaints procedures and where appropriate anticipated traffic impact on the Strategic Road Network including
any necessary mitigation. TAs should be incorporated into pre-application discussions and/or planning
agreements and as part of the mitigation measures where necessary. Many impacts of transporting minerals
and mineral derived wastes can be controlled through the use of appropriate conditions attached to a planning
permission. However, developers will be encouraged to consider routing restrictions controllable by agreement
to ensure the potential transport impacts of mineral development are minimised.
9.89 Where the road network is not adequate for the amount or type of movements, legal agreements will be sought
to achieve appropriate improvements to mitigate the adverse impacts. Routing agreements will also be used
where necessary to ensure that adequate/appropriate routes are used to prevent unacceptable adverse impacts
upon local communities. Restrictions on the number/type of movements or outputs/sales may also be applied
where road network improvements may have an unacceptable adverse impact on areas of designated landscape
importance e.g. the Cotswold AONB or Conservation Areas or other environmentally sensitive areas.
9.90 Where minerals, mineral derived products and wastes are to be transported to or from the site, Lorries should
be sheeted or netted to prevent the deposit of materials on the public highway. Operators should also encourage
drivers not to arrive at the sites before the start of operations, as this can often cause significant disturbance
to local residents at an early time of the day.
9.91 The NPPF advises that applicants are encouraged to submit travel plans for developments that will generate
significant amounts of movement. Travel plans help to raise awareness of the impacts of travel decisions, and
they can help to deliver sustainable transport objectives through facilitating reductions in car usage, increasing
use of public transport, reducing traffic speeds, improving road safety and providing environmentally friendly
transportation of materials. Where travel plans are to be submitted alongside a planning application, they should
be produced in consultation with the relevant highway authority and local transport providers.
9.92 The Warwickshire Local Transport Plan 3 (LTP3) provides information on how the County Council and its
partners intend to improve transport and accessibility in Warwickshire for the period up to 2026. The LTP3
provides an important transport context for the Minerals Plan and applicants may find that the study and the
supporting evidence may help when producing transport information for a planning application.
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Policy DM 6
Public Rights of Way and Recreational Highways
Mineral development proposals will only be granted where it is demonstrated that there will be no unacceptable
adverse impact upon public rights of way and recreational highways, unless suitable permanent diversions or
alternative routes are provided. Temporary diversions or alternatives may be required during construction or
restoration works.

Justification
9.93 Public Rights of Way (PRoWs) are public highways that are protected by law and include footpaths, bridleways,
restricted byways and byways open to all traffic (BOAT). The 'Definitive Map and Statement of Public Rights
of Way' (DMS) is a legal document and sets out conclusive evidence of these routes. However, checks should
be undertaken with the Warwickshire County Council Rights of Way Team to confirm the location and true
widths of PRoWs as some additional routes may not be shown on the published version of the DMS.
9.94 Recreational highways are unclassified roads (UCRs) with an unsealed surface in the County which form
valuable links in the recreational highway network. Because they are highways recreational UCRs are managed
in the same way as the rights of way network but mainly for recreational use.
9.95 PRoW or recreational unclassified road (UCR) will be affected by mineral development where it:
a.
b.
c.

crosses or is adjacent to an application site
is to be used for site access (whether temporary or permanent)
Will be crossed by an access road (whether temporary or permanent).

9.96 Applicants are required to identify all relevant PRoWs that may be affected by the development following the
appropriate consultation with the Warwickshire County Council Rights of Way Team. Where mineral development
is likely to affect a PRoW, the Rights of Way Team should be consulted at the earliest opportunity as part of
any pre - application discussions. Where a PRoW may be adversely impacted during the development, suitable
diversions or alternative routes (which are not inconvenient to users) should be provided. Where appropriate,
new mineral development should protect and enhance Public Rights of Way and access. Proposals should
seek to comply with the policies set out in the Council's latest Rights of Way Improvement Plan (ROWIP),the
Rights of Way and Recreational Highway Strategy 2011 -2026), is available at www.warwickshire.gov.uk/rowip.
9.97 Enhancement may be achieved by:
improvements to the network through practical works on existing routes;
contributions to longer term management of affected routes;
new paths or upgraded paths or cycle tracks, particularly those providing better and/or additional links to
the network;
or the provision of promotional materials.
9.98 Providing greater and better access to the countryside in general may also be considered as an enhancement.
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Policy DM 7
Flood Risk and Water Quality
Planning permission will not be granted unless it can be demonstrated that the development will not increase
the risk of flooding elsewhere throughout the lifetime of the development. Ancillary activities such as processing,
vehicle handling, stockpiling and any noise/amenity bunds must not be located in the functional floodplain Zone
3b. A restoration plan must be provided and every opportunity to reduce flood risk management must be taken.
Planning permission will not be granted where mineral development proposals would have an unacceptable
adverse impact on water quality or achieving the targets of the Water Framework Directive.

Justification
Water and Flood Risk
9.99 Climate change is likely to lead to increased and new risks of flooding within the lifetime of planned developments.
Mineral development needs to be appropriately planned and designed to avoid, reduce and where necessary
manage flood risk. However, the restoration of existing and new mineral workings in flood risk areas to increase
flood water storage and enhance the natural environment can sometimes be beneficial.
9.100 The County's updated Strategic Flood Risk Assessment (SFRA) and the Local Flood Risk Management Strategy
and Surface Water Management Plan should be consulted as part of the preparation of any planning application
for mineral development, as it provides the basis of the Sequential Test through providing information on the
probability of flooding, taking into account other sources of flooding and the impacts of climate change.
9.101 As stated in the NPPF, an appropriate Site Specific Flood Risk Assessment is required for:
all planning application proposals that lie within flood zones 2 and 3;
proposals of over 1 hectare in Flood Zone 1;
land which has been identified by the Environment Agency as having critical drainage problems;
land identified in a strategic flood risk assessment as being at increased flood risk in future; or
land that may be subject to other sources of flooding, where its development would introduce a more
vulnerable use.
9.102 Where new development may be vulnerable to flooding, the development should be designed to be appropriately
flood resistant and resilient, with safe access and egress during flood events. National guidance says mineral
workings can be large and may afford opportunities for applying the sequential approach at the site level. It
may be possible to locate ancillary facilities such as processing plant and offices in areas at lowest flood risk.
Sequential working and restoration can be designed to reduce flood risk by providing flood storage and
attenuation.
9.103 Proposals for minerals development should seek to use water efficiently during the lifetime of the operations,
to avoid water shortages and environmental degradation. If water is required for on-site mineral processing
and the intention is to source it from groundwater or surface water then an abstraction licence will be required
from the Environment Agency. An abstraction licence may also be required for dewatering sites to win and
work any minerals.
9.104 Minerals development should maximise opportunities to reduce the causes and impacts of flooding, both on
and off site, through incorporating measures such as Sustainable Drainage Systems (SuDS). The use of SuDS
such as ponds, reed beds and other landscape features that help to reduce flood risk, improve water quality
and increase biodiversity will be supported.
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9.105 Ancillary activities such as processing, vehicle handling, stockpiling and any noise/amenity bunds must not be
located in the floodplain. A restoration plan must be provided and every opportunity to reduce flood risk
management must be take e.g. local bunding, increasing the capacity of lakes left in restored workings to act
as controlled flood storage.
Water Quality
9.106 The County Council is a co-deliverer of the Water Framework Directive. The Water Framework Directive sets
a target of aiming to achieve at least Good Status' in all water bodies by 2015. Water quality will be a significant
planning concern if mineral workings indirectly affect water bodies.
9.107 Mineral development activities can potentially have an adverse impact on ground and surface water quality
unless they are appropriately planned, designed and monitored throughout the life of the development. Under
the Pollution Control regime, the Environment Agency is responsible for regulating mineral development activities
to ensure that water quality meets set standards to prevent harm to the environment or human health.
9.108 New proposals should include an assessment of how the proposed development would affect a relevant water
body in a river basin management plan and how the impacts will be mitigated. The impacts may include sub-water
table working, the replacement of natural permeable materials with potentially poor quality and lower permeability
imported materials and the storage and use of hazardous substances. Any assessment should therefore focus
on the following elements:
a.
b.
c.
d.
e.
f.
g.
h.

Identifying where there might be impacts on water bodies;
Seek options to reduce impacts on water bodies;
Require all practicable mitigation;
Prevent deterioration of current water body status;
Take listed measures in river basin management plan (RBMP) into account;
Consider alternative development options that would avoid or reduce impacts on water bodies;
Seek opportunities to improve water bodies;
Consider objectives in RBMP’s for protected areas.

9.109 It should be noted that water bodies include surface watercourses and underground aquifers.
9.110 Proposals for mineral development will only be permitted where it can be demonstrated that provision has been
made to protect, and where appropriate, enhance ground and surface water. Where mineral development may
have an unacceptable adverse impact on surface or groundwater quality, planning permission will not be
granted.

Policy DM 8
Aviation Safeguarding
Planning permission will not be granted for mineral development proposals where they would have an unacceptable
adverse impact on aviation safety.

Justification
9.111 Civil and military aerodromes and technical sites must be safeguarded in accordance with the Town and Country
Planning (Safeguarding Aerodromes, Technical Sites and Military Explosives Storage Areas) Direction 2002.
This seeks to ensure that their operation and development are not inhibited by:
buildings, structures, erections or works which infringe protected surfaces, obscure runway approach
lights or have the potential to impair the performance of aerodrome navigation aids, radio aids or
telecommunication systems;
lighting which has the potential to distract pilots; or
developments which have the potential to increase the number of birds or the bird hazard risk such as
the restoration of mineral workings by infilling with wastes
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9.112 Where mineral development proposals are located within 13km of officially safeguarded civil aerodromes, 8
miles of military aerodromes or delineated safeguard areas for NATS Technical Sites, the appropriate consultation
must be undertaken in accordance with Town and Country Planning (Safeguarding Aerodromes, Technical
Sites and Military Explosives Storage Areas) Direction 2002. In the event that the mineral development results
in unacceptable adverse impacts on aviation safety planning permission should not be granted.

Policy DM 9
Reinstatement, reclamation, restoration and aftercare
Planning permission for mineral development will not be granted unless satisfactory provision has been made
for:
high quality restoration and aftercare of the site;
the steps to be taken to bring the land up to the required standard;
the intended after use;
the future management of its after use, including securing and making as safe as possible the site when
mineral operations cease;
and it has been demonstrated that the site will be reclaimed at the earliest opportunity.
In determining planning applications the Council will take into account the extent to which the proposals can
deliver additional restoration benefits to the local community and the environment, such as net gains in biodiversity.

Justification
9.113 The Minerals Plan seeks to ensure that the highest possible standards of restoration which contributes to
achieving local and national objectives are delivered at the earliest opportunity in Warwickshire.
9.114 Planning permission will not be granted unless satisfactory information is submitted to demonstrate that provision
will be made for high quality restoration and/or aftercare of a site, and where necessary and appropriate long
term management of its intended after use. For uses of land such as nature conservation the level of aftercare
and future management will be higher and will be required for a longer period of time. Such extended aftercare
will be secured by a planning obligation secured before planning permission is granted.
9.115 Restoration schemes should be produced to take account of the unique characteristics of the site and to clearly
demonstrate that the overall objectives of the scheme are practically achievable. This will include (as appropriate):
a.
b.
c.
d.
e.
f.
g.
h.
i.
j.

the intended after use;
phasing;
storage and management of soils/overburden;
filling operations (if required);
final landform and levels;
vegetation establishment;
removal of site infrastructure;
landscaping and tree planting;
provision of surface features; and
aftercare and long term management and monitoring.

9.116 For mineral extraction sites where expected extraction is likely to last for many years it may prove beneficial
for the principles of the restoration or after-use to be established at the planning application stage, rather than
detailed schemes drawn up at the outset. This is because there may be technological/operational innovation
or policy changes over the period of operation. In these cases, a more flexible approach may lead to a restoration
proposal that is both beneficial and deliverable. This is particularly important for large sites and areas where
workings are concentrated such as in river valleys.
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9.117 Restoration of sites should normally be undertaken in phases (progressive) to minimise local disturbance,
impacts and the area of land required at any one time by the mineral working. Where proposals come forward
to restore a site to lower than original levels consideration will be given to the landscape impacts of the proposed
final restored level and whether it is appropriate in the local landscape. However it is recognized that Best and
Most Versatile agricultural land can be restored/enhanced using low level land techniques and without having
adverse impacts on visual appearance. By focussing on restoring part of the site to the best and most versatile
agricultural land the remainder can be left for nature conservation and recreational uses.
9.118 Carefully prepared and designed mineral development proposals offer the opportunity to provide restoration
benefits to the local community and the environment through such things as net gains in biodiversity, green
infrastructure and additional woodland planting. The Council will support proposals for the development of
bio-secure sites for the possible re- introduction of white clawed crayfish.
9.119 Extensions to mineral workings either laterally or by deepening can delay the restoration of an existing site
creating the potential for significant environmental harm. Extensions to existing mineral working, solely for the
purpose of site restoration, will not be permitted unless it can be demonstrated that the majority of the existing
site cannot be adequately restored to its intended after use(s) due to practical or technical reasons without
them.
9.120 It is recognised that the mineral developments can pose a risk to safety after their working life has ended so it
is important that sites are secured and made as safe as possible when mineral operations cease.

Policy DM 10
Mineral Safeguarding (see also Policy MCS 5)
Non-mineral development, except for those types of development set out in Appendix 3, will not be permitted if
it would needlessly sterilise important mineral resources or would prejudice or jeopardise the use of existing
mineral sites or existing and future mineral infrastructure unless:
a.

b.
c.
d.
e.

the prospective developer has produced evidence prior to the determination of the planning application
that clearly demonstrates that the mineral concerned is no longer of any value, or potential value or the
minerals infrastructure is no longer needed; or
it would be inappropriate to extract mineral resources at that location, with regard to the other policies in
the Plan: or
it can be clearly demonstrated that the mineral will be extracted prior to the development taking place; or
the non-mineral development is of a temporary nature and can be completed and the site restored before
the mineral needs to be extracted; or
the merits of the development clearly outweigh the need for safeguarding.

Proposals for the extraction of minerals prior to, or as part of, non-mineral development will be supported where:
a.

it is practicable and will not result in the approved non-mineral development being incapable of
implementation and development; and

b.

it is environmentally feasible; and

c.

it can be carried out without any unacceptable adverse impacts; and

d.

it can be carried out within a reasonable timescale: and

e.

proposals are submitted which clearly demonstrate that the site will be restored should the approved
non-mineral development be delayed or not implemented.

Justification
9.121 This policy sets out how non-mineral development proposals will be assessed with regard to the safeguarding
of existing and future mineral sites and mineral infrastructure in Warwickshire and where proposals for prior
extraction of minerals will be supported.
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9.122 Other forms of development (new and/or redevelopment) may impact on minerals development, either through
surface development sterilising mineral resources or encroachment of incompatible development affecting the
operational viability of the minerals development. As such the existence of existing and future mineral sites,
and minerals infrastructure, should be taken into consideration with regard to the determination of proposals
for other forms of development.
9.123 Warwickshire contains many mineral resources including sand and gravel, hard rock, brick-making clay, coal,
cement raw materials and building stone. The NPPF states that Mineral Planning Authorities (MPAs) should
define Minerals Safeguarding Areas (MSAs) and adopt appropriate policies to ensure that known locations of
specific minerals resources of local and national importance are not sterilised by non mineral development
(where this should be avoided).
9.124 Mineral safeguarding helps to protect Warwickshire’s viable mineral resources. Minerals are non-renewable
resource that can only be worked where they are found.
9.125 Non-mineral developers are required to check whether proposals lie within one of the County Council's delineated
MSAs, before submitting any planning application for non-mineral development to the relevant local planning
authority. Current MSA maps can be found at www.warwickshire.gov.uk/msa.
9.126 The MSAs have been prepared on the basis of the best information available. They were produced as part of
a report produced on behalf of the MPA by the British Geological Survey which mapped the extent of mineral
resources in the County, the latest guidance and information about those resources and other data and
information available to the MPA.
9.127 From time to time the MSAs may be reviewed and updated, as a result of:
mineral resources becoming exhausted;
exploratory or detailed drilling surveys; or
a mineral survey and assessment report submitted with a planning application for non-mineral development.
9.128 There will be occasions where the resource extends beyond the mapped information, so developers should
always check to see if there is any further up to data available.
Consultation Process
9.129 The local planning authority (LPA) will consult the MPA on the non-mineral development planning application
and not determine the planning application until it has given the MPA the opportunity to consider the implications
for safeguarding the mineral resource and/or mineral infrastructure. The LPA may involve the MPA in
pre-application discussions where the opportunity to discuss safeguarding issues can be addressed in the
non-mineral development planning application.
9.130 Proposals for non-mineral development within a MSA except for those types of development described in
Appendix 3 in the Plan must demonstrate that the sterilisation of mineral resources of local, regional or national
importance will not occur as a result of the development, and that the development would not pose a serious
hindrance to future winning and working of minerals. In the case of mineral infrastructure the non-mineral
development must demonstrate that it will not constrain or hinder the existing and potential use of the
infrastructure site. In order to avoid unnecessary consultations by other local planning authorities, Appendix 3
lists types of applications for proposed non –mineral developments which in the opinion of the Council are
unlikely to conflict with the aims of Policy MCS5 and are excepted from its scope.
9.131 The non- minerals developer should carry out a mineral assessment as part of the preparation of their planning
application and submit it to the County Council at the same time as submitting to the local planning authority
to minimise any delays. The assessment should include site specific geological survey data to establish the
existence or otherwise of a mineral resource of economic importance (such as nature, extent, type, quantity of
the reserve and overburden to reserve ratio). When determining the extent of the resource that could be removed
the emphasis should be on a sequential approach starting with the full removal of the mineral resource before
moving then onto limited or partial removal and finally incidental removal. Consideration should be given to
both the use of the resource within the development and release to the wider market. By changing the design
of the non-mineral development it may be possible to increase the amount of resources which can be released
and not sterilised.
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9.132 The MPA will consider the mineral assessment report and determine if sterilisation is likely to occur and whether
prior extraction is likely to meet the requirements set out in this Policy. The MPA may consult the local minerals
industry as part of its assessment work or seek independent expert advice as appropriate. In the case of minerals
infrastructure the MPA may consult the operator/landowner of the relevant infrastructure site affected and will
take account any comments they may make before finalising and submitting their views to the relevant LPA.
9.133 If the MPA determines that sterilization is not likely to occur then it will notify the relevant LPA before they
determine the non-mineral development proposals. If the MPA believes that sterilisation is likely to occur and
prior extraction of all or most of the affected resource is feasible then the MPA will object to the non-mineral
development before determination.
9.134 The MPA will seek the submission of a separate planning application for prior extraction of the full mineral
resource contained on a site and will notify the relevant LPA and non-mineral developer accordingly. For all
other prior extraction proposals (limited or partial or incidental) the MPA will seek the imposition of a planning
condition on the non-mineral development permission requiring the submission and approval of a scheme of
mineral removal or Construction Management Plan.
9.135 The MPA will determine the planning application for prior extraction in accordance with policies in this plan. In
the case of mineral infrastructure the County Council will seek in the first instance an amendment to the
non-mineral development to prevent any constraint or hindrance of the existing and potential use of the
infrastructure site. If that is not possible then the County Council will object to the non-mineral development
and notify the LPA and the developer accordingly.
9.136 Prior extraction will be supported where:
it is practicable;
it will not prevent the non-mineral development taking place;
it is environmentally feasible;
It will not cause any unacceptable adverse impacts;
it can be carried out within a reasonable timescale; and
if the non-mineral development is delayed the worked out site can be beneficially restored.

Policy DM 11
Carbon Emissions and Resource Efficiency
Mineral development that reduces overall carbon emissions and improves resource efficiency during construction,
operation and restoration will be supported subject to compliance with other policies in the development plan.

Justification
9.137 The mineral sector must make a contribution to meeting carbon reduction targets set out in the UK Low Carbon
Transition Plan and the Strategy for Sustainable Construction. Mineral development must be carried out in such
a way that reduce embodied and operational carbon emissions associated both with site/plant and transportation
of materials and products during the life cycle of the development (construction, operation and restoration).
Promotion of renewable and carbon energy and energy efficiency are key to achieving this.
9.138 Resource efficiency is about getting the most out of the finite resources and minimising waste; this also brings
benefits in terms of carbon emissions reduction. Planning applications for mineral development must demonstrate
how Carbon Emissions and Resource Efficiency are to be achieved.
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Policy DM 12
Overall Assessment of Proposals
Proposals should clearly demonstrate that any adverse impacts have been considered under the following
mitigation hierarchy:
Level 1 avoided; or
Level 2 satisfactorily mitigated where all avoidance has been implemented as far as possible; or
Level 3 adequately compensated for either onsite or offsite (as a last resort where any adverse impacts cannot
be avoided or satisfactorily mitigated).
All opportunities to satisfy Level 1 and Level 2 should be exhausted before proceeding to the next stage.

Justification
9.139 As part of the County Council’s overall assessment of the suitability of the proposals it will determine if they
can clearly demonstrate that any adverse impacts have been considered against the mitigation hierarchy set
out in this policy.
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10 Implementation and Monitoring
Implementation
10.1 As the Minerals Planning Authority, Warwickshire County Council will play a leading role in implementing the
policies of this Minerals Plan in a variety of ways. This will include:
a.

determining planning applications in accordance with the Development Plan, government policy and
guidance and other material considerations;
attaching conditions to planning permissions where appropriate;
seeking planning obligations or legal agreements with developers where necessary;
enforcing breaches of planning control where necessary;
encouraging co-operation and dialogue between the minerals industry and communities by facilitating
consultation and participating in liaison meetings;
consulting and engaging a wide range of stakeholders including other County Council departments, District
and Borough Councils, Parish Councils, adjoining Minerals Planning Authorities, the West Midlands
Aggregate Working Party, the Environment Agency, Natural England, English Heritage, the Health and
Safety Executive, DEFRA, the Highways Agency and other interest groups;
working collaboratively with the minerals industry and
issuing advice, guidance or supplementary policy documents where required.

b.
c.
d.
e.
f.

g.
h.
Monitoring

10.2 Warwickshire County Council has a legal duty to monitor policy implementation as part of its Annual Monitoring
Report (AMR). The table below provides a proposed monitoring framework to assess the implementation of
the policies by establishing performance indicators, targets and possible sources of information. In reviewing
policy implementation on an annual basis (as a minimum), it will allow the Council to gather information to shape
future policy formulation and decision making, to examine the effectiveness of its policies and, where necessary,
to identify policy changes or interventions.
Table 10.1 Monitoring Framework
Policy

Objectives

Performance Indicator

Target

Information Source

1. Amount of sand and gravel
permitted.

1. Planned level of provision
met.

2. Number of sites producing
sand and gravel.

2. Planned production levels
maintained during plan period.

1. Planning
Applications/Annual
Monitoring
Report(AMR)

3. Permissions within Allocated
Sites or outside allocated sites.

3. All sites permitted during
plan period

Achieved
S0

i

S1 - S9

2. Aggregates Working
Party (AWP) Annual
Surveys/Annual
Mineral Raised Inquiry
(AMRI) returns/Local
Aggregates
Assessment (LAA).
3. Planning
Applications/AMR

MCS1

i

1. Amount of recycled and
secondary aggregates produced.

1. Sales of recycled and
secondary aggregates

2. Sales of sand and gravel
comparing with rolling 10 and 3
years sales averages.

2. Sales of sand and gravel to
meet planned level of
provision.

1/2/3. AWP Annual
Surveys/LAA

103

104

Warwickshire County Council Minerals Plan Submission

10 Implementation and Monitoring
Policy

Objectives

Performance Indicator

Target

Information Source

3. Reserves of sand and gravel,
crushed rock and clay

3. Maintain landbanks of
permitted reserves – Sand
Gravel - 7 years. Crushed
Rock - 10 years and 25 years
for Brick Clay

1. Sales of sand and gravel.

1. Planned level of provision
met.

1/2 AWP Annual
Surveys/LAA

2. Sand and Gravel landbank
- 7 years.

3/4. Planning
Applications/AMR

Achieved

MCS2

i

2. Reserves of sand and gravel.
3. Permissions within Allocated
Sites.
4. Number of sites permitted
outside allocated sites.

3. All sites permitted during
plan period.
4. No permissions granted
unless the material planning
benefits outweigh the material
planning objections.

MCS3

i

1. Sales of crushed rock.

1. Planned level of provision
met.

1/3. Planning
Applications/AMR

2. Crushed rock landbank - 10
years

2. AWP Annual
Surveys/LAA

2. Reserves of crushed rock.
3. Permissions granted.

3. No permissions in the
Cotswold AONB
MCS4

iii

1. Number of proposals granted

1/2. All proposals in line with
policy.

1. Planning
Applications/AMR

1/2. No sterilisation of mineral
resources contrary to
requirements of policy.

1/2/3. Planning
Consultations/AMR

2. Amount of new capacity
provided.
MCS5

ii

1. Extent of MSAs sterilised by
non -mineral development.
2. Number of objections made by
WCC to proposals which sterilise
mineral resources of economic
importance.

3. No loss of minerals
infrastructure sites contrary to
requirements to policy.

3. Number of mineral
infrastructure sites adversely
affected by non -mineral
development
MCS6

i, viii

1. Production of clay

1. Planned level of provision
met

1/2. Annual survey by
WCC/AMR.

2. Clay landbank – 25 years

3. Planning
Applications/AMR

2. Reserves of Clay
3. Permissions for long term
stockpiling of clays

3. No target
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Policy

Objectives

Performance Indicator

Target

Information Source

4. Supplies to works outside the
county

4. No target

4. Monitoring surveys
with other MPAs

Achieved

MCS7

I, viii

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

MCS8

i

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

MCS9

i

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

MCS10

i

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

DM1,
DM2,
DM3

iv, v

1. Approved proposals meet
environmental criteria.

1. All proposals in line with
policy.

1/2. Planning
Applications.

2. Mineral development carried
out in close consultation with local
communities.

2. All proposals subject to
early consultation with local
communities.

3. AMR

3. Number of Site Liaison
Committees

3. No target

1. Approved proposals meet
environmental criteria.

1. All proposals in line with
policy.

2. Number of applications refused
due to adverse health, amenity,
economic or environmental
effects

2. All proposals accompanied
by Transport Assessment
where appropriate

1. Approved proposals meet
criteria.

1. All proposals in line with
policy.

1/2 Planning
Applications/AMR

1. Approved proposals meet
criteria.

1. All proposals in line with
policy.

1/2 Planning
Applications/AMR

2. Length of public rights of
way/recreational highways lost
and/or created

2. No loss of public rights of
way/recreational highways.

DM4

DM5

v, x

vi

1/2 Planning
applications/AMR

2. Number of Transport
Assessments submitted.
DM6

iv, v

DM7

ix

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

DM8

iv, v

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR
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Policy

Objectives

Performance Indicator

Target

Information Source

Achieved
DM9

vii

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

DM10

ii

1. Extent of MSAs sterilised by
non -mineral development.

1/2. No sterilisation of mineral
resources contrary to
requirements of policy.

1/2. Planning
Consultations/AMR

2. Number of objections made by
WCC to proposals which sterilise
mineral resources of economic
importance.
DM11

ix

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

DM12

iv, v, vi, vii.
viii, ix, x

1. Approved proposals meet
criteria

1. All proposals in line with
policy.

1. Planning
Applications/AMR

Minerals Plan Submission Warwickshire County Council

Glossary 11
11 Glossary
Term of reference

Abbreviation

Definition

(where used)
Aftercare

The management and treatment of land for a set period of time immediately
following the completed restoration of mineral workings to ensure the land
is returned to the required environmental standard.

After-use

The ultimate use after mineral working for agriculture, forestry, amenity
(including nature conservation and country parks), industrial or other
development.

Aggregates

Sand, gravel crushed rock and other bulk materials used by the construction
industry.

Apportionment

The proportional split of the regional guidelines for the supply of aggregates
for the West Midlands which is shared between the Mineral Planning
Authorities.

Areas of Search

Areas of Search are designated sites which have mineral potential but for
which there hasn’t been the detailed investigation to prove the quality of
the deposit. Therefore industry is encouraged to assess the economic
viability. These areas have been examined against environmental
constraints and their identification confers a general presumption in favour
of proposals for extraction within them.

Area of Outstanding
Natural Beauty

AONB

Biodiversity is the variety of all life on Earth. It includes all species of animals
and plants – everything that is alive on our planet. Biodiversity is important
for its own sake, and human survival depends upon it. (Biodiversity 2020:
A strategy for England’s wildlife and ecosystem services, DEFRA 2011)

Biodiversity

Biodiversity Action
Plan

These are statutory designations under the National Parks and Access to
the Countryside Act 1949. The primary objective is the conservation of the
natural beauty of the landscape.

BAP

UK and Local action plans to identify, conserve and protect existing
biological diversity and to enhance it where possible. Action plans for the
most threatened species and habitats have been set out to aid recovery,
and reporting rounds show how the UKBAP has contributed to the UK’s
progress towards the significant reduction of biodiversity loss called for by
the Convention on Biological Diversity.

Buffer Zones

These are areas drawn around settlements or properties in which mineral
development is prohibited. The purpose of these zones is to protect
settlements from disruption caused by the working of the minerals. They
can also apply to an area around existing workings where non-mineral
development may be prohibited which would adversely affect the operation
of the existing mineral workings.

Carboniferous

A division of geological time from around 360-290 million years ago.

Clay

A very fine-grained mineral with particles measuring less than 0.002mm.
It has high plasticity when wet and considerable strength when air-dry. It
is a very useful engineering material.
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Term of reference

Abbreviation

Definition

(where used)
Construction and
Demolition Waste

C and D
Waste

Waste arising from construction, repair, maintenance and demolition of
buildings and structures, including roads. It consists mostly of brick,
concrete, hardcore, sub-soil and top-soil, but can also contain quantities of
timber, metal, plastics and occasionally hazardous waste materials.

Coal

Combustible mineral formed from organic matter (mostly plant material). A
fossil fuel most commonly used in energy production.

Crushed rock

Naturally occurring rock which is crushed into a series of required sizes to
produce an aggregate.

Department for
Communities and
Local Government

DCLG

Former Government department with national responsibility for housing,
urban regeneration, local government and planning. Now replaced by the
Ministry of Communities, Housing and Local Government.

Department for the
Environment Food
and Rural Affairs

DEFRA

The UK government department responsible for safeguarding our natural
environment, supporting our world-leading food and farming industry, and
sustaining a thriving rural economy. Its broad remit means we play a major
role in people’s day-to-day life, from the food we eat, and the air we breathe,
to the water we drink. This remit includes sustainable waste management.

Development
Management Policies

A set of criteria-based policies required to ensure that all development
within the area meets the vision and strategy set out in the plan.

Development Plan
Documents

DPDs

These outline the key development goals of the Local Development
Framework. These are documents that have been subject to rigorous
community involvement, consultation and independent examination. Once
adopted, development management decisions must be made in accordance
with the DPDs, unless material considerations indicate otherwise.

Environment Agency

EA

The EA’s broad remit is to create better places for people and wildlife, and
support sustainable development. It is the principal environmental regulatory
body in England and Wales. Responsible for promoting improvements in
waste management, permitting waste management facilities including
landfills and ensuring consistency in regulation across England and Wales.

Exploration (of
minerals)

Ascertaining the presence, extent or quality of any deposit of a mineral with
a view to exploiting that mineral.

Flood Zones

These are areas that could be affected due to flooding from rivers. Flood
zone 3 indicates the extent of a flood (1 in 100) chance of happening in any
year. Flood zone 2 indicates the extent of an extreme flood with a 0.1 per
cent (1 in 1000) chance of happening in any year.
Flood zones are defined in planning practice guidance relating to flood risk
and coastal change (March 2014) and are produced ignoring the presence
of existing flood defences, since defences can be ‘overtopped’, if a flood
occurs which is higher than the defences are designed to withstand.
Defences can even fail in extreme events.
The Flood Zones shown on the Environment Agency’s Flood Map for
Planning (Rivers and Sea) do not take account of the possible impacts of
climate change and consequent changes in the future probability of flooding.
Reference should therefore also be made to the Strategic Flood Risk
Assessment when considering location and potential future flood risks to
developments and land uses.
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Term of reference

Abbreviation

Definition

(where used)
Green Belt

Areas of land defined in Borough and District Local Plans, that are rural in
character and adjacent to urban areas, where permanent and strict planning
controls apply in order serve its purposes defined in the NPPF:
a) to check the unrestricted sprawl of large built-up areas;
b) to prevent neighbouring towns merging into one another;
c) to assist in safeguarding the countryside from encroachment;
d) to preserve the setting and special character of historic towns; and
e) to assist in urban regeneration, by encouraging the recycling of derelict
and other urban land.

Green Infrastructure

A network of multi-functional green space, urban and rural, which is capable
of delivering a wide range of environmental and quality of life benefits for
local communities.
Included in Green Infrastructure are parks, open spaces, playing fields,
woodlands, allotments and private gardens. Key considerations for green
infrastructure are the functions or ecosystem services it provides. It should
be considered at a broader scale than is necessarily the case for individual
areas

Hazardous Waste

Broadly any waste on the European Hazardous Waste list that has one or
more of fourteen hazardous properties.

Jurassic

A division of geological time from around 200-135 million years ago.

Landbank

Landbanks of aggregate mineral reserves, or aggregate landbanks, are
principally a monitoring tool to provide a mineral planning authority with
early warning of possible disruption to the provision of an adequate and
steady supply of land-won aggregates in their particular area.
Aggregate landbanks should be used principally as a trigger for a mineral
planning authority to review the current provision of aggregates in its area
and consider whether to conduct a review of the allocation of sites in the
plan. In doing so, it may take into account the remaining planned provision
in the Minerals Plan. A landbank is also a set of sites with planning
permission to work minerals.

Local Biodiversity
Action Plan

Non-statutory plan developed through partnership working and seeking to
identify local priorities and to determine the contribution they can make to
the delivery of the national Species and Habitat Action Plan targets.

Local Development
Document

LDD

A document that forms part of the Local Development Framework. Can
either be a Development Plan Document, such as the Minerals Plan, or a
Supplementary Planning Document.

Local Development
Framework

LDF

LDF is the term used to describe a group of documents produced by the
Local Planning Authority detailing: Development Plan Documents,
Supplementary Planning Documents, Statement of Community Involvement,
Local Development Scheme, Authority Monitoring Reports

109

110

Warwickshire County Council Minerals Plan Submission

11 Glossary
Term of reference

Abbreviation

Definition

(where used)
Local Development
Scheme

LDS

Sets out the programme for the preparation of the Local Development
Documents.

Local Geological
Sites

LGS

Local Geological Sites (formerly known as RIGS - Regionally Important
Geological and Geomorphological Sites) are locally valued non-statutory
sites that exhibit important geological and geomorphological features. Some
geology sites are recognised for their scientific, educational, historic and
aesthetic value.

Mineral Consultation
Areas

MCAs

MCAs define broad areas in which the presence of minerals resources has
been identified but not assessed in detail. Currently Warwickshire County
Council’s MCA’s define areas where there is a presence of aggregate
resources. This has been supplied to all five District Councils within the
County. As Mineral Planning Authority Warwickshire requires to be consulted
on all planning applications falling within the Mineral Consultation Areas
with the following exceptions. Development in accordance with the
allocations of an adopted or deposited local plan, Householder applications
such as extensions to houses, Reserved Matter applications unless the
Mineral Planning Authorities specifically requested consultation at the outline
stage, Minor developments, such as fences, walls, bus shelters, Applications
for listed buildings unless specifically requested, Advertisement applications,
Extensions or alterations to an existing use/building which do not
fundamentally change the scale and character of the use/building, but
sub-division of a dwelling will require consultation.

Mineral Development

Development consisting of the winning and working of minerals or involving
the depositing of mineral waste.

Mineral Reserves

Mineral deposits which have been investigated and are proven to be of
economic importance due to the quality, quantity and nature of the deposit
and benefit from an existing planning permission.

Mineral Resource

A potential source of mineral where the deposits nature, quality and quantity
have yet to be assessed or is not yet economic.

Mineral Safeguarding
Areas

An area designated by minerals planning authorities which covers known
deposits of minerals which are desired to be kept safeguarded from
unnecessary sterilisation by non-mineral development.

Minerals and Waste
Development
Scheme

MWDS

A project plan and timetable for the preparation of the Minerals and Waste
Development Frameworks and all of its constituent documents.

A document which sets out the long term vision, objectives and strategy
for mineral development across Warwickshire up to 2032 and provides the
framework for mineral development management.

Minerals Plan

Ministry of Housing,
Communities and
Local Government

MHCLG

Government department with national responsibility for housing, urban
regeneration, local government and planning. Formerly the Department
for Communities and Local Government (DCLG).

National Planning
Policy Framework

NPPF

Sets out the government’s planning policies for England.

Office of the Deputy
Prime Minister

ODPM

Former government department with responsibility for planning and local
government. The responsibilities of the ODPM transferred to the DCLG on
5th May 2006.
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Term of reference

Abbreviation

Definition

(where used)
Permitted Reserves

Mineral deposits with the benefit of planning permission for extraction.

Planning and
Compulsory
Purchase Act 2004

PCPA

An Act to make provision relating to Spatial Development and town and
country planning; and the compulsory acquisition.

Planning
Inspectorate

PINS

The Government agency responsible for dealing with planning appeals,
national infrastructure planning applications, examinations of local plans
and other planning-related and specialist casework in England and Wales.
PINS employ planning inspectors who sit on independent examinations.
Area containing mineral resources, which can be identified with a high
degree of certainty and where the principle of extraction has been
established. These areas must be subject to extensive consultation before
they are formally delineated.

Preferred Area

Previously
Developed Land

PDL

Land which is or was occupied by a permanent structure, including the
curtilage of the developed land (although it should not be assumed that the
whole of the curtilage should be developed) and any associated fixed
surface infrastructure. This excludes: land that is or was last occupied by
agricultural or forestry buildings; land that has been developed for minerals
extraction or waste disposal by landfill, where provision for restoration has
been made through development management procedures; land in built-up
areas such as residential gardens, parks, recreation grounds and allotments;
and land that was previously developed but where the remains of the
permanent structure or fixed surface structure have blended into the
landscape.

Primary Aggregates

Material extracted or produced from natural occurring mineral deposits used
as an aggregate.

Proposals Map

Illustrates the policies and proposals in the development plan documents.

Public Consultation

A process through which the public is informed about proposals by the
planning authority or developer and invited to submit comments.

Polished Stone Value

PSV

This is a value given to an individual aggregate, found by subjecting the
aggregate to a standard polishing process and then testing the aggregate
with the Portable Skid Resistance Tester. Aggregate that has a PSV value
(over 60) is regarded as a High Skid Resistant Aggregate. High PSV stone
is used for the production of asphalt, for road surfacing.

Quarry

A type of open pit mine from which rock or minerals are extracted. They
are often shallower than other types of open pit mine.

Ramsar Site

Wetlands of international importance, designated under the 1971 Ramsar
Convention.

Reclamation

The process of returning an area to an acceptable environmental condition
whether for the resumption of the former land use or for a new use. It
includes restoration, aftercare, soil handling, filling and contouring
operations.

Recycled Aggregates

Aggregates produced from recycled construction waste such as crushed
concrete, road planing’s etc.
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Term of reference

Abbreviation

Definition

(where used)
Recycling

Regionally Important
Geological and
Geomorphological
Sites

Involves the reprocessing of waste materials, either into the same product
or a different one.
RIGS

The most important places for geology and geomorphology outside
statutorily protected land such as Sites of Special Scientific Interest (SSSI).
Sites are selected under locally-developed criteria, according to their value
for education, scientific study, historical significance or aesthetic qualities.
Whilst not benefiting from statutory protection.

Registered Parks and
Gardens

Gardens, grounds and other planned open spaces, such as town squares.
The emphasis of the register is on ‘designed’ landscapes, rather than on
planting or botanical importance. Historic parks and gardens are a fragile
and finite resource: they can easily be damaged beyond repair or lost
forever.

Restoration

Following the completion of the winning and working of minerals the use
of subsoil and/or topsoil and/or soil making materials to return the land to
an acceptable environmental condition to enable the resumption of a former
land use or for a new use.

Re-use

The reuse of materials in their original form, without any processing other
than cleaning. This can be practised by the commercial sector with the use
of products cleaned.

Rural Areas

The rural areas of the county are those outside of the built up settlements.

Sand and Gravel

A finely divided rock, comprising of particles or granules that range in size
from 0.063 to 2mm for sand, and up to 64mm for gravel. It is used as an
important aggregate mineral.

Saved Plan/Policies

Under the Planning Compulsory Purchase Act (2004) the Minerals and
Waste Local Plans for Warwickshire have been ‘saved’ for a period of three
years (until September 2007). Selected policies within these plans have
been further ‘saved’ beyond September 2007, but will be progressively
replaced by the emerging DPDs within the new MWDF.

Scheduled
Monuments

An historic building or site that is included in the Schedule of Monuments
kept by the Secretary of State for Digital, Culture, Media and Sport under
the Ancient Monuments and Archaeological Areas Act 1979. The NPPF
has identified that Scheduled Monuments are designated heritage assets
of the highest significance.

Secondary
Aggregates

These are materials that originate as waste products from quarrying and
mining activities or as a by-product from an industrial process which can
be processed and used as an aggregate in the construction industry.

Sites of Special
Scientific Interest

SSSIs

A site statutorily protected for its nature conservation, geological or scientific
value designated under the Wildlife and Countryside Act 1981 (as amended).

Special Area of
Conservation

SAC

Areas defined by regulation 3 of the Conservation of Habitats and Species
Regulations 2017 which have been given special protection as important
conservation sites.

Special Landscape
Areas

SLA

An area recognised as being of County level landscape importance. A
non-statutory landscape designation, Special Landscape Areas frequently
border Areas of Outstanding Natural Beauty, protecting the landscape
settings of these statutorily designated areas.
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Term of reference

Abbreviation

Definition

(where used)
Special Protection
Area

SPA

Areas classified under regulation 15 of the Conservation of Habitats and
Species Regulations 2017 which have been identified as being of
international importance for the breeding, feeding, wintering or the migration
of rare and vulnerable species of birds.

Strategic
Environmental
Assessment (SEA)

SEA

Local Planning Authorities must comply with European Union Directive
2001/42/EC which requires a high level, strategic assessment of local
development documents (DPDs and, where appropriate SPDs) and other
local programmes (e.g. the Local Transport Plan and the Municipal Waste
Management Strategy) that are likely to have significant effects on the
environment.

Statement of
Community
Involvement

SCI

Sets out how the people of Warwickshire can be expected to be involved
in the County Council’s preparation of Development Plan Documents and
planning applications that could potentially affect them.

Sterilisation

This occurs when developments such as housing, roads or industrial parks,
pipelines, pylons, wind farms, railways and canals etc. are built over potential
mineral resources/reserves. Sometimes access restrictions may sterilise
minerals resources/reserves.

Strategic Flood Risk
Assessment

SFRA

A study carried out by one or more local planning authorities to assess the
risk to an area from flooding from all sources, now and in the future, taking
account of the impacts of climate change, and to assess the impact that
land use changes and development in the area will have on flood risk.

Sustainability
Appraisal

SA

Local Planning Authorities are bound by legislation to appraise the degree
to which their plans and policies contribute to the achievement of sustainable
development. A sustainability appraisal is a systematic process that must
be carried out during the preparation of a Local Plan. Its role is to promote
sustainable development by assessing the extent to which the emerging
plan, when judged against reasonable alternatives, will help to achieve
relevant environmental, economic and social objectives.

Sustainable
Development
Waste Local Plan

Development which seeks to meet the needs of the present without
compromising the ability of future generations to meet their own needs.
WLP

A statutory detailed land use plan, produced by the County Council. Its
purpose is to set out specific land use policies in relation to waste
management development in the County. The policies are applied to
planning applications for waste disposal facilities, such as landfill sites,
incinerators and recycling depots.
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13 Appendix 2: Mineral Safeguarding Plans
13.1 Warwickshire County Council commissioned the British Geological Survey (BGS) to delineate its Mineral
Safeguarding Areas (MSA's).
13.2 We have produced MSA's for all the main minerals in the county; these are for sand and gravel, crushed rock,
coal, building stone, brick clay and cement raw materials.
13.3 These are all shown below. They are also shown on a composite map.
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Warwickshire Mineral Safeguarding
Areas (MSAs)
Geological units from figures A2 to A9
were selected and refined during the
consultation phase of the project and
buffered by the amount specified in
table 1, page 6 of this report, in order
to produce this MSA map. MSAs stop
at the Warwickshire county boundary.

Warwickshire Mineral
Safeguarding Area Unconsolidated
sand and gravel

SAND & GRAVEL
Warwickshire boundary
Mineral Safeguarding Area (MSA) for unconsolidated sand and gravel

0

5

Kilometres
10

±

20

NERC © 2009. All Rights Reserved
The background to this map is reproduced from the OS Map
with the permission of The Controller of Her Majesty’s Stationery
Office, Crown Copyright. All Rights Reserved
Unauthorised reproduction infringes © Crown Copyright and may
lead to prosecution or Civil proceedings.
Licence Number 100037272/2009.

Figure A10: Warwickshire MSA - Unconsolidated sand and gravel
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Warwickshire Mineral
Safeguarding Area Crushed rock

Warwickshire Mineral Safeguarding
Areas (MSAs)
Geological units from figures A2 to A9
were selected and refined during the
consultation phase of the project and
buffered by the amount specified in
table 1, page 6 of this report, in order
to produce this MSA map. MSAs stop
at the Warwickshire county boundary.

CRUSHED ROCK
Warwickshire boundary

0
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Kilometres
10

±

20

Mineral Safeguarding Area (MSA) for crushed rock aggregates
NERC © 2009. All Rights Reserved
The background to this map is reproduced from the OS Map
with the permission of The Controller of Her Majesty’s Stationery
Office, Crown Copyright. All Rights Reserved
Unauthorised reproduction infringes © Crown Copyright and may
lead to prosecution or Civil proceedings.
Licence Number 100037272/2009.

Figure A11: Warwickshire MSA - Crushed rock
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Warwickshire Mineral
Safeguarding Area Coal

Warwickshire Mineral Safeguarding
Areas (MSAs)
Geological units from figures A2 to A9
were selected and refined during the
consultation phase of the project and
buffered by the amount specified in
table 1, page 6 of this report, in order
to produce this MSA map. MSAs stop
at the Warwickshire county boundary.

COAL
Warwickshire boundary

0

5

Kilometres
10

±
20

Mineral safeguarding area (MSA) for shallow coal
Mineral safeguarding area (MSA) for deep coal

NERC © 2009. All Rights Reserved
The background to this map is reproduced from the OS Map
with the permission of The Controller of Her Majesty’s Stationery
Office, Crown Copyright. All Rights Reserved
Unauthorised reproduction infringes © Crown Copyright and may
lead to prosecution or Civil proceedings.
Licence Number 100037272/2009.

Figure A12: Warwickshire MSA - Coal

119

120

Warwickshire County Council Minerals Plan Submission

13 Appendix 2: Mineral Safeguarding Plans

Warwickshire Mineral
Safeguarding Area Brick clay

Warwickshire Mineral Safeguarding
Areas (MSAs)
Geological units from figures A2 to A9
were selected and refined during the
consultation phase of the project and
buffered by the amount specified in
table 1, page 6 of this report, in order
to produce this MSA map. MSAs stop
at the Warwickshire county boundary.
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BRICK CLAY
Warwickshire boundary
Mineral Safeguarding Area (MSA) for brick clay

NERC © 2009. All Rights Reserved
The background to this map is reproduced from the OS Map
with the permission of The Controller of Her Majesty’s Stationery
Office, Crown Copyright. All Rights Reserved
Unauthorised reproduction infringes © Crown Copyright and may
lead to prosecution or Civil proceedings.
Licence Number 100037272/2009.

Figure A13: Warwickshire MSA - Brick clay
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Warwickshire Mineral
Safeguarding Area Cement raw materials

Warwickshire Mineral Safeguarding
Areas (MSAs)
Geological units from figures A2 to A9
were selected and refined during the
consultation phase of the project and
buffered by the amount specified in
table 1, page 6 of this report, in order
to produce this MSA map. MSAs stop
at the Warwickshire county boundary.

0
CEMENT RAW MATERIALS
Warwickshire boundary
Mineral Safeguarding Area (MSA) for cement raw materials

5

Kilometres
10

±

20

NERC © 2009. All Rights Reserved
The background to this map is reproduced from the OS Map
with the permission of The Controller of Her Majesty’s Stationery
Office, Crown Copyright. All Rights Reserved
Unauthorised reproduction infringes © Crown Copyright and may
lead to prosecution or Civil proceedings.
Licence Number 100037272/2009.

Figure A14: Warwickshire MSA - Cement raw materials
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Warwickshire Mineral
Safeguarding Area Building stone

BUILDING STONE

Warwickshire Mineral Safeguarding
Areas (MSAs)
Geological units from figures A2 to A9
were selected and refined during the
consultation phase of the project and
buffered by the amount specified in
table 1, page 6 of this report, in order
to produce this MSA map. MSAs stop
at the Warwickshire county boundary.
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Warwickshire boundary
Mineral Safeguarding Area (MSA) for building stone

NERC © 2009. All Rights Reserved
The background to this map is reproduced from the OS Map
with the permission of The Controller of Her Majesty’s Stationery
Office, Crown Copyright. All Rights Reserved
Unauthorised reproduction infringes © Crown Copyright and may
lead to prosecution or Civil proceedings.
Licence Number 100037272/2009.

Figure A15: Warwickshire MSA - Building stone
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Warwickshire Mineral Safeguarding Areas

Warwickshire Mineral Safeguarding
Areas (MSAs)
Geological units from figures A2 to A9
were selected and refined during the
consultation phase of the project and
buffered by the amount specified in
table 1, page 6 of this report, in order
to produce this MSA map. MSAs stop
at the Warwickshire county boundary.
The MSA for deep coal has not been
shown on this map for clarity.

Mineral Safeguarding Areas
Warwickshire boundary
Crushed rock
Shallow coal

0
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Kilometres
10

±

20

Brick clay
Cement_Raw_Mat_MSA3
Building stone
Sand and gravel

NERC © 2009. All Rights Reserved
The background to this map is reproduced from the OS Map
with the permission of The Controller of Her Majesty’s Stationery
Office, Crown Copyright. All Rights Reserved
Unauthorised reproduction infringes © Crown Copyright and may
lead to prosecution or Civil proceedings.
Licence Number 100037272/2009.

Figure A16: Warwickshire MSAs
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14 Appendix 3: Supporting information for Policies MCS5
and DM8 - Safeguarding of Minerals and Minerals
Infrastructure
Exemptions Criteria for Mineral Safeguarding
1.
2.
3.
4.
5.
6.
7.
8.
9.
10.
11.
12.

Applications for householder development;
Applications for alterations and extensions to existing buildings and for change of use of existing
development, unless intensifying activity on site;
Applications that are in accordance with the development plan where the assessment of the site options
took account of potential mineral sterilisation;
Application for minor development;
Applications for advertisement consent;
Applications for reserved matters after outline consent has been granted;
Prior notifications (telecoms, forestry, agriculture, demolition);
Certificates of Lawfulness of Existing Use or Development (CLEUD) and Certificates of Lawfulness of
Proposed Use or Development (CLPUD);
Applications for works to trees;
Applications for temporary planning permission;
Applications for listed building consent;
Applications for non-compliance of conditions where this relates to non-mineral issues.
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Aggregate Minerals
Grid Ref

Site Name

Address

Status

Waverley Wood Farm, Weston
Lane, Coventry CV8 3BN

Operational for imported
materials until 2021
when
landowner
requires removal of the
plant

Fixed Processing Plants
SP3627171436

Bubbenhall
(Smiths Concrete)

SP4227878442

Brinklow Quarry

Highwood Farm, Coventry Road,
Brinklow, Rugby, CV23 0NJ

Operational

SP4427273444

Ling Hall Quarry (Breedon)

Coalpit Lane, Lawford Heath,
Warks, CV23 9HH

Operational for imported
materials

SP1829393418

Dunton
Quarry
(KSD
Recycled Aggregates)

Lichfield Road,

Operational for recycled
and imported materials
until
2021
when
planning
permission
expires

Curdworth, Sutton Coldfield,B76
0BB

Mobile Processing Plant
SP4628888446

High Cross Quarry

Operational

Asphalt Plants
SP3029595430

Mancetter Quarry (Lafarge
Tarmac)

Quarry
Lane,
Mancetter,
Atherstone, Warks, CV9 2RF

There are two plants on
site. Operational for
both on site and
imported materials

SP4427273444

Ling Hall Quarry (Breedon)

Coalpit Lane, Lawford Heath,
Warks, CV23 9HH

Operational
for
imported materials

SP3628888800

Griff IV Quarry (Midland
Quarry Products)

Gypsy Lane

Operational until 2032
using imported materials

Nuneaton
CV10 7PH
Concrete Batching Plants
SP4427273444

Ling Hall Quarry (Breedon)(
1st Mix)

Coalpit Lane, Lawford Heath,
Warks, CV23 9HH

Operational
for
imported materials

SP3627171436

Bubbenhall Quarry (Smith
Concrete)

Waverley Wood Farm, Weston
Lane, Coventry CV8 3BN

Operational for imported
materials

SP2125151421

Atherstone Airfield (Smith
Concrete)

Atherstone Airfield, Atherstone on
Stour, Warwickshire, CV23 8NJ

SP3580085200

Coventry
(Cemex)

Bayton Road, Exhall, Coventry,
Warks, CV7 9EJ

Concrete

Plant
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Grid Ref

Site Name

Address

Status

Fixed Processing Plants
SP3860075700

Brandon (Coventry Concrete
Plant – Breedon formerly
Lafarge Readymix ltd)

Brandon Lane,
Willenhall
Coventry
CV3 3GW

SP1829393418

Dunton
Quarry
(KSD
Recycled Aggregates)

Lichfield Road,
Curdworth, Sutton Coldfield,B76
0BB

SP4570071900

Cemex Rugby RMC Plant

Orchard Road Industrial Estate,
Dunchurch, Rugby, Warks CV23
9LN

SP4560071900

Dunchurch (Tarmac Topmix
Ltd

Dunchurch Trading Estate, London
Road,

Ace Mini Mix)

Dunchurch, Rugby, CV23 9LN

SP2720065400

Warwick (Smiths Concrete)

Budbrooke Industrial Estate,
Budbrooke Road, Warwick CV34
5XH

SP3550085300

Bedworth (Hanson)

Bayton Road, Exhall, Coventry,
West Mids. CV7 9PH

SP3580085200

Cemex Rugby RMC Plant

Rugby Cement Plant, Lawford Rd,
Rugby CV21 2RY

SP1970090900

Aggregate Industries

Highway Point, Gorsey Lane,

Operational for both
recycled and imported
materials

Now closed.

Coleshill
B46 1JU
SP3530085300

The Rock Solid Concrete
Company (Mixer Hire Ltd)

Unit 89 Bayton Road
Exhall
Coventry
CV7 9QN

Bagging Plants - Aggregates
SP3627171436

Bubbenhall Quarry (Smiths
Concrete)

SP3355094750

Tarmac Nuneaton Packed
Products

Facility
to
bag
aggregates relocated to
Hanson’s Nuneaton site.
Mancetter
Road,
Hartshill,
Nuneaton, Warks, CV10 ORT

Operational
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Grid Ref

Site Name

Address

Status

Fixed Processing Plants
SP3490089000

Hanson Packed Products,
Nuneaton

Griff Clara Industrial Estate, Off St
Davids, Nuneaton, CV10 7PP

Concrete Products - Blocks
SP2050092400

Hanson Thermolite (Forterra)

Canton
Lane,
Hams
Hall
Distribution
Park,
Coleshill,
Birmingham, B46 1AQ

Brinklow Quarry (Premier
Mortars Ltd)

Coventry Road

Mortar Plants
SP4227878442

Operational

Brinklow
Rugby
CV23 ONJ
SP 3627171436

Bubbenhall Quarry (Smith
Concrete)

Rail served
Facilities and Plant

None

Water served
Facilities and Plant

None

Plant not operational
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Aggregate recycling sites in the county (2016)
Site
number

Site name

Operator

Permitted
Capacity (tpa)

Date of permission

Time Limit

1

ABS, Tuttle Hill,
Nuneaton

ABS

Unlimited –
(Transfer)

October 1992

None

2

Hammonds Bayton
Road, Bedworth

Hammonds

30,250

Originally approved
in 1999

None

3

Brinklow Quarry,
Highwood Farm,
Brinklow

Mrs J Aston

45,000

February 2007

Required to
cease at end of
the mineral
operation

4

Canalside Yard, Napton

Jordan Contracts
Midlands Ltd

Unlimited

Sept 2004

None

5

Coleshill Quarry,
Coleshill

Cemex/ Weavers
Hill Aggregates

90,000

Sept 2011 (Renewal
of permission)

20.09.14

6

Dunton Quarry,
Curdworth

KSD

500,000*

May 2012

31.12.21

(Renewal of
permission)
7

MAC Griff Clara,
Nuneaton

MAC Contracting

75,000

July 2012

None

8

Griff IV Quarry,
Nuneaton

WCL Quarries Ltd

25,000

October 2012
(subject to S106)

31.12.32

9

Middleton Hall Quarry,
Middleton

Parkstone /Hanson
Aggregates

65,000

May 2012

31.12.22

*Unlimited capacity for planning. Figure refers to EA Licenses.

Appendix 1 H.13: THE WEST MIDLANDS LOCAL TRANSPORT
PLAN 2011 - 2026

West Midlands
Local Transport Plan
Making the Connections

Local Transport
Strategy

2011 – 2026

2
Contents

04

Local Transport Plan 2011 - 2026

05 Introduction
08
09
09
09

What is LTP?
The Structure of LTP
The Strategy
Implementation Plan

10 Our Shared Vision
11
11

Delivering the Plan
Our Undertakings

12 The Context for LTP
12
14
18
21
22
23
26

A Sense of Place
Black Country
Birmingham and Urban Solihull
Coventry
The Rural Area
Opportunities and Challenges
Linkage with Spatial Planning

29 How LTP Can Help Us Meet These
Challenges and Deliver Our Shared Vision
31
35

The ’Golden Thread’: From Challenges to Strategy
What Outcomes Will LTP Deliver?

36 The Strategic Principles of LTP
36
37
37

Smarter Management
Smarter Choices
Smarter Investment

38 The Objectives
40 From Objectives to Strategy

3
40
42
43

The Options
Option A
Option B

45 The Strategy
46
48
52
54
55
58
60
61
63
64

Long Term Theme 1: Regeneration, thriving centres, corridors and gateways
Long Term Theme 2: Making best use of the highway network
Long Term Theme 3: Modal transfer and the creation of sustainable travel patterns
Long Term Theme 4: Asset management and maintenance – a foundation for growth
Long Term Theme 5: A rail and rapid transit network “backbone for development”
Long Term Theme 6: Improved local accessibility and connectivity
Long Term Theme 7: Sustainable and efficient freight transport
Long Term Theme 8: Effective and reliable transport integration
Long Term Theme 9: Improved safety and security
Long Term Theme 10: Improved environment and reduced carbon through new technologies

67 Sub-Regional Balances of Long-Term Themes
67
69
72
74
74

Black Country
Birmingham/Urban Solihull
The Rural Area
Coventry
Links to the Implementation Plan

75 Policies
80 Initiatives Evaluation
82 Finance and Funding
84 Risk
88 Monitoring
92 Concluding Remarks

4
Local Transport Plan 2011-2026
The West Midlands Local Transport Plan 2011 – 2026
is a statutory document which sets out the transport
strategy and policies for the West Midlands Metropolitan
Area to 2026, including an Implementation Plan for the
first five years (2011 – 2016).
Local Transport Plan 2011 - 2026 has been

to the Vision and Issues stage have been fully

prepared in three clear and distinct parts:

taken into account in formulating the Local

• Vision and Issues consultation, to identify
challenges the LTP should address

Transport Strategy.
This initial engagement and consultation stage set

• LTP Strategy (to 2026)

the framework for the next stage, which combined

• LTP Implementation Plan (2011-2016)

consultation on the Draft Strategy (2011–2026)
and the Implementation Plan (2011–2016).

Consultation

Consultation of the Draft LTP

Vision and Issues

Formal consultation on the Draft LTP Strategy

The LTP process started by seeking views on the

and Implementation Plan was held over a 9-week

Draft Vision, and asking for suggestions for the

period, from Monday 29th November 2010 to

key challenges the LTP should address. We did

Monday 31st January 2011.

this over a 14-week period from 25 September to
18 December 2009.

Full details of the consultation process, the dates
and venues of events, and downloadable copies

Whilst this was not a requirement, it was felt

of all documents, including a Statement of

that such a consultation would help to ensure

Consultation and Engagement and a resulting

stakeholder and public contributions were

Schedule of Proposed Changes can be found at

captured from the outset. This has proven to be

the LTP Website:

the case. The comments and views of respondents

www.westmidlandsltp.gov.uk

5
1: Introduction
This Local Transport Plan is subtitled
‘Making the Connections.’ It encompasses
three important approaches.

Firstly, it is about making important connections at

Secondly, it is about helping to rebalance

various levels, including:

our local economy by supporting increased

• The need for reducing carbon emissions
and our agenda for new jobs and
economic prosperity
• Connecting centres within the Metropolitan
Area
• Connecting the Metropolitan Area
nationally and internationally
• People and their everyday travel needs
• Businesses and their workforce and
markets
• Transport and economic, spatial, health
and social policy (“Quality of Life”)
• The Coalition Government’s national
priorities and its localism agenda

employment, helping to increase our GVA
and providing for housing growth to meet our
demographic needs.
Thirdly, LTP is about how transport can make a
real difference over the next 15 years in moving to
a low carbon economy and helping to deliver our
economic, environmental and social aspirations.
Transport is about providing good connectivity
through efficient networks that support the
everyday needs of people, businesses and
organisations as they strive to meet their work
and personal objectives. Consequently, this
is more than just a Local Transport Plan - It
sets out how transport will help play its part in
the transformation of the Metropolitan Area’s
economy over the medium to long-term, and
how this could bring real benefits in terms of
economic revival and quality of life.

6
Travel and transport are essential to almost

Transport Plan. This factor alone underpins the

every aspect of our daily lives. Very little happens

importance of the Metropolitan Area having a

without us needing to walk, cycle, ride or drive,

clear, well thought-out approach, which provides

or use a car, bus, train, plane or lorry. There are

a sound and robust basis for determining priorities,

also networks for the distribution of water, power

giving maximum value for money and finding

and communications, all of which are crucial

innovative ways to solve transport problems.

to our daily lives. Transport is therefore a key to
economic prosperity.

Our existing transport infrastructure is a major
asset, which needs to be properly maintained to

We all want a better quality of life. But as each

allow the safe and efficient movement of people

of us travels, we can create problems for other

and goods across the Midlands. The Metropolitan

travellers, local residents and businesses, and for

Area requires major investment to ensure that

the environment as a whole. We therefore face

infrastructure is renewed to a standard expected

huge challenges in improving travel for everyone,

by the travelling public, both to reduce delays

without at the same time creating congestion,

and to allow access to all parts of the network

noise or pollution that can adversely affect each

without incident.

of us. In the context of the public spending cuts
already announced, there will be less public
investment in transport than has been historically
the case, certainly in the early years of this Local

7
Our Economy
The West Midlands Metropolitan Area has been

Much has been done across the region in

seriously affected by the recent recession, resulting

the areas of economic development, inward

in some of the highest levels of unemployment

investment, skills, innovation, planning, housing,

in the UK. Over most of the area, productivity

social cohesion and transport, to create a

has been falling for some years; this decline was

co-ordinated and integrated response to the

exacerbated by the recession, creating a current

challenges we face. LTP, with a long-term horizon

output gap estimated at £15bn across the region,

of 15 years, is an important part of this vision and

compared to other regions of the country.

helps create and sustain the transport necessary to

Local Authorities, Government agencies, the

support growth, development and regeneration.

business sector and the ITA all agree that tackling

Providing the right transport, at the right time and

the barriers to growth in the Metropolitan

in the right place, is key to helping people meet

economy and creating the conditions for revival

their everyday needs and to support business,

and prosperity is the top priority. Investing in our

which relies on employees and customers.

infrastructure has an important role to play in

LTP will enable everyone, including Government,

creating those conditions.

to understand the issues we face, to appreciate
the opportunities for positive change, and to
see how both individually and collectively we
can all play a part in making the West Midlands
Metropolitan Area a better place in which to live,
work and enjoy life.

8
What Is the LTP?
This Local Transport Plan sets out a vision

Our work with adjoining Authorities, who have

for our area; it analyses travel problems and

also produced their own Plans, has ensured

opportunities, and then sets clear objectives and

a consistent approach to major issues within

policies, which will tackle these issues. It also

the broader Travel-to-Work Area. This is of

includes a programme of transport interventions

great importance given the need to ensure

that will help to achieve these.

improvements in connectivity if we are to

Transport networks cross administrative

achieve economic growth.

boundaries, as do travel-to-work patterns.

The West Midlands Integrated Transport Authority,

Therefore, this Plan has been prepared for

Centro, has the statutory duty to prepare and

the entire Metropolitan Area, comprising the

approve the LTP. Delivery of the policies, projects

Metropolitan Districts of Birmingham, Coventry,

and programmes set out in LTP is, however,

Dudley, Sandwell, Solihull, Walsall and

only possible with the active co-operation and

Wolverhampton. In putting together the Plan there

involvement of a wide range of partners. District

has been close collaboration with surrounding

Councils, in particular, will have a key role to

Local Authorities and other transport-related

play, given their statutory functions as Highway,

providers, operators and interest groups, as well

Local Planning, Licensing and Environmental

as the business community. LTP is therefore a

Authorities.

policy document developed in co-operation
with local transport interests, in line with the
Transport Act 2008.

LTP deals with investment in and management
of local transport networks. Responsibility for
investment in motorways, trunk roads and
strategic rail schemes lies with national bodies
such as the Highways Agency and Network Rail.
In order to achieve an integrated approach,
therefore, LTP has been prepared in close
co-operation with these organisations.

9
The Structure of LTP
LTP has two parts:
•	The Local Transport Strategy – covering the 15-year period 2011 - 2026
•	Implementation Plan – which details how we will deliver the first five years of the Strategy
(2011-2016)
In addition, an Integrated Sustainability Appraisal has been undertaken. This is required in respect of
Strategic Environmental Appraisal, Habitats and Equalities Regulations. To align this Appraisal more
closely with the five objectives, it has been broadened out to take a more integrated approach, including
Health and Economic Impacts.
LTP – Local Transport Strategy

LTP Implementation Plan (2011 – 2016)

This contains the Vision and Objectives, and

The Implementation Plan contains our

sets out the overall Local Transport Strategy and

programme for delivering the first five years of

the detailed policies required to deliver that

the Strategy. Once further resources are identified,

Strategy. It covers the 15-year period from 2011

the Implementation Plan will be updated so

to 2026. It builds on the work already undertaken

that a full 15-year programme period will be

in preparing the Regional Transport Priorities,

covered. The Implementation Plan covers existing

Regional Funding Advice, the development of

commitments, identifies funding sources, makes

Smarter Choices and our Sustainable Travel Cities

detailed proposals for investment and sets out

submission, as well as the development of Core

how and by whom the policies will be delivered.

Strategies by the Metropolitan District Councils.
It also reflects the aspirations of the Local
Enterprise Partnerships.

Recognising the need to monitor progress made
in delivering the Strategy, the Implementation
Plan will ultimately contain five-year targets and

This Plan places a clear emphasis on delivering

indicators. These will be closely monitored to

what we are already committed to, striking a

ensure we make progress towards achieving the

balance between transport modes, concentrating

goals set out in the Strategy.

only on strategic transport interventions and
moving towards the development of smarter
travel choices, and the better management and
maintenance of our existing transport networks.

The Implementation Plan covers the five-year
period 2011-2016 and has a single purpose - to
set out proposals for how, when and where specific
aspects of the LTP Strategy will be delivered.
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2: Our Shared Vision
The Shared Vision is based on the premise that

By improving our transport system we will work

transport is fundamental to our local economy,

towards equal opportunity for everyone to gain

enabling growth and the movement of people

access to services and facilities, reflecting our strong

and goods, helping achieve our partners’ wider

ethnic and cultural diversity, positively building on

policy objectives for the development of the

this distinct competitive and social advantage. We

Metropolitan Area and, in particular, to help

will also seek to ensure that the improvement of

stimulate and grow the economy in low-carbon

our transport system has a positive impact on the

ways to assist regional and national recovery.

health and wellbeing of the population.

Our Shared Vision is:

As the Area continues to develop its role as

“To make the West Midlands
Metropolitan Area more
prosperous, healthier and safer,
offering a high quality and
attractive environment where
people will choose to live, work
and visit, and where businesses
thrive and attract inward
investment.
This will be achieved by offering sustainable travel
and transport choices with improved connectivity
within and between the whole range of centres,

the economic and service hub for the West
Midlands Region, the Plan sets out how an active
and sustainable transport system that takes full
account of its location at the Heart of England
can be developed.
Our Vision has five main goals:
• To support economic growth, reflecting the
Area’s major contribution to the regional
and national economies
• To tackle climate change
• To improve safety, security and health
• Is accessible to all, in an area of wide
cultural and ethnic diversity, and
• Enhances quality of life and the built
environment

large and small, which makes up the Metropolitan

Our Shared Vision is consistent with the approach

Area. Improved technology and local accessibility

that the region and the Local Authorities

can help to reduce the need to travel, whilst

have taken towards regeneration and urban

supporting economic growth, within a low

renaissance, and in drawing up the Regional

carbon environment.

Transport Priorities, which are required to deliver
sustainable physical and economic growth.

11
Delivering the Plan
Our Shared Vision for the Metropolitan Area
in 2026 is comprehensive and ambitious and,
we believe, realistic given the current economic
circumstances. LTP sets out the challenging
policies and proposals that are necessary to

This partnership approach is essential to ensure
we make the most effective and co-ordinated use
of the Area’s limited financial resources, and to
reflect the over-arching principle that transport is
an important catalyst in helping advance wider
policy objectives.

deliver that Shared Vision. This requires innovative

Examples of effective collaborative working

approaches to funding and programme

include Local Authority shared service provision,

development, and close co-operation and

such as joint project work on major schemes in

partnership working. It is particularly important to

the Black Country, and widening the scope for

ensure a joined-up approach between transport,

joint procurement with partners.

public heath and spatial planning, as the latter
is often a key delivery mechanism.

Our Undertakings

The ITA and Local Authorities will implement

Our Shared Vision is underpinned by fundamental

the Plan in partnership with our broad range of

commitments on our behalf. These are as follows:

stakeholders - including Central Government, the
Homes and Communities Agency, Local Strategic
Partnerships, Local Enterprise Partnerships,
Business, freight operators, public transport
operators, health professionals, cycling and
walking groups, and environmental and other
interest groups.
The LTP has sought to align transport strategy with
those of our partners, where appropriate, including
Core Strategies and Local Investment Plans.
The Integrated Sustainability Appraisal of LTP
demonstrates that some 150 plans, strategies and
policy documents prepared by stakeholders have
been taken account of in the preparation of LTP.

•	We will use our influence and persuasion
to ensure delivery of those elements of LTP
that lie outside our direct control
•	We will demonstrate value for money and
maximise funding opportunities
•	We will display good governance and
stewardship of resources at all times
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3: The Context for LTP
A Sense of Place
The Metropolitan Area comprises the Cities of

The recent recession has, however, has led to

Birmingham, Coventry and Wolverhampton and

significant overall increases in unemployment,

the Boroughs of Dudley, Sandwell, Solihull and

compounding the historical problem of low levels

Walsall. Taken together, these form the largest

of skills within the workforce compared to many

urban area in the country outside London. The

other regions of the country.

Area also lies at the geographical centre of

The region’s output gap compared to the average

England and at the heart of the West Midlands

for other English regions, measured in Gross

Region - England’s only completely land-locked

Added Value (GVA), has been increasing, and

region.

is now estimated to be around £15 billion per

The Area is home to some 2.6 million people

annum. As the economic heart of the region, the

and it is one of the most ethnically and culturally

Area has a major role to play in helping to reduce

diverse parts of the country. Like the rest of the

this gap, and in re-establishing the region as a

country it has an aging population overall, though

major economic driver of the national economy.

Birmingham itself has a very young age profile.

There is, therefore, a regional competitiveness

Since the Industrial Revolution, the Area has been
the centre of the UK’s manufacturing industry,
bringing it wealth and international prestige.

issue to address, within the context of national
economic recovery. Transport has a key role to
play in this challenge.

During the 20th Century it was the focus of

The Area lies at the hub of many of the country’s

Britain’s automotive, aircraft, machine tool and

transport networks, including rail, motorway/

other metal-based industries. Much of this was

trunk roads, freight and air travel via Birmingham

due to the readily available minerals and coal

Airport (BHX). It is crossed by two Trans-European

resources in or adjacent to the Metropolitan Area.

Routes and has one of the most extensive

Over the last 30 years, the Area has lost
thousands of manufacturing and mining jobs
due to globalisation and other factors, offset
by economic restructuring which has created
employment in the service and logistics sectors.

canal networks in the UK, focused on the
Black Country and Birmingham. The area can
justifiably be called ’the Crossroads of England’
with these networks being crucial to the effective
movement of people and freight nationally and
internationally.
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Many of these networks are, however, near or at

Physically, the Metropolitan Area is not a single,

capacity and are frequently subject to congestion,

continuous urban area. It is made up of many

which in turn increases journey times. This places

individual centres of differing population, size

additional costs on business, which then adversely

and character. These sub-areas have quite varied

affects the region’s productivity and output, to

characters and, therefore, different transport

the disadvantage of both national and regional

needs. This lack of consistency presents additional

economies. A ‘vicious circle’ is therefore created

challenges. It is important to recognise these

by these capacity issues, which have a negative

characteristics, because different areas require

impact on the area’s underlying competitiveness

different interventions to achieve the same policy

and its attractiveness as a location for future

goals. LTP seeks to develop bespoke solutions,

inward investment.

within a consistent and clear overall policy

Although the individual parts of the Metropolitan

context.

Area have much in common, there are areas

Broadly speaking, the Metropolitan Area

of marked physical, social and economic

comprises four sub-areas, each with its own

contrasts and health inequalities. Coventry and

distinctive set of relationships with its hinterland in

Solihull score well in terms of their GVA, but

the adjacent Metropolitan Districts, Unitaries and

the Black Country scores significantly below the

Shire Counties. These sub-areas are:

regional and national average, contributing
disproportionately to the productivity gap.
In preparing LTP, we have worked closely with the
neighbouring Shire County Councils to ensure a
‘joined-up’ and complementary approach to the
issues that affect the Travel to Work Areas lying
immediately next to the Metropolitan Area, whose
prosperity is fundamentally linked with that of the
Metropolitan Area.

• The Black Country
• Birmingham and Urban Solihull
• Coventry
• The Rural Area
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The West Midlands Metropolitan Area

Black Country
The Black Country lies on the western side of the

villages and communities, often with their own

Metropolitan Area, and comprises the boroughs

industrial specialism, creating what is now a

of Dudley, Sandwell and Walsall and the City

dense and almost continuous urban area, with a

of Wolverhampton. There are some 440,000

very complex spatial pattern.

households and, after years of decline due

Today, there are some 25 towns, and 4 ’Strategic

largely to out-migration, the population has

Centres’:

started to increase again. The total now stands at
1,080,000, of which some 15% are from Black
and Ethnic Minority (BME) origins.
The Black Country was the cradle of the Industrial
Revolution, leading to a rapid expansion of many

• Brierley Hill
• Walsall
• West Bromwich
• Wolverhampton
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The density of the area and the large number

The density and polycentric nature of existing

of individual centres (a polycentric settlement

Black Country development means that there is

pattern) has created complex movement patterns

a need to deliver smaller-scale highway schemes

and a particularly intricate transport network.

within the Area.

Travel to Work relationships with Birmingham, as
well as with parts of Worcestershire, Staffordshire,
Shropshire and Telford & Wrekin, add to this and
produces a particularly challenging situation
for LTP to address. The need for effective freight
access to, and within, the Black Country also
requires addressing in LTP.
The decline of the Area’s manufacturing and
mining industries in the latter part of the 20th
Century has resulted in parts of the Area having
amongst the highest indices of deprivation in the
country, with a low skills base and a resultant
low level of economic activity. Being the most
deprived part of the region leads to specific
transport needs, often resulting in a high level
of reliance, both economically and socially, on
public transport.
The Black Country has some of the lowest levels
of economic activity within the region, but it
also the second largest population. Therefore,
achieving economic growth within the Black
Country is seen as a major objective if the
regional productivity gap is to be narrowed. It is

The Regional Spatial Strategy (through the
Phase One Review), the Black Country Study
and the Black Country Strategy for Growth and
Competitiveness all supported the undeniable
case for the regeneration and growth of the Black
Country to reverse years of decline.
The principles of urban renaissance established
by the RSS process, and the growth levels sought
by the Black Country Authorities, set out further
in the Black Country Joint Core Strategy, remain
relevant and form a key part of the evidence base
for this LTP Strategy.
The Area is also a focus for intervention through
‘Connecting to Success’, the Regional Economic
Strategy, by addressing multiple market failure
through the establishment of the Black Country
Regeneration Zone and the WolverhamptonTelford Technology Corridor.
The Homes and Communities Agency (HCA)
supports housing and regeneration, and the Black
Country Spine is one of the Regional Transport
Priorities.

rightly the focus for considerable local, regional

The whole of the Black Country area is

and national activity to address the underlying

designated a Growth Point, with seven Impact

causes of these gaps.

Investment Locations (IILs):
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• Bilston Urban Village

Local traffic is significantly affected by diversionary

• Dudley Town Centre/Brierley Hill

routing of motorway traffic when incidents occur

• Icknield Loop/Birmingham-Sandwell 		

on the motorway network. This is a challenge for

Western Corridor (part)
• i54 (part)
• Walsall Waterfront/Housing Regeneration

an effective transport system serving the Black
Country.
Improved operation of the Black Country’s
highway network is necessary to support growth

• West Bromwich Town Centre

of the sub-regional economy, whilst limiting the

• Wolverhampton City Centre

environmental effect of excessive congestion. This

Transport infrastructure serving the Black Country
includes 4 passenger rail lines serving town
and district centres and the strategic centres

is especially applicable to the highway network
serving the Black Country’s regeneration corridors
and its strategic centres, such as Brierley Hill.

of Wolverhampton and Walsall. Metro Line

Car ownership levels vary across the four

1 connects Wolverhampton, West Bromwich,

Boroughs. This is indicated in the tables below,

smaller centres and Birmingham. The M5, M6

showing car ownership across the whole

and M54 motorways also serve the Black Country.

Metropolitan Area:
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Growth in Car Ownership in the Region (DfT Statistics)
2000
Household car ownership
West Midlands region

2007

0

1

2+

0

1

2+

25%

45%

29%

21%

42%

37%

2001 Census Household Car Ownership
0

1

2+

Birmingham

38.5%

41.7%

19.8%

Coventry

33.1%

44.2%

22.7%

Dudley

25.3%

43.2%

31.5%

Sandwell

37.5%

43.2%

19.3%

Solihull

20.6%

41.0%

38.4%

Walsall

31.0%

42.8%

26.2%

Wolverhampton

35.2%

42.9%

21.9%

2001 Census Mode of Travel to Work
Car
driver

Car
Public
Passenger Transport

Walk

Bicycle

Other

Birmingham

51.8%

6.2%

22.8%

8.8%

1.4%

9.0%

Coventry

56.7%

8.4%

13.3%

10.7%

2.8%

8.1%

Dudley

63.4%

7.5%

10.1%

8.6%

1.3%

9.1%

Sandwell

54.4%

8.0%

17.2%

10.3%

1.7%

8.4%

Solihull

62.9%

5.7%

13.7%

5.7%

1.5%

10.5%

Solihull urban

61.1%

6.1%

15.1%

6.2%

1.8%

9.7%

Solihull rural*

67.5%

4.7%

9.9%

4.2%

1.0%

12.7%

Walsall

58.4%

7.7%

12.9%

10.0%

2.0%

9.0%

Wolverhampton

55.0%

7.4%

15.6%

10.1%

2.7%

9.2%

Met Area

56.2%

7.0%

16.9%

9.1%

1.8%

9.0%

*Solihull rural is the five wards of Bickenhill, Blythe, Dorridge & Hockley Heath, Knowle and Meriden
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Birmingham and Urban Solihull
Birmingham and the urban part of Solihull lie

research and development, financial, banking

at the geographical centre of the Area, with

and professional services, and by expansion of

Birmingham being both the region’s principal city

the higher education sector. The latter is focused

and the largest city outside London. The sub-area

on the Universities of Aston, Birmingham and

has a population of over 1.15m, with just over

Birmingham City. Birmingham Business Park

1m living within Birmingham itself. Birmingham

and Blythe Valley Business Park, both located in

seeks to be a global city and its importance

Solihull Borough, provide modern, high quality

to both the regional economy and that of the

office and headquarters facilities.

country, as a whole, cannot be overstated.

Birmingham city centre has the largest

This must be reflected in the LTP Strategy, if the

concentration of highly skilled and highly paid

fundamental objective of securing economic

jobs outside London and the South East, and is

growth for the Metropolitan Area as a whole, and

the leading regional retail centre. It is the location

thus for the region, is to be achieved.

of many nationally important facilities, including

Birmingham has a long history of manufacturing

the International Convention Centre, Symphony

and, along with the Black Country, was at the

Hall, recently refurbished Birmingham Town Hall

centre of the industrial revolution. Its economic

and the multi-purpose National Indoor Arena,

base was built on a wide range of metal-based

together with several major art galleries and

industries. In the 20th Century, it became

museums.

associated with the automotive industry and

Solihull town centre, which includes the

chocolate manufacture, being home to major

Touchwood and John Lewis shopping

international brands such as Dunlop at Fort

developments, fulfils an important retail role

Dunlop and the Mini at Longbridge. It is still is

within the sub-region. Major national and

the home of Cadbury at Bournville. Top range

regional assets are located in the north of

vehicle manufacture continues at Jaguar in Castle

the Borough, close to the M42, including the

Bromwich and at Land Rover in Solihull.

National Exhibition Centre, recently expanded

Whilst manufacturing continues to employ

LG Arena, Birmingham Airport and Birmingham

thousands of people, its relative decline over

International Railway Station.

recent decades has, to some extent, been

The East Birmingham/North Solihull Regeneration

offset by the development of high technology

scheme is a £1.8 billion project to improve the
lives of over 40,000 residents, through new and
refurbished housing, new primary schools and

19
village centres, and transport, connectivity and
green space improvements. Although progress
has been slowed by the recession, it remains a
priority for the Regeneration Partnership.
The sub-area is one of great contrasts, with
high quality and affluent suburbs in such places
as Sutton Coldfield, Edgbaston, Bournville and

•	Icknield Port Loop/Birmingham Sandwell
Western Corridor
•	Longbridge/South West Birmingham
Corridor
•	New Street Station
•	North Solihull Regeneration.

Solihull, which contrast sharply with some of the

The sub-area is ringed by a motorway box,

most serious inner city and suburban deprivation

comprising the M5, M6 and M42, all of which

in the country.

are subject to congestion, particularly at junctions.

The scale of regeneration needed to achieve
renaissance, and to secure sustainable growth

The A38 (M) provides a link between the M6 and
Birmingham city centre.

in households and jobs, is demonstrated by the

Outside the Area, immediately to the north, is

scope of various initiatives, which focus on this

the M6 Toll. This provides a privately funded

part of the Metropolitan Area. Growth, in the

congestion-free alternative to the M6. The primary

main, will be focused in:

route network, including the A38, A41, A45,

•	Birmingham city centre (in accordance with
Birmingham’s Big City Plan)
•	The Western Growth Corridor linking
in to Sandwell
•	South West Birmingham focusing on
Longbridge
•	The East Birmingham Corridor linking in to
North Solihull
Six Impact Investment Locations are located within
the sub-area:
•	Birmingham Airport (BHX) A45 Transport
Corridor
•	Birmingham Eastside

A34, and A435 is essentially radial in nature,
reflecting the historic development of Birmingham
and its links with Solihull and the Black Country.
This central part of the Metropolitan Area is
also at the hub of the national rail network, with
several main and suburban lines converging
on Birmingham city centre, in particular at New
Street Station, which is the busiest station in the
country outside London and currently the subject
of the £600 million ’Birmingham Gateway’
redevelopment project. Government proposals for
High Speed Rail 2 (HS2) include a new station in
the city centre and one at Birmingham Airport / NEC.
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Birmingham city centre has two other principal

Birmingham’s canals, along with those of the

stations - Birmingham Snow Hill and Birmingham

Black Country, the Coventry Canal and the Grand

Moor Street. The latter has seen major investment

Union Canal in Solihull, still comprise one of the

by rail operator Chiltern, which opened additional

most extensive waterway networks in the world.

track and platform capacity in late 2010,

Used principally these days for leisure purposes

significantly reducing journey times to London

and providing an extensive network of towpath

Marylebone. Solihull is a principal station on

walkways, they also offer limited opportunities

the Chiltern Line and it meets both inward and

to move certain types of freight in a sustainable

outward commuting needs. It also benefits from

way, over short distances, as well as for further

the reduced journey times to London Marylebone.

development as routes for active travel modes

Solihull Station is now operated by Chiltern

such as cycling and walking.

Railways and future plans could see it developed

The Midland Metro provides a rapid transit

as a second “railhead” for the Airport, serving

route between Birmingham Snow Hill and

discrete markets along the M40 Corridor as well

Wolverhampton city centre, with 23 stops serving

as an alternative London destination. A new bus

a wide catchment in western Birmingham,

service between Solihull Station and the Airport is

West Bromwich/Sandwell and Wolverhampton.

being investigated.

Proposals to extend the Metro line within

Birmingham Airport (BHX) is a Strategic
National Asset, the region’s principal airport
and plays a vital role in supporting the local

Birmingham City Centre, to link with the
redeveloped New Street Station (Birmingham
Gateway), have been approved by Government.

and regional economy. It is located in Solihull,

Car ownership levels vary significantly across

close to the junction of the M42 and A45, and

Birmingham and Solihull, with parts of

is served, along with the NEC and LG Arena, by

Birmingham being well below the national

Birmingham International Station on the West

average and parts of Solihull being significantly

Coast Main Line (WCML). The ANITA project,

above. This, together with the availability of rail,

currently being implemented, will improve public

bus or Metro services significantly affects the

transport access to the Airport, the NEC and

Travel-to-Work choice.

International station. Government proposals for
High Speed Rail include provision of a new station
to serve the Airport and the NEC. Access and
egress will require careful consideration.

The importance of the transport network in the
central part of the Metropolitan Area, regionally
and nationally, is reflected in the DaSTS
study ‘Access to Birmingham,’ currently being
undertaken by consultants on behalf of the DfT.
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Coventry
The City of Coventry forms the eastern boundary

The city is a Growth Point, and proposes major

of the Metropolitan Area and is a free standing

redevelopment of the city centre, including the

city, separated from the rest of the conurbation

Railway Station and Swanswell Areas.

by an extensive Green Belt known as the Meriden
Gap. Following years of decline, the City’s
population has stabilised and is now increasing,
currently standing at about 306,000.
From the Middle Ages, Coventry has been a

Two Impact Investment Locations are located in or
adjacent to the city:
• Coventry City Centre/North
• Ansty

centre for manufacturing. Historically, it has

Coventry has a reasonably traditional urban

shown remarkable resilience to changing markets,

structure, with a central hub (the Ring Road

moving from ribbon weaving to watch making to

around the City Centre) and a series of ‘spokes’

bicycles and more recently to the automotive and

comprising major radial roads, but with routes

machine tool industries.

of national importance superimposed on

The rapid decline in the manufacturing and coal
mining sectors during the 1980s and 1990s led
to a determined effort to diversify the economy,

them. These comprise the M6/M69 junction to
the north, the A46 to the east and the highly
urbanised A45 to the south.

with a focus on company HQs, education and

Significant investment has been undertaken

health facilities, high technology manufacturing

to upgrade the city’s bus network through

and research and development. The city now has

the PrimeLines project, which has resulted in

more people in employment than in the 1970s,

increased bus patronage. The rail network

when the population was at its peak.

includes the West Coast Main Line, with stations

Although Coventry, together with Warwickshire
and Solihull, has the highest GVA in the region,
there are still significant pockets of deprivation.
These are mainly focused in the northern part of
the city, and in some peripheral housing estates.
The city is the beneficiary of proposals supported
by the HCA for the comprehensive redevelopment
of much of Wood End, Henley Green, Manor
Farm and Deedmore.

in the city centre, Canley and Tile Hill, and a
north-south line to Nuneaton, Kenilworth and
Leamington Spa (NUCKLE), the development of
which, with additional stations, has been a longterm ambition.
Car ownership varies across the city and, overall,
is below the national average. This places
increased importance on further development of
the local bus and rail network.
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The Rural Area
This is located between the eastern edge of urban

The Area is partly covered by the Coventry/

Solihull, broadly defined by the line of the M42,

Solihull/Warwickshire High Technology Corridor,

and the western edge of Coventry. This is known

although the opportunity for large-scale

as the ’Meriden Gap’, the majority of which is

development is severely restricted due to the

designated Green Belt and has been strongly

Green Belt status.

protected over the years, to prevent the merging

The area is crossed by a number of national

of the conurbation with Coventry. The countryside

and regional highway routes, including the A45,

continues westward, within the M42, south of the

A452 and M42 on its western edge, and several

Solihull urban area, including the new settlement

rail routes, principally the WCML and Chiltern

of Dickens Heath.

Line. The WCML has stations at Berkswell and

The area has a pleasant rural character with

Hampton in Arden and others on the edge of

the eastern areas forming part of the Ancient

the area at Tile Hill in Coventry and Birmingham

Arden Landscape. It is characterised by a pattern

International, whilst Dorridge Station is on

of small settlements, with a few significantly

the Chiltern Line. All are used for commuting

larger villages such as Hockley Heath, Knowle,

into Birmingham, Coventry and further afield,

Dorridge, Balsall Common and Hampton in

including London. The area has one of the

Arden. The rural area is generally very affluent,

highest car ownership rates in the region with

having some of the highest household incomes in

many residents commuting to work by car.

the region. However, there is a high dependence
on the private car, which creates issues of social
exclusion for the less well-off and less mobile.
The relatively low density of the population and its
dispersed nature creates difficulties in providing
public transport links. These are issues which LTP
seeks to address.
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Opportunities and Challenges
The above analysis of the four areas identifies two major questions that need to be addressed:
1. How do we halt then reverse the growing output gap, stimulate business,
improve productivity and increase GVA?
2. How can we reduce the Area’s CO2 emissions, meet or exceed Government targets
and create a clean, low-carbon future?
Transport has a crucial role to play in answering both these key questions. LTP sets out a clear strategy
to deliver solutions and address the subsequent challenges of achieving regeneration and renaissance,
accommodating growth whilst, at the same time, reducing congestion and delivering practical lowcarbon solutions which will support a low carbon economy.
The overall strengths and threats for the Metropolitan Area, over the LTP period and beyond, are
summarised in the Table below:
Strengths & Opportunities

Risks & Threats

Central location at the hub of major national
transport networks including rail and motorways
– a challenge is to maximise this locational
advantage

High levels of congestion and service overcrowding
diminish locational advantages. Failure to invest in
infrastructure maintenance will cause a decline in
network availability and reduce the attractiveness
of the Area for inward investment

Strong regional policy and evidence base which
acknowledges the importance of the Area in
spatial, economic and social terms

Current economic difficulties may delay essential
investment required to deliver growth and
economic goals

‘Connecting to Success’ is the first low carbon
regional economic strategy, supported by
Government and European Union investment
to make the Metropolitan Area a Low Carbon
Economic Area.

Per capita CO2 emissions in the Metropolitan Area
are lower than the national average and showing
signs of small reductions. The growth agenda
could undermine this progress if it results in
significant increases in private car journeys.

Birmingham’s status as a global city, and the
Area’s many national and regional assets such
as NIA, ICC, NEC and LG Arena.

Improvement of transport networks required
to improve accessibility and to maximise the
economic benefits of the country’s second city
and the Area’s assets.
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Strengths & Opportunities

Risks & Threats

Home to many famous manufacturing brands,
and successful record in economic diversity.

Black Country less successful in diversifying
the economy with 18% of workforce in
manufacturing compared to 11% nationally.
Skills shortage with significantly higher
proportion of population with no qualifications
(37%) compared to England and Wales (29%)

Birmingham’s relatively young and dynamic
population.

Although slightly younger population overall
than England and Wales, age profile is
increasing with changing demands on services
and transport provision.

Redevelopment of New Street Station underway
to create major regional gateway.

Maximisation of benefit for the Area and the
region requires complimentary improvements
in rail capacity and improved accessibility and
connectivity.

High Speed 2 has significant potential
to improve Area’s competitiveness and
productivity.

Government is undertaking full consultation
in 2011. However, it is important to take
early steps to ensure that the whole of the
Metropolitan Area and the rest of the Region
will gain real benefits.
On the basis of information available on
7th December 2010, Coventry City Council
objected to the existing proposal for HS2
However during the life of the Implementation
Plan, improving the classic rail network and
investigating options for relocation of the
Birmingham Interchange station as part of
the consultation process may alleviate these
concerns.
Therefore in future as a result of improved
information which may become available
through the formal consultation process, to
be undertaken later in 2011, and through the
results of future research studies, Coventry’s
concerns could be overcome.
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Strengths & Opportunities
The UTC Major Scheme offers a unique
opportunity to deliver integrated management
of the Metropolitan Area’s highways network

Risks & Threats
Failure of Districts to support integrated
management, after scheme completion
Funding for integrated management may be
unsustainable

Extensive local transport networks (suburban
rail, metro and bus) provide the basis for an
integrated and sustainable transport system,
supporting growth and regeneration.

Gaps in networks (physical and service quality)
need to be addressed to increase accessibility
and connectivity, particularly in respect of rapid
transit in Birmingham, the Black Country and
Solihull, along with infrastructure maintenance
and improvement.

The Area’s polycentric structure, with
Birmingham at its heart, comprises centres
with individual roles, which are the focus for
regeneration.

Failure to provide effective connectivity between
centres and to national transport networks limits
contributions to productivity and economic
recovery.

Birmingham Airport is a Strategic National
Asset and a major economic asset in terms of
international competitiveness. It provides direct
access to over 100 destinations in Europe,
North America and Asia. It has approval
for an extension to the runway to improve
international connectivity with major global
growth points.

Timescales for the runway extension and
infrastructure works are not firm.

The majority of planned growth in the Area is
on brownfield land, minimising adverse effects
on the environment and requirement for brand
new infrastructure.

Existing transport infrastructure and services
to many brownfield sites are in poor condition
and require upgrading to make them fit for
purpose and to attract investment.

The West Midlands Freight Quality Partnership
and the Regional Freight Strategy provide an
agreed framework for the movement of goods
in the Area

The further development of freight networks
and terminal capacity within the Area will be
significantly influenced by the National Policy
Statements on Ports (in draft) and National
Networks [to include strategic road and railways
including strategic rail freight] (awaited)
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Even more so in this current period of financial austerity, the Area will have to change if it is to address
these challenges and build on its strengths, seize its opportunities, deal with the risks and overcome the
threats to its success.

Linkage with Spatial Planning
On 26th January 2011, West Midlands Joint

is enacted or Government guidance or policy is
published.

Committee of Leaders, comprising all seven

It sets out the broad spatial development priorities

Metropolitan Authorities, adopted the Position

for each local authority in the Metropolitan Area

Statement: Strategic Spatial Planning in the

and then reiterates support for key strategic

West Midlands Metropolitan Area. This Position

principles with cross boundary implications. The

Statement is wholly consistent with the Strategy

Statement may change or be updated to reflect

of LTP and it provides an important context for

any new priorities that emerge at the local level.

the relationship between spatial and transport
planning in the Metropolitan Area.

Priorities for Spatial Development

No new policy is introduced through this

Birmingham

statement; it is considered to be a matter of good

Growth is focussed within the Eastern Corridor,

housekeeping and the benefits of agreeing it are

the City Centre, identified Sustainable Urban

as follows:

Neighbourhoods, (including Longbridge) and the

• Demonstrate categorically to partners and
stakeholders that all authorities remain
committed to the Urban Renaissance
principles
• Demonstrate an early commitment to
fulfilling the duty to cooperate, which is
contained within the Localism Bill.

Aston, Newtown and Lozells area. This coincides
with growth proposals in the Black Country to the
west and Solihull to the east. The Big City Plan
outlines specific areas in the City Centre where
resources will be focussed along with details of
individual projects, schemes and infrastructure.
Black Country
The majority of growth is directed towards an

• Provide a coherent strategic spatial context

identified Growth Network, which comprises

for the third West Midlands Local Transport

the strategic centres of Brierley Hill, Walsall,

Plan (LTP).

West Bromwich, Wolverhampton and sixteen

The statement has no formal status. It is a

Regeneration Corridors. The Growth Network

summary position of current policy and is subject

coincides with growth proposals in Birmingham to

to change to reflect any new priorities that

the southeast.

emerge at the local level or when new legislation
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Coventry

Green Belt

Employment led growth to be focussed in the City

Strategic adjustments to Green Belt boundaries are

Centre and the Strategic Regeneration Areas of

not supported as these are considered to encourage

Canley, Swanswell and the Wood End, Henley

selective out migration of population from urban

Green and Manor Farm area. Unless already

areas and run counter to regeneration objectives.

committed Green Belt and greenfield sites to be

Growth and Regeneration

protected from development.

Regeneration led growth and investment focussed

Solihull

on bringing forward previously developed land and

Focus housing growth and new employment

making the best use of existing infrastructure and

opportunities in or near North Solihull

resources within the identified Regeneration Zones.

including Green Belt adjustments to facilitate

Employment Land Supply

local regeneration and growth ambitions with
additional development in the urban west and its
town centres, especially in areas well served by
public transport, and small scale development
to meet local needs in rural settlements. The
Meriden Gap will be maintained and economic
assets such as Birmingham Airport, the National
Exhibition Centre and the two Regional Investment
Sites will be sustained and further developed to
drive the growth of the sub regional economy.

Key Strategic Priorities
Although the West Midlands RSS remains part of
the statutory development plan, the opportunity
has been taken to provide clarity by reiterating
support for key cross boundary principles and
policies. These are summarised below and shown
on the attached plan as appropriate.

Provision for a continuing supply of employment
land in each plan area sufficient to meet
development needs for the next five years.
Support for the development at key nodes in the
identified High Technology Corridors to counter
structural changes in the manufacturing sector and
to fully exploit agglomeration effects. These are:
• The Central Technology Belt (Birmingham
City Centre – Worcestershire A38 Corridor)
• Coventry, Solihull and Warwickshire
• Wolverhampton to Telford
Regional Investment Sites are large, high quality
sites with good access to the strategic highway
network and have been identified to support
growth and diversification of the local economy;
their benefits in terms of job creation transgress
local authority boundaries. Their retention,
implementation, and appropriate expansion is
supported as is the identification of further sites
to meet identified shortfalls.
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Support the identification of a Regional Logistics

Transport

Site, for which a need has been identified, to

Implementation of Rapid Transit Network and the

support the economic growth and diversification

Major Schemes as identified in the LTP to support

of the Black Country.

the Urban Renaissance.

Strategic Centres

Support for the runway extension of Birmingham

The strategic centres of Birmingham, Brierley

Airport and improved access to the Airport and

Hill, Coventry, Solihull, Sutton Coldfield, Walsall,
West Bromwich and Wolverhampton should

the National Exhibition Centre from all parts of
the Metropolitan Area and beyond.

be the focus for new major comparison retail

Support for strategic Park and Ride provision at

development and large-scale leisure and office

appropriate locations to relieve congestion in the

developments. Improved accessibility to these

Metropolitan Area subject to impacts on the strategic

centres is a priority.
Other important centres should be the subject of
local policies to meet more specific needs.

highway network and environmental impacts.
Green Infrastructure
Support for cross boundary identification and coordination of Green Infrastructure Networks
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4: How LTP Can Help Us Meet These
Challenges and Deliver Our Shared Vision
We cannot manage existing levels of transport

issues such as housing, employment growth and

movement without suffering the adverse effects

transport. The EiP Panel’s Report was received in

of congestion. These include environmental

late 2009 and broadly agreed with the stance of

pollution, reduced quality of life, health

the Local Authorities. Although the Government

inequalities, increased business costs and reduced

is now proposing to revoke RSSs, the evidence

attractiveness of the area to inward investment

considered by the Panel remains valid and

and local jobs growth. LTP must therefore actively

suggests a further modest increase in households

address congestion and connectivity issues. The

within the Area, over previous figures, from

Urban Traffic Management and Control (UTMC)

152,900 dwellings, to a revised total of

Scheme, which will be completed by March 2014,

164,500 by 2016.

offers a unique opportunity to deliver a managed
highways network. LTP also recognises that with
increases in transport movements there is an
increase in the damaging effect on the existing
network. This means that robust maintenance
planning and funding to allow for this growth
is essential.
Working within the framework of the previous
regional arrangement, there was widespread
agreement amongst the partner Local
Authorities that the Area needs to accommodate
population change and improve its economic
competitiveness. This was a common theme to the
Regional Spatial Strategy (RSS) and the Regional
Economic Strategy (RES) and it is anticipated that
this focus will be sustained by the emerging LEPs.

The EiP Panel also proposed that the amount
of employment land provided in the Area be
increased from an initial additional provision
of 1,236 hectares, to over 1,600 hectares.
Furthermore, substantial office and retail
floorspace is proposed in key city and
town centres.
It is not yet clear how these requirements, or
some modification of them, will be taken forward
in Core Strategies following the revocation of the
RSS, but it is clear that levels of growth and new
development, on a scale not previously seen, will
still be required over the next fifteen years if the
Area is to fulfil its potential. Indeed, the aspiration
for such levels of growth is broadly reflected
in the Black Country Joint Core Strategy,

Evidence was presented to the Examination in

prepared by Dudley, Sandwell, Walsall and

Public (EiP) of the RSS Phase 2 Review regarding

Wolverhampton Councils.
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The priorities of delivering economic growth
whilst providing low carbon transport solutions
for a low carbon economy are reflected in the
key outcomes discussed below. To achieve both
growth and carbon reduction requires LTP to
perform a delicate balancing act.
LTP therefore has to respond effectively to three
sets of challenges:

outcome of reducing carbon emissions.
The fundamental thrust of our Strategy, therefore,
is to maximise existing capacity for all transport
modes, making the best of what we already have,
whilst seeking to reduce the need for travel. This
is reflected in our three Strategic Principles set out
below.
We cannot reduce reliance on the use of private

• Managing existing levels of congestion

transport, and thus encourage modal transfer

and associated problems within the

unless we have a public transport alternative,

Metropolitan Area at the current time

which meets our five ’REACT’ principles:

(‘the existing situation’) and
• Ensuring investment in, and provision of,
appropriate and effective infrastructure
to enable significant economic and

• Reliable
• Efficient
• Affordable

population growth to take place to 2026

• Convenient

(‘accommodating planned future growth’)

• Timely

• Dealing with the uncertainties the current

It is also not just public transport that provides

economic situation has created in terms

a modal alternative - LTP also includes policies

of funding and other resources needed

and proposals relating to active travel, including

to address the challenges above, and the

enhanced provision for cycling and walking.

timescales within which action can be taken

There is also a raft of Smarter Choices, which

These challenges need to be addressed in an

support better-informed travel decisions, and

integrated and holistic way, which enables our

these are encompassed comprehensively within

Shared Vision for 2026 to be achieved. However,

LTP and reflected in our Strategic Principles.

limited resources mean we must work ‘smarter’ to

The above measures relate to solving problems

maximise use of scarce resources.

associated with the existing situation in the

It is clear that we cannot simply ’build our way’

Area. We also have to consider how we meet

out of the existing situation. Even if we had the

transport requirements to accommodate the

physical space, the resources are unlikely to

future growth in jobs and housing, even if they

be available in the short to medium term, and

may be further into the future than originally

critically, to do so would run contrary to the

anticipated. We need to foster regeneration and
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growth, by ensuring that appropriate infrastructure
is improved or established, to assist new
development, to enable that growth to take place
and help address the regional productivity gap.

backlog, providing a firm basis for future growth.
This provision for current and future maintenance
has to be made in the context of increasingly
limited resources. This is a key challenge, and

It is vital that we maintain our existing transport

consequently LTP reflects the importance of

infrastructure and provide for the future upkeep

appropriate Asset Management over the entire

of additions made to accommodate growth. This

Plan period.

involves addressing our existing maintenance

The ’Golden Thread’ From Challenges to Strategy
There is a clear linkage and flow from the identification of the challenges the Area faces, through to the
Strategy, which we have termed the ‘Golden Thread’. This is set out in the diagram below. Each of the
components is discussed in detail later in the document but an overview is helpful at this stage:

Three Strategic Principles
Three principles are used to determine the basis of the Strategy, which are fully consistent with the
outcomes sought and the five LTP Objectives. These are:
•	Making the best use of the transport assets and capacity we already have (Smarter
Management)
•	Encouraging people to move away from car use through providing attractive, effective
and efficient alternatives which reduce our carbon footprint (Smarter Choices)
•	Targeting our scarce resources at programmes, initiatives and schemes that support
either or both of the first two Strategic Principles (Smarter Investment)
In addition, we have two principles in terms of our way of working:
•	To continue to work with adjoining Local Transport Authorities to ensure a co-ordinated
approach to matters of joint interest; and
•	To work towards 24/7 public transport accessibility, where this is desirable and where
there is sufficient demand.
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Five Objectives
Our five Objectives provide a set of detailed goals the Local Transport Strategy is seeking to
achieve. Each Objective is consistent with the Strategic Principles and has a series of subsidiary
elements within it:
•	To underpin private sector led growth and economic regeneration in the West Midlands
Metropolitan Area, including support for housing development and population growth,
increased employment and low carbon technologies (KO1)
•	To contribute towards tackling climate change through achieving a reduction in the
emission of greenhouse gas emissions and ensure the resilience of the transport system
to any changes to the West Midlands Metropolitan Area’s climate (KO2)
•	To improve the health, personal security and safety of people travelling in the West
Midlands Metropolitan Area (KO3)
•	To tackle deprivation and worklessness, so enhancing equality of opportunity and social
inclusion for all age groups, through improved access to services and other desired
destinations within and adjacent to the West Midlands Metropolitan Area (KO4)
•	To enhance the quality of life for people in the West Midlands Metropolitan Area and
the quality of the local environment (KO5)
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Ten Long-Term Themes
These define the more detailed outcomes and outputs we are seeking to achieve, by ‘Theme’.
Each Theme links back to one or more Objectives, and is consistent with the Strategic Principles.
These are:
1

REGENERATION, THRIVING CENTRES, CORRIDORS AND GATEWAYS

2

MAKING BEST USE OF THE HIGHWAY NETWORK

3

MODAL TRANSFER AND THE CREATION OF SUSTAINABLE TRAVEL PATTERNS

4

TRANSPORT ASSET MANAGEMENT AND MAINTENANCE – A FOUNDATION FOR GROWTH

5

A RAIL AND RAPID TRANSIT NETWORK ’BACKBONE FOR DEVELOPMENT’

6

IMPROVED LOCAL ACCESSIBILITY AND CONNECTIVITY

7

SUSTAINABLE AND EFFICIENT FREIGHT TRANSPORT

8

EFFECTIVE AND RELIABLE TRANSPORT INTEGRATION

9

IMPROVED SAFETY AND SECURITY

10 IMPROVED ENVIRONMENT AND REDUCED CARBON THROUGH GREEN 			
TECHNOLOGIES

Policies
Policies are statements of intent, which show how each of the Long Term Themes will be delivered
in practice, through specific interventions and actions. These are closely related to the specific
project and programme proposals set out in the Implementation Plan.
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Strategic
Principles

Objectives
Monitoring
Loop
Long Term Themes

Policies and Implementation Plan
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What Outcomes Will LTP Deliver?
We must be clear in terms of the outcomes that

The Area’s location makes it crucial for the

we expect LTP to deliver, reflecting our overriding

economic health of the nation that goods and

priorities, which underpin the Local Transport

people are able to flow freely, whatever their

Strategy. These are:

mode of transport and irrespective of their origin

• Economic recovery and closing the
output gap
• Creation of a clean, green
low-carbon future
LTP seeks to strike an appropriate balance
between these two outcomes, and their
achievement is sought through the combined
impact of the Strategy, policy and proposals
within LTP.
The absence of economic growth will prevent our
Shared Vision from being achieved. Without joband wealth-creation, we will not be able to deliver
a low carbon future, let alone our aspirations
in respect of the other elements of the Shared
Vision, such as equality of opportunity, improved
health and a high quality physical and natural
environment.

or ultimate destination. There is therefore also a
national dimension to this outcome, reflecting the
importance of the Area to the United Kingdom’s
transport networks.
At the local level, movement to, from and within
the Area is essential to its own economic health.
There is therefore clearly also a local dimension.
The major challenge facing us is how to grow
the economy whilst at the same time reducing
carbon, i.e. how to achieve both of the outcomes.
LTP3 seeks to set out a Local Transport Strategy
that accomplishes this difficult and delicate
balancing act.
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5: The Strategic Principles of LTP
The LTP Strategy is firmly built on three Strategic Principles, intended to both address existing problems
and to meet the transport needs arising from future growth:
• Smarter Management
• Smarter Choices
• Smarter Investment
These Strategic Principles are wholly consistent with, and are essential to achieving, our two outcomes.

Smarter Management - Making the Best Use of Our Assets  
We cannot build our way out of our current

the needs of all our stakeholders, to ensure that

transport capacity problems. Whilst the UTMC

maximum benefits flow to all from our policies

Scheme is key to making the most effective

and proposals.

use of the highway network, the effects of
accommodating greater overall levels of traffic
would also mean that even if the congestion
problem was temporarily contained, this would
only be at some reduced level for a limited
period of time, rather than being effectively and
holistically addressed.

We will employ effective Transport Asset
Management, which is a vital factor in improving
a sustainable local infrastructure. An ‘Asset
Management Planning’ approach to support the
effective management of the condition of our
highways and associated infrastructure assets
has recently been adopted. This will achieve two

We therefore have to make better use of existing

things, firstly to set out the strategic approach,

capacity for all modes and users, including

which can be closely integrated with local

aviation, freight, public transport, cyclists and

transportation management and secondly to

pedestrians. This has to be done in a way that

enable the true costs of holding and maintaining

is consistent with our Shared Vision, especially

those assets to be understood. This will include

our commitment to regeneration, housing

promoting long-term financial planning and the

and economic growth, reduced pollution,

robust articulation of maintenance demands. It

environmental improvement, reduced health

will also recognise that many of these assets may

inequalities and increased user safety. This

also be heritage assets, such as canal structures,

Strategic Principle therefore attempts to embrace

signage and street furniture.
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Smarter Choices - Providing an Attractive and Effective Alternative
We need to persuade people away from using the car when there is a viable alternative. This requires
three things, which are incorporated within LTP.
Firstly, a package of ‘Smarter Choices’ policies and proposals, which help people find a viable alternative
to car use or, if the car is the only alternative for a journey, to minimise its impact. This includes promoting
“active” modes of travel like cycling and walking, which have both environmental and health benefits.
There are also benefits in improving the public realm, which in term, encourages greater use of sustainable
travel modes, enhances public health and can encourage inward investment and economic growth.
Secondly, we need to achieve a step change in the attractiveness of public transport as an alternative.
This involves formulating a range of policies and proposals to improve all aspects of public transport,
such as promoting a more responsive and better-connected network, investment in facilities, making
best use of capacity, and providing accurate high-tech information systems. This requires effective
collaboration between the public and private sectors and in particular the transport operating companies.
Thirdly, reducing the need to travel by promoting virtual travel (via high-speed broadband, e-commerce,
video conferencing etc.) and maximising the co-location of facilities to minimise the need for multiple
journeys to different places.

Smarter Investment – Making Best Use of Our Limited Resources
Resources will be limited over most, if not all, of

LTP is not a ’knee jerk’ reaction to prevailing

the LTP period. Therefore, maximising value for

economic circumstances, but a continuation and

money is the third Strategic Principle. As LTP has

development of the principles which underpin the

to address fundamental and complex issues, we

‘Three Point Plan’ we have been developing and

need to prioritise our limited resources if we are

implementing since 2008.

to be successful.

The three Strategic Principles are consistent with

We must target and spend our funding in the most

our Shared Vision and will enable us to provide a

effective way, to support the other two Strategic

transport platform that responds to current issues,

Principles set out above. This forms the basis of

whilst supporting the growth of the Metropolitan

the Implementation Plan of LTP, which details our

Area within a sustainable, low carbon framework.

investment proposals.
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6: The Objectives
We have developed five specific and integrated
Objectives, based on national transport goals.
Objectives
The following five Objectives for the Metropolitan Area reflect our priorities. A number of Supporting
Objectives further underpin these:
Objectives
KO1 – Economy
To underpin private sector led growth
and economic regeneration in the West
Midlands Metropolitan Area, including
support for housing development and
population growth, increased employment
and low carbon technologies.

Supporting Objectives
1. To help attract investment to development
areas.
2. To increase the mobility of labour markets
and help people access jobs through
sustainable travel.
3. To improve access to markets for freight and
business travel.
4. To maintain the level of service of the
transport networks and improve journey time
reliability through proactive management
5. To facilitate accelerated development of low
carbon technologies in transport related fields.

KO2 – Climate Change
To contribute towards tackling climate
change through achieving a reduction of
greenhouse gas emissions and ensure the
resilience of the transport system to any
changes to the West Midlands Metropolitan
Area’s climate.

1. To reduce greenhouse gas emissions from
the Area’s transport system, in terms of
infrastructure, vehicles and journeys.
2. To encourage greater use of the most
sustainable and low carbon transport systems.
3. To future-proof the transport system to
cope with any unavoidable changes to the
Metropolitan Area climate.

39
Objectives
KO3 – Health, Personal Security & Safety
To improve the health, personal security
and safety of people travelling in the West
Midlands Metropolitan Area.

Supporting Objectives
1. To reduce local air, noise and other pollutants
from the transport system.
2. To increase levels of exercise through active
travel to improve health and reduce health
inequalities.
3. To reduce the number of criminal and antisocial incidents on the public transport
network and reduce its vulnerability to
terrorism and vandalism.
4. To improve perceptions of personal security
on the public transport network.
5. To improve community and neighbourhood
safety and social cohesion.
6. To reduce the number and severity of road
traffic casualties.

KO4 – Equality of Opportunity
To tackle deprivation and worklessness,
so enhancing equality of opportunity and
social inclusion, by improved access to
services and other desired destinations
within and adjacent to the West Midlands
Metropolitan Area.

1. To improve access to key services for
all, including education and training
opportunities.
2. To improve the accessibility to transport for
all including those with mobility difficulties and
the elderly.
3. To work with operators to remove affordability
as a barrier to public transport use.
4. To align availability of public transport with
changing travel demand patterns.

KO5 – Quality of Life & Local Environment
To enhance wellbeing and the quality
of life of people in the West Midlands
Metropolitan Area and the quality of the
local environment.

1. T o reduce stress by improving the journey
experience of highway and public transport
users.
2. T o enhance the quality of the urban realm in
centres.
3. T o enhance the quality of streetscapes and
the historic environment.
4. T o protect and enhance green spaces, the
natural environment and biodiversity.
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7: From Objectives to Strategy
The Strategic Principles, together with the Objectives,
are closely aligned with national transport goals and
provide the basis for LTP’s Strategic Options.
The Options
We considered two broad Strategic Options, generated through the following framework:
Framework

Fifteen-year challenges
for the Met. area

Option
generation

Targets and indicators

Strategy
Three strategic principles
underlying LTP

Proposed objectives

Subsidiary objectives
and policies
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The Strategic Options have been developed in

This led to the two broad Strategic Options. As

parallel with the logical process of defining the

these were drawn up against the background of

challenges, determining appropriate targets and

national and local policy, they are not radically

indicators, setting the three Strategic Principles

different. The distinctions are principally in terms

and defining Objectives.

of the balance of policies and interventions, and

The Options were also considered against the
following eight criteria:
• Ambitious – Despite the prevailing
economic circumstances, this is not the
time to be timid in terms of the Strategy
• Positive – We must attempt to meet the
’15-year Challenges’ directly
• Robust – The Strategy must stand up to
scrutiny and be compliant with legislation,
including European Directives
• Flexible – The Strategy covers a 15-year
period and must therefore be capable of
adapting to changing circumstances over
the medium-term
• Realistic – It must be capable of being
financed, resourced and delivered
• Innovative – Whilst reflecting established
best practice, seeks new ways of delivering
solutions
• Metropolitan Area Specific – It seeks to
close the GVA gap through facilitating lowcarbon solutions for a low-carbon economy
• Clear Audit Trail – supported by the
Evidence Base, and in line with the
Sustainability Appraisal

the emphasis placed on certain themes. They
were also as much a product of timeframe as
philosophy. The two Strategic Options were:
• Option A – Roll Forward and Enhance
Existing LTP2 Policies
• Option B – Develop a Low-Carbon
Transport Strategy to Support a LowCarbon Economy
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Option A – Roll Forward and Enhance Existing Policies
This entails the updating and continuation of current key policies from LTP2, but with increased
prioritisation due to constrained economic circumstances. The emphasis would be on limited capital
investment, at least in the early years of LTP, with a focus on:
• Dealing with congestion and addressing
accessibility, air quality and road safety
• Ensuring delivery of existing commitments,
including RFA2 Major Schemes
• Solutions based on single modes of travel
and individual interventions such as Red
Routes, Quick Wins and Urban Traffic
Control Management
• Developing Smart Routes as an integrated
approach to corridor-based improvements
• Increasing patronage on bus, Metro
and rail
This would involve:
• Developing a balanced package between

• Implementation of committed RFA Major
Schemes would be a priority.
• Road and junction improvements would
be undertaken, where they benefit all
road users, including public transport, the
freight industry and ‘active travel’ modes
such as cycling. This would be achieved
through an enhanced ‘Quick Wins’
programme.
• Network capacity management would
be achieved using the existing initiatives
of Red Routes, Urban Traffic Control
Management, ‘Quick Wins’ and
Congestion Target management.
• Support would be extended for public

public and private transport within the

transport schemes. Apart from the public

parameters of limited capital and revenue

transport components of Bus Showcase

funding for the foreseeable future. There

and Primelines, rail and station upgrades

would be an emphasis on achieving modal

would be undertaken, alongside the

transfer through selected Smarter Choices

proposed Metro extensions in Birmingham

initiatives, which tend to be non-capital

and Wolverhampton city centres.

intensive.

• We would work closely with the freight

• Demand management would be sought

industry to ensure their interests are taken

through a range of initiatives, within the

account of as the strategy is implemented,

context of limited funding. Examples might

recognising the vital role that freight and

include the use of car parking charges to

logistics plays in economic regeneration.

encourage modal transfer.
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Option B – Low Carbon
Option B specifically responds to the Coalition Government’s sustainability agenda, acknowledging the
need for fiscal, economic, environmental and social sustainability, whilst at the same time cutting our
carbon output and promoting the Metropolitan Area as a low carbon economy.
Whilst both options strike a balance between

as Red Routes, Bus Showcase, PrimeLines,

economic recovery and carbon reduction, Option

‘Quick Wins’ and Congestion Target

B proposes a greater focus on carbon and climate

Management, alongside public realm

change aspects. The balance and emphasis

enhancements.

will inevitably change over the Plan period, with

• Aligned with Smart Routes, the

fiscal and economic imperatives at the fore in the

development of Low Carbon Corridors to

early years, but with the low carbon approach

tackle carbon reduction from transport in a

to the Long Term Themes becoming increasingly

targeted and co-ordinated manner.

prominent as the Plan progresses.

• An emphasis on expanding public transport

Option B builds on the foundations provided by

capacity to meet new demand, arising from

Option A, but is bolder and goes further in its

additional housing development, economic

ambition. Fundamentally, it acknowledges the

recovery and additional growth. Available

imperative of tackling climate change through

capital resources would be used to

developing and implementing innovative low

undertake focused investment on network

carbon solutions to our transport challenges,

and service improvements for bus, rail,

focusing on how this supports a low carbon

Rapid Transit and Metro.

economy. This Option focuses on:
• Asset Management and enhanced

• A focus on more robust demand
management measures such as road

maintenance, ensuring existing networks

space reallocation, parking controls and

are fit for purpose for both current and

charges, and the effective use of Traffic

future travel demands.

Management Powers, alongside a robust

• Implementation of committed RFA Major
Schemes as a priority.
• Smart Routes forming the basis for network

enforcement regime.
• A commitment to reduce the need to travel
through promotion of virtual travel and

capacity management, benefiting all road

maximising the co-location of facilities to

users. These bring together, in a co-

minimise the need for multiple journeys.

ordinated manner, such existing initiatives
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• Additional highway schemes (apart from

• Support would be extended to innovative

an extended ‘Quick Wins’ Programme to

technological low-carbon solutions, such

ensure that the strategic highway network

as Climate KIC, the Vehicle Technology

continues to operate effectively and safely,

Project and the CHARGED initiative.

including junction improvements where
required) would only be undertaken where
these are essential to unlocking economic
development (for example, where they
are associated with Impact Investment
Locations), attracting other inward
investment or are necessary to enable the
development of key housing sites.
• Preparation for the impact of HS2 to
ensure that the appropriate connectivity
measures are in place to ensure that the
whole Metropolitan Area and the broader
region gain the maximum benefit from
HS2’s development, whilst minimising
its environmental impact. This includes
maximising the benefits that will accrue
from released capacity on the “classic” rail
network, such as the West Coast Main Line
and ensuring service levels to and from
Coventry and Wolverhampton are, where
possible, enhanced.

• Positively responding over the Plan period
to forecast rising fuel prices and the
opportunity this presents to change travel
behaviour. This requires taking the Smarter
Choices programme to a new level, on
a more comprehensive, integrated and
significant scale.
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8: The Strategy
The Local Transport Strategy is based on Option

• Working with national and regional

B – Low Carbon, as it represents the best strategic

agencies to ensure that Birmingham

fit in terms of:

Airport’s development as a Strategic

• The Coalition’s agenda as set out in the
Programme for Government (2010)
• Meeting the needs of the Metropolitan
Area and its Travel to Work Area by best
achieving the two outcomes and the five
Objectives
• The overall level of resources likely to be
available within the Plan period from both
the public and private sectors
• The findings of the Sustainability Appraisal
and the evidence base

National Asset is facilitated by improving
links with national destinations (including
London) and preparations for High Speed
Rail (HS2) to maximise benefits for the
West Midlands as a whole
• Limiting new road building to specific
locations where explicitly required in
order to attract inward investment,
allow expansion or renewal of existing
employment areas, and/or major new
housing development, but not excluding
improvements to the existing strategic and

The balance between our ‘Smarter’ approaches

local highways networks to improve traffic

and the Long-Term Themes may change during

flow and reliability of movement

the plan period, and may differ in emphasis

• A presumption in favour of increasing

across the Area, to meet local challenges and

public transport capacity to accommodate

circumstances.

additional transport demand arising from

The main elements of the preferred LTP Strategy

the Growth Agenda

can be summarised as follows:
• Cost-effective transport investments

• Making the most effective use of the
highway system through liaison with

creating maximum economic benefits

stakeholders and through use of the UTMC

through improved GVA and new jobs

system

• Ensuring the timely implementation of
existing committed Major Schemes

• A focus on Smarter Choices to encourage
fewer or shorter journeys, or modal
transfer, including encouraging cycling and
walking
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• Developing the Smart Routes concept
as the key network management tool,
integrating a range of existing initiatives to
promote smoother traffic flows and more
reliable journey times
• Pursuing Transport Asset Management,

Long Term Theme 1:
REGENERATION, THRIVING CENTRES,
CORRIDORS AND GATEWAYS
Economic growth is one of the two outcomes
sought from LTP. Transport interventions can make
a significant positive contribution towards all

especially in the early years of LTP, to

forms of regeneration activity, both large- and

ensure a solid infrastructural basis upon

small-scale. This requires alignment of the Local

which to build the Growth Agenda

Transport Strategy with spatial planning and

• This approach recognises the role of

regeneration proposals and policies set out by

Major Schemes to assist the economic

the Districts, regeneration agencies and other

restructuring of the Metropolitan Area.

stakeholders. The ITA has an influencing role

It also recognises the need for many

in this respect, and it will work closely with its

smaller-scale capital and revenue schemes

partners to ensure that LTP actively supports the

and measures, especially to support

outcome of economic growth and regeneration,

improvements in local connectivity for

as well as assisting the implementation of Core

businesses and communities across the

Strategy policies and proposals.

Area

The Area’s centres are the foci of a sustainable

To maintain a clear long-term direction to help

form of urban land use/ transport development.

with difficult decisions over priorities and future

The strategic, town and suburban district centres

resource allocations, we have developed ten

therefore need to thrive by attracting inward

Long Term Themes, which underpin our policies,

investment. This requires improved access,

programmes and other interventions. In the

alongside a transformation of the quality of the

following section we provide more detail on what

environment with modern walkable urban realms.

each of the Themes comprises, together with

Streetscape improvements, appropriate parking

priorities, interventions, outcomes and outputs

strategies and a reduction in the dominance of

where appropriate.

the car in town and city centre streets are integral
to this. Interchange improvements to connect
the rail and rapid transit network with local bus
networks are also integral to promoting thriving
centres, as is ensuring that coach provision is
properly catered for.
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Birmingham city centre, as the main regional
centre and hub of the public transport network,
has particular significance. A city centre transport
strategy is currently being finalised, in accord
with the “’Big City Plan” initiative. This will set out
how increased demand arising from development
in central Birmingham will be accommodated,
and how internal movement will be improved.
The principles underpinning this initiative are
“a well connected city,” “an efficient city” and a
“walkable city.” Implementation of New Street
Gateway, the Metro extension and bus hubs are
complex projects, which will be supported by a
clear communications strategy for this city centre
transformation.
Area Action Plans for other strategic centres in the
Metropolitan Area are also vital and are being
prepared across the Metropolitan Area.
Birmingham Airport (BHX) and the National
Exhibition Centre (NEC) are key national and
regional assets. They are essential elements
within the regional and Metropolitan ’toolbox’ for
economic growth and regeneration. LTP therefore
seeks to ensure that an appropriate regional,
Metropolitan and local transport infrastructure
is provided which supports both of these assets,
including the longer-term development of HS2.
Some regeneration corridors will also require
limited new road building in specific locations,
where this is explicitly required in order to attract
inward investment, allow expansion or renewal
of existing employment areas and/or major new
housing development.

Priorities for Action:
•	Alignment of Strategic Transport Corridors
with Impact Investment Locations and other
regeneration policy designations
• Implementation of transport improvements
identified in Core Strategies, Area Action
Plans and other relevant documents
• Active promotion of HS2, with stations at
Birmingham Airport and Birmingham City
Centre
• E
 nsuring that the benefits of HS2
are maximised for the whole of the
Metropolitan Area, and the wider region,
through ensuring maximised connectivity
within the local transport network and the
best use of capacity released from the
’classic’ rail network, including that capacity
released on the West Coast Main Line
• D
 evelopment of a transport infrastructure
that supports access to Birmingham
Airport/NEC and improves connectivity as
part of the regeneration of North Solihull/
East Birmingham
• Development of the Multi Modal
Interchange at Birmingham International
Station and public transport services to
include early morning, evening, late night
and weekend services
• E
 nsuring that the need for coach provision
is fully considered in centres, gateways and
major attractions
• Encouraging schemes that deliver
improvements in environmental quality, a
sustainable and functional urban realm,
and locally distinctive centres
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Long Term Theme 2:
Making best use of the highway network
Highways Network Management
Transport needs are met by complex networks managed by a range of Authorities and organisations and
which, as far as the users are concerned, operate irrespective of authority boundaries.
The Traffic Management Act 2004 (TMA) places network management duties on Highway Authorities.
The main duty is to secure the expeditious movement of traffic, including cyclists and pedestrians, on
the Authority’s road network and on adjacent road networks for which another Highway Authority is
responsible. The TMA requires each Highway Authority to appoint a Traffic Manager who is responsible
for meeting this duty.
Each of the Metropolitan Highway Authorities has thus appointed a Traffic Manager to oversee network
management within individual authorities, and participate in inter authority working across authority
boundaries. They work in partnership through the established Traffic Managers Group to strengthen cooperation and collaboration, as well as linking with the community and other stakeholders including the
Police, emergency services, Highways Agency, bus operators and utility companies.
The Metropolitan Districts manage some 7,600 km of highway (including associated bridges, footpaths,
pedestrian areas, bus lanes, and cycleways). They are responsible for 650 traffic controlled junctions, and
control the use of over 100,000 publicly available parking spaces in city and town centres. The utility
and communication companies also make use of the highways to carry their networks of gas, electricity,
water, communications and drainage.

Metropolitan Area Road Lengths and Traffic (km) by Type
Road Length
2007 (km, DfT)

% of total
Road network

% of total
Traffic carried

Motorway

81.0

1.0%

18.2%

Trunk / Principal

626.6

8.1%

24.5%

Classified Non-Principal

825.7

10.7%

18.4%

Unclassified

6,211.1

80.2%

38.9%

Total

7,744.4

100.0%

100.0%
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Public transport operators provide approximately

contribute to achieving the wider objectives of LTP.

450 bus routes covering 135m bus service

By improving travel to work and facilitating freight

kilometres (8% of which are subsidised by the

operation, it will encourage job opportunities,

ITA, who also manage 12 bus stations and

promote economic growth and encourage

over 11,000 bus stops).

regeneration. It will also underpin policies of

The highway network provides access to 6,091
park and ride car parking spaces at 37 rail
stations and 23 Metro stops.
Managing transport networks in a way that
continues to serve the needs of the whole
community, requires a high degree of
understanding and collaboration between the
Metropolitan, Highways and Local Planning
Authorities, Highways Agency, emergency
services, utility companies, users and other
stakeholders.
Effective management of the highway network,
through, for example the UTMC system, will

improving the environment and general quality of
life through reducing congestion, improving air
quality, accessibility and road safety. In addition
it will promote a reduction in social inclusion
by increasing access to travel, and therefore to
services and opportunities, through a range of
measures, including improved and affordable
public transport, greater safety in personal travel,
and arrangements for inclusion of those with
mobility and other difficulties.
Effective management of the motorway network
is also required, making best use of motorway
capacity in and around the Metropolitan Area.

Priorities for Action
• To develop and maintain systems to manage planned activities on the highways network to
minimise disruption to the movement of people and freight
• To develop and review with emergency services, adjacent Highways Authorities, the Highways
Agency and other appropriate bodies, contingency arrangements for dealing with unplanned
incidents on the highways network
• To liaise with adjacent Highways Authorities and the Highways Agency to achieve consistency
in the journey experience for users of the highways network
• To deliver the UTMC Major Scheme to support the integrated management of the
highways network
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Smart Routes

attractive centres, including the removal of

Maximising the effectiveness of the Highway

street clutter

Network will primarily be achieved through the
Smart Routes approach of combining existing
corridor-based initiatives to achieve maximum
synergy and to improve the overall journey
experience for all users of these corridors,
including improvements to the public realm,

• Seek to use materials and infrastructure
which complements the built and historic
environment
• Seek to achieve a consistent and reliable
journey experience for all users

including the removal of street clutter.

• Consider all modes of transport

LTP2 sought to address congestion through a

• Actively encourage sustainable travel

number of individual network-wide initiatives,
including Bus Showcase, Red Routes and
Congestion Target Delivery Routes, with significant
successes recorded to date. LTP seeks to build on
those in a more coordinated and integrated manner,
to provide an efficient and attractive transport
network, tackling the problem of congestion.
Strategic Transport Corridors within the network
perform a dual function, as transport links and
places where people live and work (the ‘Link and
Place’ principle).
Full details of the Smart Routes concept, which
is the key network management tool in LTP,
are contained in the Appendices. In brief, the
requirements of a Smart Route are to:

solutions
• Effectively engage with stakeholders
throughout
• Integrated programmes, ensuring
a consistent approach across the
Metropolitan Area
The long-term network of Smart Routes is defined
in the Appendices document, closely aligned with
the Area’s growth and regeneration priorities.
The proposed network supports the Outcomes of
economic growth and reducing carbon emissions.
A prioritised set of delivery programmes will
be established through the rolling programme
of Implementation Plans. Development of the
Smart Routes network will be coordinated with

• Ensure that any benefits are “locked in”

neighbouring Shire Authorities and the Highways

and do not lead to induced traffic in the

Agency, to allow better connectivity with the wider

longer term

Travel to Work Area.

• Make the most effective use of available
highway space
• Equitably allocate road space (the ‘Link
and Place’ principle)
• Assist the creation of vibrant, safe and

Priorities for Action:
• Pilot and Phase One implementation
of Smart Route corridors, as part of a
Sustainable / Smart Package, with a
continual improvement process of lessons
learnt and actions for future schemes
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Urban Traffic Control

Priorities for Action:

Urban Traffic Control Management

• Ensuring the effective implementation of

The £27 million Urban Traffic Management
Control Major Scheme (UTMC), is being
developed across the Area with the following
objectives:
• Smoothing traffic flow, based upon
improving journey time reliability and the
efficient use of adaptive signal control
methods and strategy deployment
• Prioritisation of the use of road space
aimed at providing appropriate allocation
to all users in accordance with Smart Route
principles.
• Proactive management of planned and
unplanned events across the network
to minimise disruption to the rest of the
travelling public.
• Developing contingency plans, operational
strategies and diversion routes
MATTISSE
MATTISSE is a ’real time’ communications
network for traffic and travel information. It
provides multi-modal information and posts
notices of planned and unplanned events and
gives advance notice of planned street works.

the UTMC Major Scheme
• Keeping the UTMC under review once
implemented, to ensure it continues to
support wider Highways Management
objectives, including development of Smart
Routes principles
• Keeping the “Midlands Advanced
Transport Telematics Information Services
& Strategies in Europe” (MATTISSE)
under review to assess its contribution
towards meeting LTP Objectives and to
inform future Strategies for Telematics
requirements
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Long Term Theme 3:
Modal transfer and the creation of sustainable travel patterns
Smart Routes and an emerging Rail and Rapid Transit Network will help maximise the effectiveness
of the Highway Network, and meet the bulk of new travel demand arising from increased economic
activity. However, to improve journey time reliability and experience, and to smooth traffic flows,
supporting interventions are also needed to take pressure off highway locations that suffer severe
congestion at busy times.
These supporting approaches emphasise Smarter

The evidence base has been growing in recent

Choices, which will further raise awareness of

years, and shows that Smarter Choices can

alternatives to the car, and comprise the following

deliver the following important benefits:

initiatives:

•	Reduce modal share of car and increase

• Increasing Public Awareness of Travel Choices

modal share of public transport, walking,

• Workplace Travel Plans

cycling and car sharing

• School Travel Plans
• Community Travel Plans
• Residential Travel Plans
• Rail Station Travel Plans

•	Playing a role in addressing the ‘School
Run’ problem and delivering improved
health and safety
•	Reduction in the overall number of car trips
•	Change in the timing of travel, in particular

• Promotion of Walking and Cycling

a reduction in car travel during periods of

• Personalised Travel Plans

peak traffic volumes

• Car Sharing
• Car Clubs
•	Smarter Travel Working (Teleworking/
Home Working/Flexible Working)

Impressive increases in public transport use,
and walking and cycling, have been witnessed
where resources are carefully targeted, such
as the Government’s recent Sustainable Travel
Demonstration Towns project.
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Alongside Smarter Choices is the need

The role of walking is also an important one for

to continue pursuing a common parking

local journeys and smarter choice measures need

management and pricing approach, to deter long

to incorporate improved conditions for walking in

stay off-street public parking in locations with

local corridors and centres.

high public transport accessibility. Accessibility

Priorities for Action:

planning will also steer more intensive forms of
development to more accessible locations, thus
supporting efforts to reduce pressure on the
highway network.
Implementation of Districts’ local cycling
strategies is also vital for meeting local modal
shift, congestion and public health objectives. The
focus of these is on improving networks of routes
of up to five miles, linking residential areas to
local centres, employment areas, schools, railway
stations, public transport stops, leisure facilities
and other key destinations.
Improvements can be achieved through highway
schemes and opportunities arising from new
development. Ongoing improvements will be
complemented by providing dedicated cycle
infrastructure, such as cycle lanes, cycle tracks,
crossings, advance stop lines, and other measures
that give cyclists advantages over vehicle traffic.
Other schemes will contribute towards improved
cycling conditions, including traffic calming, junction
treatment, 20 mph zones, shared space initiatives
and exemptions for cyclists at road closures.
Focus will be on removing barriers to cycle use.
Cycle training and marketing and
communications initiatives are also integral to
Districts cycling strategies.

•	Smarter Choices packages in suitable
corridors, complementary to the Local
Sustainable Transport Fund package, as
part of an active and Sustainable/Smart
Package, with Smart Route development
•	Smart Choices activities aimed at
encouraging businesses to reduce the
need for company travel by greater use of
technology, including broadband and video
conferencing
•	Increasing the level of active travel, to
tackle health and transport challenges, by
walking and cycling, including a cycle route
network strategy and development with
suitable measures appropriate to traffic
flows and speeds on priority links
•	Further development of rail station travel
plans including improved public transport
access and cycle facilities at public
transport nodes
•	Development of a long-term active and
sustainable approach to school travel
plans with complementary schemes and
initiatives to improve and encourage
further active travel for school journeys
reducing the reliance on private transport
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Long Term Theme 4:
ASSET MANAGEMENT AND MAINTENANCE – A FOUNDATION FOR GROWTH
The highway network plays a highly visible and

individual Asset Management Plans (AMPs) define

pivotal role in connectivity. It is also the most

how they will manage their transport and highway

valuable asset each Highway Authority owns and

assets along well disciplined principles, which

manages. The local road network distributes

are essential for high quality service delivery to

traffic to and from the National Strategic Network,

meet the needs of current and future customers.

providing local access for employment, commerce

The contents of AMPs are based on a generic

and leisure. Development of the network for all

plan developed for the Area, providing a uniform

transport modes must be founded on a sound

approach to asset management planning.

asset base, providing for both current and future

They will also take account of heritage assets

maintenance requirements. This includes asset

associated with the highway network and their

management of other transport infrastructure by

future maintenance and management.

partners, including public transport operators,
Network Rail and the Highways Agency.

A fundamental basis for the LTP Strategy is
the implementation of the eight AMPs being

Effective Asset Management and maintenance is

developed by Centro and the Highways

vital to building sustainable local communities

Authorities. These take a strategic view of the

and we have recently adopted an ‘Asset

best use of resources for the management,

Management Planning’ approach to support the

preservation and enhancement of the Area’s

effective management of transport assets. This

transport assets, now and in the future.

sets out a strategic approach which is closely
integrated with transport strategy, enabling the
true costs of holding and maintaining an asset
to be understood. This includes promoting longterm financial planning, budgeting and robust
articulation of maintenance demands to deliver
service improvements and efficiency savings.

Areas covered include the role of planned
maintenance, Public Finance Initiative Highway
Schemes, and the need to ensure that bridges are
maintained so that access to existing and future
employment areas is not hindered by excessive
weight restrictions or other structural problems.
They also consider the role of ’future-proofing’

Historically, maintenance of the highway network

the transport system to ensure its reliability in the

and the associated structures we rely on has

event of any unavoidable climate change effects

suffered, relative to other transport areas, due to

for the Area.

policy priorities. The seven Highways Authorities’
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Priorities for Action:
• Implement the policies and measures that will ensure that the highways network is maintained
in a safe and serviceable condition.
• Create an attractive well-maintained highway environment, which will contribute to an
efficient local economy, whilst maximising the return on a given level of investment to reduce
the amount of unplanned, reactive maintenance.
• Implement the principles of the recently published CIPFA Infrastructure Code for asset
management and maintain a comprehensive knowledge of highway assets.
• Prepare for asset valuation in line with Whole of Government Accounts and depreciated
accounting methods, which will measure the cost of the economic benefits embodied in the
assets and quantify the level of asset consumption during an accounting period.
• Endorsement of finalised Asset Management Plans (AMPs), and embedding their
recommendations into future capital and revenue programmes.
• Identifying a Metropolitan Area-wide course of action towards tackling major transport
maintenance concerns (including weakened bridges)
• Working with partners, where appropriate, to ensure the maintenance of public transport assets.

Long Term Theme 5:
A rail and rapid transit network ‘backbone for development’
Development of a Rail and Rapid Transit Network is an ambitious approach, matching the deep
economic and environmental challenges faced by the UK’s second largest urban area.
Development of this network has four main functions:
• To act as an ’anchor’ for attracting inward investment and widening labour markets,
particularly in the Black Country
• To accommodate the bulk of increased demand for travel arising from increased economic
and housing growth, through high capacity, rapid fixed links between centres and
regeneration areas in busy, high volume corridors
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• To provide fast links to the wider regional Travel to Work Area, allowing sustainable forms of
movement to the main centres within the Metropolitan Area whilst ensuring that the Urban
Renaissance Spatial Strategy is implemented
• To maximise accessibility to HS2 stations and a developing Airport/NEC, broadening the
benefits to the whole of the Metropolitan Area
The West Midlands Metropolitan Area’s long-term vision for the Rail and Rapid Transit Network is shown
in the figure below.
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West Midlands Long Term Rail and Rapid Transit Network

The network aims to bring together all rail connections and rapid transit lines in high volume corridors.
The result is a ’backbone’ of rapid, high capacity public transport, linking the Area with its hinterland, the
main centres and key regeneration corridors. The network comprises:
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• Rail (national, regional and suburban)
• Tram-train
• Light Rail/tramway
• Bus Rapid Transit

• Accessibility: the provision of accessible
infrastructure, information and services,
supported by staff with disability awareness
training
These attributes are supported by operational

• Park and Ride (strategic and local)

elements, to deliver improved quality through:

The main features of this integrated public

• Frequency: ’turn-up-and-go’ frequencies

transport network are:

of at least every 8 to 10 minutes which,

• Speed: forms of public transport which

market research shows, remove the

are faster than local bus services, to

constraint of organising personal time

enable longer journeys to be made within

around public transport timetables. Where

an ’acceptable overall journey time’,

this high frequency is not possible (e.g.

often considered to be 45 minutes. An

where suburban rail services link small

example of this was the former Walsall -

settlements within the Travel to Work Area

Wolverhampton rail service, where journey

with main centres), then regular service is

times were considerably shorter and more

critical, ideally at 15 to 30 minute intervals.

reliable than by bus
• Capacity: forms of public transport which

• Reliability: through effective operational
management and significant segregation

have higher passenger capacity than local

of public transport from the general traffic

bus services for main flows of movement,

flow results in people having confidence in,

typically for corridors of over 12,000

and therefore choosing, public transport

passengers per day
• Permanence: fixed permanent links,

• Operating Hours: as employment and
leisure patterns change, so an 18-hour

to shape land use plans and provide

operating day should be the minimum

security on which to invest in sustainable

standard for rail and rapid transit, with an

developments

aspiration for 24 hour service provision

• Integration: to enable journeys to be
easily made through use of more than

where demand warrants it.
• Image and Perception: high quality

one mode or service, with convenient

service features, and a strong positive

availability of local bus services to make

image, help rail and rapid transit achieve

the initial or final connections on a journey

modal shift

58
investment in the rail network including the

Long Term Theme 6:
IMPROVED LOCAL ACCESSIBILITY
AND CONNECTIVITY

Control Period 4 programme (rail capacity

Journeys of less than 7.5 kilometres in length

enhancements, suburban station platform

comprise 66% of all journeys in the Metropolitan

lengthening, area resignalling), new rolling

Area. More than half of these are currently made

stock and additional Park and Ride capacity

by car. To support both outcomes and all five

Priorities for Action:
• Ensuring delivery of committed rail industry

• Developing long term service aspirations

Objectives of LTP, some targeted modal shift

towards the Metropolitan Area rail network

of these local journeys is sought through the

through the use of the classic network

development of principal bus corridors, as part

capacity released by High Speed Rail

of our Smart Routes strategy. There is also a role

• Identifying future Metropolitan Area rapid
transit development and delivery priorities
• Developing the Wolverhampton City
Centre Rapid Transit scheme to support the
on-going regeneration of the city centre
as part of the wider Black Country Rapid
Transit Spine
• Black Country Rapid Transit Spine
development, linking the main centres of
the Black Country and Stourbridge
• Rapid Transit Network development in
regeneration corridors serving significant
economic development areas and centres,
particularly Coventry

for increased walking and cycling, especially for
shorter journeys, as part of our Smarter Choices
strategy.
Ensuring that the land use planning system
takes full account of accessibility needs is a key
requirement.
The social inclusion objectives of equality of
opportunity are also extremely important. Effective
local public transport provides vital connections
for people to access jobs, skills, services and
shops and will be pursued through:
• Developing the rail and rapid transit
network for longer journeys
• Comprehensively improving local bus
networks, through the joint approach
between Centro and bus operators of
’Transforming Bus Travel’
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• Undertaking local bus network reviews,
taking account of the views of equalities
groups, proposed new development sites,
and changes to local service provision,
for example in respect of health care and
retailing facilities
• Providing complementary travel measures,
such as Ring and Ride, Community
Transport and travel training with demandresponsive services appropriate for low
demand areas, specialised travel demands
and provision to help meet the needs of
people with disabilities
• Concessionary fare policies, designed to
promote increased social inclusion for
elderly and disabled persons, children,
and, through the WorkWise initiative, for
jobseekers
• Improving cycling facilities and crossboundary networks
• Making local improvements to walking

Priorities for Action:
• Principal bus corridor and local bus
network service reliability improvements,
through measures such as Smart Route
and securing service quality enhancements
using appropriate legislative powers and
strengthened partnership working with
operators
• On-going local bus network reviews,
reflecting proposed new development sites,
land use changes and changes in people’s
travel requirements, including access to
health care facilities
• Improving access and connectivity to all
types of centres by all modes, to support
local economies and reduce locally
generated carbon emissions
• ’Putting People First’ agenda to influence
the role of community transport in the
complementary travel services tier of
the Metropolitan Area public transport

routes as part of wider community safety

network, including delivery of the Ring and

projects

Ride business plan
• To work with transport operating
companies towards provision of 24/7
services where this is economically or
socially desirable and where sufficient
demand exists
• Ensuring the ITA’s access standards for the
provision of socially necessary bus services
remain appropriate
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Long Term Theme 7:
Sustainable and efficient freight transport
The movement of freight reflects of the strength of any economy, showing the demand for manufactured
goods, as well as retail and commercial demands. LTP covers all aspects of freight movements from the
start of a journey, along transport networks and end point unloading. It focuses on road and rail freight
as the primary method of freight movements in the Area, whilst also covering water and airfreight.
LTP covers the roles of:

Priorities for Action:

• The West Midlands Freight Quality

• Journey time reliability improvements to

Partnership
• Integrated Transport Authority (ITA)
• Local Authorities
• Network Rail
• Freight Operators
It sets out a strategy to address complex and

the Strategic Highway Network, based on
Smart Route implementation to aid the
efficient movements of goods
• Bridge strengthening to improve access
to employment areas from the Strategic
Highway Network
• Development of urban freight

inter-linked issues such as lorry parking, effective

consolidation centres and other measures

delivery access, access to the Strategic Highway

to reduce the adverse environmental

Network, improving environmental performance,

impacts of freight movements

urban freight consolidation centres, and schemes
to support the movement of goods by heavy rail.

• Providing enhanced lorry parking capacity
and facilities
• Quick Win rail freight improvements, which
will also benefit passenger rail services
• Development of the Walsall – Stourbridge
Rail Freight Route with the rail industry for
delivery during Control Period 5
• Improvements to motorway access for
freight, particularly in the Black Country
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Long Term Theme 8:
Effective and reliable transport integration
The Area’s public transport system comprises an

These include the potential to improve information

integrated network of four tiers:

provision for all, helping overcome existing barriers

• Rail and Rapid Transit Network
• Principal Bus Corridors

for disadvantaged groups. Areas for improvement
include on-board next-stop information and
greater use of real time information.

• Local Bus Networks

Integrated, affordable ticketing

• Complementary Travel Services

The cost of travel is a critical factor in maintaining

The whole is greater than the sum of the parts,
and integration measures will ensure that full
connectivity is achieved through the overall
network. These measures are:
Integrated Branding/Network Identity

and growing public transport use. Competitive,
value-for-money fares are a pre-requisite for
sustained increases in public transport patronage
across the Area, including the Travel to Work
Area. We will continue to work with local
commercial operators and neighbouring Local

The implementation of the Network West

Transport Authorities to ensure that fares represent

Midlands (NWM) initiative by Centro and

value for money to customers. We will also

operators in 2006/7 has created a recognisable

manage local concessionary travel for elderly

single brand for the Area’s public transport system

and disabled people, and promote WorkWise,

and for parts of the Travel to Work Area. This

whereby jobseekers can obtain travel advice and

will be further developed, so that marketing of

free public transport passes for interviews and for

an ever-improving NWM creates a relationship

the first three months of employment.

with the population of the Metropolitan Area
akin to that which world cities residents have with
their public transport systems. It will also play a
key role in rolling out the wider Smarter Travel
Choices strategy.

Smartcard technology brings huge potential
benefits to integrated ticketing and is currently
being introduced to the Area, initially with
concessionary passes, followed by rollout to fare
paying passengers. The goal is for occasional

Information

and regular public transport customers to be able

Integrated information provision has improved

to easily interchange between different modes

dramatically through development and

and services, without being unduly financially

implementation of the NWM brand. The next

penalised for having to use more than one service

phase takes into account advances in electronic

to meet their travel needs. This includes journeys

information and mobile phone technology.

to and from the wider Travel to Work Area.
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High Quality Interchanges

Taxis

Interchanges between the rail and rapid transit

Accessible taxis have a valuable integration role

and bus networks are an important part of city

to play, as first and last links in some journeys,

and town centre improvements. A series of

particularly related to long-distance rail stations

small, on–street interchanges is also required to

where suitable taxi ranks are a basic facility

allow easy transfer between bus services at key

requirement. There are also a social inclusion

intersections, often in suburban district centres.

issue where car ownership is low, and taxis

Strengthening of coordinated timetabling between

provide transport links that would otherwise be

bus and rail services also promotes integration.

difficult or not possible.

Park and Ride

Priorities for Action:

The role of Park and Ride is to encourage
transport users to take public transport for a
significant part of their journey. We recognise
that the car is essential for a portion of the
population in order to start and finish their
journey – but it need not be necessary for the
whole journey, especially if people want to access

• Development of an Integrated Ticketing
Strategy to maximise the opportunities
arising from Smartcard
• Programme of bus interchange
improvements
• Improving interchange facilities at Metro,

central areas where congestion exists. Park and

rail and bus stations to enhance access,

Ride is attractive where it offers seamless journey

including Rail Park and Ride provision and

integration for the customer from their car onto

expansion

public transport. Whilst most Park and Ride in
the Metropolitan Area is rail–based, there is also
a role for bus park and ride facilities in some
circumstances.
Park and Ride supports LTP Objectives such
as modal transfer, reducing congestion and
improving air quality.
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Long Term Theme 9:
Improved safety and security
Road Safety

Other speed reduction measures will be also

Interventions aimed to meet national targets

be deployed to tackle speed issues in specific

for road safety will build on the Area’s major

locations where a problem is identified.

successes over recent years in reducing the

Public transport Users’ Safety and Personal

number and severity of road traffic accidents.
We will continue to use a blend of engineering
measures, enforcement approaches, publicity
campaigns and targeted training and education
programmes. It is acknowledged that road safety
is an important public health issue which will be
integral to service and scheme design and delivery.
There is also a need for greater understanding
of where and why collisions occur, including the
use of socio-demographic profiling in order to
understand who is involved and to be able to
subsequently tailor interventions accordingly.

Security
A successful and attractive integrated public
transport system requires high levels of personal
security across all modes, through high levels of
passenger use enabling ’natural surveillance’ and
through design of infrastructure, use of CCTV and
a targeted policing presence.
We will continue to work in partnership with
West Midlands Police and our partner Districts
in the Safer Travel Team. This has reduced bus
crime by 41% in two years, through targeted
police operations and by raising awareness with

The overall long-term direction presents

schoolchildren on personal safety issues and on

challenges to road safety through its commitment

the effects of anti-social behaviour and crime.

to increase cycling. The Area will reach a critical

Community Safety

mass of cycling, supported by the implementation
of measures in line with best practice for the
promotion of cycling. In partnership with Districts,
opportunities will be explored to trial extensive
20 mph zones to improve road safety, promote
cycling and walking, improve public health,
develop local streetscapes and enhance the
quality of the built environment.

Local community safety partnerships will bring
forward revenue and capital methods to improve
safety and personal security in residential areas
and centres through community, Local Authority
and West Midlands Police actions.
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Priorities for Action:
• Improving road safety, in alignment with DfT’s Road Safety Policy Framework
• Addressing residents’ concerns towards rat-running, inappropriate speeds and the safety
of vulnerable road users in residential areas, informed by conclusions drawn from existing
national trials of 20mph zones
• Improve actual and perceptions of safety on public transport, including the maintenance and
enhancement of Safer Travel initiatives
• Reducing crime targeted at Heavy and Light Goods Vehicles
• Working with licensing authorities to tackle the issue of unlicensed private hire operators
• Seek innovative ways to tackle “fear of crime”

Long Term Theme 10:
IMPROVED ENVIRONMENT AND REDUCED CARBON THROUGH NEW TECHNOLOGIES
Reduced Carbon
LTP has a major role to play in reducing carbon emissions through behavioural change and the
promotion and use of low carbon technologies. It also needs to demonstrate that infrastructure is resilient
to unavoidable climate change. The national policy framework is set by the Climate Change Act (2008)
and the Government’s 2010 Action Plan – Beyond Copenhagen.
Travel of the future is envisioned as having

The Metropolitan Area has Low Carbon Economic

important roles for:

Area status with such initiatives as:

• Virtual travel

• 70% of all UK low carbon vehicle research

• Electric cars
• Smart logistics
• Improved coach/bus
• Bike and car sharing

and development occurs in the region
• The CABLED project between Birmingham
and Coventry to trial 100 electric cars – the
largest such trial in the UK.
• The recent regional growth into low carbon

• Demand for travel decrease

economy study, which has confirmed the green

• Up to date information and journey 		

job opportunities for the transport sector

planning facilities for public transport
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A key area will be to develop practical cross-

Transport and power generation are the two

sector solutions through the Business Futures

dominant sources of air pollutants. Carbon

network – sharing good practice between large

Monoxide (CO) and Nitrogen Oxides (including

companies and business networks, such as

NO2) are the biggest emissions in volume terms,

Chambers of Commerce – including sustainable

with transport contributing around 40% of total

business travel. Centro’s recently launched Green

UK output of each. Reducing the levels of these

Transport Charter: Moving Ahead will share good

pollutants in the atmosphere will have a beneficial

practice with operators.

impact on the general health of the population.

Measures such as a charging point strategy

The standards that aim to identify “safe” levels

for electric vehicles will be needed to translate

of pollutants are passed down to us from Europe

national initiatives into local action in the

and Central Government. Breaches of the 40µg/

Metropolitan Area.

m3 standard for Nitrogen Dioxide (NO2) are the

Street lighting PFI’s will achieve lower carbon
emissions through modern lighting replacing
older assets, again demonstrating local action in
the Metropolitan Area.
Air Quality
Air quality issues and carbon generation are
closely related. The key difference is that
“Greenhouse Gases” causing climate change are
most active high up in the atmosphere, whereas
pollutants nearer the earth’s surface impinge
on air quality. It is vital that the approach to
low carbon transport in the Metropolitan Area
is compatible with the wider strategy for carbon
reduction.
Exposure to air pollution can have life-changing
short and long-term effects on human health,
especially for people who are more vulnerable to
changes in levels of emissions.

most common trigger for declaring an Air Quality
Management Area (AQMA), within which an Air
Quality Action Plan will detail the measures to be
taken to reduce NO2. Borough-wide declarations
for average NO2 levels have been made in all
the Metropolitan Districts except Solihull.
Smoothing or reducing traffic flows, cleanengine vehicle technology and the demolition
of residential property are amongst the
measures that can be taken to reduce exposure
to high levels of NO2. In addition the seven
West Midlands districts are in the process of
implementing a Low Emission Strategy for the Met
Area. This will help reduce local NO2 levels from
road transport with the ultimate goal of achieving
the National Air Quality Objective Level, with the
additional benefit of reducing greenhouse gas
emissions.
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Noise Pollution
The overarching Noise Policy Statement for England seeks “to promote good health and a good
quality of life through the management of noise within the context of Government policy on sustainable
development.” Noise from road, rail and air traffic is acknowledged within “environmental noise”.
The EU Environmental Noise Directive requires strategic noise mapping to inform Action Plans to manage
noise from transport and industry. Responsibility for implementing the plans falls on those bodies that
manage the infrastructure on which the noise is generated (highway, rail and airport authorities).
The local traffic-related noise problem is quite serious. The Noise Action Plan for the West Midlands Met
Area states that over 2.3 million people locally are subject to some level of traffic noise in a typical day
while 10,000 are subject to an average traffic noise level of a ringing telephone for 18 hours a day.
Priorities for Action:
• The Metropolitan Area will support

• LTP partners will work to implement Green
Infrastructure networks as a means of

national policy towards electric vehicle and

encouraging walking and cycling, adapting

other low carbon technology roll out

to climate change and safeguarding

• Working with public transport and freight
operators to ensure that carbon emissions
are minimised
• Centro and Metropolitan Districts will work
to ensure that infrastructure is ‘future
proofed’ in response to the unavoidable
effects of climate change
• Highways Authorities will continue to seek
innovative ways of reducing the carbon
footprint of their maintenance operations

natural habitats and biodiversity
• Centro will work with stakeholders to help
mitigate any adverse effects on the natural
and historic environment resulting from the
implementation of High Speed Rail
• Centro and LTP partners will work to
develop low carbon infrastructure which,
wherever practicable, enhances the natural
environment (biodiversity/habitats, water,
landscape) or mitigates adverse effects
• The Metropolitan Area will develop a Low
Emission Strategy

67
Sub-Regional Balances of Long Term Themes
Our Strategy is comprehensive, covering the whole of the Area with appropriate links to the wider
Travel to Work Area. However, the balance between the ten Long Term Themes, and the mix of specific
interventions will vary to reflect different sub-regional characteristics.
In overall terms, the main ambitions for the sub-regions are:
• Attracting investment to the Black Country, and strengthening connectivity for its labour markets
• Supporting investment in Birmingham/Solihull, in line with global city aspirations, and serving
the ensuing increased travel demand in sustainable ways which do not exacerbate existing
congestion levels
• Supporting housing and employment growth in the Coventry-Warwickshire North–South corridor.
On a more specific basis, the key issues LTP seeks to address for each of the sub-regions are set out
below, and strategic diagrams are included to illustrate long term development approaches relating to
the transport issues faced:
The Black Country
The main transport issues facing the Black
Country are the need for:
• Improved connectivity, by all modes, between
the four strategic centres of Brierley Hill,
Walsall, West Bromwich and Wolverhampton
and improved rail access to Birmingham and
the remainder of the Metropolitan Area
• Improved local connections with the M5
and M6, and tackling congestion at the
motorway junctions, especially J8, J9 and
J10 of the M6, and J1 and J2 of the M5,
particularly where this has a consequent
affect upon the local highway network in
the vicinity of these junctions
• Extension of the Midland Metro within
Wolverhampton city centre

• Improved accessibility to housing and
employment areas within the Regeneration
Corridors
• Rapid transit connectivity between
Birmingham and Walsall in the A34 corridor
• Improved road freight access to
employment areas
• Improved rail freight, linking to the
national network, including the Walsall to
Stourbridge Strategic Freight Route
• Enhanced walking and cycling networks,
linking to the green infrastructure network.
• Ensuring that, through enhanced
connections, the benefits of HS2 extend to
the sub-region
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Birmingham/Urban Solihull

• Providing improved accessibility and

The primary transport challenges facing this part

connectivity to the Growth Corridors

of the Metropolitan Area are:

and North Solihull Regeneration Area,

• Influencing and preparing for High Speed
2 to maximise benefits for the West
Midlands
• Maximising the benefits of the
redevelopment of New Street Station, by
improving accessibility and connectivity
• Progressing the runway extension at BHX
and associated improvements to the A45
Transport Corridor
• Public transport improvements by all
modes from Birmingham city centre to
BHX, including rapid transit connections
• Midland Metro extensions in Birmingham
city centre and new rapid transit lines in
appropriate high volume corridors
• Addressing congestion on the motorway
network and the consequent impact on the
Primary Route Network, including dealing
with the effects of congestion on the M42,
particularly at junctions serving BHX and
the NEC

recognising the role that this plays in
helping tackle worklessness
• Ensuring that improvements to public
transport services benefit high, medium
and lower density housing areas
• Assisting the development of District
Centre Growth Points at Perry Barr/
Birchfield, Selly Oak and Meadway
• Improving access to Solihull, Sutton
Coldfield, Shirley and Chelmsley Wood
town centres, based on sound urban
design principles
• Promoting more sustainable travel modes.
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Birmingham Draft Core Strategy Main Policies

VISION FOR TRANSPORT IN SOLIHULL 2011 to 2026
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Key Issues & Pressures On Transport In Solihull
Vision for Transport in Solihull 2011 to 2026
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The Rural Area
The main transport issues facing the Rural Area are:
• Dealing with the effects of congestion on the M42, particularly at the junctions serving BHX
and the NEC
• Addressing the dominance of car commuting by encouraging shift to more sustainable
modes of travel, particularly public transport, including development of local Park and Ride in
appropriate locations
• Improving public transport accessibility between rural communities and important centres,
considering the role of local bus services, Taxibus and Ring and Ride provision
• Accommodating the impact of High Speed Rail

Coventry
The primary transport issues facing the City are:
• To improve connectivity in the north/south corridor
• To ensure that Coventry’s rail service provision benefits from the introduction of HS2
• To enhance accessibility to and support the redevelopment of the city centre
• To develop a high quality public transport network that is efficient and affordable.
• To improve connections with the rest of the Metropolitan Area with rapid transit, for example
by Metro or SPRINT
• To improve connections with the South Midlands, including Milton Keynes and Northampton
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Coventry Transport Key Diagram
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Links to the Implementation Plan
The fifteen-year strategy set out in this document
and the Appendices provides a clear direction for
transport interventions serving the Metropolitan Area.
The Ten Long-Term Themes provide the link between
the outcomes and the Objectives, and provide a
strategic framework to develop suitable transport
schemes in phases over the fifteen-year period.
The first years of the Plan will be particularly
challenging. Making best use of existing assets
and limited-scale, high impact, value for money
improvements must be the prevailing ’culture’ for
the initial phase of delivering the long-term strategy.
Whilst embracing this restricted approach to
delivery, at least in the early years, we do not lose
sight of the scale of the real and urgent economic
and environmental problems and needs of the
Area, and the practical interventions needed
to address them. These require commensurate
measures to meet LTP’s objectives and to secure
its outcomes. Some of these proposed measures
are substantial, proportionate to the needs of
a major urban area with a population of over
2.6 million people. They are legitimate areas of
activity and intervention for the public sector, and
therefore we will continue, with our stakeholders
and partners, to develop appropriate schemes for
implementation in the longer term.
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9: Policies
A key component of the Local Transport Plan is our set
of policies, which are statements of intent as to how we
will deliver the various elements of our Strategy.
The policies are detailed in the Appendices document accompanying this Strategy, where they are grouped
by the Long-Term Theme to which they contribute. A comprehensive list of all the policies is contained at the
front of the Appendices document. The detailed Appendices also show how each policy will be delivered, in
terms of the resources required and the partners who will be responsible for the policy’s implementation.
The policies can be summarised as follows:
Regeneration, thriving centres,

Making Best Use of the Highway Network

corridors and gateways

• The Urban Traffic Management and

• As far as possible, development and
redevelopment proposals will make the
best use of existing transport infrastructure
and services, improve connectivity and
provide high levels of accessibility
• The benefits of HS2 and the opportunities
it creates will be maximised across the
Metropolitan Area, including the capacity it
will release on the “classic” network
• Deficiencies will be overcome in set-down
and pick-up facilities and long-stay coach
parking in the vicinity of major attractions
• High quality surface access will be pursued
for both Birmingham Airport and the NEC

Control system will be used to support
wide highways management objectives
• The highways network will be reviewed
• Traffic movement will be co-ordinated
within each District and across
administrative boundaries
• Dynamic travel information will be
provided
• Urban Traffic Management and Control
systems will be upgraded and integrated
management of the network will be
progressed
• A Smart Routes network will be developed
and delivered
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Modal transfer and the creation of sustainable travel patterns
• Car parking policies and provision will encourage sustainable travel patterns and promote
the vitality of centres
• Travel demand will be managed through a mix of hard and soft measures to encourage
sustainable travel patterns
• Modal shift will be promoted through targeted and intensive Smarter Choices measures
• Measures will be implemented to increase the level of cycling and the opportunity for cyclists
to integrate and interchange with public transport
• Measures will be taken to improve the attractiveness of walking as a travel choice
• Canals will be safeguarded, access to the canal network will be protected and enhanced,
and canal bridges will, as far as possible, be kept free of weight restrictions

Asset Management and Maintenance
• The transport network will be adequately
and effectively managed
• The highway network, including footways,
will be improved
• Service levels in respect of highway
structures will be maintained
• The performance of the street lighting
network will be improved

A rail and rapid transit network “backbone
for development”
• Local rail network capacity will be
expanded to meet forecasted growth in
patronage and for freight movements
• High levels of service standards and
accessibility will be delivered on the rail
network
• The rapid transit network will be expanded
with an appropriate form for each corridor
and with a zero emissions aspirational target
• Interim rapid transit arrangements will
be developed to improve access in and
around Birmingham City Centre
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Improved local accessibility and connectivity

Effective and reliable transport integration

• Accessibility planning will be embedded

• Strategic Park and Ride will be developed

within planning and strategy documents
• Access needs will be met as far as is
practicable
• Socially necessary bus services will continue

at appropriate locations
• Local Park and Ride facilities will be
developed
• High quality public transport information

to be secured and local bus networks and

will be provided before, during and after a

provision will be kept under review

journey

• Work will be undertaken to ensure that
cost of travel is not a barrier
• Work will be undertaken to create a high
quality bus network
• Ring and Ride and community transport
provision will be promoted

• High quality transport interchanges will be
developed
• The role of taxis and private hire vehicles
will be developed
• An integrated approach will be taken
towards restrictions on access to bus lanes

Sustainable and efficient freight transport

Improved safety and security

• Availability of HGV parking in appropriate

• Further casualty reductions will be sought,

locations will be increased
• Measures will be undertaken to ensure
efficient and reliable freight deliveries can
occur
• The environmental performance of the
freight industry will be improved
• The area’s rail freight capacity will be
developed and enhanced, including the
development of new freight terminals
• Air freight will be supported
• Opportunities will be taken to develop
water based freight movements

including achieving an understanding of
where and why collisions occur and to
whom
• Greater co-ordination will be achieved
between road safety partners
• The needs of powered two-wheelers will
actively be taken account of
• Measures will be taken to reduce actual
and perceived safety concerns towards
public transport use
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Improved environment and reduced carbon
through new technologies
• The transition to a low carbon economy
will be supported
• Measures will be undertaken to reduce air
pollution emissions from public transport
• Local air quality will be improved
• Noise nuisance from the transport network
will be reduced
• Infrastructure will be “future proofed” in
response to the unavoidable effects of
climate change
• Innovative ways will be sought to
reduce the carbon footprint of highways
maintenance operations
• Adverse effects resulting from HS2 on the
natural and historic environment will be
mitigated
• Green Infrastructure networks will be
implemented
• Low carbon infrastructure will be
developed wherever possible
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Relationship between Long-Term Themes, Outcomes, Objectives and Strategic Principles
Outcome Economy

Outcome Economy

Objective 2
– Climate
Change

Objective 1 Economy

Objective 3 – Health,
Security and Safety

Objective 4 –
Opportunity

Objective 5 –
Quality of Life

Strategic
Priciples
(excl Smarter
Investment)

1

2

3

4

5

1

2

3

1

2

3

4

5

6

1

2

3

4

1

2

3

4

SM

SC

1

Regeneration
and Centres

x

0

x

x

x

x

x

x

x

0

x

x

0

x

x

x

x

x

x

x

x

x

x

x

x

x

2

Highway
Network

x

x

x

x

x

x

x

x

x

0

x

x

-

-

x

x

x

x

x

x

x

x

x

x

x

x

3

Modal Transfer

x

x

x

x

x

x

x

x

0

0

x

x

-

0

x

x

x

x

x

x

x

x

x

x

x

x

4

Maintenance

x

0

x

x

x

x

0

0

x

x

0

0

-

0

-

-

0

0

0

0

x

0

x

0

x

x

5

Rail and Rapid
Transit

x

x

x

x

x

x

x

x

x

0

x

0

0

0

-

0

x

x

x

x

x

x

x

x

x

x

6

Accessibility and
Connectivity

x

x

0

x

0

x

-

x

x

0

x

0

0

x

x

0

x

x

x

x

x

0

0

0

x

x

7

Freight
Transport

x

0

x

-

x

x

x

x

0

-

x

-

-

-

-

-

-

-

-

-

x

x

x

x

x

x

8

Interchanges
and Integration

0

x

0

x

0

0

-

x

x

-

x

0

-

0

-

0

x

x

x

x

x

x

0

0

x

x

9

Safety and
Security

x

x

-

0

-

0

-

0

x

-

0

-

x

x

x

x

x

x

x

x

0

0

-

-

x

x

10

Green
Technology

x

x

x

-

-

-

x

x

x

x

x

x

-

-

-

-

-

-

-

-

-

x

x

x

x

x

Key x Substantial Impact 0 Minor Impact - No Impact
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10: Initiatives Evaluation
Introduction
To ensure initiatives are selected that best fit with the LTP Strategy and other complementary strategies
and represent good value for money, appropriate assessment methodologies have been developed with
our partner authorities.
Over the course of LTP, challenges and priorities will change, reflecting the wider national or local policy
environment of the day. However, to ensure ongoing alignment between LTP Strategy and associated
Implementation Plans, the following headline criteria are proposed as the basis for which to assess nonmajor LTP schemes and initiatives, both locally derived and at the strategic level. Specific guidance will be
contained in each Implementation Plan reflecting contemporary priorities, tested against the Sustainability
Appraisal methodology, to ensure consistency. Broad assessment criteria are expected to include the
following elements, plus any additional criteria as appropriate:
• Strategic – fit with planning policy

• Health – encouraging walk / cycling

• Value for Money – as defined by DfT for

• Safety – road / Public transport / Pedestrian

Major Schemes
• Transport Usage – propensity to encourage
mode shift
• Asset Management – strategic approach to
managing the infrastructure
• Partnership working – appropriate
arrangements with partners established
• Congestion – proximity of scheme to
Congestion Target Corridor
• Accessibility – impact on access to
employment, health, etc.

• Employment / Housing Impact – proximity
to regeneration proposal
• Environment – impact on greenhouse
gases, built and natural environment
• Risk – experience of delivering similar
schemes to time and budget
• Delivery – requirement for planning
powers / land
• Affordability – scheme within overall
budget available
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The degree of scrutiny to be applied using these

The Equality Act 2010 streamlines the

criteria, to individual initiatives or programmes

discrimination legislative framework and places

of initiatives, would be tailored to meet the detail

a New Single Equality Duty on public sector

of the initiative by the promoting Authority. A

bodies which will replace the current Public

simplified methodology would be appropriate

Sector Equality Duties covering race, gender and

for non-complex / low value initiatives or

disability and expand them to cover age, sexual

programmes, but regard would also be given to

orientation, gender reassignment and faith. The

established specialist appraisal methodologies

Act also places a new Social Economic Duty

appropriate to of the specific initiatives.

on public bodies to consider actions to reduce

The evaluation of Major Schemes (over £5
million) is defined by DfT and new guidance is
expected on these during 2012.
The Metropolitan Authorities support the principle
of a common approach to minor project/
initiative appraisal. It is, however, recognised

inequalities when making strategic decisions
about spending and service delivery.
The Act also contains provisions and guidance
regarding public sector procurement including
ensuring that equality factors are considered as
part of the process.

that some Authorities may also have or wish

Consequently, projects and initiatives being

to utilise their own approach for appraisal of

promoted through LTP will be subject to the

particular initiatives (road safety schemes, for

promoting Authority’s equality assessment

example). Where this is the case, it would be

procedures, to ensure compliance with the Act.

expected that such methodologies will also be
capable of demonstrating contributions towards
achieving LTP Objectives, and hence their relative
performance merits.
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11: Finance and Funding
Evidence proves that investing in transport in congested
urban areas is effective in support of wider economic,
carbon reduction and social inclusion agendas.
Indeed, as part of the Comprehensive Spending Review 2010 the Government sought to protect
transport spending, as far as the deficit reduction strategy would permit, due to the vital role that new and
existing infrastructure plays in supporting economic restructuring and growth. Nevertheless, funding from
public and private sources is likely to be very tight for some years, so an even greater focus on ensuring
value for money and efficient delivery have underlain the preparation of LTP. Implementation of the Plan
will require both capital and revenue funding, provided by Central Government Local Government and
other sources, including the private sector.
Infrastructure will be maintained in line with asset
management principles and whole life-costed
modeling, to understand costs and maximise
value over the long term. Most revenue funding
will continue to be provided as part of three-year
Local Government Settlements. It will be for
individual authorities to decide on actual levels of
transport spend, but the significant reductions in
Local Authorities’ revenue budgets will inevitably
influence the scope and specification of capital

• Regional Growth Fund
• Local Sustainable Transport Fund
• Community Infrastructure Levy/S106 and
S278 monies
• Tax Increment Financing/Accelerated
Development Zones
• Green Investment Bank
• Supplementary business rates

projects which need revenue support. All potential

• EU monies

new avenues of funding will be explored to

• Exploiting commercial opportunities that

increase the overall levels of funding available,

arise from the development of transport

together with a balanced approach to delivery.

infrastructure

Possible areas of funding include:
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• Exploring joint funding of transport initiatives/services with other sectors, e.g. health,
education, skills
• Capital contributions from public transport operators
• Third-party and match funds
The role of the three Local Enterprise Partnerships covering the Metropolitan Area will be crucial in
helping to identify those schemes that will have the greatest economic impact and may be eligible for
funding through the Regional Growth Fund. Given the economic logic for investment in local transport,
over the next few years the Metropolitan Area will need to be even more adept and innovative in its
ways of working, so the right policies are developed, implemented, fully integrated and responsive to the
needs of the Area, ensuring that the funding which is available is spent in the most effective manner and
delivers the greatest impact.
The pace of delivery of the vision set out in LTP will be determined by the funding packages available,
and the levels of investment proposed are therefore responsive and realistic, in the light of current
financial pressures.
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12: Risk
Continuous assessment of risk has been undertaken
as an integral part of the preparation of LTP, and
will continue throughout the various phases of the
Implementation Plan.
Risk assessment has been undertaken together

in future by the ITA Monitoring Committee. The

with the Sustainability Appraisal to ensure a

use of the risk management module in the West

holistic approach to identifying both the strategic

Midlands Capital Programme Management

and practical risks in the development of the

System (IMPREST) has greatly assisted in ensuring

Strategic Options, and the selection of our

effective monitoring of project delivery across the

Preferred Strategy.

Metropolitan Area, reducing risk accordingly. The

Individual authorities within the Metropolitan Area
each have their own approaches to identifying
and managing risks, and all have considered the
possible LTP delivery risks within the context of

suitability for purpose of IMPREST is being kept
under review to ensure that the most appropriate
programme management techniques and systems
are being utilised.

their own corporate management approaches.

Risks have been assessed under several main

These have been brought together through a

headings, a number of which arise directly from

series of workshops, and via the West Midlands

a need to respond positively to the national

Planning and Transportation Sub-Committee’s

financial position and the new localism agenda,

Annual Strategic Risk Assessment, to develop

whilst still preparing a robust plan which covers

a Metropolitan approach to risk assessment

not only the whole Metropolitan Area, but also

and the identification of appropriate remedial

seeks to influence transport issues in the wider

and mitigation measures. Reflecting the ITA’s

travel to work area. The key categories, and

overall responsibility for LTP, risk assessment

particular aspects of risk which have been taken

and monitoring of the Plan will be undertaken

into account are:

85

Financial
Consideration of the impact of reduced funding, with reductions in the Integrated Transportation
and Maintenance Blocks together with DfT’s review of Major Schemes. Although some clarity has
been provided regarding funding in the short to medium term, there remains uncertainty regarding
longer term funding levels.
Consideration of the impacts of possible methods of future grant distribution and ensuring that transport
solutions are seen as vital to the area’s economic recovery, and are reflected in corporate priorities.
Dealing with uncertainty as to other methods of transport funding from the private and development
sectors, and the timing of innovative schemes such as Tax Increment Financing and Accelerated
Development Zones coming to fruition.

Spatial Policy

Co-operation

Reviewing the impact of the Government’s

Consideration of how to ensure the development

proposed changes to the planning system and

of consistent and complimentary policies and

the Localism agenda, and the potential for delay

implementation programmes with the adjacent

to Core Strategies. This may have impacts on

Shires and Districts, within the Metropolitan Travel

the determination of the major new locations

to Work Area.

for housing and employment growth and the
consideration of the related transport implications.
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Delivery and Implementation

Major Schemes

Determining how to prioritise the allocation

Consideration of how to ensure that Major

of the IT and Maintenance Blocks, given the

Schemes which are necessary to deliver

uncertainty as to future levels of funding, whilst

transitional change, comply with Government

addressing the maintenance backlog and the

requirements and are programmed as speedily

need for significant interventions to address

as the national financial position permits, which

existing problems and to support future growth

involves ensuring that development costs can

and economic recovery.

be met, and appropriate expertise procured, to
ensure effective project delivery.

Bus Service Operators Grant
Bus Service Operators Grant (BSOG) is given directly to bus operators as a partial rebate of fuel
duty paid for the fuel used operating local bus services. It is the main public funding source for local
bus services (not counting concessionary fares reimbursement, which is a ‘people’ subsidy) and it is
acknowledged that BSOG offers good value-for-money nationally, with estimates of over 7% extra
services, with 6½% lower fares, leading to almost 7% more passengers than without BSOG. The basis of
BSOG has changed marginally to encourage fuel efficiency and the use of GPS and Smartcard systems.
Further longer-term changes are being considered by Government to align this grant with passenger use.
This may impact upon the viability of less well-used services.
(The statistics come from ‘Local Bus Service Support – Options for Reform’ a DfT consultation paper,
March 2008)
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Our Approach
Our principal approach to dealing with
uncertainty and the challenging financial position
has been to develop our Preferred Strategy based
on Ten Long Term Themes. We have retained the
plan horizon as 2026 as we do not think that now
is the time for short-termism or timid thinking.
Many things will change over time, some for the
better, some for the worse, but we are convinced
that our Long Term Themes will be as relevant in
15 years’ time as they are today. The Themes and
outcomes, which we are committed to achieving,
provide a robust context within which we can
regularly review and amend our Implementation
Plans, depending on the prevailing physical,
economic, social and financial circumstances,
whilst maintaining a clear long-term focus.
It is our intension to undertake periodic reviews
of the Plan to assess and re-evaluate both the
strategic and practical delivery risks to ensure that
LTP’s Long Term Themes and delivery objectives
are being progressively realised.
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13: Monitoring
Target setting has been an integral part of LTP

These target issues either do not directly support

development since the start of the LTP process

the monitoring of our performance against the

in 1999. It provides a benchmarking process

Objectives, are to some extent already replicated

against which we can measure our performance

in the target areas we have chosen, or are model-

in delivering our objectives, and also compare

based targets where essential data may not continue

ourselves with other authorities.

to be available, or the assumptions the target was

The number of targets proposed for LTP has been

CO2 reduction has been included for the first time.

reduced to 14 from the LTP2 total of 26. This
enables a closer focus on the LTP Objectives.
13 LTP2 target issues do not have targets in
LTP, although they could still be monitored as
indicators, alongside issues such as walking:

based on become invalid. However a new target on
The issues covered by targets have been based
on the 10 transport-focused former National
Indicators and other relevant local issues. SMART
(specific, measureable, achievable, relevant and
time-related) and other principles have guided

• Peak period traffic flows to urban centres

the target detail, in particular:

• Access to health

• Progress against targets can be updated

• Child killed and seriously injured casualties
• Total slight casualties
• Powered two-wheeler casualties
• Light Rail use
• Satisfaction with local bus services
• School Travel Plans
• Workplace Travel Plans
• Economic viability of centres
• More efficient use of the existing
transport network
• Unclassified Road Condition
• Footway Condition

regularly (usually annually)
• Performance can be monitored at a more
disaggregated level than Metropolitan
Area-wide (e.g. District, area or route) to
help focus delivery
• Data to support the targets is robust and is
expected to continue to be available for the
foreseeable future;
• Targets are predominantly indicators
of ’outcome‘ (e.g. a change in travel
behaviour) rather than an ’output’
(e.g. provision of infrastructure)
• Measures are proposed in the LTP
Implementation Plan that would contribute
to improved performance.
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The proposed target areas are listed below, followed by a table relating the target issues to the
LTP Objectives and Long-Term Themes. The specific quantified targets will be added once District
Programmes have been established during Quarter One of 2011-12.
Target Issue - Road Congestion

Target Issue - Travel to School

Target: To maintain average AM peak journey

Target: To increase the proportion of children

speeds on the Metropolitan Area-wide Local

(aged 5 to 15) travelling to school by non-car

Authority “A” road network at the 2009/10

modes (which includes car sharing) between

baseline through to 2015/16

2009/10 and 2015/16

Target Issue – Total Road Traffic Growth

Target Issue – Air Quality

Target: Annual road traffic to grow by less than

Target: A net reduction in those areas, as

X% between 2009 and 2015

confirmed by each Local Authority within the

Target Issue - Freight Accessibility

Metropolitan Area, where the annual average

Target: To improve journey time reliability for
road freight movements within the Metropolitan

NO2 values are predicted to exceed 40μgm3
between 2008 (baseline) and 2015

Area on a defined core network of the key routes

Target Issue - Safety & Security on

identified within the West Midlands Commercial

Public Transport

Vehicle Driver’s Road Atlas

Target: A X% reduction in total recorded crime

Target Issue - Principal Road Maintenance

and a 10% increase in passenger satisfaction with

Target: To maintain the 2009 condition of local
Principal Roads until 2015
Target Issue - CO2 Emissions from Transport
Target: To reduce CO2 emissions from transport
in the Metropolitan Area by X% between 2009/10
and 2015/16
Target Issue – Road Accident Casualties
Target: To reduce annual Killed and Seriously
Injured (KSI) casualties by X% between the baseline
2004/5 average and the 2011/15 average

personal safety on bus, rail and Metro combined
between 2009/10 and 2015/16
Target Issue - Accessibility
Target: Improve access to key employment
locations, as defined in District Core Strategy
documents, as a whole between 2011/11 and
2015/16
Target Issue - Bus Patronage
Target: To retain bus patronage at 2010/11
baseline levels by 2015/16
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Target Issue - Bus Reliability
Target: X% of bus services operating between “1 minute early and 5 minutes late” by 2015/16
Target Issue - Cycling
Target: To increase the Metropolitan Area cycling index by X% from the 2010/11 baseline of 100 by
2016/16
Target Issue - Public Transport Trips to Centres
Target: Increase the proportion of trips by public transport into the 9 strategic LTP centres as a whole
during the AM peak to X% by 2016/16
LTP Objectives

4 Direct Impact 3 Indirect Impact

Target Issue

KO1 Economy

KO2
Climate Change

Road Congestion

4

3

Total Road Traffic
growth

4

3

Freight
Accessibility
Principal Road
Maintenance

3

4

3

3

4

3

3

3

3

4

3

3

4

3

3

4

3

4

3

4
3

Travel to School

3

Air Quality
Safety & Security on
Public
Transport

3

Bus Patronage

4
3

4

3

Cycling
Public Transport Trips
to Centres

KO5 Quality of
Life and Environment

3

Road Accident
Casualties

Bus Reliability

KO4
Equality of Opportunity

3

CO2 Emissions
from Transport

Accessibilty

KO3 Health
Security & Safety

3
3

3

4

3

3

4

3

4
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Long-term Themes
Target Issue

LTT1

LTT2

LTT3

4

4

LTT4

LTT5

Asset
Making Best
Modal
Regeneration, A Rail amd
Management Use of the
Transfer and
Thriving
Rapid Transit
and
Highway
Creation of
Centres,
Network
Maintenance Network
Sustainable Corridors and ‘Backbone for
a Foundation
Travel Patterns Gateways Development’
for Growth

LTT6

LTT7

LTT10

CO2 Emissions
from Transport

4

4

Road Accident
Casualties

4

4

Freight
Accessibility

4

Principal Road
Maintenance

4

Travel to School

4

Effective
and Reliable
Transport
Integration

LTT9

Improved
Environment
and Reduced
Carbon
through New
Technologies

Total Road Traffic
growth

Sustainable
and Efficient
Freight
Transport

LTT8

Improved
Safety and
Security

Road Congestion

Improved
Local
Accessibility
and
Connectivity

4
4
4

4
4

4

4

4

Air Quality

4

Safety & Security on
Public
Transport

4

Accessibilty
Bus Patronage

4

4

4

4
4

Bus Reliability

4

Cycling

4

Public Transport
Trips to Centres

4

4

4
4

4

4
4

4
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14: Concluding Remarks
LTP is ambitious in its outlook and seeks to

The rewards of success will be to ensure the

provide a major catalyst for the economic growth

provision of a sustainable transport system

and regeneration that the Metropolitan Area

that underpins and supports economic growth,

requires in order to meet the challenges it faces

regeneration and the quality of life, to the benefit

to 2026, and recognises transport’s major role in

of all who live, work, visit and conduct business in

this task. However, it also promotes the delivery

the Metropolitan Area.

of these transport solutions within a sustainable,
low-carbon framework.
A single body cannot deliver LTP. It will require
concentrated and co-ordinated efforts on behalf
of Centro, the Metropolitan District Councils, the
private sector, Government Agencies, transport
operators and a broad range of other Partners
and Stakeholders.
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If you require this document in
a format more suited to your needs,
please call 0121 214 7214 or email:
customerrelations@centro.org.uk

