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A.11 Cycle  Lan es  
 

Key Pr in cip le  
 

The decision to pr ovide cycle lanes should be re ached by reference to t he 

hierarchy of provision and such to ols as th e CROW der ived óspeed/ flowô 

diagram  (see below) ;  th ey should not  be seen as a un ivers al  solut ion. Where 

pro vided, they should be a m inimu m  of 1.5m  wi de, cont inu ous,  m ade 

conspicuous across side ro ads at  jun ct ions and not  aband on cyclists where 
ro ads becom e narrow,  for examp le at  r igh t  tu rning lanes. When cycle lanes are 

being int ro du ced, th e cost  of rem edial m easur es to th e carr iageway  sur face 

should be includ ed within th e schem e budg et .  
 

 

Des ign Gu id an ce  
 

Ba ck g r ou nd  
 
Cycle lanes can pr ovide benefits for  cyclist s bu t  th ey  should not  be 
considered to be th e defau lt  solut ion  for  on- road facilit ies,  especiall y wh en 

th is results in th em  being too narr ow, bad ly sited or  not  cont inuous. 
 

 
Man u al  f o r  St r eet s :  

 

6.4.1  Cycli sts should generall y be accomm odat ed on the carriageway.  I n areas 
with low t raff ic volum es and speeds, the re shou ld not  be any need for 

dedicated cycle lanes on th e st reet .  
 

 
The benefits of  cycle lan es hav e been  tabulat ed below. The ta ble also 
comm ent s on th e facto rs wh ich lim it th e e ffect iveness of  th e benefits and 
suggests measures which could be adopt ed to help overcome th ese 
lim ita t ions.  

 

Ben ef i t s  Lim i t at ions  Potent ia l  m i t i g at ion  

Create a com for t  zone, 
especially for less 

exper ienced cycli sts 

nervous about  m ixing 

with m otor t raff ic 

Moto rists oft en see cycle 
lanes as adequ ate 

pro vision for cycli sts and 

m ake  no furth er 

allowa nce for their 

m ovem ent s. They 
som et im es pass cycli sts 

using cycle lanes too 
closely or to o qu ickly, 

because the y do not  

app reciate th at  cycli sts 

som et im es need t o 

deviate from  the lane. 

Make  cycle lanes 2.0m 
wide whenever 

pract icable (1 .5m  

m inimum) . 
 
Mand ator y lanes are 

pre ferred bu t  advisory 

ones will be necessary 

where m oto r vehicles 

have  to encroach on 

th em . Cycli sts can  use 

th e add it ional lane width 

to incre ase the distance 

between th em  and 

passing m otor vehicles. 

Where t raff ic speeds 

cann ot  be redu ced to 40 

mp h or below,  and 
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Ben ef i t s  Lim i t at ions  Potent ia l  m i t i g at ion  

space perm its,  consider 

off - carriageway 

pro vision. 
 

Cycle lanes m ay  be 

blocked by parked cars 
out side peak  periods 

Parking should be 

pro hibited or,  if space 

perm its, th e cycle lane 

could be taken out side 

parked vehicles using a 

1m  wide bu ff er zone 
(0 .5m  m inimum ) 

between th e parking 

spaces and th e cycle 
lane. (TSRGD lim its 

m ax imu m  widt h of 

bu ff er zone to 1m) . 
Where parking pro blem s 

cann ot  be resolved cycle 

lanes are pr obably not  

app ro priate. 
 

Cycle lanes can 

accumu late debris du e 

to redu ced wind -  

sweeping effect  f rom 

passing m otor vehicles. 

This cre ates potent ial for 
pun ctu re s and accident s. 

 
The swept  path of long 

vehicles m ay  encroach 

up on a cycle lane at 
corners 

Intr odu ce regu lar 

sweeping regim e or 

consider int ro du cing 

wide nears ide lanes in 

place of cycle lanes if 

space perm its 
 

 
This should not  take  thi s 

for grant ed bu t  be 
should taken int o 

accoun t  as part  of any 

pro posal  to int ro du ce 

cycle lanes 
 

Assist  cycli sts or give 

th em  an  advant age over 

m oto rists in diff icult  or 

conge sted situ at ions. 

Cycle lanes th at  cease at 

difficult  jun ct ions or 

oth er hazards are of 

li tt le or no va lue. 

Ensur e cont inuity of cyc le 

lanes, including across 

side ro ad m outh s and at 

r igh t  tu rn ing lanes and 

refug es. I ntr odu ce ASLs 
at  sign alized jun ct ions. 

 
Provide th e oppo rtun ity 

to bypass featur es 

intend ed to slow or 

exclud e other t raffic.  

Cycle by-passes requ ire 

add it ional land- take  so 

not  always  possible to 

pro vide. I f present , can 

accumu late debris. 

Consider m and ato ry 

cycle lanes thr oug h 

pinch point s. Use 1.5m 

wide bypasses if space 

perm its. Use speed 

cushions instead of full -  

widt h ro ad hump s. 
 

Guide cycli sts th ro ug h 

comp lex jun ct ions. 

Cycle lanes cann ot  be 

pro vided for every 

possible m anoeuvre a 

cycli st  m igh t  wa nt  t o 

For pro blem  jun ct ions, 

int ro du ce sign alized 

contr ol with ASLs. 

Posit ion ASL feeder lane 
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Ben ef i t s  Lim i t at ions  Potent ia l  m i t i g at ion  

 carry out  at  a given 

locat ion. For exa mp le, if 

a large numb er of 

cycli sts need to tu rn 

r igh t  at  a sign alled 

jun ct ion with an  ASL, a 

nears ide feeder lane 
would int ro du ce the m  t o 

th e reservoir on th e 

wro ng side of th e 
carriageway  with th e 

potent ial for confli ct  with 

m oto r vehicles. 

to serve  cycli sts carr ying 

out  th e m ost  hazardous 

m anoeuvre. (TSRGD 

only perm its one feeder 

lane at  an  ASL -  

auth or isat ion requ ired 

for add it ional feeder 
lanes) . 

 
On th e appro ach to 

ro und about s it  is 

pre ferable to stop cycle 

lanes shor t  t o avoid 

direc t ing cyclists to take 

an  out side path aro un d 
it  (annular  cycle lanes 

are not  norm all y 

recom m end edï see  A13 

Round about s) . 

Can som et im es contr ol 
th e speed of othe r t raff ic 

by redu cing ro ad space 

ava ilable to th em . 

In t igh t  situat ions, 
m oto r vehicles m ay  

sim ply encroach up on 

th e lane. May  redu ce 

t raff ic speeds at  th e 

expense of cycli st  

com fort . 

Invest igate m easur es to 
redu ce speeds and 

volum es which do not 

re ly on the pr esence of 

cycle lanes. In general, 

th e deli berate use of 

cycli sts to cont ro l t raffic 

speed should be 

avoided. However, in 

certain circum stances, 

cycle lanes can  be used 
to influence driver 

behav iour. For 

examp le, where t raff ic 

cond it ions per m it , it 
m ay  be beneficial to 

pro vide wide, advisor y 

cycle lanes on both sides 

of th e road  and rem ove 

th e cent ral  white line. 

This cre ates a sing le, 

cent rall y posit ioned all-  

pu rpose t raff ic lane 

where oncom ing 

m oto rists briefly 
encroach int o one or 

oth er of th e advisor y 

cycle lanes to pass each 

oth er. 

Aler t  m oto rists as to th e 

likely prese nce of 

cycli sts. 

Whi le cycle lanes m ay 

help to m ake  m otor ists 

awa re of th e likely 

presence of cyclists, 

th ey do not  m ake  them  

Consider m easures such 

as eleph ant s feet  

m arking s (WBM 29 4 ï 

requ ires DfT 

auth or izat ion)  th ro ug h 

http://www.ciltuk.org.uk/download/Design_portfolio_roundabouts_A13.pdf
http://www.ciltuk.org.uk/download/Design_portfolio_roundabouts_A13.pdf
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Ben ef i t s  Lim i t at ions  Potent ia l  m i t i g at ion  

 awa re of th e 

considerat ion th ey 

should show when 

over tak ing th em  or 

carrying out  othe r 

m anoeuvres in th eir 

vicinity.  Moto rists m ay 
not  always  expect  to see 

cycli sts, even when 

cycle lanes are pr esent .  

 
In areas where cycle 

flows are very li gh t 

m oto rists are less likely 

to respect  the need to 

keep out  of the lane and 

wil l,  for examp le, pu ll 

across it  to cut  cor ners, 

park or tu rn or t reat  it  

as an  extension of give 

way  m arking s, 

sign alised jun ct ions or 

separate cycle-only 

ph ases to imp rove  

cycli st  safety.  
 

 
 
 
 
 
 
 
 

Use m and atory cycle 

lanes in pre ference to 

advisor y ones. Ensure 

th at  where advisory 

cycle lanes cross side 

ro ad jun ct ions, the y are 

coloured and posit ioned 

to deter encroachm ent 

by em erging vehicles. 

 

I t  is also wor th not ing that  whi lst  a cycle lane gives cyclists som e separat ion fro m 

m oto r t raff ic, unde r th e Nat ional Cycle Training Stand ards, cycli sts are t rained to 
r ide in th e safest  posit ion on th e carriageway  which is usually at  least  1.0m  fro m 

th e kerb edge . This is so th at  th ey can  avoid gul ley grates and debris and to 

ensur e th at  th ey are withi n th e sigh t lin es of drivers wa it ing at  side ro ads (see 

Bikeabilit y t raining course 
 

Narro w cycle lanes pot en t ially redu ce th e level of separat ion between vehicles 

and cycli sts by encouraging cycli sts to stay  closer t o th e kerb, and if a lane is too 

narrow to com for tably r ide within it , th e obje ct  of providing it  in th e firs t  place is 

lost . 
 

Types  of  cyc le lane  
 

Cycle lanes can  be eith er m and ato ry or advisory . Mand ato ry cycle lanes, like  bu s 

lanes, m ay  be rest r icted to operat ion at  certain t im es or th ey can  operate at  all 

t im es. Mand ato ry and advisor y lanes are m ostl y wit h- flow,  bu t  both can  be used 

in cont raf low to m oto r t raff ic if desired (see A06 Cont raflow) . 
 

Man d at o r y  cyc le lane s  

 
Mand ator y cycle lanes benefit  cycli sts because oth er tr aff ic is exclud ed fro m  th em 

by t raffic regu lat ion or ders (TROs) . Operat ion of th e lanes m ay  be enh anced 

th ro ug h add it ional m easures th at  cont ro l parking and loading . 

 
TROs requ ire statuto ry consultat ion and confirm at ion of th e or der m ay be delayed 

if obj ect ions arise. I f th is occur s, the orders and lanes can  be int ro du ced on an 

exper im ent al  basis t o establ ish wheth er th e diff icult ies ant icipated by obj ecto rs 

are ju st ified or not . The or ders m ay th en be con firm ed or withd rawn  after the 
t rue patte rn of use has been establi shed. (The use of advisor y cycle lanes to 

circum vent  the se diff icult ies is not  recom m ended , as they should also be th e 

subj ect  of wide consultat ion and , in any case, are li kely to requ ire t raff ic 

regu lat ion or ders t o rest r ict  car  parking .)  

http://www.bikeability.org.uk/professionals/course_content/
http://www.ciltuk.org.uk/download/Design_portfolio_contraflow_cycling_A06.pdf
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Cycle lanes should continu e across th e m outh s of side roads. In th ese and oth er 

circum stances wher e oth er t raff ic needs to cross th em , m and atory lanes should 

be replaced by sect ions of advisory lane. 

 
Ad v is o r y  cyc le lanes  

 
Where a m and atory lane is un suitable, an  advisor y lane can  be used. 

 
Advisor y lanes are not  recomm ended if th ey are likely to be regu larly bl ocked by 

parked vehicles. In the se circum stances, considerat ion should be given to 

alternat ive  arrang em ent s such as wide nears ide lanes with no cycle lanes m arked 

within th em . 
 

An advisor y lane passing th e m out h of a side ro ad is useful in aler tin g m oto rists 

to th e li kely presence of cycli sts bu t  th ey are som et im es blocked by em erging 

vehicles about  to j oin the m ain ro ad. The pro blem s th is creates for cycli sts can 

be redu ced by using a coloured surface in th e lane to emph asise it s existence, 

and by m ak ing it  wide enoug h to accom m odate cycli sts forced to weave  aro un d 

vehicles part ially blocking it . 
 

 
 
 
 
 

Coloured cycle lane 

crossing side road  jun cti on 

and set  out  fro m  give  way 

lin e to discourage 

encroachm ent  
 

Pictu re: S teve Essex, ERCDT 
 

 
 
 
 
 

An alternat ive  m ethod of m aint aining cont inuit y of provision for cycli sts passing 

th e m outh s of side roads is to dro p the lane m arking s and sim ply re ly on coloured 
surfacing , cycle sym bols and direc t ion arrows. This wil l help aler t  m otorists t o 

th e likely presence of cyclists with out  defining an  area in which th ey m ay be 

inclined to wa it . Note t hat  coloured sur facing has no legal  m eaning under 

TSRGD.  I t  becom es larg ely ineff ect ive  at  night .  

 
Advisor y cycle lanes are useful in situ at ions where occasional  encroachm ent  int o 

th e lane by m ot or vehicles is un av oidable. A typical examp le would be where an 

advanced stop li ne (AS L)  is installed at  a sign alled jun ct ion and carr iageway  widt h 

is lim ited (see A09 Advanced Stop Lines) .  
 

Cycle lanes m ay  also encroached up on by long vehicles at  corners or t igh t  bend s. 

This could lead to cycli sts being forced off  of the carriageway  or,  worse stil l 

crushed against  barr iers by overtak ing vehicles. This potent ial hazard should be 

taken int o accoun t  within any pr oposal  to int ro duce cycle lanes by widenin g th e 

carriageway  or redu cing th e numb er of t raff ic lanes to take accoun t  of t his. Where 

this is not  possible suitable wa rning sign s shoul d be used to aler t  both cycli sts 

and drivers to th is possibilit y.  

http://www.ciltuk.org.uk/download/Design_portfolio_advanced_stop_linesA09.pdf
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Cont r a- f l ow  cy cle  lan es  

 
Cont ra- flow cycle lanes (see A06 Cont raf low)  are part icularly beneficial for 

cycli sts. They help ensure th at  areas where the m ovem ent  of m oto r t raff ic is 

rest r icted rem ain perm eable to cyclists. 

 
I f a pro posed t raff ic m anagem ent  schem e includes the imp osit ion of one-way 

working for m oto r vehicles, th e default  posit ion should be th at  cycli sts wil l not  be 
subj ect  t o th e sam e rest r ict ion. Cont ra- flow cycle lanes should only be dismissed 

if th ere are over- r iding safet y reasons for  doing so. High way  auth or it ies should 

also consider int ro du cing a pr ogram m e of resto ring two -way  cycle flow in all 

exist ing one-way  stre et s and gyrato ry system s. 

 
Tw o- w ay  cyc le lan es  

 
Two-way cycle lanes can overcom e pro blem s that  are diff icult  to resolve  in oth er 

way s. For examp le, if two  cycle ro ute s join a m ajor ro ad in close pr oxim ity and 

on th e sam e side, a two-way  cycle lane can  be used to link th e rout es with out  

requ ir ing cyclists to cross th e ro ad. Anoth er examp le of th eir use woul d be where 
cont ra- flow and with - flow cycling m ovem ent s wi thin a bu sy gyrat ory system  are 

comb ined. 
 

These lanes need t o be careful ly design ed to ensure th ey oper ate safely . They 

have  m ore potent ial  for confli ct  th an  any oth er t ype of cycle lane and should only 

be int ro du ced afte r  all alternat ive  solut ions have  been thor ough ly explore d and 

re j ected. 
 

Two-way cycle lanes requ ire t raff ic regu lat ion or ders to exclud e m oto r vehicles. 
As th ey are situ ated withi n th e ro ad, th ey also need to be ph ysically segregated 

from  th e rest  of the t raffic. I f such a schem e is im plem ent ed, it  should be 

int ro du ced init ially on a t r ial basis using an  experim ent al  t raff ic re gu lat ion or der. 

There should be a com m itm ent  to revise or aband on th e schem e if it  pro ves 

necessary. 

 
The foll owing out lines som e of th e diff icul t ies associated with two -way  cycle 

lanes; -  

 
  They can  create confusing cond it ions for  drivers, especially as cycli sts 

m ay  also be pr esent  in th e general  t raff ic lanes. I f t raff ic flow on th e 

m ain ro ad is two-way,  it  wil l be imp ossible to avoid th e situ at ion where 

a cyclist  com e towards a m oto rist  on th e m otor ists' left  side (un less th e 

cycle lane is located cent rally which is very unl ikely) . Confusion here 

can  incre ase significant ly at  nigh t  when m otor ists m igh t  have  white 

light s com ing towa rds t hem  on both sides. 
 

  There m ay be a need for cycle gaps at  int erva ls in th e segr egat ing 

featur e so th at  cycli sts can  pass between th e two -way  cycle lane and 

th e m ain carr iagewa y. This requ ires careful att ent ion to detail if 

cycli sts are to do so safely and convenient ly.  
 

  Side ro ad jun ct ions can  be part icularly diff icult  to get  r ight . I deall y, 

th ey should be closed except  for cycle access. Where th is is not 

possible m easure s will nee d to be imp lem ent ed to m ake it  clear  to 

m oto rists ente ring or leav ing th e side ro ad th at  cycli sts m ay  have 

prior it y and m ay  com e fro m  an  un expected direct ion, close to th e give-  

way  line. Som e t raffic calm ing might  also be necessary.  

http://www.ciltuk.org.uk/download/Design_portfolio_contraflow_cycling_A06.pdf
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  The design of th e side road jun ct ions should m ake  it  clear  t o m oto rists 

th at  th ey are not  t o ent er th e cycle lanes when tu rnin g ont o th e 

carriageway  and to pr event  m isuse of th e lanes for loading and 

parking :  th e use of bollards for th is pu rpose requ ires care ful detailin g if 
th ey are not  to becom e hazards for cyclists;  

 
  The ro ute s pedest r ians are to take to cross th e lane should be clear  and 

where possible th ey shou ld be given prior it y.  As with drivers wait ing to 

pul l out  acro ss th e cycle lane, pedest r ians m ay  not  realise th ey should 

look both ways  before crossing it .  
 

  The ph ysical  segregat ion of th e lane can  effect ively ste rilise one side of 

th e road  in term s of general  vehicular  act ivit y such as parking or 

loading . 
 
 
 
 
 
 
 
 

Two-way cycle lane, Cam den 
 

 
Pictu re:  ©  Alex S ull y 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Two-way cycle lane, Bristol 

 

 
Pictu re : S ust rans 
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W idth  of  Cy c le Lanes  

 
Wherever possible cycle lanes should be 2m  wide. This is part icularly impor tant 

where parent s are accomp anying children and for cyclists over taking oth er 

cycli sts.  In add it ion, unlike  m ost  vehicles in urban  areas, cyclists t ravel at 

diff ere nt  speeds and wil l regu larly need to pu ll out  to overtake slower cyclists. 
 

Cycle lanes can  only provide com fort  and reassurance for cyclists if m otor ists do 

not  pass th em  too closely.  There is evidence t o sugg est  th at  cycle lanes can 

actu ally encourage m ot or ists to pass cycli sts m ore closely th an  if th er e were no 

cycle lanes. 
 

Where cycle flows are heavy  (over 15 0 cycli sts in th e peak hour)  and frequ ent 

over tak ing occurs, cycle lane width should be increased to 2.5m . Wher e space is 

rest r icted, with - flow cycle lanes can  be a m inimum  of 1.5  m  wide. This create s 

th e m inimu m  widt h to allow vehicles in 30mp h zones t o over take  cyclist  r iding 

single file (without  th e need for  th e vehicle to cross the cent ral  lane m arking s)  so 

as not  t o cause discom for t  t o cycli sts. This wil l also per m it  cyclists to avoid debris 

and surface irregu larit ies such as poth oles and sunken gull ies at  th e carr iageway  

edge. 

 
Cont ra- flow cycle lanes should ideally be at  least  2.0m  wide alth oug h where widt h 

is res t r icted th is m ay  be redu ced to a m inimu m  of 1.5  ( see  A06 Cont raf low) . 

Cycle lanes between all-pu rpose vehicle lanes should be 2.5m  with an  absolut e 

m inimum  of 2m . Cycle t racks accom m odat ing 2-way  cycling should be 2.5m  

wide. 
 

Width s below th ese recomm ended width s wil l nee d to be carefull y assessed for 

safet y .  Danish research (n ot  ava ilable in Engl ish bu t  re ferred to and re fere nced 

in Dut ch guidance Design m anu al for  bicycle t raff ic CROW 2007 )  has shown  th at 

narrow cycle lanes (b elow 1.2m )  are th ree t ime s mor e dange ro us th an  wider 

cycle lanes (e xpr essed in th e numb er of accident s per bicycle kil om et re cycled) . 

In general, lanes below 1.5m  are rarely ju st ified as th is indu ces cycli sts to r ide 

towa rds th e edge of th e carriageway  where surface cond it ions are often at  th eir 

worst . However , ASL feeder lanes below th is widt h m ay  be appro priate over 

shor t  distances ( see A09 Advanced Stop Lines) .  
 
 
 
 
 
 

1.5m  wide cycle lane 

pro vided and vehicle lane 

narrowed to 2.2  m  in 

conge sted locat ion: 

Oxfor d. 

 
Picture: Patr ick Lingwood, 
ERCDT 

http://www.ciltuk.org.uk/download/Design_portfolio_contraflow_cycling_A06.pdf
http://www.ciltuk.org.uk/download/Design_portfolio_advanced_stop_linesA09.pdf
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I t  is imp or tant  th at  poor surface cond it ions such as sun ken gull ies or  poth oles are 

not  allowed to redu ce th e effect ive  widt h of any cycle lane. The m aint enance 

regim e should be r igorou s enoug h t o ensur e th at  such defects are prompt ly 

rect ified (see C06 Maintenance) .  
 

Cyc le lan es  and  con t r o l l ed  cr ossings  
 

Within th e zig-zag zone of a cont ro ll ed crossing , no oth er road  m arking s are 

allowed. Cycle lane m arking s on th e appro ach to such a crossing mu st  th erefore 

term inate before th e zig-zags start  and can  be resum ed direc t ly af te r  they finish. 

Som e auth or it ies choose to m aint ain a cycle lane of sor t s thr oug h th is zone by 

aligning a lin e of zig-zags with th e cycle lane lin e, bu t  th is opt ion shoul d be used 

with considerat ion for it s cont r ibu t ion to 'st reet  clutt er ' and is not  autho rised by 

th e DfT. An exa mp le of th is is shown  in th e pictu re below.  
 

A visual  "cycle lane" can  be cont inu ed by stopp ing the lane m arking at  th e zig-  

zags bu t  t ak ing th e coloured surface of th e cycle lane r igh t  up to th e crossing 

point . However th e colour should not  cont inu e th ro ug h th e crossing point  it self. 

Colour can  be used in th is way  because it  has no legal  m eanin g und er th e 

regu lat ions. 

 
The cycle logo t o Diag 105 7 should not  over lap th e lane m arking s or ot her 

m arking s such as doub le yell ow lin es. Where t his does occur it  m ay  be an 

indicat ion th at  th e lane is to o narr ow.  
 

 

 
 

 
Cyc le lan es  a lo n g side  p ar k ed  car s  

 
 
 
 
 
 
Cycle lane at  a Zebra crossing , 
I pswich. Note th at  th e cycle 

logo over laps th e doubl e 

yell ow lin es ï see te xt  
 
Pictu re Rob Marshal l ERCDT 

 

Cycle lanes can  be m arked on the offside of a l ine of parking bays. Ther e should 

be a bu ffer zone between th e bays  and th e cycle lane of no m ore th an  1m  (1 m  is 

th e recom m end ed width , 0.5m  m inimum) . The ang le of th e cycle lane with th e 

kerb on the appr oach t o, and departur e fro m  th e parking bays  should be 1 in 10 . 

http://www.ciltuk.org.uk/download/Design_portfolio_maintenance_C06.pdf
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An open car  door 

can  extend over 1m 

into th e 

carr iageway  
 

 
Pictu re: Patr ick 
Lingwood, ERCDT 

 

 
 
 
 
 
 
 
 
 

Cycle lane with hatched 

m argin next  to car 

parking . 
Note:  The TRO giving 

effect  t o th e m and ato ry 

cycle lane mu st  be 

writt en in a m ann er 
th at  perm its m oto rists 

to cross the lane to 

access th e parking 
 

Pictu re: Rob Marshall , ERCDT 
 

 
 
 
 
 

Co lo u r ed  su r f acing  
 

Coloured surfacing in cyc le lanes is effect ive  in highligh t ing th e space int end ed 

m ainly for cycli sts. In som e cases, th e ful l length of a cycle lane is coloured. 

However, colour ed surfacing is re lat ively expensive  and adds to the m aint enance 

liabilit y of cycle lanes. In  add it ion, over-use of colour m ay  dimi nish it s imp act 

where it  is m ore necessary,  i.e.  where ther e is a high level of int eract ion between 

cycli sts and m oto rists.  
 

The use of colour ed surfacing should be considere d for use in th e following 

locat ions; -  
 

 Lead- in lanes and ASL reservoirs ( str ong ly recomm end ed)  
 

 Prior it y cycle crossing s at  side roads (st ro ng ly recomm ended)  
 

 Cent ral  and r ight - tu rn cycle lanes 
 

 Cont ra- flow cycle lanes 
 

 Lanes beside parking bays  
 

  Cycle lanes along side narrow vehicle lanes ( i.e.  und er 2.5m  wide)  or 

where th e road centr e l ine m arking s have  been rem oved 
 

 At  jun ct ions part icularly where there are exem pted cycle mo vem ent s 
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  Thro ug h zig-zag  m arkings at  zebra and pelican  crossing s and at  bu s sto p 

m arking s (surfacing onl y)  
 

 2-way  cycle lanes (st rong ly reco m m end ed)  
 

  Oth er locat ions where cyclists m ay  be pu t  at  greate r r isk,  e.g. short 

cycle lanes thr oug h pinch point s. 
 

 

End  of  cy c le lane  m ar k ings  
 

The end of a cycle lane m ay  be indicated by an  óENDô carriageway  m ark ing 

(Diagram  1058 )  placed imm ediately beyond a cycle sym bol (Diagram  1057) . 

However, th e use of the se m arking s is not  m andator y and in m ost  cases, the y are 

unn ecessary.  Alternat ively,  th e use of a bicycle symb ol (Diagram  1057 )  and an  
óaheadô arro w (Diagram  1059 )  can  indicate to all ro ad users that  th e ro ute 

cont inu es even th oug h t he lane has ended. 
 

In m ost  cases th e cycle lane m arking s should simp ly stop. This is parti cularly 

t rue for shor t  bre aks  in th e lane such as where it  encount er s th e zig-zag 

m arking s of a zebra cro ssing (where th e zig-zags end , th e lane restart s with out 

th e need for an  int ro du ctor y br oken line taper ) .  
 

W ide  n ear side  lan es  
 

An effect ive  alternat ive  way  of pro viding for cyclists without  using cycle lanes is 

to simp ly incre ase th e wi dth of th e all -pu rpose lane, ( i.e. the nears ide lane if 

th ere is mo re th an  one lane in each direc t ion) . There is no consensus on whethe r 

wide nears ide lanes (WNL)  are bette r overall than  cycle lanes, bu t  the y do have 

certain advant ages. 
 

WNLs give  cycli sts m ore freedom  of m ovem ent  when deciding where they want  to 

posit ion th em selves in th e carr iagewa y. They allow cycli sts to weave  aroun d 

surface defects with out  hav ing a cycle lane to tr y t o stay  inside. Motor ists m ay 

find it  easier to accept  cyclists m oving aw ay  fro m  th e nears ide when th ere is no 

cycle lane pr esent . However, th is flexibil it y may  be mo re of an  asset  to 

exper ienced cycli sts -  those with less experience m igh t  feel m ore com fort able in a 

cycle lane. 
 

WNLs m ay  encourage m oto rists to pass cycli sts with greater clearance because 

th ey cann ot  use a cycle lane m arking as a reference point  to judg e th e passing 

distance. The nears ide part  of th e carriageway  of a wide nearside lane wil l also 

benefit  from  th e sweepin g effect  of vehicles as th ey will t ravel closer t o th e kerb 
(at  t im es when the re is no cycli st  prese nt )  com pared to carriageways  with cycle 

lane m arking s. 
 

A wide nearside lane is one of the m ain examp les of invisible infrast ructu re (see 

A01 Invisible Infrast ruct ure ) . They can  be mu ch cheaper t o install and are less 

visually int rusive  th an  cycle lanes. However, they m ay encourage drivers t o drive 

faste r because of the widt h ava ilable. 

http://www.ciltuk.org.uk/download/Design_portfolio_invisible_infrastructure_A01.pdf
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Spe ed / Flow  D iag r am  

 
The diagram  and notes below (source:  Lond on Cyclin g Design Stand ard s,  TfL 
2005 )  are derived fro m th e original Dut ch guidance set  out  in th e CROW cycle 

design m anu al óSign up for th e bikeô. Whil st  it  pro vides an  apparent ly 

st raight for ward way  of dete rm ining what  featu res should be considered, it  should 

be used with care and final  decisions m ade by reference to th e hierarchy of 
pro vision and th e widt h of th e ava il able carr iage way.  Where the speed and 

volum e of m otor t raffic can  be redu ced as a first  step, th is has th e pot en t ial to 

chang e th e solut ion suggested by th e diagram  and hence any conclusion reached 
about  th e m ost  suitable m easures ( if any)  t o adopt .  

 

 

 


