
 
 

  

 

 

 

 

 

 
Low Traffic Neighbourhood Strategy 

Final Draft 

001 | V7 

July 2020 

Bath & North East Somerset 

 

Lo w Traffic Neighbo urhoo d Strate gy 
Bath & No rth  East So me rse t

 



Low Traffic Neighbourhood Strategy 
 

 
 

 

 

001 ii 

Low Traffic Neighbourhood Strategy 

Project No: 674726CH.CR.67.01 

Document Title: Low Traffic Neighbourhood Strategy 

Revision: V7 

Date: July 2020 

Client Name: Bath & North East Somerset 

Client No: BNES067 

Author: EA/LC 

 Jacobs Consultancy Ltd. 
  
1 The Square, Temple Quay 
2nd Floor 
Bristol, BS1 6DG 
United Kingdom 
T +44 (0)117 910 2580 
F +44 (0)117 910 2581 
www.jacobs.com 

© Copyright 2020 Jacobs Consultancy Ltd.. The concepts and information contained in this document are the property of Jacobs. Use or copying of this 

document in whole or in part without the written permission of Jacobs constitutes an infringement of copyright. 

Limitation: This document has been prepared on behalf of, and for the exclusive use of JacobsΩ ŎƭƛŜƴǘΣ ŀƴŘ ƛǎ ǎǳōƧŜŎǘ ǘƻΣ ŀƴŘ ƛǎǎǳŜŘ ƛƴ ŀŎŎƻǊŘŀƴŎŜ ǿƛǘƘΣ ǘƘŜ ǇǊƻǾƛǎƛƻƴǎ ƻŦ ǘƘŜ 
contract between Jacobs and the client. Jacobs accepts no liability or responsibility whatsoever for, or in respect of, any use of, or reliance upon, this document by any third 

party.  

Document history and status 

Revision Date Description Author Checked Reviewed Approved 

2 Jan 2019 Revised introduction to strategy RL CA   

2.1 Jan 2019 Revised introduction to strategy ς following comments 

from B&NES 

RL LC CA  

3 Feb 2020 Draft strategy report EA/LC RL CA  

4 Mar 2020 Draft strategy report ς following comments from 

B&NES 

EA/LC CA RL  

5 Mar 2020 Draft strategy report ς following further B&NES 

comments 

EA/LC RL CA  

6 May 2020 Draft final strategy report ς following B&NES members 

comments 

EA/LC RL CA  

7 July 2020 FINAL DRAFT strategy report EA/LC RL CA  



Low Traffic Neighbourhood Strategy 
 

 
 

 

 

001 iii 

Executive Summary 

Background 

The declaration of a Climate Emergency within Bath & North East Somerset (B&NES) in March 2019 outlined the 
resolution for the authority to be carbon neutral by 2030. This requires a transformational change in how people choose 
to travel and how goods are transported across the authority. The necessary revolution in the transport system requires 
the development of solutions at local level which go beyond the schemes and policies set out in the newly adopted Joint 
Local Transport Plan 4 (JLTP4) and Getting around Bath Transport Strategy.  

B&NES Council recognise the importance of responding to the Climate Emergency, which demands a fundamental step-
change in methods of travel by residents, visitors and people who work in B&NES. It requires a major shift to public 
transport, walking and cycling in order to reduce transport emissions. A wide range of initiatives will play a part in 
delivering this, with low traffic neighbourhoods identified by the Council as a priority for the future as an important step 
in delivering the necessary changes across B&NES. 

It should be noted that the proposals and principles of this strategy were developed before the Covid-19 pandemic and its 
emerging effects. The significant reductions in traffic seen within all areas as a result of the Covid-19 pandemic and 
lockdown has seen increases in people walking to local amenities and key workers cycling to work. As well as a greater 
focus on improving public spaces for people rather than continuing to allow cars to dominate.  

The ΨDecarbonising Transport, Setting the ChallengeΩ ǇŀǇŜǊ1 published by Department for Transport (DfT) in March 2020 
states that άpublic transport and active travel will be the natural first choice for our daily activities. We will use our cars 
less and be able to rely on a convenient, cost-ŜŦŦŜŎǘƛǾŜ ŀƴŘ ŎƻƘŜǊŜƴǘ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ƴŜǘǿƻǊƪΧΦ /ƭŜŀƴΣ ǇƭŀŎŜ-based 
solutions will meet the needs of local peopleέΦ 

Vision and strategic objectives  

 

 

What is a low traffic neighbourhood? 

ά[ƻǿ ǘǊŀŦŦƛŎ ƴŜƛƎƘōƻǳǊƘƻƻŘǎέ ŀǊŜ ōŜƛƴƎ ǎǳŎŎŜǎǎŦǳƭƭȅ ƛƴǘǊƻŘǳŎŜŘ ōƻǘƘ ŀŎǊƻǎǎ ǘƘŜ ¦Y ŀƴŘ ŀōǊƻŀŘ ŀǎ ŀ ƳŜŀƴǎ ƻŦ ǘŀŎƪƭƛƴƎ 
traffic issues in communities. They are typically considered in predominately residential areas, where several streets are 
grouped and organised in a way to discourage through-ǾŜƘƛŎƭŜ ǘǊŀŦŦƛŎ ƻǊ άǊŀǘ-ǊǳƴƴƛƴƎέΦ LƳǇƻǊǘŀƴǘƭȅ ǊŜǎƛŘŜƴǘǎ ǊŜƳŀƛƴ ŀōƭŜ 
to drive on their streets, park on their streets and receive deliveries although it is noted that strategies should be in place 
to help reduce car ownership and usage by residents within any low traffic neighbourhood area. 

 
1 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/876251/decarbonising-transport-setting-the-challenge.pdf 

Our vision is to create better places across B&NES that promote active travel and public transport use, improve 
community health and reduce the need for short car journeys. 

Strategic objectives  

Á Improve air quality and respond to the climate emergency; 

Á Improve public realm and quality of life - creating better places for residents, businesses and visitors, as well as 
sympathetically accommodating emerging EV infrastructure requirements; 

Á Enable more local trips by active modes of travel and public transport, through providing easy, safe and 
comfortable routes within neighbourhoods in line with the wider public health outcomes; and 

Á wŜŘǳŎŜ ǘƘŜ ƛƳǇŀŎǘ ƻŦ άǊŀǘ-ǊǳƴƴƛƴƎέ ǾŜƘƛŎƭŜǎ ŀƭƻƴƎ ǳƴǎǳƛǘŀōƭŜ ǊŜǎƛŘŜƴǘƛŀƭ ǊƻŀŘǎΣ ǘƻ ǎǳǇǇƻǊǘ ǇǊƻǎǇŜǊƛǘȅ ŀƴŘ ƛƳǇǊƻǾŜ 
community connectivity, whilst safeguarding access for residents and the needs of mobility impaired people. 

 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/876251/decarbonising-transport-setting-the-challenge.pdf
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Measures typically used in low traffic neighbourhoods include: 

Á implementation of speed or carriageway width restrictions; 

Á partial or full road closures and the use of model filters; 

Á implementation of bus gates; 

Á reallocation of road space or on-street parking to improve pedestrian and cycle infrastructure; and  

Á changes in priorities at junctions. 

Key to low traffic neighbourhoods are the opportunities that reclaiming road space can then provide for public realm 
improvements, such as: 

Á areas for seating and meeting; 

Á locations for cycling infrastructure and storage;  

Á tree planting and green space; and  

Á locations for on-street EV charging infrastructure. 

Ultimately low traffic neighbourhoods, whilst primarily focused on the reduction of vehicle intrusion within an area, are 
only effective if they also encourage residents within and between those neighbourhoods to consider active travel 
opportunities, reduce congestion on roads, improve connectivity and make the local environment safer and more 
attractive for journeys on foot, bike or public transport.  

Principles 

Low traffic neighbourhoods provide a valuable tool to reconsider how streets are managed to enable inclusive and safer 
environments, to promote active travel and encourage mode shift away from private cars. Principles of a low traffic 
neighbourhood focus on reducing the dominance of traffic to deliver attractive, healthy, accessible and safe 
neighbourhoods for people. This generates opportunities in residential areas to improve conditions for walking and 
cycling, as well as access to public transport and community spaces.  

[ƻƴŘƻƴ /ȅŎƭƛƴƎ /ŀƳǇŀƛƎƴ ŀƴŘ [ƛǾƛƴƎ {ǘǊŜŜǘǎ ƘŀǾŜ ŘŜǾŜƭƻǇŜŘ Ψŀ ƎǳƛŘŜ ǘƻ ƭƻǿ ǘǊŀŦŦƛŎ ƴŜƛƎƘōƻǳǊƘƻƻŘǎΩ2 following the 
success of projects in London Borough of Waltham Forest and continued roll-out across wider London (as Living Streets), 
with proposals in Camden, Enfield and Harrow. The guidance outlines key principles for the development of low traffic 
neighbourhoods, including: 

Size: low traffic neighbourhoods should ideally include a group of residential streets, bordered by a main road (those used 
by LGVs, HGVs, buses and through-traffic), which is walkable within 15 mins (approximately 1km2). 

Location: low traffic neighbourhoods should be in close proximity to key amenities and services, especially key transport 
interchanges. 

Infrastructure: a range of infrastructure can be used to support the implementation of low traffic neighbourhoods which 
could include modal filters, active mode development and public realm improvements. 

Community involvement/engagement: active community engagement should be embedded from the start of the 
process, through to co-designing elements and continue through the active feedback and monitoring stages. 

In B&NES, those which are likely to be most suitable include:  

Á modal filtering of residential streets through bollards, width gates, bus gates or planters;  

Á public realm enhancements, such as shared space, parklets and green infrastructure; 

Á alignment or consideǊŀǘƛƻƴ ǿƛǘƘ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜǎΤ 

Á time-limited access restrictions through school streets; and 

Á ōƭŜƴŘŜŘ κ ά/ƻǇŜƴƘŀƎŜƴέ ŎǊƻǎǎƛƴƎǎ ǘƻ ǊŜƛƴŦƻǊŎŜ ǇŜŘŜǎǘǊƛŀƴ ŀƴŘ ŎȅŎƭƛǎǘ ǇǊƛƻǊƛǘȅ ƛƴ ŀƴ ŀǊŜŀΦ 

 
2 https://londonlivingstreets.files.wordpress.com/2018/09/lcc021-low-traffic-neighbourhoods-detail-v9.pdf 

https://londonlivingstreets.files.wordpress.com/2018/09/lcc021-low-traffic-neighbourhoods-detail-v9.pdf
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It should be acknowledged that many streets, particularly in Bath, are narrow and as part of the implementation of some 
of these measures, there could be implications for on-street parking capacity. For example, as part of the installation of a 
modal filter, to ensure sufficient space for turning vehicles, it may be necessary to remove additional parking spaces from 
residential streets.  

B&NES ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜ ǇƻƭƛŎȅ Ƙŀǎ ōŜŜƴ ǊŜǾƛǎŜŘ ǘƻ ǎƛǘ ŀƭƻƴƎǎƛŘŜ ǘƘƛǎ ǎǘǊŀǘŜƎȅΦ ! ǊŜǾƛŜǿ ƻŦ ŜȄƛǎǘƛƴƎ ǊŜǎƛŘŜƴǘǎΩ 
parking zone boundaries may be necessary as part of the development of low traffic neighbourhoods and wider transport 
strategiesΣ ŀƭƻƴƎ ǿƛǘƘ ǘƘŜ ŎƻƴǎƛŘŜǊŀǘƛƻƴ ƻŦ ǿƘŜǘƘŜǊ ŀ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜ ƛǎ ǊŜǉǳƛǊŜŘ ƛƴ ǘƘŜ ŀōǎŜƴŎŜ ƻŦ ƻƴŜΦ 

Early engagement is a key tenet of 
delivering low traffic 
neighbourhoods, it provides the 
opportunity to inform communities 
of what the schemes aim to 
achieve, whilst moderating 
expectations by outlining the 
processes involved, levels of 
influence and potential timescales.  

Importantly engagement offers an 
opportunity to have open 
discussions about any potential 
trade-offs. 

Measures within B&NES must also 
be carefully considered in terms of 
their impact on air quality and 
heritage.  

 

Given that a CAZ will be 
implemented in the city centre and AQMAs have been declared across B&NES, it must be ensured that measures will not 
have a negative impact of the clean air plans and air quality compliance in the long term. Additionally, the heritage city 
and conservation areas require close consideration to ensure that measures implemented are consistent with the 
environment through following relevant design guidance and material pattern books. 

Low traffic neighbourhoods in B&NES 

As the majority of these transport-related problems and issues are more prevalent within urban areas, the predominant 
focus of implementation for low traffic neighbourhoods is within the city of Bath. Proportionate consideration of these 
issues in Keynsham/Saltford and other areas within B&NES has been undertaken within this strategy, as there may be 
potential for some measures or themes of low traffic neighbourhoods to be delivered within streets or smaller 
geographical areas. Many of the transport issues are multi-layered and interlinked, therefore they could be improved by 
low traffic neighbourhoods but are unlikely to be directly tackled through these schemes alone.  

Outcomes of low traffic neighbourhoods in B&NES include: 

Á Promote mode shift to more active modes, by increasing walking and cycling uptake of residents for local trips. 

Á Improved public health through increasing levels of physical activity, getting out within the neighbourhood and 
choosing not to drive.  

Á Local air quality improvements by reducing through-traffic on residential roads and encouraging mode shift from 
private cars to more sustainable modes.  

Á Improved community and social connectivity through the reduction in traffic on residential streets and providing 
opportunities to create more public realm and community space. 

Á Reduced traffic and vehicle speeds, including the reduction in traffic dominated public realm, reduced rat-running 
traffic and inappropriate routeing by HGVs, and assistance in reducing inappropriate traffic speeds on residential 
streets. 

© Jacobs 2020 
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Á Reallocation of road-space to remove the pressure for non-residential parking όǘƘǊƻǳƎƘ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜύΣ 
improve public realm and provision for enhanced walking and cycling infrastructure.  

During previous consultations, the promotion of active travel and its uptake have often resulted in responses regarding 
the topography of Bath and how the steep street gradients can discourage people from walking and cycling more. 
However, whilst it is recognised that this is a concern for some residents of Bath, active travel for short trips to key local 
services and public transport links can still be promoted by safer walking and cycling routes through the implementation 
of low traffic neighbourhoods. The promotion and take-up of electric bikes (e-bikes) also has the potential to overcome 
some of these barriers to active travel by making it easier to navigate steeper inclines.  

Low traffic neighbourhoods should be considered, designed and implemented specifically for the local area and respond 
to local problems, issues and opportunities. Low traffic neighbourhoods are not about rewarding one group of people 
while punishing another, but about making long-term decisions about how people travel. By delivering safer 
environments for people to travel by a range of sustainable modes. It is important that during the development of low 
traffic neighbourhoods, cognisance of the location and heritage of the neighbourhood is considered, particularly in the 
selection of interventions and materials.  

This strategy sets out the approach to how B&NES will consider low traffic neighbourhood projects, reinforcing their 
development and implementation through an iterative, collaborative and holistic process. As proposals come forward and 
are developed and implemented, the associated ongoing monitoring and evaluation will inform the evolution of the 
strategy, framework, processes and prioritisation of schemes.  

The summary process flow below highlights the broad stages for low traffic neighbourhood consideration and 
implementation. Section 4 of this strategy provides guidance on consideration of a how a proportional approach should 
be taken based on the issues experienced, severity and geographical scale. The timeframe for this process will vary on a 
location-by-location basis. 

 

 

 

Summary of the low traffic neighbourhood process 
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The initial development of the low traffic neighbourhood framework will further expand this strategy, to provide a basis 
for communities and B&NES Council to implement low traffic neighbourhoods. Prioritisation against other low traffic 
neighbourhood proposals, along with wider delivery programme and available budgets will be considered on a six-
monthly rolling review.  
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1. Vision 

1.1 Context 

The declaration of a Climate Emergency within Bath & North East Somerset (B&NES) in March 2019 outlined the 
resolution for the authority to be carbon neutral by 2030. This requires a transformational change in how people choose 
to travel and how goods are transported across the authority. The necessary revolution in the transport system requires 
the development of solutions at local level which go beyond the schemes and policies set out in the newly adopted Joint 
Local Transport Plan 4 (JLTP4) and Getting around Bath Transport Strategy.  

B&NES Council recognise the importance of responding to the Climate Emergency, which demands a fundamental step-
change in methods of travel by residents, visitors and people who work in B&NES. It requires a major shift to public 
transport, walking and cycling in order to reduce transport emissions. A wide range of initiatives will play a part in 
delivering this. Low traffic neighbourhoods are an important step in delivering the necessary changes across B&NES and 
have been identified by the Council as a priority for the future. 

It should be noted that the proposals and principles of this strategy were developed before the Covid-19 pandemic and its 
emerging effects. However, there are obvious and significant parallels as low traffic neighbourhoods are focused on 
improving public spaces for people rather than continuing to allow cars to dominate. The significant reductions in traffic 
seen within all areas as a result of the Covid-19 pandemic and lockdown has seen increases in people walking to local 
amenities and key workers cycling to work.  

For many, this has reminded us what our streets and public spaces could be like. Families when exercising were able, in 
many cases for the first time, to cycle on roads that were previously deemed too busy and dangerous under normal 
conditions. Whilst social distancing has highlighted that pavements in many areas are too narrow, as road space is 
allocated disproportionately in favour of motor vehicles. The delivery of low traffic neighbourhoods supports residents 
choosing to walk or cycle to undertake all of their normal tasks, such as a trip to local shop or to school, rather than using 
car to make the same journey. This change is perhaps once in a generation and provides an opportunity to capture 
benefits from such a devasting pandemic. 

¢ƘŜ ǊŜŎŜƴǘ ΨDecarbonising Transport, Setting the ChallengeΩ ǇŀǇŜǊ3 
published by Department for Transport (DfT) in March 2020 sets out 
ǘƘŜ DƻǾŜǊƴƳŜƴǘΩǎ Ǉƻǎƛǘƛƻƴ ƻƴ ŘŜŎŀǊōƻƴƛǎƛƴƎ ǘǊŀƴǎǇƻǊǘ ǘƻ ŀǎǎƛǎǘ ƛƴ 
achieving 'net zero' greenhouse gas (GHG) emissions by 2050. With 
transport playing a huge role in the economy reaching net zero, it 
outlines the vision of how a net zero transport system will benefit 
everyone: 

άPublic transport and active travel will be the natural first choice for 
our daily activities. We will use our cars less and be able to rely on a 
convenient, cost-ŜŦŦŜŎǘƛǾŜ ŀƴŘ ŎƻƘŜǊŜƴǘ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ƴŜǘǿƻǊƪΧΦ 
Clean, place-based solutions will meet the needs of local people. 
Changes and leadership at a local level will make an important 
contribution to reducing national GHG emissionsέΦ 

Therefore, by reducing the intrusion of vehicles into residential 
areas, this enables the return of neighbourhood streets to the 
people who live and work there. Low traffic neighbourhoods, in 
addition to ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜǎ where necessary, are one of 
the key ways in which this could be realised across B&NES; by 
combating the impact of traffic and on-street parking on residential 
streets, improving air quality, enhancing connectivity and helping to 
create an environment which better encourages walking and cycling.  

This report sets out the strategy for the implementation of low traffic neighbourhoods in B&NES. It draws on case studies 
and best practice examples to consider how low traffic neighbourhoods could benefit local communities.  

 
3 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/876251/decarbonising-transport-setting-the-challenge.pdf 

London Cycling Campaign pubƭƛǎƘŜŘ ǘƘŜƛǊ ΨClimate 

Safe StreetsΩ ǊŜǇƻǊǘ ƛƴ aŀǊŎƘ нлнлΣ ǿƘƛŎƘ ǿƘƛƭǎǘ 

focusing on London, outlines some key 

considerations for encouraging substantial mode shift 

and enable people to choose non-car modes more 

ŜŀǎƛƭȅΦ ΨStreets must become safer and more 

convenient for walking and cycling; bus travel must 

become cheaper, more reliable and more convenient; 

and people must have easy access to zero-carbon 

shared motor transport as an attractive alternative to 

ŎŀǊ ƻǿƴŜǊǎƘƛǇΩ. 

The report states that the issue is not just about 

ƳƻǾƛƴƎ ǘǊŀŦŦƛŎΣ ōǳǘ ƛǘ ƛǎ ŀƭǎƻ ŀōƻǳǘ ǇŀǊƪŜŘ ǾŜƘƛŎƭŜǎΦ ΨIn 

the UK, the average car is in use for around 4% of the 

time, therefore shifting journeys out of private cars 

and into more sustainable modes of transport, 

provides opportunities to free up space currently used 

by parked cars for cycling and walking infrastructure, 

shared mobility options and public space 

ƛƳǇǊƻǾŜƳŜƴǘǎΩ 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/876251/decarbonising-transport-setting-the-challenge.pdf
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1.2 What is a low traffic neighbourhood? 

ά[ƻǿ ǘǊŀŦŦƛŎ ƴŜƛƎƘōƻǳǊƘƻƻŘǎέ are being successfully 
introduced both across the UK and abroad as a means of 
tackling traffic issues in communities. They are typically 
considered in predominately residential areas, where 
several streets are grouped and organised in a way to 
discourage through-ǾŜƘƛŎƭŜ ǘǊŀŦŦƛŎ ƻǊ άǊŀǘ-ǊǳƴƴƛƴƎέΦ 
Importantly residents remain able to drive on their 
streets, park on their streets and receive deliveries 
although it is noted that strategies should be in place to 
help reduce car ownership and usage by residents within 
any low traffic neighbourhood area.  

A low traffic neighbourhood also includes the 
introduction of a number of measures to encourage non-
local traffic to use main roads (those used by LGVs, 
HGVs, buses and general traffic) by making it more 
difficult to drive directly between main roads, on what 
are often deemed unsuitable roads.  

Measures typically used in low traffic neighbourhoods include: 

Á implementation of speed or carriageway width restrictions; 

Á partial or full road closures and the use of model filters; 

Á implementation of bus gates; 

Á reallocation of road space or on-street parking to improve pedestrian and cycle infrastructure; and  

Á changes in priorities at junctions. 

Key to low traffic neighbourhoods are the opportunities that reclaiming road space can then provide for public realm 
improvements, such as: 

Á areas for seating and meeting; 

Á locations for cycling infrastructure and storage;  

Á tree planting and green space;  

Á locations for on-street EV charging infrastructure; and 

Á consolidated delivery points  

Ultimately low traffic neighbourhoods, whilst primarily focused on the reduction of vehicle intrusion within an area, are 
only effective if they also encourage residents within and between those neighbourhoods to consider active travel 
opportunities, reduce congestion on roads, improve connectivity and make the local environment safer and more 
attractive for journeys on foot, bike or public transport.  

In B&NES there is an opportunity to introduce low traffic neighbourhoods in suitable areas (likely focused on Bath, but 
also in other areas where appropriate) and to, in parallel, review related policies on residents parking. 

Source: Waltham Forest Cycling Campaign https://wfcycling.wordpress.com/mini-

holland/mini-holland-key-issues-successes/) 

https://wfcycling.wordpress.com/mini-holland/mini-holland-key-issues-successes/
https://wfcycling.wordpress.com/mini-holland/mini-holland-key-issues-successes/
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1.3 The vision 

This strategy has been developed in the context of national, regional and local policy4, along with the overarching B&NES 
vision for the future. The vision for low traffic neighbourhoods below looks to reflect the wider aims of local planning and 
transport policy as well as the key priorities for B&NES in addressing the climate emergency. It also aligns with the 
purpose, core policies and principles outlined in B&NES Corporate Strategy, adopted in 2020. 

 

A core principle of this vision is to empower people to make the fundamental step-change in how they choose to travel, 
by making sustainable choices more accessible.  

1.4 Strategy objectives  

In order to realise the Vision and facilitate the development of this low traffic neighbourhood strategy, the objectives of 
the strategy are to: 

 

Best practice examples have advocated the importance of community engagement throughout the delivery of low traffic 
neighbourhoods. Although not outlined as a strategy objective, a key tenet woven through this strategy and associated 
policies will be stakeholder and community engagement.  

1.5 This strategy 

This report outlines the strategy and policies for the use of low traffic neighbourhoods within B&NES, supported by policy 
considerations for ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎΦ Whilst Bath is the predominant focus of this strategy, the policies will be applicable 
throughout the B&NES authority area.  

The structure of this strategy document includes: 

Á Principles of a low traffic neighbourhood; 

Á Low traffic neighbourhoods in B&NES; 

Á Approach to implementation of low traffic neighbourhoods in B&NES; and  

Á Summary 

This strategy also sits alongside the revised ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǇƻƭƛŎȅ ŀƴŘ ǘƘŜ on-street electric vehicle (EV) charging 
strategy, which reflects opportunities and considerations for EV charging infrastructure within B&NES.  

 
4 Appendix A contains the wider policy review 

Our vision is to create better places across B&NES that promote active travel and public transport use, improve 
community health and reduce the need for short car journeys. 

Á Improve air quality and respond to the climate emergency; 

Á Improve public realm and quality of life - creating better places for residents, businesses and visitors, as well as 
sympathetically accommodating emerging EV infrastructure requirements; 

Á Enable more local trips by active modes of travel and public transport, through providing easy, safe and 
comfortable routes within neighbourhoods in line with the wider public health outcomes; and 

Á wŜŘǳŎŜ ǘƘŜ ƛƳǇŀŎǘ ƻŦ άǊŀǘ-ǊǳƴƴƛƴƎέ ǾŜƘƛŎƭŜǎ ŀƭƻƴƎ ǳƴǎǳƛǘŀōƭŜ ǊŜǎƛŘential roads, to support prosperity and improve 
community connectivity, whilst safeguarding access for residents and the needs of mobility impaired people. 
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2. Principles of a low traffic neighbourhood 

2.1 Introduction 

[ƻǿ ǘǊŀŦŦƛŎ ƻǊ ΨƭƛǾŜŀōƭŜΩ ƴŜƛƎƘōƻǳǊƘƻƻŘǎ ŀƴŘ ǎǘǊŜŜǘǎ ŀǊŜ ƻƴ ǘƘŜ ǊƛǎŜ ǿƛǘƘƛƴ ǘƘŜ ¦YΣ ŀǎ ŎŀǊ-dominance and their intrusion 
into residential areas have become more prevalent, resulting in traffic and air quality concerns which impact the health 
and quality of life for residents.  

[ƻǿ ǘǊŀŦŦƛŎ ƻǊ ΨƭƛǾŜŀōƭŜΩ ƴŜƛƎƘōƻǳǊƘƻƻŘǎ ƘŀǾŜ ōŜŜƴ ƛƴǘǊƻŘǳŎŜŘ ƛƴ ǾŀǊƛƻǳǎ ¦Y ŀƴŘ 9¦ ƭƻŎŀǘƛƻƴǎΣ ǳƴŘŜǊ ŘƛŦŦŜǊŜƴǘ ƎǳƛǎŜǎ ŀƴŘ 
at differing scales for several decades. From the large-ǎŎŀƭŜ ǎǘǊŀǘŜƎƛŜǎ ƛƳǇƭŜƳŜƴǘŜŘ ŀǎ ǇŀǊǘ ƻŦ ±ŀƴ ŘŜƴ .ŜǊƎΩǎ ǘǊŀŦŦƛŎ 
circulation plan in the Dutch city of Groningen, to the more ǊŜŎŜƴǘ ƛƳǇƭŜƳŜƴǘŀǘƛƻƴ ƻŦ .ŀǊŎŜƭƻƴŀΩǎ ΨǎǳǇŜǊōƭƻŎƪǎΩΦ ¢ƘŜǎŜ 
area-wide strategies involve the fundamental re-prioritisation of road space and access within cities has been changed 
from car-dominance to pedestrian, cycling and public transport users. 

The principles identified as part of these ambitious plans have 
recently been translated to a more local level, ǿƛǘƘ ǘƘŜ ΨƳƛƴƛ-
IƻƭƭŀƴŘΩ-style low traffic neighbourhoods successfully 
implemented in the London Borough of Waltham Forest and 
ōŜƛƴƎ ǊƻƭƭŜŘ ƻǳǘ ŀŎǊƻǎǎ ǿƛŘŜǊ [ƻƴŘƻƴ ŀǎ ǇŀǊǘ ƻŦ ǘƘŜ ΨƭƛǾŜŀōƭŜ 
ƴŜƛƎƘōƻǳǊƘƻƻŘΩ ƛƴƛǘƛŀǘƛǾŜ, including Brixton in London 
Borough of Lambeth5. Smaller projects such as School Streets, 
examples of which have recently been implemented in 
Birmingham, are showing positive results in improving local 
air quality and safety specifically around schools. Overall 
there is a growing awareness of the role of low traffic 
neighbourhoods as part of a wider package of measures to 
tackle transport and environmental issues.  

Low traffic neighbourhoods provide a valuable tool to 
reconsider how streets are managed to enable inclusive and 
safer environments, to promote active travel and encourage 
mode shift away from private cars. Principles of a low traffic 
neighbourhood focus on reducing the dominance of traffic to 
deliver attractive, healthy, accessible and safe 
neighbourhoods for people. This generates opportunities in 
residential areas to improve conditions for walking and 
cycling, as well as access to public transport and community 
spaces.  

Additionally, low traffic neighbourhoods provide the potential to review on-street parking provision as well as electric 
vehicle charging considerations, particularly given increasing demand and the wider Climate Emergency. 

2.2 Principles 

London Cycling Campaign and Living Streets have ŘŜǾŜƭƻǇŜŘ Ψŀ ƎǳƛŘŜ ǘƻ ƭƻǿ ǘǊŀŦŦƛŎ ƴŜƛƎƘōƻǳǊƘƻƻŘǎΩ6 following the 
success of projects in London Borough of Waltham Forest and continued roll-out across wider London, with proposals in 
Camden, Enfield and Harrow. The guidance outlines key principles for the development of low traffic neighbourhoods, 
including: 

 
5 https://s3-eu-west-1.amazonaws.com/commonplace-customer-files/brixtonlnmap/Brixton%20Liveable%20Neighbourhood%20Project%20Summary.pdf 
6 https://londonlivingstreets.files.wordpress.com/2018/09/lcc021-low-traffic-neighbourhoods-detail-v9.pdf 

Figure 2-1Υ tǊƻǇƻǎŜŘ ΨƭƛǾŜŀōƭŜΩ ƴŜƛƎƘōƻǳǊƘƻƻŘ ƛƴ .ǊƛȄǘƻƴ 

https://s3-eu-west-1.amazonaws.com/commonplace-customer-files/brixtonlnmap/Brixton%20Liveable%20Neighbourhood%20Project%20Summary.pdf
https://londonlivingstreets.files.wordpress.com/2018/09/lcc021-low-traffic-neighbourhoods-detail-v9.pdf
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Á Size  

Á Location 

 

Á Infrastructure and interventions  

Á Community involvement  



Low Traffic Neighbourhood Strategy 
 

 

001 2 

These key principles have been further developed following a best practice review, to incorporate additional 
considerations and potential outcomes. It should be noted that these principles provide guidance for the development of 
low traffic neighbourhoods, not absolute requirements. Therefore, their consideration should also reflect location-
specific details and be adjusted as necessary. 

2.2.1 Size  

Low traffic neighbourhoods should include a group of residential streets, bordered by a main road (those used by LGVs, 
HGVs, buses and through-traffic). Ideally these groups of streets should be walkable within 15 mins (approximately 1km2), 
with the size of a low traffic neighbourhood making it easier for walking and cycling to become an incidental part of a 
daily routine, either as a main mode of travel or as part of a longer public transport journey7.  

The main road(s), such as A or B roads, bordering an area identified for a potential low traffic neighbourhood should be 
suitable to (and already carry) through-traffic, bus routes, LGVs and HGVs. This key principle of a low traffic 
neighbourhood is important in order to encourage traffic which may currently be rat-running/travelling through 
residential areas to re-route via more appropriate main roads. Local roads (i.e. B roads or classified unnumbered roads) 
can often include routes within communities that carry bus services and provide access to local shops and amenities. 

The illustrations in Figure 2-2 below outline some of the key elements for consideration when determining the size of a 
low traffic neighbourhood, in the context of rat-running through traffic. 

 

Figure 2-2: Illustrative considerations for the size of low traffic neighbourhoods  

²ƘŜƴ ƛŘŜƴǘƛŦȅƛƴƎ ǘƘŜ ǎƛȊŜ ƻŦ ŀ ƭƻǿ ǘǊŀŦŦƛŎ ƴŜƛƎƘōƻǳǊƘƻƻŘ ƻǊ ΨŎŜƭƭΩΣ ŀƴ ŀǊŜŀ ǘƻƻ ǎƳŀƭƭ ƻǊ ŎƻƳǇŀŎǘ όǎŜŜ ōƭue dashed area in 
Figure 2-2 above) could push rat-running traffic onto other, equally unsuitable roads within a neighbourhood (identified 
in orange). Therefore, it is important to consider potential displacement of any issues (i.e. traffic or on-street parking) to 
neighbouring residential streets.  

 
7 Aldred, R., Croft, J., & Goodman, A. (2019) Impacts of an active travel intervention with a cycling focus in a suburban context: One-year findings from an 
ŜǾŀƭǳŀǘƛƻƴ ƻŦ [ƻƴŘƻƴΩǎ ƛƴ-progress mini-Hollands programme Transportation Research Part A: Policy and Practice Vol 123, May 2019, Pg147-169 
https://www.sciencedirect.com/science/article/pii/S0965856417314866 

© Jacobs 2020 
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It is not recommended to have low traffic neighbourhoods across main through roads, due to traffic volumes and speeds. 
However, wƘŜǊŜ ƴŜƛƎƘōƻǳǊƛƴƎ ΨŎŜƭƭǎΩ ŀǊŜ ƭƻŎŀǘŜŘ ŀŎǊƻǎǎ Ƴŀƛƴ ǘƘǊƻǳƎƘ ǊƻŀŘǎΣ it is vital to provide high-quality pedestrian 
and cycling links through safe crossing points and cycle infrastructure. Failure to provide these facilities can reduce the 
number of people choosing to walk and cycle, particularly those with disabilities or who use adapted cycles. 

2.2.2 Location 

Successful low traffic neighbourhoods, or groups 
of neighbourhoods, are often in close proximity of 
key amenities and services and where possible 
these should serve as the focus of the area. The 
identification of these elements within an area is 
crucial in order to understand travel patterns 
within a neighbourhood and identifying the future 
opportunities that changes to the travel patterns 
could bring.  

Key amenities and services may include locations 
such as: schools, doctor surgeries/hospitals, high 
streets, key businesses/employment sporting 
facilities, railway stations, supermarkets, places of 
worship and community centres.  

When identifying the amenities and services, it is 
essential to consider the type of use (i.e. short-stay 
duration, all-day access), the times of day that 
attract trips and the number of people using the 
services.  

Figure 2-3: Illustrative considerations for the 
location of low traffic neighbourhoods - amenities 

This is particularly important as some amenities may also be a contributing factor in the problems trying to be addressed 
with a low traffic neighbourhood. For example, a school will have different patterns for access compared to a 
supermarket or a leisure centre; with hospitals or medical facilities also having different requirements for access. 
Importantly, different amenities will serve different geographical areas, as well as attracting trips from outside the 
neighbourhood. Understanding these issues is critical to ensuring the design of a low traffic neighbourhood does not 
adversely hinder local access or have other unintended consequences.  

This will also help inform whether measures proposed as part of the low traffic neighbourhood are needed on a 
permanent basis (i.e. speed restrictions or infrastructure) or whether interventions could be considered at particular 
times of the day (school ǎǘǊŜŜǘǎ ƻǊ ŀ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜ ŘǳǊƛƴƎ ǘȅǇƛŎŀƭ ŎƻƳƳǳǘƛƴƎ ƘƻǳǊǎύΦ 

It is also vital to consider access within an area, particularly for businesses (loading), cul-de-sacs/no-through roads and 
one-way streets, as well as continued access for emergency and refuse vehicles along all streets and for public transport 
vehicles where relevant.  

In considering the suitability of areas as low traffic neighbourhoods, recognising constraints in an area can assist in 
identifying boundaries, along with main roads. For example, railway lines, rivers and canals can contribute to severance 
within an area due to limited crossings available for pedestrians, cyclists, public transport and vehicles. However, rivers 
and canals can also provide opportunities for improved connectivity with traffic-free pedestrian and cycling links between 
low traffic neighbourhoods and key amenities, such as a city centre.  

Other constraints to recognise may include the cultural heritage of an area, particularly those designated as Conservation 
Areas or containing protected sites. Careful consideration of any historic street patterns, access to properties or key 
landmark features needs to be included when categorising an area, particularly if proposals have the potential to change 
the character of the area. The identification of opportunities to improve these areas is equally important, where 
restoration or enhancement of infrastructure can improve the historic context of a neighbourhood.  

© Jacobs 2020 
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There may already be measures in place within the area to help alleviate some of the issues a low traffic neighbourhood 
looks ǘƻ ŀŘŘǊŜǎǎΦ 9ȄŀƳǇƭŜǎ ƛƴŎƭǳŘŜΥ ŜȄƛǎǘƛƴƎ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜǎΣ ǘƛƳŜ-limited on-street parking, speed restrictions 
or one-way streets. Categorising these factors informs how an area is currently functioning and enables a review of 
whether they are effective measures to be incorporated into the proposals or whether changes need to be made.  

Not every area will be suitable for a low traffic neighbourhood, however there are opportunities for elements or 
considerations to be incorporated into an area. In some cases, local issues may be better addresses via other methods or 
solutions. For example, eȄƛǎǘƛƴƎ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜǎ Ƴŀȅ ƴŜŜŘ ǘƻ ōŜ ŀƭǘŜǊŜŘΣ ƛƴ ǘŜǊƳǎ ƻŦ ǘƘŜ ŀǊŜŀ covered and the 
operational time-periods, to account for wider low traffic neighbourhood requirements. However, consideration should 
ŀƭǎƻ ōŜ ƎƛǾŜƴ ǘƻ ǘƘŜ ƛƳǇƭŜƳŜƴǘŀǘƛƻƴ ƻǊ ŀƳŜƴŘƳŜƴǘ ƻŦ ŀ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜΣ ǿƘƛŎƘ ƛƴ ƛǎƻƭŀǘƛƻƴ Ƴŀȅ ǊŜǎƻƭǾŜ ŀŎǳǘŜ 
issues in certain locations, without the need for a low traffic neighbourhood. ¢ƘŜ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǇƻƭƛŎȅ ŘƻŎǳƳŜƴǘ 
ǇǊƻǾƛŘŜǎ ƳƻǊŜ ƛƴŦƻǊƳŀǘƛƻƴ ƻƴ ǘƘŜ ǇǊƻŎŜǎǎ ŦƻǊ ŘŜƭƛǾŜǊƛƴƎ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ǎŎƘŜƳŜǎ ǿƛǘƘƛƴ .ϧb9{Φ  

2.2.3 Infrastructure and interventions 

Principles of a low traffic neighbourhood focus on delivering attractive, 
healthy, accessible and safe neighbourhoods for people. This involves 
the consideration how streets are managed, which can be via 
infrastructure changes along with enforcement of speed and parking 
controls, to enable inclusive and safer environments for residents and 
business owners. These measures can encourage active travel and 
mode shift away from private cars, by changing residential areas and 
improving conditions for walking and cycling, as well as reducing traffic 
dominance. Further complementary measures that promote active 
travel and public transport use over private vehicle use can follow.  

Figure 2-4: Example of modal filter with active mode promotion8 

The types of infrastructure and traffic management controls typically 
used in low traffic neighbourhoods do not stop residents from being able to access their homes, nor delivery and service 
vehicles accessing dwellings and businesses when required. It is however likely to mean a slightly more indirect route if 
travelling by car, as the interventions make it is more difficult to drive straight through from one main road to the next 
(and in so doing, encourage non-essential traffic to use more appropriate routes). Interventions can be implemented on a 
trial or permanent basis, with changes including: 

Á Modal filters ς partial or full road closures, implementation of bus gates or carriageway width restrictions (i.e. width 
gates); 

Á Active mode promotion ς reallocation of road space or on-street parking (secure with rentable spaces) to improve 
pedestrian and cycle infrastructure, on-street cycle parking, change in priorities at junctions to provide better 
crossings; 

Á Public realm improvements ς reclamation of space following implementation of modal filters and width gates can 
enable development of options such as parklets, build outs, tree planting; and 

Á Encouragement towards low emission vehicles ς through incorporation of EV charging points within low traffic 
neighbourhoods (making use of reclaimed road space). 

 
8 Source: https://www.enjoywalthamforest.co.uk/about-mini-holland/ 

https://www.enjoywalthamforest.co.uk/about-mini-holland/
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Interventions associated with the implementation of a low traffic neighbourhood could deliver additional opportunities, 
including the unlocking of space for further public realm improvements (i.e. parklets). Additionally, changing the way 
vehicles access and move around a neighbourhood could provide opportunities for the review and optimisation of bus 
routes within the area (in line with Transport Delivery Plan). Particularly if bus gates are considered on some local roads, 
or modal filters and changes to traffic circulation patterns reduce conflicting traffic flows along bus routes. Improvements 
to walking and cycling routes within a community may also improve connectivity to bus stops or railway stations.  

The various types of interventions that can be used in low traffic neighbourhoods are summarised in Error! Reference s
ource not found., in Appendix B. These have been developed from Manual for Streets guidance and best practice 
research. It has been assumed that implementation of these interventions is predominately within the highway boundary 
and, where possible, does not impact on third party land/access or highway improvement lines.  

Error! Reference source not found. does not provide an exhaustive list of measures; however it aims to provide i
nformation on the main types of measures, their appropriate applications, details of the potential benefits and 
disbenefits and considerations for use specifically within B&NES. Improving the public realm within residential areas is 
another key principle in encouraging more community interaction and providing more attractive environment for walking 
and cycling. Error! Reference source not found. also summarises examples of these measures which would be i
mplemented in conjunction with other interventions. It is likely some of these measures may require the reallocation of 
road space to facilitate their delivery within the neighbourhood. When requesting a low traffic neighbourhood, 
communities (through their local councillor) will be asked to sign up to a Community Charter outlining their 
understanding of the potential requirements and their ongoing commitments to the low traffic neighbourhood.   

Interventions have differing costs, whether for implementation or ongoing maintenance and enforcement9. Therefore, 
experimental traffic orders (ETO) are a useful tool to be able to trial proposals enabling the delivery of potential benefits 
earlier, monitoring impacts and checking the scheme is suitable before a permanent scheme is implemented. It also 
facilitates engagement with the communities throughout the process.  

Once an ETO is in place, there is a statutory six-month period in which objections must be considered. Changes to the 
scheme can be made during the first six months of the experimental period to any of the restrictions (except charges). 
However, an ETO can only stay in force for 18-months before a decision must be made on whether to make the changes 
permanent. If feedback or an objection is received during the period that suggests an immediate change to the trial, the 
change can be made, and the trial can then proceed. It should be noted that without a decision, the ETO lapses and the 
changes must be reverted. 

The success of low traffic neighbourhoods depends on residents and businesses taking responsibility for the overall 
scheme and their travel choices. Interventions can only encourage changes in behaviour by removing or limiting through-
traffic and delivering the potential for quieter, safer-feeling streets. Complementary scheme initiatives, led by the 
community, could also be promoted during engagement and the implementation of low traffic neighbourhoods, to 
inform residents and visitors of their behaviour change opportunities.  

If a low traffic neighbourhood is to be trialled using an ETO, this offers the time and opportunity for the community 
advocates to provide promotional activities to the public, such as cycle maintenance and cycle training sessions or hosting 
ŀ ΨǇƭŀȅ ǎǘǊŜŜǘΩ ŦƻǊ ƻƴŜ Řŀȅ ǿƛǘƘ community events (music, games etc.). These activities help show the potential of low 
traffic neighbourhoods by bringing the community together and promoting sustainable travel. 

2.2.4 Community involvement/engagement 

A key tenet of all low traffic neighbourhood projects has been active community engagement from the start of the 
process, including identifying issues and opportunities, through to co-designing elements and active feedback and 
monitoring.  

Initial discussions and engagement with residents and businesses is key to understanding issues and opportunities within 
an area, what people want from their neighbourhood and how they use their neighbourhood. Residents will likely have 
different views and priorities to business owners. Engagement is essential to ensure the identification of solutions that 
are locally supported.  

 
9 See Appendix C for some indicative costs for interventions, along with wider costs for scheme implementation and engagement.  
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Different methods of engagement are critical to 
understanding the views of residents and businesses, as 
perceptions of issues can differ in terms of severity and 
importance depending on an individual, their perspective 
and the value they put on certain issues.  

For example, someone who works outside of the 
neighbourhood during the week may not place as much 
value in school traffic and parking issues during the day, 
as they do not see it directly impacting them. That same 
person may be concerned about weekend traffic around 
the high street, including local air quality concerns, as 
well as the subsequent rat-running traffic along 
residential roads to bypass the high street.  

Mapping out issues and opportunities (see Figure 2-5) 
following initial discussions provides a record of 
engagement and forms a good basis for investigation and 
option development. Example of methods for 
engagement have been summarised in Table 2-1 below. 

Figure 2-5: Community-led engagement ς mapping issues 
and opportunities 

Table 2-1: Example engagement methods 

Engagement method/technique Types of stakeholders 

Informal public forums, 

exhibitions or drop-ins 

Share, collect and compile information, enabling topics to be 

discussed in an informal environment 

Inform the public of principles 

May provide an indication of levels of support 

Residents, general public, individuals 

Workshops  Share and collect information  

Focused themes for discussions 

Specific issues to be deliberated and solutions identified 

Owners of businesses, hotels/guest houses  

Community street audits10 Working with residents and businesses to evaluate the quality 

of street from the view point of people using them 

Small groups of local residents, traders, officers and Councillors 

assess the route on foot. 

Businesses and residents, Councillors 

Discussions with community 

representatives 

Wider conversations with representative groups 

Empowerment of groups to engage locally 

Residents associations, community groups, 

Councillors 

Focused conversations with 

individuals or groups 

Specific issues and requirements to be discussed 

Working through issues/concerns to identify solutions 

Schools, disability groups, GP surgeries, 

emergency services, Council services 

Design sessions/co-design Working through issues/concerns to identify solutions and 

creating design responses with stakeholders 

Residents, traders/businesses, community 

groups, schools, disability groups 

Active community engagement not only assists in problem identification, but also solution generation (Figure 2-6).  

 
10 https://www.livingstreets.org.uk/products-and-services/projects/community-street-audits 

© Jacobs 2020 
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Key considerations should include 
the direct and potential indirect 
impacts of issues to residents and 
businesses, along with what 
people want from their 
neighbourhood that could be 
achieved within the remit of a low 
traffic neighbourhood. However, 
all discussions should be framed 
within an understanding of the 
requirements of those with 
disabilities or specific needs. 
9ƴƎŀƎŜƳŜƴǘ ǿƛǘƘ άƘŀǊŘŜǊ ǘƻ 
ǊŜŀŎƘέ ƎǊƻǳǇǎ ǿƛǘƘƛƴ ŀ ŎƻƳƳǳƴƛǘȅ 
is particularly important, including 
older people, families with young 
children, unemployed, people with 
disabilities and people for who 
English is not their first language. 

Figure 2-6: Community-led 
engagement ς interventions and 

proposals 

Early engagement also provides the opportunity to inform communities of what a low traffic neighbourhood aims to 
achieve, whilst moderating expectations by outlining the processes involved, levels of influence and potential timescales.  

Importantly engagement offers an opportunity to have open discussions about any potential trade-offs. For example, 
implementing a low traffic neighbourhood may offer many benefits, but lead to a small loss of parking or an increase in 
journey length for some trips. These issues are important to discuss early and honestly, particularly in the context of 
communities taking a lead on scheme development. However when considering the delivery of wider strategic transport 
aims, a balance will likely be required, with communities not having a veto on the implementation of a scheme where it is 
required to achieve strategic transport needs.  

It is also important not to under estimate the amount 
of engagement required throughout the process. 
However engagement should also be proportionate to 
the schemes proposed, particularly responding to the 
context of the issues to be addressed and level of 
intervention required.  

Best practice examples illustrate that there can be 
almost as much opposition as support for schemes, 
particularly in the initial stages of development, with 
LCC guidance advising Councils to be ready to handle 
the dissent as well as support.  

It is possible that, in some cases, early plans may 
initially be supported by the community, but concerns 
and objections may begin to emerge as details 
progress (and trade-offs become clearer). Therefore, 
ongoing engagement is important to work through 
these issues and manage expectations.  

Best practice example: Walthamstow Village, Waltham Forest  

A public consultation period for the permanent scheme lasted for 

three weeks, with results showing 44% were in favour of the traffic 

changes and 41% were against; however importantly, 74% were in 

favour of the safer environment plans with 13% against. 

A detailed review of the changes was carried out by the Council 

around one year after scheme implementation was completed. 

49% of residents identified road closures as the least beneficial 

part of the scheme, however only 17.6% stated they wished to 

adjust this measure after the scheme was completed. Overall, 55% 

of residents said they would make no changes to the scheme and 

only 1.7% said they wish to scrap the scheme and remove all 

changes. 

Further information on the Walthamstow Village example is 

located in Appendix C. 

© Jacobs 2020 
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Community-led engagement not only reduces pressure on 
Council resources, but more importantly can be a mechanism 
to ensure a more inclusive process, reaching groups within 
communities that may not be engaged and encourage active 
participation in the development of proposals. It can also 
inspire a community to take ownership of their area and the 
proposals going forward11. 

Following implementation of a low traffic neighbourhood, 
monitoring is an important element to understand whether the 
scheme is delivering benefits to the area. Depending on the 
proposed interventions, this could include: further road safety 
audits, traffic and air quality monitoring, parking surveys, 
cycling and walking audits etc. It is expected that the 
Community will continue to lead throughout the period of 
assessment and ongoing monitoring, supported by the Council 
with the feedback and data provided from residents and 
businesses defining the successes and any subsequent 
concerns.  

2.2.5 Outcomes 

Low traffic neighbourhoods have the capability to enhance residential environments and improve community 
connectivity through reducing the impact of rat-running traffic, improving air quality and encouraging more local trips by 
sustainable transport modes. Low traffic neighbourhoods have the potential to be good value for money for the 
outcomes achieved, as interventions themselves can often be lower-cost in comparison to larger-scale infrastructure 
projects. However, interventions are not the only costs to be considered, with engagement and development costs not to 
be underestimated as well as the possibility to be resource-intensive, depending on the proposals and level of support.  

Promoting mode shift to more active modes 

Best practice examples of low traffic neighbourhoods within 
the UK and EU show the benefits of reducing traffic and 
reallocating road space for community use to provide safer, 
more attractive environments for walking and cycling. 

The climate emergency requires a significant shift in people 
choosing to walk and cycle for local trips in particular. London 
/ȅŎƭƛƴƎ /ŀƳǇŀƛƎƴΩǎ ΨClimate Safe StreetsΩ report (March 
2020) states that a revolutionary approach must be taken to 
transport in order to begin to tackle climate change. As such, 
it outlines a range of priorities including the need for 
infrastructure to be improved to enable people to choose to 
walk or cycle for their everyday journeys. Similarly, the 
B&NES Climate Emergency Outline Plan approved in October 
2019 recommends a major shift to mass transport, walking 

and cycling to reduce transport emissions is necessary. It suggests that a modal shift is needed to create 7% reduction in 
car travel.  

Maintaining and improving walking and cycling links have the ability to transform how people consider travelling within 
their neighbourhoods. Well-designed and well-maintained infrastructure, which limits obstacles (i.e. difficult crossings, 
street clutter, conflicts with higher volumes of traffic) and prioritises access for non-motorised users can encourage more 
daily active travel and healthy physical activity. The ΨClimate Safe StreetsΩ report (LCC, 2020) details that in the UK, the 
average car is in use for only around 4% of the time, with parked cars having a considerable impact on space availability 
on local residential roads. Therefore, by encouraging sustainable travel choices, particularly for local trips, this offers the 
potential to influence levels of car ownership and the demand for on-street parking.  

 
11 https://www.haringey.gov.uk/sites/haringeygovuk/files/turnpike_lane_area_diy_streets_statutory_notification_document.pdf 

Best practice example: Turnpike Lane/West Green DIY 

Streets project, Haringey  

The Turnpike Lane/West Green DIY Streets project is a 

collaboration initiative funded by London Borough of 

Haringey Council and created by Sustrans. It was a two-

year initiative involving working closely with the local 

community to deliver an affordable, community-led 

improvement scheme to transform an area around 

Turnpike Lane Tube Station. 

The project aimed to improve many aspects of the 

neighbourhood including reducing traffic speeds and 

through-traffic, enhancing the environment and 

improving residentsΩ sense of community within their 

area.  

Further information on this example is located in 

Appendix C. 

Best practice example: Waltham Forest  

άMonitoring (one-year) following the implementation of the 

Waltham Forest schemes showed that residents were 

walking over 30 minutes more a week, with cycling 

increasing by nearly 10 minutes more a week. Reasons for 

the increase in active mode travel choices provided by 

respondents included: quieter roads, slower vehicles and an 

improved environment to walk and cycle withinέΦ 

Further information on this example is located in Appendix 

C. 

https://www.haringey.gov.uk/sites/haringeygovuk/files/turnpike_lane_area_diy_streets_statutory_notification_document.pdf
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However, as a consequence of people choosing to walk or cycle to work and using their car less (but retaining vehicle 
ownership), there may be an increase in demand for residential on-street parking, particularly during the day and where 
off-street parking is not available. This may result in the consideration or review of residential parking controls, such as 
ǊŜǎƛŘŜƴǘǎΩ ǇŀǊƪƛƴƎ ȊƻƴŜǎΦ  

Provision of cycle parking and its security are essential for supporting the development of cycling as a practical transport 
choice. By catering for the needs of cyclists of all types, including those with disabilities and adapted cycles, in the form of 
good quality long and short-stay cycle parking and by providing secure, well-lit locations, people will be reassured that 
their bicycle will be safe where it is parked and that they will be safe accessing and using the parking. Additional space for 
secure cycling parking could be unlocked through the implementation of low traffic neighbourhood measures, particularly 
those interventions which release road space and review the need for on-street vehicle parking. 

The example from Blackhorse Village in Figure 2-7 below, shows the opportunities provided by the implementation of a 
permanent modal filter and associated reallocation of road space. Pedestrian and cycle access has been enhanced and 
access to properties maintained. Both sheffield stands and secure cycle parking have been provided, with public realm 
improvements and soft landscaping further improving the streetscape. The scheme has involved the removal of through-
ǘǊŀŦŦƛŎ ŀƴŘ ǎƻƳŜ ǊŜǎƛŘŜƴǘǎΩ ǇŀǊking closest to the junction. This example illustrates a high-quality option of potential 
interventions. Types of interventions and materials used will also be dependent on location-specific requirements and 
funding availability, with the likelihood of lower cost temporary measures implemented and tested prior to permanent 
infrastructure changes.  

  

Figure 2-7: Examples of before and after scheme implemented on Northcote Road, Blackhorse Village (Waltham Forest)  

The changes delivered through low traffic neighbourhood interventions may also enable opportunities for the review of 
local bus routes, through the installation of bus gates on local roads improving bus journey times, along with the potential 
reduction of conflicting traffic movements by implementing modal filters and width restrictions.  

Improved public health 

The majority of adults in England in 2017 were overweight or obese (64%)12, with 28.7% classified as obese and a further 
35.6% as overweight. There are considerable health risks associated with obesity, including increased prevalence of 
chronic diseases (such as type-2 diabetes, raised blood pressure, coronary heart disease and strokes) as well as some 
types of cancer. Obesity is a complex problem that requires action from individuals and society across multiple sectors, 
including social, economic and physical environments. One important action is to modify the environment so that it does 
not promote sedentary behaviours, creating places where people are supported to maintain a healthy weight13.   

 
12 https://digital.nhs.uk/data-and-information/publications/statistical/statistics-on-obesity-physical-activity-and-diet/statistics-on-obesity-physical-activity-and-diet-england-2019/part-3-

adult-obesity 
13 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/256796/Briefing_Obesity_and_active_travel_final.pdf 

https://digital.nhs.uk/data-and-information/publications/statistical/statistics-on-obesity-physical-activity-and-diet/statistics-on-obesity-physical-activity-and-diet-england-2019/part-3-adult-obesity
https://digital.nhs.uk/data-and-information/publications/statistical/statistics-on-obesity-physical-activity-and-diet/statistics-on-obesity-physical-activity-and-diet-england-2019/part-3-adult-obesity
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/256796/Briefing_Obesity_and_active_travel_final.pdf
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Regular physical activity is a key contributor to a 
ǇŜǊǎƻƴΩǎ energy balance, helping to prevent obesity and 
excess weight. Physical activity that can be incorporated 
into everyday life, moderate exercise has been found to 
be as effective for weight loss as supervised exercise 
programmes. Figure 2-8 illustrates the intensity of 
exercise and types of activities14.  

Daily active travel, such as walking and cycling, can 
contribute to the recommended 150 minutes of 
moderate intensity exercise a week for a healthy life. 
Even lower volume and intensity of physical activity may 
provide health benefits. 

Figure 2-8: Types of physical activity and their intensities 
with examples of everyday activities and exercises 

Local air quality improvements 

Air pollution is one of the largest environmental risks to public health in the UK, with an estimated 28,000 and 36,000 
deaths a year attributed to human-made air pollution. NOx (oxides of nitrogen) emissions from transport make the 
largest contribution to the UK total, accounting for 34% in 201615. Public Health England published a report following a 
review of interventions to improve air quality in 2019. As part of the review, it considered that traffic management 
interventions, such as access restrictions, have the potential to improve air quality and encourage the public to consider 
travel behaviour change and active travel options. It also considers that air quality within urban areas is likely to be 
improved by interventions that promote the uptake of low- and zero-emission vehicles, particularly electric vehicles.  

The implementation of low traffic neighbourhoods within Waltham Forest found that levels of exposure to NO2 

significantly decreased between 2007 and 2017. The number of households exposed to more than the EU recommended 

maximum amount of NO2 (40mg/m3) has reduced from 61,316 to 6,377. Figure 2-916 illustrates the comparison locations 
of relevant exposure in Waltham Forest between 2007 and 2017.  

 

Figure 2-9: Comparison of locations of relevant exposure in Waltham Forest between 2007 and 2017 

 
14 https://www.gov.uk/government/publications/physical-activity-guidelines-uk-chief-medical-officers-report 
15 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/795185/Review_of_interventions_to_improve_air_quality.pdf  
16 Source: Air Quality Consultants (2018), Population Exposure Comparison: 2007 and 2017 

https://www.gov.uk/government/publications/physical-activity-guidelines-uk-chief-medical-officers-report
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/795185/Review_of_interventions_to_improve_air_quality.pdf























































































