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APPENDIX E 

 

CITY OF YORK PARKING STRATEGY 

 

1.0 INTRODUCTION 

 

1.1 The parking strategy for York is one of a series of transport demand 

management strategies which, when taken together, form the integrated 

transport policy for the City. It therefore needs to be read in conjunction with 

all the policies contained in the Local Transport Plan. While the strategy set 

out below will enable parking to play a key role in managing traffic it will not 

on its own solve all transport problems and meet the wider objectives of the 

Local Transport Plan. To be effective it needs to be complemented by other 

policies which provide good quality alternatives to the car. 

 

2.0 AIMS AND OBJECTIVES OF THE PARKING STRATEGY  

 

2.1 The aims of the parking strategy are: 

 

• to assist in meeting the modal split and traffic reduction targets set out in 

the Local Transport Plan; 

• to contribute to a balanced and sustainable integrated transport system; 

and 

• to help maintain and promote the economic and commercial viability of 

the City Centre 

 

2.2 It is envisaged that these aims will be met through the following objectives: 

 

• to use the price and availability of City Centre off street and on street 

parking to encourage less reliance on private cars; 

• to enhance and promote alternative parking  facilities e.g. cycle parking 

and Park and Ride; 

• to limit the number of private car park spaces provided at new 

developments; 

• to enforce parking regulations effectively; 

• to provide car park users with a good quality, secure service; 

• to provide residents’ priority parking schemes where residents want them; 

and 

• to use the Local Plan framework to control the number and type of new 

off street car parks provided in and around the City Centre for public use 

 

2.3 It is envisaged that this Strategy will be in force for the life of the Local 

Transport Plan i.e. until 2005 and will be subject to review prior to submission 

of the next LPT in July 2005. 

 

 

3.0 BACKGROUND 
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3.1 The availability of parking at little or no cost close to developments can have a 

significant influence on the level of traffic on roads surrounding that 

development. Taken to its extreme, if there are no car parking spaces at or near 

a development then any car trips generated by that development will have to 

terminate some distance away and the final part of the journey be made by 

another mode - e.g. Park and Ride. This reduction in the level of traffic also 

reduces congestion and the other environmental impacts resulting from traffic. 

 

3.2 In 1987 consultants, MVA, carried out a comprehensive study of ‘Traffic and 

Parking in York’. The recommendations of that study were adopted by the 

former York City Council and over the years have been gradually 

implemented. These recommendations were broadly that the City needed to 

use parking controls, price and supply to influence modal split away from the 

private car if the heritage and environment of the City were to be preserved.  

 

3.3 The main changes which have taken place since the MVA study are listed 

below: 

 

• Increased charges well above inflation for long stays - all day parking is 

now three times more expensive in real terms than in 1987; 

• A reduction in the number of long stay spaces provided in Council 

operated car parks in the City Centre from 3064 to 2228 while short and 

medium stay spaces have increased from 1208 to 1621; 

• Introduction of Local Plan policies to stop any new publicly available long 

stay car parking being provided in the City Centre; 

• Introduction of on street parking charges on 41 spaces on Foss Islands 

Road for Motor Caravans and Minibuses followed by another 86 spaces 

for cars on other streets close to the City Centre; 

• Conversion of unlimited on street waiting to limited waiting or residents’ 

priority parking areas; 

• Introduction of Residents’ Priority Parking scheme. This now covers most 

residential streets within 0.75km of the City Centre and is one of the 

largest schemes in this country; 

• Introduction of three full time permanent Park and Ride services currently 

providing 2,200 dedicated parking spaces and carrying over 1 million 

passengers per year; 

• Introduction of minimum cycle parking standards for all new 

developments; 

• Increase in the number of public, secure cycle parking spaces in the City 

Centre, at local shops and other facilities; and 

• Introduction of maximum parking standards to limit the number of car 

parking spaces provided at new developments. 

 

3.4 While these parking tools have been effective it is important that they are used 

in a way which complement each other and along with other tools as part of an 

integrated approach to transport. The rest of this document sets out how 

parking needs to develop to ensure that it plays a key role in managing traffic. 
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4.0 POLICY TOOLS 

 

4.1 Policies for the following aspects of parking can work together in a common 

strategy to discourage the use of private cars in the urban area while providing 

some of the alternatives: 

 

• Off Street Parking; 

• On Street Parking (inc. Residents’ parking and Enforcement); 

• Private Non Residential Parking; 

• Motor Cycle Parking; 

• Park and Ride; and 

• Cycle Parking. 

 

5.0 OFF STREET PARKING 

 

5.1 Off street public parking is available in York provided by the private sector as 

well as the City of York Council.  A total of 6,464 spaces are available across 

the City Centre. This excludes customer parking where it is provided without a 

charge to the user. Of these 6,464 spaces, 2,284 are operated by the private 

sector. In addition to the Councils’ 4,180 spaces in the City Centre there are 

free public car parks at several District Centres. Charges apply at all publicly 

available off street parking (excluding customer parking e.g. Sainsburys) in the 

City Centre regardless of who the operator is. In general the prices charged by 

the Council are less expensive than the private sector for short stay parking but 

more expensive for all day parking. Council car parks are categorised by 

length of stay with the maximum stay set at 3 hours in short stay car parks, 5 

hours in medium stay car parks and all day in long stay car parks. The short 

stay car parks are located closest to the City Centre, the medium stay ones 

slightly further out and the long stay ones all outside the city walls. Although 

long stay parking is available in a number of private sector car parks any car 

park opened since the mid 1990s has been restricted to a maximum of 5 hours 

through the land use and parking policies in the Local Plan. However there has 

been some abuse of these conditions and enforcement action against this has 

been taken.  

 

 TABLE E.1: Number of publicly available car park spaces in the City 

Centre 

 

 CYC Car Parks Private Sector* Total 

Short Stay 766 319 1085 

Medium Stay 1185 350 1535 

Long Stay 2229 1615 3844 

Total 4180 2284 6464 

 * Includes Station, District Hospital and NRM 

 

 Policies and actions 
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5.2 The current policy for Council operated car parks in the City Centre is to use 

both price and availability of spaces to manage the level of traffic within the 

City Centre. Long stay prices have already tripled in real terms since 1987 and 

the number of spaces reduced from 3064 to 2228. This has significantly 

reduced the number of long stay parking acts within Council operated car 

parks and has, in part at least, been responsible for the success of Park and 

Ride particularly amongst commuters. The cheaper long stay parking offered 

by the private sector however still attracts a significant number of commuters. 

The number of long stay spaces will reduce further if the plan to move St 

Johns Coach park onto Union Terrace car park goes ahead. Other development 

related changes are likely to change the number of medium and short stay 

spaces as shown in Table E.2 below. Likewise many privately operated car 

parks are predicted to close or change size as they are located on development 

sites. 

 

 Table E2: Probable changes to Car Parking capacity  over next 5 years 

 

Car Park Type of 

Spaces 

Change in 

Number 

of Spaces 

Approx. 

Timescale 

Comments 

Esplanade Medium 

Stay 

-40 2000 Part of car park used 

as private car park to 

serve new dev’ment 

Tanner Row Medium 

Stay 

-255 

(max) 

2000 Major refurbishment 

and/or redevelopment 

Union 

Terrace 

Long Stay -246 2001 Part of car park 

converts to Coach 

Park 

Heworth 

Green 

Long Stay -400 2001 Car park closes when 

redevelopment takes 

place  

Skeldergate 

NCP 

Long Stay -170 2001 Car park closes when 

redevelopment takes 

place  

Peel Street Medium 

Stay 

-76 2002 Car park closes when 

redevelopment takes 

place 

Castle Mills Medium 

Stay 

-80 2003 Car park closes when 

redevelopment takes 

place  

Castle Short Stay -322 2003 Car park closes when 

redevelopment takes 

place  

Piccadilly 

(Fireplace 

Centre) 

Medium 

Stay 

-80 2003 Car park closes when 

redevelopment takes 

place  

Piccadilly 

NCP 

Medium 

Stay 

-60 2003 Car park closes when 

redevelopment takes 
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Car Park Type of 

Spaces 

Change in 

Number 

of Spaces 

Approx. 

Timescale 

Comments 

place 

Castle/ 

Piccadilly 

Short Stay +500 2003 New car parks as part 

of redevelopment. 

Replacement for 

existing parking in the 

area. 

Haymarket Medium 

Stay 

-100 2004 Car park closes when 

redevelopment takes 

place  

Queen 

Street NCP 

Long Stay -150 2005 Car park closes when 

redevelopment takes 

place  

Queen 

Street Excel 

Parking 

Long Stay -80 2005 Car park closes when 

redevelopment takes 

place 

Station Car 

Park 

Long Stay +60 2005 Station car park 

moves to back of 

station to allow for 

redevelopment with 

small increase in size 

Total  -1499   

 

5.3 While the table above shows an overall reduction in the number of spaces in 

the City Centre it does not take into account any development sites that may 

become vacant over the next few years and could potentially be converted to 

car parking on either a temporary or permanent basis. It is also very dependant 

on proposed development of existing sites coming forward in the next few 

years. 

 

5.4 If the growth in traffic is to be reduced it is important that there is some 

control on the total number of spaces. Current Local Plan policies limit the 

number of long stay spaces in and around the City Centre to the number we 

currently have and this has undoubtedly helped to reduce AM peak hour traffic 

growth over the past few years. However it is becoming apparent that traffic 

during the off peak and at weekends is growing faster than the weekday peaks. 

Traffic levels at weekends are in some cases already higher than those on week 

days. Trips during the off peak and at weekends are generally for shopping, 

leisure or tourism and tend to involve short or medium stay parking. This 

would suggest that the availability of short and medium stay parking in the 

City Centre is contributing to traffic congestion at these times. Currently there 

is no limit on how many short and medium stay spaces are provided. 

 

5.5 If parking provision is allowed to increase then it is expected that off peak and 

weekend traffic levels will also increase. The resulting increase in traffic 

congestion will make it more difficult to get to the City Centre thereby 
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reducing the accessibility to the City Centre for all modes of transport and 

making it a less attractive place to visit. If the reverse is true, and the 

experience in the AM peak hour with commuters and higher long stay charges 

would suggest it is, then a reduction in the overall number of car park spaces 

in the City Centre would help manage off peak traffic levels and make the City 

Centre more accessible for more people thereby improving the economic 

viability. Many people however still believe that any reduction in car parking 

would be detrimental to the economic viability of the City Centre and this is 

probably true if a good quality alternative is not in place prior to the reduction. 

Given that the trips to car parks are currently car borne then Park and Ride 

would seem to offer a reasonable alternative for a significant proportion of 

them. As more people are encouraged to use Park and Ride (or other modes) in 

favour of the car then the traffic congestion reduces making it easier for all to 

get access to the City Centre.  

 

5.6 There would therefore appear to be a strong argument for making some 

reduction in the number of all parking spaces in and around the City Centre as 

and when additional Park and Ride sites are built. This could be achieved 

through setting a target for the maximum number of spaces in the City Centre. 

This target could then be reduced by a proportion of the number of spaces 

provided at new Park and Ride sites.  

 

5.7 Further work will therefore be carried out to determine the appropriate 

relationship between City Centre parking and off peak / weekend traffic levels. 

This will also examine the appropriate relationship between the provision of 

car parking at Park and Ride and any reduction of car parking in the City 

Centre to ensure that accessibility to the City Centre was not worsened causing 

people to be discouraged from coming to the City Centre while also  

demonstrating that the new balance would reduce congestion in and around the 

City Centre.  

 

5.8 Links between additional Park and Ride spaces and reductions in the City 

Centre would need to be reviewed once a significant number of Park and Ride 

spaces have been provided. Indeed a limited reduction in spaces may be 

sufficient to remove the excess traffic congestion. The work mentioned in 5.7 

above will help determine how big the reduction would have to be to achieve 

manageable traffic levels. It will then be incorporated into revised Local Plan 

policies. 

 

5.9 Such a policy may not necessitate an immediate closure or reduction in size of 

a car park as soon as a Park and Ride is opened but it is envisaged that it could 

be achieved through natural wastage.  The expected changes set out in Table 

E2 above will more than achieve any likely reduction target for the next 5 

years assuming they all take place and no replacement car parks are opened.  

At times when parking space numbers are below the target number then new 

car parks would be permitted to open.  Only when the actual number is above 

the target would no new car parks be permitted to open. 
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5.10 The number of parking spaces is currently dominated by long stay spaces (62% 

of all spaces). Medium and short stay are 21% and 17% respectively. There is 

a need to develop an understanding of the best balance between the three 

categories so that the vitality of the City Centre can be maximised without 

adverse effects on traffic congestion.  

 

5.11 The Strategy aims to give priority to parking for people with disabilities.  The 

price charged for parking is also critical in determining the level of usage and 

therefore traffic levels.  The cost of all day commuter parking in Council 

operated car parks has more than tripled in real terms since 1987 and now 

stands at £7.00 per day.  Only a handful of tickets are sold at this price 

indicating that long stay commuter parking has been priced out of these car 

parks.  Some of the demand has transferred to privately operated car parks 

which are generally cheaper for long stays while a significant proportion of it 

now uses Park and Ride (around 700 per day). The cost of short and medium 

stay parking has also risen since 1987 but at a much slower rate with the cost 

of a 1 hour stay just 5% higher in real terms. 

 

5.12 It is intended that prices will continue to rise in real terms in order to 

encourage demand to transfer to other modes of transport (Park and Ride in 

particular). Little will be gained by significant increases in long stay charges 

due to the limited amount of commuters using Council car parks therefore the 

increases will have to be targeted more at medium and short stays if modal 

transfer is to be encouraged. It is these users who are generally still financially 

better off parking in the City Centre than using Park and Ride. Price rises in 

the City Centre will therefore help to redress this imbalance but they must take 

into account the economic circumstances at the time as increases which are too 

large may cause transfer to out of town retail centres rather than Park and Ride. 

The charges on Council car parks for these users are generally less than those 

charged by the private sector therefore there is scope to bring them in line 

without simply transferring the demand between City Centre car parks. This 

policy would need to be reviewed in light of any proposal to introduce road 

user charging or workplace parking charges. 

 

5.13 Parking for disabled people varies between car parks. In some car parks 

designated spaces are provided for orange badge holders and in some cases 

these are wide bays but in other car parks no designated spaces are provided at 

all. Orange and Blue badge holders are permitted to park free of charge in all 

Council car parks but only up to the maximum length of stay in the car park. It 

is an aim of the Strategy that provision for orange badge holders should be 

standardised across all car parks. This will ensure the maximum opportunity 

for disabled people to park off street rather than on street where they may 

cause some inconvenience to other road users including pedestrians. Provision 

should be to a high standard i.e. wide bays and close to the main pedestrian 

exits or lifts in multi-storey car parks. A set proportion of the spaces in each 

car park should be reserved for orange badge holders and the current policy of 

allowing them to park free of charge should continue. The exact proportion 

will need to be determined from survey work. Where new car parks are 

developed it should be a requirement of the planning consent that the same 
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proportion of spaces are reserved for free use by Orange and Blue badge 

holders. Orange and Blue badge parking should also be provided at Park and 

Ride sites, new rail stations and public transport interchanges. At these 

locations a different proportion of the total capacity might be appropriate as 

usage will be lower due to the lesser convenience of these facilities compared 

with driving all the way to the final destination. 

 

5.14 Car parks should be well lit and covered by CCTV to ensure the maximum 

level of safety and security for users. Existing car parks should, as a minimum, 

meet the requirements of the AA Secure Car Park Silver Award and should be 

improved to the Gold standard as finance permits. New car parks should be 

built to Gold standard. The funding for these improvements should come from 

the tariff increases mentioned above. 

 

5.15 Where off street public parking is available at out of town retail parks, district 

centres and villages it is currently free of charge to the user. In all cases it is 

provided in conjunction with retail developments as part of that development 

and as such is for use by customers of that development. In many locations the 

demand for parking at certain times of the day or week exceeds the number of 

spaces available, therefore the demand is suppressed. It follows therefore, that 

any increase in the number of spaces would result in increased traffic levels 

around these car parks. Existing car parking sites should not therefore be 

permitted to expand. Where new land use developments come forward either 

as an expansion of an existing use or a change of use then maximum parking 

standards would apply to the new development. These parking standards need 

to be set very carefully to ensure that it does not become attractive for retail 

developers to be attracted to out of town locations in favour of the City Centre 

on parking grounds. Local Plan policies are aimed at curtailing this tendency. 

It is unlikely that any stand alone public car parks should be permitted outside 

the central area except in the case of Park and Ride sites. Enforcement of on 

street parking restrictions in these locations is also important to ensure that 

increased capacity does not result from illegal parking. Most of the trips to 

district centres and village shops are relatively short and therefore a potential 

exists to transfer to other modes of transport particularly walking and cycling.    

 

6.0 ON STREET PARKING 

 

6.1 Strict control of on street parking is essential if the policies for off street 

parking are to be effective and not simply transfer parking usage from one City 

Centre location to another. This means that there should be limited opportunity 

for on street parking except for residents. All on street parking restrictions 

need to be effectively enforced to ensure that illegal parking on street does not 

impede the safe movement of traffic, particularly buses. Effective enforcement 

also improves turnover of spaces which ensures that those who need to get 

vehicular access to a particular area have more chance of finding an empty 

parking space without touring round looking for one. This can also have a 

positive knock on effect for retailers as it enables more potential customers to 

visit the area. 

 



Local Transport Plan   Appendix E 

E - 9 

Policies and actions 

 

6.2 Over the past 10 years the number of uncontrolled on street parking spaces in 

the City Centre has reduced to a very small number in two or three locations. 

This is the result of the introduction of one of the largest Residents’ Priority 

Parking schemes in this country. In addition a number of uncontrolled spaces 

have been converted to limited waiting or pay and display. A number of 

existing limited waiting spaces have also been converted to pay and display in 

order to improve enforcement. Where uncontrolled spaces still exist in the 

central area restrictions will be proposed as part of wider transportation 

schemes in the near future. The aim is to have control over all permitted on 

street parking areas in the central area (up to at least 0.75km out from the Inner 

Ring Road) either by Pay and Display or as part of the Residents’ Priority 

Parking scheme. Some areas outside the central area may also need to be 

controlled where traffic generation by local attractors causes traffic congestion 

or off site parking problems. This will also be essential if work place parking 

charges are to be introduced. 

 

6.3 The Council is committed to the introduction of Decriminalised Parking 

Enforcement (DPE) enabling, for the first time, the enforcement of non 

permitted parking areas by the Council. This should be up and running in early 

October 2000 and will ensure that the time and effort put into enforcement 

matches the importance of enforcement. Without effective enforcement of 

parking controls on the ground there would be widespread disregard for them 

leading to significant levels of illegal parking. This takes two forms :- parking 

for longer than permitted or parking where it is not permitted. The first 

promotes commuter parking and the second essentially increases the available 

parking capacity both of which are out of line with the policies in this Strategy. 

Illegal parking on yellow lines can also have a serious impact on the free flow 

of traffic and is likely to affect public transport more seriously due to the larger 

vehicles trying to squeeze through narrower gaps. It is therefore important that 

enforcement tackles these potential problems. The application for DPE to the 

Secretary of State makes it quite clear that DPE is being introduced in York 

primarily to assist in meeting transport policy objectives. 

 

7.0 PRIVATE NON RESIDENTIAL PARKING 

 

7.1 There are currently around 10,000 private non residential (PNR) spaces in the 

City Centre. These spaces are not available to the general public but are 

normally used by employees or customers of the businesses who own them. 

Use of these spaces is generally free to legitimate users although the District 

Hospital, National Rail Museum and the main railway station make a charge 

for theirs. In the case of the District Hospital charges also apply to staff 

although at a lower level. Some other large companies and organisations are 

now considering charging their staff for use of these spaces in recognition of 

the cost of providing the space and the congestion and pollution caused by 

their employees driving to work. These actions are being encouraged through 

the development of business travel plans with existing employers. The policies 
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and actions in this part of the strategy need to be aimed at reducing both the 

number and use of this type of parking space. 

 

Policies and Actions 

 

7.2 Over the past few years the Council have used the Local Plan policies to 

restrict the number of spaces which new developments provide for their own 

use particularly in the City Centre. Those who will employ more than 50 staff 

are now required to produce a travel plan as part of the planning process.  

 

7.3 Recent guidance from Government (Revised PPG13) states for the first time 

that maximum parking standards should be applied to new developments. 

PPG13 proposes a maximum national level but any Local Authority may 

choose to set a lower maximum. The current standards in the City Centre are 

already lower than the proposed national ones but those in the suburban areas 

are in some cases higher and will need to be reduced at least to the national 

level. In addition to this the levels proposed within the draft Regional 

Transport Strategy will need to be taken into account so that there is 

consistency across the region to avoid locational shift of new development. 

This will be done at the next opportunity within the Local Plan  process and in 

light of the finally adopted versions of PPG13 and RPG/RTS.  

 

7.4 The Transport Bill currently going through Parliament will give Local 

Authorities powers to introduce either work place parking charges or road user 

charges with the revenue raised being spent on local transport. Applying 

workplace parking charges could have several effects depending on who 

actually pays the charge. If it is passed on to the employee then the impact will 

perhaps be the greatest as the individual will suddenly be faced with choosing 

to either pay the charge or find an alternative means of getting to work. For 

many the convenience of the free parking space on the doorstep has meant that 

in the past the alternative mode has never been a realistic choice but 

introducing a cost for parking would help redress that imbalance. The 

alternative might however be a nearby customer space which would not be 

covered by the charge. In this case it would be important to ensure 

enforcement was effective - something which is likely to be very difficult 

given the likely scale of the problem although the business sector will wish to 

keep the maximum number of spaces for their customers and may therefore 

assist in enforcement. If the employer chooses to pay the charge themselves 

then they will have an incentive to try and reduce it by minimising the number 

of spaces used. These spaces could be redeveloped for other more profitable 

uses although in many cases the PNR spaces in York are in small numbers 

behind buildings which would be difficult to redevelop. Again the problem of 

displaced PNR parkers using customer parking would need to be enforced. 

While PNR charging would undoubtedly raise income for investment in 

alternative transport it will not be without its problems, many of which will not 

be fully understood until the trials take place in other parts of the country. No 

firm decision should be made on whether to adopt these powers until these 

trials are complete and we have a much fuller understanding of the potential 
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local economic and locational impacts of such a scheme. It would also require 

widespread consultation with businesses, retailers and the general public. 

 

8.0 MOTORCYCLE PARKING 

 

8.1 Motor cycle parking is currently provide free of charge in designated areas 

within 9 of the 16 car parks operated by the Council as well as at some on 

street locations. In a small number of locations there are also basic facilities for 

locking motor cycles to. These consist of long tubular steel bars fixed close to 

the ground with several steel loops along the length of the bar. Motor Cyclists 

then use their own lock to secure one of their wheels to a loop.  

 

Policies and Actions 

 

8.2 A small number of a much more secure version of locking device have been 

purchased for installation in some car parks as a trial. It is intended that 

because of the improved security provided a charge is made for their use. This 

charge is to be half the cost of parking a car in the same car park. If the trial is 

successful then it will be extended to more car parks and possibly some on 

street locations. 

 

9.0 PARK AND RIDE 

 

9.1 Park and Ride in York (see Figure 7.5 in the Main Report) has been very 

successful and commands a good level of support from both residents and the 

City Centre retail community.  Three dedicated, full time services exist, 

carrying over 1 million passengers a year and keeping almost 670,000 cars out 

of the City Centre.  Park and Ride offers a real, viable alternative to City 

Centre car parking which often saves the motorist time and money as well as 

encouraging more people to visit York. Surveys consistently show that 

between 10% and 15% of Park and Ride users choose to come to York 

because of Park and Ride. This aids the economic viability of the City Centre 

as well as helping it compete with out of town retail centres.  A fourth formal 

Park and Ride site is planned to start operating from the Designer Outlet later 

this year. 
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Policies and Actions 

 

9.2 It has been estimated that 6 Park and Ride sites will be required in the short to 

medium term to serve the City Centre. Assuming that the plans for a fourth site 

at Designer Outlet go ahead then it is envisaged that the 5th site will be 

somewhere in the Monks Cross area and the 6th one somewhere in the A59 

corridor.  

 

9.3 Park and Ride however, has an additional role to play in terms of improving 

access to areas other than the City Centre.  Out of town shopping centres exist 

at Clifton Moor, Naburn and Monks Cross.  These are large generators of 

traffic and are responsible for a significant proportion of the traffic on the 

Outer Ring Road particularly the northern section of the A1237.  The 

development of Park and Ride in order to enable orbital bus services to 

connect the Park and Ride sites with these out of town shopping sites will help 

to provide a choice of mode where presently none exists, helping to improve 

access for those without a car and to promote a modal shift.  In addition to the 

six Park and Ride sites some form of public transport interchange in the Haxby 

area of the A1237 will probably be required to make this type of service 

effective. Adequate parking capacity will need to be provided at all Park and 

Ride sites to cater for both the radial and orbital trips. Some form of bus 

priority will be considered for buses on the most congested sections of the 

Outer Ring Road to ensure that public transport is not caught in the same 

delays as cars. For such a service to be attractive to users there must be a time 

advantage as there is unlikely to be any cost advantage (parking at out of town 

locations is generally free and the bus would cost money) except in a road user 

charging scenario. Park and Ride sites should also play a larger role as 

interchanges for rural bus services. 

 

 

10.0 CYCLE PARKING 

 

10.1 If a modal shift from car to cycle is to be achieved then the parking 

arrangements for cycles needs to be as good as, if not better than that provided 

for cars. As a minimum cycle parking spaces should be closer to the final 

destination than the corresponding car park ones. All too often the reason for 

not cycling is the lack of a secure parking facility at the end of the journey. 

 

Policies and Actions 

 

10.2 Currently developers are required to provide minimum levels of safe, secure 

cycle parking within new developments.  These levels need to be reviewed on 

a regular basis to ensure that they are sufficient to meet the expected usage 

based on trends at other similar locations. Where these spaces cannot be 

provided on site because of physical constraints then the developer must 

provide commuted payments so the Council can provide spaces in public areas 

to meet the demand. The Council will keep under review the number of public 

spaces within the City Centre and other district centres to ensure that there are 

sufficient spaces available to meet demand. Where demand cannot be met by 
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the existing supply then the Council will try and provide additional capacity 

subject to the availability of suitable land. Sufficient cycle parking will also be 

provided at Park and Ride sites, new Rail Stations and any future Public 

Transport interchanges.  Employers will be encouraged to improve existing 

facilities for cyclists as an important part of their travel plan. 


