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1. Introduction 
1.1  Background 

In September 2020 Transport Initiatives (TI) & PJA were commissioned by Bespoke 

Cycle Group (promoting safe cycling in Eastbourne) & Eastbourne UnLtd (Eastbourne 

Chamber of Commerce) to investigate options for cycling infrastructure along the 

seafront in Eastbourne between Cavendish Place and Beach Road (highlighted green in 

the map below).  

 

 

 

 

 

 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
 

Figure 1: Study area – northern section in green & southern section in orange (Open Street 
Map) 
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In June 2020 East Sussex County Council (ESCC), supported by Eastbourne Borough 

Council (EBC), was successful in its bid for Tranche 1 funding from the government’s 

Emergency Active Travel Fund (EATF). EATF was intended to make cycling much safer 

and more attractive, in order to enable social distancing and facilitate mode shift away 

from the private car. 

ESCC’s bid1 included the following schemes in Eastbourne (as well as others elsewhere 

in East Sussex): 

1. Terminus Rd between Grand Parade & Trinity Trees: road closure to enable people 

to social distance and walk, and potentially cycle, between the town centre to the 

seafront, enabling the many restaurants/cafes and bars to safely extend into this space 

2. Bolton Rd to Langney Rd: road closure to enable people to social distance and walk, 

and potentially cycle, within the town centre to seafront area of the town 

3.  Seafront between Wish Tower & Fishermans Green: segregated cycleway 

(temporary) to enable cycling on the entire length of Eastbourne seafront, to support 

both utility and leisure cycling 

4. Princes Rd (Royal Parade to Langney Roundabout): signed temporary cycle route 

using Princes Rd and linking with existing cycle infrastructure (Horsey Cycle Route) to 

support utility cycling from residential areas to key trip attractors in Eastbourne. 

A report to ESCC’s Lead Member for Transport & Environment, agreed on 17 August 

2020, included recommendations to proceed with 1, 3 & 4 from the above list. The 

recommendation for item 3 (seafront cycle route) commented that:  

“EBC and Chamber BID supportive. We have had significant correspondence from 

residents who are supportive of seeing a cycle route along seafront. Has been a long-

standing aspiration for EBC and stakeholders. 

We have engaged early with hoteliers to understand their issues, one of which is the 

loss of parking which can be mitigated by EBC allocating parking for hotel residents in 

the various off-street car parks along the seafront. 

Will be subject to local consultation with stakeholders and businesses/residents along 

proposed alignment.” 

1.2 Study 

As noted above, proposals for the northern section of the seafront cycle route have 

given rise to concerns about safety for all road users) and loss of car parking. There are 

similar issues on the southern section but these may be less difficult to overcome.  

As key stakeholders, Bespoke and Eastbourne UnLtd commissioned a detailed 

assessment of the northern section of the route to provide an independent 

professional assessment of the impact of the suggested approach, on walking and 

cycling as well as car parking.  

 
1 www.eastsussex.gov.uk/roadsandtransport/planning/emergency-active-travel-fund/escc-emergency-active-
travel-fund/ 

http://www.eastsussex.gov.uk/roadsandtransport/planning/emergency-active-travel-fund/escc-emergency-active-travel-fund/
http://www.eastsussex.gov.uk/roadsandtransport/planning/emergency-active-travel-fund/escc-emergency-active-travel-fund/
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2. Issues in study area 
2.1 Introduction 

There has been a long-standing aspiration of the local community to improve cycling 

conditions along the seafront, dating back to the 1994 “Eastbourne Healthy Cycling 

Plan” study by Sustrans for ESCC. It forms a core part of the town’s Cycle Strategy.  

As noted above, ESCC’s bid for EATF funding, in response to the COVID-19 pandemic, 

included a suggested route along the seafront which raised a number of concerns. 

Concept designs to address these have been developed by PJA and TI in response to 

the client’s objectives to improve cycling accessibility along the route provided in the 

brief, with a possibility to apply for EATF Tranche 2 funding for its delivery. 

2.2 Site visit 

The design was developed following a site visit on 2nd September 2020. This 

confirmed that most links and junctions are not currently suitable for inclusive cycling, 

(see photos below). Issues include: 

• Lack of safe and comfortable cycle access along the seafront 

  
People cycling mix with vehicles on the busy 
B2106 Marine Parade 

Risk of car dooring and moving-off collisions as 
cyclists ride along the offside of parked cars 

•  Cycling prohibited along the promenade 

  
Cycling ban on the promenade Some cyclists defy the ban to avoid the danger 

of mixing with motor vehicles on the 
carriageway 
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3. Core design principles 
3.1 Introduction 

PJA aims to design inclusive, attractive and safe cycling and walking routes (healthy 

routes) that promote modal shift from unsustainable modes, targeting potential short 

journeys that people could easily do on foot and by cycling if suitable infrastructure 

was in place. Hence the designs in this study follow the guidance set out in key 

guidance documents: 

• Local Transport Note 1/20 (LTN 1/20) – Department for Transport 

• London Cycling Design Standards (LCDS) – Transport for London 

• Sustrans design manual 

3.2 Strategic Principles  

As set out in many international guidance documents, including LTN 1/20, there are 

five strategic principles representing the essential requirements to achieve more 

people traveling by cycling. Our design aims to provide infrastructure that meets these 

principles and therefore caters for the broadest range of people: 

• Cohesion: Cycle networks should be planned and designed to allow people to 

reach their day to day destinations easily, along routes that connect, are simple to 

navigate and are of a consistently high quality 

• Directness: Cycle routes should be at least as direct – and preferably more direct 

– than those available for private motor vehicles. 

• Safety: Not only must cycle infrastructure be safe, it should also be perceived to 

be safe so that more people feel able to cycle. 

• Comfort: Comfortable conditions for cycling require routes with good quality, well 

maintained - smooth surfaces, adequate width for the volume of users, minimal 

stopping and starting and avoiding steep gradients. 

• Attractiveness: Cycle infrastructure should help to deliver public spaces that are 

well designed and finished in attractive materials and be places that people want 

to spend time using.  

3.3 Appropriate protection from motor traffic on highways 

To determine the suitable level of protection for cyclists from motor vehicles, LTN 1/20 

includes a diagram showing the features needed based on traffic conditions, as shown 

in Figure 2. This stipulates that cycling in mixed traffic is only appropriate where the 

speed limit is 20mph with traffic flows less than 2,000 vehicles per day. 

The site extent runs mainly along B2016 Grand Parade, Marine Parade and Royal 

Parade, which is a B road with 30 mph speed limit. According to a traffic count 

conducted close to the site by ESCC in 2013, the road has a traffic flow of more than 

20,000 vehicles per day.  
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Such traffic condition means that even the speed limit of the road is reduced to 

20mph, the only acceptable measures according to LTN 1/20 will be some form of 

protected cycling facility. 

 
Figure 2: Appropriate protection from motor traffic on highways (LTN 1/20) 

As a result, the key design objective of our commission was to provide consistent 

protected cycle facilities along the corridor whilst also improving conditions for people 

walking, both along the seafront and crossing the road.  
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4. Design development 
4.1 Key constraints and issues 

The seafront has a large number of parking and loading spaces on both sides of the 

road, which need to be considered in the design process. There are also several bus 

stops on both sides that need to be retained or re-provided in the design.  

  
Car parking and bus stops along the seafront 

There are many side roads along the road. If the cycleway proposed by ESCC was 

implemented this could cause a lot of conflict between people cycling straight ahead 

and vehicles turning in and out.  

Some of the side road junctions have very wide or flared corner radii (see photo 

below). These can exacerbate collision risk for people walking and cycling, as drivers 

could make the turn without slowing down and looking out for them. It also increases 

the exposure risk for people walking, due to the excessive crossing distance.  

Tightening these junctions and reducing the excess road space would not only improve 

crossing for pedestrians, it would also increase the length of kerb which could then be 

used for additional parking to offset lost space on the seafront itself. 

 
Very wide side road corner radii and road space at Marine Parade/ Marine Parade Road 
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The seafront is built with a continuous, low-level sea wall along most of its length, 

presumably for flood defence. Gaps have been built to allow for pedestrian access 

between the landside and the seaside. These existing crossing points therefore needs 

to be considered in the design, whether to be retained or relocated to more suitable 

location. 

  
Existing crossing points corresponding to gaps along the sea wall 

4.2 Design approach 

To design out most conflicts between people cycling and motorists at side road entry 

and exit points, the suggested track alignment follows the south-eastern side of Grand 

Parade, Marine Parade and Royal Parade. By aligning with the seaward side rather 

than the landward side of the road, cyclists will only encounter two side road vehicle 

entry and exit points, significantly improving cycling safety. Side road entry points 

could be treated with surface colour contrast for cycle facilities to help raise awareness 

of the cycle track.  

Where feasible, the design has aimed to minimise costs by value engineering, 

minimising excavation and major changes to traffic signals. 

Road space reallocation 

The carriageway widths vary significantly however our approach to developing the 

design starts with providing a standard 6.5m two-way carriageway which is TfL’s 

preferred minimum carriageway width for bus routes. At few short sections where 

space is scarce, the width has been reduced to below 6.5m, with an absolute minimum 

of 6.0m.  

The residual carriageway space is used to introduce a protected bidirectional cycle 

track, with a width mostly between 2.5m and 3m. It is reduced to 2m as an absolute 

minimum where necessary due to unavoidable contstraints.  

Where carriageway space is not available for a cycle track, we propose taking whatever 

space that is available from the carriageway, retaining an absolute minimum width of 

6.0m for the carriageway, then making up the rest of the cycle facility with space from 

grass verges or footways. We have aimed for a minimum footway width of 2m with an 
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absolute minimum of 1.5m over very short sections. We have prioritised the maximum 

footway space in areas with high footfall. 

The alignment runs along the south-eastern kerb of Grand Parade, Marine Parade and 

Royal Parade, where most parking spaces are currently located. Although it is 

inevitable to lose a number of car parking and loading bays, our designs have mitigated 

the loss by reinstating as many bays where space permits. Details about parking 

impacts can be found in Section xx. 

Cycle track protection 

A number of different treatments have been proposed to protect people cycling, 

depending on the local context. 

A stepped cycle track is proposed along a few sections of the design. Cyclists are 

separated from motor vehicles by differing levels of surface. Along sections that 

require verge/footway space (especially in areas with services or mature trees), we 

also propose to raise the cycle facility to minimise excavation. 

 
Stepped cycle track (Cycle Superhighway 2, London) 

Along most of the cycle track, light protection features are proposed to protect users. 

As set out in LTN 1/20, this is appropriate for the local traffic conditions. Light 

protection can minimise excavation and reduce construction and programme costs, 

making it cost-effective for measures installed both in temporary or permanent basis.  

Stick down kerbs could be used to minimise excavation and reduce construction and 

programme costs. This has been a successful approach in Waltham Forest. 

https://goo.gl/maps/sn3iugZp6i12
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Cycle lane with light protection (Enfield mini Holland) 

There are a range of different types of light protection available. 
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Crossing improvements  
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The current 2.4m wide Pelican crossing located by the junction between Elms Ave and 

Grand Parade is proposed to be upgraded to a 5m wide Toucan crossing. This is to 

facilitate transition between the cycle track and the carriageway outside of the pier, by 

allowing cyclists to cross simultaneously with pedestrians. 

 
Signalised pedestrian and cyclist crossing (Toucan) 

All existing controlled or uncontrolled crossings points are maintained or adjusted 

closer to desire lines. Existing Kerb buildouts associated with the parking bays along 

the seaside will be removed. However, each crossing will be provided with a new 

refuge island between the main carriageway and the cycle track. Sections spanning 

across the cycle track have zebra crossings, giving people walking priority over those 

cycling.  

Four new uncontrolled crossings are proposed at the following locations: 

• Near Marine Road  

• By Royal Parade/ St Aubyns Road 

• By Royal Parade/ Cambridge Road 

• By Royal Parade/ Addingham Road  

Parking and loading 

All parking and loading bays are placed outside of the 6.5m carriageway to minimise 

obstacles for buses. A proportion of the reinstated bays are proposed to be offset for a 

short distance from the kerbside to allow room for the cycle track. These are known as 

‘floating parking bays’ (see photos below).  

Floating parking bays are a common sight in European streets and have been 

increasingly adopted in the UK. They act as a physical separation between moving 

traffic and cyclists while retaining parking provision. A visual buffer of 0.5m will be 

painted along the edge of the parking bays, to remind both cyclists and motorists of 

dooring hazard, as shown in Figure 12. 
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Floating parking bays by cycle lane (Royal College Street, Camden, London) 

  
Floating parking bays by cycle lane with wands (A259, Brighton) 

 
Floating parking bays by cycle track, with paved buffer (Lea Bridge Road, Waltham Forest, 
London 
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Bus stops 

All bus stops are to be retained or re-provided nearby in our designs. To design out 

safety hazard between buses and cyclists, bus stop bypasses have been used at the 

westbound bus stops. This treatment will provide the passenger loading and waiting 

area as an island offset from the kerbside, as shown below. Note that these have been 

in operation in Brighton for nearly 10 years with a very good safety record. 

The suggested passenger loading and waiting area is 2.5m wide (2m absolute 

minimum). It will be made accessible across the cycle track through zebra markings 

and tactile paving, giving priority over the cycle track.  

 
Bus stop bypass (Lewes Road, Brighton) 

Other features 

The designs have applied a consistent carriageway width with centre line removal, 

which is a psychological traffic calming method proven to help manage traffic speeds. 

It is a technique increasingly used by highway authorities across in the UK, based on 

research by TRL which concluded that there are safety benefits to be gained by 

removing centrelines on 30mph roads. Trials by TfL in 2014 and by Wiltshire County 

Council (1997-2003) reached similar conclusions regarding reduction in injury collisions 

and traffic speeds.  

 
Carriageway centre line removal (Cambridge)  

https://d.docs.live.net/4265ac62a22dbff0/TI%20documents/Consultancy%20work%20-%20non-London/East%20Sussex/Eastbourne/•%09https:/web.archive.org/web/20200106062852/http:/content.tfl.gov.uk/centre-line-removal-trial.pdf
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4.3 Summary of design approach 

Figures 3 shows the combination of techniques on a single plan. 

It is important to note this is schematic and reflects their use on a one-way cycle lane 
not the two-way track as suggested for Eastbourne seafront. 

 

 

 

 

 

 

Figure 4 Schematic showing design techniques (NB this is NOT a representation of the 
proposed route) 



Assessment of seafront cycle route Bespoke Cycle Group & Eastbourne UnLtd 

CSSE39 Eastbourne seafront proposed design.docx    Page 16 of 28 

 

4.4 Schematic design 

Figures 4 and 5 shows the suggested design, split into sections. Full details are 

provided in the plans in Appendix 1. 

 
Figure 4 Southern section of proposed route  
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Figure 5 Northern section of proposed route  
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5. Parking and loading impacts 
5.1 Number of spaces 

The parking and loading impacts of the entire cycle track alignment is summarised in 

Table 1. The calculation in this section assumes the length of 5.5m per parking or 

loading space, unless stated otherwise. 

 Existing spaces Proposed spaces 

Permit Holders/ Pay and Display Parking 117 44 

Disabled Parking 4 4 

Unrestricted Parking 35 0 

Loading Bay 18 3 

Taxi Bay 4 2 

Pier bus stop or stand capacity (m) 43m 77m 

Table 1: Total parking and loading impacts 

This shows that 44 permit holders/ pay and display parking spaces, out of existing 117, 

could be retained under the proposal. In addition, three out of the 18 loading bays 

could be retained. Parking spaces both on the landside and the seaside are affected, 

due to carriageway narrowing to provide space for the cycle track. As mentioned 

above, floating parking bays are to be installed where space permits to mitigate the 

loss of parking.  

All four disabled parking spaces will be moved a short distance of 50m from their 

original location, from Royal Parade to Addingham Road. A new uncontrolled crossing 

point has therefore been proposed at the closest junction, to assist disabled people 

accessing between the new disabled parking location and the seaside. 

The bus capacity at the pier will be increased from 43m to 77m, while the end-on taxi 

bays will be reduced from four to two spaces. There is space in the side roads to 

provide waiting areas for taxis if required. 

The detailed parking and loading impacts by road section are provided in Tables 2-7. 

 Existing spaces Proposed spaces 

Permit Holders/ Pay and Display Parking 39 8 

Disabled Parking 0 0 

Unrestricted Parking 0 0 

Loading Bay 3 3 

Taxi Bay 4 2 

Table 2: Queens Gardens-Marine Road  
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 Existing spaces Proposed spaces 

Permit Holders/ Pay and Display Parking 46 13 

Disabled Parking 0 0 

Unrestricted Parking 0 0 

Loading Bay 3 0 

Taxi Bay 0 0 

Table 3: Marine Road-St Aubyns Road  
 

Existing spaces Proposed spaces 

Permit Holders/ Pay and Display Parking 32 23 

Disabled Parking 0 0 

Unrestricted Parking 0 0 

Loading Bay 12 0 

Taxi Bay 0 0 

Bus stand (12m per space) 1 0 (relocated as part of 
the bus stop at pier) 

Table 4: St Aubyns Road-Cambridge Road  

 Existing spaces Proposed spaces 

Permit Holders/ Pay and Display Parking 0 0 

Disabled Parking 0 0 

Unrestricted Parking 0 0 

Loading Bay 0 0 

Taxi Bay 0 0 

Table 5: Cambridge Road-Redoubt Road  

 Existing spaces Proposed spaces 

Permit Holders/ Pay and Display Parking 0 0 

Disabled Parking 4 4 (Relocated to 
Addingham Road) 

Unrestricted Parking 11 0 

Loading Bay 0 0 

Taxi Bay 0 0 

Table 6: Redoubt Road-Royal Parade 

 Existing spaces Proposed spaces 

Permit Holders/ Pay and Display Parking 0 0 

Disabled Parking 0 0 

Unrestricted Parking 24 0 

Loading Bay 0 0 

Taxi Bay 0 0 

Table 7: Royal Parade-The Oval  
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5.2 Potential Mitigation of Parking Loss 

Converting side street unrestricted parking to permit / pay & display parking and/or 

loading 

To mitigate the loss of permit holders/pay & display parking as well as loading spaces, 

there is a potential to reinstate those using existing unrestricted parking spaces 

located on side streets. Table 8 shows the number of unrestricted parking spaces on 

each side street along the proposed cycleway. Only the street section closest to the 

main road are included in this calculation.  

 No. of unrestricted parking spaces 

Marine Road Loop 27 

St Aubyns Road  7 

Cambridge Road 25 

Halton Road  6 

Redoubt Road 8 

Addingham Road 4 

Royal Parade 8 

Beach Road 24 

Total 109 

Table 8: Unrestricted parking spaces on side streets 

As shown above, there are at least 109 spaces that can be converted to mitigate the 

loss of parking and loading spaces due to the proposed cycleway.  

According to Tables 2-4, the loss of permit holder/ pay and display spaces mostly take 

place between Queens Gardens and Cambridge Road. Three side streets in Table 8 are 

located along this section, include the loop of Marine Road, St Aubyns Road and 

Cambridge Road. These streets have a total of 59 unrestricted spaces, which can be 

repurposed to mitigate the loss of parking and loading spaces along the main road.  

Eastbourne Borough Council car parks 

It was suggested during the site visit that Eastbourne Borough Council surface car 

parks (Redoubt, Fisherman’s Green East and West, Princes Park and Sovereign Centre) 

could be partly reassigned to use by hotels for their visitors.  

Most of these car parks are usually busy (though the usage levels duri9ng the Covid-19 

pandemic have not been representative). However, Fisherman’s Green West car park 

has 111 spaces and Fisherman’s Green East has 87 spaces. On the day of the site visit 

both appeared to be significantly under-utilised. Part of these car parks (or all of one) 

could be reserved for hotel visitors who could be issued with permits (free or charged) 

by their hotels, valid for the duration of their visit. This would reduce long term 

demand on the seafront itself. 
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6. Alternative approaches 
6.1 Low Traffic Neighbourhood 

Low Traffic Neighbourhoods (LTNs) aim to reduce the impact of through-vehicular 

traffic upon streets. Although coined as Low Traffic ‘Neighbourhoods’ which implies a 

residential focus, the approach can be applied to any area where through-traffic has an 

adverse effect on other users. They are an increasingly popular method for 

encouraging increased levels of walking and cycling through the creation of low traffic 

environments. A large number have been implemented since the start of the Covid-19 

pandemic, especially in areas of London.  

LTNs are normally enforced using ‘modal filters’ – physical barriers to prevent motor 

vehicle access whilst maintaining access for pedestrians and cycles, with through 

access for emergency services if required. Some LTNs also include the use of ‘bus 

gates’, allowing entry only by buses/ coaches but excluding other motor vehicles. 

Outside London, camera enforcement cannot currently be used for modal filters. 

However, it can be used at bus gates. 

  

 
Modal filter and timed Bus Gate (Walthamstow Village LTN, London) 
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Considering the nature of Eastbourne seafront, where the access of buses and coaches 

along B2016 is integral in maintaining the local tourism and economy, a linear LTN with 

bus gates may be an alternative approach worth considering. This is shown in 

conceptual form in Figure 6 below, with three bus gates suggested on Grand Parade 

and Marine Parade (at Devonshire Place, Marine Parade Road and Cambridge Road). 

The LTN area could expand beyond the extent of the proposed cycleway. With an LTN 

approach, most motor vehicles going northeast-southwest would be diverted to travel 

via Seaside, as parallel to the seafront route. As such, traffic flows along the seafront 

could be reduced to below 2,000 vehicles per day, making it potentially suitable for 

cycling in mixed traffic, if coupled with speed limit reduction to 20mph. 

Although the suggested LTN would improve the locality and reduce traffic and 

pollution, it may affect traffic on Seaside. Hence some modelling would be necessary, 

taking into account ‘traffic evaporation’ as drivers choose to avoid the area or use 

alternative modes of transport. 

 
Figure 6: Linear Low Traffic Neighbourhood concept plan 

6.2 Along promenade 

While most of the promenade would not be suitable for cycling, cycling was permitted 
in the past between the Redoubt and Fisherman’s Green. This might be re-evaluated in 
the light of LTN 1/20 to determine if cycling could be permitted again. The sharp 
corner by the Fishing Club would need to be considered in detail. 
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6. Conclusion 
Having considered the local context, the proposed route shown in Figures 4 and 5 is 
achievable and would significantly benefit people walking and cycling along the 
seafront. Other approaches, such as using the existing carriageway (with or without 
markings) would not conform to LTN 1/20 without significant reduction in traffic. 

If the measures to address parking and loading are applied, the loss in parking on the 
seafront itself could be more than compensated for on side streets. In addition, a small 
amount of work on the junctions would result in additional space for parking while at 
the same time improving crossings for pedestrians. 
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Appendix A  

Detailed plans of proposed route 
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