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Segregation at entry points

Segregation at the entry and exit points is the preferred option. Cyclists are
more likely to have an accident at these locations because motorists may not
anticipate their turning manoeuvres which will differ from those of other traffic.
Segregation here helps reduce the potential for conflict. In addition, cyclists are
not allowed to ignore No-entry signs, and a segregated entry point allows them to
by-pass the sign to gain legitimate entry to the street.

Erecting supplementary plates with the legend ‘Except cyclists’ underneath the
no-entry signs is not currently permissible, although it is common practice in
many other European countries. If it is not possible to provide segregation at the
entry to a one-way street, motor vehicle entry can be prohibited by using the No-
motor-vehicles sign (Diagram 619) instead.

Where segregation is provided passive measures such as build-outs should be
installed to prevent cycle gaps and lanes being blocked by parked vehicles.
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Mandatory Cycle Lanes

Mandatory lanes are often accompanied by waiting and loading restrictions to
prevent cyclists from having to deviate from them. Where parking takes place on
the nearside of cyclists in contraflow, it will be necessary to draft the traffic
regulation order such that motor vehicles are allowed to cross the cycle lane in
order to park (see also A11 Cycle Lanes).

The desirable minimum width of any contraflow lane is 2m. Where space is
constrained it may be reduced to an absolute minimum of 1.5m. The width of the
with-flow traffic lane may be as little as 2.5m where there are low volumes of
heavy goods vehicles and the servicing needs of shops and other premises are
met by off-street loading or other means. The preferred minimum width is 3m as
this is less likely to cause with-flow traffic to encroach upon the cycle lane.

Advisory Contraflow Cycle Lanes

Where the 85th percentile speed is less than 25mph and traffic flows are below
1,000 vehicles day, advisory lanes may be considered. This approach may be a
suitable option where on-coming vehicles need to encroach into the lane to pass
obstructions, or need to cross it to park. Advisory lanes also allow for occasional
loading and unloading taking place within the lane.

If an authority wishes to use advisory contraflow cycle lanes, it will be necessary
to apply for authorisation for the non-prescribed sign to Diagram NP960.2.
Advice on the procedures is set out in TAL 6/98 Contraflow Cycling.

Segregated entry to
physically segregated off-
side contraflow lane -
London. Note that this
solution can be confusing to
drivers and is not
recommended where there
are side turnings along its
length (see ‘Other
considerations’ below).

Picture © Alex Sully
Transport Initiatives



Design Portfolio
A.06 Contra-flow Cycling

Page 4 of 9
A06_Contra-flow_Cycling
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Side roads

Care also needs to be taken at any side roads leading onto the contraflow lane to
ensure that motorists look out for cyclists. Appropriate signing should be
installed. It may also be useful to install speed reducing features for vehicles and
coloured surfacing on the cycle lane at this point.

False one-way streets

A false one-way street is a two-way street with entry to the street at one end
prohibited. Although two-way working is possible by executing a U-turn within
the street, in practice false one-way streets operate in a similar manner to one-
way streets. Cycle entry to the street is effected via a cycle gap which by-passes
the No-entry signs. It is not necessary to mark a cycle lane in the street. False
one way streets may be particularly appropriate where there is a need to
accommodate parking on both sides of the street.


