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Foreword 

by the Rt. Hon. David Howell MP 
Secretary of State for Transport 

Cycling has much to offer, both as a means of transport and for recreation. It is effi
cient, saves energy, has few adverse effects on others, and it can be healthy and fun. I 
am keen to ensure that every opportunity is taken to provide facilities for more and 
safer cycling. 

This report shows in detail how advantage can be taken of one area of opportunity. 
The conversion of disused railway lines into tracks for pedestrians and cyclists makes 
use of these assets in a way which benefits the community, and utilises the gentle gra
dients of former railways. There is complete segregation from motor vehicles, so that 
in urban areas lines can provide traffic-free cycle routes for journeys to work, school 
or shops; outside towns they provide a very enjoyable form of access to the coun
tryside. Work on conversions can also provide excellent experience for young people 
employed on Youth Opportunity Projects sponsored by the Manpower Services Com
mission. 

This report draws attention to the great potential that exists. I am sure that it will 
stimulate interest, provide practical guidance and open everyone's eyes to what can be 
achieved at a relatively modest cost. Many local authorities are already considering 
conversions, and Mr Grimshaw, who carried out the study, will be_available to give ad
vice on these in liaison with the Manpower Services Commission. I shall be happy to 
consider any proposals for conversions which are included in a local authority's 
Transport Policies and Programmes. 

To all those who follow up the possibilities outlined in this report I wish every suc
cess in what I am sure will prove a very worthwhile endeavour. 

Ill 



Contents 

Summary of Main Report vii 

1. Introduction 1 

2. General Findings 3 

2.1 Historical Background 3 

2.2 Mileage of Railway 3 

2.3 Land and Structures 3 

2.4 Regional Extent and Use of Disused Railways 3 

2.5 The Disposal of Disused Railways 3 

2.6 Map of Disused Railways in England and Wales 6 

3. Study Method 9 

3.1 Selection 9 

3.2 Survey 9 

3.3 Document Preparation 11 

4. Categories of Disused Railway Bike Paths 13 

4.1 Routes Through Areas with Multiple and Complex Remains 13 

4.2 Urban and Urban Fringe Routes 13 

4.3 Recreational Routes 13 

4.4 Isolated Lengths and Bridges 15 

4.5 Routes on Listed Bridges and Viaducts 15 

4.6 Routes Beside Singled Operational Lines 15 

4.7 Future Closures 15 

4.8 A Note on Waggonways, Tramroads and Private Railways 17 

5. Construction and Technical Details 19 

5.1 Bike Paths for the Shared Use of Pedestrains and Cyclists 19 

5.2 Providing for Horses 21 

5.3 Motor-bikes 21 

5.4 Construction of the Path Base and Running Surface 23 

5.5 Drainage 25 

5.6 Longitudinal Bumpiness and Quality of Ride 27 

5.7 Access Details 27 

5.8 Fencing Standards 29 

5.9 Variations in Gates and Stiles 31 

5.10 Bridges, including Tables of Recent Costs incurred in Bridge 

Maintenance 33 

5.11 Missing Bridges and At-Grade Crossings 35 

5.12 Tunnels 37 

5.13 Lighting 37 

5.14 Canal Links and the Treatment of Towpaths 39 

5.15 Critical Dimensions for Paths Running Adjacent to Operational 

Lines 41 

5.16 Privacy - the Question of the Balance of Benefit and Disadvantage to 

Lineside Dwellers 43 

5.17 Publicity 43 

IV 



6. Promotion of Railway Bike Paths 45 

6.1 Some Reasons for not Building Railway Bike Paths in the Past 45 

6.2 The Present Situation and Changing Circumstances 47 

6.3 The Promoters 47 

6.4 Negotiations 47 

6.5 Promotion of the Completed Project 49 

7. The Construction of Railway Bike Paths 53 

7.1 Scale and Standards 53 

7.2 General Nature of the Construction Work 53 

7.3 MSC Job Creation Type Scheme 55 

8.- Estimates of Cost of first phase of construction 56 

: 8.1 General Points 56 

8.2 Summary of Estimate of Cost taken forward to Each Annex 56 

8.3 Sources of Funds 58 

9. Legal Status of Railway Bike Paths 61 

10. Maintenance 63 

10.1 Levels of Use 63 

10.2 Immediate Care and Repair 63 

10.3 A Ranger 63 

11. The Potential role of Bike Paths on Disused Railways within a General

Policy or Strategy to Encourage Cycling and to make it Safer. 65 

11.1 They are Safe for Children 65 

11.2 A Training Ground for Novices 65 

11.3 Recreation Routes in their Own Right 65 

11.4 Demonstration Projects 65 

11.5 Spine to a Wider Network 65 

11.6 Summary 65 

Annex A Examples of Typical Railway Path Possibilities 66 

l. Route through area with complex remains: Manchester 

location plan and detail from Annex describing a route from 

Accrington to Macclesfield. 66 

2. Urban Route: Liverpool Loop Line - location plan and 

discussion oflevels of potential use from Separate Annex. 69 

3. Short length of route showing the value of a single bridge: 

Leatherhead. 70 

4. Route beside singled operational line: Ashton Bridge, 

Bristol. 72 

5. Example of loss of continuity and consequent low usage in a 

major completed scheme: Stoke on Trent Loop Line. 73 

6. Example of the formal landscaping potential of a major 

earthwork: Great Central Cutting- Rugby. 74 

AnnexB Details from the Bitton-Bath & Ashton-Pill Bike Path 

Projects 77 

Annex C Detailed Costs for Various Elements of Path Construction 80 

AnnexD Bike Paths, Wildlife and Farming 84 

Annex E Bibliography 88 

Annexes 1- 33 Details of Specific Routes - published separately 

V 

-



Figures and Tables 

No. Title 
1. Table showing closure of railways 1923 - 1979 2 
2. Table showing ownership and use by County 4 
3. Table showing lengths of disused railways in certain Urban Areas 8 
4. Table listing lines described in detail in Annex A of this Report and the

separately published Annexes 12 

4.1 Map showing tramroads in the Inner Welsh Valleys and on Tyneside 14 
5.1 Figure showing details of path width for shared use by pedestrians and

cyclists and Table showing measured use of certain paths 16 

5.2 Figure showing alternative means of providing for horses 20 

5.4 Figure showing various alternative methods of path construction 22 

5.5 Cross-section through a railway path formation and ·drainage details 24 

5.6 Figure showing standards for longitudinal bumpiness 26 

5.7 Figure showing standards for access ramps 26 
5.8 Figure showing fencing details 28 
5.9 Figure showing existing and proposed details for gates and stiles 30 
5.10 Tables showing various bridge maintenance costs 32 

5.11 Figure showing missing bridges and at-grade crossings 34 

5.12 Figure showing details of tunnels 36 
5.14 Figure showing canal links and the width of towpaths 38-39

5.15 Figure showing critical dimensions beside railway lines 40 
5.16 Figure showing cross-section through disused railway line and 

adjacent property 42 

6. Figures showing examples of absence of continuity, links and access 46 
6.1 Table of positive actions to generate maximum use of railway 

bike path 48 
7. Figure illustrating alternative approaches to phasing 52 

7.1 Schematic showing relationship of Cyclebag route construction and 
maintenance personnel 54 

10.1 Table showing maintenance costs of a typical railway path 62 

10.2 Table showing costs of ranger and warden service 62 

10.3 Table showing costs of wardens in County Durham 62 

11. Diagram showing the development of a network of paths linking with a
railway path 64 

VI 



Summary of Main Points 

Over 11,000 kms of railway has become disused in England and Wales since 1923. 

Of this less than 10% remains in British Rail ownership and 25% in other public 

ownership. 

2 Probably more than 5,000kms remain unused or derelict. 

3 The Study surveyed nearly 1500kms of possible route and has prepared outline 

notes in 33 separately published annexes on about 1 lOOkms of practical and poten

tially useful route. 

4 Among the construction and design matters considered, three stand out as being 

particularly important: 

(i) both pedestrians and cyclists benefit from a smooth, hard and dry all weather

path. There is no evidence of conflict between these two user groups on railway

paths 2.0 m wide.

(ii) horses should be accommodated on a separate bridlepath else the walk
ing/cycling path (bike path) will rapidly deteriorate and become unusable by

cyclists and unattractive to pedestrians.

(iii) remaining bridges are the key characteristic of railway routes. A path com

pletely segregated from vehicular traffic is particularly attractive to children,

families and for most leisure trips. Bridge maintenance and renewal costs should

be carried out as and when needed thereby permitting a relatively modestly priced
first phase scheme to be built.

5 Continuity of the route over a reasonable length, good access at frequent inter

vals, and links to schools and nearby centres of population are crucial elements of 

the success of a railway route project. The longest length possible should be built 

in one phase, if necessary by arranging to carry out 'supporting' works - land

scaping, trackside facilities, and redevelopment of station areas - in a subsequent 

phase. 

6 Railway paths are well suited to labour-intensive construction and provide useful 

and satisfying work for Youth Opportunity Schemes. On average about 50- 100 

man weeks of labour is required per kilometre. 

7 The costs of materials, plant and engineering design and supervision lie in the 

range of £4,000- £10,000/km, average £6,000, and depend critically on need for 

bridge works or light-controlled at-grade crossings of major roads in order to 

maintain continuity. Such controlled crossings should be installed during the con

struction of the project in order to encourage high levels of use. 

8 Measures positively to foster the popularity of routes should be an essential part of 

the development programme. The close involvement of the user groups in all 

stages of the design and construction is of considerable importance. Early high 

levels of use are necessary to prevent abuse - vandalism, motorbikes, flytipp

ing - which are a product of neglect. 

9 A programme of railway bike paths could act as a catalyst for a wide network of 

segregated, protected or advisory routes to encourage walking and cycling for 

regular and leisure trips. 

10 About lOOOkms of railway path could be constructed under a Youth Oppor

tunities Programme over a 4 year period employing about 800 people with a 

material cost of £6- 7 million. 
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A view of the Tissington Trail with Hartington Signal Box in the distance: 
Peak Park . 

Photograph by courtesy of the Peak Park Planning Board 
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I. Introduction

This Study of Disused Railways in England and Wales for Potential Cycle Paths was 
commissioned by the Department of Transport in December 1980. It follows on from 

our involvement in the design, negotiation and construction of an 8km long railway 

bike path from Bitton to Bath the previous year. This route has proved to be very 

popular (3,000 plus trips/week). The object of the Study was to determine which other 

railways cduld be similarly converted. 

A converted railway can make an ideal cycle route. It is free from traffic, without 
any steep hills and usually attractively situated in both town and countryside. The 

Government's consultation document on cycling (1981) envisages that such railway 

routes could make a valuable contribution towards making cycling safer and more 

popular. 

This Study' s main task has been to identify routes that are likely to be both practical 

and popular. The Report of the Study consists of this main document and a number of 

annexes. This document deals with general matters such as the Study method, the 

selection of routes, technical and construction details, and the management of route 

building Job Creation Schemes. It also contains a number of worked examples to illus

trate each type of opportunity and problem. The general findings of the Study are sum

marised in the main map of disused railways in England and Wales contained at the 

end of this document. The 33 individual annexes are each published separately and 

contain detailed notes, maps and illustrations covering in total about 1,000kms of 

routes. This is about lOOJo of the whole length of disused railways. 

The Study does not cover a number of pertinent matters relating to the current use 

and popularity of cycling, to accidents, to ownership, to special facilities in certain 

towns in the UK and Europe, to the relevance of cycling as a form of urban transport 

and recreational travel. These are all documented elsewhere. (10), (11), (12), (13). 

The Study found that many Local Authorities are putting a great deal of effort into 

reclaiming disused lines in their area with landscaping, planting and footpath works. 

This particular study has concentrated on the question of provision of paths suitable 

for pedestrians and cyclists. This does not conflict with the Government's original 
intention that the disused railways should be put to the most advantageous use in the 

public interest as a whole. Multi-use of the land is quite possible without sacrificing a 

continuous linear route for the shared use of pedestrians and cyclists. It is assumed in 

this report that whatever the long-term possibilities along any of these routes, it is 
desirable to use them as low cost paths in the interim. 

The railway bike paths considered here (bike paths are defined in this study as paths 
for the joint use of pedestrians and cyclists) are on land that is generally owned by 

public bodies. In addition, shared paths for pedestrians and cyclists could be made on 

most of the existing railway footpaths by uprating them, on the BR lines that are cur

rently being considered for closure and on a large number of privately owned derelict 

disused railways through negotiation. Paths on all these lines could total another 

1,000kms, but were not considered in this Study. Cost would be in the region of 

£5,000/km for those projects carried out under a Manpower Services Commission 

programme, the work requiring about 100 man/weeks of labour/km. The bulk of the 

l,OOOkms detailed in the Annexes could be built in a practical programme over a 3- 4 

year period. 

The completion of this study was only possible with the help of a large number of 

local people examining routes on a voluntary basis. They are acknowledged in this 
Study and in the detailed Annex covering their work. 
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Table 1 Lengths of railways in use and closed 1923-79 (kms) 

Date England, Wales England, Wales England Wales 

& Scotland & Scotland & Scotland 

Track open Route open for Route closed* 

On Routes On sidings traffic 

1923 59,000 (est) 24,000 32,300 

1939 32,000 300 

1956 30,400 1,900 

1960 29,400 2,900 

1962 54,000 22,100 28,000 4,300 

1963 53,000 21,700 27,200 5,100 

1967 42,800 15,800 21,100 11,200 

1974 36,100 10,000 18,200 14,100 

1979 35,200 9,000 17,700 14,600 

1980 35,100 8,000 17,600 14,700 

*Some of this line has been sold to the N.C.B. and may still be operational. 
Source: Inland Transport Statistics - Vol. I. D.L. Munby. 
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2. General Findings

2.1 Historical Background 

2.2 Mileage of Railway 

2.3 Land and Structures 

2.4 Regional Extent and 

se of Disused Railways 

2.5 The Disposal of 

Disused Railways 

Prior to 1921, there were about 150 separate railway companies operating in Britain. 
These were grouped into four major systems hy the Railways Act 1921 and on 1st 
January 1923, these individual units lost their titles in London Midland and Scottish 
Railways (LMSR), London and North Eastern Railway (LNER), Southern Railways 
(SR) and Great Western Railway (GWR). There followed a period of rationalisation 
when lines previously competing were closed, or used for freight only. 

Changing patterns of transport and the increase in motorised transport inevitably 
resulted in continuing closures. This accelerated in the depression of the early thirties, 
then ceased and was even reversed during the Second World War when the strategic 
value of duplication preserved some lines. Lord Beeching's Chairmanship of the 
British Railways Board with its plan for the re-organisation of the railways brought 
forward a very large programme batch of closures. In the 10 years following 1962, 
nearly 10,000kms of line were closed- five times more than in the preceding 40 years. 
Since 1972, there has been a steady trickle of closures. 

In 1923, there were over 30,000kms of route in Britain. Altogether, the system com
prised about 57,000kms of lines and 26,000kms of sidings. Table 1 shows the reduction 
over the years. By 1979, over 11,000kms of railways had become disused since 1923 in 
England and Wales alone. 

The area of land occupied by railways varies according to the terrain and consequent 
earthworks required. Generally, the range lies between 1.5ha/km and 3.5ha/km. An 
average figure of 2.5ha/km gives a total area of disused railway as 27,000 hectares. 
Bridges and other structures average out at about 2 per km or 20,000 in all. 

Table 2 shows the breakdown of disused railways in each county in England and 
Wales. It also gives an estimate of the lengths developed for various different kinds of 
use. There is considerable variation from one county to another, although they all 
started from the same base. The Government invited British Rail to offer the land to 
the appropriate Local Authority with the 'object of ensuring that it was put to the most 
advantageous use in the public interest as a whole'. 1 The Local Authorities were allow
ed a minimum of six weeks for their response after which British Rail were free to 
dispose of it elsewhere. This procedure was abolished in June '79 to speed up the reuse 
of surplus land. It should be noted that since British Rail are continuing to realise their 
assets, a fair proportion of their remaining ownership is under negotiation at present. 
In the event, over two thirds of the disused railway network has been sold to adjacent 
landowners, usually farmers, who have to date only incorporated a relatively small 
fraction into their actively worked land. This situation was foreseen by Professor J H 
Appleton in his Report on 'Disused Railways in the Countryside' to the Countryside 
Commission, where he recommended very strongly that some central working party 
should be set up to try to improve the effectiveness of the existing disposal system. He 
hoped, by this means, to ensure that whatever was the eventual use of the disused 
railways, it was the result of considered policy rather than accident. 

There has been very considerable argument about the use of these lines and, in par
ticular, about the priority of linear or non-linear uses. Those favouring the first point 
to the fact that the land was developed in a form suitable for communication and that 
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Table 2 Disused Railway Study Summary Sheet 

Estimation of Ownership - kms. Condition - kms. 

*This table omits most lines disused before 1956, some disused lines in NBC ownership, private lines and waggonways.

Total BR Private Public Proposed Public Private Private Reinstated Unused/ 
length Authority & Existing Road Road Railway derelict 
kms Footpaths 

Gtr London 25 3 10 12 4 3 8 10 
Gtr Manchester Met. 180 38 36 106 9 14 42 115 
Merseyside Met. 74 20 II 43 19 12 2 17 24 
S. Yorkshire Met. 130 27 91 12 6 3 10 36 74 
Tyne & Wear Met. 40 3 10 27 14 3 5 18 
West Midlands Met. 50 35 15 12 2 14 22 
West Yorkshire Met.* 295 30 241 24 10 12 2 7 36 228 
Avon 137 47 70 20 19 42 75 
Bedfordshire 64 2 41 21 2 3 13 19 26 
Berkshire 47 43 4 3 6 38 
Buckinghamshire 62 58 4 2 7 12 41 
Cambridgeshire 218 2 190 26 8 16 9 58 127 
Cheshire 63 32 31 15 2 8 37 
Cleveland 44 5 39 23 2 8 11 
Cornwall 145 10 117 18 7 9 7 15 28 79 
Cumbria 327 62 174 91 12 29 9 5 40 232 
Derbyshire 146 14 47 85 69 18 4 27 28 
Devon 418 14 371 33 II 20 13 20 47 307 
Dorset 145 70 75 16 6 5 4 37 77 
Durham 220 15 205 112 6 6 2 18 76 
East Sussex 86 16 20 50 31 3 II 13 20 8 
Essex 103 10 60 33 4 7 6 24 62 
Gloucestershire 239 27 102 110 16 17 21 I 35 149 
Hampshire 186 91 95 38 13 II 5 32 87 
Hereford & Worcester 263 6 238 19 2 14 II 49 187 
Hertfordshire 59 6 31 22 9 2 2 15 31 
Humberside 199 23 128 48 37 8 7 23 124 
Isle of Wight 73 II 62 9 6 7 3 20 28 
Kent 146 135 II 2 8 7 35 29 65 
Lancashire 167 27 85 55 6 10 7 12 16 116 
Leicestershire 242 II 197 34 7 2 8 13 43 169 
Lincolnshire 367 124 228 15 6 8 6 2 42 303 
Norfolk 330 6 275 49 8 26 25 13 70 188 
Northamptonshire 318 19 269 30 2 4 12 33 267 
Northumberland 279 14 243 22 6 I 3 39 230 
North Yorkshire 444 60 315 69 38 29 23 44 56 254 
Nottinghamshire 136 34 62 40 8 7 I 17 103 
Oxfordshire 79 3 67 9 2 2 4 24 47 
Salop 264 2 187 75 10 12 8 23 28 183 
Somerset 235 160 74 3 10 12 38 30 142 
Staffordshire 126 24 102 76 3 4 5 23 16 

Suffolk 119 82 37 21 14 II 19 54 

Surrey 17 3 14 II I 2 3 
Warwickshire I()() 89 II I I 2 6 90 
West Sussex 120 65 55 38 13 10 7 36 16 
Wiltshire 118 2 66 50 12 4 9 10 14 69 
Clwyd 129 70 59 2 II 10 2 20 84 
Dyfed 221 21 175 25 4 I 21 18 177 
Gwent 131 I 39 91 17 34 4 12 61 
Gwynedd 185 12 70 103 20 12 15 53 28 57 
Mid Glamorgan 183 10 83 90 15 20 10 3 20 115 
Powys 189 170 19 5 8 7 9 13 147 
South Glamorgan 55 II 29 15 2 11 3 10 29 
West Glamorgan 136 2 28 106 30 14 13 19 60 

Total 8874 720 5564 2590 855 489 382 389 1393 5366 
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-· 5 .1 The British Rail
Property Board

::!.5.2 The Agricultural 
Community 

_,5.3 The Highway 
. .\uthorities 

2.5.4 Private Railway 
Enthusiasts 

2.5.5 Walking, Horse
riding and Cycling Interests 

consequently its linear integrity should be maintained. Any break in the continuity of 
the line, however small, considerably diminishes its value as a route. In the other camp 
are those who view the land as being originally acquired (often by compulsory pur
chase) for a specific purpose and consider that morally it should be returned to its 
original use if not required any longer for the specific use of railways. In practice, it is 
an argument between public use and private ownership. 

The main forces shaping the actual disposal of the disused railways are now con
sidered. 

Its brief has been to dispose of unused assets for a reasonable profit, taking into ac
count a reduction in its liabilities to maintain bridges and fences. The Board offered 
each disused railway to the Local Authorities in the first instance. Many Authorities 
only purchased lines if there was some possibility of them becoming the basis of a road 
scheme. On the whole, the Board allowed Local Authorities a considerable period 
before offering the land for sale to other parties. Usually, this was the adjacent Ian
dower as then fencing liabilities were minimised. 

Much of the land left in the Board's ownership consists of isolated sections and 
bridges. 

Farmers have generally sought to return the disused railway land to agriculture, to re
unite sections of a farm split up by the railways, and to resist any further extension of 
public rights of way in the countryside. In the hillier parts of the country, most disused 
railways sold to farmers remain relatively unused and often tantalisingly suitable for 
routes, although it would be difficult to negotiate a complete through route. 

The largest proportion of the individual sales to public authorities consisted of single 
bridges to be removed by the Highway Department for road improvements. This has 
broken the continuity of many potential railway routes. On the other hand, a number 
of the routes preserved intact and now available for walking and cycling routes are 
ones originally reserved for long-abandoned road schemes. 

Private railway enthusiasts use 4% of the length of the lines. At the moment there are 
more than 100 railway societies in the country. Almost every line looked at in this 
Study, has, or has had, some group interested in running trains on it. 

In the past, railway societies have sought an exclusive use of the whole of their sec
tion of the disused railway. 

However, there are many instances where dual use could be arranged to the mutual 
advantage of both groups. An example of this type of collaboration can be found at 
Bitton on the Bristol-Bath line, and is proposed on the Buxton-Matlock line and the 
Cheltenham to Stratford line. 

About 800kms has been opened up as routes for these users. Curiously, only lOkms has 
been specifically designed for cyclists to use as well as pedestrians. On a number of 
others, cyclists are not prohibited, although the surface is often most unsuitable. This 
is unfortunate, as disused railways are particularly suitable for cycling. Whilst both 
pedestrians and horses benefit from the segregation from traffic on a railway path, 
neither needs the evenly graded and smooth well-drained path that is possible on this 
formation. 

The length of some of the railway paths is also more within the range of the cyclist 
than the walker. In fact, a number of railway footpaths have recently been opened to 
cyclists primarily because the number of pedestrians has been so few, e.g. Wade bridge 
to Padstow and Penmaenpool to Barmouth Junction. As long ago as 1963, Michael 
Dower identified cyclists as perhaps the most likely of any users to benefit from 'green
ways' on disused railways. 3 Professor Appleton noted that 'increasing traffic has 
made conditions on many roads less attractive and, indeed, less safe for cyclists, and 
the ability to move freely through the countryside on very easy gradients would open 
up greatly the possibility for this activity'. But in 1970, he was able to say that 'an argu
ment against converting railways into cycle routes is that cycling is a declining activity, 
although if this is so, the decline has probably been encouraged by the very conditions 
which disused railways might be able to relieve'. 
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2.6 The map of Disused 

Railways in England and 

Wales 

6 

In the early 1970's, cyclists were not only overlooked but sometimes also encourag-
ed. The Countryside Act (1968) 4 states categorically that ' ...... any member of the 
public shall have ...... the right to ride a bicycle on any bridleway, but in exercising 
that right, cyclists shall give way to pedestrians and persons on horseback'. At that 
time, a number of Local Authorities were building paths and bridleways, but expressly 
prohibiting cyclists. In places, this still remains in force, as on the Wirral Way, 
although large numbers of cyclists, particularly children, clearly choose to ignore the 
ruling. This situation has probably arisen because there is no such thing as a statutory 
public right of way for cyclists other than a highway, or a cycletrack beside a highway. 
Local Authorities had little choice but to create either a footpath or a bridle-path. For 
the remainder of this Report, a path for the shared use of pedestrians and cyclists only 
will be referred to as a bike path. Horses will generally be accommodated on a separate 
parallel bridle-path. 

The main map at the back of this Report sets out the national network of lines to show 
the extent of the opportunities - both the lost and the remaining. The map, over
printed on a 1:625,000 scale Ordnance Survey base map, shows the following: 

(a) Existing British Rail operational lines.

(b) Disused lines now used as paths.

(c) Disused lines now used by railway societies.

(d) Routes covered in this report and detailed in the various annexes.

(e) Some other good routes that deserve study.

(f) Other routes recommended by members of the public, but not necessarily
surveyed during the course of this study, or not included in a detailed annex because ex
amples of this type, or in that particular county, were already covered.

(g) All other disused lines, most of which are probably too fragmented or
redeveloped to make a through route possible although there may be short lengths or
individual bridges that would be valuable in a local context.

The next chapters of this report discuss the broad categories of route and the criteria of
selection that led to the build-up of this map.



River Frame embankment, Bridport Railway 

Craig Aderyn cutting, Bala & Festiniog Railway 
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Table 3 Lengths of Disused Railway Lines and Population Within Certain Urban 
Areas 

*Local authority or County approached.

□Lines surveyed.

Qlncluded in detailed annex.

Urban area Length Pop Urban area Length Pop 
(km) I OOO's (km) IOOO's 

Aberdare*OO 25 38 Hailsham*OO 6 10 

AbergavennyO 3 9 Halifax 8 86 

Aberystwyth II Harwich□ 2 15 

Andover 4 28 Havant & Hayling 3 126 

Axbridge & Cheddar*OO 6 5 Haverhill 4 • 

Bala 2 Hereford*□ 5 48 

Banbury 5 31 Heath field 6 5 

Bangor*OO 5 16 Horbury & Dewsbury* 10 51 

Bargoed & Rhymney Va. 15 102 Hoylake & Heswall 10 32 

Barnsley*OO 21 75 Huddersfield 9 130 

Barnstaple & Braunton*OO 9 24 Huntington & St Ives 3 26 

Bath 16 85 Ilkeston 14 34 

Bedford*OO 5 74 Keswick*OO 4 5 

Berwick-upon-Tweed 12 Kings Lynn 4 30 

Bexhill 3 35 Kingston-upon-Hull*OO 19 283 

Birmingham*DO 1,004 Lancaster & Morecambe*OO 5 51 

Bishop Auckland 9 33 Leicester*OO II 287 

Bishops Stortford 2 22 Lewes & Uckfield*OO 3 20 

Blackburn &Accrington*OO 7 138 Lincoln*OO 3 73 

Blackpool 7 151 Liverpool*OO 18 575 

Bradford□ 17 292 London Gt. (Parts) 20 7,281 

Braintree□ 4 26 Loughborough 6 49 

BramleyOO 5 3 Louth 2 12 

Brecon 3 6 Lowestoft*O 8 53 

Bridgwater 3 27 Lyme Regis 2 3 

Bridport 6 7 Macclesfield*OO 6 45 

Brixham 3 * Maghull 3 23 

Blyth 5 I Maldon 3 14 

Boston 6 27 Malton & Norton 5 4 

Bourne 3 7 Manchester*OO 180 530 

Bristol*OO 11 421 Market Drayton 3 7 

Burnham-on-Sea 3 13 Market Harborough 5 15 

Bury St Edmunds 3 27 Marlborough 3 6 

Caerphilly & Taff Vale 22 38 Melton Mowbray 4 21 

Caernarfon *DO 4 9 Merthyr Tydfil□ 4 54 

Cardiff* 3 278 Middlesbrough□ 4 157 

Canterbury & Whitstable 7 36 Neston 4 * 
Carlisle* 6 71 Newbury□ 2 25 

Cirencester 4 15 Newcastle*OO 10 212 

Cheltenham*OO 10 76 Newport*OO 5 110 

Chesterfield 7 69 Neyland 2 I 
ClevedonO 3 15 Northampton□ 4 128 

Cockermouth*O 3 6 North Walsham 3 7 

Consett*OO 3 35 Norwich*OO 8 120 

Cowes and Newport•□ 6 89 Nottingham*OO 27 295 

Crook and Willington II 6 Otley 4 13. 
Daventry 3 13 Oxford 2 114 

Derby*□O 8 218 Penarth 2 74 

DevizesO 3 10 Peterborough 5 72 
Doncaster•□ 6 82 Pickering 2 5 

Durham*OO 3 29 Plymouth *DO 17 250 

Egremont 7 7 Pontardawe & Swansea 12 189 

Evesham 3 14 Valley* 
Exmouth & Budleigh Salterton 5 27 Pontypool & Cwmbran*OO 17 37 

Folkestone 3 46 Pontypridd & Rhondda□ 19 123 

Garforth 4 27 Poole*DO 16 Ill 
Glastonbury 3 7 Port Talbot*OO 11 50 

Gloucester•□ 4 91 Porthcawl 3 15 

Gosport & Fareham*OO 7 168 Preston*OO 10 95 

Great Yarmouth*□ 9 91 Radstock & Midsomer • 

Gu is borough 5 15 Norton□ 
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3. Study Method

3.1 Selection 

3.2 Survey 

The selection of routes was based primarily upon whether or not the disused railway 

was substantially intact and largely in public ownership. These critical factors 
determine whether or not it is practical to construct a bike path. 

In the first instance, ownership was determined by a search through British Rail's 

sales records maintained by their Regional Property Boards. The current position was 
then confirmed by inquiry with the appropriate Local Authorities. 

The survey team then drew up its first list of practical routes which it intended to 
detail in the separate annexes to this Study. Other factors influencing this selection 
included the potential popularity or use of the route which meant that it should be 

located in urban, urban fringe or tourist areas; its value as a route avoiding hilly or 
heavily trafficked roads; the support of a positive Local Authority or an enthusiastic 

cycling group and the total length of the potential segregated route. 
Cyclists most at risk such as children, and adults learning to cycle or taking it up 

again, are most likely to be attracted in the first place to a route which can be used for 
all, or most, of their journey. For instance, the Bath to Bitton (Bristol) line is Skms in 

length. The round journey of 16kms has proved, in practice, to be long enough to cater 

for many casual recreational trips in that it represents a whole day, or afternoon's 
journey for some of these groups. 

Trackside interviews on this route have shown that a significant number of people 
are deterred from using the route for shopping or the work trip because of the need to 

go on main roads in Bath, despite the fact that these represent only a small part of the 

whole journey. Therefore, the detailing of access points and links has become an 

important part of the Study and a number of the proposed routes include quite long 
lengths of links on minor roads, canal towpaths or through parks and so forth. 

Continuity and access have come to be seen as crucial factors to the successful 

development of these segregated railway routes. 

The main survey task was to obtain sufficient information, data and local knowledge 
to be able to draw up consecutive notes on a potentially valuable route. It is often very 

difficult for the visiting surveyor to gain the feel of the grain of the country and the pat

tern of the streets in sufficient detail to be able to make proposals that do not seem 
facile to people with an intimate local knowledge. 

At the same time, it was found that local information was often incomplete and 

tangential to the main thrust of the Inquiry. 
The Local Authorities were asked for information on the present position of and 

future proposals for each potential route. If possible, their returns included an up-to

date map base, residential, work place and school place populations adjacent to the 

route and traffic levels on parallel and crossing roads. Frequently their suggestions 
resulted in modification, change or abandonment of the first selected routes and the 

survey of others. 
Each route was surveyed by foot and cycle. The present state of the railway forma

tion and structures was recorded on colour slides (over 5,000 in all). Access points were 

noted and deviations, detours and links traversed to ensure that they worked. It was 

nearly always the case that well-trodden and well-cycled paths showed quite clearly the 
existing desire lines. 

The field survey was full of surprises and disappointments. It was a surprise that so 
much remained completely undeveloped and intact. The disused railways nearly 
always take their countryside right into the towns - the embankments and cuttings are 
havens of green in the built up areas. They are often lined with native trees and are 
often adjacent to cemeteries, associated parks, open land and overgrown industrial 
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Table 3 (cont'd) 

Urban area Length Pop Urban area Length Pop 
(km) IOOO's (km) IOOO's 

Ripon 3 13 Telford□ 14 79 
Risca & Newbridge*OO 25 16 Tewkesbury* 6 9 
Ross-on-Wye 9 6 Thetford 1 16 
Rugby*OO 11 60 Tiverton 6 16 
Rushdon & Higham 5 22 Tonypandy 13 • 

Ferrers Truro 16 
St Albans & Hatfield*OO 10 67 Uttoxeter 2 9 
St Helens & Rainford 5 113 Warrington 4 65 
Scarborough *D 5 43 Wellingborough 9 
Shire brook 3 12 Wells□ 3 9 
Shrewsbury□ 3 56 Welwyn Garden City & 6 40 
Southport 10 86 Hertford*OO 
Stafford□ 55 West Bromwich 12 163 
Stamford Bridge I • Weston-super-Mare□ 5 52 
Stockton-on-Tees□ 6 163 Weymouth□ 9 57 
Stoke-on-Trent*OO 18 260 Whitby□ 5 13 

Stratford-upon-Avon *DO 4 20 Wigan 11 81 
Stroud*□ 7 20 Winchester 5 32 
Sudbury 2 40 Wisbech 5 17 

Sutton-in-Ashfield 14 80 Workington 7 23 
Swaffam 3 4 Wolverhampton *DO 9 269 
Swansea*OO 13 91 Wrexham 9 40 
Swindon*OO 5 91 Yeovil□ 5 26 
Tavistock□ 7 8 York 2 105 

Summary of Study of Disused Railways in Urban Areas 

Total Length Length Length Original Remaining Original Remaining Population 
length used now used now that have No. of No. of No. of No. of within 
(kms) as roads as paths been over- over- under- under- show urban 

(kms) (kms) developed bridges bridges bridges bridges areas 
(kms) 

Complete figures 1,275 67 160 727 409 736 507 19,457,481 * 

Figures for 
London and 
Manchester alone 200 17 26 25 7,811,660* 

Figures for 
London alone 20 3 4 8 7,281,080* 

• Figures taken from I 971 Census. 



Document Preparation 

waste sites. (See Liverpool Annex 5). Altogether the disused railways are green 

wedges - linear parks through the towns. 

From the cyclist's point of view, it was a disappointment that so few had surfaces 

that were really rideable, and those that were - Swansea Bay, Manifold Line and part 

of Eccles to Pendlebury- only served to heighten the sense of loss. It would be 

impossible to carry out a study of the potential of the remaining disused railways 

without becoming aware of the lost opportunities. Usually, the Ordnance Survey 

1:50,000 Landranger map series were very accurate with regard to the current use of a 

line and the existence of bridges. It was therefore particularly disappointing to find 

that on the Great Central Line in Leicester, no less than nine bridges had been removed 

this year, so completely destroying the continuity of the line. The OS maps had shown 

all the bridges. 

Altogether, l,500kms were examined in the field and much of this length has been 

incorporated in various specific route proposals detailed in the 33 Annexes attached to 

this Study. 

Whilst this may appear to be a formidable number, there are certain to be numerous 

routes and links that could be constructed on the 8,000kms not covered in this Study. A 

systematic study of these is bound to yield valuable routes, particularly if done in con

junction with a rationalisation of the network of public footpaths and bridleways. 

Urban and industrial areas have such complex and fragmented networks of disused 

lines, that we were only able to cover the more obvious opportunities. The Study has 

only put forward examples of small and valuable links where it came upon them in the 

course of following longer routes. (Annex No. 20). 

A third area of interest, again only covered in passing, consists of land beside opera

tional lines, particularly spare spans of bridges, and the railway margins. Whilst this 

would not be an appropriate location for extensive routes, in certain circumstances, 

such land could afford an opportunity for routes on the minor roads network to be 

linked to avoid heavily trafficked roads. 

The potential of each line studied has been set out in an annex to this study as a set of 

outline notes. These have been arranged so that each forms a self-contained document 

illustrating the project in sufficient detail to form a basis for further decisions. The 

route is detailed on 1: 10,000 or 1 :25,000 scale maps showing the line, access points, 

deviations and links. Each problem or opportunity is illustrated. A comparison with 

traffic flows and gradients on existing routes gives some idea of the route's usefulness. 

In general, roads with more than 1,000 vehicles/day use have been avoided. Adjacent 

population numbers are used to provide an estimate of the use of the route. A summary 

of the estimated costs is presented. 

A significant bridge is shown on the cover of each annex to illustrate that these struc

tures give routes on railways their particularly valuable characteristic - namely 

segregation. 

11 



0 

z 

C 
C 

I. 

2. 

3. 

4. 

5. 

6. 

7. 

8. 

* 9. 

10. 

tl I. 

12. 

13. 

14. 

15. 

*16. 

17. 

18. 

*19. 

*20.

21. 

22. 

23. 

24. 

25. 

26. 

27. 

28. 

29.

30.

31. 

32. 

33. 

Table 4 Table and Location of Route 

Greater Manchester-Accrington to 

Macclesfield 

South Wales-Newport to Swansea 

Leeds to Wakefield and Barnsley 

North East - Newcastle to Durham & 

Barnard Castle 

Liverpool Loop Line 

Stoke-on-Trent Loop Line Links 

Newport & Cwmbran Blaenafon & 

Abergavenny 

Lines in Hertfordshire 

Norwich to Drayton 

Bristol, Castle Park to Yate 

Swindon Old Town (U) & Ogbourne 

St George to Marlborough (R) 

Lines in Derby 

& Burton-on-Trent 

Nottingham Lines 

Lines in Preston and Lancaster 

Gosport to Fareham 

East Sussex Lines - Hailsham to 

Eastbourne 

London Lines 

Leicester Great Central 

Rugby Lines & Special Cases of Isolated 

Viaducts and Bridges 

Various Small Lines 

Kingston-upon-Hull 

Lincoln 

Birmingham Lines 

Cornwall - Bodmin to Padstow 

North Devon -Barnstaple to Ilfracombe 

Dartmoor - Plymouth to Princetown 

Mendips - Yatton to Cheddar 

New Forest- Poole to Brockenhurst 

Guildford to Shoreham-by-Sea 

Cotswolds -Cheltenham to Stratford-

upon-Avon 

Peak District Lines 

Snowdonia-Welsh Highland Line 

(Porthmadog to Caernarfon) and 

Caernarfon to Bangor & Bethesda 

Lake District - Keswick to Penrith 
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These annexes are published in a single volume entitled "A Collection of Short Routes" containing notes on the following - Braintree; Bristol Ashton Swing Bridge; 

Bristol Temple Meads Harbour Bridge; Bristol A.4 Bridge; Bristol Canon's Marsh Harbourside Line; Great Yarmouth; Hailsham; Harwich; Hereford River Wye 

Bridge; Lambley Viaduct; Larpool Viaduct, Whitby; Leatherhead; Lewes to Uckfield; Newport (Isle of Wight); Norwich to Drayton; Rickmansworth; Rugby; 

Salisbury; Weymouth. 

t This annex has not been published as during the course of its preparation Wiltshire County Council and Thamesmead District Council gave per
mission for the construction of a railway route to commence. 
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4. Categories of Disused Railway Bike Paths

.!. l Routes Through Areas 

Multiple and Complex 

mains 

·- Urban and Urban

ringe Routes

.3 Recreational Routes 

The types of disused railway route that were covered may be divided into a number of 

broad categories which are described as follows: 

1. Complex routes through areas with extensive railway remains.

2. Urban and urban fringe routes.

3. Recreational routes in popular areas.

4. Isolated lengths and bridges.

5. Listed bridges and viaducts.

6. Double track or more railway routes that have now been reduced to a lesser

number of tracks or singled.

7. Operational line due for closure.

8. Waggonways, tramroads and private railways.

In the South Wales, Greater Manchester, West Yorkshire and County Durham areas, 

there are particularly large numbers of possible routes. Selection of any one route 

would have implied that somehow it was better than numerous alternatives. This 

would be unfortunate and incorrect since the Study did not even attempt to survey all 

possible routes in these areas. The idea of a complex route, or one that linked together 

a number of fragments, gave a necessary degree of order to the situation. The solution 

illustrates the range of opportunities in the area, the problems of creating continuous 

linked routes and, at the same time, puts forward the outline of a major facility that 

would generate many journeys in its own right. For instance, the route from Newport 

(Gwent) to Swansea and the Gower, 107kms long could become a self-contained and 

recreational route. (Annex 2). Each of these routes contain elements described in the 

following sections. 

The Study devoted most of its time to work in this area. Good urban routes can expect 

to attract high levels of use and to cater for some particularly necessary journeys such 

as those to and from school. Urban areas with disused railways are listed in Table 3. 

Bridges are the key to urban routes because of the concentration of heavily trafficked 

roads. An extract from the Liverpool Loop Line Annex is shown at the end of this 

report as an example of a particularly good urban route, whilst an extract from the 

Stoke on Trent Loop Line is included to show the problems resulting from the loss of a 

few key bridges. Whilst the most fragmented examples have not been included in this 

study, the 1 OOOkms of route does include provision for about 20 light controlled cross

ings and 10 new bridges over highways to replace bridges that have been demolished 

over busy routes. 

In this category, the Study only considered those lines in public ownership and a few 

examples of lines sold in long lengths to private land-owners. Many other country lines 

could be practically re-developed if rights of way negotiations were successful. Many 

of the publicly owned routes have been converted into footpaths or bridleways. In only 

a very few instances has a surface been laid that is suitable for regular cycling, eg the 

Highpeak Trail (20km) which happened to be ballasted in ash, the Bitton to Bath 

Midland Line (8kms) where the ballast was blinded with limestone dust and short 

lengths elsewhere. 

Because of the lack of attention generally given to the surface, many paths have 

degenerated to little better than a bridle-path (eg Guildford- Shoreham-by-Sea. An-
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• .4 Isolated Lengths and

Bridges

.5 Routes on Listed 

Bridges and Viaducts 

.6 Routes Beside Singled

Operational Lines 

.f. 7 Future Closures 

nex 29). Herein lie the seeds of a considerable problem as railway routes have much 
greater recurring maintenance costs than ordinary field paths, and unless the route is 
well used, its future might be jeopardised by the failure to justify repair costs to bridges 
or fencing. Therefore, it would appear to be a sound policy to develop multiple use of 
railway paths as 'strategic paths', or 'popular routes' or whatever, so that the resulting 
high level of use ensures a proper maintenance provision. 

A target level of use of 25,000 pedestrian and bike trips per year per km, is the level 
that is being reached on the better paths. 

On many of the routes, some of the road bridges have been removed in order to ef
fect highway improvements. Even one at-grade major road crossing is a major detrac
tion from the value of the overall route in the eyes of some important groups of 
users- children, parents, families and the elderly. Sometimes it was possible to devise 
a way around the problem eg by going under a highway river bridge, but in either case a 
controlled crossing or bridge was allowed for as appropriate. 

The routes described in outline in the Annexes to this Study, include a number that 
are already a public route of one type or another. These have been chosen from 
amongst the routes of particular value to cyclists as well as to illustrate a number of dif
fering situations. Although a case could be made for creating segregated routes, 
wherever possible (for children etc.), we have not pursued railway paths following 
routes where the existing roads are both relatively flat and carry low traffic flows. A 
low flow road, suitable for incorporation in a major cycle route, has been taken as one 
with less than 1,000 vehicles/24 hr day. 

This Study has not been able to tackle the fragmentary remains of the disused railways. 
In the Western Region alone, British Rail still own 300kms, broken down into over 
1,000 bits on over 300 separate lines or sections. It also owns over 1,000 bridges, 50 
viaducts and 52 tunnels on the disused lines. 

In addition to those in British Rail's ownership, there are possibly as many as 10,000 
railway bridges still standing. Any bridge crossing a major road could form a valuable 
segregated crossing of that road. Short lengths of line can often be used to enhance the 
attraction of a much longer road route, or to provide a convenient and quiet short cut 
and walkway. 

The sum of all these small features could be considerable and very valuable. 
However, unless developed within the context of an overall programme to encourage 
cycling, they could remain isolated and unused rather than essential components of an 
integrated network of routes running for the most part on quieter roads. 

There are 19 listed structures on disused railways - 16 owned by British Rail and 3 
privately. Many of the viaducts are of quite considerable size. Altogether, they repre
sent the greatest splendour of the railway age. We decided, as part of this Study, to take 
a look at the location of these structures in detail to see if they could be incorporated in
to a route which could make good use of them. (Annex 19). 

As the Study progressed, we realised that there were considerable tracks of railway still 
classified as operational, on which one or more lines had been removed. But it is very 
rare that the surplus half of the bridge, no longer needed by British Rail, is removed. In 
places, this type of 'disused' line could offer a most valuable link or route provided it 
could be created safely without prejudicing the operation of British Rail. Therefore, 
this type has been limited to short crucial links, such as the Brittania Bridge at Menai, 
th; Tavy Bridge at Plymouth and lengths beside branch lines and sidings. An example 
is shown at the end of this report. This is another area which deserves a detailed and 
systematic survey rather than the chance discovery allowed for in the course of this 
Study. 

Any line closed in the future (eg Selby- York) could become a valuable route. We 
recommend that, at closure, careful consideration is given to developing them as 
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Measured use of Certain Paths 

Two-way flows 
Location Survey A.M . 

Date Peds Cycles Mopeds 

* HARLOW - Converted road 10.5.79 103 135 37 
* CHELMSFORD - Cycle track 15.5.79 132 248 
* CAMBRIDGE -Cycle track 22.5.79 75 287 
*CAMBRIDGE-Cycle track 22.5.79 146 150 
+ CAMBRIDGE -Converted footway Spring 80 16 131 
+ BEDFORD - Converted footway Winter 5 35 

79/80 
* BITTON -BA TH Railway 3.7.81 13 9 

Path built for ped/ 5.7.81 52 43 
cycle use 2.8.81 147 271 

* HARLOW -Cycle track 10.5.79 199 107 II 
*CHELMSFORD-Cycle track 15.5.79 409 228 
x CHELMSFORD -Subway 4.3.81 338 I 13 I 
* NORWICH - Subway 24.5.79 205 51 8 
*NOR WICH-Track 24.5.79 133 115 IO 

* PETERBOROUGH - Track 31.5.79 106 52 
*PETERBOROUGH-Track 31.5.79 27 96 
*PETERBOROUGH-Track 31.5.79 186 132 
* STEVENAGE - Track 5.6.79 272 300 102 
* STEVENAGE -Subway 5.6.79 123 332 134 
*STEVENAGE-Subway 5.6.79 163 173 82 

(*0700to0930and 1530to 1830)(+Peak2hourperiods)(x 0730to 1030and 1530to 1830). 
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.8 A Note on Waggon

ys, Tramroads and 

Private Railways 

paths. It would be desirable to have some national agency carrying out this assessment, 

otherwise criteria will vary from Local Authority to Local Authority depending upon 

individual priorities. 

This Study has not systematically looked at this type of line. Tramroads with wooden 

rails on transverse sleepers were recorded in Wales in 1695. By 1750, iron rails were 

common. There were at least 500kms of tramway in the Welsh Valleys in 1840, and as 

much again in the Tyne and Wear region as is shown on Map 4.1. In a number of 

places, the remains of old tramways were found to be in good condition and were used 

as links in longer routes. For example, parts of both the Hirwaun Tramway (1820), the 

Penydarren Tramway (1790) and the Oakwood Tramway were incorporated into the 

Swansea to Newport route. Creating a continuous route on the old tramways was often 

found to be much more feasible than on much more recently closed railways. This may 

be accounted for by the fact that they were often well used as routes/roads by local 

people who continued to use them after the tramway closed. Their scale was more local 

and so their use remained comparatively high. However, in the case of railways, such 

use was not tolerated, the public were expected to travel by train as fare-paying 

passengers, and the route never developed into any sort of pedestrian thoroughfare or 

right of way. 

The Annexes also illustrate one example of a disused private railway- the Welsh 

Highland Railway from Porthmadog to Dinas near Caernarfon. (Annex 32). This line 

would form a very valuable route in Snowdonia. 
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Near Stottesdon, The Cleobury, Mortimer & Ditton Priors Railway 

West Kirby, The Wirral Country Park: Parkgate, Chester & Birkenhead Junction Railway 
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5. Construction and Technical Details

5_1 Bike Paths for the 

ared Use of Pedestrians 

d Cyclists 

The comments in this Report are restricted to those aspects of disused railway route 

projects that relate to the path for pedestrians and cyclists. This is not to say that mat

ters such as landscaping, toilet blocks and the like are not necessary and valuable, but 

merely that they are usually covered in most railway reclamation projects and are out

side the brief of this Study. 

This is an important issue as there is generally neither the space nor the funds to build 

parallel, but separate, foot and cycle paths down a disused railway. Nor is there the 

need. After over a quarter of a million trips made on the Bitton - Bath path, split 

roughly equally between pedestrians and cyclists, there have been no reports or com

plaints about conflict received by any authority. 

Pedestrians are usually cited as having fundamental objections to cyclists on paths 

for pedestrians - particularly the elderly. However, surveys on the Bitton - Bath path 

have shown that they particularly like the smooth, dry, all-weather surface that is 

specifically required by the cyclist. In practice, many railway paths are too rough for 

them and, in Winter, many field footpaths are also difficult to use. 

In general, we think that conversions which provide specific joint facilities for 

cyclists and pedestrians can only be a good thing as their combined need may realise 

valuable facilities that each alone would be unable to get. Therefore, throughout this 

Study, we refer to paths on disused railways as 'bike paths' or paths for the joint use of 

pedestrians and cyclists. Horses are another thing and are discussed in the next section. 

The table on Figure 5.1 gives some idea of the measured use of various paths. It 

should be noticed that the unsegregated paths at Cambridge and Chelmsford take high 

flows that exceed the values on wider paths separated by kerbs. 

A white line, or different surface finishes, as is common on the Continent, can be 

also satisfactory. In this Study, we shall take the 2.5m wide unsegregated path sug

gested in the Department of Transport's note 'Ways of helping cyclists in built-up 

areas' 5 as the standard width in urban areas. This standard is appropriate for new 

paths on railway lines. The route shows that this can have a use in excess of 100 

pedestrians and 100 cyclists per hour in two-way flow. Field tests at Cranfield have in

dicated very much higher capacities. 

The path should have grassed verges, where possible, at the same level as the surface 

of the path. In fact, such verges allow much narrower paths to be used in practice since 

then passing of groups coming in opposite directions can take place on these verges. 

Since this will be a relatively rare occurrence at any one point, little damage will be 

done to the grass. The minimum practical width for prams or side-by-side walking or 

cycling and passing is I .Om. Even narrower hard strips are acceptable for low level of 

use links across agricultural land where a hard surface 300mm wide is sufficient and 

will cause the minimum disruption to the farm. 

In the case of unsealed paths constructed of grit, shale or other local material, the 

practical width determined by the direct tipping of the material from a lorry is 2.0m. 

This also allows the ready access of maintenance vehicles. 
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Horseriding 

General 

If horses use an unsealed path along with 

pedestrians and cyclists then it will rapidly 

deteriorate to become unsuitable for cycling and in 

extreme cases impassable to pedestrians. However 

generally on a railway route there is room to make a 

separate bridlepath as illustrated here. 

I. Bridlepath outside railway land and entirely

separated from the evenly graded walking/cycling

railway path.

I & 2. The bridleway follows the original contour

of the ground along the railway margins near to the

perimeter fences. Fig 2 shows the relative

narrowness of a single track embankment.

3. Where there is no embankment or cutting side to

prevent the horses inadvertently straying on to the

railway path, then a simple post and rail barrier is

required.

4. A similar solution is required where the bridle

path must deviate to rejoin the formation in order

to pass under or over a bridge.

5. This figure shows triple use of a path that can be

achieved with a sealed surface.

6. On a standard bridlepath cyclists would be

unusual because the horses will have destroyed the

surface.

7. On a double formation there is room for a

+--=-----'=----------------------------=== continuous parallel bridlepath if need be separated 

7 

by a central rail. 

ALTERNATIVE MEANS 
OF PROVIDING 
FOR HORSES 

Fig 5. 2 



5.2 Providing for Horses 

5.3 Motor-bikes 

Bridle-paths also need to be segregated from traffic, but in practical terms, they need 

to be built separately from paths for pedestrians and cyclists. Horses in any number 

destroy any unsealed surface. In wintertime especially, a relatively few animals can 

reduce a path to a quagmire, such as the Christ's Hospital to Shoreham railway route, 

where for 2- 5kms, the path can be up to 200mm deep in mud. This is impassable to 

both pedestrians and cyclists. 

Suitable surfaces for horses are either the natural ground or, in cases of heavy use, 

75mm sand laid on 75mm crushed stone. The bridle-path can generally be accommo

dated in one of the various positions shown in Figure 5.2. At Wirral Country Park, go

ing southwards from West Kirby, the bridle-path is generally accommodated in the 

margins of the railway land where it follows the original ground contourt It joins the 

railway formation proper to cross over or under bridges where it is separated from the 

pedestrians by a simple post and single rail barrier (see section 5.8). At points where the 

two paths cross, then the surface is made up to a higher stone standard. The inverse of 

this general arrangement has been used, or proposed, on the Kingswinford Branch in 

South Cheshire, with the horses using the original ballast. It does not work well for 

cyclists. 

On double track formations (Figure 5.2/7), there is sufficient room for the bridle

path to run adjacent to the pedestrian/ cycle path separated by a central barrier. It may 

be better to use this in conjunction with the railway margins, described above, as this 

will be less obtrusive. 

In all cases, the relative importance given to each of the two types of route should 

relate to the anticipated use of the route. Generally, the levels of walking/cycling use 

will be very much higher as these are much more widely available forms of travel. In 

this Study, we have generally allowed for a bridle-path to be included in the scheme 

where it would join together existing bridle-paths, or for a proportion of the whole 

length if it lies in the countryside. The Wirral Country Park type of solution has been 

used for preference. 

Where railway routes have already been built as combined bridle-paths, considera

tion should be given to uprating them to provide separate routes for the two groups of 

users. 

These are a problem. Although they don't necessarily do much damage to a sound sur

face, motor-bikes do use railway paths to gain access to private fields, woods and other 

open spaces where they can scramble, and thereby cause damage. Their speed, weight 

and noise necessarily mean that they conflict with, and are a potential hazard to, other 

users of the railway path, since, by its segregation, it will be attracting pedestrians and 

those cyclists who cannot cope with traffic on the roads. Motor-bikes can generally be 

kept to a negligible nuisance level by adequate barriers in the rural areas and passive 

surveillance by path users elsewhere. 
However, there may be locations where a completely separate link, or route, for 

motor-cycles and mopeds is warranted or certain large areas of railway land could be 

set aside for motor-bike scrambling as has been done at Handsworth on the 

Wolverhampton low level line. 
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5.4 Construction of the 

Path Base and Running 

Surface 

.::.4.1 Base 

5.4.2 Unsealed Surfaces 

5.4.3 Sealed Surface 
Construction 

Railway formations with the ballast remaining in situ are an ideal base for path con
structions. There is a sound, graded and usually well-drained base to work on. (Fig. 5.4 
example 1). If the ballast is clean, then it needs to be levelled to remove sleeper indenta
tions and blinded with 3mm max. size stone dust to fill the interstices. If the ballast is 
already clogged up, this will not be necessary, although it is likely that it will have a top 
surface of plant growth and accumulated soil (Example 2) which must be scraped 
clean. 

If, unfortunately, the ballast has been removed, (Example 3) more work is 
necessary. There may be enough stone left, or the sub-grade itself may contain suffi
cient rock to permit a relatively small amount of stone to be brought in to make a level 
base. However, if the sub-grade is poor, (Example 4) then a full lOOmm of 40mm scalp
ings or stone should be laid on a layer of engineering fabric (polypropolene fibres). The 
fabric will prevent the stone layer degrading through mixing with underlying silts and 
clays and it will also reinforce the path. This is generally a more economical and better 
solution than the alternative of a thicker layer of rock. 

The means of constructing the path is often itself the determining factor on the type 
of sub-base adopted. Lorry access is often difficult to the long narrow railway sites, 
and if the construction vehicles have to traverse the path, it may need to be stronger 
than is really necessary for cyclists and pedestrians. Weather conditions and the time 
of year also will be determining factors. 

On the rural less heavily trafficked routes, an unsealed surface can be satisfactory. It is 
essential that the finish, both hardness and rideability, is comparable with that on 
minor country roads, otherwise the path will not attract a wide and regular use. 

Possibly the best material is 3mm limestone dust spread in a layer about 10mm thick 
and rolled wet. The free lime in this material reacts to produce a very hard surface. 
Other locally available stone dusts may be suitable, provided they can 'bind' to 
produce a hard surface. 

In all respects, the path should be considered as a minor road and the full expertise of 
the road engineers should be called upon to give a sound and appropriate solution. In 
particular, the path should be laid carefully to fall so that no ponds or puddles appear 
and soften the ground. On steeply graded lines (eg 1:40), it is particularly important 
that no quantity of water is allowed to run down the path for any distance as this will 
erode the surface. This may necessitate occasional herringbone drains across the path 
itself. 

Sealing the surface of a compacted stone path with a layer of surface dressing or 
asphalt will greatly extend its maintenance free life, and probably should be done in ur
ban areas. The normal specifications for pavements beside roads (ref. 7 - 50mm bit
mac) are not really appropriate to a walking and cycling path on a generally sound 
foundation such as a railway ballast. 

Surface dressing consists of spraying a layer of oil, bitumen or primer onto the 
carefully prepared and brushed stone base. This is then covered with one layer of 6mm 
stone chippings & rolled. A second coat may be applied if necessary. This work could 
be done within a Manpower Services Commission (MSC) Job Creation Programme, 
whereas the laying of cold or hot asphalt would have to be done by a Contractor. 
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I. Whenever possible the ballast should be retained. It provides a hard and generally

well-drained base to the path.

2. If the sub-base is very poor then the path may need to be constructed on 

engineering filter fabric (eg Terram, Fibertex, etc.) and constrained by side boards

(waste boarding).

3. In cuttings, particular attention should be paid to drainage. If the existing drains

are blocked or destroyed, it may be best to position the path on one side of the

cutting and dig a substantial ditch on the other.

4. If the flooding is particularly severe, then it may be best to build the path on a low

causeway, and to retain the water, treating it as a feature.
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5.5 Drainage 

5.5.1 Boundary Drains 
Affecting Adjacent Fields 

5.5.2 Internal Drains to 
Cuttings 

5. 5. 3 Drainage to
Structures

The original railway construction built new drains, ditches and culverts to maintain 
the existing field drainage conditions. These ditches have to be kept properly dug out in 
order to ensure that the farmland is properly drained. This only becomes a significant 
problem in the flat-lands where there is no significant fall in fields to allow natural 
drainage. 

Cross culverts have to be kept clear, but it is very rare that they need re-building or 
repairing. Their blockage on sidefalling ground can have quite severe consequences as 
in these situations the runoff water can quickly build up to flood over the track, The 
water may then run 'down' the track for some distance, totally destroying an unsealed 
surface in the process. Nearly all the railway paths in hilly country that we saw ex
hibited signs of considerable erosion. In Stoke-on-Trent some paths h•ad washouts 
ov�r long lengths, 100mm deep or more. This can be avoided by carefully shaping the 
railway formation so that the path itself and its shoulders or verges fall away sideways 
spilling the run off into side ditches. In extreme cases 'grips' can be built across the 
path at frequent intervals to positively force runoff to leave the line of the path itself. 

It is not uncommon to see lengths of disused railway cutting flooded with water. This 
happens when the original 'French' drains or open channels have been destroyed or 
blocked. Whilst it may be possible to correct this, it is probably more practical either to 
dig a fresh open ditch down one side of the cutting, or to run the path on a low cause
way and keep the water as a feature as shown in Figure 5.5. 

This is something which needs to be assessed in each particular case. The safety and life 
of certain structures may be affected by the efficiency of their original drainage and 
waterproofing systems. 

"Example of large bridge carrying potential route over major road in an urban area - Liverpool"
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:.6 Longitudinal 

_Bumpiness and Quality of 

Ride 

5.7 Access Details 

The most relevant British Standard as regards surface finish of footpaths is B.S. 4987 

(1973) 'Recommendations for laying coated macadam for car parks and hard 

shoulders' 7, which states that an A2 finish should be within the tolerances given 

below. 

Max. depth of gap, if not otherwise agreed with the purchaser or his representative, 

beneath a 3m Straight edge used longitudinally. 

Road Base 

Base Course 

Wearing Course 

Machine Laid (mm) 

25 

13 

7 

Hand Laid (mm) 

25 

13 

10 

It is felt that the tolerance allowable for base course in the above table, ie 13mm under a 

3m straight edge is a practical standard for the surface finish of cyclepaths, because 

usually the base course and wearing course are incorporated as one layer in most 

cycleway construction. 

The standard for 'rideability' or 'bumpiness' as proposed by the T.R.R.L. for roads 

is 150 inches (3750mm) in 1km under a rolling straight edge (bump integrator). This 

reduces down to 12.5mm in a 3m stretch, where no rolling edge is available. It is 

thought to be more feasible for cyclepaths to allow a total of 18mm in any 3m section. 

The above tolerances should be used only as a guide for the construction of 

cycleways and the ultimate decision as to whether the surface is suitable or not should 

be taken by the engineer on site. 

It must be possible, indeed easy, to get on and off the route. In their original state, 

railway lines had almost no access points for pedestrians and this characteristic has 

often been maintained·on railway paths. In an urban area, there should be a link into 

every residential quarter so that as many people as possible can reach the route without 

crossing a major road. This will amount to as many as two access points per kilometre. 

What access points there are usually go straight up or down the side of an embank

ment or cutting and are much too steep for prams or cycles, and even pedestrians. 

Access ramps should be cut to a gradient of 1 :8 or 1: 10 and built to an adequate width, 

generally similar to that on the main path. 

Connections with the highway should be smooth and existing kerbs must be drop

ped. At this point in the journey, where the cyclist should be concentrating on joining 

or crossing the flow of traffic, the one thing that he should not be faced with is a ride 

over a grass verge and a kerb. 

Links to schools and other traffic generators must be built to a high quality. Pupils 

will not be encouraged to use the railway route to school if the last 200m is across a 

waterlogged playing field, or if they have to join the main road for the last bit of their 

journey. The whole question of providing new entrances to schools may be a problem 

in some areas, where school grounds are not very much open to the public. However, in 

our detailed notes on specific routes, we have generally shown such a new route run

ning from the railway route direct to the school. 

These links and access points should be seen as an integral part of the railway route, 

since it is essential to encourage as much use of the route as possible. 
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- .8 Fencing Standards The owner of railway land is obliged to provide stockproof fences where required. This 

means that, in urban areas, fencing is not usually a statutory obligation, although 

there may be places where good fences will make good neighbours. Generally though, 

it will be the case that adjacent premises already have resolved their fencing problems, 

since trespass from derelict and unused railways is a constant problem. This, again, 

may be expected to diminish with the popular use of the line. 

In rural areas, fencing should be repaired or replaced as and when required. It is 

often the case that the current line-side activities do not justify a stockproof fence, or 

that the railway margins have become so overgrown that they are an effective barrier in 

themselves. It is rarely justified to allow for the replacement of the whole of a fence 

alongside a railway. Some Local Authorities owning line appear to have had to do very 

little about fencing. There are cases where the fencing costs are surprisingly high such 

as the Wirral Country Park where new post and rail fencing was installed throughout. 

We have allowed for high tensile steel stock netting throughout as this type gives good 

quality fencing at a material cost of less than £1,000/km of fence. 

There will be very few places where it is necessary to fence the side of the path against 

the public falling off it. The approaches to bridges, bridges themselves, and retaining 

walls are examples where this will be necessary, but it is unlikely to amount to more 

than a small fraction of the total length of the route. Figure 5.8 shows appropriate 

fencing details. 

"100 mm dia. mis welded balustrade to River Avon Towpath, Bristol" 
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5.9 Variations in Gates and 

Stiles 
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Almost every railway path has adopted a different approach. Some of the ar

rangements seen on the survey are illustrated in Figure 5.9A. They include low bars 

and traps to deter motor-bikes, chicanes to trap cyclists, locked gates for access 

vehicles, stiles, cattle grids and so forth. 

The object of all this is to prevent entry to unauthorised parties whilst permitting 

normal users easy access. It is virtually impossible to prevent determined entry by 

motor-cyclists, horseriders or cars and so all barriers need to be backed up by the ap

propriate designation of the path by byelaws and supervision and surveillance. The 

best control of any path is through the passive surveillance exercised by large numbers 

of the general public. A path must be popular and well used to check misuse and abuse. 

In urban areas, where trips are likely to be frequent and short, passage shtmld not be 

hindered by gates or stiles. The whole railway route should be treated as a linear park, 

and its path should enter and leave the highway in the same way as paths do into 

municipal parks in the area. Bollards could be provided to frustrate car access, but 

motor-bikes have to be deterred by law. Almost everything that stops motor-bikes, 

also stops some users, such as people with prams or in wheelchairs. 

In rural areas, where use is less intensive, the simple slot and bar gate seems to be a 

good compromise. Figure 5.9B. illustrates other more particular solutions that are re

quired for railway crossings, entry to fields with stock, crossing agricultural accom

modation roads and so forth. 
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Fig 5.10 Examples of 80/81 Costs of Re-painting Operational Steel British Rail 
Bridges 

Bridge Details Cost & Paint System 

1. Rail bridge over river, 110 ft. span. £7900 
Steel braced main girders, cross girders, 
rail bearers, timber deck. 

2. Road over railway, 45 ft to 75 ft skew span. 

Spot prime and undercoat. 
2 overall coats bitumen. 
£5750 

Plate girders & parapets, steel trough decking. Spot prime & undercoat. 
2 overall coats MIO on parapets & gelled 
bitumen on soffit. 

3. Railway over road & land alongside (2 spans). 
29 ft square, 38 ft skew-each span. 

£9650 
Spot prime, overall undercoat, 
2 overall coats MIO. Plate main girders & cross girders, railbearers, 

plate floor. 
4. Railway over road. £3200 

20 ft square span. Plate main girders, 
cross-girders, railbearers, plate floor . 

Spot prime & undercoat. 
2 overall coats MIO. 

Examples of Current Works to Bridges on a Line in Public Ownership- Bakewell to 
Buxton Line 1980 Tender Prices 

Bridge No. Description £ 

50 3 Arch Viaduct over public road, each span 10.8m 
(12.8m high) masonry with brick arches 292 

51 Small masonry farm road over, span 9.6m 298 
52 Masonry with brick arch B6048 road over, span 10.8m 323 
53 Masonry with brick arch over farm road, span 2.8m 2984 
53A Masonry with brick arch over farm road, span 3.0m 1136 
54 Masonry with brick arch A6020 road over, span 10.6m 353 
55 Masonry with brick arch A6020 road over, span 9.6m 440 
56 Masonry with brick arch over A6020 618 
56A Masonry arch cattle creep, span 2.0m 228 
57 Masonry and brick arch farm road over, span 8.4m 354 
58 Masonry and brick arch over public road, span 9.0m 4308 
59 3m span arch, farm road under. Demolished & filled in llOO 
60 Masonry & brick arch, farm road over, span 9.6m 487 
61 Masonry & brick arch, public road over, span 9.6m 4ll 
62 Masonry & brick arch, farm road over, span 9.6m 515 
63 Brick arch, farm road over, span 9.6m 1746 
64 Tunnel-block up with block walls & gates 3.0m wide 7945 
65 5 arch Monsal Dale viaduct 5111 
66 Small masonry farm road over, span 9.6m 595 
67 Masonry over road, span 9.6m 1880 
68 Tunnel- block up with block walls & 3.0m wide gates 7442 
69 Tunnel 7320 
70 Small masonry arch, footpath over-10.0m span 140 
72 Large, 3-steel arches, 3 masonry arches (120m + overall) 64943 

(Includes 63,000 for sandblasting & painting)' 
73 Small masonry over road 1232 
73a Demolish subway serving 3 platforms 4945 
75 3-Arch masonry over river end span 14. 7m 12676 
76 Tunnel, block up ends with block walls & 3m wide gates 8522 
76A I-arch brick bridge over river, 15.3m span 889 
77 Tunnel - 95 yards long repaint 767 
78 Tunnel- 122 yards long repaint 701 
79 3-arch viaduct over river 4898 
80 5-arch viaduct over river 7293 
77B Small timber footbridge over river - repairs 1263 
81 Small masonry over farm road 449 
l Masonry farm road over 595 
2 3-arch viaduct over river 647 



5.10 Bridges, including 

Tables of Recent Costs 

incurred in Bridge 

�aintenance 

Bridges are the essential component of disused railways that make them so potentially 

valuable as segregated routes. The loss of a single bridge over a major road can utterly 

destroy the value of a long route. 

Bridges are also seen as the greatest liability on any route and are the principle reason 

given by Local Authorities for not promoting a route on disused railways. The actual 

repair, maintenance, demolition and replacement costs of particular bridges are listed 

in Table 5.10. It is important to bear in mind that pedestrians and cyclists will make an 

insignificant live load to structures that were designed to take railway locomotives. 

Parapets of railways are areas that generally need particular attention to make them 

safe and vandal resistant. For a masonry structure, it is usually very difficult to deter

mine its effective remaining life and so a pragmatic solution is to use the bridge in ques

tion until such a time that it clearly needs repairs, and then, at that time, to decide on its 

future, and the future of the route. This is to be preferred to the alternative of leaving 

the railway derelict and unused for an indefinite period of time. 

The major threat to the continuity of routes has been the removal of bridges, often 

to improve the headroom, the sight lines or the width of a highway. The larger propor

tion of bridges removed are rail over road, whereas road over rail tend to remain. The 

average maintenance of operational railway bridges in the South West area of British 

Rail is £400/year (1980 prices). 

However, bridge maintenance costs do vary greatly from structure to structure and 

it is not unreasonable for a Local Authority to take a cautious view in case one of their 

prospective bridges might be one of the high cost ones. It would be very valuable if it 

were to be possible to refer to an impartial and experienced railway bridge 

maintenance engineer for an authoritative and balanced view about the state of in

dividual bridges. If the question of bridge liabilities could be resolved in this way, a 

main obstacle to the development of many remaining routes could be resolved. Also, 

the incidental loss of bridges could be reduced. A mechanism is also required which 

allows bridge maintenance works to be carried out when and as required, rather than 

by having to include this work in a prohibitive first stage cost. 

"Example of large bridge on existing footpath - Monsal Viaduct, Peak Park"
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5.11 Missing Bridges and 

At-Grade Crossings 

There is no precise definition of the conflicting levels of pedestrian/cycle flow on a 

path, and vehicle flow on a highway that will necessitate a controlled crossing. Figure 

5 .11 gives some indication of the current position. 

Any uncontrolled crossing of a road at-grade will be a deterrent to some classes of 

user such as children whose parents may refuse to let them use the route at all because 

of a single such crossing. If the railway routes have an important training place in the 

strategy of an overall cycling policy (as discussed in Section 11), thenjt will be impor

tant to try to reduce such obstacles. 

The safe crossing of a road will also be determined by the length of sight lines, by the 

speed of the vehicles and by the approach control of the cyclists, as often they will be 

coming down a ramp adjacent to the approach of a demolished bridge. 

Light controlled crossings have been used successfully at Peterborough, Middles

brough and York, and elsewhere and should be used at the traffic levels shown on 

Figure 5 .11. In certain circumstances, the construction of a new bridge may either be 

more economical, or necessary, due to traffic speeds and conditions. It is important 

that the whole route is designed to be a strategic, heavily used path, with the high peak 

flows that justify such expenditure. 

"Break in the Loopline Path at Scotia Road, Stoke on Trent" 

"Existing abutments remaining beside Cleveland Street, Kingston upon Hull" 
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Table of Costs of Materials & Plant for works to a typical 400m long tunnel: 

(i) Blinding & two layers of surface dressing@ £4.50/m
(ii) White lines @ I 5p/m 
(iii) Cycle logos
(iv) Spray inside walls of tunnel with one coat of reflective paint

7000m'@ !Op

(v) Seal 40 No. Shelter @ £20
(vi) Lighting sum
(vii) Roof shield- m.s. sheeting with extra weight galvanising & 

suspenders @ £12.00/m

TUNNELS 

£1500 
£150 
£20 

£700 

£800 
£3000 

£5000 

£11120 

Part Plan of Path 

DETAILS SHOWING A 
RANGE OF WORKS 
WHICH MAY BE 
REQUIRED TO SUIT 
SPECIFIC CASES. 

Fig 5.12 



5.12 Tunnels 

5.12.1 

5.12.2 

5.12.3 

5.12.4 

5.12.5 

5.12.6 

5.13 Lighting 

Tunnels are a particularly interesting feature of a railway route which can be handled 
in such a way so as to provide not only a necessary link in a continuous route, but also a 

significant attraction to encourage the use of the route. Ashbourne tunnel used to form 

the start to the Tissington Trail, but is now scheduled for a by-pass to the town. 

Railway tunnels are a popular feature of American Rail-trails. 
In general terms, this Study has not advocated the use of tunnels more than 400 

metres in length and it recommends that the following measures are incorporated to 
make the route safe: 

An alternative route by-passing the tunnel should always be built and signposted as 
such. It need not necessarily be built, or, indeed, it may not be possible to build this 

alternative, to standards suitable for cycling and the user may expect to ha\<e to walk 

pushing the bike. 

All alcoves and recesses in the wall of the tunnel should be sealed off with wire grilles 
or brickwork to prevent any loiterers using them. 

The riding surface must be smooth and without any faults that may be difficult to 
see. This means that it should be 2.5m wide and bounded with two continuous lines of 

wide reflective paint, together with a broken line I .Om from one edge to define the sec

tion for pedestrians. 

The walls of the tunnel should be sprayed with a white reflective paint, at least up to 

a height of 3m. Whilst this will never look 'smart', it will serve to lighten the tunnel suf
ficiently for the traveller to see others. This will not be possible if the walls are wet and 

an alternative is to spread white chippings on the floor of the tunnel other than along 

the line of the path. 

If necessary, the possibility of individual falling bricks coming down on the surface 

should be guarded by a simple shield. This may be more economic than re-pointing the 
tunnel, and has the advantage of catching any water coming in and serves to channel 

more light into the tunnel as well. Re-pointing of the brickwork is highly labour inten

sive and could form a good MSC type project with only a small material cost. If, of 

course, the tunnel is structurally unsound, that is if it may collapse in the short term, 
then it should not be used. 

Background lighting may be necessary, but should be used sparingly so as not to 

destroy the attraction of the tunnel. 
These points are illustrated in Figure 5.12. 

In some ways, tunnels represent the same sort of opportunities as viaducts. They 

both raise problems of how to handle the heritage of the highest achievements of the 
railway age. Altogether, some 300 miles of tunnel were driven, and no less than 200 
separate tunnels on disused railways remain in British Rail's ownership. Most urban 

tunnels are part of the fabric and structure of the town. Streets and houses are built 

over them and short of grouting them solid, there is no effective way of eliminating 
them. Some are inherently unstable, for example, in coalmining districts, but others 

were driven through hard rock, or are lined with sound materials and should remain in

tact for the foreseeable future. 
Work has now started (October 1981) on incorporating the 400m Staple Hill tunnel 

in Bristol into a much longer railway route. Particular attention is being given to mak
ing the approach cuttings so attractive that the public will be encouraged to use them 
and so provide a degree of surveillance to the tunnel itself. 

One of the costly items on urban schemes can be street lighting. We take the attitude 

that lighting should usually be installed in a second phase of the scheme, when the path 
has been proved to be popular during daylight hours. Most journeys throughout the 

year are made in daylight hours. Those few trips after dark, in Winter months, when 
cycling is less popular anyway, can be made on the ordinary highway, or made by other 

means. 

There may be a case for installing lights under certain wide bridges or at other points 

which require light during daylight hours. 
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5.14 Canal Links and the 

Treatment of Towpaths 

It is impossible not to refer to canals, at least in passing, in this Study, as they are the 

other great opportunity for segregated routes. Not all canals will have been built to 

adequate standards to permit the construction of a shared path on the bank. Figure 

5.14 puts forward dimensions which should be met for a route that takes anything 

more than the casual user. 

Table 5.14A 

Annex No. 

2 

6 

7 

12 

14 

23 

Here, the idea is that the existing towpath is completely re-built on the side of the 

bank away from the water's edge, leaving a I. 7m wide grass bank as a slight barrier and 

for other users of the canal to sit on, or fish from. It is important that the idea of this 

reconstruction is grasped as otherwise, individual experience of muddy, narrow and 

pitted paths near to the bank edge may prejudice a favourable use of this facility. 

It is important that the ownership and control of these paths remains with the British 

Waterways Board as they have the responsibility of maintaining the canal and must in

evitably close these paths from time to time to carry out works. This approach has been 

discussed in detail with the British Waterways Area Office on a project for the Kennet 

and Avon Canal from Bath to Trowbridge. It is proposed that the work will be carried 

out by Cyclebag, the Bristol cycling group, and that they will work closely with the 

Gloucester Office of the British Waterways Board to design and develop the concept as 

it proceeds. This route would have a dust surface, but, in urban areas, as for the 

railways, the path should be asphalted. 

At present, the British Waterways Board levies an annual licence of £LOO for a 

cyclist to use all canal towpaths in the country (with certain exceptions). We recom

mend that this continues as it serves to give a measurement of involvement for the 

public and control to the British Waterways Board. 

Table 5.14A lists the canals used as links in the railway routes detailed in this Study. 

List of Canals Used as Links in this Study 

Location Total Length Name of Canal Length incorporated in 

of Route kms. Route kms. 

Greater Manchester 83 Manchester, Bolton & Bury 1.5 

(Derelict) 

Bridgwater Canal 5.0 

Peak Forest Canal 2.5 

Newport - Swansea 116 Monmouthshire & Brecon Canal 8.0 

Tennant Canal (privately owned) 3.0 

Stoke on Trent Loop 

Line Links 18 Caldon Canal 2.5 

Trent & Mersey Canal 3.5 

Newport - Cwmbran - 44 Monmouthshire & Brecon Canal 

Pontypool - Abergavenny (Disused) 2.0 

Derby Lines 32 Derby Canals (filled in) 3.5 

Preston Lines 31 Lancaster Canal (filled in section) 1.5 

Wolverhampton Low Level 

Line & Kingswinford Branch 62 Dudley No 2 Canal 6.0 

Birmingham & Worcester 2.0 
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