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Introduction and Strategic Context

▪ In January 2021 Blackburn with Darwen 

Council released the consultation draft of its 

proposed Local Plan 2018-2037. The Plan set 

out a strategy that would see the area 

continue to encourage employment growth 

and investment. The Plan also sets out 

proposals for tacking climate change (the 

Council having made a commitment to become 

climate neutral by 2030) and tacking inequality 

both in health and deprivation.

▪ The Plan proposed development at a number 

of locations in order to continue investment in 

the borough, and set out a framework to 

facilitate development in new growth sites in 

order to create sustainable development and 

deliver improved outcomes for the residents, 

businesses and workers in Blackburn with 

Darwen

▪ In particular, the Plan presented a Balanced 

Growth Strategy which would see Blackburn as 

the focus for new strategic development sites, 

and the development of a Blackburn Growth 

Axis which comprises a cluster of strategic and 

local developments sites linking the M65, 

Blackburn Town Centre and Salmesbury 

Enterprise Zone as a future economic driver of 

the Borough.

▪ The A6077 Haslingden Road forms part of this 

Growth Axis and is a key artery for the town, 

linking the M65, the town centre and a 

number of important employment sites, a 

regional hospital, residential areas and 

schools.

▪ It was against this context that SYSTRA was 

appointed to develop a transport strategy for 

South East Blackburn, which would identify the 

key connectivity challenges facing the area, 

develop a series of objectives to guide decision 

making, and produce a range of transport 

options, comprising sustainable and public 

transport interventions as well as some 

necessary highway proposals, to reduce traffic 

congestion on key routes and increase the 

range of non-car transport options available to 

residents, workers and visitors, so that the 

highway network could operate within capacity 

in the future.

Figure 1: Blackburn with Darwen Local Plan Map
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The Study Area

▪ The Study Area is shown in Figure 2. It is 
situated to the South East of Blackburn town 
centre and is bound on the north and east sides 
by junctions 4 to 6 of the M65, and by the A666, 
A677, and A678 Carl Fogarty Way to the south 
and west. The study area is made up of a mix of 
residential, business and education sites.

▪ The A6077 Haslingden Road runs the length of 
the study area and is the key artery running 
between Junction 5 M65 with the town centre 
as well as being the primary access for the 
hospital and the large number of employment 
and retail developments in the study area.

▪ The A6077 is currently undergoing a number of 
highway improvement schemes to improve 
traffic flow and reduce congestion. However, as 
the area is forecast to see significant levels of 
development within the Local Plan period, it is 
unlikely that these widening schemes will 
provide sufficient capacity to accommodate 
that growth, and further interventions will be 
necessary.

▪ Of particular interest for this study is the Guide 
Junction, which lies immediately north west of 
M65 Junction 5, and which is the intersection 
from traffic adjoining and leaving the Strategic 
Road Network (SRN) and Haslingden Road as 
well as the B6231 Blackamoor Road/School 
Lane junction. The Junction accommodates a 
range of traffic types, including local trips, traffic 
exiting the SRN, and freight traffic originating or 
bound for the industrial sites within the study 
area.

Figure 2: The Study Area



6

Structure of this Report

▪ This report has been produced in conjunction with a number of Technical Notes which provide greater detail on background work carried out to inform the 
development of this Strategy. Specifically, these notes relate to:

▪ The Transport Challenges in the Study Area

▪ The development of the Strategic Objectives for the Study

▪ The Initial long list of Transport Options considered as part of the preferred package of strategy recommendations

▪ The Technical Notes can be found in Appendix 1-3 of this report. Modelling outputs are contained in Appendix 4.

▪ Section One sets out the baseline assessment for the Strategy. It covers the identification of challenges facing the study area and sets out the study’s 
objectives. It also provides a summary of the stakeholder engagement carried out to identify issues and potential solutions

▪ Section Two sets out the proposed transport options and details the methodology for appraising them before presenting the results of the modelling 
exercise

▪ Section Three details the proposed package of the Strategy recommendations

▪ Section Four covers funding and delivery of the Strategy
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LA CONFIANCE TRANSPORTE LE MONDE

1. Baseline Assessment



8

Transport Challenges

Demographic and Productivity Indicators

▪ The population in the Blackburn with 
Darwen local authority area has been 
gradually increasing over time, with an 
estimated population of 150,000 in 
2020, and an annual population change 
of around 0.17% p.a between 2011 and 
20201. However, figures from the Office 
for National Statistics reveal that life 
expectancy at birth is decreasing with 
female averages from 81.2 in 2013 to 
80.3 in 2018, a trend which is mirrored 
in males2.

▪ In 2017, the latest date for which the 
data is available, Blackburn had a Gross 
Value Added (GVA) per head of £20,525, 
75.3% of the UK average, although a 
30% increase in ten years.3

▪ The 2019 Index of Multiple Deprivation 
shows that Blackburn with Darwen is 
the 9th most deprived local authority 
based on the proportion of LSOAs in the 
most deprived 10% nationally.4

However, employment in the authority 
showed strong growth between 2011 
and 2021, increasing by 10.8% to 
63,5005.

▪ Indicators of health and wellbeing from 
Public Health England for Blackburn 
with Darwen showed in 2019/20 that 

66.7% of adults were classified as 
overweight or obese, above England’s 
average of 62.8%6. Department for 
Transport statistics also report that 
people in Blackburn with Darwen are 
less likely to walk (55.6%) or cycle 
(3.8%) at least once a week for any 
purpose than the England average 
(67.3% and 11.6% respectively)7,8.

▪ Blackburn has a large Asian population, 
28% identifying as Asian or Asian British 
in the 2011 Census9. Walking and 
Cycling statistics from 2019 
demonstrate this as a challenge with 
Asians being the least likely to cycle, the 
proportion of adults cycling once a 
week was just 6.1% for Asians in 2016 
compared to 27.9% for White or White 
British10.
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Transport Challenges

Cycling

▪ A core objective of the LTP 4 is to
renovate streets and public places to
increase active travel. A fundamental
challenge is to improve facilities for
walking and cycling in the study area
to provide a safer environment to
encourage participation in active
travel. Cycling infrastructure in the
area comprises of a variety of off-
road and on-road cycle routes
including both local and national
cycle routes. The A6077 has fully
segregated cycle provision adjacent
to the north of the carriageway.
Recently completed enhancements
to the highway widen Haslingden
Road by adding a further lane, and
have resulted in the replacement of a
segregated cycle lane with a shared
cycle footway.

▪ Sections of some surrounding roads,
such as Roman Road and Blackamoor
Road do not provide an attractive
cycling environment and current
layouts are perceived as too narrow
to cycle safely on in some parts.

▪ The Weavers Wheel is a 26km route
surrounding Blackburn town centre
that provides access to local
employment and education amongst
other opportunities. The level of

provision across the network lacks
consistency. There are some fully
segregated off highway sections but
also some signposted sections along
busy roads.

▪ The Propensity to Cycle Tool reports
that cycling represents only 1% of
commuter trips within the study
area, but estimates that this could
reach between 4%-26% under a wide
range of forecast scenarios.

Figure 3: Cycle Infrastructure and Challenges

Figure 3: Existing walking and cycling networks
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Transport Challenges

Walking

▪ Typically, the walking infrastructure in the study area comprises residential
streets with footways on both sides of the carriageway of around 2m in width.
The cycle lane running adjacent to the A6077 is adjoined to a lane assigned to
pedestrians. There are controlled crossing facilities at key locations along the
A6077 including the entrance of the hospital and along Blackamoor, Roman
and Walker Roads. Topography slopes gradually upwards from the town centre
to the M65 and to outskirts of the study area. The walk south-west on the
A6077 is therefore slightly uphill.

▪ Along Blackamoor Road and Roman Road, the walking infrastructure is less
consistent. There are sections of the roads with no footways present and large
sections of both roads only have single sided footways, (although this has been
improved to an extent by the opening of Issa Way at the bottom of Blackamoor
Road). Consequently, these footways have their width reduced when
confronted with street furniture and lighting columns. As with the provision for
cyclists, the narrow pavement widths present a safety issue for pedestrians.
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Transport Challenges

Bus

▪ Blackburn town centre is connected with 15 different routes plus
additional services adjoined to these routes linking the surrounding
areas. From Blackburn, longer distance bus services link to locations
such as Clitheroe, Preston, Burnley, Accrington, Chorley and
Oswaldtwistle. To the south, Darwen is connected by seven routes and
its longer services continue to Bury, Bolton and Edgworth.

▪ Bus services have been removed from routes serving the industrial
estates, in part in response to COVID-19. However, this has increased
people reliance on the private car and resulted in additional on-street
parking which constrains space and makes it difficult to reintroduce
these services.

▪ TRACC analysis shows that accessibility by bus to the Royal Blackburn
Hospital is broadly comparable to that of other major hospitals across
Lancashire, but that some of the major industrial sites in the study
area (the Walker and Roman Road Industrial Sites in particular) are
poorly connected, suggesting that connectivity needs to be improved
to the south of the study area.

▪ The level and quality of bus infrastructure in the study area also varies
widely; there are no segregated bus lanes and the majority of stops do
not have shelters. Blackamoor Road is currently only served by the
No.33 bus with just one stop located by Walkers Park with no layby or
shelter for passengers. School Lane served by No.15 and does provide a
layby but again no shelter. Figure 4: Existing public transport network
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Transport Challenges

Rail

▪ There are six rail stations within Blackburn with Darwen, with four within or in
close proximity to the study area (Blackburn; 1.3miles from centre of the study
area, Mill Hill(1.6 miles), Cherry Tree (2.5 miles), and Darwen (2.6 miles). In
addition, Rishton station, located just over the border in Hyndburn, is also 2.6
miles from the centre of the study area. These stations provide connectivity to a
range of locations including York, Preston, Manchester, Leeds and Blackpool.

▪ Whilst detailed patronage data is not available, data from the Royal Blackburn
Hospital shows that less than 1% of staff commute by rail. This is likely to be due
in part to distance, topography, and a lack of connecting bus services.

▪ A branch of the Ribble Valley Line runs through the study area, linking the stations
of Blackburn and Darwen. In 2015 the Darwen Loop section of the line was double
tracked in order to provide a half hourly service between Blackburn and
Manchester Victoria. The line runs close to significant residential development
and would likely have a reasonable catchment area, although most of the route
remains largely single track and may require upgrade.

▪ The TRACC analysis results displayed in Table 1 show that rail mode share is
virtually non-existent at the 30-minute level, this largely reflects the long walk
time from the station to destinations within the study area.

% of Lancashire population within 30 minutes travel time of:

RAIL SERVICES ONLY
AM Peak Hour 
(08:00-09:00)

PM Peak Hour 
(17:00-18:00)

Interpeak 
(09:00-17:00)

Shadsworth Business Park 7% 7% 7%

Walker Park Industrial Estate 3% 3% 3%

Roman Road Industrial Estate 4% 4% 4%

Royal Blackburn Hospital 9% 9% 9%

Table 1: TRACC Analysis
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Transport Challenges

Highways

▪ The study area is bound by the
M65, the A666 and A6078
Higher Audley Street. Since the
completion of the M65
motorway in 1997, the A6077
corridor has experienced
significant growth to around
23,000 vehicles per day. There
has been a noticeable rise
resulting from the relocation of
Blackburn Royal Infirmary to
the Royal Blackburn Hospital
site in 2006. Haslingden
Road/A6077 is now the main
gateway to the Royal Blackburn
Hospital and the centralised
Accident & Emergency
department for the East
Lancashire NHS Trust.

▪ Traffic levels during the study
period were suppressed as a
result of COVID-19 related
travel restrictions. Whilst traffic
levels will increase, it is unclear
the extent to which some
changes, such as changes to

shift patterns, and working
from home, will have in terms
of a long term impact on travel
patterns. Nonetheless, traffic is
likely to increase as a result of
the number of Local Plan
development sites planned
within the study area.

▪ The M65 Junction 5/Guide
Junction in particular is forecast
to see high levels of growth. In
the past, work has been done
to signalise the junction,
however, this work is unlikely to
be adequate to fully mitigate
increases in traffic growth.
Other interventions which
could redistribute traffic or
achieve modal shift are likely to
be necessary.

Figure 5: Highway issues
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Stakeholder Engagement

The Study Team engaged with a number of relevant stakeholders in order to gain a wider perspective on the transport issues impacting on the study area.
These stakeholders included local ward councillors, representatives of local businesses and large employers, and cycling groups. Some of the key messages and
issues identified through the stakeholder engagement sessions included:

▪ There has been a change in local bus services over time, in part as a result of falling demand, but this increased in response to the road works and latterly,
as a result of the COVID-19 pandemic. Service 33 has been extended to serve the hospital, however, the Blackburn circular which provided linkages to the
wider Blackburn catchment has been lost.

▪ COVID-19 has had a significant impact on travel patterns. A number of businesses have moved to home working. Some responses to the pandemic (e.g.
scrapping of car park charges) will encourage private car use in the longer term.

▪ Car share and cycle to work schemes have been trialled in the past; some have proved more successful than others. Those that were less successful were as
a result of third party/PFI involvement.

▪ A big increase in cycling since COVID-19 due to the introduction of lockdowns. There has been a particular increase in BAME take up of cycling. Safety is an
issue for some new cyclists.

▪ Traffic congestion is an issue on Roman Road/Blackamoor Road, particularly for HGVs, although this should have been addressed by the recently completed
highway improvement works in the area.

▪ A number of employment sites operate 24 hours a day, making journeys by public transport difficult. Several industrial estates have allocated parking.

▪ High level of car dependency in the local area, with people using cars for short journeys.

▪ Some pavement widths in the area are too narrow to encourage safe walking and cycling.
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DRAFT

1. Walking - Improving Active Travel Network and Connections - Blackburn with Darwen currently has the 11th lowest rate in England for residents walking
at least once a week11. However, this represents an improvement over recent years, as it ranked in the bottom five in 201612. In order to encourage and
ensure an uptake in walking trips, effective links are required between site allocations and existing public rights of way, intertwined with the Weavers
Wheel Network. Also, continued improvements to pedestrian infrastructure to improve the environment for pedestrians, alongside the delivery of a
behavioural change programme.

2. Cycling - Enhancing the Weavers Wheel Network and Cycling Provision – Improved cycling provision on roads surrounding the A6077 and encouraging
behavioural change. Challenges surrounding encouraging behavioural change include the topography, weather and demographics of the study area.
There is a requirement to extend the Weavers Wheel Network to further the link between development employment sites and the town centre. This
should be linked to improving current signage on the network. There are challenges surrounding how cycling infrastructure can be improved without
having to rely on individual businesses upgrading their onsite facilities.

3. Bus - Improvements to Bus Services and Infrastructure - Addressing existing weaknesses in the current bus services and associated infrastructure to
encourage a modal shift. Enhancing the limited bus service provision to connect employees homes with areas of employment including Shadsworth Road
Business Park, Walker Park and Roman Road Industrial Estates. Potential additional routes must service the south-west of the study area, link to the
hospital and town centre of Blackburn, but also address limited provision at shift change times.

4. Rail - Addressing Rail Service Accessibility and Catchments – Improving access and facilities at the existing stations within or close to the study area, in
addition to increasing the provision of stations. Such improvements are dependent on increasing multi-modal connectivity with rail to key origins and
destinations within the study area.

5. Highways - Interventions to Redistribute Traffic and Increase Capacity – Traffic flows are forecast to further increase along the A6077 corridor due to
substantial housing growth and economic development. Current travel patterns partly reflect the limited range of alternative transport options within
the study area and investment will be required to support public transport and active modes, and to provide a range of other transport choices within
the area than are presently available.

Summary of the Transport Challenges

Name of the presentation
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Study Objectives

The issues set out in the Challenges Technical Note, alongside analysis of accessibility from the main transport interchanges to key destinations, and discussions with 
the client team informed the development of a number of objectives for the study. More information on this is provided in the Objectives Technical Note in the 
Appendix, but the agreed objectives are set out below.

Improve the quality and accessibility of sustainable transport options within the South East Blackburn area

▪ Improve public transport service provision such that 60% of the BwD population are within a 30-minute journey time of key employment sites located in the 
study area

▪ Deliver improved rail connections to key trip generators within the study area

▪ Improve integration within and between different transport modes so that each contributes its full potential and people can move easily between them

▪ Increase cycling mode share in the corridor from 1% to 3% in the next five years.

Enable growth ambitions to be realised without adversely impacting on journey time reliability within South East Blackburn

▪ To prevent any further worsening in the level of congestion on the Guide Junction beyond that identified in the Local Plan Transport Study Assessment and 
Mitigation Report.

▪ To improve journey time reliability within the study area, reducing the increase between inter peak and peak time journey times.

Conserve and enhance the environment of South East Blackburn so that transport choices available support a better environment

▪ Make a positive contribution to improving air quality

▪ Support the Council’s objective to become climate neutral by 2030



LA CONFIANCE TRANSPORTE LE MONDE

2. Option Development & 
Assessment
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Development and Assessment of Transport Options

▪ The baseline assessment of the transport challenges facing the study area, and the agreed
Strategic Objectives for the study were used to develop a long list of transport options
which could be appraised for potential inclusion in the preferred package of options for the
strategy. The ‘Options Technical Note’ in Appendix 1 sets out the full series of proposed
transport options, including specific transport proposals identified as part of this study.
However, for simplicity in appraising the options, as well as to avoid precluding other
proposals which may arise in the future, these options were grouped into ten categories:

▪ Option 1 – Walking & Cycling Network Improvements
▪ Option 2 – Bus Service Improvements (Should include Demand Responsive Services)
▪ Option 3 – New Railway Station
▪ Option 4 – Park & Ride
▪ Option 5 – Future Mobility Measure: MaaS, Mobility Hubs and Shared Use Services
▪ Option 6 – Future Mobility Measure: Connected Autonomous Vehicles
▪ Option 7 – Travel Demand Management (Travel Plans and Behaviour Change

Programmes)
▪ Option 8 – Major Highways Infrastructure (Significant New Road, Tunnels or Flyovers)
▪ Option 9 – New Local Link Roads
▪ Option 10 – Junction Capacity Improvements

▪ In order to determine which of the long list of options may form a suitable package for the
final strategy, a first pass qualitative assessment was carried out based on the Department
for Transport’s Early Appraisal Sifting Tool (EAST). EAST is a decision support tool that has
been developed to quickly summarise and present evidence on options in a clear and
consistent format. It provides decision makers with relevant high level information to help
them form an early view of how options perform and compare. EAST has been designed to
be consistent with TAG business case principles in that the issues respondents are asked to
consider when assessing the impact of schemes are consistent with those that will need to
be addressed when preparing a full business case.

▪ For this project, the study team supplemented the existing EAST criteria with more locally
specific criteria, in order that the outcome of the sifting exercise would more closely reflect
local priorities and objectives. These locally specific criteria were allocated to one of the
existing EAST categories in order to retain the appraisal structure but provide greater detail
on local impacts, costs and benefits. These local criteria were based on the Objectives
developed for the project and were agreed and revised in advance with the client team.

▪ Scoring of the Options against these criteria was carried out separately by three members
of the study team before combining to obtain an average score. This scoring was shared
with the client for querying and sense-checking before the results were totalled. The output
from this exercise is shown overleaf and the results are summarised here.

▪ It was agreed that the top four options would initially be taken forward and their
contribution to abstraction and modal shift be considered, both in isolation and as a
package of measures, in order to determine if they were sufficient to reduce forecast
growth on the network to such a degree that key junctions identified as part of the Local
Plan Transport Study could be brought back to operate within capacity. Were this not
possible, the study team would look at upgrades to local junctions, and then, if necessary,
the addition of local link roads within the study area to redistribute and redirect traffic

Rank Option Score

1 Walking and Cycling 134

2 MaaS/Travel Hubs 125

3 Behaviour Change and Travel Plans 124

4 Bus including DRT 122

5 Junction Capacity Upgrades 95

6 New Local Link Roads 93

7 New Rail Station 92

8 Park and Ride 91

9 Connected Autonomous Vehicles 80

10 Significant Highway Infrastructure 70

Table 2: Options ranked
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Specific BwD Criteria

Walking 

and 

Cycling

Bus service 

inc DRT New Railway Station

Park and 

Ride

FM: Maas, 

Hubs FM: CAV

Travel 

Plans/Behaviou

r Change

Highways Infrastructure 

(significant new roads)

Local Road 

Links

Junction 

Capacity 

improvements

Scale of impact Scale of impact 2 3 2 2 3 1 3 5 4 3

Fit with wider transport & govt 

objectives

Improve the quality and accessibility of sustainable 

transport options within the South East Blackburn area

4 4 4 3 4 2 3 1 2 2

Enable growth ambitions to be realised without 

adversely impacting on journey time reliability within 

South East Blackburn

4 4 3 3 3 2 4 3 4 4

Conserve and enhance the environment of South East 

Blackburn so that transport choices available support a 

better environment

5 4 3 3 5 3 4 2 1 1

Fit with other objectives

Consistent with recent Govt policy; Bus Back Better, Gear 

Change, Decarbonisation Plan and Levelling Up Fund

5 4 4 3 5 3 5 1 1 1

Darwen Town Deal’, will the scheme improve 

connectivity with areas to the south of the M65
3 3 2 2 3 1 3 3 2 2

BwD Climate Emergency Action Plan’, will the scheme 

contribute to the objective of the plan.
5 4 3 3 5 5 5 1 1 1

Key uncertainties Strategic certainty 4 3 3 2 2 1 3 3 4 4

Degree of consensus Alignment with local policies 4 4 4 3 4 3 4 2 3 3

Aligns with political priorities 4 4 3 3 4 1 4 2 3 3

40 37 31 27 38 22 38 23 25 24

sum 0 0 0 0 0 0 0 0 0

Economic Growth Stimulating regeneration and Local Plan integration 3 3 3 3 4 2 4 3 3 3

Carbon Emissions Potential to use alternative fuels 5 3 2 3 5 5 3 1 1 1

Socio-distributional impacts

Accessibility - increases the % of pop that can use non car 

modes
5 4 4 3 4 1 4 1 1 1

Increases options for BAME/hard to reach groups 4 4 3 3 2 1 3 2 2 2

Local environment Congestion relief 3 3 3 2 3 2 3 3 4 4

Supports PT mode share 1 5 5 4 3 1 4 1 1 1

Positive Contribution to air quality 5 3 3 3 5 5 5 1 2 2

Well being

Integration with active modes/supporting health & well-

being objectives
5 4 4 3 5 1 5 2 4 3

31 29 27 24 31 18 31 14 18 17

0 0 0 0 0 0 0 0 0 0

0 0 0 0 0 0 0 0 0 0

Implementation timetable Speed of implementation 4 3 1 2 3 1 3 1 2 3

Public acceptability Community support/acceptance 3 4 3 2 3 3 3 2 4 4

Practical feasibility delivery feasability 4 5 3 3 3 1 3 2 3 3

Quality of supporting evidence Evidence from successful examples elsewhere 3 2 3 3 3 1 3 3 4 4

Key Risks Deliverablity 4 4 2 3 3 2 3 2 3 4

18 18 12 13 15 8 15 10 16 18

0 0 0 0 0 0 0 0 0 0

Affordability Scale of investment (S,M,L) 3 3 2 2 3 2 4 1 2 3

Attractive to Levelling Up Fund bid 4 4 2 3 4 2 2 2 3 3

Cap Ex Scheme delivery costs (L,M,H) 4 4 1 2 3 3 4 1 2 3

Revenue Cost Draw on BwD management and staff 4 2 2 2 4 2 3 3 4 4

Ongoing subsidy/maintenance requirement? 3 2 2 3 4 3 4 2 3 3

Overall cost risk (1=high, 5=low) External economic risks 5 4 2 3 2 2 2 2 2 2

Asset risks 5 5 1 2 3 3 5 1 4 4

Internal revenue risks 5 2 2 1 3 3 2 4 4 4

33 26 14 18 26 20 26 16 24 26

0 0 0 0 0 0 0 0 0 0

Flexibility Potential for local SME involvement 2 3 2 2 4 3 4 2 4 4

Scheme is static/dynamic 5 4 2 3 4 2 4 2 3 3

Funding Likely to attract external funding 4 3 2 2 4 4 3 2 2 2

Income generation Income generation 1 2 2 2 3 3 3 1 1 1

12 12 8 9 15 12 14 7 10 10

0 0 0 0 0 0 0 0 0 0

 TOTAL SCORE 134 122 92 91 125 80 124 70 93 95
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Mode Shift Assessment

▪ Benchmark mode shift levels were obtained for the sustainable transport options identified through the EAST evaluation, in order to be able to quantify the
level of abstraction from car use and thus the scale of relief on the road network.

▪ To assess the impact of walking and cycling options, the study team used a previously developed disaggregated mode choice model to determine likely
patronage growth. The model forecasts the impact on cycling demand of improvements in cycling infrastructure. The model uses 2011 Census data and
guidance in TAG Unit A5.1 (Active Travel Modes), both of which are also used to inform the Propensity To Cycle Tool outputs, to estimate the utility (or
attractiveness) of changes to cycle facilities. Theoretically, a cycle journey with improved infrastructure or facilities is more attractive compared to the same
journey by other modes (which, for the purposes of the model, are assumed to remain unchanged). This increase in attractiveness generates an uplift in
demand directly related to the infrastructure investment.

▪ The model presents results on a per-day basis; as the highway model developed for the Local Plan forecasts peak-hour trips only, the daily cycle figure was
converted into a peak hour figure by applying a method developed by the Department for Transport for the Emergency Active Travel Fund which is based on
factors derived from National Travel Survey data, and forecast forward to the test years of 2027, 2032 and 3037 using TEMPRO growth factors.

▪ Forecasts of likely patronage for new bus services are difficult to derive given that patronage data is largely held by commercial bus operators and is not
widely shared due to issues of commercial confidentiality, and is largely dependent on a range of specific factors such as the catchment area, the route,
frequency, fare levels, and the presence of key origins and destinations. In order to derive a viable patronage figure for a candidate bus service, the study
team carried out a comprehensive review of relevant literature in order to obtain a list of case study bus services; whilst the majority of these reported
patronage increases based on percentage increase rather than absolute numbers, a small number did. These examples were reviewed by a Director in
SYSTRA’s Public Transport team, using the examples alongside;

▪ information on 2011 census origin data for bus;

▪ Blackburn and the study area’s population;

▪ demography and land usage;

▪ an estimate of the level of patronage that could be expected of a candidate bus service operating from the town centre and serving the main
employment;

▪ residential and development sites within the study area.

The figure was amended to achieve a peak hour figure and forecast using TEMPRO Growth factors to obtain values for the forecast years.
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Mode Shift Assessment

▪ Modal shift resulting from the introduction of Travel Plans was estimated following a review of the academic literature on the subject. A number of these
reviews which had been published by the Department for Transport showed that travel plans which were accompanied by parking restraint could secure an
18% shift away from car, with 10% being a more appropriate figure where parking supply is not actively managed. Other research suggested the success of a
Travel Plan can be predicted by examining the package of measures implemented as part of the Plan. A plan containing only marketing measures alongside
the promotion of transport options was unlikely to achieve any modal shift, whereas a plan which incorporated car sharing and cycle measures may achieve
a 3-5% reduction in single occupancy commuter car trips. Finally, a plan which promoted car sharing, cycling and walking and discounts on public transport
plus works buses will achieve around a 10% reduction. As such, a combination of all the said measures as a collective together with disincentives to drive
for example car park management measures could achieve a 15-30% reduction in drive alone activity over 3-5 years13,14.

▪ Finally, on Mobility Hubs, there is very little evaluation of their effectiveness, partly due to the fact that the definition of a Hub is wide and depends largely
on the features which they incorporate. Some evidence identified that bike sharing schemes can lead to a 2% shift away from other modes, with this mostly
coming from cars, though some of it is as a result of people choosing not to walk. Other features, such as e-car clubs, deliver carbon reduction and other
environmental benefits, but their impact on congestion is less easy to demonstrate. For these reasons, it was decided not to claim any mode shift as a result
of Mobility Hubs; as to do so would introduce a degree of double-counting into the exercise, as the use of a Hub would be promoted via travel plans and
would also likely encourage people to cycle more and use any new bus services.
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Modelling Approach

▪ In order to assess the impact sustainable interventions could have along Haslingden Road, (and specifically at the Guide junction), traffic flows have 
been adjusted using a combination of different sources. Traffic flows from the Blackburn with Darwen Local Plan Transport Study Spreadsheet Model have 
been used as a starting point from which to estimate the potential for mode shift.

▪ Traffic flows from the 2027, 2032 and 2037 forecast years have been extracted from the model for the Guide Junction and broken down by mode based on a 
traffic count at the junction.

▪ Traffic flows were then further disaggregated using the National Travel Survey (2018 to avoid any impact associated with COVID-19) as a guide to 
apportion trip purpose. Flows were further broken down by road type for the local and strategic road network as trip purpose characteristics during the 
peak hour are different on the local road and strategic road networks.

▪ The final part of the exercise was to apply mode shift adjustments as a consequence of introducing the package of measures across South Blackburn, again 
taking into account the characteristics of local and strategic journeys. Different factors were applied depending on the forecast year assuming that the 
package of measures would build up over time and not have the desired effect immediately.

▪ The following table indicates the assumed modal shift by year and journey purpose on the LRN (Local Road Network) and SRN (Strategic Road 
Network). Additional detail on how these figures have been derived can be found in Appendix 4.

MODAL SHIFT LRN 2027 2032 2037

% Modal Shift AM PM AM PM AM PM

Commuting 10% 10% 15% 15% 18% 18%

Work 3% 3% 4% 4% 5% 5%

Other - Education 25% 25% 32% 32% 40% 40%

Other - Other 10% 12% 12% 12% 15% 15%

MODAL SHIFT SRN 2027 2032 2037

% Modal Shift AM PM AM PM AM PM

Commuting 4% 4% 5% 5% 6% 6%

Work 0% 0% 0% 0% 0% 0%

Other - Education 6% 6% 8% 8% 10% 10%

Other - Other 6% 6% 8% 8% 10% 10%

Table 3: Proposed mode shift by journey purpose and year
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DRAFT

As can be seen from the previous table, the largest mode shift proportions are reserved for trips that are using the local highway network, predominantly as these trips 
tend to be shorter distance trips and therefore more likely to transfer. It is understood that locally, traffic is using the SRN to make short distance journeys due to 
congestion on the local road network and therefore, there is likely to be scope to increase the proportions on the SRN with further detail on trip distribution.

▪ Commuting: as discussed previously, DfT research indicates that effective Travel Plans which are core to the intended strategy can achieve an 18% shift away from 
private car

▪ Work: 'work' journeys are not anticipated to see a great difference in mode shift as they are journeys made for work or during work time.

▪ Education: There is significant scope to achieve greater mode share to active mode and public transport journeys for education trips. The National Travel Survey (2019) 
revealed that average journey length for pupils aged 5 – 16 is 2.4miles which is considered a good distance for cycling. With the correct infrastructure in place, case 
study evidence15 16 indicates that car use can reduce by in excess of 20% with some locations experiencing a 50% reduction. It is anticipated that the baseline in the 
study area is low with regards to walking and cycling trips and the potential transfer of up to 40% of education trips considered reasonable

▪ Other: As with Education trips, there is scope to see a shift from car, however, 'other trips' are related to personal trips such as shopping and visiting family which are 
likely to extend outside the study area, hence the relatively low proposed shift.

▪ By removing traffic from the forecast year network flows at the junction (based on the approach described above), this could achieve the following reduction in flow 
through the junction;

▪ As can be observed, the introduction of measures could lead to a reduction in flow at the junction of 7% by 2037. It is understood that there is anecdotal evidence that 
traffic is using the SRN to undertake short distance journeys which could transfer with improved active mode and public transport provision. It may be possible to 
increase the mode share with the provision of more detailed quantitative information. Mode shift has been adjusted for local and strategic movements (i.e. with a 
greater shift expected on the local network). A sensitivity test representing a 10% flow reduction has been carried out, which reflects in addition the impact of the 
Council’s wider policy proposals directed at securing modal shift and reduction in car miles, which would include a 2.5% reduction of traffic on all movements, except 
those to or from A6077 Haslingden Road South arm (M65 Junction 5) to reflect modal shift on the local road network arising from a comprehensive and cohesive cycle 
network across the study area.

▪ More detail on the model outputs is shown in Appendix 4.

▪ The following pages highlight the junction modelling results.

Modal Shift approach

Reduction in flow % of junction inflow

2027 AM 216 4.3%

2027 PM 191 4.1%

2032 AM 293 5.7%

2032 PM 260 5.5%

2037 AM 364 7.0%

2037 PM 321 6.6%

Table 4: Flow reduction by year with 7% decrease in junction inflow
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Junction Assessment Exercise

Existing Situation (Do Nothing)

▪ The focus on the next pages is on potential mitigation at the Guide junction with comparisons drawn against the do nothing scenario. The 
following table presents the impact of the package of measures (7% reduction in flow and 10% reduction in flow) without any form of mitigation 
to understand the impact of the package of measures in isolation.

▪ It can be observed that whilst the junction operation is improved in comparison with the do nothing situation, it does not bring the junction 
back within operational capacity.

Table 5: Degree of saturation (DOS) at Guide Junction at 2037 with existing arrangement and revised flows
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Junction Assessment Exercise

Do Minimum Results

▪ The results in the do minimum scenario (existing situation with modes shift applied) for 2037 are presented below alongside the different options tested. 
Results from other forecast years are included as an appendix.

▪ It can be seen that the junction is forecast to operate above capacity on all arms in the do minimum scenario with the exception of the A6077 arm in the 
AM peak.

Potential Junction Improvements

▪ Within the existing highway boundary, there is considered to be limited scope to make further improvements at the junction – most available space 
has already been taken to provide capacity at the junction during the previous upgrade scheme. Nonetheless the following alternatives have been 
investigated.

Test 1 - The Guide Link Road

▪ The introduction of dedicated link roads to channel traffic away from the junction has been tested, building on work undertaken for Blackburn 
Council previously.

▪ The link from the south connecting the A6077 with Blackamoor Road would remove left turners from the signalised junction. This would necessitate 
the construction of a 1-way link (south to west) assumed to have a give way junction connecting to Blackamoor Road.

▪ When compared against the Do-Minimum scenario, the proposed scheme has a positive impact across the junction, and in particular on the A6077 
South arm, with queues back towards the SRN junction being reduced. This is particularly evident in the morning peak which is to be expected given the 
tidal nature of the flows. However substantial queues still exist in all scenarios.

Test 2 - Lions Lane Link Road

▪ The north eastern link has also been tested which would connect the B6231 School Lane with Lions Drive. This is assumed to be a 2 way link affording 
access/ egress to and from Shadsworth Industrial Estate. An assumption has been made to remove 25% of traffic undertaking the movement to and from 
the A6077 North and B6231 School Lane (North to East and vice versa) travelling through the Guide junction which would use the link instead.

▪ As can be seen, when compared against the Do-minimum scenario, the proposed scheme has a negligible impact across the junction. The volume of traffic 
undertaking the manoeuvre is not sufficient to greatly impact upon the operation of the junction.

Table 6: Degree of saturation (DOS) at Guide Junction at 2037 for different options
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Junction Assessment Exercise

Name of the presentation

Figure 6 Test 1 alignment Figure 7 Test 2 alignment
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Junction Assessment Exercise

Test 3

▪ Test 3 combined the proposals contained within Tests 1 and 2, but this only demonstrated that the improvements to the operation of the junction arose as a 
result of the Guide Road Link (Test 1), and not from the Lions Link Road.

Test 4 - 2 left turn lanes from the side roads

▪ The possibility of including two uncontrolled left turning lanes from Blackamoor Road and School Lane has been explored to maximise the 
effectiveness of the two exit lanes on to the northern and southern arm. This results in a non-standard arrangement which would need to be judged from a 
road safety perspective, but precedents exist on local road networks. The scheme would need to be supported by clear signage that directed vehicles at 
the Guide junction into which lane to use for the following junction. So, for example from Blackamoor Road, this would direct Blackburn specific traffic into 
the left lane with Industrial estate traffic in the right lane (of the left turning lanes).

▪ As can be seen, when compared against the Do-minimum scenario, the proposed scheme reduces the DOS on School Lane in the PM but has little impact 
upon the remaining arms.

The modelling work presented to date for 2037 is based on an assumed reduction of 7% in flow through the junction as a consequence of introducing a 
package of improvements across the study area. As can be observed, whilst the performance of the junction is improved, it does not return the junction to 
capacity. A sensitivity test has been undertaken based on a 10% reduction in flow through the junction with the results presented below;

Test 5 - Combination of schemes 1 and 4

▪ For completeness, the two schemes that demonstrated some improvement on the operation of the junction have been tested together. This shows an 
improvement on all arms, returning the junction back within practical capacity in the PM peak, however, still operating above 90% DOS.

It can be observed that a 10% reduction in flow would lead to x2 of the options returning the junction back within practical capacity in the AM and PM peaks, 
namely – Test 2 and Test 5.

Table 7: Degree of saturation (DOS) at Guide Junction at 2037 for different options (sensitivity assuming 10% reduction in flow)
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Junction Assessment Exercise

Name of the presentation

Figure 9 Test 5 alignmentFigure 8 Test 4 alignment
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Junction Assessment Exercise

Land Take Option 1

▪ Following discussion with Blackburn Council, it became apparent that there is the potential for land 
take to the south east of the junction, on the site currently occupied by EBP Plastic Products. On this 
basis, we have designed a scheme that makes use of the land and the highway verge down to the SRN 
junction to provide increased capacity to the south of the junction. This has allowed for a three-lane 
approach from the SRN (northbound) which flares to four lanes at the junction. This option negates 
the need for the link roads discussed in the previous paragraphs.

▪ An extended segregated left turn on the School Lane arm can be accommodated as well as some 
localised widening on the Blackamoor Road arm to provide two separately signalised right turn lanes 
towards the south.

▪ When compared against the Do-Minimum scenario, the proposed scheme provides substantial 
betterment. The junction can be seen to be working around its theoretical capacity (DoS 90%) in the 
2037 assessment year.

▪ The scheme is further improved under the sensitivity test. Whilst this is unsurprising, it does underline 
the importance of securing a degree of modal shift from the delivery of sustainable and public 
transport measures, to the smooth operation of the transport network in the study area.

Table 8: Degree of saturation (DOS) at Guide Junction at 2037 – Land take option 1

Figure 10 Land Take Option 1
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Junction Assessment Exercise

Land Take Option 2

▪ At the request of the Council, the study team assessed the performance of a more 
significant scheme which signalised an expanded junction utilising the EBP site.

▪ The results below show the operation of the junction in 2037 which, as the latest 
forecast year, presents the worse case scenario. As can be seen, the scheme provides 
significant betterment in the AM peak on the A6077 northbound arm, and on the 
southbound arm in the PM peak when compared to Land Take Option 1.

▪ However the option works very well under the sensitivity test, with the degree of 
saturation reduced to below 90% on all arms in both the AM and PM peak aside from 
the A6077 south which is forecast to operate at 90% of its capacity.

Table 9: Degree of saturation (DOS) at Guide Junction at 2037 – Land take option 2

Figure 11 Land Take Option 2
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Strategic Road Network Mitigation

▪ The highway interventions considered for this study have focused on the local 
road network, and the Guide Junction in particular. Separately, work has been 
carried out by WSP to consider the transport impacts of the Local Plan 
allocation on this transport network, and this has included a transport study 
focused on the M65 Junction 5 Strategic Employment Site.

▪ That study has considered a range of mitigation options and proposed an 
upgrade to Junction 5 which would include the introduction of a third 
circulatory lane, increased capacity on all approaches, the introduction of a 
nearside flare on the M65 eastbound and westbound off-slips, and an additional 
lane on the B6232 Haslingden Road approach.

▪ The proposal forms part of a Levelling Up Fund bid. If delivered the scheme 
would improve the efficiency and capacity of the Junction and may smooth the 
flow of traffic around the network. It is also anticipated that the sustainable 
transport interventions contained later in this strategy will support 
improvements to the operation of this junction by increasing people travel 
options and reducing reliance on car trips.

Figure 12 WSP Proposed M65 J5 mitigation
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LA CONFIANCE TRANSPORTE LE MONDE

3. Proposed Package 
of Interventions
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Strategy Interventions

▪ As the previous sections have shown, there are 
a number of pressures on the highway 
network within the study area, and a number 
of constraints which impact upon the range of 
measures that can be introduced. The study 
area comprises both residential and 
employment areas, and is made up of a 
demographic which strongly favours car usage 
over other public or sustainable modes. This 
suggests that a programme of behaviour 
change activities, delivered in co-ordination 
with an increase in active and public transport 
provision, has the potential to secure a degree 
of modal shift away from car based trips. Many 
of the trips within the study area rely on the 
SRN for part of the trip, meaning they are not 
sensitive to changes in non-car transport 
provision; however, there is anecdotal 
evidence that there are a number of local 
trips being made between junctions 4-6, as 
they offer quicker journey times than the local 
road network. If this is the case, it means that 
the potential for mode shift is greater for these 
journeys than conventional SRN trips. Finally, 
the extent of the Local Plan developments 
proposed within the study area underlines the 
importance of planning for active and 
sustainable travel from the outset, before the 
new sites are occupied and travel behaviour is 
embedded.

▪ It is clear that South East Blackburn requires a 
transport network that operates efficiently if 
the area is going to contribute to the Councils 
economic growth aspirations, and therefore a 
well-articulated, forward-thinking strategy 
from the public sector will be required to 

facilitate the growth in a sustainable manner. 
Such an approach is best placed to mitigating 
future traffic growth and limiting the 
requirement for further capacity increase to 
both the local and strategic road network, 
which is only likely to induce further traffic 
growth and exacerbate the problem.

▪ This strategy therefore presents a number of 
interventions for South East Blackburn, to 
encourage shifts to active and sustainable 
modes for those local trips where this is an 
option. Longer term, it is recognised that there 
may be a requirement for some highway 
infrastructure enhancements to improve traffic 
flow and to cater for forecast growth in longer 
distance journeys, but this is dependent in part 
on the success of the measures proposed 
here, as well as the impact of longer term 
systemic factors such as changes to travel 
behaviour as a result of the COVID-19 
pandemic, the future of retail and the viability 
of town centres, and changes in technology.

Cycling and 
Walking 
Network

Bus Service

Area Based 
Travel Plans

Mobility Hubs
Junction 

Improvements
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Intervention One: Cycling and Walking Network

Context

▪ 2011 Census data and the DfT’s Cycle Propensity Tool 
illustrate that whilst there are low levels of cycling in the 
study area, there is scope to increase this considerably, 
provided that the right infrastructure is provided. The 
study area already benefits from being located close to 
the Weavers Wheel Cycle Network, which provides access 
to a range of marked and unmarked cycle routes across 
Blackburn and Darwen. There are opportunities to expand 
this and to provide a number of new or upgraded routes 
which will encourage cycling and walking, particularly for 
the resident population of the study area, as well as those 
that live elsewhere in Blackburn and work in one of the 
areas many employment locations.

▪ The study area has significant hills to the south of the 
Town Centre, particularly along Brandy House Brow 
(Roman Road), Haslingden Road  and south from Queens 
Park. Not only are hilly routes more physically challenging, 
but route attractiveness is affected by vehicle speeds, 
exhaust fumes and traffic noise from climbing vehicles. 
The terrain is much flatter south of the Hospital and 
Whinny Heights and more conducive to active journeys.  
The presence of several speed cameras is an indicator that 
traffic conditions are challenging: residential areas in 
Queens Park, Audley, Shadsworth and Higher Croft are 
20mph or have established traffic calming schemes.

Key Attractors

▪ This area of Blackburn includes several significant 
destinations, many of which have potential to attract large 
numbers of pedestrian and cycle trips if routes across the 
study area are improved.  These include Blackburn 
Hospital, The Central High School, Our Lady and St John 
Catholic College, Evolution Business Park and Walker 
Industrial Park.  A large growth area is also planned to the 
south of the M65 Guide Junction. The Hospital, local 
schools and innovative businesses are all well placed to 
promote active, sustainable travel choices to staff and site 
users. Figure 13 : Existing cycle network alongside key origins and destination
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Intervention One: Cycling and Walking Network

Cycling Potential

▪ Proposed cycling and walking schemes that would make 
up a network for the study area are described overleaf. 
The proposals have been developed following a site visit 
and build upon an assessment of local terrain and traffic 
conditions, existing facilities, development plans, and 
cycle propensity based on local commuting patterns.

▪ The output in Figure 7 is schematic and excludes 
journeys made for education trips, short interchange 
trips to the station and hospital visits. It illustrates that 
there is cycle demand north from Whinny Heights, along 
Shadsworth Road via the Hospital and east west from 
Higher Audley.

Figure 14: Output from cycle propensity tool
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Intervention One: Cycling and Walking Network – Cycle Proposals

Asda/Retail Park

▪ Minor works to the existing pedestrian route and an additional cycle phase at the signals 
at Lower Audley Street/Mayson St would create a significant alternative route to the rail 
station, avoiding the one way system at Townsmoor Retail Park.  Minor improvements 
should be made to the existing pedestrian route to provide wider, more direct, ramped 
connections in partnership with the land owner.

A6077 Grimshaw Park/Lower Haslingden Road

▪ The existing cycle lanes on Grimshaw Park should be remarked, with priority given to a 
wider 2.0m cycle lane uphill to the mini roundabout and along Haslingden Road (below 
left) as far as Bennington Street. This may require some reorganisation of existing on-
street parking and ideally include light segregation measures (example, below right). The 
wide footway beside the High School should include a cycleway to connect with the 
existing route at the Hospital, including full segregation from pedestrians to take account 
of the gradient and heavy pedestrian use at school travel times. 

Haslingden Road

▪ The existing shared use footway between the Hospital and Blackamoor Road serves a 
number of employment sites.  The lined footway segregation is not compliant with 
LTN1/20 design guidance.

▪ However the emphasis here should be to provide priority crossings at the side roads 
(below right) to improve route directness and mitigate against routes being blocked by 
standing traffic; addressing pavement parking violations; and resolving the pinch point 
near School Lane. A Toucan crossing should be provided near the Old Bank Lane 
Roundabout enabling safe movements from Whinny Heights to the Hospital and the 
cycleway.
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Intervention One: Cycling and Walking Network – Cycle Proposals

Old Haslingden Road

▪ The existing cycle route provides a safe alternative crossing of the M65 with safe access to 
the proposed growth site, avoiding costly works at the SRN junction. Dropped kerbs, wider 
access and raised parapets should be provided here.

Blackamoor Road

▪ The existing footway along the Reservoir Side of the road requires widening to create a 2-
way cycleway connecting the existing cycle route at Haslingden Road with the new cycle 
connections at Issa Way (below right). The path will require a minimum width of 3.0m to 
accommodate 2 way cycling and passing the dry stone wall beside the reservoir. This may 
require negotiations with United Utilities. The alternative approach is to create a 20mph 
zone for mixed traffic which will require traffic calming or speed camera enforcement.

Roman Road

▪ This route is very steep north of Whinny Heights and is not recommended as a cycle 
route. The section between Blackamoor Road and Old Bank Road provides a useful 
connection between Higher Croft, the High School and the Hospital, with an onward 
connection to the Town Centre via Haslingden Road or Weavers Way via Queens 
Park. Conditions for cyclists along this route could be improved by addition of a second 
speed camera in the dip beside the reservoir and protected cycle lanes, particularly on uphill 
sections.

Shadsworth Road

▪ This is an important link serving the Hospital, the Catholic College (below) and Shadsworth 
Estate. The road is relatively narrow and would require additional traffic calming measures, 
cycle markings and a 20mph speed limit to create a safe cycle route.
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Intervention One: Cycling and Walking Network – Cycle Proposals

Weavers Way (via Queens Park)

▪ This is a useful connection through green space and offers one of the few opportunities to 

walk/cycle away from traffic. It is unlikely to be a popular route in winter (without gritting) 

and at night due to its relatively isolated setting. Some minor surfacing works are needed in 

places. The condition of the existing lighting is unknown but may require attention.

Audley Range/Bennington St

▪ The cycle lanes along Audley Range should be remarked, made continuous, and widened to 

meet LTN1/20 guidance. The staggered signal junction at Bennington Street/Audley Range 

(pictured) is intimidating and requires improved pedestrian crossings, advanced cycle stop 

lines ideally in combination with early start phases. Records indicate one recent incident of 

serious pedestrian injury at this location. An uphill protected cycle lane should be 

considered on Lower Audley Street.
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Intervention One: Cycling and Walking Network – Pedestrian Proposals

The focus of the revised walking network should be on providing an improved connection 
between the Rail Station (and subway to the Town Centre) with the canal and routes towards 
the High School and Hospital. There has been an attempt to improve local waymarking of these 
links. The following measures would improve coherence of these routes:

▪ Additional Pedestrian crossing phase (with cycle crossing phase) to the east of Mayson 
Street/Lower Audley Street

▪ Widening and resurfacing the existing footpath link between Lower Audley Road and the 
canal via Merchants Landing and Navigation Way. This also requires a review of pedestrian 
amenity to include lighting, planting and wheelchair access at the existing access controls 
(pictured)

▪ Improved pedestrian crossings at Audley Range/Bennington Street Junction (with cycle 
improvements described above)

▪ Investigate provision of ramps to canal towpath at Lower Audley Street.
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Intervention One: Cycling and Walking Network – Proposed Network

Figure 15: Proposed cycle and Walking Network
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Intervention One: Cycling and Walking Network – Costings & Impacts

▪ The provision of appropriate cycling and walking
infrastructure should be accompanied by other supporting
interventions designed to encourage take up. This could
include lighting, CCTV, and signage, in a range of
languages relevant to the local community, informing
would be users of the network, and journey times to local
destinations both on foot and by bike. Safety training
could also be provided to local residents new to cycling,
perhaps delivered as part of the Area Based Travel Plans

▪ Local Transport Note 1/20 (LTN20) was published by the
Department for Transport in July 2020 and sets out best
practice principles for planning and designing cycling
networks. Crucially, it sets out the standard that must be
adopted if a scheme is to be eligible for future funding
from Active Travel England and establishes five Core
Principles

▪ The costs of the various elements are shown overleaf; all
costs are based on ‘Typical Costs of Cycling Interventions
Interim analysis of Cycle City Ambition schemes’, DfT 2017,
and increased by 20% to allow for inflation. They exclude
design, surveys, land, TROs and consultation.

▪ The study team have assessed the impact of these
proposals using the Propensity to Cycle Tool (PCT) data
and the same disaggregated mode choice model (DMCM)
used as part of the initial mode shift assessment. This has
allowed us to estimate the impact of the infrastructure
improvements on patronage. (Note that this assessment
was not possible for the Asda/Retail Park, Old Haslingden
Road, and Weavers Wheel/Queens Park sections as the
types or infrastructure (dropped kerbs, resurfacing etc,
cannot be appropriately assessed in the model).

Scheme PCT flow

Estimated 
daily flow 
(PCT x 6)

Demand uplift 
from DMCM

Potential new 
flow

Audley Range/ 
Bennington Street 44 264 84% 486

Roman Road 23 138 59% 220

Shadsworth Road 33 198 55% 307

Haslingden Road 26 156 51% 235

A6077 Grimshaw 
Park/Haslingden Road 35 210 43% 300

Blackamoor Road 25 150 33% 199
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Intervention One: Cycling and Walking Network – Costings & Impacts

Scheme/Intervention Unit /km
Unit/Cost 

£000s Cost £000s Notes
Cycling Schemes
Asda/Retail Park
Signal Modifications Mayson St junction 1 100 120inc footway works
Ramp/Pathway retail park 1 30 36private landowner agreement required
A6077 Grimshaw Park/Lower Haslingden Road
Cycle lanes (A6077) 0.35 60 25
Protected cycle lane (Lower Haslingden Road as far as School) 0.4 240 115Uphill only
Shared cycleway (School to Hospital) 0.7 1,150 966
Haslingden Road

Existing shared use cycleway modifications 1 50 60
bus stop lining, anti parking bollards, improve tactile 
markings

Priority crossings x 6 6 10 72raised crossings and markings
Pinch point near School Lane 1 50 60
Toucan crossing (Old Bank Lane Rbt) 1 100 120
Old Haslingden Road
Footbridge access works 1 30 36
Parapet works 1 100 120
Blackamoor Road
Cycleway to Issa Way 0.4 1,150 552plus land if required
Roman Road
Protected cycle lanes Issa Way to Fishmoor Drive 0.6 240 173Uphill sections
Cycle lanes - Fishmoor Drive to Old Bank Lane 0.6 60 43
Shadsworth Road

Traffic calming/20 mph/mixed priority route - Hospital link to Accrington Road 1.4 46 77
Weavers Way/Queens Park
Path upgrade 0.5 150 90
Audley Range/Bennington Street
Cycle lanes (Audley Range) 1.5 60 108

Junction improvements/Cycle ASLs 1 350 420
allow for new signals, controller, resurfacing, lining, 
footway works (excludes design and surveys)

Protected cycle lane (Lower Audley Street) 0.5 240 144

Walking Schemes
Pedestrian crossing phase at Mayson Street/Lower Audley Street Costed above
Upgrade footpath link to the canal near Walpole St 0.3 150 54
Pedestrian crossings at Audley Range/Bennington Street Junction
Steps to canal towpath at Lower Audley Street 1 80 96Requires C&RT agreement

Improved signage 8 12 115Based on 8km network

Sub Total 3,603
Scheme Monitoring (3% of total) 108Counters and surveys
Total 3,711
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Cycling and Walking Network Logic Map

In order to summarise the benefits that are likely to be accrued following the delivery of improvements to the cycling and walking network, a logic map has been developed. The logic map 
illustrates how the objectives link through to the outputs, outcomes and impact of the scheme.
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Intervention Two - Area Based Travel Plans

CONTEXT

▪ Travel Plans are a way of assessing and mitigating the negative impacts of transport by promoting sustainable travel. They are long term management strategies which integrate a range of 
options for sustainable travel into the planning process. A number of the employment sites within the study area already have their own travel plans, but there is scope to widen these 
further by linking a number of businesses or sites within the area in order to widen the scope of the travel options on offer, and to increase the number of individuals that can make use of 
them. Travel Plans are particularly effective when they are produced in conjunction with new developments, therefore allowing them to be integrated into the planning process, and to ‘go 
live’ when people are by definition establishing new travel patterns.

▪ Area Based Travel Plans could be established within the study area and linked to anchor businesses at key sites such as Blackburn Royal Hospital, Walker Park, Shadsworth Business Park and 
Roman Road Industrial Estate. There is also scope to expand these Travel Plans to link into the residential areas within the study area, providing personalised travel planning advice to those 
communities in Queens Park, Lower Audley and Higher Croft. These Area Based Travel Plans should be considered as a key element of the South East Blackburn Transport Strategy as they 
provide a mechanism to promote and drive awareness of the other sustainable elements of the transport strategy that will encourage those working and living within the study area to 
travel in more sustainable ways, including Mobility Hubs, cycle and walking network, and bus service. Each Travel Plan will include a range of measures bespoke to the site and location, and 
tailored through engagement with businesses, staff and residents, example measures are indicated below:

Reducing the need to 
travel

Walking Cycling Public Transport Car

•Flexible Working Policies
•Local Recruitment
•Digital Infrastructure (eg 
high-speed WIFI)
•Co-location of amenities

•Incentive 
Schemes/Challenges
•Organised Walks
•Information on routes
•Provision of clear and safe 
routes

•Changing/Showering 
facilities 
•Secure parking  
•Cycle hire schemes 
•Cycle to work scheme
•Provision of safe 
walking and cycling 
wayfinding directional 
signage particularly to 
areas of interest.

•Timetables and 
information 
•Discounted/taster 
tickets 
•Link to DRT network 
•Working with operators 
to improve service 
provision

•Car share schemes 
•Car clubs 
•Car share bays 
•Guaranteed ride home 
•Parking policies to 
manage access 
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Intervention Two: Area Based Travel Plans - Delivery

Stage 1: Feasibility Study

▪ The first stage in the Area Based Travel Plan (ATP) 
development process is to undertake a feasibility study. 
Which acts as the initial baseline and evidence gathering 
stage. The feasibility study would begin the engagement 
with the businesses within the ATP area and include 
undertaking an employee travel survey.

▪ Engaging the businesses would enable detailed information 
on the company and workforce to be collected, including 
current mode of transport used to get to and from work, 
preferred way to travel, travel journey time, what would 
encourage individuals to travel differently. There is also an 
opportunity to examine the operation of the businesses to 
identify areas where there are synergies between the 
businesses and their employees and where there are 
potential conflicts; for example looking at shift patterns and 
goods deliveries. Through the engagement with businesses 
a key contact for each business will be established.

▪ The employee travel survey would provide a baseline for 
future monitoring of the effectiveness of the measures, but 
more importantly, would identify the potential for mode 
shift and help to identify appropriate measures for inclusion 
in the ATP. The level of responses to the survey would also 
provide an indication of the level of engagement with the 
ATP within the business.

▪ Stage 2: Development of ATP and appointment of ATP co-
ordinator and ATP Working Group

▪ Following the feasibility study, the basic information is 
available to build the ATP, at this point an ATP co-ordinator 
should be in place to develop and implement measures 
within the ATP. The ATP coordinator would also chair the 
ATP Working Group which brings together representatives 
of each of the businesses within the site, and manage the 
ongoing monitoring of the ATP.

▪ The ATP will set out the baseline level of current transport 
infrastructure and services available, along with an overview 

of the sites function, employer mix and overall employer 
numbers – and a summary of the relevant local and national 
policy and plans pertinent to the ATP.

▪ The Plan will set out the findings of the staff travel surveys 
and opportunities for both behavioural change 
opportunities and new schemes options which could 
provide a viable alternative to single-occupancy private car 
use. Infrastructure changes that would be necessary to 
realise these changes, such as the introduction of cycle 
parking and changing facilities will also be included, as well 
as an assessment of costs and potential funding sources.

▪ A core chapter of the Plan will be a SMART Action Plan, 
which will act as the main forward-thinking element of the 
proposed mode shift recommendations which is intended to 
influence commuter awareness, behaviours and mobility 
options in the area. The Action Plan should comprise short 
(less than 12 months), medium (1-2 years) and long (3 
years+) term actions. The actions will be allocated to a lead 
party responsible for delivery and will include suggestions of 
viable funding and procurement strategies. Depending on 
the employer mix within the site, this lead party could be an 
anchor tenant, or the ATP co-ordinator. Mode share targets 
will be developed utilising the baseline staff travel data, 
with a monitoring framework outlined over a five-year 
period. The Plan will contain a set of overarching actions as 
well as individual subsets for each site. The Actions should 
be tied back to the Strategic Objectives for this strategy, and 
be designed to maximise the impact of the delivery of the 
Mobility Hub Network, bus service and cycling and walking 
network.

Feasibility Study

Develop ATP. Appoint 

ATP co-ordinator and establishment 
of ATP working Group

Presentation of findings to tenants

Quick win ATP measures

Development of longer term ATP 
measures

Annual monitoring of ATP impacts
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Intervention Two: Area Based Travel Plans - Delivery

Stage 3: Presentation of Findings to Tenants

▪ Once the ATP has been developed, a summary note should 
be produced which sets out the potential opportunities to 
provide viable alternatives to single-occupancy private car 
use. This should include a summary of behavioural change 
opportunities, along with a summary of the existing 
infrastructure & new scheme opportunities to improve 
mobility options in the area.

Stage 4: ATP Quick Wins

▪ The Short Term Measures identified in the ATP should be 
implemented in order to deliver a demonstrable impact on 
travel patterns. The specific measures will depend on the 
results of the Feasibility Study, but for the sites in the study 
area, could include:

▪ Sustainable Travel Promotion. Information and guidance 
can be provided to assist tenants in changing their travel 
behaviour, This could come in the form of cycle and 
walking network maps, information on Mobility Hub 
facilities, bus services or car-share promotion.

▪ Mobility Clinic. The ATP Co-ordinator can offer one-to-one 
Personalised Travel Planning (PTP) advice and support to 
all site staff. This could be delivered through a drop-in 
monthly Mobility Clinic, where individuals can engage 
directly with the co-ordinator and receive tailored travel 
information and advice suited to their specific needs.

▪ New Starters’ Travel Welcome Pack. Research shows that 
travel habits can be influenced by timely interventions at 
key life stages such as moving to a new house or starting a 
new job. Therefore, a bespoke welcome guide for each 
site should be developed for new starters as part of their 
induction, outlining all available travel options to the site 
(cycling and walking map, public transport information, car 
share, etc.). This would be designed as an electronic guide 
and distributed to all tenants to provide to their new staff.

▪ The opening of the Mobility Hub network will be an 
important milestone in the widening of travel choice in the 

study area and across Blackburn with Darwen more 
generally. It should be marked with a suitable event and 
coordinated with an increase in marketing and promotion 
in order to generate a modal shift off the back to the Hub’s 
opening.

Stage 5: Development of longer term ATP measures

▪ Medium and Longer Term measures are likely to involve a 
level of investment or administrative change and should be 
implemented over time. Measures could include

▪ Cycle Storage and Changing Facilities. Secure cycle lockers 
provide employees with the confidence to cycle to work; 
depending on the site, individual storage could be provided 
with each business, or a central storage facility could be 
provided as part of the Mobility Hub. In addition, showers, 
changing facilities and lockers should be provided to allow 
users to change before and after work.

▪ Changing to working practices – Working from home has 
become more common as a result of the pandemic, and 
employers may want to implement policies for the number 
of days per week staff should work at home. Other 
changes may include amendments to shift patterns so that 
employees are not travelling in peak times, or to better fit 
with public transport operating hours

Stage 6: Annual Monitoring of ATP Impacts

▪ Regular monitoring of the ATP is important to understand 
the scale of impact of the measures, it also assists in 
maintaining momentum to the Plan, and achieving 
awareness with employees. An annual survey should be 
conducted to understand tenants and employees travel 
behaviour, their attitudes to travel and their views of the 
range and attractiveness of transport options on offer.
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Intervention Two: Area Based Travel Plans – Residential Travel Plans

▪ We propose the development of Residential Travel Plans in Queens Park and Higher Croft as 
an addition to the Area Travel Plans. These locations have been chosen as pilots on the 
basis that they are either side of the A6077, are close to existing or proposed cycling and 
walking infrastructure, and will also benefit from the roll-out of the proposed Mobility Hub 
network meaning that the roll-out of the Travel Plans can be embedded as part of an 
increasing range of transport solutions. The basic model for the Residential Travel Plans is 
the same as that described overleaf for the Area Based Travel Plan, but involves a degree of 
Personalised Travel Planning (PTP) with individual households.

▪ The primary objective of the Residential Travel Plans should be to minimise the number of 
single occupancy car journeys made from the development; promote sustainable travel; 
and manage the transport impacts of the development. This should be delivered by:

▪ Developing a Baseline Travel Survey to understand residents travel patterns, mode 
choices and attitudes to modal shift. This would be carried out by door to door survey, 
with a target to achieve a 40% response rate.

▪ Delivering Personalised Travel Planning to individual households

▪ Delivering a package of measures to encourage trial and use of sustainable modes, 
including where possible discounted bus tickets; free bicycle accessories or discounts 
from bike shops and walking equipment shops. These offers will be actively promoted in 
the engagement process.

• Preparing, distributing and updating Travel Information Packs;

• Establishing a Travel Plan Committee to act as a focus of engagement, and to train Travel
Plan Champions to take responsibility for legacy delivery of the Travel Plan

• Regular communication between Blackburn with Darwen Council, the Travel Plan
Committee, and residents;

• Promoting local and national sustainable travel events

• Follow up surveys in years 3 and 5 to capture change in behaviour.

• The Baseline Survey will be important not just in understanding households travel
behaviours, but also in understanding the types of incentives which may be attractive. Each
household should be allocated an indicative ‘budget’ which can be spent on sustainable
transport measures. In previous projects of this type, SYSTRA has worked with budgets of
around £200 per household; and developed a menu of incentives (see table):

• Based on recent work that SYSTRA has carried out elsewhere in the British Isles working
with multi-tenant business parks, a cost of £50k per Area Based Travel Plan is proposed.
This fee would cover the initial feasibility study, development of the Travel Plan and Action
Plan, the establishment of a Tenants Working Group, appointment for a co-Ordinator for 3
days per week, and delivery of the Plan over 6 months.

• For the residential travel plans we have proposed a fee of £2k (per household) for delivery
over a 2-year period. This fee could cover the Feasibility Study and creation and distribution
of a Welcome Pack, support for the establishment and running of the Travel Plan
Committee, personalised travel planning, and year one baseline monitoring. In the delivery
of the residential travel plans consideration should be given to the fact that for some
residents within the area of focus, English may not be their first language. It is therefore
important that engagement incorporates community groups and utilises a provider which
can offer services in languages other than English.

Incentive Cost per household Percentage take up (of 
households)

PTP £30 60% 

Car Share Scheme 
(software and support)

£32 (approx. £5,000 for 
software as associated 
promotional material) 

50%

Week’s bus pass £20 20%

Cycle vouchers and cycle 
hire discount

£20 20%

Cycle Training £30.00 10%

Cycle Buddying £50.00 10%

Pedometers £2.50 33%

Water Bottles £1.50 45%

Bike Reflectors £3.50 35%

High Visibility Bands £1.50 40%

Bike Bells £2.00 35%
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Area Travel Plans Logic Map

In order to summarise the benefits that are likely to be accrued following the delivery of the area travel plans, a logic map has been developed. The logic map illustrates how the objectives 
link through to the outputs, outcomes and impact of the scheme.
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Intervention Three- New Bus Service
Context

▪ The study area is not well served by bus services, and particularly lacks a 
regular circular connection to the town centre. Such a service would be 
particularly valuable for those wanting to access the hospital, as well as 
Blackburn residents who work at one of the employment sites within the 
study area.

▪ A number of proposals for service improvements and bus priority measures 
in the study area have been included in the Lancashire and Blackburn with 
Darwen Bus service Improvement Plan. In addition, this study considered a 
number of options for a new or extended bus service, and also for a 
Demand Responsive Service, recognising the scale of new developments 
planned in the study area.

BSIP Improvements

The Bus Service Improvement Plan includes proposals for a new Superbus 
Network. This network will offer increased frequencies on existing interurban 
services , including early morning, late evening and on Sundays. Superbus 
services will operate at least every 30 minutes throughout the day Monday to 
Saturday, and Sunday day time, with a 60 minute frequency on Sunday 
evenings. Superbus services will also benefit from bus stop upgrades on all 
corridors.

As part of the Superbus proposals, the Hospital Shuttle Service will be 
extended to call at Blackburn and Burnley Bus Stations, with two buses an 
hour in each direction between 8am and 11:30pm Monday – Sunday. In 
addition, the 481 Blackburn-Royal Blackburn Hospital-Rawtenstall-Bury has 
one bus an hour in either direction between 6pm and 11.30pm – Monday to 
Saturday will run one bus per hour in either direction between 6pm and 
11.30pm Sunday.

A number of infrastructure improvements are planned in the study area which 
should improve journey times and reliability. These include:
▪ A666 Bolton Road, new bus lane on the approach to junction with 

Aqueduct Road, and
▪ A6077 Haslingden Road, new bus lane on the approach to Grimshaw Park
▪ Town’s Moor Gyratory, Alterations to existing road markings to increase 

priority for buses.
▪ A6077 Haslingden Road / Grimshaw Park, New signalised junction to 

include bus detection
▪ Shadsworth Road / Old Bank Lane, General capacity improvement for all 

traffic
▪ Lions Drive to School Lane Link Road, New link to bypass the Guide 

junction. Bus only or all traffic TBC
▪ Lower Audley Street / Bennington Street, Upgrade signals to include bus 

detection

▪ Audley Range / Queens Park Road, Upgrade signals to include bus detection

▪ A666 Bolton Road / Aqueduct Road, Bus priority measures with bus 
detection

▪ A679 Accrington Road / Audley Range, Upgrade signals to include bus 
detection

▪ A666 Bolton Road / Jack Walker Way South, General capacity 
improvements (Bank Hey) with Bus detection

▪ A666 Bolton Road / Jack Walker Way North, General capacity improvement 
for all traffic, upgrade to signals with bus detection

Taken together, these measures have the potential to deliver a significant 
improvement on the current performance levels, and should lead to better 
journey times, less journey time variability, and less time stuck in traffic, 
particularly on the A6077, A666 and A679.
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Intervention Three- New Bus Service

Estimated Bus Patronage from New Developments

▪ There are two sources of new demand for bus services resulting from 
the proposed developments:

▪ Residential-based demand – for example, commuting, education, 
and leisure activities

▪ Employment-based demand – journeys being attracted to a particular site as a 
result of the new non-residential activities at that location.

▪ Using typical pre-COVID-19 trip rates by bus in these two types 
of development area, we can estimate the likely daily and annual 
bus patronage:

▪ Residential-based bus patronage: 848 households by 2026, with 
a typical trip rate of 0.2 bus trips/day/household = 170 bus journeys 
per day (rising to 350 per day by 2037)

▪ Employment-based bus patronage: 12 hectares of non-
residential development, with a typical trip rate of 3.2 bus trips/day/ha 
= 38 bus journeys per day

▪ Total of 208 additional bus journeys per day in 2026, rising to 388 
per day by 2037 – equivalent to an annual additional ridership of 
86,000 per annum in 2026, or 162,000 in 2037

This level of demand generation assumes:

▪ Recovery to pre-COVID-19 ridership patterns;

▪ No change to existing levels of bus services in the development areas; and

▪ No change to the existing attractiveness of bus services (eg existing average 
speeds and reliability).

However, there are two interventions which will help to enhance the 
attractiveness of the existing bus services:

1. Providing a dedicated bus service for the development sites, supplementing 
the existing service levels, and in many cases offering bus users the choice 
between existing high frequency bus services (eg along the A666 and the 
A6077) and a lower-frequency service which gets closer to the key 
origins/destinations (eg off the B6231 or Bog Height Road/Heys Lane); and

2. Implementing the initiatives which formed part of the Bus Service 
Improvement Plan (BSIP), including bus priority and junction improvements 
which will help to accelerate journey times by bus and safeguard reliability –
the BSIP has identified a target 10% increase in bus journeys as a result of 
implementing these measures.

Taking both these into account, we estimate that there could be up to 280 
additional bus passenger journeys per day in 2026 as a result of the new 
developments plus these interventions, rising to 525 per day by 2037.
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Intervention Three- New Bus Service

Obstacles to Delivering a More Attractive Bus Service

▪ Ideally the increased demand for bus use would be accommodated on existing 
bus services – offering a win/win whereby the bus operator generates 
additional revenue which safeguards the future of the existing network, whilst 
at the same time minimising the amount of new car-based travel generated by 
the developments.  However, there are some obstacles to this:

▪ Development density – bus services thrive where there are high densities 
of activity and residential accommodation directly on the line of route.  
Ideally, therefore, the development sites would be densely developed 
along existing main corridors such as the A666 and A6077, but they are 
not;

▪ The development is dispersed widely around south east Blackburn – by 
dispersing demand it makes offering high frequency bus services more 
difficult, and it makes the provision of any additional bus services more 
expensive (because they have to serve more stops, meaning longer routes, 
lower frequencies, and slower average speeds). Whilst the option of 
providing DRT services can mitigate this partially, the likely availability of 
booking slots means that users may face long waits for an available bus, 
and extended journey times if multiple pick-ups/drop-offs are combined 
into one journey – DRT is not really a suitable alternative to a high-
frequency, turn-up-and-go bus service; and

▪ Examination of the development pattern suggests that at least two 
additional bus services would be required to offer a suitably attractive 
proposition (whether conventional fixed route or DRT – in either case, 
frequency would be low and unattractive):

▪ One serving developments close to the B6231; and

▪ One serving Earcroft and the developments south of the M65.

The estimated annual cost of providing these two additional low-frequency 
(probably hourly) services using small, minibus-type vehicles, is circa £230k 

which after allowing for revenue generated by the additional passengers would 
indicate an annual subsidy of at least £150k in 2026 (at 2022 prices) – in 
practice, some of the additional bus passengers generated by the developments 
would actually travel on existing commercial bus services, so the likely subsidy 
level for the dedicated service will be even higher.
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Intervention Three- New Bus Service

Maximising Mode Share for Bus

▪ Even with the BSIP initiatives in 
place, mode share for bus to/from 
individual development sites is 
likely to be low because the bus 
service likely to be affordable will 
be relatively low-frequency, slow 
and unattractive. One option may 
be to partner with local operators 
to adjust existing routes. For 
example, extending Blackburn Bus 
Company service 4 southwards to 
Earcroft would provide 2 
buses/hour for similar cost to a less 
attractive bespoke service; in other 
places, the bespoke services could 
offer some cost savings by 
replacing existing, very low-
frequency subsidised services like 
service 33 through Lower Darwen.

▪ However, it is notable that some 
parts of south east Blackburn are 
significant distances from a 
frequent bus service – for example, 
Roman Road is over 0.5km from the 
main bus corridors, and this is 
highly unlikely to encourage bus 
use. It would therefore be a 

positive development to provide a 
new bus service which significantly 
improves accessibility to a frequent 
bus and which would be of value to 
both existing residents and the new 
demand generated by the 
developments. To address this, an 
indicative bus route is shown here 
which would offer a high 
frequency service (every 15 
minutes) over the common section 
along Roman Road, with each 
southern leg assumed to operate 
every 30 minutes.

▪ Adopting similar assumptions to 
those set out above, but now 
factoring in demand from existing 
residents in the areas served, we 
estimate that the proposed service 
would require three buses at an 
annual cost of circa £425k; after 
allowing for projected demand, an 
initial subsidy of circa £100k per 
annum would be required to kick-
start the service, but we anticipate 
that as demand from the new 
developments grows it could 
achieve commercial viability over 
time.

Figure 16: Proposed bus service
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New Bus Service Logic Map

In order to summarise the benefits that are likely to be accrued following the delivery of the new bus service, a logic map has been developed. The logic map illustrates how the 
objectives link through to the outputs, outcomes and impact of the scheme.



54

Intervention Four: Mobility Hubs

▪ Mobility Hubs bring together a range of sustainable travel services 
under a single site to enhance connectivity, widen users transport 
choices and improve the experience of travelling. They support 
modal shift by improving the integration of transport modes, making 
travel by non-car modes more attractive, and reducing some of the 
negative externalities associated with traditional car travel, including 
congestion, poor air quality, and inequality. By bringing a range of 
sustainable transport options under one roof, making use of 
technology, and providing them available alongside other facilities 
(retail, e-delivery collections, public realm improvements), Mobility 
Hubs attempt to remove some of the barriers associated with public 
and sustainable transport, and provide features to attract and 
benefit travellers.

▪ Given the character of the study area it is a strong candidate for a 
network of Mobility Hubs which bring together different travel 
options – cycling, waking, bus, and shared mobility - along with 
other services including e-commerce pick-up and locker facilities.

▪ There are a number of potential sites for Hubs within or linked to the 
study area including Blackburn Bus Station, Blackburn Rail Station, 
existing employment sites including the hospital and industrial 
estates, as well as the proposed M65 Junction 5 Employment Site. 
Although this strategy makes recommendations for a hub network 
across the study area, it provides a framework for the expansion of 
that network across the borough over time.

▪ Mobility Hubs vary in their location and composition and a typology 
is given on the next page, but all comprise a core set of 
characteristics:

Co-location of public 
transport and shared 

mobility

Redesign of space 
away from private car 

and improve public 
realm

Provision of safe, secure 
and assessable facilities

Serves specific needs 
of the locality

Use of technology to 
integrate services

Common branding 
and promotion
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Intervention Four: Mobility Hubs: Developing a Vision and Framework for Mobility Hubs in 
Blackburn with Darwen

The development of a Mobility Hubs network for the study area, which over time may be extended throughout Blackburn with Darwen, begins with a clear understanding of the strategic 
objectives underpinning the proposal, and the mechanism by which the proposal can deliver those objectives. The rationale behind this understanding is set out below as a Logic Map.

With a clear understanding of the drivers of the proposal in place, it is possible to establish a vision and framework for the network. This should comprise:

▪ A set of objectives for the Network, consistent with the study objectives, the Local Plan and LTP4.

▪ A hierarchy of the type of Mobility hubs which may be required in different areas of the study area, and their differing components

▪ Initial exploration of potential locations where Mobility hubs could be piloted, and

▪ A high-level overview of the procurement and delivery models available

These elements are presented in greater detail overleaf
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Intervention Four: Mobility Hubs – Strategic Objectives

The proposed set of objectives for the delivery of a Mobility Hub network is below. They are based on the overarching strategic objectives for 
the South East Blackburn Transport Strategy, and those established for the Local Plan. They are also informed by the outcomes and impacts, 
identified in the Logic Map, which the Hub network is designed to achieve.

The Strategic Objectives help inform every element of the Hub network, including the range of facilities provided, the location and type of Hubs 
delivered, and the procurement and operating models implemented.

Accessibility Environment Economy Quality of Life

•Improve integration between modes
•Provide more opportunities for 

people to walk, cycle and use public 
transport

• Make a positive contribution to air 
quality and support the Council’s 

objective to become climate neutral 
by 2030

• Create the conditions for a high-skill 
low-carbon economy

• Target investment and regeneration 
around residential, mixed-use 

developments and green 
infrastructure 

• Improve the physical and mental 
well-being of residents, workers and 

visitors
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Intervention Four: Mobility Hubs Blackburn With Darwen Mobility Hub Typology

Type of Hub Description Type of Hub Description

Large Interchange • High demand with large number of people starting or 
ending their journey. 

• Potential to reduce car trips by promoting sustainable 
options and raising awareness

• Space may be limited, therefore necessary to focus on 
sustainable, efficient modes and providing first/last mile 
links

Residential/Mini Hub • Lower density locations with higher levels of car 
ownership.

• Designed to address local issues e.g. car clubs to 
reduce pressures on parking, bike share and cycle 
parking for flats without cycle storage, DRT to 
address lack of bus services

Employment and 
Destination Hub

• High density of users
• Need to offer commuting links and back-to-base solutions
• Located in areas that offer consistent visitor numbers
• Suitable for:

• Industrial and business parks
• Hospitals
• Schools and colleges
• Sports stadiums
• Shopping centres

Village/ Rural Hub • Less pressure on space mean these Hubs can 
provide wider range of ancillary services provided 
there is a critical mass to ensure viability

• Can redress issues such as lack of public transport 
with pools of shared e-bikes, or car clubs

• Can also act as Tourist Hub which focuses on easy 
registration for visitors and provides seasonal boost 
to the viability of services

Transport Hub • Focus on services which link residents in surrounding areas 
to core network of services

• Opportunity to provide greater choice for first/last mile 
trips

The location of Mobility Hubs can vary widely as can the range of facilities on offer, which can depend on the land use of the surrounding area, levels of 
footfall, and other amenities and services in the vicinity. The table below presents a proposed Blackburn with Darwen Mobility hub Typology, which is based on 
the UK Mobility Hub Guidance produced by CoMoUK and tailored for the needs of Blackburn with Darwen. It considers Hubs in a range of contexts and 
overlays the type of location with geographical factors and trip generators.
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Intervention Four: Mobility Hubs – Site Selection

Mobility Hubs work best when developed as part of an integrated network, the 
long term success of which will depend on a range of elements, including design, 
brief, budget and site availability. When considering the location of Hubs, a range 
of factors can affect viability. These include:

▪ Location density and footfall

▪ Proximity to public transport nodes

▪ Proximity to large trip generators

▪ Areas with gaps in transport provision

▪ Presence of cycle networks

▪ Planned development sites

▪ Identification as priority areas through community engagement.

The figure to the right takes each of the Hub types set out in the typology and 
recommends a number of initial locations, which can be increased over time to 
expand the network beyond the study area and across Blackburn with Darwen. It 
is based on the development of the initial spoke of a radial network, starting at 
the town centre with a ‘Large Interchange Hub’ at Blackburn Bus Station and 
connecting to key sites along Haslingden Road. Best practice guidance suggests 
that Mobility Hubs should be accessible within a 10-minute walk time (800m) 
however, a number of the locations proposed are more densely located than that, 
a fact justified by their function as Employment and Destination Hubs, with a high 
density of users.

Hubs were considered at Blackburn Train Station, but its proximity to the Bus 
Station led to it being ruled out. Hubs were also considered at Mill Hill and Cherry 
Tree Rail Stations but excluded as they do not adhere to the radial concept 
though they would make suitable locations for subsequent Hubs if the network 
were to be expanded. The components in bold are those recommended to form 
part of the Blackburn with Darwen network, with other desirable components 
also shown which could be provided should space, funding and demand permit.

Figure 17: Proposed Mobility Hub locations
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Intervention Four: Mobility Hubs - Facilities

Mobility Components

▪ Bus and Rail services – Where possible, Mobility hubs are located as part of 
the existing public transport offer, to improve accessibility and integration.

▪ Secure Bike storage – the fear of damage or theft is a barrier to increasing 
levels of cycling. A secure bike storage facility would require users to register 
before being provided access via a swipe-card or PIN entry system, which is 
backed up by the need for the user to use their own lock to secure their bike. 
The facility can include e-bike charging points and also be backed up with 
CCTV and lighting in order to provide additional reassurance.

▪ Electric Vehicle Chargers – The UK government has committed to ending the 
sale of new petrol and diesel cars and vans by 2030. This will require the 
significant expansion of charging infrastructure. Mobility Hubs provide an 
opportunity to increase the provision of EV charging points within the study 
area, as well as acting as an attractor, which will encourage more people to 
the Hub, and who may then go on to use the other services.

▪ Car Clubs - Pay per trip car clubs, or car sharing, allow users to have access to 
a vehicle without being tied to ownership. By offering flexible access to 
vehicles, car clubs can encourage individuals to be less reliant on car trips, and 
research suggests that one car club car leads to 18 cars being taken off the 
roads [2020 research from shared transport charity Collaborative Mobility ]. 
Car clubs are generally one of two types; one-way car clubs allow users to 
collect a car from a pre-defined area and drop it off elsewhere within the area, 
using preapproved on-street parking spaces. These type of scheme require a 
comprehensive network of cars and parking spaces, and are best suited to 
whole-towns or large city centre schemes. For the South East Blackburn 
Mobility Hub network, a back-to-base scheme is proposed, which would see a 
number of vehicles located at each Hub, with the user paying for the vehicle 
on a per-hour basis and returning it to the same location at the end of the trip

▪ Micro-Mobility Hire – The micro-mobility hire (bike/ e-bike and e-scooter) 
sharing element encourages active transport through integrating the

convenience of rental bikes and scooters into the local mobility chain. Hire 
schemes, which are becoming increasingly common across the UK, can be linked 
to or separate from the delivery of a Mobility Hub network. Here a limited 
scheme linked to the Hub network is proposed, this can be expanded if the Hub 
pilots are successful, but can also be spun-off as a wider initiative across 
Blackburn with Darwen, with docking stations provided at a range of Hub and 
non-Hub locations

Non-Mobility Components

▪ Covered wating area – A covered waiting area is necessary to provide cover 
from wind and rain and to provide an attractive rest area whilst waiting for 
public transport or taxi/car share pick-up

▪ Public realm improvements – a parklet, community art or garden can provide 
a green and healthy space to the hub area. It can be the starting point for 
community activities or markets.

▪ E-commerce lockers – Delivery and pickup lockers act as a central point for 
deliveries, they aim to minimise delivery vehicle movements as well 
as additional user trips and also support footfall to the Hub.

▪ Bike repair stand – Depending on the size and type of Hub, this can either 
provide a facility for users to repair their own bike, or can be a staffed facility 
allowing users to get their bike repaired by professionals

▪ Café, kiosk or food stall – Retail units can be a reason for users to come to the 
Hub. It promotes the use of the hub area, providing space for longer stays and 
informal meetings

▪ CCTV and Lighting – These improve both safety and the perception of safety, 
and are an important element in ensuring community buy-in and making the 
Hub as attractive as possible to the full range of potential users.

▪ Wi-Fi/phone charging, public toilets and water fountain – provides a public 
utility which improves the attractiveness of the Hub,

https://como.org.uk/


60

Intervention Four: Mobility Hubs – Network Proposals

Hub Type Proposed Location(s) Mobility Component Non-Mobility Component

Large Interchange Blackburn  Bus Station Bus Services
Signposting to rail services
Car Club
Micro-mobility Hire
Secure Bike Storage
Taxi pick-up/drop-off
EV charging infrastructure
Bike repair stand/shop, bike pump

Digital pillar (Real Time Passenger Information, 
ticketing, wayfinding 
information etc)
Covered waiting area
E-commerce lockers 
Staff Support
Public Toilets
Lighting, CCTV
Café, Kiosk, food stall
Wi-Fi/phone charging
Water fountain

Employment and 
Destination Hub

Royal Blackburn Teaching 
Hospital
Shadsworth Industrial Estate
Walker Park Industrial Estate
Roman Road Industrial Estate

Bus services 
Car Club
Micro-mobility Hire
Secure Bike Storage 
DRT -drop off/pick up
EV charging infrastructure (car clubs and e-bikes) 
Cargo bike share 
Bike repair stand, bike pump 

Digital pillar (Real Time Passenger Information, 
ticketing, wayfinding 
information etc)
Covered waiting area
E-commerce lockers 
Lighting, CCTV
Staff Support
Public Toilets
Café, Kiosk, food stall
Wi-Fi/phone charging
Water fountain

Residential Hub Queens Park
Higher Croft

Bus services
Taxi drop off/pick up
Micro-mobility Hire
Secure bike storage
EV charging infrastructure (public) (e-bikes and car 
hire space permitting)
Care Hire
Cargo bike share
Bike repair stand, bike pump

Covered waiting areas
Information pillar (Real Time Passenger 
Information, ticketing,
wayfinding etc) – Digital if possible
Lighting
CCTV
E-commerce lockers
Café, Kiosk, food stall
Urban Realm improvements
Water fountain
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Intervention Four: Mobility Hubs - Facilities

Hub Type Proposed Location(s) Mobility Component Non-Mobility Component

Transport Hub None proposed within the Study 
Area or its immediate periphery

Bus/Rail Services
Car Club
Micro-mobility Hire
Secure Bike Storage
Taxi pick-up/drop-off
EV charging infrastructure
Bike repair stand/shop, bike pump

Digital pillar (Real Time Passenger Information, 
ticketing, wayfinding 
information etc)
Covered waiting area
Public Toilets
Lighting, CCTV
Café, Kiosk, food stall
Wi-Fi/phone charging
Water fountain
E-commerce lockers

Village and Rural Hub None proposed within the Study 
Area or its immediate periphery

Bus/Rail links
Taxi drop off/pick up
Secure bike storage
Micro-mobility Hire
Car Club
Bike repair stand, bike pump
EV charging infrastructure (public, car hire and e-
bikes)
Cargo bike share

Covered waiting areas
Information pillar (RTPI, ticketing,
wayfinding etc) – digital if possible
Lighting
Cash Machine
E-commerce lockers
Urban Realm improvements 
Café, Kiosk, food stall
CCTV cameras
Wi-Fi and phone charging
Recycling facilities
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Intervention Four: Mobility Hubs - Facilities

▪ Costs

▪ The cost of delivering Mobility Hubs vary widely depending on the 
size and the range of facilities they offer. Large Interchange or 
Employment and Destination Hubs cost from £0.25m-0.6m, although 
it may be possible to integrate the Hub at Blackburn Bus station into 
the existing site, which would reduce the cost. Smaller Residential 
and Village Hubs or those located at smaller transport interchanges, 
cost around £0.2-0.4m each. This would provide an indicative cost for 
the Hub network of £3.8m and is exclusive of surveys, land, traffic 
regulation orders and stakeholder consultation.

▪ Revenue Streams

▪ The running costs of mobility hubs vary widely depending on the 
range of facilities and the form of energy supply. There are a number 
of revenue streams which can be exploited as part of the Mobility 
Hub network, which can partly offset running costs.

▪ Revenue streams could include: -

▪ Sales from EV charging

▪ E-bike bookings

▪ Cafe, Kiosk

▪ Locker hire

▪ Advertising

▪ Car club rent

▪ Corporate memberships

▪ Sale of data (anonymised)
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Intervention Five: Junction Improvement

▪ The package of measures contained within this strategy are intended to build upon 
each other and lead to a significant improvement in travel options across South East 
Blackburn. However, should traffic growth exceed forecasts and/or these package of 
measure prove less effective than anticipated, further highway upgrades cannot be 
ruled out.

▪ The modelling exercise assessed a number of highway improvements to the Guide 
Junction, and confirmed that there is scope for a number of mitigations at the junction, 
making use of the EBP Plastics site, which could provide additional capacity. This 
strategy does not make a recommendation on the preferability of either option as this 
would require further analysis and investigations. It should also be noted that 
increasing highway capacity tends to induce traffic levels resulting in greater levels of 
congestion, and this should not be considered until measures to reduce car traffic have 
been implemented and are given time to establish.
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Junction improvement Logic Map

In order to summarise the benefits that are likely to be accrued following the delivery of improvements to Guide junction, a logic map has been developed. The logic map illustrates how 
the objectives link through to the outputs, outcomes and impact of the scheme.
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LA CONFIANCE TRANSPORTE LE MONDE

4. Funding & Delivery
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Potential Funding Sources

Funding sources for the interventions identified in this strategy are likely to be varied and may include Central Government funds as well as developer 
contributions. Current government policy supports projects that address one of two main drivers;

1. Schemes which contribute to improvements in access to jobs and education, (and thus to productivity), in those areas of the country which have grown 
less strongly than London and the South East (the ‘levelling up’ agenda), and

2. Responding to challenges presented by the COVID-19 pandemic, and the wider social changes that this has hastened.

A number of funds may be suitable to deliver elements of this strategy:

Levelling Up Fund

The Levelling Up Fund is intended to respond to the fact that some part so of the UK, including ex-industrial towns, and rural and coastal communities, have 
not received the same scale of investment as some major cities and parts of the South East. The fund’s objectives is to increase prosperity in these place by 
supporting capital investment in local infrastructure and thereby building on or consolidating the case for wider public and private sector investment. The 
Fund has three themes which provide the focus for investment. These are Transport, Regeneration and Town Centre, and Culture. The Fund will focus on 
projects that require up to £20m in investment, though with a higher ceiling of up to £50m for transport projects subject to more detailed business case 
requirements.

Active Travel Funding

The Government’s July 2020 Gear Change report sets out a long term strategy to invest up to £2bn in high quality cycling infrastructure in towns and cities, 
overseen by a new inspectorate; Active Travel England. An initial £225m was made available to local authorities for short term ‘pop up’ schemes in the light of 
the COVID-19 pandemic, with details on how the remainder will be allocated yet to come. However, Government published a new guidance note (LTN 1/20) on 
cycle infrastructure design to coincide with the Gear Change report, and made clear that new funding would not be made available to any scheme which did 
not comply with the updated guidance.
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Potential Funding Sources

UK Shared Prosperity Fund

▪ The UK Shared Prosperity Fund was announced in July 2021 with detailed guidance provided in February 2022 and is designed to replace EU Structural 
Funds which were lost as a result of Brexit. The Fund will provide £2.6bn to March 2026. The Fund is to be used on projects that will boost productivity, jobs 
and living standards; spread opportunities and improve public services; promote a sense of community; and empower local leads and communities to make 
their own investment decisions. The funding will be allocated to a Lead Authority on a formula basis rather than by competition, with Blackburn with 
Darwen Council identified as a Lead Authority in its own right.

Darwen Town Deal

▪ The Towns Fund identified 100 places across England and invited them to develop bids to secure up to £25m of investment for projects to support the long 
term economic growth through improvements to connectivity, land use, economic assets and enterprise infrastructure. Whilst Blackburn was not included 
in the original list of 100 towns, a further round of the Fund is expected to be announced later in 2022.

National Highways Users and Communities Fund

▪ National Highways (previously Highways England) maintains a number of Delegated Funds which are intended to address social and environmental issues 
associated with the development, maintenance and operation of the national Strategic Roads Network. The Users and Communities Fund is intended to 
support projects which integrate the SRN with other transport infrastructure, improve the safety or walkers, cyclist and horse riders by providing new or 
enhanced infrastructure, including segregated infrastructure that connects to the Public Rights of Way network, and supporting the communities that live 
close to the SRN. Candidate schemes for Designated Funds should be on the National Highways estate, or have a clear relationship with it, and projects are 
particularly welcome that align with the Government’s ambition to make cycling and walking a natural choice for shorter journeys, or part of a longer 
journey. For this reason the Fund could provide co-funding for elements of the Walking and Cycling Network proposed as part of the package of prepared 
options.

National Highways Environment and Wellbeing Fund

▪ Another National Highways Delegated Fund, the Environment and Wellbeing Fund is intended to support projects which deliver a positive environmental 
impact to communities close to the SRN, including by supporting local authorities to deliver local plans to improve air quality and reduce carbon and noise 
pollution. Whilst the Fund’s objectives are less aligned to this Strategy than the Users and Communities Fund, its focus on Air Quality and measures to 
promote clean air in urban areas could make the Mobility Hub network a candidate for this Fund.

▪ Both the Users and Communities Fund and the Environment and Wellbeing Fund are aligned to Road Period 2 which runs 2020-2025, and schemes for 
funding should be capable of delivery by 31st March 2025. For further information, or for a copy of the Expression of Interest Form, go to 
https://nationalhighways.co.uk/designated-funds/

https://nationalhighways.co.uk/designated-funds/
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Potential Funding Sources

Developer Contributions

▪ Planning law and policy supports the principle that developers should contribute to the cost of services, infrastructure, or resources necessary to support 
their development. Section 106 of the 1990 Town and Country Planning Act provides for developer contributions in the form of planning obligations. 
Planning obligations are legally enforceable obligations secured through the means of a deed attached to a grant of planning permission. They are used to 
mitigate any adverse impacts to make a development acceptable in planning terms. Planning obligations can be provided either by a financial payment or 
as a physical contribution, where the developer directly provides the land or infrastructure necessary to meet the obligation, or a combination of both. 

▪ In order to better inform Blackburn with Darwen Council when seeking developer contributions for the proposed interventions set out in this strategy, 
analysis has been undertaken to the development site allocations which introduce the greatest amount of traffic on to the network. Whilst this exercise 
cannot be applied to the sustainable transport interventions proposed, the table below shows the sites which contribute most significantly to the increase 
in traffic utilising the Guide Junction.

A6077 Haslingden Road/School Lane/Blackamoor Road

2020-2037 AM Peak 2020-2037 PM Peak

Site Ref. No. trips % of all LP trips No. trips % of all LP trips

E179 205 38% 165 34%

E145 96 18% 95 19%

MU008 56 11% 56 11%

16 other sites have minor impacts of less than 10%

Table 8: Trips travelling through Guide Junction from development sites
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Strategy Intervention Logic Map

This strategy has developed a series of objectives based on the context and challenges of the study area. In order to summarise the benefits that are likely to be accrued following the 
delivery of the package of interventions derived from these objectives, a logic map has been developed. The logic map contextualises the issues that exist, how they feed into the strategy 
objectives alongside illustrating the outcomes of the scheme. Detailed logic maps are also presented within the strategy for each individual measure including the wider long term impacts.

The objective on the quality and accessibility of sustainable transport options includes consideration of improved public transport provision to key employment sites, better rail 
connectivity to the study area, improved integration between modes and an increase in cycling mode share. This objective is directly served by the strategy interventions as described 
below and in the following logic map.

• The improvements to the walking and cycling network will increase cycle mode share, the network also connects into the rail station improving intermodal connections and supporting 
connections between the study area and the main rail connection to Blackburn.

• The new bus service connects to key employment sites within the study area improving public transport provision to these areas.
• The area travel plans will support an increase in cycling by providing the infrastructure, support and training to generate a mode shift towards cycling. Area travel plans will also support a 

move towards public transport through increased knowledge and confidence in the transport network and initiatives to trial use of sustainable modes.
• The mobility hubs provide a focus for the improved integration between modes, supporting people moving easily between modes and reducing end to end car journeys, increasing 

the use of active modes in combination with public transport.

The objective relating to realisation of growth ambitions without impacting on journey time reliability includes specific consideration of the level of congestion at Guide junction and 
journey time reliability within the study area. The objective is directly served by the strategy interventions as described below and in the following logic map.

• The introduction of a new bus service, serving key employment sites will support journeys being made to existing employment sites and key growth areas by sustainable modes
• The junction improvements will reduce queuing at the Guide junction and contribute to an improvement in journey time reliability.
• Improvements to the cycle and walking network, area travel plans and mobility hubs will encourage a switch to sustainable modes resulting in less traffic on the highway and a reduction 

in congestion.

The final objective to conserve and enhance the environment of the study area, considers the impact of air quality within the study area and the council's commitments to be carbon 
neutral by 2030. The objective is directly served by the strategy interventions as described below and in the following logic map

• The junction improvement will improve the flow of traffic reducing congestion and delay around Guide junction leading to an improvement in air quality.
• The new bus service, area travel plans, mobility hubs and cycle network improvements all support a mode shift away from private car to more sustainable modes. This mode shift will 

reduce the carbon emissions from transport within the study area and also improve the air quality through the use of less polluting modes.
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Strategy Intervention Logic Map
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Conclusions and Recommendations

▪ The South East Blackburn study area is a key economic and residential 
area for Blackburn, and is an area which can expect to see significant 
levels of development over the period of the next Local Plan. The A6077 
Haslingden Road which runs through it is already a key artery for the 
town and accommodates a variety of traffic types.

▪ The area is currently undergoing a number of highway improvement 
schemes to improve traffic flow, but the area does not provide a range 
of transport options beyond private car use. This limits options for those 
that already live and work in the area, and will become more of an issue 
over time as planned growth is delivered.

▪ A key issue for the study area is its proximity to the M65 Junction 5, 
which is the entry or exit point of much of the road traffic in the area, 
and which places particular pressure on the Guide Junction, which acts 
as an intersection to key employment sites to the north, west and east.

▪ The high level of car use in the area is in part a response to the lack of 
transport options available. The current bus offer is not attractive, and 
does not provide good integration with the rail network,. Topography 
and a lack of a coherent cycling and walking network also discourage 
active modes.

▪ This baseline does though offer the potential for significant modal shift 
if the right mix of transport options can be provided to and from 
existing residential and business locations, and integrated into the 
planning process for the development sites anticipated in the Local 
Plan.

▪ The strategy presented here is intended to significantly improve the 
transport offer available in South East Blackburn. It proposes a coherent 
cycling and walking network which links to key origin and destination 
sites, is focused on routes where there is unmet propensity to cycle, and 
which makes use of segregated or traffic free infrastructure where 
possible. The cost of the proposed network has been estimated at 

£3.7m, exclusive of land, surveys, Traffic Regulation Orders and 
stakeholder consultation

▪ The strategy also proposes the development of a number of area 
based travel plans focused on the key industrial sites within the study 
area, and the roll out of residential travel plans to the Queens Park and 
Higher Croft districts of the study area. These plans are intended to be 
integrated with the other measures in the strategy, to highlight the 
increased range of transport options on offer, and to generate a degree 
of modal shift which will materially improve the operation of the 
highway network. The cost of the three Area Based Travel Plans has 
been estimated at £50k per site, to cover  initial feasibility study, 
development of the Travel Plan and Action Plan, the establishment of a 
Tenants Working Group, appointment for a co-ordinator for 3 days per 
week, and delivery of the Plan over 6 months. The cost of the residential 
travel plans are estimated at £2k per household for delivery over a 2-
year period.

▪ Measures set out in the BSIP, including for a Superbus network of 
frequent bus services will benefit the study area and make bus travel 
more attractive. A new bus service is provided which would improve 
connectivity along Blackamoor Road and Roman Road, and that will also 
connect to the proposed development sites. This service is estimated to 
cost £425k per year, with a £100k p.a subsidy required

▪ Finally, a pilot network of Mobility Hubs will be established which will 
provide a step change in mobility options, providing bike and car hire, 
electric vehicle charging, improved wayfinding, and connections to bus 
services. The network proposed has been costed at up to £3.8m, 
exclusive of land acquisition, surveys, TROs and consultation.

▪ Taken together these options should lead to modal shift that should 
enable the Guide junction to operate within capacity at 2037 with 
mitigation complementing the strategy options outlined in this report.
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Proposed Package of Measures
Figure 18: Proposed Package of Measures
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INTRODUCTION 

This note sets out a proposed set of options for the South East Blackburn Transport Strategy. The 
options provide a broad range of high level transport options that are feasible and relevant to South 
East Blackburn with the potential to address the transport challenges. The options are based on the 
issues identified as part of the development of our Challenges Technical Note and consultation with 
key stakeholders within the Council and the Study area. 

CYCLING & WALKING OPTIONS 

The study area benefits from being located close to the Weavers Wheel network, which provides a 
comprehensive cycling network around Blackburn, using both on- and off-road routes, and a number 
of ‘spoke’ routes which connect into the core network. Three options for improved cycling and walking 
facilities within the study area are outlined below. 

1. Fishmoor Reservoir – Link to Weavers Wheel 

There is potential for wider provision of off-road cycle routes connecting through to Roman Road and 
beyond. One option for consideration is to take cyclists and walkers away from the congested Guide 
Junction by making use of the two paths which run adjacent to the Fishmoor and Guide Reservoirs. A 
path here could connect into the off road routes in Cavell Close, providing access back on to Haslingden 
Road at the hospital junction. A footpath also exists connecting Nightingale Close to Sullivan 
Drive/Delus Close; this would provide a traffic free route away from Blackamoor Road, which is limited 
in terms of its provision for cyclists and walkers. A risk to note here is that the paths between the 
reservoirs is currently in the ownership of United Utilities, and agreement would need to be reached 
with them before the route could be upgraded. 

 

Figure 1 Fishmoor Reservoir Link 
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2. Queens Park – Link to Weavers Wheel 

A separate cycling option would see an improvement and extension to spoke 3 of the Weavers Wheel 
in the Queens Park district. The current route turns left behind the Royal Blackburn hospital and then 
connects on to Queen’s Road, Queens Park Road, Pringle Street and Bennington Street. The route 
would connect into the canal towpaths, providing a route into the centre of town. The current off-road 
path is in a poor state of repair and, with broken bottles etc, does not provide an attractive proposition 
to cyclists. This option would see the route upgraded and resurfaced, with improved lighting. There is 
also the option to introduce a one-way route on Pringle Street, increasing the amount of road space 
available for cyclists and walkers. The route would connect into the canal towpaths, providing a route 
into the centre of town, which could be enhanced by a crossing across the canal from Higher Audley 
into the rear of the rail station, this would provide an attractive link for Queens Park residents and for 
active travel links between the town centre, rail station and Haslingden Road employment sites. Active 
travel measures around Queens Park area would create a filtered neighbourhood, reducing rat 
running, and creating a filtered neighbourhood which would encourage active travel. Queens Park 
comprises a large Asian community which anecdotal evidence suggests has shown an increase in levels 
of cycling over the past 18-months. The provision of a route here may help to maintain that increase 
by providing an attractive and largely off-road cycle route. 

 

Figure 2 Queens Park Link 
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3. Haslingden Road (West) – Cycle Lane Extension 

The widening of Haslingden Road has resulted in the loss of some sections of segregated 
cycle/footway, with these being reduced to shared provision. The Walking and Cycling Connectivity 
Study for South East Blackburn (June 2020) identified a number of improvements within the study area 
including the extension of cycle lane provision at the western end of the A6077 along the Haslington 
Road up to Old Bank Lane and the introduction of pedestrian crossing facilities.  

The report identified this was a busy section of route with no cycle provision and inadequate crossing 
points which created conflicts between pedestrians, cyclists and drivers. 

 

Figure 3 Haslingden Cycle Lane Extension 
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PUBLIC TRANSPORT OPTIONS 

To encourage the use of bus, particularly to key employment sites as well as a number of Local Plan 
development sites, new or extended bus routes should be considered. A number of options are 
outlined below for consideration to proceed to qualitative appraisal: 

4. Hospital Loop Bus Service  

The hospital is a key destination for bus services, particularly for visitors and has its own on-site bus 
terminus. The 22 route is a radial service, which runs from Clitheroe to Blackburn town centre to the 
hospital and then on to Shadsworth before reversing direction. This service could be diverted to run 
from Shadsworth back into town, providing a circular route, although this would imply a longer journey 
time for residents of Shadsworth  

 

Figure 4 Hospital Loop Bus Service 
  

© OpenStreetMap contributors 
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5. South Blackburn Circular Bus Route 

The Local Plan Transport Study proposes a new circular bus route which runs from the town centre via 
Mill Hill, Earcroft, Lower Darwen, Shadsworth Industrial Estate and Blackburn Royal Hospital. Such a 
service would improve connectivity to the south of Haslingden Road, and link residential areas to 
existing and proposed employment sites. There is also the potential to diver services through Bank Hey 
and the Strategic Employment Sits when delivered, and use the Blackamoor Link Road upon 
completion. 

 

 

Figure 5 South Blackburn Circular Route 
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6. Roman Road Bus Service 

As a variation to the South Blackburn circular service, a Roman Road Circular bus service would run 
from Blackburn town centre via the Haslingden Road/Rockcliffe Junction, through Higher Croft, along 
Blackamoor Road and back onto Haslingden Road. Such a service would provide a more direct route 
and improve journey times and accessibility to Roman Road. It would also still run close to a number 
of development sites, though not site S042 (Bank Hey). As wit the previous example there is also the 
potential to extend this service along the Blackamoor Link Road on completion. 

 

Figure 6 Roman Road Circular 

7. New Rail Station – between Blackburn and Darwen 

It is worth noting that any and all of the bus service options outlined above could include a stop at 
Blackburn Station, providing improved rail connectivity to key sites in the study area. A further option 
is for a new rail station, located on the Ribble Valley Line. There are two potential areas of search for 
a potential new station namely close to Longshaw Green or in the Lower Darwen area.  

The Longshaw Green site would benefit from a wide catchment area given the residential nature of 
the surrounding area, and the lack of any other rail station between Blackburn and Darwen. However 
access for the site could be an issue. 

The Lower Darwen area provides a potential location for a new station, which has no significant 
constraints in terms of site access and again has a good local residential catchment.  
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A new station at this location would need to be implemented in conjunction with improved services 
along the Ribble Valley Line. There is currently an hourly service on this line, but potential to increase 
this to two trains per hour based on reconfiguration of existing services. 

 

Figure 7 Ribble Valley Line Station 
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8. Rail Station Enhancement at Rishton 

Whilst not in the study area, there is the potential to enhance the rail station at Rishton so that it can 
be accessed from the south. This would provide the option for a parkway station between Junctions 6 
and 7 of the M65, which could take traffic off the SRN before it arrives at Junction 5. Given the 
conditions on this section of the M65, a rail based option here would need to comprise service 
improvements in order to provide an attractive comparative service level and journey time, and would 
also require a fast, frequent bus service at Blackburn station in order to provide last-mile connectivity. 
A potential limitation of this option is the land to the south of Rishton Station is designated Green Belt. 

 

Figure 8 Rishton Station Enhancement 

9. New Rail Station – between Blackburn and Rishton 

There is an option is for a new rail station, located on the East Lancashire Line. There are two potential 
areas of search for a new station namely the area adjacent to Sidebeet Lane north of the M65 Junction 
6 and the area adjacent to the A6119 Whitebirk Drive. 

The A6119 Whitebirk Drive site would benefit from a local catchment area given the nature of the 
surrounding area, and the lack of any other rail station between Blackburn and Rishton. However the 
location does not provide opportunity for provision of significant station parking. 

The Sidebeet area provides a potential location which would be easily accessed from M65, but does 
not provide a local catchment. A further potential limitation of this option is the land is designated 
Green Belt. 



   

 

 

Options Technical Note   

Page 10/ 16   

 

A new station at this location would need to be implemented in connection with improved services 
along the East Lancashire Line. There is currently an hourly service on this line, but potential to increase 
this to two trains per hour based on reconfiguration of existing services. 

 

Figure 9 East Lancashire Line Station 
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MULTIMODAL OPTIONS 

10. Park and Ride Site 

A strategic park and ride site located close to Junction 5 and the Guide Road junction provides the 
opportunity to remove a potentially significant amount of traffic from the A6077 by providing a bus 
service into key employment sites. To be successful a park and ride facility in this area would need to 
be priced competitively against the current parking provision in the area as well as providing attractive 
journey times and service frequencies. Such a service could also build upon the Roman Road bus 
service described above (depending on frequencies), and on the Lions Drive and Guide Lane Link Roads 
discussed below. 

 

Figure 10 Area of search for potential Park & Ride Site 

11. Mobility Hubs 

The term ‘Mobility Hubs’ refers to highly visible, safe and accessible spaces where public, shared and 
active travel modes are co-located alongside improvements to public realm. Located at or very close 
to key trip generators they provide facilities which encourage users to adopt sustainable modes of 
transport, and the precise mix of options provided can vary by site. The type of facility provided by 
Mobility Hubs can include a combination of: 

• Dedicated car-share parking spaces 

• Car club vehicles 

• Electric vehicle parking/charging points 

• Cycle/e-bike/e-scooter hire 
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• Cycle parking 

• Cycle repair facilities 

• Lockers, showers and changing rooms for cyclists 

• Demand Responsive Travel pick-up points 

• Non-transport facilities (e-commerce pick-up point, travel information, emergency help point) 

Depending on their location Mobility Hubs can be open to the public or restricted to particular group 
of people (i.e. employees). In order to be successful they need to be planned as part of a coherent 
network which ensures that Hubs are provided at both ends of a journey. The Local Plan Assessment 
and Mitigation Report sets out a list of sites which may be suitable locations for a Mobility Hub: 

• Blackburn Railway Station; 

• Blackburn Bus Station; 

• Darwen Railway Station; 

• Darwen Bus Station; 

• Pleasington/Cherry Tree/Mill Hill/Ramsgreave & Wilpshire Rail Stations; 

• Ewood Bus Hub; 

• Existing key employment areas such as A6077 Haslingden Road (Shadsworth and RBH); 

• North East Blackburn Strategic Housing Site Allocation; 

• Bank Hey Housing Site Allocation; 

• M65 J5 Strategic Employment Site; 

• Holden Fold Site Allocations; and 

• Ellison Fold Way Site Allocations. 

12. Travel Plans 

Travel Plans are proactive, long term strategies that set out a set of proactive measures tailored to 
individual locations. Travel Plans are intended to secure modal shift at existing developments, or to 
mitigate the traffic impacts of proposed developments. They have traditionally focused on 
implementing a travel hierarchy which favours active modes (cycling and walking) and then public 
transport, but which also encourages car share over individual car use. To this hierarchy, and 
particularly in a post-pandemic context, can be added reducing the need to travel, which includes 
actions to support working from home as well as local recruitment policies. Travel Plans work best 
when produced in conjunction to new developments, which makes them particularly suitable for use 
in conjunction with the Local Plan developments, but can also be successful at existing developments, 
when sufficient resources are allocated to their active management and delivery. 

Travel Plans differ depending on the nature of the site (residential and employment). Typical measures 
included in Travel Plans include: 

Reducing the Need to Travel 

• Flexible Working Policies 

• Local Recruitment 

• Digital Infrastructure (eg high-speed WIFI) 

• Co-location of amenities 

Walking  

• Incentive Schemes/Challenges 

• Organised Walks 
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• Information on routes 

• Provision of clear and safe routes 

Cycling 

• Changing/Showering facilities 

• Secure parking 

• Cycle hire schemes 

• Cycle to work scheme 

• Provision of clear/safe routes 

Public Transport 

• Timetables and information 

• Discounted/taster tickets 

• Links in to Demand Responsive Transport network 

Car 

• Car share schemes 

• Car clubs 

• Car share bays 

• Guaranteed ride home 

Parking policies to manage access 
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HIGHWAYS OPTIONS 

Whilst non-highway options are likely to be an important factor in reducing congestion on the A6077 
they are unlikely, in isolation to be adequate to reduce congestion along the route and on the Guide 
Junction in particular. There are a number of highway options which may assist in reducing pressure 
on the junction in peak time, although both options would introduce new junctions to the network 
which may ultimately present their own capacity issues and delay onto the network if not delivered 
with sufficient capacity to accommodate future demand. 

13. Lions Drive Link Road 

The Lions Drive Link road would relieve pressure on the Guide Road Junction by providing a connection 
into the Shadsworth Industrial Estate from the B6231 School Lane. 

14. Guide Lane Link Road 

A similar principle would apply to the Guide Lane Link Road, which would provide access on to 
Blackamoor Road. This option would particularly benefit the Walker Industrial Park, and benefit the 
HGV services which must currently navigate the tight geometry of Guide Junction. 

Both of the highway options discussed above could benefit a potential Park and Ride facility close to 
Guide Junction. 

 

Figure 11 Lions Drive and Guide Link Roads 
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Discussions with officers have also generated a number of suggestions for junction improvements 
which may be necessary in the future as a result of future anticipated growth. These are summarised 
below: 

15. Shadsworth Road / Old Bank Lane Junction Improvement 

This would support growth planned at the site of the Shadsworth Leisure Centre, and would also 
provide an alternative route to access the hospital car parks.  

16. Grimshaw Park / Haslingden Road / Rockcliffe Street Junction 

Located close to the town centre this junction represents a bottleneck at the top of Haslingden Road 

17. Brandy House Brow / Old Bank Lane Junction Improvement 

This junction has recently been upgraded to a roundabout and provides an alternative access to the 
hospital. Capacity increases may be required as a result of future demand growth, particularly in light 
of the Pennine Gateway scheme. 

 

Figure 12 Junctions Improvements Study Area 

CONCLUSION 

This note sets out a long list of potential interventions which may act together to reduce traffic in the 
study area, and secure modal shift to more sustainable levels. The next stage is the qualitative appraisal 
and sifting of a long list of options to compare and review all the options across the study area. Our 
proposal assumed a maximum of 10 options to be considered at this stage, However our options report 
to date includes 17 options.  
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1. INTRODUCTION 

This note sets out a proposed set of objectives for the South East Blackburn Transport Strategy. They 
are based upon the issues identified as part of the development of our Challenges Technical Note, as 
well as a review of the accessibility of key sites. 

Analysis carried out for the Local Plan transport study highlighted that the A6077 is operating beyond 
capacity, and this degree of network stress is forecast to increase as a result of committed and other 
planned development. It highlighted the Guide Junction in particular as a section of the network which 
is over capacity, and which causes knock-on delay along a number of roads in the study area. The 
Council is delivering significant investment in the area in order to support planned growth through the 
widening of the Haslingden Road corridor and delivering the Blackamoor Link Road. 

Guide Junction is currently running in excess of capacity across all 4-arms at one or other peak period. 
If capacity issues at Guide Junction are to be addressed, it will be necessary to secure a significant 
degree of modal shift as well as to identify options which will redistribute traffic on to other, less well 
utilised roads. This note builds upon the conclusions of the Challenges Technical Note as well as the 
challenges and objectives established for LTP4 to develop a proposed set of objectives for this study, 
which will be used to inform the development of the options long list and to input into their evaluation. 

2. SUSTAINABLE TRANSPORT  

Public transport 

Bus is the dominant public transport mode in the area and provides an important link to the hospital 
and other key employment sites. 

However, bus provision is generally poor, with largely radial services running between the town centre 
and key trip generators. Analysis carried out using TRACCS shows that 48% of the Blackburn with 
Darwen (BwD) population live within a 30 minute bus travel time of the Royal Blackburn Hospital, and 
30% of the Shadsworth Industrial Estate.  

Data obtained from the Royal Blackburn Hospital Travel Plan (2017; 25% response rate) shows that 7% 
of employees commute by bus, with the overwhelming majority travelling alone in the car (81%). The 
same survey also states that 61% of people take less than 30 minutes to travel to work. Whilst it is not 
possible to infer any direct conclusions from this, given that 70% of respondents do not live within the 
BwD local authority area, it does suggest that bus should have a larger modal share than is currently 
the case. 

However, the same TRACCS analysis shows that bus connectivity is significantly better for those 
businesses situated to the north of Haslingden Road than those to the south. Whilst 30% of BwD 
residents live within 30 minutes bus travel time of the Shadsworth Industrial Estate, this number is 
only 9% and 8% for the Walker Park and Roman Road Industrial Estate respectively. Note that these 
figures are for the AM peak but remain broadly comparable in both the PM and interpeak periods. 

It is therefore clear that whilst bus connectivity should be improved across all key employment sites in 
the study area, this requirement is particularly pressing for those to the south of the A6077. 

In addition to bus provision Blackburn has a number of rail stations. However, these do not appear to 
contribute meaningfully to mode share, which reflects the lack of station within the study area. Less 
than 1% of hospital travel plan respondents reported using the train to commute to work, and our 
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TRACCS analysis shows that only 9% of BwD residents live within a 30 minute rail journey time of the 
hospital, with the figures for the Shadsworth Road, Walker Park and Roman Road Industrial Estates 
being 7%, 3% and 4% respectively. This is likely to be for a combination of reasons; both the frequency 
and journey time of services, and the lack of transport connections at the station which leave 
commuters to walk the last leg of their journey, up-hill, a distance of up to 3.5km. This latter point is 
also likely to provide a disincentive to those workers that live outside the BwD area and who may 
otherwise consider using the rail service for their commute. 

Active travel 

The Weavers Wheel provides Blackburn with a prominent and coherent cycle network within the study 
area and a good basis upon which to further promote cycling and walking The level of provision across 
the Wheel varies significantly however, and improvements to the quality of provision would act to 
make cycling a more attractive option. Whilst there is some cycle infrastructure provision within the 
study area, notably along Haslingden Road itself, others, such as Roman Road and Blackamoor Road 
provide little or no provision. Data from the 2011 Census suggests that cycle has a 1% mode share 
across much of the study area, and this is the figure reported in the hospital travel plan. The 
Government’s Cycle Propensity Tool suggests that this figure could be 3% based on Government 
targets, or much higher - as high as 20-25% under Go Dutch and e-bike scenarios – though this fails to 
take into account the shift patterns and 24-hour operation of a number of businesses located in the 
study area. It is therefore pragmatic to take the Government target as a reasonable first step to 
increasing the cycle mode share. 

As a note of caution, it should be noted that census data is now 10 years out of date, and that outputs 
from the 2021 Census are expected from 2022. We have based our Objective on census data given the 
lack of recent or reliable cycle count data or travel plan data. However, it may be appropriate to update 
the objective once 2021 census data is available, or, if a recommendation of this study is the roll out 
of Travel Plans to businesses located in the study area, once baseline data on mode split has been 
obtained. 

The Challenges Technical Note did not highlight any significant safety issues in the study area, 
therefore no specific safety objective has been identified at this stage. However the issue of perceived 
safety for pedestrians and cyclists was highlighted in the South East Blackburn Walking and Cycling 
Connectivity Study (June 2020). Measures to addressed perceptions of safety are likely to realise 
increases in use of these modes and will therefore be captured within an objective around increasing 
active travel mode share . 

3. ECONOMIC GROWTH  

The study area is identified as part of a growth axis running from North West Blackburn to South East 
Blackburn including a strategic employment site in the vicinity of M65 junction 5. Whilst the economic 
potential of the area is clear, the current and future transport conditions are in danger of jeopardizing 
the Councils growth aspirations. 

Whilst a key aim of this study is to identify interventions that will secure modal shift, it is recognised 
that levels of congestion and delay on the Haslingden Road are such, and are forecast to grow further 
as a result of both committed and Local Plan growth, that measures to redistribute traffic on to other, 
less well used roads will be necessary. Select link and junction capacity analyses carried out for the 
Local Plan transport study have highlighted the Guide junction as the primary source of delay within 
the study area. With all arms currently operating at over 90% Degree of Saturation in one or other of 
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the peak periods, a number which is forecast to increase to 140% by 2037 when all future development 
is taken into consideration.  

4. ENVIRONMENT 

In 2019 Blackburn with Darwen Council declared a climate emergency and committed to making 
Blackburn with Darwen carbon neutral by 2030. In recognition of this it is proposed that an Objective 
be included in the study to identify those options which most directly contribution to the Council’s 
climate commitments. 

The Study area includes an Air Quality Management Area (AQMA) at the Roman Road/B6231 
Blackamoor Road. The Blackamoor Link Road will go some way to improve air quality in this location. 
However both the Local Plan and emerging Local Transport Plan identify Air quality as an issue, 
therefore it is proposed that an objective be included in the study to identify the options which directly 
make a positive contribution of air quality. 

5. PROPOSED OBJECTIVES  

The sections above outline the rational for the proposed objectives outlined below. The objectives 
have been structured with a high level strategic objective supported by a series of 
intermediate/operational objectives. Where possible these objective are SMART. 

Improve the quality and accessibility of sustainable transport options within the South East 
Blackburn area 

• Improve public transport service provision such that 60% of the BwD population are within 
a 30-minute journey time of key employment sites located in the study area 

• Deliver improved rail connections to key trip generators within the study area 

• Improve integration within and between different transport modes so that each contributes 
its full potential and people can move easily between them 

• Increase cycling mode share in the corridor from 1% to 3% in the next five years. 

Enable growth ambitions to be realised without adversely impacting on journey time reliability  
within South East Blackburn 

• To prevent any further worsening in the level of congestion on the Guide Junction beyond 
that identified in the Local Plan Transport Study Assessment and Mitigation Report. 

• To improve journey time reliability within the study area, reducing the increase between 
inter peak and peak time journey times. 

Conserve and enhance the environment of South East Blackburn so that transport choices available 
support a better environment 

• Make a positive contribution to improving air quality 

• Support the Council’s objective to become climate neutral by 2030  

This note sets out a draft set of objectives which can form the basis of the evaluation of options as part 
of the South East Blackburn Transport Strategy, and which align with key Government priorities to 
‘Build Back Better’, achieve Net Zero, and deliver ‘levelling up’ which are likely to be reflected in the 
emerging policy hierarchy to be set out in the Local Plan and Local Transport Plan. Following discussion 
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and amendment or agreement these will be expanded to form a set of criteria which the agreed list of 
transport interventions can be assessed against as part of the shortlisting process.  
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1. BACKGROUND 

Population in the Blackburn with Darwen local authority area has been on a gradual upward trend over 
recent years with population of 150,030 in 2020, an increase of 334 (0.22%) from the previous year. 
The below population pyramid, Figure 1, outlines the percentage of the population in different age 
bands, with a bias towards a younger population. In 2019 the average age of a resident in Blackburn 
with Darwen was 37.1, below both the North West and UK average at 40.4 and 40.3 respectively. 
Additionally, Office for National Statistics figures for life expectancy at birth reveal that female 
averages are deteriorating rather than improving in the authority, from 81.2 in 2013 to 80.3 in 2018, a 
trend which is mirrored in men.  

 

Figure 1 Population Pyramid 

 

In terms of economic development, taking gross value added as a measure, the 2016 results for 
Blackburn with Darwen reveal a per head figure of £19,944 equivalent to 75.7% of the UK average. 
Deprivation indices published by the Department for Communities and Local Government in the 2019 
Index of Multiple Deprivation shows that Blackburn with Darwen is the 9th most deprived local 
authority based on the proportion of LSOAs in the most deprived 10% nationally.  

However, employment in the authority showed strong growth between 2009 and 2017, increasing by 
7.9% to 68,000.  
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Car ownership and availability data in the area, sourced from the 2011 census, demonstrates that 
30.5% (17,502) households had no cars or vans, this figure is significantly above the England and Wales 
average of 25.6%.   

Indicators of health and wellbeing from Public Health England for Blackburn with Darwen showed in 
2019/20 that 66.7% of adults were classified as overweight or obese, also above England’s average of 
62.8%. 

In terms of ethnicity Blackburn has a large Asian population, 28% identifying as Asian or Asian British 
in the 2011 census.  Walking and Cycling statistics from 2016 demonstrate how this presents a 
challenge with Asians being the least likely to cycle, the proportion of adults cycling once a week was 
just 7% for Asians in 2016 compared to 17% for White Other1.  

2. CYCLE 

A core objective of the LTP 4 is to transform our streets and places to enable an increase in active 
travel formulating part of the wider challenge of improving the authorities health and well-being. A 
fundamental challenge is to improve facilities for walking and cycling in the study area to provide a 
safer environment to encourage participation in active travel. 

The current cycling infrastructure in the area comprises of a variety of off-road and on-road cycle 
routes including both local and national cycle routes. The A6077 has fully segregated cycle provision 
adjacent to the north of the carriageway. The highway proposals detailed earlier to widen Haslingden 
Road and add a further lane, whilst these proposals maintain cycle provision it will become a shared 
cycle footway as opposed to the current segregated cycle provision.  

At present parts of the surrounding roads such as Roman Road and Blackamoor Road do not provide 
an attractive cycling environment and current layouts are perhaps too narrow to cycle in some parts.  

Weavers Wheel, part of the East Lancashire Cycle Network, is a 26km route surrounding Blackburn 
town centre that provides access to local employment and education amongst other opportunities. 
The level of provision across the Weavers Wheel network lacks consistency, there are some fully 
segregated off highway sections but also some signposted sections along busy roads. The below maps, 
Figure 2Error! Reference source not found., demonstrate the Weavers Wheel network in proximity to 
the study area. Two of its ‘spokes’ bisect the study area linking several of the development sites to the 
town centre. One of the Weavers Wheel ‘spurs’ connects the study area to Darwen town centre, albeit 
this is Roman Road as discoursed above to be a difficult cycling environment.   

 
1 Walking and Cycling Statistics, England: 2016 (publishing.service.gov.uk) 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/674503/walking-and-cycling-statistics-england-2016.pdf
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Figure 2 Weavers Wheel Network Study Area 
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Figure 3 Cycling Routes Quality 

 

The above route appraisal, Figure 3, from the 2020 SE Blackburn Walking & Cycling Connectivity 
Study evaluates the quality of the cycling provision in the study area. This particular route connecting 
Haslingden Road to Queens park Close (NG2) scoring amber for accessibility and way finding 
indicates that it requires improvement.  
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Figure 4 PCT Route Network   

 

The Propensity to Cycle Tool (PCT) shows roads where there could be more cycling in the future. It is a 
strategic planning tool that can estimate future mode shares for cycling along a corridor by considering 
current infrastructure, allocations of space and potential severance. The graphic above, Figure 4, is 
taken from the PCT. It shows roads where there could be more cycling in the future. This layer shows 
the combined peak number of daily cyclists for commuting and travel to school under the 
government’s 2025 target scenario. The tool estimates that the number of cyclists using Haslingden 
Road (based on 2011 census data) represent a 1% mode split, but estimate that this could increase to 
4% using the Government target, or as high as 16% under the most ambitious ‘Go Dutch’ scenario, or 
26% through the widespread uptake of e-bikes. 
 
The SE Blackburn Growth Corridor business case sets out wider aspirations for schemes designed to 
encourage a modal shift and increase healthy behaviour. These include:  
Current scheme proposals – (2019 South East Blackburn Growth Corridor Business Case) 

• Ambitions for the area to provide fully segregated cycle routes along existing public right of ways, 
including the existing road network, to improve and extend the Weavers Wheel network in the area.  
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3. WALKING 

Continuing with the goal of transforming our streets and places to enable an increase in active travel 
the challenges surrounding walking are intertwined with the need for facilities improvements for 
cyclists.  

Typically the walking infrastructure in the study area comprises of residential streets with footways on 
both sides of the carriageway around 2m in width. The cycle lane running adjacent to the A6077 is 
adjoined to a lane devoted to pedestrians on foot. There are controlled crossing facilities at key 
locations along the A6077 including the entrance of the hospital and along Blackamoor, Roman and 
Walker Road. Topography slopes gradually upwards from town centre to the M65 and outskirts of the 
study area, the walk South West on the A6077 is therefore slightly uphill.  

Along Blackamoor Road and Roman Road the walking infrastructure is less consistent. There are 
sections of the roads with no footways present and the large sections of both roads only have single 
sided footways. Consequently these footways have their width reduced when confronted with street 
furniture and lighting columns.  

There are a number of footpaths and public rights of way that link the proposed development sites, 
particularly the green infrastructure allocation sites such as Fishmoor Reservoir, illustrated below in 
Figure 5. However to encourage and ensure an uptake in walking trips effective links need to be 
provided between the site allocations and existing public rights of way such as Pennine Bridleway, 
Witton Weavers Way and the Arran trail. A further challenge associated with ensuring links with public 
rights of way are effective is improving facilities where routes intersect the highway network in order 
to ensure an appropriate level of provision for pedestrians, together with cyclist and equestrians, to 
cross on the desire line.   
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Figure 5 Study Area Public Rights of Way  

The number of adults walking for travel in Blackburn with Darwen according to Sport England was 
51.7% for May over the year 19-20 and 48.3% for November 19-202. This is significantly lower when 
compared to the UK average participation of 58.1% and 53.3% for the same May and November year 
periods.  

 
The SE Blackburn Growth Corridor business case sets out schemes designed to encourage active 
modes of transport and improve safety for pedestrians. These include:  
 
Current scheme proposals – (2019 South East Blackburn Growth Corridor Business Case) 

• The current proposals for both Haslingden Road and Blackamoor Road include measures to improve 
pedestrian crossing facilities at junctions by providing dropped kerbs and tactile paving and by 
widening splitter islands to provide sufficient width to act as pedestrian refuges. 

• Additionally, the provision of signalised pedestrian crossings at the Blackamoor Road/Roman Road 
junction will improve safety for pedestrians, as existing design does not incorporate crossings. 

 
2 Active Lives | Adult Data (sportengland.org) 

https://activelives.sportengland.org/Home/AdultData
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4. BUS 

 

Figure 6 Blackburn Bus Network 

The map above, Figure 6, illustrates the wider range of bus services both within the study area and 
surrounding Blackburn area. Blackburn town centre is connected with 15 different routes plus 
additional services adjoined to these routes linking the surrounding areas. From Blackburn, longer 
distance bus services link to locations such as Clitheroe, Preston, Burnley, Accrington, Chorley and 
Oswaldtwistle. To the south of the map and illustrated below in Figure 7, Darwen is connected by seven 
routes and its longer services continue to Bury, Bolton and Edgworth.  

TRACCS Analysis has been conducted to assess levels bus provision and travel times for all public 
transport within Lancashire and Blackburn with Darwen, detailed below in Table 1 and Table 2. The 
results demonstrate that accessibility at Royal Blackburn Hospital is broadly similar to those of other 
hospitals in the region but it could certainly be better. Public transport accessibility is considerably 
better for the hospital and Shadsworth Industrial Estate than it is for the Walker and Roman Road 
Industrial Estates. This indicates connectivity needs to be improved to the South of the study area.  
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Table 1 TRACC Analysis Results Bus Services Only 

% OF LANCASHIRE POPULATION 
WITHIN 30 MINUTES TRAVEL TIME 
OF: 

(BUS SERVICES ONLY) 

AM PEAK 
HOUR (08:00-
09:00) 

PM PEAK 
HOUR (17:00-
18:00) 

INTERPEAK 
(09:00-
17:00) 

Chorley and South Ribble Hospital 6% 5% 6% 

Royal Blackburn Hospital 5% 5% 7% 

Burnley General Teaching Hospital 6% 6% 8% 

Royal Preston Hospital 7% 6% 8% 

 

 

% OF BLACKBURN WITH DARWEN 
POPULATION WITHIN 30 MINUTES 
TRAVEL TIME OF: 

(BUS SERVICES ONLY) 

AM PEAK 
HOUR (08:00-
09:00) 

PM PEAK 
HOUR (17:00-
18:00) 

INTERPEAK 
(09:00-
17:00) 

Shadsworth Business Park 30% 26% 32% 

Walker Park Industrial Estate 9% 14% 15% 

Roman Road Industrial Estate 8% 4% 9% 

Royal Blackburn Hospital 48% 46% 57% 
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Table 2 TRACC Analysis Results All Public Transport 

% OF LANCASHIRE POPULATION 
WITHIN 30 MINUTES TRAVEL TIME 
OF: 

(ALL PUBLIC TRANSPORT) 

AM PEAK 
HOUR (08:00-
09:00) 

PM PEAK 
HOUR (17:00-
18:00) 

INTERPEAK 
(09:00-
17:00) 

Chorley and South Ribble Hospital 6% 5% 7% 

Royal Blackburn Hospital 5% 5% 7% 

Burnley General Teaching Hospital 6% 6% 8% 

Royal Preston Hospital 7% 6% 8% 

 

& OF BLACKBURN WITH DARWEN 
POPULATION WITHIN 30 MINUTES 
TRAVEL TIME OF: 

(ALL PUBLIC TRANSPORT) 

AM PEAK 
HOUR (08:00-
09:00) 

PM PEAK 
HOUR (17:00-
18:00) 

INTERPEAK 
(09:00-
17:00) 

Shadsworth Business Park 30% 26% 34% 

Walker Park Industrial Estate 9% 14% 15% 

Roman Road Industrial Estate 8% 4% 9% 

Royal Blackburn Hospital 48% 46% 61% 
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Figure 7 Darwen Bus Network 

A core objective of the Local Transport Plan 4 is to improve local public transport, networks and 
interchanges.  

At present the bus infrastructure comprises of a range of stops along the A6077 located in either single 
lane carriageways, dual carriageways or slight laybys. There are no segregated lanes devoted 
specifically for buses or taxis within the study area. The majority of stops in the study area do not have 
shelters and those that do tend to be located heading North West towards Blackburn town centre. 
None of the stops are equipped with passenger information technology. 

The bus stops at Seacole Close are both situated in single lane sections of the A6077.Concerns raised 
in the public consultation for ‘Growth Deal 3’ relate to bus stops heading North West into Blackburn 
either being positioned in single lane traffic or positioned as traffic filters into one lane. 

Blackamoor Road is currently only served by the No.33 bus with just one stop located by Walkers Park 
with no layby or shelter for passengers. School Lane served by No.15 does provide a layby but again 
no shelter.  
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Table 3 and Figure 8 below illustrates that bus services along the corridor are limited, in order to 
expand provision, challenges would need to be overcome in alignment with highway infrastructure 
improvements, as Haslingden Road currently does not provide many advantages for buses. 

 

Table 3 Bus Frequency in Study Area 

ROUTE 
NO. 

ROUTE 

FREQUENCY 

MON-FRI SAT SUN 

12 
(Purple 
Route) 

Blackburn - Royal 
Infirmary – Longshaw – 
Blackmoor – Royal 
Blackburn Hospital - 
Blackburn 

07:05; 09:30; 
13:30; 15:30 

No Service No Service 

22 
(Green 
Route) 

Shadsworth Road – Royal 
Blackburn Hospital – 
Blackburn – Roe Lee Park – 
Langho, by Railway Station 
– Whalley – Clitheroe - 
Chatburn 

Every 30 mins 
from 05:50 until 
20:17 

Every 30 mins 
from 05:50 
until 20:17 

Every 1 
hour from 
09:18 to 
17:18 

481 
(Yellow 
Route) 

Blackburn – Belthorn – 
Haslingden – Bent Gate – 
Rawtensall – Edenfield – 
Walmersley - Bury 

Every 60 mins 
from 06:29 until 
16:49 

Every 60 mins 
from 07:19 
until 16:19 

No Service 
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Figure 8 Bus Routes along A6077 Corridor 

5. RAIL 

There are six rail stations within Blackburn with Darwen, with three stations within, or close to the 
study area – Blackburn, Mill Hill and Cherry Tree. Blackburn is the largest and most conveniently 
located of the locations. Services from Blackburn include: 

York, Leeds and Colne to Preston and Blackpool  

• Services to York every hour – Journey times 1hr 57min 

• Services to Preston every half hour – Journey times between 18-27min 

• Services to Blackpool every half hour – Journey times between 43-59min 

Manchester to Blackburn and Clitheroe 

• Services to Manchester every half hour – Journey times between 53min-1hr 7min 

• Services to Clitheroe every hour – Journey times 23min 

Leeds to Manchester Victoria via Bradford Interchange/Brighouse and Manchester to Blackburn 

• Services to Leeds every hour – Journey times 1hr24min 

Services to Bradford Interchange every hour – Journey times 1hr1min 



   

 

 

Challenges Technical Note 110675  

Page 15/ 23   

 

Whilst detailed rail patronage data is not available, data from Royal Blackburn Hospital suggests that 
less than 1% of staff commute via rail. This is likely to be for a combination of reasons, in part 
topography, with the hospital being uphill from the rail station, and partly because the bus services 
linking both points are not frequent enough to significantly encourage commuting. 

A branch of the Ribble Valley Line runs through the study area, linking the stations of Blackburn and 
Darwen. The line runs close to significant residential development and would likely have a 
reasonable catchment area, although the route is largely single track and may require upgrade.  

The TRACC analysis results displayed in Table 4 below show that rail mode share is virtually non-
existent at the 30-minute level, this largely reflects the long walk time from the station to your ultimate 
destination.  

Table 4 TRACC Analysis Results Rail Services Only 

% OF BLACKBURN WITH DARWEN 
POPULATION WITHIN 30 MINUTES 
TRAVEL TIME OF: 

(RAIL SERVICES ONLY) 

AM PEAK 
HOUR (08:00-
09:00) 

PM PEAK 
HOUR (17:00-
18:00) 

INTERPEAK 
(09:00-
17:00) 

Shadsworth Business Park 7% 7% 7% 

Walker Park Industrial Estate 3% 3% 3% 

Roman Road Industrial Estate 4% 4% 4% 

Royal Blackburn Hospital 9% 9% 9% 

 

Potential for a railway station between Blackburn and Darwen  

 

6. HIGHWAYS 
 
The study area is bound by the M65, the A666 and A6078 Higher Audley Street. Since the completion 
of the M65 motorway in 1997 the A6077 corridor has experienced significant growth to around 23,000 
vehicles per day. There has been a noticeable rise resulting from the relocation of Blackburn Royal 
Infirmary to the Royal Blackburn Hospital site in 2006. Haslingden Road/A6077 is now the main 
gateway to the Royal Blackburn Hospital and the centralised Accident & Emergency department for 
the East Lancashire NHS Trust. Traffic issues and disruption along this part of the road are often caused 
or associated with the hospital where the transport mode is inherently car heavy throughout the day. 
 
Utilising typical traffic congestion data made available on Google, estimates can be made of the general 
level of traffic and delay along the A6077. The AM peak 08:30 is detailed in Figure 9 below and the 
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A6077 (Haslingden Road) has slow moving traffic in both direction, particularly northbound. There is 
relatively heavy congestion in the southbound lane during this morning period outside Blackburn 
Central High School (BCHS).  
 

 

Figure 9 Typical AM Congestion 
 
In the PM peak (17:30) the A6077 is slow moving but not overly congested or at a standstill in either 
direction, as shown below in Figure 10. The B6231 (Blackamoor Road) between Roman Road and the 
A6077 is heavily congested during this evening peak period. It is worth noting that this typical traffic 
tool on Google Maps utilises historical data compiled over several years from mobile devices using 
the app. Whilst it is regularly updated, it is difficult to say to what extent recent conditions impacted 
by COVID have shaped the AM and PM typical congestion data for this study area.  
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Figure 10 Typical PM Congestion 
 
The A6077 Haslingden Road does experience slight levels of congestion during the morning and 
evening peak periods due to the amount of vehicular traffic generated by Blackburn town centre and 
significant developments along the corridor including Royal Blackburn Hospital, Blackburn Central High 
School, Shadsworth Business Park and Walker Business Park. These levels demonstrated in Figure 9 
and Figure 10 do show an improvement on the typical data from 2019, shown below in Figure 11 and 
Figure 12, however this may be due to the impacts of COVID-19. On the other hand there have been 
significant roadworks along the corridor for several months which could have either had an adverse 
impact or resulted in further redistribution of traffic.  
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Figure 11 Typical AM Congestion 2019 

 

Figure 12 Typical PM Congestion 2019 

Traffic flows are expected to increase along the corridor further in future years due to substantial 
housing growth with approximately 643 additional homes planned for delivery through the Local Plan. 
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Flows will also increase as a result of economic development objectives across south east Blackburn, 
such as the creation of 3,862 jobs through the delivery of over 47,894 sqm of commercial floorspace. 
Analysis of the current and forecast link stress on Haslingden Road indicates that all of the link sections 
between the Lions Drive Roundabout (Bee Hive Junction) and the Shadsworth Road Junction, shown 
below in Figure 13, are forecast to be at or above capacity by 20263. 

 

Figure 13 Link Sections Between Lions Dr and Shadsworth Rd 

M65 Junction 5/Guide junction is one where traffic is estimated to increase. In the past work has been 
done to signalise the site, however this work is unlikely to be adequate to fully mitigate increases in 
traffic growth and other interventions which could redistribute traffic or achieve modal shift are likely 
to be necessary. In addition to this there are also plans for a Strategic Employment Site (SES) on land 
adjacent to M65 junction 5 for allocation in the emerging Local Plan.  Mitigation schemes are 
developing to address the existing peak time issues and ease future congestion related issues related 
to such developments, including a proposed Pinch Point scheme at M65 junction 5.  

 
3 South East Blackburn Growth Corridor Business Case – November 2019 - Microsoft Word - 200110 - SE 
BLACKBURN GD3 SOBC - 1 STRATEGIC CASE V1.05.docx (sharepoint.com) 

https://systragroup.sharepoint.com/sites/BlackburnTransportStrategy/Documents%20partages/General/5.%20Technical/3.%20Data/200110-SE-BLACKBURN-GD3-SOBC-1-STRATEGIC-CASE-V1.05%20(1).pdf?CT=1628081803925&OR=ItemsView
https://systragroup.sharepoint.com/sites/BlackburnTransportStrategy/Documents%20partages/General/5.%20Technical/3.%20Data/200110-SE-BLACKBURN-GD3-SOBC-1-STRATEGIC-CASE-V1.05%20(1).pdf?CT=1628081803925&OR=ItemsView
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Figure 14 Junction 5 Congestion 08:00AM 
 
Congestion exiting the M65 and connecting corridors is evident during peak periods, illustrated above 
in Figure 14 and is impacted by limited capacity on the Local Road Network, traffic flow composition 
and proximity of some junctions. A further issue is that motorway traffic is using the local network due 
to congestion at motorway junctions. This results in strategic road traffic exiting at Junction 5, 
combined with 4 and 6, and filtering onto the A6077 as a result of such congestion of the motorway. 
 
It is important to consider that a fundamental challenge could be that historic congestion issues along 
the corridor that have received previous investments focussed on relieving congestion and improving 
the capacity of the highway network, it is likely this has encouraged further car use. Whilst there is a 
lot of work already underway to tackle congestion within the study area, the Guide Junction and 
Blackamoor/Roman Road amongst other bottlenecks are still expected to remain an issue. Challenges 
arise in creating more creative solutions than simply increasing junction capacity, which is why options 
to redistribute traffic away from Guide Junction are crucial. This could include new links, improvements 
to existing links and route prioritisation, such links need to include appropriate infrastructure for 
walking, cycling and bus priority, as will be outlined in the following sections.  
 
The SE Blackburn Growth Corridor business case sets out a number of highway schemes designed to 
reduce congestion and improve traffic flow. These include:  
Current scheme proposals – (2019 South East Blackburn Growth Corridor Business Case) 

• Widening of the A6077 Haslingden Road between Lions Drive and Shadsworth Road to four lanes 
with associated geometric improvements at junctions 
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• Delivery of the Blackamoor Link Road including two new junctions at Roman Road and Blackamoor 
Road and associated changes at the existing Roman Road / Blackamoor Road junction; and 

• Improvements to the Haslingden Road / Old Bank Lane junction to also include a new access to the 
Royal Blackburn Hospital 
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7. SUMMARY OF CHALLENGES BY MODE 

• HIGHWAYS 

Interventions to Redistribute Traffic and Increase Capacity – Traffic flows expected to further increase 
along corridor due to substantial housing growth and economic development. Mitigation required to 
redistribute traffic to relieve sections at capacity through new local links and other more strategic links 
to encourage wider redistribution. Further junction improvements anticipated in the study area as well 
as measures to encourage a modal shift. Challenges related to limited number of crossing points on 
Manchester-Clitheroe rail line and the impacts of increased traffic on conditions for active modes, 
unless improved infrastructure provided.   

• BUS 

Improvements to Bus Services and Infrastructure - Addressing existing weaknesses in the current bus 
services and associated infrastructure to encourage a modal shift.  Enhancing the limited bus service 
provision to connect employees homes with areas of employment including Shadsworth Road Business 
Park, Walker Park and Roman Road Industrial Estates. Potential additional routes must service the 
South West of the study area, link to the hospital and town centre of Blackburn but also address limited 
provision at shift change times.  

• RAIL 

Addressing Rail Service Accessibility and Catchments – Improving access and facilities at the existing 
stations within or close to the study area, in addition to increasing the provision of stations. Such 
improvements are dependent on increasing multi-modal connectivity with Rail to the study area.  

• CYCLING 

Enhancing the Weavers Wheel Network and Cycling Provision –Improved cycling provision on roads 
surrounding the A6077 and encouraging behavioural change. Challenges surrounding encouraging 
behavioural change include the topography, weather and demographics of the study area. 
Requirement to extend the Weavers Wheel Network to further the link between development 
employment sites and the town centre, this should be linked to improving current signage on the 
network. Challenges surrounding how cycling infrastructure can be improved without having to rely 
on individual businesses upgrading their onsite facilities.  

• WALKING 

Improving Active Travel Network and Connections -  Blackburn with Darwen was in the bottom five 
local authorities for walking at least once a week in England in 20164. In order to encourage and ensure 
an uptake in walking trips effective links are required between site allocations and existing public rights 
of way, intertwined with Weavers Wheel Network. Continued improvements to pedestrian 
infrastructure alongside the delivery of behavioural change programme.

 
4 Walking and Cycling Statistics, England: 2016 (publishing.service.gov.uk) 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/674503/walking-and-cycling-statistics-england-2016.pdf
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Appendix 4: Modelling Outputs


