Brecon Beacons National Park Authority

Cycling Strategy, October 2001


1.
INTRODUCTION

1.1
The vision of this strategy is that the Brecon Beacons National Park will be known as a welcoming, attractive place where visitor and resident can cycle safely, for social, utility and casual recreational purposes, amid spectacular scenery.

1.2
It is envisaged that if fully implemented by 2007, measures to encourage cycling for leisure and transport will increase visitor spending, help to foster a cycling culture and to meet the wider objectives of conservation and sustainable development set out in the National Park Management Plan
.

1.3
Promoting cycle tourism and leisure cycling combined with provision of improved cycle routes and facilities can help to change the pattern of visitor activity in the following ways:

· increase in visitor numbers through enhanced tourism facilities appropriate to the natural landscape and which enhance the Park’s appeal to the visitor market;

· increase in short break and additional long stay holidays by including cycling as an activity;

· increased visitor spend on accommodation, refreshment and cycle hire;

· a larger number of leisure cyclists (especially day trips from the surrounding areas such as the South Wales valleys);

· improved bus and train links to and within the area (cycle access to services outside peak times helps to sustain local services);

· stabilisation or reduction in the number of car journeys and congestion to and within the Park as safe cycle routes become established.

1.4
The strategy outlines the existing market and infrastructure and investigates how to develop the cycling market in order to increase the number of leisure cyclists. The secondary element of the strategy is to develop cycling as a viable form of transport within the area, in line with the objectives of the Transport 2010 – The Ten Year Plan.

1.5 The strategy will implement the following projects:

· development of cycle tourism products for four key market segments: family cyclists, short break “package holiday” cyclists, cycle tourers and mountain bikers;

· promoting economic regeneration by improving links between cycling activities and local tourism businesses within a number of towns and villages in and near the Park;

· a comprehensive network of national, regional and local routes that will be targeted at the four key market segments;

· improved publicity and information including wider use of the internet;

· development of supporting facilities such as cycle parking, cycle hire and cycle repair/rescue services;

· improving integration between cycling and public transport through innovative projects such as the Beacons Bike Bus;

· establishing adequate maintenance and monitoring programmes.

2.
ISSUES AND OBJECTIVES


The Vision


The Brecon Beacons National Park will be known as a welcoming, attractive place where visitor and resident can cycle safely, for social, utility and especially for casual recreational purposes, amid spectacular scenery.

Issues addressed by this Strategy


Current Travel Patterns

2.1
The majority of trips into and within the park are undertaken by car. Ninety two per cent of visitor days involve the use of a private vehicle. Public transport services are infrequent and facilities for carrying bikes are limited. Cycling, especially on roads, is often perceived as both dangerous and arduous. Although not on the same scale as in the Lake District and Peak District, increasing car use is causing very real environmental problems – most notably air and noise pollution (at a local level) carbon dioxide emissions at a global level. Cars are now starting to dominate towns and villages in the National Park – especially at “honeypot” destinations at peak times such as weekends and Bank Holidays.

2.2
The encouragement of cycling, walking and use of public transport in the Park will help to stabilise car borne visitor trips and in the longer term assist in the reduction of traffic congestion, while at the same time stimulating the local economy.  It is important that the Park is seen as a place where cyclists are safe and welcome.


Healthy Living

2.3
Many of the areas adjacent to the National Park (such as the South Wales valleys) suffer from relatively poor records in terms of personal health (specifically heart disease, obesity, diabetes, cancer and poor mental health). Many of these issues can be at least partly addressed by increasing levels of physical exercise.

Economic Issues

2.4
Tourism is now a major industry in the National Park with an estimated 3.6 million visitors per year. A wide range of businesses are supported by tourism including:

· accommodation (and its suppliers);

· shops;

· camp sites;

· canal boat hire;

· various visitor attractions;

· activity centres (for various sports and pastimes).

2.5
But average visitor spending (excluding accommodation) is low, at just £7.00 per day (£11.00 per day for overnight) visitor. The Brecon Beacons Strategic Tourism Action Plan
 has concluded that the National Park is significantly under performing as a tourist destination.

2.6
Studies from across Europe indicate that cycle tourism can bring major economic gain to rural economies. For example, the Tauernradweg in Austria and Veloland Schweiz (Switzerland) have been highly successful in generating demand and income from cycle tourism.  In the case of the latter, it is estimated that the investment of 10 million Swiss franc (About £4 million) invested in a comprehensive network of cycle routes has been repaid (through cycle tourism economic growth) in the first three years of opening. 

2.7
These examples relevant in that they represent routes or networks, which have been developed in mountainous areas. The cyclist is drawn by the appeal of magnificent scenery, the links to tourist destinations and the safety, convenience and ease of the routes. These factors should be the cornerstones of cycle route development in the Brecon Beacons.  

2.8
The tourist attractions of the Brecon Beacons, and its stunning landscape, will remain the main appeals for the cycling visitor. The task therefore is to promote “green tourism” by improving cycling facilities and attracting cyclists without impacting heavily on the special nature of the Park by increasing motor vehicle traffic.

2.9
Central government commitment to non-motorised transport will also continue to stimulate interest in recreational cycling.  Wales is already gaining ground as a cycle tourism destination; but other destinations such as East of England, Northumbria and the West Country are also investing heavily to encourage both domestic and overseas cyclists.  They are major competitors in terms of the cycle tourism market. 

2.10
Given the dynamic nature of the market in general, it is important for the Park to develop its cycle tourism potential.  It should be possible to signal to the tourism market that the Brecon Beacons National Park is a great place to visit where it is possible to cycle along safe, attractive routes that serve key tourist and local destinations.  

Safety

2.11
On of the fundamental issues to be addressed by this strategy is that of safety. The routes featured in this strategy will be fully assessed and promoted with safety as the main criteria. Not only will this mean safety for cyclists – but also for other users of routes such as ramblers, equestrians and disabled people.


Policy Background

2.12
This strategy has been prepared in order to implement policies in a number of national and local policy documents. This strategy is therefore not “just another policy document” – but a practical strategy that will deliver real benefits on the ground.

UK Government Policy

2.13
In July 1998, the Government White Paper A New Deal for Transport: Better for Everyone
 introduced Local Transport Plans (LTPs). These statutory documents require Local Authorities to increase levels of cycling by promoting links to neighbouring authorities and producing local cycling strategies. 

2.14
On cycling itself, the White Paper endorsed the aims of the National Cycling Strategy
 and highlighted the need for better provision for cyclists, specifically:

· at destinations;

· at transport interchanges;

· design of road junctions;

· allocation of road space.

2.15
The NCS contains practical advice on:

· planning of cycle route networks;

· integrating cycling with traffic management;

· improving cycle safety;

· reducing theft;

· raising public awareness of the benefits of cycling.

2.16
The NCS target of quadrupling cycling trips between 1996 and 2012 has been re-based and defined in Transport 2010 – the 10 Year Plan as a trebling of cycling trips between 2000 and 2012.

National Assembly for Wales Policy

2.17
The National Assembly for Wales is currently developing a combined walking and cycling strategy. This identifies a range of practical actions that can be implemented by the National Assembly and Local Authorities. The strategy proposes an “agenda for action” that includes:

· setting of targets for increasing the use of cycling;

· supporting cycling in the planning process;

· co-ordination of cycling with other areas of policy (e.g. health);

· emphasising the role of road safety;

· improving the vitality of rural areas;

· resolving conflicts between road users;

· improving interchanges with public transport;

· developing good practice designs;

· promotion of walking and cycling.

Regional Policy

2.18
There are a number of regional policy groups involving Local Authorities within the National Park, including:

· The Mid Wales Partnership, of which Powys County Council is a key member, has published the Mid Wales Integrated Transport Strategy, which includes a section on cycling;

· The South-East Wales Transportation Forum (SEWTF): is publishing a cycling strategy document and action plan;

· Transport Integration in the Gwent Economic Region (TIGER): a public transport consortium covering the five former Gwent Unitary Authorities which is seeking to promote enhanced cycle-public transport interchange;

· South Wales Integrated Fast Transit (SWIFT): is an equivalent public transport consortium for the old South and Mid Glamorgan Local Authorities.

· SWITCH: covers Local Authorities in the former West Glamorgan and in West Wales and has been especially innovative in developing cycling projects in rural areas.

Local Policy


National Park Management Plan

2.19
The strategy will implement the following objectives set by the National Park Management Plan:

Access and Rights of Way (Chapter 9)

· maintaining all Public Rights of Way (PROWs) in a signed, waymarked and usable condition;

· continuation of Public Rights of Way (PROW) legal work;

· improvements to the PROW and permitted route network;

· provision of public information and education on access opportunities and responsibilities;

· monitoring of public access.

Recreation (Chapter 10)

· ensuring that recreational activities do not exceed their carrying capacity;

· reducing recreational use of private cars and promoting more sustainable forms of transport;

· supporting appropriate land-based recreation activities;

· maintenance of liaison between land owners and recreational interests;

· monitoring of recreational activities.

Tourism (Chapter 13)

· achieving a clear, shared vision for the future of sustainable tourism;

· development and promotion of green tourism;

· increasing tourism sustainability and reducing the impact on the environment and local communities

Transport (Chapter 14)

· developing close liaison with Unitary Authorities to ensure that Local Transport Plans and National Park objectives are complementary;

· developing and promoting an integrated transport strategy to the National Park;

· promoting sustainable transport initiatives to and within the National Park;

· consulting on, and implementing the cycling strategy (this document);

· monitoring roads and transport.

Forward Planning and Development Control (Chapter 18)

· preparation of a Unitary Development Plan for the Park in line with the principles of sustainable development;

Local Transport Plans

2.20
The Local Transport Plans (LTPs) of the nine constituent Local Authorities all have cycling strategies, which broadly promote the objective of increasing use of this mode for utility and leisure trips;

2.21
The LTP is the major document for funding transport initiatives and cycle initiatives proposed by this strategy are consistent with both the principles and the detail of Local Authority LTPs. In particular, this consistency is manifested in four main ways:

· measures proposed by this strategy support the LTP initiatives in adjacent geographical areas; 

· measures proposed by LTPs can be adapted or extended to support initiatives proposed by this cycling strategy;

· Local Authorities and the National Park Authority can co-operate more closely on individual projects and in negotiations with land-owners, transport operators, developers, local businesses, town/community councils etc;

· joint funding bids can be submitted where appropriate.

2.22
In order to ensure that this consistency is translated into action, this strategy will be implemented by a partnership of the National Park, the Local Authorities and other interested organisations. More details about the partners are given in chapter 3.

Aims of the Strategy
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2.23
The basis of this strategy is an action programme for developing cycling for leisure and utility trips in the National Park. The strategy is fully supportive of the Local Transport Plans of the nine constituent Local Authorities.

2.24
The potential cyclist in the National Park will have some or all of the following expectations:

· safe, well designed routes which meet their requirements; either segregated from highways or on very quiet roads where traffic is minimal and calmed;

· well sign-posted or way-marked routes;

· publicity and interpretation which explains the area and denotes where facilities are located;

· refreshment outlets;

· availability of range of cycle-friendly accommodation; 

· telephones and toilets in villages and towns;

· resting places;

· cycle hire and repair service;

· public transport access or help (Taxi, Bus, Post Bus, Train).

2.25
In order to achieve this level of provision for cycling, the strategy sets out several core objectives and within these a number of specific targets that can be measured within the National Park.


Core Aims

CA1
To maximise the role of cycling as a form of recreation, tourism and transport for residents and visitors to and within the Park.

Key targets and dates:

1. Seek adoption of the Cycling Strategy by all partners (including elected representatives of the Unitary Authorities): 2001;

2. Assess routes and facilities in more detail and prepare outline costs: 2001;

3. Secure resources to undertake the key actions outlined in the strategy through funding bids: 2001-2007;

4. Collect base information on current cycle usage: 2001-2002;

5. Treble the number of cycling trips in the National Park: 2001-2011.

CA2

To develop cycle tourism as a significant part of the overall economy of the National Park and its communities.

Key targets and dates:

1.
Develop a distinctive cycle tourism campaign: 2003;

2.
Establish the current contribution of cycling to the tourist economy: 2001-2002;

3.
Increase the total identifiable contribution of cycling to the tourist economy of the National Park by 2007.

CA3
To enhance the cycling infrastructure in the Park to meet the needs of the core potential visitor markets and promoting economic development through sustainable tourism.

Key Targets and dates:

1. Develop safe national, regional and local cycle routes, ensuring that all significant settlements and tourist destinations are connected to the Brecon Beacons Cycle Network: 2007;

2. Install adequate cycle parking in all significant settlements and at tourist destinations: 2005.

CA4
To enhance supporting infrastructure for cycle tourism.

Key Targets and dates:

1. Identify the number of businesses that currently support cycling;

2. Increase number of cycle-friendly accommodation providers;

3. Increase the number innovative services for cyclists – such as cycle hire, cycle repair, cycle rescue and guided cycle touring.

4. Increase number of cyclists accessing the National Park by train: 2007;

5. Increase the number of bus routes and services that carry cycles: 2007.

CA5
To increase publicity for cycling for all journey purposes

Key Targets and dates:

1. Cycle routes and facilities to be fully incorporated into existing and future promotional literature: 2001-2007;

2. Increase the number of dedicated cycle promotion leaflets: 2001-2007.

CA6
To increase cycle security

Targets:

1. Establish the number of cycle stolen (through Police reports) and consider general security issues: 2001;

2. Increase cycle security by provision of safe and secure parking: 2005.

CA 7

To positively enhance the landscape and environment when undertaking cycling schemes

Targets:

1. To comply with all relevant policy and design guidance when undertaking cycling schemes;

2. To secure full support for designs from local people and relevant groups.

3.
THE NATIONAL PARK AUTHORITY AND PARTNERS

The National Park

3.1
The Brecon Beacons National Park is the most accessible upland area for much of the population in the south of Wales and England - being situated within an hour's drive of the heavily populated areas of South Wales and Bristol, and two to three hours travel from Birmingham, the West Midlands and London.  

3.2
A total of 32,000 people live in the National Park. The most important industries are tourism, farming and public, financial and other services. Figure 3.1 shows the main settlements both within and nearby the Park.


The National Park Authority
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3.3
The Brecon Beacons National Park is administered by a special National Park Authority. The Authority is made up of a Committee of locally and nationally appointed members and over 100 staff. The local members are selected by the Local Authorities that have parts of their area within the National Park. National members are appointed by the National Assembly for Wales. The main roles of the Authority are to protect the natural beauty of the Park, to help visitors enjoy and understand it and to foster the wellbeing of local people. 

3.4
The day-to-day running of the Park is carried out by salaried staff members headed by the National Park Officer. The National Park Authority has four main areas of work: Planning, Park Management, Visitor Services and Support Services. The first three of these have a direct relevance to cycling.

Planning

3.5
The National Park Authority deals with all planning applications and advises on work related to listed buildings, conservation areas and building design. Other planners are responsible for working with local communities to prepare a Park-wide Local Plan for future land-use, and how each town and village may develop. They have also produced the National Park Management Plan, which sets out the main policies and objectives for the Park. Planning plays a key role in reconciling the needs of development with those of conservation. Cycling can play a key part in the planning process by providing opportunities for sustainable travel to utility and leisure destinations.

Park Management 

3.6
Practical conservation, community development and the Warden Service are the responsibility of the Park Management section. They manage land and property as well as dealing with landscape design, woodland management, archaeology, ecology and farm liaison. Community development involves working with community councils and other local groups on recreational and environmental projects to benefit local people. The Warden Service also provides regular links with local communities, schools, residents, landowners and commoners. They help local and visiting groups and individual visitors and, together with Estate Wardens, carry out conservation and countryside management work on public paths and visitor facilities. Office based colleagues also deal with access and recreation issues. Cycling is a key issue for park management – as there is a need to facilitate access is properly managed and does not impinge on the natural environment.

Visitor Services

3.7
The work of Visitor Services includes Park education, publicity, running a residential study centre at Danywenallt, and day facilities at the Mountain Centre and Craig-y-nos Country Park. Information and publications about the National Park, its heritage and recreational opportunities (including details of guided walks and events) are also available at the Brecon, Abergavenny and Llandovery information centres. Schools liaison, adult education, resources and a library are all part of the education service, and Danywenallt study centre offers groups a wide range of residential courses. The Mountain Centre and Craig-y-nos Country Park each provide an extensive programme of public events and activities throughout the year.  Cycling is a key mode in the bid to encourage more visits by sustainable methods of travel.

Local Authorities

3.8
The Park straddles nine Local Authorities, each of whom has a Local Transport Plan that features measures to promote cycling, including implementation, in partnership with Sustrans, of the National Cycle Network.  The nine authorities are:

· Powys County Council;

· Monmouthshire County Council;

· Blaenau Gwent County Borough Council;

· Torfaen County Borough Council;

· Caerphilly County Borough Council;

· Merthyr Tydfil County Borough Council;

· Rhondda Cynon Taff County Borough Council;

· Neath Port Talbot County Borough Council;

· Carmarthenshire County Council.

3.9
Local Authorities are one of the most important partners – as they have the legal responsibility for managing public highways and promoting transport improvements through Local Transport Plans. Local Authorities have been at the forefront of developing regional partnerships to implement integrated transport improvements (see chapter 2 above).

Other Partners

3.10
There are a number of partners who will have a key role in implementing the proposals in this strategy.

The Beacons Trust
3.11
The Beacons Trust was established in 1999 from the Beacons Forum, an assembly of public sector bodies (including the Brecon Beacons National Park Authority) local businesses, voluntary organisations, community councils and local interest groups.

3.12
The Trust’s aim is to contribute significantly to the economic and social life of the communities within the Brecon Beacons National Park area and it has already laid ambitious plans for initiatives in tourism, with a comprehensive tourism plan developed by local businesses and agreed in early 2000. The Trust has already set about implementing every aspect of the plan, with projects on visitor information, business support, product development and better marketing. The emphasis of the plan is on building stronger links between tourism and other sectors of the local economy, in particular agriculture.


Groundwork Merthyr and Rhondda Cynon Taff

3.13
Groundwork Merthyr and Rhondda Cynon Taff have done a great deal to develop and promote the Taff Trail which runs through the Park, and have established good links with local businesses.  Their work has been critical in the development of a cycle tourism presence in the south-east and central areas of the Park.  

3.14
The monitoring of usage on the Taff Trail is another essential task undertaken by Groundwork.  The monitoring provides an indication of the levels of cycle tourism in general, and provides specific quantitative evidence for funding bids or other partnership ventures.  


Sustrans Cymru

3.15 Sustrans Cymru has been instrumental in developing the National Cycle Network in and around the National Park.  By 2005 a network of National, Regional and Local Routes will have been completed, adding to the tourism offering, and strengthening links with the surrounding area. 


Wales Tourist Board (WTB)

3.16
The Wales Tourist Board (WTB) is co-ordinating major initiatives such as Moving Up A Gear, which will be developed during the lifetime of this strategy and could be an important element in attracting overseas visitors to the area.  WTB offer funding for capital works and publicity for cycle routes, and within designated Historic Towns including Brecon.


Countryside Council for Wales (CCW)

3.17
Although the primary function of the Countryside Council for Wales (CCW) is as a conservation body, it also seeks to improve access to the countryside.  Its Access and Enjoyment Programme includes the provision of grants for cycle routes and networks.  The grants are allocated on a partnership basis, with applicants required to raise 50 per cent of the total scheme costs.  

3.18
CCW also sits on the advice panel for applications for European Union Rural Wales funding.  This includes checklists which specifically address transport issues, including promoting links with public transport, traffic management and traffic calming, and the setting of environmental targets.  This study will help to identify specific objectives and measures which can be included in funding applications.

National Trust (NT)

3.19
The National Trust (NT) is a significant landowner (Corn Du, Pen y Fan, Sugar Loaf and a small area at Skirrid) and conservation body.  Two permanent staff act as wardens and work with volunteers to undertake path repairs in the Beacons.  The NT welcomes and encourages cycling as a sustainable form of transport and recreation.  At present, cyclists are not regarded as a problem except for a very small minority who deviate from bridleways onto footpaths or open land.  A small area of woodland has been waymarked with cycle routes at Skirrid, but usage levels are low since it is isolated from other tracks. There is potential to work together with other groups on trail maintenance on NT property.
British Waterways (BW)

3.20
British Waterways (BW) are currently in the process of re-examining the transport role of the canal network, including the towing paths. BW have a policy of extending the accessibility of canals to a wider range of recreational users, including cyclists, but this has to take account of the impact on wildlife and the interaction and potential conflict between types of users.  A short section of cycle route from Brecon to Brynich has recently been opened, and improvements are being made to the section between Llanfoist and Pontypool.  There is some local opposition to further developments to allow cycle use between Brynich and Llangynidr.


Forest Enterprise (FE)

3.21
Forest Enterprise (FE) is another significant local landowner and source of recreational routes.  Local managers are keen to exploit the potential to gain cycling visitors, and the Coed y Brenin centre in North Wales is an example of how this can be developed.  The centre offers mapped and waymarked routes to cater for a variety of skill levels, as well as cycle hire and guided rides.  FE have standard waymarking signs for use on their land, which may be of significance when waymarking longer routes which pass through a forest area.  They are keen to work with partners to help to develop cycling in the area.


Public Transport Operators

Valley Lines Trains

3.22
Provide services in the Cynon, Merthyr Tydfil and the Rhymney Valleys.  Space for four cycles per train (although more are sometimes carried) using tip-up seats.  Cycles are banned at peak times.  “Cyclists Specials” have been tried on August Sundays in the last few years, running between Cardiff and Merthyr Tydfil to link to the Taff Trail.  Marketing was minimal and the trains were not particularly busy (with an average loading of six cycles).  Valley Lines have expressed an interest in repeating the exercise, especially as part of a wider Park-wide promotional push for cycling. 

Wales and West Trains

3.23
Wales and West operate the Heart of Wales Line and services to Pontypool and Abergavenny. Their rolling stock is mainly single units, which carry a maximum of two cycles.  They are unable to invest in infrastructure and train modifications at present to accommodate more cycles. 
Bus Companies

3.24
There are a number of bus companies that run services within the Brecon Beacons National Park. The largest of these are Stagecoach and First Cymru. At present, only one Beacons Bike Bus service has the facilities for carrying cycles – but the development of the Beacons Bus Partnership will change this situation.

4.
MARKETING STRATEGY


The Importance of Marketing

4.1
If the core aims and targets for the promotion of leisure cycling and cycle tourism in chapter 2 are to be met, cycle facilities provided as part of implementing this strategy must be well-used. A strategy for funding the provision of facilities will only succeed if fundholders are convinced that their money will achieve a change in travel behaviour and a benefit to the economy.

4.2
The term “marketing” is often confused with “publicity” and has been seen as something that is done only after infrastructure has been put in place. Often, this has been the result of more capital than revenue funding being available. But in fact clearly targeted marketing is fundamental, both in planning for cycle facilities, and in submitting funding bids for design and construction. Marketing includes effective research, developing the right product at the right price and effectively “distributing” it to the consumer. Publicity is only one aspect of a much wider marketing concept.

4.3
This chapter puts forward a leisure cycling and cycle tourism marketing strategy for the Brecon Beacons National Park that will define the need for the provision of facilities. The strategy is based on the Wales Tourist Board Cycle Tourism Marketing and Product Development Programme 2001-2003
 which identifies four key market segments that will need to be catered for if the objectives and targets in chapter 2 are to be met. Three of these – short breaks, cycle touring and mountain biking are the subject of a pan-Wales campaign. The fourth – family cycling – is to be promoted by local partners although it will be integrated into WTB literature.


Characteristics of Visitors to the Park

4.4
The 1994 All Parks Visitor Survey describes the characteristics and views of visitors to the Park.  The data is now seven years old, but still provides a comprehensive overview of visits.  

4.5
The total estimated number of visitor days to the Brecon Beacons National Park is 3.6 million.  The private motor vehicle accounts for 92 per cent of all trips to the Park, while 4 per cent of visitors arrive by public transport and 1 per cent by all other modes - principally walking.  Residents generate the remaining 3 per cent of all trips, and this is mostly car based.  

4.6 52 per cent of the total are day visits from home (1.7 million visitor days), while the remainder are days spent by holiday-makers (1.6 million visitor days).  These are further split between those staying outside the Park (1 million), and those staying in the Park (0.6 million). 

Seasonality

4.7
As with many other destinations seasonality is important with a third of visitor trips take place in July and August, and two thirds occurring between May and September.  Cycling is seen as a pursuit which is appealing in early Spring and autumn as well as high season and there is therefore an opportunity to extend the traditional summer tourist season. 

Visitor Profile

4.8
Most visitors to the Park travel as a couple or as a small group of friends, with fewer than 25 per cent travelling with children.  The All Parks Survey provides a limited amount of information on age and other social characteristics.  It is likely that the younger age cohort is attracted to off-road mountain biking and multi-activities but the main market will be the short break casual cyclist seeking two or three day circuits and these need to be achievable by cyclists in older age groups.  

4.9
More recent information is provided by interview surveys carried out in 1999 and quoted in The Brecon Beacons Strategic Tourism Action Plan.

· visitors tend to be middle aged and there are relatively few young people and children;

· nearly 60 per cent of visitors had been to the Park before. Nearly twice as many were on a short break (34 per cent) as on holiday (18 per cent). Nearly 30 per cent of people were on a day trip;

· decisions about where to stay were based on either access/convenience, proximity to a particular activity or the location of friends and family.

4.10
The Action Plan reached a number of conclusions that are relevant to cycling. Firstly, there are five main tourism target groups, and their relevance to cycling is identified in the following table:

Table 4.1: Tourism Target Groups and Relevance to Cycling

Target Group
Relevance to Cycling

Families on short breaks and second holidays
Require off-road family routes linking tourist destinations

Wealthy “empty nesters” seeking gentle exercise and good food
Require flat off-road routes with refreshment facilities at the end

Young professionals seeking to escape to office treadmill and the urban environment
Could be attracted by short break lane cycling, cycle touring or off-road mountain biking

Recreational day visitors from South Wales
Off-road mountain biking or off-road family routes would be required by this group

Youth Activity Market
Off-road mountain biking would be most attractive to this group

4.11
Secondly, the Action Plan identifies five key brand qualities and unique selling points for the Park. Four of these have direct relevance to cycling:

· natural beauty: this can be enjoyed from a bike;

· adventure for all: off-road mountain biking in particular can offer this;

· hospitality: cyclists are a key market for accommodation providers;

· accessibility: this can be accessibility both to and within the Park and cycling, in combination with public transport, can offer this.

Visitor Origins

4.12
Most trips are within a drive time of 1½ hours.  In particular, 43 per cent of arrivals are from the adjacent populated areas to the south and south east and this holds considerable potential for day cycling trips.  There is also potential to attract the population in the Llanelli and Llandeilo areas of Carmarthenshire seeking to access the western parts of the Beacons.  To a lesser extent there is also potential to attract visitors from Hereford and Worcester.

Definitions of Cycle Tourism and Leisure Cycling

4.13
The term “cycle tourism” is wide. It refers to all types of cycling from short same-day visit cycle rides to long distance touring, and encompasses both on-road and off-road cycling activity.  It also embraces events and competitive riding.  The integral part of the definition is that cycling enhances the overall experience, and is a core motivational factor in relation to visitor activity.  Secondly, it involves visitor expenditure within the Park.  Within this definition very local trips from home, say to a local park, would not be defined as cycle tourism but a family day out would be.  

4.14
The distinction between cycle tourism and “leisure cycling” is problematic. One definition of the difference is that leisure visits are made by local residents whilst cycle tourism trips are made by people away from their normal locality. The problem with this definition is that the cycle tourism categories of family cyclists and mountain bikers include people visiting for the day – and they will live in or near to the National Park.

4.15
Another definition is that a recreational visit of over three hours is cycle tourism. Apart from being a somewhat arbitrary figure, cycling is a form of travel as well as an activity that can be enjoyed for its own sake. Therefore it can be questioned whether it is the cycle journey or the end destination that is the main activity that is being enjoyed. Furthermore, as cycling is a “slow” mode, a journey of more than three hours by bike (cycle tourism) would only take a much shorter time by car (and hence would be defined as a recreational visit).

4.16
Irrespective of the definition problems, leisure cycling is an important activity that must be encouraged in order to promote healthy and sustainable living and increased access and enjoyment of the countryside. This strategy will promote short leisure routes for local people as part of longer routes that are provided for cycle tourists.


Cycle Tourism Market Segments


4.17
The Wales Tourist Board strategy Moving Up A Gear
 and the Cycle Tourism Marketing and Product Development Programme 2001-2003  identify four main market segments for cycle tourism.

· Family cycling;

· Cycle Breaks;

· Cycle Touring;

· Mountain Biking.

Family Cycling

4.18
Family cyclists are often very casual users who prefer to cycle in good weather on traffic-free cycle routes in countryside areas.  The cycling trip could be part of a longer holiday or else it could be from a home base within or near the National Park. Studies in the Peak District, Forest of Dean and on the Taff Trail indicate that most family cyclists will travel approximately one hour to reach cycle routes and increasingly take their own cycles with them rather than hire at the destination.  They cycle shorter distances within a range of 16-25 km (10 –15 miles). Circular rides are important for this group and there is a strong preference for routes protected from traffic where gradients are kept to a minimum.


Cycle Breaks

4.19
This market segment comprises of people who prefer to escape to the countryside for a short break or for a longer holiday. They are based at one centre and seek “light packaging” such as pre-booked accommodation and information packs.  Use of accommodation is varied.  Camping is preferred by a large section of the market in Scandinavian countries and in the Netherlands, but in Germany or the UK serviced accommodation is often preferred. People on cycle breaks are likely to have some experience of cycling and choose destinations which have cycling and possibly walking facilities available. Short break cyclists cycle between 25-40 km (15–25 miles) per day, depending on the terrain. The average length of stay is 2 nights. For longer cycle holidays the cyclists tend to be more experienced with the result that rides are somewhat longer and on more challenging routes. The average length of stay is 7.1 nights. The most appropriate routes for cycle breaks are either off-road or on quiet lanes.


Cycle Touring

4.20
Cycle Touring is a holiday where people travel to different accommodation locations by bike. Holidays can last from two or three days to a couple of weeks. Cycle tourists prefer to organise their own itineraries rather than buy a package holiday and many like to take their own bikes with them.  Between 20-30 per cent will hire cycles at the destination.  They cycle between 25-40 km (15-25 miles) per day, although experienced independent tourers will cycle twice this distance per day.  A smaller sub-segment will book self-guided or guided tour packages, but the market segment is primarily an independent one. Cycle tourists tend to use quiet lanes but may be more willing to use busier roads on occasions.


Mountain Biking

4.21
Mountain bikers can either be day visitors or can stay as part of a longer holiday. They tend to ride in small groups on challenging off-road routes in mountainous areas. The distance cycled can vary – depending on the terrain and the level of expertise of the rider. The age range of mountain bikers is wide – from mid teens into the 60s.

Product Requirements

4.22
Research conducted in 1997 by TRACKS Consultancy Services for the Bikes on Trains Study suggested that the types of cycling that are of greatest appeal to potential visitors in Wales are traffic-free routes and self-guided cycle tours through the countryside. There also appears to be some demand for long distance cycle routes, mountain bike trails and cycling around historic towns.

Figure 4.1: The Appeal of Different Types of Cycling
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Marketing Strategy

4.23
For the short break, cycle touring and mountain biking market segments this strategy will be based on the Wales Tourist Board Product Development Programme up to 2003. In addition, a number of local and regional marketing initiatives will be considered to supplement the national campaign. For the family cyclist segment, a local or regional initiative will be promoted with WTB support.

4.24
The WTB intends to develop a Destination Management System (DMS) which is likely to feature a number of functions that will be able to effectively market cycling:

· a database of information about the area;

· an internet application working from the database;

· a trade communication system;

· a booking system to convert enquiries;

· a customer database which can be used to undertake pro-active marketing and relationship development;

· a call centre.

4.25
The challenge for this strategy is to provide the cycling products that the DMS can market and promote.

Strategy for Family Cycling

4.26
Family cyclists either travel to key destinations that are not cycle-related or else embark on a cycle trip for its own sake. The marketing strategy needs to ensure that both these types of family cycling trip are promoted.


Identification and Promotion of Key Destinations

4.27
An important part of the family cycling market is the use of a cycle to access another destination such as a picnic site, a town/village centre, a historic building or a multi-activity centre. The Key Plan identifies some of these destinations. Chapters 5 to 7 detail the cycle infrastructure for these destinations, namely:

· well-signed off-road routes which are situated as near as possible to local centres of population;

· safe and secure parking areas;

· links to public transport services.

4.28
As cycling infrastructure to the key destinations is been put in place, the strategy will then seek to make people aware of how they can get there by bike.


Including Cycling on Individual Leaflets and on Web Sites

4.29
Leaflets produced by the operators of key destinations are revised from time to time, often on an annual basis. When leaflets are revised, the National Park Authority should persuade these operators to include full details of cycle access and facilities (such as parking and public transport connections) and include a small map indicating the route from the nearest large settlement(s). A standard text (with blanks left for the local details) can be easily developed so that the operator has more of an incentive to include this information. The increase in use of the internet means that any destination with a web site should have cycle access details on it. In the first instance, each relevant web site should be reviewed and a standard text be provided to the operator.


Cycling Information in Brecon Beacons Publications

4.30
The National Park Authority contributes material to a number of publications, including:

· Beacons Bannau (the main visitor newspaper);

· Beacons Trust Local Information Project;

· Wales Tourist Board “Mid Wales”  brochure;

· Where to Stay in Brecknockshire (published by Powys County Council);

· www.breconbeacons.org (NPA web site);

· www.brecon-beacons.com (“Mountain Hut” web site).

4.31
Some of these publications already mention cycling but there is a need for a wholesale review of any information in order to identify appropriate improvements. Information that should be considered for inclusion could feature:

· details of routes to key destinations and facilities therein;

· identification of cycle-friendly accommodation;

· cycle hire, repair and retail outlets.


Identification of Family Cycling Routes

4.32
Family cyclists wishing to embark on a cycling trip as an activity in its own right require off-road circular or linear routes with a smooth gradient that allow them to start and finish at the same destination. Circular routes are often thought to be preferable because there is no need to “double-back” on the return part of the journey. However, off-road circular routes are not as easy to provide because the need for a circle often means having to travel across private land or on steep alignments on the sides of valleys.

4.33
Chapter 5 identifies the cycle routes planned as part of this strategy and from these, circular routes suitable for families are to be developed. The model for this is the Forest Enterprise Centre at Garwnant, which has developed circular forest trails, cycle hire facilities, refreshment facilities and produced good publicity material to promote them.

4.34
It is now recognised that linear family cycling routes are attractive in their own right and that combination with a public transport trip on either the outward or return leg of the journey can avoid the need for cycling in both directions.  For example, the Camel Trail in Cornwall is linear and very popular. Linear routes need destination points (such as refreshment facilities and visitor attractions) as targets and as a means of judging the length of the cycle ride.


Developing a Combined Route Map and Leaflet

4.35
Having identified the existing and future family routes, there is a need to consider how best to promote them. The model for a Brecon Beacons National Park network comes from the leaflet Traffic-free cycling on the Celtic Trail
. This leaflet combines a map of the whole route (as a centre-page spread) with details of twelve short linear routes at key points throughout south and west Wales.

4.36
The National Park Authority and its partners will produce a similar publication when enough of the traffic-free routes described in Chapter 5 are completed. This publication will show the whole cycle network (which would be of interest to all of the market segments) whilst highlighting ten or twelve key off-road family routes which provide different perspectives on the National Park.

4.37
In advance of enough routes being completed to make such a publication a viable proposition, continuing effort needs to focus on individual leaflets covering specific routes – most notably the Taff Trail.


Targeting Key People

4.38
Production of literature promoting cycling is one thing – but delivering it to the target market segments is quite another. As noted earlier, family cyclists can either be local to the National Park and adjacent areas of south and mid Wales (“day cyclists”), or else they could be people on holiday in the area (“holiday cyclists”). This strategy considers that it is necessary to adopt a pro-active approach to the distribution of cycling literature to these groups of people – rather than relying totally on the traditional method of placing leaflets at information points and hoping people will pick them up. There are a number of ways in which this can be done:


Links with Cycling Organisations

4.39
There are a number of cycling organisations that have a diverse membership (not just family cyclists). These include:

· Sustrans;

· Cyclist Touring Club (CTC);

· Trail Cyclists Association;

· Welsh Cycling Union.

4.40
The National Park Authority will develop links with these and other organisations and provide them with up to date leaflets for distribution to their members as well as articles and press releases for their publications.


Travel Awareness Campaign

4.41
Local Transport Plans highlight the need to raise awareness of current travel patterns and their implications for the economy, the environment and personal health – often under the Travelwise™ banner. They also highlight the fact that travel awareness can be extended to persuade individuals to change their travel habits and use more environmentally sustainable forms of travel. Although travel awareness is usually associated with travel to work in the peak hour, there is no reason why the concept cannot be extended to promote leisure cycling trips to and within the National Park for family cyclists in particular.

4.42
In order make cycling attractive to potential family cyclists, a travel awareness campaign should focus on the following key themes:

· dispelling some common myths (i.e. that all potential cycle routes in the Park have steep gradients or are on roads with heavy traffic);

· highlighting the attraction of the countryside in the Park and the things to do (focusing on the key destinations identified above);

· demonstrating the benefits of cycling for personal health and fitness (especially important in the adjacent south Wales valley communities where poor health is a problem);

· giving people ideas for visiting tourist attractions by bike;

· highlighting “how to” suggestions for getting to cycle routes – such as where to park, what bus to catch etc;

· demonstrating that combined cycle-public transport trips are both possible and desirable.

4.43
The National Park Authority will work with each of the constituent Unitary Authorities to include cycling to and within the National Park in travel awareness campaigns. The National Park Authority will also sign up to the Travelwise™ campaign in order to give any campaign an identifiable and well-respected brand name. Travelwise™ also disseminates good practice between member organisations and will therefore be a valuable source of information for implementing this strategy.

4.44
Information on the benefits of cycling and the facilities available will also be more widely promoted in literature that is sent to people making enquiries about holidays in the Brecon Beacons. An increasingly important requirement will be the availability of cycle information on the internet. The National Park current website will be updated to include, details of cycle routes and facilities as well as links to public transport. In the longer term as the strategy develops, the National Park Authority, Local Authorities, the Beacons Trust and other partners will consider developing a dedicated web site for cycling in the National Park.


Strategy for Cycle Breaks

4.45
Cycle Breaks will focus on the development and promotion of a number of centres of excellence for country lane cycling, which will offer:

· easy access to networks of quiet country routes for circular day cycle rides (for centre-based breaks), and 2-3 day circular routes (for touring breaks);

· a base of cyclist friendly accommodation;

· an infrastructure of accredited support services, including cycle hire, cycle repair, and cycle recovery;

· links to cyclist friendly public transport services, providing opportunities for the development of Bike-Rail and Bike-Bus short break packages;

· links to the National Cycle Network,

4.47
Very few organisations (either public or private) currently have plans to develop the sort of short day cycle rides that are needed to attract the occasional leisure cyclist market for centre-based short breaks. There is therefore a real opportunity for the National Park and the constituent Local Authorities to develop a practical plan of action to develop this market.

4.48
The WTB programme comprises of three core projects that will be developed in the Brecon Beacons:

· Centre-based Cycle Breaks Packs;

· Cycle Host Seminars;

· Short Break Cycle Touring Route Mapping.

Centre-based Cycle Breaks Packs

4.49
This project envisages the development of a series of Cycle Breaks packs or centre-based lane cycling breaks designed primarily to target the occasional leisure cyclist market. Packs will comprise standardised and consistently branded route maps for circular day cycle rides, and information on cyclist friendly accommodation and support facilities for cyclists. Packs will be saleable to assist monitoring and to begin to build an income stream for sustaining the project in the future.

4.50
The suggested national branding is “Welsh Country Cycling”, under which local branding can be applied e.g. “Brecon Beacons Country Cycling”. There are three locations in the National Park where packs will be developed by 2003.

· Llandeilo / Llandovery area (only part of this is within the National Park);

· Vale of Usk (only part of this is within the National Park);

· Brecon / Talybont-on-Usk / Crickhowell area.

4.51
Packs for each destination will identify:

· towns and villages within or near to the National Park which have the facilities required to make them a base for short cycle breaks – these towns and villages are identified in Table 3.1 (below);

· dedicated facilities for cyclists (accommodation, cycle parking, cycle hire and repair, cycle shops);

· places to eat and drink within the base towns and villages and along the routes;

· tourist attractions within the base towns and villages and along the routes;

· public transport services that can be used to get to the bases or on a as part of a specific route (such as the Beacons Bike Bus described in chapter 7).

· a choice of cycle rides based (for the first two areas listed above not all of these will be within the National Park – as there are plenty of other areas of the countryside where cycling will need to be promoted).

Table 3.1: Possible Base Towns and Villages for Cycle Breaks 

Area
Possible Bases for Cyclists

Llandovery / Llandeilo
Llandeilo

Llandovery

Vale of Usk 
Talgarth

Abergavenny

Gilwern

Blaenavon

Brecon / Talybont-on-Usk / Crickhowell
Brecon

Talybont-on-Usk

Crickhowell

Llangynidr

4.52
Other areas in or near to the National Park will be developed for cycle short breaks as the network develops after 2003. Possible locations include:

· Merthyr Tydfil;

· Hay-on-Wye;

· Tredegar;

· Brynaman / Ystradgynlais;

· Llanwrtyd Wells.

4.53
As part of the development of the Beacons Bike Bus (see chapter 7), the production of short break packages based on these bus routes will also be undertaken. The base would be any urban area along the route, and will include Cardiff, Newport and Swansea as well as towns in or closer to the Brecon Beacons (such as Merthyr Tydfil).

Cycle Host Seminars

4.54
Cycle Host Seminars will be designed to help local businesses and communities to understand how they can benefit from the work that is being done to develop and promote their area as a Cycle Breaks destination, and what they can do to welcome and attract cycle tourists. The seminars will also provide a focus for promoting the WTB “Cyclists Welcome Scheme”, the Cyclist Touring Club Code of Conduct for cycle hire operators, and the availability of grant aid to support the provision of facilities for cyclists. Support will be sought from local partners in terms of input into seminar content, and the provision of venues.

4.55
The Cycle Host programmes may lead to the establishment of Local Cycle Tourism Product Development Groups in the three areas as a means of sustaining and developing projects in the long term.

Short Break Cycle Touring Route Mapping

4.56
This project involves working with local partners that already have plans to develop short break touring routes, to develop a standard format, branding and design for the mapping and information print for such routes. 



Welsh Country Cycling Publicity Campaign


4.57
The effort to promote short break cycling packages will be supported by the WTB “Welsh Country Cycling” publicity campaign that will comprise the following:

· “Welsh Country Cycling” brochure featuring the centre-based Cycle Breaks packs; short break touring routes; and packaged cycle breaks.

· National advertising, direct mail and distribution campaigns;

· Dedicated “Welsh Country Cycling” pages on the ‘Cycling Wales’ Web site, with links to other relevant cycling Web sites;

· PR Campaign;

· Monitoring research conducted through sales of Cycle Breaks packs, and postal surveys of Campaign respondents.


Strategy for Cycle Touring
4.58
The following cycle touring products will be developed:

· route maps and itineraries;

· accommodation bases and companion guides for routes;

· award and stamping schemes;

· information services for routes.

4.59
Most of the information contained in the above will also be collected for the short break packs identified above – the information will simply be packaged and presented in a different way to meet the needs of the cycle touring market.

4.60
The national programme will initially focus on developing Lôn Las Cymru as a key cycle touring route for Wales (with the Taff Trail being the main route within the National Park). However, this will not preclude the National Park and the constituent Local Authorities from pursuing a local cycle touring campaign using routes both inside and outside the National Park. A pilot cycle touring package will be promoted when there are enough continuous routes within and near the National Park to make a tour a viable proposition.

4.61
Where relevant, cycle touring routes will be promoted to local businesses through the Cycle Host Seminars. 


Strategy for Mountain Biking

Route Development

4.62
The route development strategy for mountain biking is based on the fact that there are three distinct groups, who have differing needs in terms of off-road routes:

· Category 1: Inexperienced mountain bikers – this group have the same needs as family cyclists, most notably easy gradients, shorter circular routes and relatively smooth surfaces.

· Category 2: Experienced mountain bikers – who require more challenging half day or full day routes (ranging from 15 to 45 kilometres) that are fully waymarked. This group will appreciate steeper gradients and a rougher surface.

· Category 3: Trail Cyclists – distinct from category 2 because they are map literate and therefore will tackle routes that are longer, steeper, less obvious and less well-known. Nevertheless this group will still need to know which routes are legal, safe and viable and which are not.

4.63
Routes that will be developed for Mountain bikers are identified in chapter 5. However, there are a number of general issues that must be addressed if a viable network of mountain bike routes is able to promote an increased level of cycle tourism.


Signing of Off-Road Routes

4.64
Cyclists are legally entitled to use certain types of route away from the metalled highway, most notably:

· Public Bridleways (ramblers and horse riders have priority);

· Byways Open to All Traffic (BOATs);

· Restricted Byways (formerly known as Roads Used as Public Paths -RUPPs); 

· Unsurfaced Council Roads.

4.65
The Countryside Act 1968 places a duty on Local Authorities to signpost all Public Rights of Way (footpaths, bridleways and byways) where they leave a metalled road. Over 30 years later, this duty has not been complied with, mainly due to a lack of resources. In Wales as a whole, less that 20 per cent of PROWs are signed in accordance with the law.

4.66
In the Brecon Beacons National Park, signing for bridleways, BOATs and Restricted Byways is virtually non-existent. Furthermore, where a restricted byway follows a Council Road, there is no legal obligation to provide any signing at all.

4.67
The National Park Authority’s key recreational objective is to promote public access to and within the Park, in appropriate and sustainable ways. This includes a specific commitment to keep all PROWs adequately waymarked. The current lack of signing means that many legal off-road cycle routes are hidden away and public access is not, in reality, being promoted. Furthermore, lack of waymaking along a route means that cyclists (and other users) inadvertently straying on to private land and causing damage to environmentally sensitive areas. 

4.68
If mountain biking cycle tourism is to be developed to anything like its full potential, then the National Park Authority must receive increased funding to sign routes from metalled roads and provide continuous waymarking along the whole length of the route. There is also a need to sign cycle routes on unsurfaced Council Roads – a policy that has been successfully implemented in the Exmoor National Park. The signs and waymarking need not be expensive or environmentally intrusive. 

Maintenance and Protection of Routes

4.69
Under the Highways Act 1980, Local Authorities are obliged to maintain Council Roads and PROWs and keep them free from obstructions. The National Park Authority has delegated powers to carry out maintenance work on PROWs within the Park boundaries and is planning to develop a maintenance strategy as well as path condition surveys and monitoring system. Unsurfaced Council Roads are the responsibility of the Highway Authority (where they are not PROWs).

4.70
One of the purposes of the maintenance strategy is to develop priorities for improvements. Given the need to develop continuous off-road routes in order to promote mountain biking cycle tourism, work to identify improvements on routes highlighted in chapter 5 should be one of the priorities.


Proposed Mountain Biking Bases

4.71
Although there are three distinct categories of mountain biker, there are a number of facilities that all of these people require. These can be summarised as follows:

· close proximity to appropriate off-road route networks;

· safe and secure parking at the start/finish of the route or at the base;

· well signposted links between the bases and the local route networks;

· refreshments;

· toilets;

· shower and changing areas;

· bike wash facilities;

· cycle-friendly accommodation (for those staying in the area).

· retail outlets selling outdoor equipment;

· evening entertainment and activities (for those staying in the area);

· mountain bike hire, sales and repair;

· mountain bike events and challenges.

4.72
All these facilities need to be available in one centre so that the mountain biker has confidence in the area visited. The WTB programme for mountain biking features the development of a number of mountain bike centres around the country. These centres would offer high quality mountain biking trails, and a good support infrastructure of facilities for mountain bikers, such as:

4.73
The model for this programme is the highly successful Coed-y-Brenin mountain bike centre at Dolgellau – a self-contained facility developed by Forest Enterprise.

4.74
In the Brecon Beacons National Park, it is proposed to designate and actively market a number of less formal mountain bike areas, which can be accessed from bases (or “resort towns”) where all the required facilities are available. These areas and resort towns are as follows:

· Crickhowell: This town has easy access to the network off-road mountain biking routes in the Black Mountains described in Chapter 5. It has a wide range of accommodation and refreshment facilities such as shops, cafes and pubs.

· Libanus Mountain Centre and Defynnog / Sennybridge: the Mountain Centre is already a popular facility. This location gives immediate access to a series of challenging off-road routes to the south including the Sarn Helen Roman Road. In addition, a network of Unsurfaced Council Roads around nearby Defynnog and Sennybridge means that these villages are an ideal base for accommodation and refreshment facilities.

· Talgarth: This town provides access to challenging routes in the northern part of the Black Mountains as well as the Myndd Du family cycling area for less experienced riders. The local tourist office is keen to include cycle tourism in its plans to help regenerate the town. Most of the required facilities are already available.

· Talybont-on-Usk: The proximity of this venue to the Taff Trail, and the availability of traffic-free routes around the reservoir means that this village has more potential as a family cycling centre. But for inexperienced mountain bikers in particular, Talybont has much to offer. The main issue is the need to manage traffic in and around what is already a popular destination for tourists. Additional secure parking facilities in the area around the reservoir, and a traffic management strategy for the village, will be required if the environment of the area is to be protected.

· Ystradgynlais: This town has a strong sense of local community and its proximity to off-road routes in the Black Mountain and Fforest Fawr areas of the Park makes it a key destination. Plans to regenerate the economy of the town and provide a wider range of shops and services would be given a big boost if cycle tourism was developed as a product.

· Ystradfellte: although only a small village, this area is popular with cavers and does have access to some good off-road routes. It is probably not appropriate to market the village as an overnight destination. However, as a destination for day riders from the south Wales valleys, Ystadfellte could be marketed as a “green lung” destination.

· Abercraf: the construction of National Cycle Network Route 43 on the old mineral line will facilitate circular rides nearby. There are proposals for a more formal Mountain Biking centre complex, which will include waymarked routes, accommodation, refreshment and fitness training facilities. At present, development of a centre at Abrecraf is a longer term objective and will need to be fully supported by local people if it is to become a reality.

4.75
Another initiative to be pursued is the development of a challenge trail linking three youth hostels at Ystradfellte, Llandeusant and Brecon. The aim is to develop a long distance circular route – primarily using off-road mountain bike routes that can be traversed with an overnight stop at each of the youth hostels. The main issue is whether suitable off-road routes between the three hostels can indeed be achieved. Based on the routes described in chapter 5, the trail would be as follows:

· Ystradfellte to Llandeusant: via the Ystradgynlais to Cross Inn route;

· Llandeusant to Brecon: via the Brecon to Llandeilo regional route and various possible off-road routes south of Sennybridge;

· Brecon to Ystradfellte: via the Taff Trail (Western Route), the Garwnant to Penderyn route and the Penderyn to Ystradfellte route.

Mountain Biking Publicity Campaign

4.76
At present, the National Park Authority only publishes one small leaflet for mountain bikers. The Off-Road Cycling Association publish six basic maps showing routes in a number of areas. The development of a cycle tourism product through mountain bike bases and the promotion of the routes and facilities required will need an intensive publicity campaign.

4.77
The first part of this campaign should be to raise awareness of the off-road concept through a Brecon Beacons Off-Road brochure that can be promoted through the dedicated Mountain Bike magazines as well as through Tourist Information Centres. The brochure should be a mix of photos, excerpts of route descriptions (for all three categories of off-road user giving a “taste” of what can be experienced) and details of supporting facilities – shops, cycle hire, accommodation etc. The brochure should also be available over the internet.

4.78
Once general awareness has been raised, it is important to ensure that packs of leaflets and maps showing circular routes are produced separately for the three categories of mountain bike user. The leaflet and map packs should be based on each of the bases identified above and should give basic information such as:

· length of route and expected time of completion;

· indication of the surface and any lengths of route that are especially difficult to negotiate;

· codes of conduct (these are already well publicised);

· escape routes in case of bad weather;

· any facilities along or at the start/finish of the route.

4.79
These guides should be of high quality (making them easy to understand) and be subject to a charge to cover production and printing costs. Copies of the leaflets should also be made available on the internet.

Benefits of Cycle Tourism 

4.80
The family cycling and short break market offers a large potential volume and value to the tourism economy.  The market has yet to be developed.  If, for example, a combination of routes featuring the Taff Trail could be realised then there would a flagship short break offering on which to build a wider cycle tourism campaign.  

4.81
Continental experience offers many similar parallels in terms of developing a flagship route such as the Loire route in France, the Donauradweg in Upper Austria, the One Hundred Castles route in Münsterland, and using this base to strengthen the image and appeal.  The Sea to Sea and Reivers route in the north of England bring to the UK a similar pattern and there are approximately 12,000 end to end users recorded per annum.  This level of development would be necessary to attract the occasional short break market.

4.82
The family cycling market is equally important in terms of volume but not value. This market segment can only be primed if there are segregated or quiet road routes available. 

4.83
For the mountain biking segment, the success of the mountain biking centre at Coed-y-Brenin in north Wales demonstrates how development of top quality facilities can provide a major boost to the local economy. The latest Wales Tourist Board figures for the centre have recorded a total of 120,000 visitors per year – with 61 per cent of these people staying overnight in Dolgellau. Given that the average spend of an overnight stay in the area is £100, Coed-y-Brenin has provided a massive boost to the local economy. This is something that can be replicated in the Brecon Beacons National Park.

5.
ROUTE DEVELOPMENT


Introduction

5.1
This chapter identifies the cycle routes that will be developed to cater for the four market segments identified in Chapter 3 and serve the key bases and destinations identified in Chapter 4. Each route is considered with reference to the cyclist market segments that are likely to use it and the origins and destinations that the route actually serves.  In some cases, a route will only be suitable for one market segment. However, in many cases, a route (or more likely part of a route) may be used by a number of different cyclists in different ways.

5.2
Many of the proposed cycle routes will be shared with other users – most notably ramblers, equestrians and disabled people (who could use any mode of transport including a bicycle). On some routes, such as the Monmouthshire and Brecon Canal, there are other groups of users such as fishermen and boaters. At the very least, it is imperative that the design and promotion of any cycle route does not prejudice the access rights of these groups. In many cases, the design and implementation of a cycle route will seek to improve access for all these modes. More detail on design issues is provided in Chapter 11.

5.3
All the proposed routes are shown on the Key Plans – Figures 1a and 1b in the back of this report.


National Cycle Network (NCN)

5.4
This strategy will continue to develop the off-road NCN in the Park as “flagship” routes for the use by family cyclists, in partnership with Local Authorities, Sustrans and voluntary bodies. Links to key tourist destinations and short traffic-free circular and linear trails will be developed. The on-road NCN routes will become part of short break and cycle touring routes.


Taff Trail (NCR 8)


Existing Route

5.5
The Taff Trail between Merthyr Tydfil and Brecon consists of a number of sections of traffic free cycle route: 

· Merthyr Tydfil to south of Pontsticill: via disused railway;

· South of Pontsticill to Pontsticill Reservoir (northern end): via forest tracks;

· Blaen-y-Glyn to Talybont Reservoir: via disused railway;

· Brynich Lock to Brecon: via canal towpath.

5.6 There are currently three on-road sections that remain. These should be replaced by traffic-free routes if the Taff Trail is to marketed as a family cycling route along its entire length from Merthyr to Brecon.

Pontsticill to Coetgae-llwyn

5.7
It is proposed to investigate and develop an almost traffic-free route braided route in four main sections. This would allow the Taff Trail to effectively become a braided route between Pontsticill and Blaen-y-glyn – making it suitable for both family cyclists and those with more experience of on-road cycling. The braid will also allow a circular ride starting and finishing at Pontsticill. 


South of Pontsticill village to Pontsticill Reservoir

5.8
From the end of the existing off-road section of the Taff Trail, south of Pontsticill, a route along a disused railway could be constructed up to the reservoir. 


Pontsticill Reservoir to Sailing Club
5.9
The next section of route would follow the Welsh Water access road along the edge of Pontsticill Reservoir as far as the sailing club. Consent to use this route would be needed from Welsh Water and appropriate safety / traffic management measures installed.


Sailing Club to Dolygaer Outdoor Pursuits Centre

5.10
This section of route utilises an existing bridleway that is currently not to the required standard for equestrian usage. There is an oppourtunity to upgrade this alignment for all users. At the northern end of this section, a major engineering upgrade will be required in order to take the route over the head wall of the reservoir.


Dolygaer Outdoor Pursuits Centre to Coetgae-llwyn
5.11
After a very short on-road section, the route can utilise an old track that runs adjacent to, and below, the Brecon Mountain Railway. This will require new construction to ensure that the route is viable for family cyclists.


Issues to be Resolved

5.12
The main issues to be resolved on this section of route are ensuring:

· safe parallel operation between the cycle route and the Brecon Mountain Railway;

· cycle usage of the Welsh Water access road;

· that the interests of ramblers and horse riders are not prejudiced by the route, where it follows the bridleway.

Talybont Reservoir to Brecon and Monmouthshire Canal

5.13
From the north eastern end of Talybont Reservoir, the current Taff Trail turns left on to a short section of byway before turning right on to a busy road – bypassing Talybont-on-Usk. The proposed alternative off-road route would follow the disused railway line between Talybont Dam and the village. This runs parallel to the existing road route until it meets the Brecon and Monmouthshire Canal at the southern end of Talybont-on-Usk. The village is a key “honeypot” destination that is dominated by heavy traffic at summer weekends and on Bank Holidays. The main issues to be resolved on this section of route are:

· the section of canal through Talybont-on-Usk is popular with ramblers and dog walkers and use of the canal for cycling will need to be very carefully considered;

· that the interests of ramblers and equestrians are not prejudiced by the route, where it follows the bridleway;

· that any potential conflict between the proposed extension to the Brecon Mountain Railway and the new cycle route be resolved.

Improvements to Existing Infrastructure

5.14
A number of improvements to the existing Taff Trail route have been identified by Powys County Council, Merthyr Tydfil County Borough Council and Groundwork Merthyr and Rhondda Cynon Taff. These are vital if the route is to be made more user friendly and actively marketed as a family cycling route. The proposed improvements are summarised in Table 5.1 below.


Benefits of the Upgraded Taff Trail Route

5.15
The addition of the three off-road sections will develop the existing Taff Trail into a completely traffic-free route for family cyclists between Merthyr Tydfil and Brecon. The following tourist destinations will be connected to the route and will benefit from increased visitor spending:

· Cyfartha Park, Castle and Ironworks – the first phase of a traffic-free route between the Taff Trail and these sites is due to be completed in December 2001;

· Pontsarn viaduct;

· Brecon Mountain Railway (Pant and Pontsticill Stations – with possible extension to Talybont-on-Usk);

· Blaen-y-glyn forest walks and waterfalls;

· Pontsticill and Pentwyn Reservoirs;

· Dolygaer Outdoor Pursuits Centre.

· Talybont-on-Usk;

· Waterfolk Canal Centre;

· Brecon town centre.

Table 5.1: Taff Trail: Potential Improvements to Existing Route 

Project
Comments

Major Information / signboard at Canal Terminus
Design work will be done for two signboards for these sites in summer / autumn 2001

Re - sign (wooden fingerposts) for Taff Trail circular route
Approximately 8 Missing / damaged signs currently being replaced with new style signs to accommodate new Taff Trail logo and NCN 8 patch. Remainder need to be replaced for continuity. Storey Arms route may be treated as Phase 2, on completion of cycling route.

Confirmation signing on highway / hard surfaces (cycle logo repeaters, advanced warning signs etc)
In conjunction with Powys County Council. Huge potential benefits to user confidence, probably achievable at minimal cost (around £1000).

Brynich Lock - Minor improvement to road access (existing combination of sign and gate confuse cyclists who often resort to using bypass instead) and cycle parking at picnic area.
Possible alteration of gate arrangement



Theatr Brycheiniog - improvement of facilities for cyclists.
Requires an assessment of the success of the site as a start/ finish point for the Taff Trail e.g. signing and access arrangements, secure bike storage and overall sense of arrival/ departure



Project
Comments

Signed link Taff Trail start point after centre and between Tourist Information Centre and Theatre Brycheiniog, including signing for drivers from the Watton.


Cycle rack / secure cycle parking at key locations
To be identified with Powys CC and Brecon Beacons NPA

Improvement of trail treatment at Forestry Barriers
Gaps need landscaping, grading and widening to 1.2m to allow wheelchairs - Forest Enterprise 

Bridleway section, near Neuadd Reservoir
Run of gates need replacing to include horse / disabled friendly catches

Source: Groundwork Merthyr and Rhondda Cynon Taff

5.16
The route will provide the opportunity for day trips for visitors from Merthyr Tydfil and the valley communities to the south. The route is also ideal for tourists staying in Brecon, Merthyr Tydfil and Talybont-on-Usk. The addition of off-road sections of route will allow circular routes to be developed between Merthyr Tydfil and Talybont-on-Usk.

NCR 8 (north of Brecon)

5.17
North of Brecon, NCR 8 continues as part of the long distance Lon Las Cymru route. There are two alternative routes between Brecon and Builth Wells – one via Talgarth and Hay-on-Wye and one via Upper Chapel. The Talgarth / Hay-on-Wye route follows various roads along the National Park border and therefore is most suited to long distance cycle tourers following Lon Las Cymru.

NCR 8 Taff Trail Western Route

5.18
The Taff Trail Western Route currently runs between Brecon and Cefn Coed– running roughly parallel to the A470 Trunk Road. The route is primarily off-road, utilising existing Public Rights of Way, forest tracks, a coach road and a number of tramways that were used when constructing the reservoirs. Only short sections of the route that are on public bridleways or on-road can be legally used by cyclists.  This strategy proposes to upgrade the whole of this route for use by cyclists as well as ramblers and equestrians. The route will be somewhat more “challenging” than the parallel eastern Taff Trail and will therefore be marketed as a route for more experienced family cyclists and short break cyclists.

5.19
The main issues to be resolved are:

· access to the “Navvies route” between the Cantref and Beacons Reserviors, which will require an agreement with the Commoners;

· provision of a safe crossing point of the A470, south of Storey Arms;

· developing a route across the boggy ground on the northern edge of the Beacons Reservoir.


Benefits of the Taff Trail Western Route

5.20
The development of the Taff Trail Western Route for family and short break cyclists between Merthyr Tydfil and Brecon will create a large circular route between the towns – running through some of the most picturesque areas of the National Park.

5.21
The more adventurous short break cyclists will be able to complete the circular route (starting from either Merthyr Tydfil or Brecon) in either one or two days. Another possibility is to develop a shorter circular route to the south of Brecon by the addition of an on-road route between the existing Taff Trail (at Llanfrynach) and the Western Route at Gron-felen. Family cyclists will be able to park and ride a liner route at either Garwnant Forest Centre or Storey Arms. Family cyclists will also be able to ride to Garwnant and then perform one of the forest circuit trails. Alternatively, cyclists will be able to utilise the existing Beacons Bike Bus from Cardiff and Merthyr to Brecon for one part of their return journey whilst cycling in the other direction. For example, cyclists could travel by bus from Merthyr to Brecon and cycle back.

5.22
The following tourist destinations will be connected to the route and will benefit from increased visitor spending:

· Cyfartha Park, Castle and Ironworks;

· Garwnant Forest Visitor Centre;

· Brecon town centre;

· Merthyr Tydfil town centre.

NCR 42 (Abergavenny to Hay-on-Wye)

5.23
NCR 42 between Abergavenny and Hay-on-Wye runs on-road through the Llanthony Valley and Gospel Pass and is particularly challenging for cyclists. The route climbs steadily through the valley its scenic nature means that it is prone to heavy traffic at times. This is exacerbated by the fact that the road appears in several guide books as a car-based tour. However, the narrow road and the presence of NCR 42 means that the road is arguably inappropriate as a through route for traffic. In the medium to longer term, it is possible that some kind of Park and Ride facility may be developed in the Llanthony Valley as part of a wider traffic management scheme for the route.

5.24
This on-road route is not suitable for family cyclists and should only be promoted as a route for more experienced cyclists who may be on a short cycle break or cycle tour. There are no obvious alternative off-road alignments for family cyclists so NCR 42 will remain the only through route between Abergavenny and Hay-on-Wye. The NCR 42 extends southwards to Chepstow and the Severn Bridge and therefore is a key strategic link in the National Cycle Network.

NCR 43 (Llanwrtyd Wells to Swansea)

5.25
A third north - south National Cycle Route is planned to cross the Park.  NCR 43, scheduled for completion in 2005 will run between Llanwrtyd Wells and Swansea. Within the National Park itself, the route will run on-road from Sennybridge through Crai, to access the old railway line which runs south to Abercraf and Ystradgynlais. At the southern end of the Park, the route will existing cycleway beyond Ystradgynlais.  There will be further opportunities to develop short loop routes for day-trips when this section is completed.


Benefits of NCR 43
5.26
A significant part of Route 43 will be off-road – making it suitable as a linear route for family cyclists. NCR 43 runs close to Craig-y-nos Country Park and the National Showcaves Centre at Dan-yr-Ogof and provides a link to the densely populated communities in the Swansea and Amman Valleys. This strategy proposes to develop a number of local links in the Craig-y-nos area to allow cyclists to access these popular destinations.


NCR 46 (Heads of the Valleys Cycleway)

5.27
The Heads of the Valleys Cycleway NCR 46 will run east to west along the southern boundary of the Park from Neath, through Glynneath to Abergavenny with the existing route 46 forming a spur to Newport via the World Heritage Site at Blaenavon.  Whilst sections of this route actually fall within the National Park boundary NCR 46 is also a vital part of the overall network of routes in south Wales and is particularly important as a means of accessing the National Park from the South Wales Valleys. For example, access from the Rhymney Valley in Caerphilly County Borough is only possible using the proposed NCR 46 link to the Taff Trail.

5.28
The main section of NCR 46 within the National Park is between Llanfoist and Brynmawr and incorporates the Clydach Gorge. This section of route will be one of the most spectacular anywhere in Wales and will form a vital part of a network of local routes based around the Blaenavon World Heritage Site. The route within the National Park is in three sections:

Abergavenny to Llanfoist

5.29
The future route between Abergavenny and Llanfoist will utilise a lane passing the Cemetery and continue through open countryside before reaching the disused railway at the village of Llanfoist.  Due to land issues an interim route is proposed which passes on road through the cutting.

Llanfoist to Govilon

5.30
The whole of this existing section of cycleway has been constructed on the disused railway and is currently maintained and controlled by Brecon Beacons National Park.  The section has a very easy gradient and is traffic free. 

Govilon to Cwm Nant Garn (Clydach Gorge)

5.31
The cycleway predominantly follows the line of the disused tramway and is probably the most scenic section of the whole route with panoramic views of the countryside.  There are some steep gradients on this section, part of the route is on lightly trafficked roads.

Regional Cycle Routes

5.32
The concept of a regional cycle route is less well understood than the NCN, which is an identifiable Millennium project covering the British Isles.  The main role of regional routes are:

· infilling the gaps between the main NCN routes;

· linking the major bases for tourism that are not fully served by the NCN;

· providing links between NCN routes and local routes (to form what we might recognise as a “network”); and

· providing continuous cycle access from the South Wales Valleys to the National Park.

Regional Routes to the National Park

5.33
A number of Regional Cycle Routes are planned or under construction linking each of the South Wales valleys to the NCN and the National Park. These are as follows:

· RCR 31: Wye Valley route;

· RCR 35: Aberbeeg to NCR 46 at Brynmawr;

· RCR 36: Risca to NCR 46 at Ebbw Vale;

· RCR 37: Pontllanfraith to Tredegar;

· RCR 38: Bedwas to NCR 46 at Rhymney;

· RCR 39: Aberbargoed to NCR 46 at Merthyr Tydfil;

· Cynon Trail: Abercynon to Hirwaun;

· Amman Valley Cycle Route: Ammanford to Cwm Twrch;

5.34
These routes are the being promoted primarily by the relevant Local Authorities through their Local Transport Plans and they are fully support this strategy. Three of the routes extend into the National park itself and are described in more detail below. The construction of these routes will significantly enhance the attractiveness of the area to leisure cyclists, and enable easier direct access from the heavily populated areas to the south.  These access routes will be promoted in all National Park literature on cycling.

Regional Routes within the National Park

RCR 34: Pontypool to Talybont-on-Usk

5.35
This route is planned to run between the existing NCR 46 at Pontypool and the Taff Trail, south of Talybont-on-Usk. The following parts of the route are a mixture on-road and off-road alignments, away from the canal towpath:

· NCR 46 (Pontymoile Basin) to Goytre Wharf – using back lanes through Mamhilad;

· between Gilwern and Peny-bryn (three kilometres east of Llangynidr)

· between a point two kilometres west of Llangynidr and Talybont-on-Usk;

5.36
The remainder of the route follows sections of the Monmouthshire and Brecon Canal towpath, which is currently a public footpath along its entire length. It is not proposed to develop the canal as a cycle route along its entire length, because of the need to retain quieter sections for ramblers and disabled people.

5.37
South of Gilwern, there are a number of sections of cycle route that are already being planned and implemented by Monmouthshire County Council and British Waterways. These are:

· north of Goytre Wharf to Llanover;

· Llanover to south of Llanfoist; 

· Llanfoist to Govilon;

· Govilon to NCR 46 Heads of the Valleys Route. 

5.38
Additional canal-based sections north of Gilwern will form short family cycling circular routes around Llangynidr and Talybont-on-Usk.

5.39
The completion of RCR 34 between Pontypool and Talybont-on-Usk will deliver a route that can be used by both family and short break cyclists. Families can cycle from the urban areas of Cwmbran, Pontypool, Abergavenny and Brecon to a number of possible destinations including:

· the British Waterways Visitor Centre at Goytre Wharf;

· the villages of Gilwern, Llangattock, Llangynidr, Crickhowell (via a short local link) and Talybont-on-Usk.

5.40
In the longer term, this strategy will seek to promote a bike-bus service parallel to the canal between Newport, Abergavenny and Brecon. Such a service would allow cyclists to catch the bus for in one direction and cycle back in the other.

5.41
For the short break market, RCR 34 provides a number of options for more challenging routes, including:

· a long distance circular route between Abergavenny and Pontypool using NCR 46 (via Blaenavon) as the eastern half of the circle;

· a long distance circular route between Gilwern, Trefil (via RCR 37) and NCR 46 (Heads of the Valleys route);

· a shorter distance circuit between Abergavenny and Gilwern using NCR 42 and Sugar Loaf local route (see below);

· shorter circuit routes that could be provided by providing local east-west on-road links between RCR 34 and the Eastern Valley of Torfaen (see  Blaenavon World Heritage Site Local Routes below). 

5.42
The links from RCR 34 to Blaenavon, Big Pit and the World Heritage Site are particularly important in terms of providing access to an area that is likely to see a significant increase in visitor numbers in the years to come.


RCR 37: Tredegar to Talgarth

5.43
RCR 37 starts in the valleys town of Pontllanfraith and runs through the densely populated areas of Blackwood and Tredegar before meeting the NCR 46 Heads of the Valleys route. The town of Tredegar is an important base for cyclists and already possesses a camping barn that is used by cyclists.

5.44
After leaving NCR 46, RCR 37 runs on-road through to the hamlet of Trefil and into the Park. The route to Talgarth is mainly on-road and runs through the scenic and little known Crawnon Valley before swinging north and skirting the edge of the Black Mountains. There is a crossing of the A40 Trunk Road in the village of Bwlch and the final section of the route to Talgarth follows the busy B4560 through Llangorse.

5.45
RCR 37 is mainly on-road and is therefore only suitable for more experienced short break and cycle touring markets. South of Cwmcarvon, the route passes through some of the quietest and unspoilt scenery anywhere in the National Park and is an attraction in its own right.

5.46
North of Bwlch, the route provides a link to the Llangorse Climbing, Canoeing and Riding Centre where accommodation is also available. Llangorse also boasts the largest natural lake in south Wales. There is also a Visitor and Interpretation centre with details on activities and events in the area. For all these reasons, it is important that Llangorse is linked to the cycle network.

5.47
The town of Talgarth is an important location in terms of accommodation, tourist information and refreshment facilities. It is also the point at which RCR 37 meets NCR 8. Talgarth is one of the key bases that the National Park wishes to develop for Mountain biking in the Black Mountains. 


Cynon Trail 

5.48
The Cynon Trail is an existing regional cycle route that links with the Taff Trail at Abercynon, about 20 kilometres north of Cardiff. The route runs for 26 kilometres through the Cynon Valley before meeting the NCR 46 Heads of the Valleys Cycleway at Hirwaun. As an access route into the Brecon Beacons, the Cynon Trail is one of the most important. This is because it links the densely populated towns of Aberdare and Mountain Ash to the Park and also provides links to the Cynon Valley Railway line at Cwmbach and Aberdare. Outside of the Park, there is still plenty of work to do before the Cynon Trail can be marketed as a continuous route for family cyclists.

5.49
There is only a short section of the Cynon Trail currently within the National Park itself. This commences on the alignment of the old railway line immediately north of Hirwaun. The route runs off-road for about 2.5 kilometres before terminating in a layby on the A4059, at Penderyn. This location is adjacent to the Welsh Whisky Company premises – an organisation that is already very supportive of efforts to improve cycling links. Various improvements in this area are possible in conjunction with the Welsh Whisky Company – most notably the diversion of the existing Cynon Trail route into the car park of the company (via a bridge over the River Cynon) and the provision of cycle parking and a tourist information board.

5.50
The Cynon Trail will be marketed as a route for family cycling and once at Penderyn, there are no opportunities to extend the route north on an off-road alignment. There are, however, local on-road routes from Penderyn to the proposed Taff Trail (Western Route) and to the village of Ystradfellte. These are described in more detail below.


Brecon to Llandovery

5.51
This proposed regional route forms an important east-west spine along the northern edge of the Park. The route has a number of off-road sections:

· the bridleway between Brecon and Y Gaer Roman fort;

· the parallel old railway alignment;

· the Roman Road over Mynydd Bach Trecastel.

5.52
The remainder of the route is on-road (south of Trecastle, this route follows NCR 43 for a few kilometres). The main issues to be resolved are:

· the ability to acquire land along the old Brecon to Llandovery railway line and to upgrade existing bridleways to allow safe shared use;

· upgrading of a short section of footpath between Y Gaer and Glanyscir;

· crossing of the A40 Trunk Road west of Sennybridge;

· re-surfacing of the Roman Road over Mynydd Bach Trecastel and its use as a route for Mountain bikers;

5.53
This route provides links between a number of sites of Historic Interest associated with the Roman occupation of ancient Wales. This is something that could be used as a theme for marketing purposes and funding of the route.

5.54
Brecon and Llandovery are both very important bases for sustainable tourism and a route between them would be especially beneficial for the cycle touring and short break market segments. The route between Brecon and Y Gaer could possibly be off-road – which would mean that it could be used by family cyclists for shorter trips. The route over Mynydd Bach Trecastle is a key area for Mountain bikers.


Trecastle to Llandeilo

5.55
This proposed regional route runs on-road in a south-westerly direction across the Park, skirting the edge of the Black Mountain. The route contains a number of steep climbs and travels on roads that are often quite busy, especially in the summer months.

5.56
At the Llandeilo end, the route splits into two. The southern braid provides a link to Careg Cennen castle – one of the most popular tourist destinations in the Park. West of the castle, the route enters the village of Trap and heads north-west to Ffairfach and Llandeilo. The northern braid effectively bypasses Careg Cennen and rejoins the route from Trap to Ffairfach – thus forming a circular loop.

Benefits of Trecastle to Llandeilo Route 

5.57
This route provides access to the spectacular scenery of the Black Mountain and is an ideal touring route between the northern and southern sections of the Park. At the Llandeilo end, the loop around Careg Cennen castle is a key local route for the short breaks visitor market that will be developed from Llandeilo and Llandovery.


Llandeilo to Llandovery

5.58
The Carmarthenshire Local Transport Plan
 contains a long-term proposal for a Towy Valley cycle route between Llandovery and Carmarthen. The first section of this would link Llandovery, Llangadog and Llandeilo via an on-road alignment broadly parallel to the A40 Trunk Road and the Heart of Wales Railway Line. Only the sections at either end of the route are actually within the National Park itself.


Benefits of the Llandeilo and Llandovery Route

5.59
Llandeilo and Llandovery will be developed as a short breaks package so a route between the two towns will be essential. There are opportunities for this route to become a longer circular ride between the using part of the Llandeilo to Trecastle regional route identified above. The Llandeilo to Llandovery route will also be ideal for cycle tourers.

5.60
The Heart of Wales Railway line already provides limited opportunities for a linear cycle ride between Llandeilo and Llandovery – with a public transport leg in the other direction. If a Beacons Bike Bus service is developed from Carmarthen to Brecon, this route (and the extension down to Carmarthen) could also be used for linear day trips featuring a bus journey in one direction and a cycle ride in the other. 


Amman Valley Route: Ammanford to Cwmtwrch

5.61
This proposed route runs from the railhead at Ammanford along the south-eastern edge of the National Park. Much of the route is off-road, following the old railway line through the valley. The main access point to the Park itself is at Brynaman, after which the route swings southwards towards Cwmtwrch. The Carmarthenshire Local Transport Plan identifies completion of this route as a longer-term goal and the off-road nature of the route makes it suitable for family cyclists.


Brecon to Ystradgynlais

5.62
This route runs in a south-westerly direction across the Park and is a mixture of relatively short on-road sections (mainly around Brecon) and the Sarn Helen Roman Road. The latter is made up mainly of restricted byway and is already a well-known route for mountain bikers. The route climbs steadily from Brecon and affords views of open moorland as well as sections of forest. At its southern end, the route meets the proposed NCR 43 near Coelbren and then runs to Abercraf and Ystradgynlais. 

5.63
The route has a crucial strategic role in the Brecon Beacons cycling network as it provides a direct link to the densely populated Swansea valley. Furthermore, it runs past the Libanus Mountain centre, which has been identified as a key base for mountain bike activities in the area. The sections of Sarn Helen that are for mountain bikers also link into to other local mountain bike routes in the Sennnybridge and Ystradfellte – allowing circular routes to be performed.

Local Routes

5.64
Local routes are the third tier in the hierarchy of this strategy but this does not mean that they are any less important than national and regional links. Indeed, it is anticipated that local links will be in the vanguard of attempts to persuade current non-cyclists to give this mode of transport a try.

5.65
Local links are generally much shorter than national and regional routes and perform very specific functions in local areas (hence this strategy describes local links with reference to the areas that they serve). These functions include:

· short circular trails that start and finish in the same location;

· linear routes that connect regional and/or national routes and help to former larger circular routes;

· providing access to town/village centres and areas of cycle parking;

· links for utility journey purposes (such as Safe Routes to School).


Garwnant Forest Centre, Merthyr Tydfil

5.66
The Forest Enterprise centre at Garwnant already features a signed 25 kilometre route using forest tracks and minor roads.  Hire bikes are available on site, and the centre is popular with families. Other facilities on site include an environmental education centre, shop and cafe. Activities available include orienteering, fishing and nature walks.  This is a good example of the kind of multi activity centre, which will be developed elsewhere in the Park to attract family cyclists. 


World Heritage Site Local Routes, Blaenavon

5.67
The designation of the Blaenavon area as a World Heritage Site will provide a potentially massive boost to tourism in a socially disadvantaged area. However, this increase in tourism will mean more traffic and this will need to be contained if the fragile environment of the area is to be maintained. Blaenavon was one of the birth-places of the Industrial Revolution and has many fascinating relics of the past. In addition, the Big Pit Mining Museum is already a well-established Tourist attraction. The local routes in the Blaenavon area should aim to complement the existing NCR 46 from Pontypool and provide a network that allows people to explore the area with minimal impact on the environment. 


RCR 34 to Blaenavon

5.68
The creation of east-west links between the Usk Valley and the Eastern Valley of Torfaen will create a number of challenging circular day rides for the short break market and trunk routes for cycle tourers. Torfaen County Borough Council wished to promote more overnight stays in the Blaenavon area and the creation of these longer circular rides and cycle tour trunk routes will give cyclists a real incentive to stay in the town.

5.69
From RCR 34, there are two routes that should be promoted as local links. The first of these leaves the Monmouthshire and Brecon canal north of Llanover and runs on-road to Blaenavon via Dan-yr-heol and Castell Fferwynt. This route features a steep gradient from east to west as it crosses from the Usk to the Eastern Valley.

5.70
An additional route to the south could be provided between RCR 34 at Llanover and NCN 46 at Cwmavon via Pistyll-gwyn using a combination of quiet lanes and restricted byways.

5.71 Provision of a link between these two east-west routes (and hence another possible circular route) can be achieved by converting the existing public footpath between Pistyll-gwyn and Blaengwenffryd via Hendre Glyn farm into a bridleway. Alternatively further towards Cwmavon, there is an existing byway open to all traffic that runs along the eastern side of the Torfaen valley, which could be used as a link between the northern and southern routes. This strategy will investigate the provision of both of these routes or any other alternatives that are put forward as the World Heritage Access Strategy develops.


Blaenavon Mountain Bike Trails

5.72
Torfaen County Borough Council and Monmouthshire County Council have already commissioned an access and heritage study
 that recommends a Mountain Bike trail, featuring a circuit around the Ironworks and heritage landscape, that is linked to NCR 46. The route is a mixture of on-road route (mainly on the B4246) and restricted byway.

5.73
The main “primary access trail” that provides access to the majority of the World Heritage Site (and the National Park) is currently only designated as a route for walkers – even though much of the route is currently a public bridleway, which legally permits access for cyclists and equestrians. This route is particularly attractive as it provides spectacular views towards Abergavenny and the Black Mountains.

5.74
In the detailed planning and design of the primary access trail, the National Park Authority will ask that the route be re-examined and, if appropriate, upgraded to provide safe access for ramblers, cyclists and equestrians. Much of the bridleway is quite narrow and there are certain parts of the old tramroad in the Keepers Pond area that are especially difficult to negotiate on a bike. An alternative would be to designate an alternative higher-level route that would circle the top of the Blorenge and utilise the handgliders’ track.

Sugar Loaf Route, Abergavenny

5.75
A local circular cycle route to the north of Abergavenny would introduce the cyclist to the delightful countryside to the north of the town and complement the selection of routes to the south around Blaenavon and the Usk Valley. In order to provide a circular route from Abergavenny around Sugar Loaf Mountain, a local route between NCR 46 Heads of the Valleys Route at Gilwern and NCR 42 at Pantygelli (via Forest Coal Pit) is proposed. This on-road route is especially attractive to the short break cyclists staying in Abergavenny and for cycle tourers using it as part of a longer route between destinations.


Brynmawr to Crickhowell

5.76
This on-road route provides a link between NCR 46 (Heads of the Valleys Route) and RCR 34 at Llangattock. A short on-road link provides access into Crickhowell. It provides another opportunity for circular rides around Abergavenny and Crickhowell for the short break market and also for day trips from the South Wales valleys into the pleasant countryside at the foot of the Black Mountains.


Taf Fechan Forest to Brecon: The Gap
5.77
This is another well-known route for mountain bikers that commences at the NCR 8 Taff Trail and climbs steadily northward on a restricted byway over the spectacular moorland of the Brecon Beacons. At Fan y Big, the route then begins the long decent towards Brecon. The final section of route into Brecon is on-road using Bailihelig Lane. An alternative route to Bailihelig Lane, using sections of restrictred byway and unsurfaced Council Road is also available further to the west.

5.78
As a link between the Taff Trail and Brecon, this link is strategically important although the steep gradients mean that only experienced mountain bikers are able to traverse the route.


Brecon Access Routes

5.79
The whole issue of cycling within Brecon itself is being developed by Powys County Council who are currently planning a Safe Routes to School project for the town. The routes have yet to be planned in detail but it is expected that they will provide much wider benefits for utility and leisure cycling trips. This strategy details the aspirations of the National Park Authority for cycle access routes into Brecon from the various National and Regional routes. The final routes will be planned and designed by Powys County Council.

5.80
The Powys County Council Local Transport Plan
 contains an access strategy for Brecon, which proposes:

· extending the existing NCR 8 Taff Trail to the Tourist Information Centre in the town centre;

· providing cycling facilities along the promenade.


To/From the South

5.81
The proposed Taff Trail Western Route and The Gap both require safe access to Brecon town centre from the south. However, access for cyclists into Brecon from the south is a problem as cyclists would currently have traverse the busy B4601 Newgate Street and cross the bridge into the town centre. A potential route around the southern edge of the Christ College playing field and on to Dinas Road could be developed from Bailihelig Road. This would bring cyclists out on to Bridge Street. However, there is still a need for cyclists on the Taff Trail Western Route to traverse a short section of the B4601 Newgate Street before accessing Bailihelig Road.


To/From the West

5.82
The proposal for a regional route between Brecon and Llandovery means that there is also a need to consider a safe route into the town centre, from to/from the west. The Brecon to Llandovery route starts at the car park on Fennifach Road and there is a need to designate a safe route from the town centre. 

Penderyn to Garwnant

5.83
The off-road Cynon Trail currently ends in Penderyn. In order to provide a link to the proposed Taff Trail Western Route, an on-road route along the rolling country lane from Penderyn to Garwnant (via Cwm Cadlan) could be provided. This would represent an important link, which could produce a circular ride involving the Cynon Trail, Heads of the Valleys Cycleway and the Taff Trail Western Route. The route could also be part of a longer touring route between the Cynon Trail and the Taff Trail Western Route towards Brecon.

Penderyn to Ystradfellte

5.84
This route runs on-road from Penderyn to the popular caving village of Ystradfellte – using two-kilometre section of the A4059 before turning left on to the minor road through the forest. This route provides a link between the Cynon Trail and the proposed network of local mountain bike routes around Ystradfellte (see below).

Access to Craig-y-nos Country Park

5.85
From the proposed NCR 43, it is possible to develop a series of short spur routes from Penwyllt Quarry to Craig-y-nos Country Park, the National Showcaves Centre and the Shire Horse Centre. The proposed routes follow existing bridleways (that will require widening and resurfacing for safe use by cyclists and continued use by equestrians) and a very short section of road that provides an access to the quarry. These routes will allow off-road access for family cyclists (especially from the Swansea and Amman valleys) to these popular facilities and also improve facilities for horse riders in this area.


Myddfai to Cross Inn 

5.86
This short length of on-road route provides a link between two regional routes already described above:

· Towy Valley Route (Llandovery to Llandeilo);

· Trecastle to Llandeilo.

5.87
This link enables a number of potential circular short break and touring routes to be undertaken in the western part of the Park.

Monmouthshire and Brecon Canal: Local Circular Routes

5.88
The towpath on the Monmouthshire and Brecon canal is one of the few routes in the National Park that is almost totally flat. This means that the towpath is potentially very attractive for family cycling. This is confirmed by British Waterways estimates of visitor numbers:


Table 5.2: Visitor Numbers to the Monmouthshire and Brecon Canal

Section
Length

(km)
Informal

Visitors
Cyclists

Soloman’s Bridge to Jockey Bridge
4
238,000
24,000

Jockey Bridge to Lapstone Bridge
9
142,000
18,000

Lapstone Bridge to Govilon Wharf
7
213,000
14,000

Govilon Wharf to Bridge 122
13
336,000
22,000

Bridge 122 to Ashford Tunnel (S)
8
465,000
5,000

Ashford Tunnel (S) to Brynich Lock
9
867,000
17,000

Brynich Lock to Brecon
3
195,000
6,000

Total
53
2,456,000
107,000


Source: British Waterways


5.89
British Waterways have a policy of allowing cycling on canal towpaths where it is safe to do so – using a permit scheme that gives cyclists a code of conduct. The main safety criterion is the need to ensure that there is no conflict with ramblers, dog walkers and other groups such as disabled people. On some sections of the canal in Powys, there have been reports of cyclists riding at high speed and intimidating other user groups. Such a situation cannot be tolerated and it is the intention of this strategy to develop:

· sections of the canal as part of the RCR 34  – see above;

· short circular family cycling routes that can be combined with sections of off-road route parallel to the River Usk and in the countryside to south of the canal;

· a number of sign boards that give cyclists local information as well as details on the history and heritage of the area;

· a speed management strategy for the sections of canal where cycling is permitted;

· a maintenance plan that will ensure that the surface of the route allows safe family cycling and shared access by other users.

5.90
The canal will not, therefore, be a continuous cycle route all the way from Pontypool to Brecon (as was previously shown in the draft strategy). Certain sections of the canal will remain as quiet routes for groups other than cyclists.

Area Routes for Mountain Bikers

5.91
There are already a number of well-known off-road mountain bike routes that follow bridleways and byways. A number of these routes are publicised by Off Road Cycling
 and the Mountain Bike Guide to the Brecon Beacons and the Black Mountains
. There are five main areas where networks of mountain bike routes provide opportunities for a variety of off-road rides that are described below. These areas are shown on the key plan.

5.92
The key plan shows some of the routes that could make up these area networks. The routes shown are either on Public Rights of Way where cycling is legally permitted or else on tracks that run over private land (mainly within the ownership of Forest Enterprise who are very supportive of cycling). The routes shown on the key plan are by no means completely comprehensive and it is easy to see areas where routes are fragmented.

5.93 In order to improve the fragmentary nature of the “higher” rights network, there is a need to consider providing missing links. In practical terms, this would require:

· identifying and prioritising routes where links are required.

· identifying potential links to provide continuous routes;

· formulating a development programme for agreed links;

5.94
Such links could be through access agreements with landowners to utilise estate tracks or to upgrade appropriate footpaths to bridleway status. This strategy proposes to work with landowners (especially Forest Enterprise) and Local Authorities to develop local networks of mountain biking routes in a number of areas.

5.95
Each of the following networks will be easily accessible from the proposed mountain biking bases.

The Black Mountains
5.96
A series of routes around Mynydd Du Forest and Lord Hereford’s Knob will provide a mixture of testing moorland climbs and forest trails. These routes can be accessed on quiet lanes from either Talgarth or Crickhowell and also link in to NCR 42. Slightly further to the west, a network of mainly off-road routes in the rolling countryside between Talgarth, Llangorse and Bwlch can be developed. These are routes for less experienced mountain bikers – using restricted byways, public bridleways and some quiet lanes.

Talybont-on-Usk, Taff Trail and the Brecon Beacons

5.97
NCR 8 (Taff Trail) runs alongside Talybont Reservoir and the presence of numerous forest tracks in this area makes an ideal venue for the most inexperienced mountain bikers. A large number of circular rides of varying lengths could be performed. To the south of the reservoir and the forest areas, there are a couple of more challenging rides using public bridleways, which link into the Taff Trail at Ponsticill Reservoir. The Taff Trail also provides a link to The Gap regional route – meaning that it is possible to perform a longer distance circular route via Brecon.

Sennybridge Area Routes

5.98
The rolling countryside south of Sennybridge has a good network of restricted byways, public bridleways, unsurfaced Council Roads and quiet lanes that form a network of circular rides. This network also features the northern section of the Brecon to Ystradgynlais Regional Route (Sarn Helen) and links to the Mountain Centre at Libanus. This network can easily be accessed from the proposed mountain bike bases at Sennybridge and Defynnog.

Glasfynydd and the Usk Reservoir

5.99
This area is a wide expanse of forest that is easily accessible from the Sennybridge, Brecon and Llandovery areas (therefore offering a more varied and longer cicular ride for more experienced riders). There is also a link to the Brecon to Llandovery regional route over the Mynydd Trecastle.

Ystradfellte

5.100
The area around Ystradfellte features a mixture of forest, valley and moorland rides (with linking on-road sections) that provide access to some of the most picturesque waterfalls anywhere in Great Britain. There are also links to the southern section of Sarn Helen. This area can be accessed from the proposed mountain bike base at Ystradgynlais using a combination of NCR 43 and Sarn Helen.

The Black Mountain

5.101 The area of moorland that is the Black Mountain has some of the highest and most challenging terrain for mountain bikers. However, many of the off-road bridleways that are marked on the Ordnance Survey maps are totally unrideable and will not therefore be promoted by this strategy – unless very significant sums of money are made available for their upgrade.

5.102
This strategy has therefore designated a number of circular routes using quiet lanes and short sections of bridleway. Unlike other areas of the Park, where the majority of the routes are off-road, there will be a need for consideration of appropriate traffic management measures and a code of conduct for cycling along what are significant sections of on-road routes.

Waymarking and Maintenance of Mountain Bike Routes

5.103
In order for the networks of routes to be genuinely attractive to the mountain bikers, there is a need to identify, sign and properly maintain networks of routes that can already be used by off-road cyclists. These routes will include:

· Public bridleways;

· Restricted byways;

· Unsurfaced Council Roads;

· Byways Open to All Traffic;

· On-road routes (where appropriate).

6.
DEVELOPMENT OF SUPPORTING FACILITIES

Introduction

6.1
The development of attractive and safe cycle routes will not result in an increase in cycle tourism unless supporting facilities are provided. The facilities required include:

· safe and secure cycle parking;

· cyclist friendly accommodation;

· shops supplying cycling equipment and cycle repairs;

· cycle hire;

· refreshment facilities.

6.2
This strategy will not only seek to provide additional facilities that are currently lacking (such as high quality cycle parking) but also better publicity and availability for the facilities that already exist.


Safe and Secure Cycle Parking

6.3
Cycle parking is provided by purpose built stands or lockers, which are available for use in public places. Cycle parking takes up very little space compared with that required for a car. The most effective stand is the “Sheffield” design, which allows the main frame of the cycle to be secured. Cycle lockers are more substantial and allow cyclists to store luggage, in addition to the bike itself, for longer periods of time.

6.4
Cycle parking is especially important for the following groups:

· day cyclists who are stopping to visit a town or tourist attraction;

· short break or cycle tour cyclists who wish to stop at a particular location as part of their ride;

· people using cycling as part of a linked trip with public transport;

· local utility cyclists.

6.5
Given that this strategy wishes to encourage cyclists to stop and spend time and money at various locations in the Park, the provision of parking facilities to enable people to stop and look around must be an immediate priority. Towns, villages and tourist destinations both within and on the edge of the National Park have very little cycle parking at present. Even towns on the National Cycle Network have very low levels of parking available. Facilities operated by the National Park Authority such as Libanus Mountain Centre and Craig-y-nos Country Park do not have any cycle parking available.

6.6
More cycle parking needs to be made available at key destinations. The challenge is to decide the initial level of provision and to ensure that as the implementation of routes and cycle tourism campaigns gathers pace, the demand for parking from increasing the numbers of cycle tourists is met.

6.7
Locations where cycle parking provision will be assessed and provided by the National Park Authority and the Local Authorities include:

· town and village centres;

· multi-activity outdoor centres; 

· tourist attractions.

Cyclist Friendly Accommodation

6.9 The Wales Tourist Board already operates a “Cyclists Welcome” scheme where accommodation providers provide facilities that meet the specific needs of this group. There is considerable scope to develop the scheme in the Brecon Beacons, if accommodation providers can be made aware of the cycling market. It is proposed to use the Cycle Host Seminars identified in Chapter 4 to raise awareness of the benefits to local businesses of promoting suitably accredited cycle friendly accommodation.

6.9 The National Park Authority will work with local tourist offices and the WTB to develop a database of cycle friendly accommodation providers in each of the base towns and villages and to publicise these on appropriate publications and web sites. This could be done through the proposed Wales Destination Management System (DMS).

6.10
One problem to overcome is the lack of suitable accommodation in some parts of the Park.  While there is good stock of self-catering accommodation there is less available in terms of serviced accommodation, which tends to be preferred by the short break and cycle tour segments. 

Shops Supplying Cycling Equipment and Cycle Repairs

6.11
Most of the main towns in or near to the Brecon Beacons have at least one retail outlet selling cycling equipment. These shops not only supply local residents but are also valuable for holiday cyclists who may require equipment as a result of a mechanical breakdown or other unforseen circumstances. At the very least, details of all cycle retailers need to be kept on a database, which can then be used on relevant leaflets and web sites.

6.12
Cycle shops could act as operators of a “Cyclists Help” scheme - for people who encounter a mechanical failure on their journey. The service offered could range from simple fault diagnosis advice on the telephone to a full mobile repair and breakdown recovery service for cyclists. Any recovery scheme would require either financial support for the shop (to make it a free service) or a charge made to the rescued cyclists (which could possibly be covered by holiday insurance) to cover the cost of the service. Such a service could be advertised in leaflets and as part of packages for short break cyclists and mountain bikers.

Cycle Hire and Packages

6.13
The service offered by hire companies ranges from simple bike hire to full cycling package holidays with luggage transfer (which allows cycle touring that is unencumbered the need to transport goods).  Other services provided by hirers can include accommodation, packed lunches, printed route guides, personal guided rides, mountain biking skills coaching and fitness training.  A number of operators offer a range of activities alongside mountain biking, such as rafting, canoeing, climbing, caving and leadership training.  

6.14
Some cyclists value the services of a local leader or guide to find the best routes quickly. The guides also report that they are a link with the local community, and help to steer cyclists away from sensitive areas and ensure that they treat private land with respect.  This helps to reduce conflict with farmers and other landowners. Training for leaders and guides is provided by a number of organisations including the highly respected Off-Road Training Consultancy (OTC). The National park Authority will work with these organisations and local bike businesses to ensure that appropriate training for leaders and guides.

6.15
With the exception of the Forest Centre at Garwnant, most hirers cater for the more able cyclist. A lot of business comes from the adventure market, primarily young single people seeking a challenge. There is potential to gain more business from casual less experienced and older cyclists if this is correctly packaged. This might involve links with other tourist attractions, since unlike the core cyclists, these visitors may be only partially motivated by cycling and need other stimuli.  It might also involve collaboration with other providers such as pony trekking and walking operators to provide short multi-activity breaks.  

6.16
It is beyond the power and expertise of any of the public sector partners to set up additional cycle hire facilities themselves. However, as the amount of cycling increases in line with the proposals in this strategy, the economic incentive to set up such facilities will increase. The National Park Authority will do all it can to publicise the need for, and the benefits of, cycle hire facilities and will encourage the private sector to provide such services. In discussion with the Beacons Trust, Local Authorities and the Wales Tourist Board, opportunities for the marketing of cycle holidays involving bike hire and/or luggage transfer will be identified and a pilot scheme will be subject of a possible bid for external funding. A number of possible circular cycle touring routes (with baggage transfer) could include the following towns:

· Abergavenny - Crickhowell – Brecon – Merthyr Tydfil – Abergavenny;

· Abergavenny – Crickhowell – Talgarth – Hay-on-Wye – Abergavenny;

· Llandovery – Llandeilo – Ystradgynlais – Merthyr Tydfil – Brecon – Llandovery.

6.17 The National Park Authority will assist current and future cycle hire operators by setting up and maintaining a database facilities/services (which will be available to the general public from Tourist Information Centres and via the Wales DMS) and ensuring comprehensive publicity in both written publications and via the internet.

6.18
There is also a need to develop a code of conduct for both cycle hire firms and the people who hire the bikes. The National Park Authority will work with cycle hire firms to develop an accreditation scheme and will seek a reputable organisation (such as the Cyclist Touring Club and Off Road Cycling) to assist with the scheme’s organisation and enforcement. Inexperienced family cyclists will also be made aware of the off-road cycling code and relevant sections of the Highway Code (if appropriate).

Information Provision on Routes

6.19
The whole basis of this strategy is the fact that cycling in an excellent mode of transport for exploring the National Park and its natural and man-made heritage. In order to make this theory a reality, there is a need to develop information points along cycle routes that draw attention to the various attractions and natural features close by. Where possible, provision of these information boards should be considered as part of the design of a cycle route scheme and as such should be part of the bid for capital works.

6.20
As an absolute minimum, information boards should be provided at the start and finish of a particular route – in order to provide an overall sense of arrival and departure. The boards should provide details on the facilities available in the area and a map showing pedestrian and cycle links. Along the route, the presence and position of any information boards will depend on the need to highlight the existence of various attractions and facilities such as:

· tourist attractions;

· refreshments;

· cycle parking (which in any case should be adjacent to the sign boards where possible);

· toilets.

6.21
The actual design of the material within the boards and the provision of the relevant information is a function that needs to be undertaken by the tourist sections of the relevant Local Authorities (with support from the National Park Authority and others).

7.0 LINKS TO PUBLIC TRANSPORT SERVICES

Introduction 

7.1
For the purposes of this study, the term “public transport” is defined as local and regional bus services, all train services and Local Authority initiatives such as “post buses”. 

7.2
The ability of public transport to offer an alternative means of travel both to and within the Park is an essential part of this strategy. As explained in Chapter 2, there is a need to contain levels of traffic growth for environmental reasons whilst continuing to promote economic development through tourism. This policy can only be achieved if public transport access in general (and for cyclists in particular) is vastly improved.

The Current Situation 

General Bus Services

7.3
Most of the bus routes follow the main A-class roads between the edge of the Park and Brecon. Frequency of most routes varies. Apart from the pilot Beacons Bike Bus service from Cardiff to Brecon (described in more detail below), getting to the Park by bus with a non-folding bike is impossible – as buses do not have facilities for carrying cycles.


The Beacons Bus Network

7.4
In 1997, resulting from work undertaken by the Countryside Council for Wales the Beacons Bus Partnership was established by the Brecon Beacons National Park Authority to find ways of improving and promoting sustainable ways of visiting and travelling around the National Park.

7.5
During 1999 the National Park Authority received ERDF funding to further the project. This enabled it to provide a comprehensive network of Summer Sunday Bus services. During 2000, over 3000 passenger journeys were made over the 15-week operation. 

7.6
The greatest success has been the pioneering Bike Bus from Cardiff to Brecon, which is provided by a low floor vehicle towing a cycle carrying trailer with capacity for 24 bikes. The service runs parallel to the Taff Trail and allows cyclists to travel by bus in one direction whilst cycling back in the other. 

7.7
A similar pattern of services is being provided during 2001 with additional resources being devoted to car park management. A second Bike Bus service, this time from Swansea, is being provided. Work is already in hand to provide free “community days out” to encourage residents in the National Park to see more of the area in which they live and to encourage residents of some of the more deprived areas to enjoy the countryside.

7.8
The project now provides a comprehensive guide to all public transport in and to the National Park that is distributed free across key outlets and to households across south Wales. Work is being undertaken to put timetable information on to a website and to encourage community consultation through the National Park’s network of village information agencies.  

Rail Services

7.9
Whilst there are no railway stations within the boundaries of the National Park, there are a number close by in towns and villages on the edge. Table 7.1 shows the services to these stations based on the Summer 2001 timetable.

Table 7.1: Rail Services to Stations Adjacent to the National Park

(Summer 2001 Timetable)

Station
Number of Trains Per Day


Weekday
Saturday *
Sunday

Aberdare
TO
BE
ADDED

Abergavenny
TO
BE
ADDED

Ammanford
TO
BE
ADDED

Llandeilo
TO
BE
ADDED

Llandovery
TO
BE
ADDED

Merthyr Tydfil
TO
BE
ADDED

Pontypool and New Inn
TO
BE
ADDED

Rhymney
TO
BE
ADDED


* includes Bank Holidays

7.10
Capacity of trains to carry cycles is limited. On Valley Lines Services to Aberdare, Merthyr Tydfil and Rhymney, only two cycles per journey can be carried.


Future Developments

7.11
The two main objectives of any future developments of the public transport network will be to:

· increase both the number and range of bus and rail services that are able to accommodate cycles;

· develop cycle links between public transport nodes (especially those on the edge of the Park) and the Brecon Beacons Cycle Network.


Extension of the Beacons Bus Services

7.12
The Beacons Bus Partnership and the National Park Authority are now looking to build on the success of the pilot Bike Bus project and provide a more comprehensive range of services that will run parallel with cycle routes from the major centres of population into the National Park.


Brecon to Cardiff Bike Bus

7.13
The most important short-term initiative is the development of the existing Summer Sunday Beacons Bike Bus route into an all-year-round service. It is proposed that the Bike Bus concept is developed around the existing service 43 that runs six days a week between Merthyr Tydfil and Brecon.

7.14
The Beacons Bus Partnership with other interested parties, will seek to secure funding for the bike bus service between Cardiff and Brecon throughout most of the year and the section between Merthyr Tydfil and Brecon for the whole year. The service would be redesigned such that the existing level of service provision is maintained throughout the year but on weekends from March to October and daily from April to September the service would be enhanced by the use of a second vehicle and the service extended to Cardiff.  

7.15
At all times the buses would tow cycle trailers. The trailers would be to the “phase two” design, which would allow simpler and quicker loading of bikes. There is also the possibility of a “phase three” design, which will allow cycles to be loaded and unloaded by the user. Such a design could include doors that automatically secure the cycles in place as well as various gadgets that can protect them from theft.

7.16
Work will be undertaken to identify infrastructure requirements that will facilitate the use of the service by disabled people. It is envisaged that infrastructure requirements will include “bus boarders” and timetable information at strategic points on the route. Additional funding will be sought for this during the first year of the commencement of the project for implementation during year two. Money will be set aside for ongoing maintenance.

7.17
New vehicles of low floor design and “kneeling” facility, with 30 seats and space for up to four secured wheelchairs will be provided. Vehicles and trailers would run in a dedicated livery promoting the service. Area wide ticketing will be introduced with off bus, pre-purchase tickets available through TICs and community outlets to facilitate ease of use of the service.

7.18
A key part of the project will be to use vehicles that will be powered by “green” fuels such as Liquefied Petroleum Gas (LPG), Compressed Natural Gas (CNG) or Euro 3 diesel with particulate traps. Funding for part of the premium costs involved and towards the project as a demonstrator will be sought from the Energy Savings Trust Powershift fund.  In this way the true environmental benefits can be realised and achieved.

7.19
The need for capital funding for the purchase of vehicles may not be essential if the bus operator partner was guaranteed a contract for say a 5 year period. It could be left to the operator partner to provide suitable vehicles to his own fleet standard that also met the needs of the project. The partner operator’s capital costs would therefore be built into the normal operational costing. There would be premium costs over and above that which the operator might otherwise pay for a ‘fleet standard’ vehicle.

7.20
Requirements of the project over and above a normal fleet standard would be:

· two-way Radio;

· special livery;

· special seating arrangement and floor tracking permitting securing of wheelchairs;

· special up graded seating for longer distance journeys;

· fitment of towing equipment.

7.21
Estimated set up costs would be as follows:


Table 7.3: Estimated Set Up Costs (2001 prices)

Item
Cost (£000)

Premium costs of vehicle specification (two vehicles)
(20)

Premium cost of alternative fuel specification (two vehicles)
(12)

Purchase of two cycle trailers
(20)

Project management

(10)

Driver training
(3)

Total
(75)

7.22
Estimated Running Costs and service income (at 2001 prices) are as follows:

Table 7.4: Estimated Annual Running Costs and Income (2001 prices)

Item
Cost (£000)

Service operating costs*
(153)

Marketing
(10)

On going project management and monitoring
(5)

Ongoing infrastructure maintenance
(10)

Annual Revenue Received from fares^
66

Net support required#
(112)

* Calculated at: £152,880 (546 bus days @ £280 per bus per day) and rounded up to the nearest thousand.

^ Estimated at £65,520 in year one (546 bus days @ £120/bus day) and rounded up to the nearest thousand. This revenue will increase in future years.

# £112,360 - per year (rounded down to the nearest thousand) and reducing over 5 year period to zero as year one revenue increases.

7.23
It is believed that full profitability for the operator could be achieved from on-bus revenue alone within 5 years and the net support required will therefore be reduced to zero. Part of the partnership agreement could be for any profits over and above a pre-agreed level to be shared between the operator and the Beacons Bus Partnership so that excess revenues would find their way back into transport improvements for the community. 

7.24
The importance of the bike bus concept in the overall strategy of tourism in Wales has been recognised and documented in the WTB document Moving up a Gear. Small grants have been received for the past two years from the Taff Trail project. 

7.25
Because of the clear community benefits, part-funding through the National Lottery fund would be sought as would funding from the National Park’s EDF fund although this fund has only one further year to run. Further small amounts of funding could legitimately be sought from CCW and Forest Enterprise.

7.26
In summary the service will have a wide range of benefits:

· development of a true “Quality Partnership” – with ultimate sharing of benefits between the National Park Authority, the Local Authorities and the bus operators;

· improvement of sustainable access for many people of South Wales to Brecon Beacons National Park in a sustainable way;

· reduction of car dependency for visits to the National Park – by encouraging visitors like to walk or cycle on linear routes;

· provision of improved facilities for tourists with subsequent economic benefit for a rural area;

· continuation of regular service provision between Brecon and Merthyr Tydfil for existing passengers;

· provision of better access to Cardiff for residents of Brecon;

· creation of a wider catchment area of users through the ability to take a bicycle;

· provision of through and inter-available ticketing from the railhead at Merthyr Tydfil;

· provision of a clear focus for the development of alternative fuels for buses in rural areas;

· provision of high quality ease of access buses for the use of all;

· provision of access to the countryside for the people in wheelchairs.

Other Trunk Bike Bus Services

7.27
In the longer term, Beacons Bus Partnership will seek to develop other Bike Bus routes from the major areas of population to the south and east of the National Park – thus forming a network of “trunk” routes that will run parallel to cycle routes both to and within the National Park. This will allow many more people to be able to catch a bus in one direction and then cycle back in the other (either in one day or with an overnight stop en route). Cyclists staying for a longer holiday within the National Park and riding on regional and local routes therein will also use these services.

7.28
It is envisaged that the following additional routes will be linked to the Bike Bus trunk network:

· Newport – Cwmbran - Pontypool – Blaenavon - Abergavenny – Brecon;

· Bridgend – Port Talbot – Neath – Brecon;

· Llanelli - Swansea – Pontardawe – Ystradgynlais – Brecon;

· Carmarthen – Llandeilo – Llandovery – Brecon.

7.29
The Beacons Bus Partnership is looking to develop this network through European Union funding. The partnership will need to be extended to cover those Local Authorities who do not currently participate.


Local Bike Bus Services

7.30
In most of the National Park, local bus services are used by very few people with the result that private companies are losing money on their “commercial” services and Local Authorities are subsidising vehicles to run round nearly empty for the whole year. In theory at least, the lack of patronage from “ordinary foot passengers” is spare capacity, which could be utilised by cyclists and their machines. Currently however, the configuration of the seats in local buses is for foot passengers only and this means that there is no room for non-folding cycles.

7.31
This situation could be addressed by an innovative pilot project, which would develop a local bus route that would be attractive to cyclists. This would be done by identifying two main criteria:

· a parallel cycle route that could be used for cycling back in the other direction;

· origins and destinations (such as larger settlements) between which cyclists could conceivably want to travel.

7.32
The challenge is to accommodate cycles whilst not significantly reducing the level of service (in terms of journey times and reliability) for ordinary foot passengers. Loading the cycle must be as efficient as possible and should ideally be undertaken by the cyclist.

7.33
One option would be to convert the back of an appropriate sized bus to feature a cycle rack so that a number of cycles could be carried at one time. The cyclist would be able to load the cycle on to the bus without the need of assistance from the driver. The Devon Bike Bus is able to carry up to eight bikes per vehicle in this manner. Cycle racks, that are able to carry two bikes mounted on the rear of the bus, are already in use on a number of services in the UK.

7.34
Another alternative is to develop a trailer that will not require driver assistance for loading the bikes. Development of such a trailer is already being considered for the trunk Bike Bus network, referred to above.

7.35
With reference to the two main criteria for such a service (paragraph 7.31 above) and the cycle routes identified in Chapter 5, there would appear to be a number of services that could be developed for cyclists:

· Service 158: Swansea – Neath – Banwen;

· Service 39: Brecon – Talgarth – Hay-on-Wye – Hereford;

· Service 47: Brecon – Builth Wells – Llandrindod Wells. 

7.36
All of these routes have a parallel cycle route that could be used for a return journey. Furthermore, all of them link major centres of population within, and adjacent to, the National Park. None of these routes are served by the proposed Bike Bus trunk routes.

7.37
The National Park will seek to develop a pilot project for a local service once an appropriate parallel cycle route has been completed. This would be a partnership between the National Park Authority, the relevant Local Authorities and a bus operator. The Beacons Bus Partnership could manage the project, subject to resources being made available. As with the trunk routes, additional improvements to all service features would be required, including:

· enhanced bus stop facilities;

· site-specific bus priority measures;

· improved information;

· route branding;

· through ticketing.

7.38
Such measures would benefit all passengers travelling on these routes – not just cyclists.


Post Bus Services

7.39
Post Buses operate in the most deeply rural areas where conventional public transport bus services are simply not viable. They are run by the Royal Mail and perform the dual role of delivering and collecting mail and transporting passengers between nearby settlements.

7.40
Post buses are funded by Local Authorities and Powys County Council already support a service in the Elan Valley. The National Park Authority will investigate the possibility of providing a post bus service that is able to carry bicycles in conjunction with the Local Authorities and the Royal Mail.


Improving Infrastructure for Bus Services

7.41
The Beacons Bus Partnership is also concerned with improving the infrastructure for bus services – something that will benefit both the Beacons Bus network and other services. The Partnership is putting together an ERDF bid (Objective One and Two) for a comprehensive series of infrastructure improvements that will completely transform the environment for bus passengers. Improvements will include:

· improved bus stops with “bus boarders” that will allow level boarding for passengers on to low floor buses (thus allowing use by mobility impaired people);

· bus shelters featuring seating and lighting;

· improved information at the bus stop with both printed timetables / maps and real-time passenger information.


Improving Combined Cycle-Rail Journeys

7.42
Increasing the number of combined cycle-rail journeys to and from the Brecon Beacons will require:

· development of safe routes between stations and the cycle network in the Park;

· increasing the number of train services to stations adjacent to the National Park and the number of cycles that can be carried on each train.

Safe Routes to Stations

7.43
This is an initiative being promoted by Sustrans and, as its name suggests, it is concerned with developing safe routes to allow access to railway stations by pedestrians and cyclists. Local Authorities have now taken up the challenge in their Local Transport Plans and a number of improved links to stations adjacent to the National Park are now being undertaken, as follows:


Abergavenny

7.44
Monmouthshire County Council and Sustrans are developing a number of links between the railway station and NCR 42, which commences in the town centre. NCR 42 provides a direct route for cyclists into the Brecon Beacons National Park and also links with NCR 46 (Heads of the Valleys Cycleway).


Ammanford, Llandovery and Llandeilo

7.45
As part of improvements to the Heart of Wales Line, a review of cycle access to stations and provision of cycle parking is being undertaken. This is likely to encompass Safe Routes to Stations.

Merthyr Tydfil

7.46
As part of the SWIFT initiative, it is proposed to develop a combined bus-rail interchange in Merthyr Tydfil town centre. This scheme will include a cycle link from the new combined railway and bus station to the NCR 8 Taff Trail and the NCR 46 (Heads of the Valleys Cycleway) at the Baverstock Hotel.

Pontypool and New Inn

7.47
As part of developing Regional Cycle Route 37 (Pontypool to Talybont-on-Usk), there is potential for a link from Pontypool and New Inn station to Pontymoel canal basin.

Rhymney

7.48
Cycle links in Rhymney are already being improved through a Safe Routes to School scheme at the local comprehensive. Caerphilly County Borough Council are aiming to extend the cycle route to Rhymney station and then onwards to meet up with NCR 46 (Heads of the Valleys Cycleway) at Bute Town. 


Increasing the Number of Train Services and Cycles Carried


General

7.49
Any increase in the number of train services and, cycles carried on each train, will ultimately depend on the outcome of the competition for the Wales and Borders franchise. Significantly, one of the criteria that potential franchisees will have to meet in their bids is “initiatives to promote integrated transport”. This means that in theory at least, the future operator should be willing to promote more combined rail-cycle trips.

7.50
In parallel with the re-franchising process, the Mid Wales, SWIFT, TIGER and SWITCH partnerships are all seeking to work with Railtrack and the Train Operating Companies to increase line speeds and capacity in order to permit a greater number of services. Through these regional partnerships and Local Transport Plans, a number of initiatives are currently being pursued. The National Park Authority and its various partners will lobby the Train Operating Company for Wales and the Borders to ensure that each train will be able to carry a greater number of cycles. 


Heart of Wales Line Services

7.51
The Carmarthenshire and Powys Local Transport Plans have identified the need to:

· increase the number of trains from four to six per day between Swansea and Shrewsbury;

· accommodate an all year round service;

· introduce shuttle trains at either end of the line to facilitate commuter journeys.

Valley Lines Services

7.52
The SWIFT strategy will construct a passing loop at Mountain Ash that will increase the capacity of the line to two trains an hour. SWIFT is also proposing to increase the capacity on the Merthyr Tydfil line from one to two trains an hour. In the TIGER area, improvements include a doubling of capacity on the Rhymney Valley line (with two trains an hour to Rhymney) and the re-opening of the Ebbw Valley Railway line with a railhead at Ebbw Vale, which could be linked to NCR 46 (Heads of the Valleys Cycleway).


The Brecon Mountain Railway

7.53
The Brecon Mountain Railway currently runs from Pant (Merthyr Tydfil) to Dolygaer and following the alignment of the former GWR route to Brecon. The Railway is already a very popular tourist attraction and there are now plans to extend the line to Talybont-on-Usk to provide a parallel public transport link to the Taff Trail.

7.54
Original proposals were to link Brecon to Cardiff by rail, but subsequent feasibility studies have suggested that the only physically and financially viable proposal would be an extension of the railway to Talybont-on-Usk, where it is now proposed that the railway would terminate.  Construction works are already under way to extend the railway from its current terminus at Dolygaer as far as Torpantau Tunnel.

7.55
The railway extension would form the “flagship” project as part of a wider tourism plan for the Park. It is envisaged that the project will create a new image for the whole area, providing visitors with a means of visiting the National Park by means other than private car, and linking up with the iron heritage theme of Merthyr Tydfil.  

7.56
The project offers great potential for combining rail and cycling trips from Merthyr Tydfil northwards. If a rail service to/from Talybont-on-Usk were able to carry bikes, the parallel Taff Trail would allow cycling in one direction followed by a train journey in the other. The railway would also allow access to the Taff Trail north towards Brecon and RCR 37 to Talgarth for onward cycling trips and to the family cycling routes around Llangorse.

8.
MONITORING

The Importance of Monitoring

8.1
Monitoring can be defined as the process of observing existing transport and economic behaviour and quantifying changes as a result of introducing new facilities and services.

Planning of Cycle Routes

8.2
Monitoring can be used to plan new cycle routes or upgrade to existing ones. There are a number of reasons why this planning is important:

· ensuring that the route will be used and hence to quantify potential economic benefits to the local area;

· ensuring that routes are integrated with other modes of travel (such as public transport services);

· identifying any potential barriers to the success of the route;

· ensuring that appropriate routes have the capacity to accommodate all users (i.e. including ramblers and horse riders) and that the appropriate facilities are provided;

· identifying any potential problems and conflicts between users (especially in safety terms);

· monitoring use after construction of the facility in order to demonstrate success and value for money.

8.3
Rather than attempting to survey a whole route (which is physically impossible), the most useful approach is to conduct surveys at strategic points where visitors gather. Not only does this ensure a much higher sample rate, it also provides either a “best case” or “worst case” scenario.

Receipt of Grant Aid

8.4
The requirement by the National Assembly for Local Authorities to produce Local Transport Plans has brought with it a need to devote more time to the monitoring of the overall strategies and individual schemes. According the National Assembly for Wales guidance (paragraph 41):

“Authorities will need to establish appropriate arrangements for monitoring LTP performance indicators.”

8.5
The guidance goes on to state that Local Authorities will need to produce annual progress reports (where expenditure and performance against targets are set out). And most significantly, paragraph 43 of the guidance says that:

“The success or otherwise of LTPs in delivering outputs will be an important consideration in determining decisions over the future allocation of Transport Grant resources.”

8.6

These comments will apply to any initiatives brought forward under the auspices of the Brecon Beacons Cycling Strategy – irrespective of the funding source. All holders of funds will want assurances that their money is being spent wisely and that people will actually use the facilities provided.

Dissemination of Information to Partners

8.7

Information on non-car modes is at a premium and any monitoring work undertaken in one area is often distributed to others for use elsewhere. This is especially true of in-depth surveys of customer feedback, the general results of which tend apply nationwide. Furthermore, information can be an important marketing tool to raise awareness of sustainable transport initiatives and develop publicity campaigns.

Existing Monitoring Sources

8.8

There are a number of existing sources of monitoring information in the National Park:

· traffic counts undertaken by Highway Authorities (either on a regular or ad hoc basis);

· a monitoring study on the Taff Trail undertaken by Groundwork Merthyr & Rhondda Cynon Taff;

· ticket information from bus services (especially the Beacons Bus Services and non-commercial subsidised services);

· an Automatic Cycle Counter on the Monmouthshire and Brecon canal section of NCR 8 (Taff Trail).


Traffic Counts

8.9

Traffic data collected by Local Authorities is available mainly on A and B roads within the National Park. Data is either collected by automatic traffic count (ATC), automatic cycle count (ACC) or manual classified counts (MCCs), which can include cyclists and pedestrians. Most of the data currently available is from ATCs, which can monitor traffic on a continuous basis over a long period of time. MCCs are usually only undertaken for one day. 

8.10

Traffic data on roads within the National Park is summarised in Table 8.1:

Table 8.1: Traffic data on Roads within or near to the National Park

Location
Month and Year
Daily Flow *

A40, Brecon Southern Bypass
2000
6467

A40, Glangrwyney
1999
7629

A40, west of Abergavenny
1999
8367

A40, west of Crickhowell
2000
10110

A40, east of Crickhowell
2000
10200

A40, east of Llandovery
August 2000
4395

A40, Llanhamlach
2000
7426

A40, Tretower
2000
4869

A470, Beacons Reservoir
2000
5773

A479, Bronllys
August 2000
6457

A479, north of Talgarth
2000
4219

A479, Tretower
2000
2344

A4059, Beacons Reservoir
2000
1192

A4069, Brynaman
September 2000
923

A4077, Crickhowell
1999
4848

B4560, Garnlydan
1998
2124

B4246, Blaenavon
1999
2670

* Seven day average

8.11
Traffic data is useful for two reasons:

· the relative importance of tourist routes into the National Park can be gauged;

· a baseline for the limiting of future traffic growth can be set.


Monitoring Studies of Cycle Routes

8.12
Monitoring studies are in-depth assessments of actual (or potential) cycle usage of cycle routes. The model for any monitoring study is the report produced by Groundwork Merthyr & Rhondda Cynon Taff – Taff Trail Users Survey 1997
. Groundwork Merthyr & Rhondda Cynon Taff had been conducting surveys on the Taff Trail since 1990. According to the report:


“By 1995, it was clear that more up to date information on use of the Trail was required with greater emphasis on economic benefit and patterns of use.”

8.13

This study included both a series of counts and face to face interviews with cyclists (and other users) on the Taff Trail at seven locations (including Pontsarn viaduct and Talybont-on-Usk). Information gathered included:

· home origin;

· awareness of trail;

· travel to the trail;

· journey purpose;

· frequency of usage;

· spending.

8.14

From the information collected, the report was able to calculate the annual usage and hence benefits to the economy. In terms of preparing funding bids for new routes, such information is vital as an economic benefit can be estimated and compared to the costs of the route.


Tourism Surveys


8.15
As one of the main objectives of this strategy is to promote cycle tourism, there is a need to investigate the potential and actual effects of the cycling strategy on the local economy. There are a number of general tourism surveys that are currently being undertaken:

· the Tourism South Wales and West STEAM survey;

· a customised programme of monitoring the tourism economy undertaken by the Beacons Trust.

8.16
These surveys measure both numbers of tourists and attitudes and aspirations and are therefore valuable as a measure of success and of highlighting tourism products for further development.


Additional Monitoring Required


Traffic Counts

8.17
When planning and designing on-road cycle routes, traffic counts will be required for:

· assessing the popularity of routes into, and within, the National Park;

· assessing whether a road is suitable for a cycle route;

· counts at car park entrances to quantify the need for cycle parking;

· quantification of traffic problems in particular areas;

· counts of cyclists on particular routes.

8.18
In order to develop the cycling strategy, a number of traffic counts may need to be undertaken:

· roads that are being considered as part of a cycle route should, at the planning stage, be subject to an ATC in order to ascertain that the traffic flows are low enough to safely accommodate cyclists.

· locations that are, or could be, popular cycle destinations should be subject to an MCC on an appropriate day (such as a weekend or Bank Holiday).

· locations where there are potential objections to cycle route provision (especially where there are issues of shared use with other modes of travel) should be subject to an MCC.

· counts at car parks or at particular destinations (where car parks are pay and display, ticket data will be available);

· ACCs should be included as part of the scheme costs for a cycle route, so that regular monitoring of the route can be undertaken;

· periodic (bi-annual) MCC surveys (along the lines of the Groundwork survey on the Taff Trail) should be undertaken on routes where ACCs cannot be installed.

· Use of new video surveying techniques, which are now able to gather data on pedestrians and cyclists passing a particular point.


Monitoring Studies

8.19
Other monitoring surveys will be required for the further development of the Brecon Beacons cycling network and, in particular, to demonstrate the demand for new facilities.  There is a need to target both cyclists and visitors who have travelled by other modes (who may nevertheless be prepared to cycle if better facilities are available). Possible ideas for a monitoring study could include:

· face to face interviews with cyclists at key destinations;

· self-completion questionnaires handed out by tourist attractions, accommodation providers, tourist information centres, shops, car parks etc.;

· questionnaires sent to cycle clubs (or distributed through the Cyclist Touring Club).

8.20

One possible approach is to organise an annual Brecon Beacons Cycle Survey that would combine some or all of the above elements. This would be a comprehensive survey of current and possible future facilities that would be used to plan and programme improvements.

8.21
Monitoring and survey information from Local Authorities (perhaps via Local Transport Plans) could also be used – if available. 


Public Transport Ticket Information

8.22
Although not as relevant for cycling, there may be some instances where ticket data may be useful. Possible examples include data from bus services that carry cycles (such as the Beacons Bus).

9.
RESOURCES FOR STRATEGY IMPLEMENTATION

Types of Resources Required

9.1
If this strategy is to be successfully implemented, it will require two main types of resource:

· capital expenditure;

· revenue support.

Capital Expenditure

9.2
Capital expenditure applies to infrastructure projects where new cycle facilities are being constructed on the ground. Capital expenditure therefore applies to:

· construction and signing of off-road routes;

· signing and some traffic management measures for on-road routes;

· installation of new fencing, surfacing, information boards, signing etc.

· installation cycle parking;

· installation of traffic/cycle counters.

Revenue Support

9.3
Revenue support applies to items that do not directly create new physical assets on the ground, such as:

· maintenance of existing assets (such as the cleaning and repair of the surface of off-road cycle routes);

· collection of information and monitoring;

· replacement of existing signing, fencing, information boards etc.

· education and publicity measures (such as the production of leaflets, maps, cycle packages etc.)

· staff time required to implement all aspects of the cycling strategy.

Possible Funding Sources

9.4
There is a wide range of possible funding available for both capital and revenue projects. The following is a summary of the main possible sources of funding that are available at the date of publication of this document (October 2001). Where possible, an indication of the applicability of the funding source for cycling projects is given.

Sports Lottery

9.4
The Sports Council for Wales administers the lottery sports fund for Wales.  They fund capital projects whose "main purpose is to provide a facility that directly enables people to take part in sport or raise standards of performance".  This includes natural resource-based sports such as cycling.  There should be a clear sporting need and benefit, and also community support.  Grant rates are normally up to 50 per cent of scheme cost. This funding may be available to support the provision of waymarking for Mountain bike routes.


Heritage Lottery

9.5
Heritage Lottery will fund projects that help to preserve, enhance or widen public access to, or understanding and enjoyment of, one or more aspects of the physical heritage, including:

· natural habitat and countryside;

· urban green spaces including parks;

· industrial and transport heritage.

9.6
Projects must be of outstanding interest and importance at a local, regional or national level.  There is a main grants programme for capital projects and a revenue grants programme to support projects aimed at widening understanding and enjoyment of the heritage, and widening access to heritage information. There are many routes in the National Park that provide access to heritage features and it is anticipated that a number of bids will be put forward.

9.7
Revenue grants are normally for projects with a total cost up to £100,000.  There is no maximum size for capital projects.  Grant rates are up to 90 per cent for projects costing less than £100,000, up to 75 per cent for projects costing over £100,000.

Local Regeneration Fund

9.8
This fund will replace Welsh Capital Challenge and the Local Authority Rural Scheme (LARS) in providing funds for (largely capital) regeneration projects.  £36 million is available per year for 2000/01 to 2002/03.  Of this, £18 million is already committed for 2000/02 under capital challenges, LARS and voluntary community sector top-slicing (£2.5 million).  Grants are available up to 100 per cent of eligible costs, but Local Authorities are expected to consider other sources, including own resources and European funds.  The LRF is administered by WEFO and is expected to be a source of matching funds for European Objective 1 bids.

National Assembly for Wales: Transport Grant

9.9
Awarded by the National Assembly for Wales, Transport Grant (TG), bids from Local Authorities are invited for "Package" Schemes: costing over £1 million;

9.10
In order to eligible for support, package bids should aim to:

· improve the choice and quality, and promote the use of public transport services;

· make it easier to switch between different forms of transport;

· improve the provision for the needs of people with disabilities, pedestrians, cyclists and other vulnerable groups;

· benefit the local environment;

· reduce road congestion and which, where appropriate, include complementary demand management measures (e.g. parking supply and pricing, road space allocation and traffic management);

· improve road safety;

· contribute to economic development and regeneration;

· enjoy support from the local community.

9.11
The draft budget for Transport Grant for future years is as follows:

· 2001/02: £48.065 million;

· 2002/03: £62.065 million;

· 2003/04: £73.065 million.

9.12
However, not all of this funding will be available for packages and Safe Routes to School as Transport Grant also supports major road schemes. It is anticipated that Transport Grant may be able to fund cycle projects in two main ways:

· through various projects involving the Mid Wales, TIGER, SWIFT and SWITCH consortia;

· a package bid for regional and local routes (featuring links to public transport services).

National Assembly for Wales (Trunk Road Crossings)
9.13
National routes on the proposed Brecon Beacons cycle network crosse the Trunk Road network at the following locations:

· A40, west of Sennybridge (NCR 43);

· A470, Storey Arms (NCR 8).

9.14
The National Assembly is committed to the improvement of crossing facilities on Trunk Roads and there should be scope for securing funding for any such sections of route. The dualling of the A465 Heads of the Valleys road will also result in the National Assembly funding a number of crossings on this route.

Local Authorities and the Brecon Beacons National Park Authority

9.15
There are certain measures (not eligible for grants from external sources) that will have to be funded from existing Local Authority and National Park Authority budgets.

9.16
Local Authorities have their own streams of revenue based on a combination of:

· Revenue Support Grant;

· Non-domestic rates;

· income from Council Tax.

9.17
The National Park Authority makes an annual bid for funding to the National Assembly for Wales. Both capital and revenue projects are covered. Implementation of the cycling strategy will require an increase in resources devoted to recreation and transport projects within the overall National Park budget.

Welsh Development Agency (WDA)

9.18
The WDA is a public body charged with promoting the economic development of Wales and enhancing its environment.  Grants are given to public and private bodies for the reclamation of derelict land (including derelict railway lines), urban renewal and environmental improvements. There are a number of routes using old railway lines that could be eligible for funding.  Matching funds are usually required.

Wales Tourist Board (WTB)

9.19
The WTB makes grants towards tourism development projects.  Its priorities for support have included:

· the development of new visitor attractions;

· improvements in the interpretation of our natural and built heritage;

· improvements in the signposting of tourism facilities;

· schemes promoting sustainable access to tourism facilities.

9.20
As already highlighted in the various chapters, the WTB will be helping to organise and finance a number of cycle tourism initiatives. In addition, the National Park Authority has successfully bid for WTB funding for capital projects that will implement this cycling strategy.

Landfill Tax Credits

9.21
The landfill tax credit scheme allows landfill operators to divert 20 per cent of their landfill tax liability to registered Environmental Bodies for approved environmental projects.  This includes the provision of public amenities (e.g. parks or cycle routes) where they are within 10 miles of an operational landfill site.  Each landfill operator has their own application procedure and priorities.  Operators can only claim back 90 per cent of their total contribution to a project from Custom and Excise, many therefore require a third party to subsequently reimburse some or all of the 10 per cent they have to provide from their own funds.

Coalfields Regeneration Trust

9.22
The Coalfield Regeneration Trust (CRT) aims to bring about socio-economic improvements in the former coalfield areas.  It has £50 million to give out in grants from 1999 to 2002; £3.46 million of this is for Wales.  The Trust's priorities include:

· resources and empowerment communities (including development of community facilities);

· attractive communities (the natural and built environment);

· working communities (employment and training opportunities, including projects using the Environmental Task Force).

9.23
There are no formal match-funding requirements, or minimum or maximum project sizes. There may be some scope for this funding for routes on the fringes of the National Park.

Countryside Council for Wales (CCW)

9.24
CCW currently administers grant aid, which includes the promotion of networks for equestrians and cyclists, as well as the improvement of Public Rights of Way.  Grants can be provided for up to 40 per cent of eligible costs. Total Exchequer funding should not exceed 50 per cent, and applicants are expected to contribute at least 15 per cent of costs themselves. This source of funding could be used for a whole series of routes in the National Park.

Planning Gain

9.25
In certain circumstances, Section 106 planning obligation agreements can require the provision of cycle facilities in conjunction with developments.  Where a proposed development will create a need for particular facilities, developers may be required to pay for or contribute towards the cost of providing those facilities.

New Opportunities Fund (NOF)

9.26
A consortium headed by the WCVA has recently been awarded £7.5 million from NOF to administer grants in Wales under the "Green spaces and sustainable communities" programme, and are designed to meet the needs of disadvantaged communities.



European Structural Funds
9.27
There are four funds that concern the UK:

· The European Regional Development Fund (ERDF) which helps to reduce the gap between levels of social and economic development and standards of living in the UK;

· The European Social Fund (ESF) which invests in training and human resources to promote employability;

· The European Guidance and Guarantee Section of the Agricultural Funds (EAGGF) which supports the competitiveness of agriculture, and retaining population in the countryside, whilst preserving and maintaining the environment;

· The Financial Instrument for Fisheries Guidance (FIFG) which helps to achieve a sustainable balance between fisheries resources and their exploitation, helping to revitalise areas dependent on the fishing industry.

9.28
During the current period of Structural Fund programmes (2000 to 2006), funding is available under 3 objectives:

· Objective 1 - covers areas that have less than 75 per cent of average EU per capita GDP.  This covers West Wales and the Valleys.  Grant rates can be offered up to 75 per cent of eligible project costs but will typically average 50 per cent.  The first bids ("fast-track bids") are currently being considered;

· Objective 2 - addresses areas with structural problems affecting industrial, urban, agricultural or fisheries areas.  EAGGF (Guidance) is not available in these areas.  Eligible areas in the National Park include wards in Powys.  Grant rates are provided up to 50 per cent of eligible project costs. Programmes are likely to be open for funding from early 2001.

9.29
Additionally, there are four community initiatives, which assist innovative and pilot schemes:

· INTERREG - funds projects focusing on co-operation between regions in different European Union countries;

· URBAN - focuses on urban regions with particular problems associated with built-up and industrial areas;

· LEADER - focuses on problems or issues specifically affecting rural areas.  It is funded through EAGGF.  Wales has £9.22m;

· EQUAL - focuses upon training and employability.

9.30
The details of these are still to be finalised and are still subject to consultation. Funding will be available from 2001. All of the Local Authorities within the National Park (except Powys) are eligible for Objective One funding. Powys County Council qualifies for Objective Two funding.

LIFE

9.31
This is an annual programme, administered by the EU, to fund innovative pilot and demonstration projects aimed at enhancing Community environmental policy.  LIFE environment projects should aim to bridge the gap between research and development and widespread implementation or market introduction (i.e. the gap between EU research funding programmes and the structural funds).  It will not fund straight infrastructure projects.  Grants are provided for up to 50 per cent of eligible project costs except in the case of income generating projects where the maximum is 30 per cent.  Projects can last between 18 and 36 months, with a total cost of between 400,000 Euros to 5 million Euros. Development of bus-bike links could be a candidate for LIFE funding.

Forest Enterprise

9.32
A wide range of activities have received direct support and publicity through the Forestry Commission and Forest Enterprise.  Activities include concerts, drama, dance, themed festivals and sculpture trails.  Forest Enterprise is also involved in a number of partnerships with other organisations such as Countryside Council for Wales, Health Promotion Wales, National Grid, Local Authorities and local tourist boards.  Woodland improvement grants are available to improve public access in woods.

9.33 Mountain biking routes in Coed-y-Brenin in Snowdonia have been constructed, route maps published and hire facilities developed with help from Forest Enterprise.  Discussions with Forest Enterprise have revealed enthusiasm for improving recreational access to the forests around the Park, particularly for family cycling, and potential support for waymarking posts and interpretation boards (funding and/or materials) especially those that link with Forest Enterprise car parks.

New Deal

9.34
New Deal schemes provide labour from the ranks of the unemployed to work on a wide range of projects. Employment and training opportunities are provided for unemployed people and financial incentives are offered to both public and private sector employers. There are many potential schemes in the National Park that could benefit from the assistance of New Deal labour.

10.
MAINTENANCE

The importance of Maintenance

10.1
The importance of adequate maintenance of all cycle facilities within the National Park cannot be overstated. The construction of any cycle facility creates an asset that has a value, and it is the role of maintenance to ensure that this value is maintained and, crucially, that the capital money spent on creating the facility in the first place is not wasted.

10.2
In terms of promoting cycling and cycle tourism, the case for adequate maintenance is clear. People will not use a facility that is poorly maintained and hence any potential benefits to the tourism/local economy will not be realised. And everyone that does use a facility has a right to expect to be able to use if safely. This can only be done if it is adequately maintained. Furthermore, poorly maintained facilities create a poor impression of any area and will do nothing to encourage more visitors.

10.3
The National Park Authority and the Local Authorities are committed to ensuring that maintenance becomes a higher priority than in the past and that no cycle routes are planned and built without a strategy for maintenance.

10.4
The National Park Management Plan commits the National Park Authority to developing a prioritised maintenance strategy and path condition monitoring system (for off-road routes). All Local Authorities have stated the need for adequate highway maintenance in their Local Transport Plans (LTPs). The purpose of this chapter is to highlight some of the potential issues and techniques that are particularly relevant to cyclists.


Responsibility for Maintenance

10.5
For cycle routes adopted as public highway or Public Rights of Way, maintenance is the responsibility of Local Authorities. In the National Park area, maintenance for Public Rights of Way is delegated to the National Park Authority. Maintenance by Local Authorities (as defined in law) is limited to the surface of the route and signing / waymarking and does not include removal of obstructions unrelated to the surface (such as overhanging vegetation).

10.6
A number of possible routes in this strategy are not on public highway and exist only through agreements with landowners (such as Forest Enterprise and the National Trust). Maintenance of these routes is ultimately the responsibility of the landowner although financial and labour resources can be sought as part of an access agreement. If a landowner believes that a cycle route would lead to being left with a large financial burden, there will be little prospect of any access agreements. 

Maintenance of the Route Surface

10.7 The most important maintenance issue relates to the surface of the route, which needs to be safe for the category of cyclist that is using it. This mainly relates to maintenance of the material that makes up the surface of routes, it can also apply to road markings on the highway.

10.8
The requirement for cycle route surface maintenance within the Brecon Beacons National Park will be decided by two main factors:

· Usage - which is determined by local factors such as distribution of the population, the proximity of houses, employment areas, schools, tourist attractions etc. that will generate cycle trips;

· Surfacing – this is determined by the type of users that will use each route (with more experienced riders being less concerned about a totally smooth surface) and will have a direct effect on the riding quality and safety of the facility. It is also determined by the need for the route surface to blend in with the natural environment and some routes (such as tramroads) may well have restrictions on the type of surface that may be used.

10.9
Within the Brecon Beacons National Park there are likely to be five main types of cycle route, as shown in Table 10.1:

Table 10.1: Cycle Route Classification

Cycle Route Classification
Typical Construction

On Road Cycle Lane – forming part of the carriageway commonly 1.5 metre strip adjacent to the nearside kerb
Carriageway surface may be coloured or segregated by a white line

On Road Cycle Route – with no cycle lane
Signing and road markings on existing carriageway

Shared Cycle/Pedestrian Paths – either segregated by a white line or physical definition or unsegregated
Flexible footway construction identified by paint or surface dressing or red wearing course etc.

Shared Cycle/Equestrian Paths – either segregated or unsegregated
sub base and stone dust

Cycle Trails – leisure routes through open spaces.
Minimal construction often utilising locally available materials

Inspections

10.10
In order that the maintenance needs are properly assessed and that the safe passage for cyclists and other users is maintained, it will be necessary to carry out regular route inspections. These fall into two categories:

· Safety Inspections – designed to identify those defects, which are likely to create a danger to the public and therefore require immediate or urgent attention. These should be carried out on foot, at frequencies which reflect the usage of the particular cycle route. Additional safety inspections may be required in response to reports or complaints from the police, other organisations and the public: as a result of an incident or as a result of extreme weather.

· Detailed Inspections – are designed primarily to establish the programme of routine maintenance tasks not requiring urgent execution. They will normally be carried out on foot.

10.11
The recommended frequencies for safety and detailed inspections are set out in Table 10.2.


Table 10.2: Frequency of Cycle Route Inspections

Category
Inspection Intervals


Safety
Detailed

Cycle Lane – Distributor
1 month
6 months

Cycle Lane – Local Roads
3 months
1 year

On Road Cycle Route – Distributor
1 month
6 months

On Road Cycle Route – Local Roads
3 months
1 year

Shared Cycle/Pedestrian
1 month
1 year

Shared Cycle/Equestrian
3 months
1 year

Cycle Trials
6 months
1 year

Note: Action will always be necessary immediately following any complaints from members of the public.

Signing and Waymarking

10.12
The maintenance of signs and waymarker posts is essential. On off-road routes, signing must ensure that users do not get lost and stray on to private land. For on-road routes, signs are required to provide both information and warnings to both cyclists and motorists.

10.13 Waymarkers and signs can often fade, be damaged / removed or be obstructed by vegetation. Local Authorities have a legal responsibility to erect and maintain waymarkers where they leave a metalled road.

10.14
As with the route surface, a regular inspection regime for waymarkers and signs will be required. This can be undertaken at the same time as the regular surface inspections. Complaints and information from the public should also be used.

11.
ROUTE DESIGN ISSUES


Introduction

11.1
There is a vast amount of detailed guidance relating to the design of both on-road and off-road cycle routes. The purpose of this chapter is not to repeat that advice in detail but instead to highlight a number of issues, which need to be considered when planning and designing cycle routes in the National Park.

11.2
Good route design is important in terms of safety and user convenience for both cyclists and all other users. No one will want to use facilities that are dangerous and inconvenient (although more experienced cyclists will want a “challenging” ride and are therefore prepared to tolerate much “rougher” routes). 

11.3
The recommendations for design of off-road and on-road routes are not meant to be prescriptive and only highlight what could be done in the appropriate circumstances. Any measures will need to be undertaken by the relevant Local Authority with full consultation and general support from the local community.


Off-Road Cycle Routes

11.4
In general, the three most important elements of route design are:

· foundation;

· surfacing;

· route alignment (both vertical and horizontal);


Foundation

11.5
A sub-base is normally used to provide the foundation for surfaced cycle routes. Sub-base consists of graded granular material, which when compacted gives a strong regular base on which to lay wearing course material. As the surface is open and porous, water will percolate through this material, thus reducing the risk of flooding and damage to the surface. In areas where the underlying material is soft (cohesive or peat) either a capping layer (usually granular material) or a geotextile is used.

11.6
Alternatively an age-old method called facines could be used. This consists of bundles of branches tied together in faggots and laid below a stone capping layer. This method would be ideal for use by a New Deal Team, the Forestry Commission may also be prepared to supply the branches to site. The possible new section of cycle route from Storey Arms to, and around the Beacons Reservoir would be an ideal trial section for this technique as this route would have to cross a short section of marshland before reaching the reservoir itself.

Surfacing

11.7
The construction and surfacing of a cycle route will require a variety of different treatments, which will depend on:

· the location of the route and any environmental factors;

· the need for adequate drainage;

· the type of cyclist that will use the route;

· the need for shared use with ramblers, equestrians and disabled people.

Location of the Route and Environmental Factors

11.8
The National Park has a very sensitive and fragile environment and any designated cycle route will, at the very least, need to blend in with the surroundings. Surfaces such as tarmac, that are used in urban areas, are inappropriate for a rural setting within a National Park. As example of good practice, the existing northern section of the Taff Trail has been constructed on a disused railway by overlaying the ballast with stone dust and regulating with a sub-base. The majority of this surfacing is in good condition and is in keeping with its surroundings.

11.9
In some instances, routes follow historical features such as old tram or coach roads. There can be legal restrictions on the types of surfacing that can be used on protected routes.

11.10
Therefore the type of surface to be used will be examined on a route by route basis. There are a number of possible options described in Table 11.1 below.


The Need for Adequate Drainage

11.11
Adequate provision for drainage can be built into the routes but all drainage systems require maintenance and a balance between the capital and future maintenance costs will have to be carefully considered. Open ditches will be the normal method of collecting and carrying surface water. Culverts will then be required to cross the pathway and, in some cases, to create an outflow. The size of the culvert and the inlet details are important as they effect the capacity of the route and the maintenance requirements.

11.12
Where the route is on a steep gradient, drainage is of particular importance, as the fine material will be washed out even if there is no additional water overrunning the path. On steep gradients cyclists will also have difficulty braking and controlling their progress on the fine material. In these instances a bound surface would be desirable from a user and maintenance viewpoint, visually however this surfacing would intrude.

Type of Cyclist

11.13
Less experienced family cyclists will only tolerate routes that have a relatively smooth surface as their bike handling skills are not well developed. Furthermore, there is a need to ensure that routes for this group are as safe as possible.

11.14 By contrast, routes for more experienced mountain bikers will either have a rougher surface or no man-made surface at all (although some regrading, drainage and structural works may be required). Although there is a need to ensure a challenging surface for technically competent mountain bikers, the safety of the users of these routes will have to be carefully considered to ensure that the National Park Authority does not leave itself open to claims for injuries.

The Need for Shared Use

11.15
In many instances, there will be a need to ensure that the surface is appropriate for, and able to withstand use by, other users such as ramblers, disabled people and equestrians. If there is adequate width, it would be beneficial for all users if a separate semi-soft strip was allocated to equestrians. Heavy use by horses will damage an unsurfaced route and equestrians would not want to use a surfaced cycle route.

11.16
In urban areas, disabled people prefer complete segregation from other users but this would not be appropriate for most of the routes being planned in the National Park. The most important factor for disabled people is adequate width and appropriate surfacing.

Table 11.1: Possible Types of Surfacing for Cycle Routes in the National Park

Type of Surface
Description
Appropriate Use

Bound Surfacing
A 20mm bituminous wearing course laid on a 40mm bituminous base course on a 100mm thick sub-base layer. Edging kerbs or timber edging are normally utilised to contain this construction. 
This construction will be appropriate in the urban areas only.

Fibre-Deck
As an alternative fibre-deck, which is a form of surface dressing has been used to form a bound surface on either sub-base or on an existing sound construction such as a canal towpath or a disused railway line. The material consists of two thin layers of chippings mixed with a bituminous binder, glass fibres are also added to give the surface tensile strength. The chippings used can be specified so that the surface colour can fit the surroundings.
This construction will be most appropriate for the canal towpath.



Repave
This is a new process for cycle routes, but has been proven for highway carriageway reconstruction. The process consists of the reconstitution of the existing construction by the adding of new binder, other material may also be required too make it homogenous. This method has been used on the Tarka Trail in Devon on a disused railway. The surface is essentially a bound one looking not unlike an open textured road.
There are not any obvious applications for this surfacing at present.



Unbound Surfaces
In rural locations it is normal practise to construct cycleways using sub-base topped with stone dust. Timber edging is also provided in some instances.
This construction will be used where possible.



Hoggin
This construction utilises clay to bind the granular material together, as an alternative to batching and mixing this material scalpings are sometimes used. Scalpings consist of the fine material from the quarry floor and generally contain some cohesive material. 
A trial section with this material should be considered as it could be the most appropriate surfacing to use for the majority of the routes. It should also be the cheapest construction method.

Stone Pitching
The use of stone pitching as a road foundation was common up until 50 years ago, it consists of flat stones laid in courses end on giving a very strong arching effect.  Although the strength of the stone pitching is not required it does provide an effective method of providing a very long lasting surface on heavily used inclines.


No surfacing



Notes on Construction Alternatives

1.
The natural methods of construction such as the use of Hoggin are an attractive option, the only draw back is that there is no specification for “scalpings” and  therefore no consistency to its composition.  

2.
Stone Pitching is very labour intensive but if carried out by New Deal on short uphill sections its use could be justified.

3.
The use of facines, particularly in peat bogs is a very cost effective and environmentally attractive option.

4.
Using all of the above methods would have the following additional benefits:

· they do not require heavy construction plant.

· the material can be transported using light vehicles

· the materials are natural and could not harm the environment

· these construction methods can utilise unskilled workers

· New Deal Funds could be available for these construction methods.

5.
Fibre Deck could be an option where a good surface is required that fits in with its surroundings, however it does rely on a good drainage system and its life expectancy of ten years without further maintenance is low.

Route Alignment


Horizontal

11.17
The horizontal alignment refers to both the width of the route and the presence or absence of any bends. For leisure and tourist routes in rural areas, speed and convenience of cycle routes (which are highly prized in urban areas) are much less important. Routes have to follow the alignment of existing paths and environmental considerations mean that significant earthworks to “straighten out” routes are not appropriate.

11.18
In the National Park setting, where there can be potential conflicts between different users, the ability to accommodate shared use through adequate route width is far more important.

11.19
For shared use by ramblers and disabled people, the minimum path width should be 2 metres with a preferable width of 3 metres. If shared use by equestrians is required, a separate semi-hard strip for horse use should be provided adjacent to the cycleway. This would need to be a minimum of 1 metres wide (ideally 1.5 metres wide). A segregated bridleway needs to be a minimum of 2.2 metres wide.  

Vertical

11.20
The topography of the National Park is one of its most important features and therefore any changes to the gradients of cycle routes are not usually appropriate (except in very local areas where access to a route or facility for disabled people might be required). Indeed, experienced mountain bikers will positively welcome the challenge of long inclines. 

11.21
There are a number of routes that have relatively flat gradients and these should be promoted as being suitable for family cyclists and other user groups such as disabled people. Where localised access to these routes for disabled people is required, the maximum possible gradient for wheelchair users is 1 in 12.

11.22
Therefore this strategy does not propose to undertake complex and expensive engineering work to reduce gradients for cyclists.

On-Road Cycle Routes

11.23
On-road cycle routes throw up an entirely different challenge to the planner and designer. The overwhelming priority is to ensure that cyclists can, as far as possible, be safely integrated into the local highway network. The National Park Management Plan has designated a road hierarchy, which categorises routes according to their traffic function (“local” versus “strategic” and “distributor” versus “access”) and levels of use. The majority of on-road cycle routes are on the following categories within the hierarchy:

· Local Routes: which connect rural areas with settlements, or provide an alternative to a higher category route. Some of these carry a significant proportion of recreational and visitor traffic;

· Minor Roads: very narrow lanes, which serve hamlets, farms and other isolated dwellings. They can carry some recreational traffic.

· Tourist Pressure Routes: a sub category of the Local Routes and Minor Routes, which carry a high level of tourist and recreational traffic, resulting in various environmental and safety problems.

11.24
The Countryside Commission has a strategy of promoting “Quiet Roads”, which are designated routes for pedestrians, wheelchair users, cyclists and equestrians. Such a concept is something that could be examined in the Brecon Beacons National Park, in connection with implementation of land use policies relating to the road hierarchy.

11.25
Traffic flows and behaviour of drivers on rural roads varies, and designers will need to make use of local knowledge of traffic speeds in determining the measures to be used in association with the introduction of any cycle routes.  At the same time a route may be used as a catalyst for introducing traffic calming measures in the countryside, aimed at reducing the speeds and in some cases the volume of motor traffic.

Speed Limits

11.26
The “de-restricted” speed limit of 60mph on rural country roads is arguably inappropriate in many instances and consideration should be given to reducing the limit in order to permit safer travel by all modes (not just cycling).

11.27
Reduced speed limits can be introduced as part of an area wide approach and this has been undertaken in the Dartmoor National Park and the New Forest (where there was particular concern about accidents involving ponies).  Any limits would need to be reinforced by road markings (such as speed roundels) and traffic calming measures (such as rumble strips, gateways and narrowings etc).  Within such zones, lower speed limits can be applied to selected roads where volumes of vulnerable users are highest.

11.28
Speed limits might also be used as part of a county road hierarchy approach where the lowest category of road, local access road, could be subject to a 20 mph or 30 mph speed limit.  Such a road could be deemed to be for access to premises or land only, and so largely traffic-free for pedestrians, wheelchair users, cyclists and equestrians.

Road Closure/Access Restrictions

11.29
A more effective, if somewhat drastic, method for reducing traffic on minor rural roads is to close the road or restrict motor vehicle movements.  Closure of a road can be achieved in a number of ways depending on the access needs of the locality:

· permanent closure;

· closure with a locked gate;

· closure with an unlocked gate;

11.30
Alternatively access can be restricted by:

· vehicle weight;

· vehicle width;

· category of vehicle: for example coaches, HGVs etc.;

· time and season.

11.31
Road closures may need to be considered on the Tourist Pressure Routes if there are acute traffic problems and alternative strategies are available to guarantee access to local people and visitors. In the Peak District National Park, the road north of the Ladybower Reservoir is closed at weekends and Bank Holidays with a park and ride bus service available for visitors to access the area. 


Signing

11.32
As part of the National Park road hierarchy, signing can be used to direct particular categories of traffic on to, or away from, particular routes and onto more appropriate routes.  This may also involve the re-arrangement of the layout of some junctions to safely accommodate increases in traffic.

Road Narrowings

11.33
The introduction of pinch points (possibly incorporating a priority system) with cycle bypasses can not only reduce speeds but also act as a way of regulating vehicle flows on roads which suffer high seasonal or weekend flows but which have acceptable levels of traffic for the rest of the time.  At some locations it may be appropriate to narrow a section of road to single track, with passing places. Motorists must be given sufficient advance warning of the presence of such features, such that they can comfortable modify their speed prior to reaching them. 

Changed Priority at Junctions

11.34
Where, for example, two roads each with less than 1,000 vehicles per day cross, the road with the cycle route could be given priority.

Advisory Cycle Lanes

11.35
On busier roads (carrying between 1,000 – 4,000 vehicles per day) the provision of advisory cycle lanes should be considered. Advisory cycle lanes provide a defined space for cyclists and will also act as a continuous warning to drivers of the presence of cyclists.

Villages and Small Towns

11.36
Cycle routes in the National Park will pass through a number of villages and small towns. These are places cyclists will wish to visit, and it gives an opportunity to enhance the conditions for local cyclists on routine journeys.

11.37 Lightly trafficked roads through villages and small towns will be attractive as cycle routes.  Where speeds are maintained at or below 30 mph and traffic flows are below 1,000 vehicles per day, the roads can safely be shared between cyclists and motor vehicles.  Opportunities could be taken to enhance the environment for cycling by the introduction of a 20mph speed limit with associated gateways and appropriate traffic calming measures.


Signing

11.38
One issue that is common to both off-road and on-road routes is the need for adequate signing of cycle routes. It cannot be assumed that every cyclist will be either able or willing to read a map.

11.39
For off-road routes, signing and waymarking is especially important to ensure that cyclists and other users keep to legal routes and do not stray on to adjacent farmland. 

11.40
For on-road routes, the issue of signing is less clear cut because cyclists are entitled to use all public highways (except motorways) without restriction. Therefore signing of proposed on-road routes does not imply that these are the only routes that cyclists can in fact use. Signing is only necessary to advise cyclists of the most appropriate route to a particular destination and should therefore be used more sparingly. On-road cyclists are usually more willing to make up their own routes and are therefore less inhibited by any perceived need to stay on a particular route.

Provision for Disabled People

11.41
The implementation of this strategy will need to address the provision of adequate and cost effective access for users with all forms of disability. The disabilities that need to be addressed are:

· mobility impairment;

· hearing and visual Impairment.

Mobility Impairment

11.42
The use of wheelchairs on a route require that it is designed and maintained to a high standard in terms of surfacing, the absence or provision of appropriate barriers, slack gradients and good access points. It will also be important to enable the disabled visitor to get right up to any viewing points and other facilities such as toilets, shops and refreshment venues.

11.43
The whole network will be examined following the preliminary design of the routes to assess which routes or sections of routes will be suitable in terms of gradient and proposed surface treatment. An integrated approach will then be needed to look at associated issues like disabled parking close to the route and available facilities. Public Transport is also a major issue for the disabled, this could be looked at in terms of the Beacons Bus but should also be an addressed in the various regional initiatives. The targeted bus and rail terminals should be made as disabled friendly as possible with some form of shuttle service available to take these visitors into the park.

Hearing and Visual Impairment

11.44
As noted above, the majority of the off road routes will not be segregated, and this could have safety implications for both of these groups. Several codes of conduct for cyclists already exist and these will be reviewed and adapted in order to make cyclists fully aware of the need to take extra care on routes that cater for disabled people. Frequent protocol signs will be incorporated on the information boards on the routes to raise awareness of other users. 

11.45
In urban locations crossings will be signalised were appropriate, these crossings have the advantage of giving audible an signal to assist the visually handicapped the tactile paving will assist these users. These crossings will also assist those with hearing difficulties, as they will not have to anticipate the approach of vehicles. In rural locations where possible at grade crossings will not be used on major roads, grade separation will be considered where signals are inappropriate.

11.46
Any route maps and guides will also need to show disabled friendly routes with the type of disability catered for, facilities for the disabled will also be listed. 

12.
ACTION PROGRAMMES AND GOALS


Introduction

12.1
This section contains a practical action plan that should be undertaken by each of the partners. A table of capital and revenue actions is identified with the table heading denoting each “lead partner”. Such an approach is considered necessary if the strategy is to be fully implemented. The reason for identifying the responsibilities of each partner in this way is to try and ensure that everyone is clear about which organisation is responsible for delivering part or all of a particular project.

12.2
The action plan tables are split into five columns and an explanation of each of these is as follows:


Column 1: Action

12.3
This identifies and describes the project that needs to be undertaken. For the final version of the Action Plan, it is envisaged having a page reference to the main text so that it is easy for readers to cross-reference the action in table with the reasons for undertaking it.


Column 2: Priority

12.4 No strategy will be able to deliver every action instantly or with equal priority. On the other hand, a general “aspirational” strategy with no clear dates has no focus and will be worth little in practical terms. Therefore, the best way forward is to identify three priorities for the commencement of projects:


A: Commencing in 2001 or 2002;


B: Commencing in 2003 or 2004;


C: Commencing in 2005 onwards.

12.5
It is envisaged that all the capital projects will have been completed by 2007 and all of the revenue projects will have been well established and continued by that date.


Column 3: Cost

12.6
Indicative cost estimates for capital and revenue schemes have been provided where possible. These costs are not fixed and do not imply a definite financial commitment by the lead or supporting partners. As more work is undertaken on individual projects, these costs may well change. However, it is expected that all partners work towards budget planning and, in partnership with the National Park Authority, for the provision of funding from the various sources identified in Column 5.


Column 4: Supporting Partners

12.7
Although actions within the strategy are allocated to lead partners by virtue of the table headings, in reality more than one organisation often has equal responsibility for delivering a project – especially if it crosses Local Authority boundaries. For National Cycle Network projects, one organisation has generally been allocated role of the lead partner with others listed in column 4. For regional and local cycle routes (where they cross Local Authority boundaries), each lead partner is responsible for the section of route within their area (with supporting partners in adjacent areas listed in column 4). The role as a supporting partner does not, in any way, imply a reduced role of lesser importance. If the strategy is to succeed, all partners need to fully support each other.


Column 5: Funding Sources

12.8
The most likely funding sources are identified in chapter 5. These will be based on a consideration of each project and the most appropriate funding sources at this time. The presence of a funding source in column 5 is no guarantee that it will, in reality, be available or appropriate.
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