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EXECUTIVE SUMMARY

A stated aim of the Matlock Town Centre Master Plan Area Action Plan is to create a
less traffic-orientated, more pedestrian-friendly town centre. During the consultation
rounds undertaken in support of the Matlock Town Centre Master Plan Area Action
Plan, several traffic and transportation issues were raised, including those relating to
the highway network, parking and arrival points, public transport provision and
pedestrian networks. Derbyshire Dales District Council commissioned Scott Wilson
Ltd. in February 2007 to prepare a Traffic and Transportation Strategy and Action
Plan (The Strategy) to address these issues and assess the proposed Master Plan’s
transport implications.
The Strategy’s development has been undertaken in the context of a major ongoing
development within Matlock Town Centre. The current Cawdor Quarry development
will significantly alter the highway network via the creation of a new A6 relief road,
making Matlock Bridge one-way, signalisation of key junctions and the creation of a
new bus station adjacent to the railway station.
Given the geometrical constraints imposed within Matlock town centre (i.e.
constrained junctions), and the surrounding topography (limiting potential for
additional bypass options), it is not considered that there is scope for further
significant, capacity-biased, highway infrastructure in the foreseeable future.
An assessment of Matlock’s base conditions has been undertaken with the Cawdor
Quarry associated network changes highlighted above assumed to be in place. This
shows that the base road network is congested during specific peak (and seasonal)
periods. A full assessment of base parking patterns has been restricted due to the
ongoing Cawdor Quarry works.
This report has identified the likely traffic impacts of the Master Plan development, in
terms of peak hour trip generation and the impact of such generation on the proposed
highway network (in which the Dale Road / Relief Road, and Crown Square junctions
are signalised). The analysis concludes that the Master Plan will not significantly
impact on the capacity of four of the five key junctions in the town centre; the
remaining junction will experience additional queuing, but for short periods, only.
Estimates of the maximum parking allowances under the Master Plan scenarios have
also been calculated in accordance with standards set out in the Derbyshire Dales
Local Plan; which shows that such spaces could be accommodated during the
weekend period, but that additional parking spaces may be required during the
weekday period.
In terms of Public Transport, the analysis has identified that the additional retail and
leisure developments proposed in the Master Plan will generate public transport
patronage and, consequently, new stopping points in the town centre will need to be
provided.
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In light of the above factors and constraints, a Strategy has been developed that
embraces the Master Plan’s aim of creating a less traffic-orientated, more pedestrianfriendly town centre. Broadly, this is achieved through the following provisions;
• improving the pedestrian environment and linkages,
• achieving an appropriate balance of additional trips to be generated by the
proposed Master Plan through a mixed-use development,
• accommodating the residual trips in the most appropriate manner, and,
• promoting wider-scale modal shift from the private car to non-car modes.
From this overall approach, a series of recommendations have been formulated based
around the five key themes of highway network, parking and arrival points, public
transport, pedestrians and cycling.
It is noted that the imminent completion of the current Cawdor Quarry works (i.e.
Sainsbury’s) and the commencement of the proposed Groveholt residential
development may lead to network conditions being different to those predicted;
indeed, Sainsbury’s are required to commission traffic surveys to establish the impact
of their development on the highway network in order to enable the Local Highway
Authority (Derbyshire County Council) to identify any mitigation measures that may
be required. In consequence, the detail of these recommendations may be subject to
amendment within the broad Strategy adopted, as it progresses.
Specifically, the recommendations made are that;
Highway Network
•

The level of re-development proposed by the Matlock Town Centre
Master Plan represents a maximum level of development that could
be accommodated by the local highway network,

•

Due to increased flows within the town centre, it is proposed that
junction improvements to Bakewell Road / Dimple Road, New
Street / Steep Turnpike and Imperial Road / Bank Road should be
considered,

•

As part of the pedestrianisation of Firs Parade, a Traffic Regulation
Order (TRO) should be introduced to remove traffic from Firs
Parade between 1000hrs and 1600hrs. This TRO should be enforced
through bollard control, with access for emergency vehicles only
during restricted times.

•

When developed, the proposed development on the northern side of
Bakewell Road should be serviced via the current service access off
Imperial Road,

•

When developed, the Lido site should be serviced via a one-way
system; entering on Imperial Road and exiting onto Bank Road.
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Parking and Arrival Points
•

Conduct a Parking Capacity assessment following the completion of
the Sainsbury’s store and associated highways works,

•

Open County Hall Car Park to the public at weekends,

•

Explore the potential to utilise County-leased car parking at John
Hadfield House for public parking at weekends,

•

Develop additional parking space as part of the redevelopment of
Bakewell Road. In the short term this would be within the existing
bus station site, with the potential long term provision of a multistorey car park to be examined,

•

Keep the potential of a residential parking scheme under review
during the implementation of the Master Plan,

•

Provide signage (including Variable Message Signing, VMS) such
that traffic is managed and directed to use the new Station,
Sainsbury’s and Somerfield Car Parks; in the first instance.

•

Consider an experimental (Mid-June to Christmas) weekend Town
Centre shuttle service from County Hall in order to determine its
long term seasonal feasibility.

•

Encourage Peak Rail to increase their service schedule,

•

Encourage the rail franchisee to offer discounted travel for rail users
parking at Matlock Bath station car park, following the introduction
of the improved rail service in December 2008; similar to the scheme
to be introduced at Matlock station car park which has been agreed
with Network Rail.
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Public Transport
•

The detailed design of the Bakewell Road components of the
Matlock Master Plan should include for the provision of three bus
stops on the Southbound carriageway, in addition to the one stop on
the Northbound carriageway which is being provided as part of the
Cawdor development,

•

Produce Matlock-specific material to promote Public Transport
services for residents, employees and visitors,

•

Provide an area for coach parking within the County Hall Car park,
at weekends, to complement the proposed weekend Town Centre
Shuttle service,

•

Review the operation of the Transport Interchange, once opened, to
ensure its efficient use by public and coach services,

•

Remove the Taxi Rank outside the former Kwik Save, and replace it
with a new rank outside the Community Core on the Lido Site, when
developed.

Pedestrian Networks and Circulation
•

Update pedestrian signage and information boards, incorporating
recent innovations in directional signage,

•

Introduce additional pedestrian crossings on Bakewell Road and
Causeway Lane away from Crown Square; and Dale Road
(dependant on public parking at John Hadfield House),

•

Introduce a footbridge from the Bakewell Road development to
south of the River, to complement and provide consistency with the
improved routes proposed to and from Firs Parade and Bakewell
Road, such that linkages between the North and South sides of town
are enhanced.

•

Undertake a programme of improved surfacing on the four key
routes into Matlock Town Centre, including block-paved style
surfacing and half-depth kerbs be introduced on Bank Road,
Imperial Road and Lime Grove Walk, and carriageway-narrowing
along certain sections of Bakewell Road and Causeway Lane,

•

Further assessment of the likely re-assignment effect that could be
expected with the closure of Matlock Bridge is required.

•

Provide additional disabled-only off-street spaces to compensate for
the loss of on-street car parking,
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•

Introduce a Shopmobility scheme at the new Interchange location.

Cycling
•

Matlock Master Plan developments should provide cycle parking as
part of the planning application process, in accordance with
standards described in the Derbyshire Dales Local Plan.

***
In addition, in order to promote Modal Shift, an Area Travel Plan Framework is
recommended to manage trips to and from Matlock, inclusive of key existing
employers (including the District and County Councils), and the Master Plan
developments.
An Action Plan is provided that relates the key Recommendations to the Master Plan
and its timing.
In terms of funding the provisions of the Strategy, it has been identified that, beyond
the scope of the Local Transport Plan process and Derbyshire Dales District Council’s
own resources, the mechanisms available for accessing private funding are the
creation of a public private partnership vehicle, or a Section 106 strategy.
Phasing of the transportation improvements would be principally dependant on the
development of the Bus Station / Bakewell Road site and Firs Parade. However,
certain recommendations, such as the implementation of the car park signage strategy
and early formation of the Area Travel Plan Framework are not dependant on the
Master Plan and could be commenced early on.
A Plan showing the Traffic and Transportation Strategy’s proposed highway network
alterations is given, overleaf.
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INTRODUCTION

1

INTRODUCTION

1.1.1

In 2005, Derbyshire Dales District Council (DDDC) commenced production
of the Matlock Town Centre Master Plan Area Action Plan for inclusion
within DDDC’s Local Development Framework (LDF). The production of the
Master Plan drew on the findings of an extensive “health check” of Matlock
which has been undertaken in 2004 by Matlock Town Council.

1.1.2

Following a period of preparatory work, extensive public consultation on the
evolving Master Plan was undertaken by DDDC during the Summer of 2006
on the potential options identified for the future development of Matlock
Town Centre, with a further round of consultation undertaken at the end of
2006 focusing on a Preferred Options package.

1.1.3

These two rounds of consultation identified a number of issues relating to
traffic and transportation that needed to be explored before submission of the
Development Plan document to the Secretary of State.

1.1.4

DDDC considered that the most appropriate approach to address the traffic
and transportation issues was to prepare a Traffic and Transportation Strategy
and Action Plan (hereafter known as, “the Strategy”). Scott Wilson Ltd. have
been commissioned by DDDC to undertake this work.

1.1.5

Scott Wilson has developed the Strategy through undertaking a comprehensive
assessment of the transport networks within central Matlock; comprising,
• an assessment of all-modes of access to Matlock Town Centre,
• addressing the transport-related concerns expressed through the
Matlock Master Plan consultation process,
• building on this consultation through the facilitation of a Key
Stakeholder Workshop, specifically on transport issues and their
mitigation.

1.1.6

An Action Plan has been developed that presents the requirements of the
Strategy in terms of funding, and phasing.
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TRAFFIC AND TRANSPORTATION EMERGING ISSUES
1.2.1

A stated aim of the Matlock Town Centre Master Plan Area Action Plan is to
create a less traffic-orientated, more pedestrian-friendly town centre.

1.2.2

In relation to the Master Plan, the public consultation exercises conducted
during 2006 brought out several traffic and transportation issues that require
consideration. Broadly, these include;

1.2.3

Highway Network

The implementation of the Master Plan
development may create additional trips on
the local highway network. To what extent
can these trips be accommodated?

Parking and Arrival
Points

How is traffic arriving in Matlock managed?
(e.g. the interception of traffic, the
management and development of the
available parking resource, and / or the
development of suitable edge of town Park
and Ride facilities).

Public Transport

The development currently underway at
Cawdor Quarry includes for the relocation of
the Town Centre bus station. How will this
impact on service routes and passengers?

Pedestrian Links and
Circulation

An important aim of the overall Master Plan
is to create a more pedestrian-friendly Town
Centre for Matlock. How is an improved
pedestrian environment achieved whilst
considering the needs of other users?

The above issues form the basis for the analysis and recommendations made
within this report.
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COMMITTED HIGHWAY NETWORK AMENDMENTS
1.3.1

The Strategy has been developed in the context of ongoing ‘key’
developments within the Cawdor Quarry that will significantly alter the traffic
management within the Town Centre.

1.3.2

The current developments within the Cawdor Quarry (including Sainsbury’s,
and the Groveholt residential development) include for;
● the construction of a new relief road, between the A6 (Bakewell Road)
and Dale Road,
● a new roundabout junction with the Relief Road on the A6 (Bakewell
Road),
● the making of Matlock Bridge one-way to all traffic (south-west
bound),
● the signalisation of the Dale Road / Matlock Bridge / Relief Road
junction (which will not allow the right-turn from Matlock Bridge),
● the signalisation of Crown Square (although detailed proposals for this
signalisation scheme have not yet been finalised),
● the replacement of the Station Yard car park
● the construction of a new access road into the former Hall Dale
Quarry,
● the widening of footways on Matlock Bridge,
● the creation of a shared-use pedestrian / cycle link from Cawdor
Quarry to Hall Leys Park,
● the construction of pedestrian walkways from the supermarket to
Snitterton Road and Station Approach (the latter via a new railway
footbridge).

1.3.3

The above development will also include the construction of a new bus station
adjacent to the railway station to create a Transport Interchange.

1.3.4

The overall Cawdor Quarry and Matlock Master Plan proposals are shown
diagrammatically as Figure 1.1.
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Figure 1.1: Cawdor Quarry and Matlock Master Plan Proposals (Nov 2006)

4

STUDY AREA
1.4.1

Figure 1.2 shows the Study Area for this Strategy. Broadly, this includes
central Matlock and its approaching radials.

Bank Road

Crown Square
Matlock Green

Reproduced from Ordnance Survey digital
map data © Crown copyright 2006. All rights
reserved. License number 100019785

Figure 1.2: Matlock Traffic and Transportation Strategy - Study Area
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REPORT STRUCTURE
1.5.1

The remainder of this report is arranged within Nine Chapters, the contents of
which are summarised below;
Chapter Two considers the established Policy context within which the
Strategy has been developed. This includes an assessment of national, regional
and local policy documents, as well as other relevant guidance.
The baseline conditions of Matlock Town Centre are described in Chapter
Three, including a description of the committed developments within the
study area.
Chapter Four identifies the likely effects of the Matlock Master Plan, within
a Traffic and Transportation context.
From the preceding Chapters, two Options showing a range of improvement
were developed, as described in Chapter Five, and used in a Key Stakeholder
workshop held to examine the emerging Strategy, as recorded within Chapter
Six.
The refined Strategy is outlined in Chapter Seven and recommendations
made regarding the main traffic and transportation issues.
Within Chapter Eight the Action Plan developed from the Strategy is
outlined, with Chapter Nine detailing the potential available funding sources
and any implementation requirements.
Conclusions are presented in Chapter Ten.
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2.0

ESTABLISHED POLICY AND
GUIDANCE

2

ESTABLISHED POLICY AND GUIDANCE

2.1.1

The Matlock Town Centre Master Plan Area Action Plan is required to be
compatible with relevant government policy. This Chapter sets out the key
National, Regional and Local Policies relating to Development and Transport,
highlighting linkages to the Strategy, where appropriate.

2.1.2

The relevant policies that have been reviewed include;
• National policies presented in PPG13 (transport) and PPS6 (planning
for town centres),
• The East Midlands Regional Spatial Strategy (RSS8),
• The Derbyshire Local Transport Plan (LTP2),
• Derbyshire Dales Local Plan,
• Derbyshire Dales and High Peak LSP Community Strategy,
• Derbyshire Dales Corporate Plan,
• Matlock Town Council Business Plan.

2.1.3

In addition to the above, the newly released guidance, “Manual for Streets”,
published by Department for Transport, has been considered.

NATIONAL POLICY
2.2.1

Planning Policy Guidance 13 (PPG13): Transport sets out the objectives for
the integration of planning and transport, which are to:
1. promote more sustainable transport choices;
2. promote accessibility by public transport, walking and
cycling; and,
3. reduce the need to travel, especially by car.

2.2.2

Further, PPG13 states that Local Authorities should:
1. Actively manage the pattern of urban growth to make the
fullest use of public transport, and focus major generators of
travel demand in city, town and district centres and near to
major public transport interchanges;
2. Ensure that development comprising jobs, shopping, leisure
and services offers a realistic choice of access by public
transport, walking, and cycling, recognising that this may be
less achievable in some rural areas;
3. Use parking policies, alongside other planning and transport
measures, to promote sustainable transport choices and
reduce reliance on the car for work and other journeys;
4. Give priority to people over ease of traffic movement and
plan to provide more road space to pedestrians, cyclists and
public transport in town centres, local neighbourhoods and
other areas with a mixture of land uses.
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2.2.3

PPG13 also states that the policies for retail and leisure should seek to
promote the vitality and viability of existing town centres, which should be the
preferred locations for new retail and leisure developments.

2.2.4

With respect to parking, PPG13 sets out national maximum parking standards
for various forms of land-use and development. It advises that in locations
either readily accessible to public car parking provision, or which are well
served by public transport, car parking provision in conjunction with
development should be significantly below the maximum standard.
***

2.2.5

Planning Policy Statement 6 (PPS6): Planning for Town Centres became
national policy in March 2005, replacing Planning Policy Guidance 6 (PPG6):
Town Centres and Retail Developments.

2.2.6 PPS6 sets out the Government’s key objective for town centres. This is to
promote their vitality and viability by:
1. planning for the growth and development of existing centres,
and,
2. promoting and enhancing existing centres, by focusing
development in such centres and encouraging a wide range of
services in a good environment, accessible to all.

National Policy Summary
The Matlock Town Centre Master Plan Area Action Plan’s aim of
creating a more pedestrian friendly town centre; whilst concentrating
development within the town centre itself, is consistent with both PPG13
and PPS6.
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REGIONAL POLICY
2.3.1 The Regional Spatial Strategy (RSS) for the East Midlands incorporates the
Regional Transport Strategy (RTS). Within the RSS, Matlock is classified as
belonging to the Peak sub-area which also comprises the Peak District
National Park and the towns of Glossop, Buxton and Bakewell.
2.3.2

For the Peak Sub-area, the key Objectives of the RTS are to;
1. Develop opportunities for modal shift away from road based
transport including for the quarrying and aggregates sector.
2. Overcome the problems of rural isolation for those without
access to a private car.
3. Improve transport linkages to the North West Region and the
rest of the East Midlands.

2.3.3

RSS8 states that;
“development in the Peak District towns outside the National
Park should aim to meet local needs whilst reducing past levels
of in-migration, discouraging additional commuting”.

Regional Policy Summary
Regional policy stresses the importance of modal shift, and the better
management of travel demand related to journeys to work.
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LOCAL POLICY
2.4.1

Relevant local policy is presented at the County, District and Town Council
level.

2.4.2

Derbyshire Local Transport Plan (2006-2011): The Derbyshire Local
Transport Plan (LTP) for the period 2006 – 2011 carries forward the Transport
Vision established in the first Derbyshire LTP (2001 – 2005):“At the heart of our vision is a transport system that is both fair
and efficient. Healthier lifestyles, safer communities and better
access to jobs and services will be the result. To get there, we
will improve the choice and accessibility of transport while
balancing the economic, social and environmental needs of
everyone.”

2.4.3 This vision is further expressed as a series of Aims, that are themselves related
to both National and Regional policy:
1. To manage, maintain and improve the transport network;
2. To improve local accessibility and promote healthy and
sustainable travel choices;
3. To improve road and community safety;
4. To help strengthen the local economy through transport
measures; and
5. To reduce the environmental impacts of transport.
2.4.4

With regards development, the LTP specifically notes that;
“In other places, notably Matlock but also possibly Belper, there
is potential for private sector development in the near future to
provide new infrastructure which will help to ease local
congestion. The County Council will always seek to use its own
resources, e.g. by use of traffic management powers, to maximise
the benefit to be gained.”
***

2.4.5

Derbyshire Dales Local Plan (DDLP): The DDLP sets out the Council's land
use planning policies and proposals for the area outside of the Peak District
National Park. It identifies and allocates land for development including
housing, employment and leisure uses. The DDLP puts in place policies and
proposals to guide the development of land for the period up to 2011.

2.4.6

Chapter 6 of the DDLP sets out the policies on town centres and retailing;
Matlock is the main shopping area in the local plan area. Policy S1 “Retail
Development in the Town Centres” stipulates that development must be “wellrelated to the public transport network”, and Policy S8 “Development to
realise the potential of the River Derwent” seeks to encourage retail

11

development in Matlock that takes advantage of the pleasant riverside
environment.
2.4.7 Chapter 7 of the DDLP details the provisions with regards to Transport. At the
outset of this Chapter, the DDLP gives five Transport Objectives:
1. To create an environment that ensures new development
contributes towards the overall reduction in the reliance of
the private car,
2. To facilitate the integration of new development with the
existing public transport, cycling and pedestrian network,
3. To facilitate the development of extensions to the existing
public transport, cycling and pedestrian network,
4. To ensure that highway safety is not compromised by new
development,
5. To safeguard land necessary for the implementation of
transportation projects that contribute to the achievement of
sustainable development.
2.4.8

Within the Derbyshire Dales District area, maximum parking standards for
new development are given within Appendix 4 of the adopted Local Plan.
These are detailed in Chapter 4 of this Strategy.

2.4.9

Derbyshire Dales and High Peak Local Strategic Partnership (LSP)
Community Strategy (2006/09); sets out the vision, priorities and actions to
improve the quality of life in the Derbyshire Dales and High Peak. Two of the
six key issues identified by the LSP are “fading market towns”, and “a high
quality natural and built environment”; the LSP notes that “at neighborhood
level some 55% of people rated the street scene as a top priority for improving
quality of life”.

2.4.10 Derbyshire Dales Corporate Plan (2006/07); sets out DDDC’s aims and
objectives centred on its vision of “Working in Partnership to keep Derbyshire
Dales one of the best places in Britain to live, work and visit”. The Matlock
Master Plan is a key regeneration priority of the Corporate Plan.

***
2.4.11 Matlock Town Council – Business Plan: Matlock Town Council’s Business
Plan covers the period 2006 – 2011. The Business Plan states that the
Council’s Mission is to:“To conserve and improve Matlock as an attractive and
sustainable place in which to live, visit and to do business.”
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2.4.12 To achieve this mission, four main priorities have been identified:1.
2.
3.
3.

Support residents and community & voluntary groups
Develop a prosperous business community
Protect and enhance the environment
Improve the Council

Local Policy Summary
There is a commitment by the County Council through its LTP to
participate in the realisation of an appropriate Transport Strategy for
Matlock,
Derbyshire Dales District Council’s own Local Plan reflects precisely
National and Regional Policy and defines the framework for the
Strategy,
At a local level, there is a commitment to the improvement of Matlock
Town Centre.

RELEVANT GUIDANCE
2.5.1

Manual for Streets: In March 2007, the Department for Transport launched
the Manual for Streets to replace Design Bulletin 32 (Residential Roads and
Footpaths) and its companion guide, “Places Streets and Movement”.

2.5.2

The Manual for Streets has been written to improve street design, with
specific emphasis on residential streets. It has been prepared under the
principle of challenging the current domination of car-borne movement and
assigning a higher priority to pedestrians and cyclists.

2.5.3

Although Matlock Town Centre cannot be described as a residential street per
se, the aspiration of the Matlock Town Centre Master Plan Area Action Plan
to create a more pedestrian friendly retail core provides a good synergy with
the Manual for Streets outlook.

2.5.4

The Manual for Streets states that;
“A clear distinction can be made between streets and roads.
Roads are essentially highways whose main function is
accommodating the movement of motor traffic. Streets are
typically lined with buildings and public spaces, and while
movement is still a key function, there are several others, of
which the place function is the most important.”
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Relevant Guidance Summary
Matlock Town Centre can be viewed as a public space. As such, it is
considered that some of the principles of the Manual for Streets can be
utilised within the formulation of the Matlock Town Centre Traffic and
Transportation Strategy.

Chapter Summary
● In general, National, Regional and Local Policy at present
revolve around the requirement to support the development of
sustainable travel. Policy suggests that this is achieved through
the promotion of non-car modes, using available policy tools
(such as car parking) to manage demand for car-borne travel, and
encouraging the development of local employment opportunities,
● Policy also specifically encourages the use of private
development to secure highways improvements (proportional to
the level of that development),
● There is general support at County, District and Local Level for
the development of Matlock Town Centre within the context of
sustainable regeneration.
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3.0

BASELINE CONDITIONS

3

BASELINE CONDITIONS

3.1.1

This Chapter looks at the existing transport network within Matlock, in terms
of the highway network and its performance, on and off-street parking
provision, public transport networks and the provision for non-motorised
users. In addition, the road safety record of Matlock Town Centre is
examined.

OVERVIEW
3.2.1 According to the DDLP, Matlock’s population is approximately 9,700;
making it the largest town in the District. The town is situated on the edge of
the Peak District National Park, which is generally acknowledged to be the
most visited National Park in the UK, and, as such, is subject to seasonal
variations in traffic demand stimulated primarily by the tourism industry.
3.2.2

Matlock is located just over 10 miles to the West of Junction 28 of the M1.
The A6 provides a north-west / south-east corridor linking Derby and South
Derbyshire with the interior of the Peak District. A further route, to the north
(the A632), links Matlock with Chesterfield and ultimately through the A61 to
southern Sheffield.

3.2.3

Other small towns and villages near to Matlock include Darley Dale, Rowsley
and Bakewell (to the north-west), Tansley (to the East) and Matlock Bath,
Wirksworth and Cromford (to the South). Given its position, Matlock also
accommodates a proportion of through-traffic both on the A6, and with respect
to movements to and from the M1. However, Matlock is also a leisure / retail /
and tourist destination in its own right.
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MATLOCK HIGHWAY NETWORK
3.3.1

Figure 3.1 illustrates the current road hierarchy in Matlock Town Centre,
including the soon-to-be-completed Matlock Relief Road.

3.3.2

As can be seen from this Figure, Matlock Town Centre has formed around the
confluence of three major routes, the A6, the A632 (Chesterfield Road) and
the A615 (Causeway Lane). The A632 meets with the A615 at Matlock Green
and the A6 and A615 converge at the Crown Square roundabout; resulting in a
Town Centre that is dominated by the movement of traffic through and within
the town. Table 3.1 summarises the 24-hour traffic movements recorded on
each of these radials.
Radial

24-Hour Weekday Flow
(Two Way)
A6 (South)
13,877
A6 (North)
14,976
A615 (Causeway Lane)
11,219
A632 (Chesterfield Road)
8,501
Table 3.1: Traffic Movements on Matlock’s radial routes (2007)
3.3.3

According to the Design Manual for Roads and Bridges (DMRB), the flow
range for a new Single 2-lane carriageway in a rural area is up to 13,000
vehicles per average day. As such, the A6 (North and South) could be
considered to be well used and approaching congestion levels.

3.3.4

The A6 relief road will, to some extent, separate the routes, with the A6
through-traffic, only, being removed from Bakewell Road. Indeed, it was
predicted that this would cut base traffic at the Crown Square junction itself
by 20 – 22% during the peak periods though, as has already been noted,
confirmatory counts of this effect are to be undertaken by the Cawdor Quarry
developer in due course.

3.3.5

Given Matlock’s surrounding topography and constrained town centre
junctions, it is unlikely that further significant, capacity-biased, highway
infrastructure could be introduced in the foreseeable future.

3.3.6

The secondary routes shown in Figure 3.1 primarily relate to alternative routes
to and from the A632 within Matlock itself, and the provision of access to
Matlock’s peripheral town centre development (i.e. Bank Road’s employment
centres).

3.3.7

From on-site observation, Matlock Town Centre experiences congestion,
during both the Morning (AM) and Evening (PM) peak hours, and during the
seasonal weekend peaks.

3.3.8

In particular, the following areas are key issues regarding movement of all
forms of traffic, including pedestrians.
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Crown Square: This small-island roundabout forms the confluence of two
primary routes through and into the town centre, and one secondary route.
Signalled pedestrian crossing points on each arm result in periodic queuing
within the junction, thereby disrupting its efficient operation.
In February 2007, the Crown Square junction accommodated 2,677 traffic
movements in the AM peak and 2,710 movements in the PM peak.
Matlock Green (A615) / Lime Tree Road (A632) / Church Street: A four-arm
crossroads, with movement complexity added to by the presence of a petrol
filling station on Matlock Green.
Bank Road / Imperial Road / Lime Grove Walk: A four-arm crossroads with a
strong right turn and ahead demand from Imperial Road during the PM peak.
Demand for transient parking at this crossroads is high, with both a PostOffice (and delivery office), popular leisure destination (the Lido) and bank
cash machine in close proximity.

Matlock Highway Network Summary
Matlock Town Centre has formed at the confluence of several routes,
Matlock experiences congestion at and within specific times and
seasons,
Matlock’s topography and constrained junctions limit the ability to
introduce further significant capacity-biased highway infrastructure.
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Figure 3.1: Matlock Town Centre – Road Hierarchy (Main and Secondary routes)
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TRAVEL PATTERNS
3.4.1

Census and Traffic Count Data: The 2001 Census represents the most
extensive source of travel pattern information available without the
requirement for an extensive survey of Matlock’s (resident and working)
population.

3.4.2

The 2001 Census recorded the location of where the population of the United
Kingdom lived and worked, alongside their primary travel mode. This
information has been assessed with respect to the Matlock All Saints and
Matlock St. Giles wards to determine;
• the work places of Matlock’s residents,
• the residential origins of Matlock’s workforce.

3.4.3

The above data is illustrated in Table 3.2 detailing the Top 10 origin /
destinations as recorded in the Census.

Rank
1
2
3
4
5
6
7
8
9
10

Origins of Matlock's Workforce
Work Places of Matlock's Residents
Matlock All Saints
12.8%
Amber Valley
12.5%
Chesterfield
8.7%
Chesterfield
11.9%
Amber Valley
8.4%
North East Derbyshire
10.6%
Masson
7.1%
Darley Dale
9.5%
Darley Dale
6.9%
Matlock St Giles
8.1%
Derby
6.4%
Wirksworth
5.2%
Matlock St Giles
6.2%
Matlock All Saints
4.0%
Bakewell
4.8%
Bolsover
3.9%
Spondon
4.3%
Masson
3.8%
North East Derbyshire
3.8%
High Peak
3.6%
Table 3.2: Summary of Census 2001 Journey to Work data

3.4.4 Table 3.2 suggests that only 19% of Matlock’s workforce is composed of
Matlock residents, and only 12% of Matlock’s residents work in Matlock
itself. According to the 2001 census, movements to and from work generates a
net inflow of 1,481 people into Matlock within a working day (at 2001 levels).
3.4.5 Derbyshire County Council have provided existing traffic count data for the
Matlock area for use within this study. In summary, this data includes 14
Manual Classified Counts (MCCs) and 7 Automatic Traffic Counts (ATCs).
Study specific counts were also conducted of the Crown Square roundabout,
Steep Turnpike / New Street and Imperial Road / Bank Road. From the above,
it was noted that Matlock experiences a net inflow of approximately 838 trips
in the AM peak, and an outflow of 666 trips in the PM peak. Further detail
regarding the base traffic flows used in this study area are given within
Appendix A.
3.4.6

The 2001 Census also recorded the primary travel mode (i.e. car, bus, train
etc.) used to reach places of work. This data is summarised in Table 3.3:
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Trip
Matlock

Train

Bus

Taxi

Car
Driver

Car
Passenger

1.7%

5.3% 0.8%

72.6%

M/C

P/C

Foot

8.5%

0.7% 0.7%

9.7%

Derbyshire
Dales
Erewash
High Peak
NE Derbyshire
S Derbyshire
Amber Valley
Bolsover
Chesterfield

1.2%

3.5% 0.3%

71.9%

7.4%

0.6% 1.2%

14.0%

3.3%
4.6%
1.2%
1.0%
0.8%
0.9%
5.7%

8.3%
4.3%
7.9%
7.8%
5.3%
6.2%
9.6%

0.6%
0.5%
0.3%
0.5%
0.3%
0.3%
0.8%

63.4%
65.7%
70.0%
70.3%
70.4%
70.3%
60.0%

7.2%
7.5%
8.9%
7.6%
8.2%
8.8%
8.4%

1.8%
0.9%
1.1%
1.2%
1.4%
1.3%
1.1%

4.6%
2.5%
2.3%
2.0%
1.7%
1.6%
3.0%

10.9%
14.0%
8.2%
9.8%
11.7%
10.7%
11.4%

Derbyshire

2.8%

6.9% 0.5%

66.7%

8.0%

1.2% 2.6%

11.3%

UK

7.8%

8.1% 1.2%

60.8%

6.9%

0.6% 3.0%

11.0%

Table 3.3: 2001 Census, Journey to Work Mode Share Statistics (Resident
Population)
3.4.7

The 2001 Census also recorded that 21% of Matlock’s households did not own
a car or van (compared with 23% for Derbyshire as a whole).

3.4.8 From Table 3.3, it can be seen that Matlock currently has a high private car
mode share, slightly higher than the rest of the District and, as expected, is
much higher than the UK, due to the effect of Urban Centres increasing the
UK’s Public Transport share. Bus usage in Matlock is above the local level
(i.e. Derbyshire Dales), but below Derbyshire as a whole.
***
3.4.9

Traffic Growth: It is commonly recognised that the level of traffic using the
UK’s roads is increasing, and that transport strategies need to consider this
growth within their recommendations.

3.4.10 Nationally, traffic growth is estimated using the National Road Traffic
Forecasts which were last updated in 1997. These are referred to as NRTF97.
Given a development horizon of 15 years (2022), NRTF (Central) growth
forecasts would estimate increases in traffic of 23.5% over 2007’s levels.
However, this level of growth is considered doubtful, given Matlock’s
constrained local network.
3.4.11 The traffic count data supplied by Derbyshire County Council provided local
records of actual growth experienced during the last five years at Matlock
Green, only. Table 3.4 gives details of the 24-hour, 7-day average flows
recorded through Matlock Green (two-way).
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% Increase on
Cumulative %
previous year
Increase
2000
10,488
2001
10,588
0.95%
0.95%
2002
10,808
2.08%
3.05%
2003
10,892
0.78%
3.85%
2004
10,850
-0.39%
3.45%
2005
11,219
3.40%
6.97%
2006
9,882
-11.92%
-5.78%
Table 3.4: 24-hour, 7-day average flow (two way) through Matlock Green
Year

Flow

3.4.12 Matlock Green experienced significant road works throughout 2006 that may
have resulted in the lower total figure for 2006, from Table 3.4. From 2000 –
2005, Table 3.4 shows a growth rate of 6.97%. For comparison, NRTF97
(Central) would have predicted a rate of growth of 9.47% over the same
period.
3.4.13 For future year’s growth, estimates of traffic growth using TEMPRO, a
planning-based forecasting set, would predict growth of approximately 7.2%
from 2007 to 2022.

Travel Patterns Summary
Matlock experiences a high proportion of inbound and outbound
movement for work purposes, and is a net attractor of employees,
Car use is high when compared with local and national comparators,
Traffic Growth is historically low and expected to remain so.
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VEHICULAR PARKING
3.5.1

Within Matlock Town Centre, parking opportunities are available both onstreet and off-street.

3.5.2

Off-Street Car Parking: At April 2007, Derbyshire Dales District Council
operated seven parking locations; Bank Road (Pay and Display), Edgefold
Road (free), Imperial Road (Pay and Display), Olde Englishe (Pay and
Display), Park Head (Permit Holders only), Spa Villas (Free), and Town Hall
(Pay and Display).

3.5.3 Table 3.5 illustrates the off-street parking supply within Matlock.

Parking Opportunity
Station Yard & Bridge
Imperial Road (Somerfield)
Edgefold
Olde Englishe
Bank Road
Bank Road (DDDC)
Town Hall Front
Town Hall (DDDC)
Spa Villas

Only
Weekend?

Supply in 2006

3
3

Weekday Parking
MAX TOTAL (Weekends)
Table 3.5: Off-street parking supply within Matlock

251
125
14
37
28
15
25
69
15
495
579

3.5.4

All the spaces allow for 24-hour parking, except the Imperial Road car park
(i.e. Somerfields rooftop) which allows a maximum stay of 2 hours.

3.5.5

Development works within the Cawdor Quarry (i.e. Sainsbury’s) were
underway at the time that this study commenced. This meant that parking beat
surveys would have been unrepresentative, given the ongoing disruption
(crucially to the Station Yard Car Park). As such, available historic data from
both Derbyshire Dales District Council and Derbyshire County Council have
been assessed to build a picture of parking activity within Matlock.

3.5.6 Specifically, data from Derbyshire Dales District Council has been obtained
regarding the off-street parking patterns from 2000/1 – 2004/5.
3.5.7 Figure 3.2 shows the change in overall ticket hour sales, for all DDDC
operated car parks, for the period 2000/2001 to 2004/2005.
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Figure 3.2: Ticket Hour Sales from Derbyshire Dales District Car Parks
2000/1 – 2004/5 (Aggregation)

3.5.8

Figure 3.2 shows that ticket sales was broadly stable from 2000/01 to 2003/04,
but declined in 2004/05.

3.5.9

Furthermore, in terms of tickets sold, Figure 3.3 illustrates the tariffs sold
during the period for which data is available.

70.0%
60.0%
50.0%
1hr

40.0%

2hr
2 - 4 hrs

30.0%

over 4hrs

20.0%
10.0%
0.0%
2000/2001

2001/2002

2002/2003

2003/2004

2004/2005

Figure 3.3: Ticket Sales from Derbyshire Dales District Car Parks 2000/1 –
2004/5
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3.5.10 Figure 3.3 shows an increasing proportion of 1 hour ticket sales, with a
corresponding decline in the popularity of 2 hour ticket sales. This change was
marked in the 2004/2005 period, a change of +2.6% in 1 hour ticket sales.
3.5.11 Figure 3.3 demonstrates that, although long-stay parking is available within
Matlock Town Centre, it accounts for less than 1% of ticket sales, though
DDDC sell some parking permits to business within its car parks.
Furthermore, the Station Yard car park, over the period for which data was
available, was a free car park.
3.5.12 Taken together, this would indicate that the long-stay parking demand is
currently being met through free and non-regulated on-street provision, and by
free off-street opportunities.
3.5.13 The definitive determination of Matlock’s parking capacity would require a
more detailed examination over a longer period than was available for this
study. Specifically, an examination should be undertaken once the current
Cawdor Quarry works (i.e. Sainsbury’s) are complete, such that parking
patterns in the context of this development can be definitively determined.
3.5.14 It should also be noted that Derbyshire Dales ratepayers are entitled to free
parking in the Council controlled car parks between 4pm and 11am.
***
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3.5.16 On Street Car Parking: In terms of the on-street provision, the main sources
of parking within the town centre are Bank Road, Firs Parade, Lime Grove
Walk, Imperial Road, St. Joseph’s Street and Edge Road. Secondary parking is
also noted on Dimple Road. Individual spaces are not marked. However, an
assessment of available space and car parking behaviour indicates that the
approximate spaces available in each location are as shown in Table 3.6:-

Street & Location

Number
of spaces
(approx)
25
23
9

Imperial Road (beyond off-street car park entrance)
Lime Grove Walk
New Street (from Lime Grove Walk to Steep
Turnpike)
Firs Parade
40
Causeway Lane (Central)
5
Causeway Lane (Ford)
8
St Joseph’s Street
25
Bank Rd (Lime Grove Walk to St Josephs Street)
18
Bank Rd (Central)
6
Bank Road (to Edge Road)
10
Bank Road (to Smedley Street)
15
Edge Rd
30
Edgefold Rd
23
Steep Turnpike
3
Dale Road
15
TOTAL
253
Table 3.6: On-Street Parking Capacity within Matlock Town Centre

Time
Limited
3
3
3
3
3
3
3

3
3

3.5.17 Derbyshire County Council conducted ½ hourly beat surveys of the on-street
car parking usage in Matlock during the Summer of 2004. The data for the
streets detailed in Table 3.6 is summarised in Figure 3.4, below.
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Figure 3.4: On-Street Parking Patterns within Matlock Town Centre

3.5.18 Figure 3.4 indicates a high space occupancy and turnover of spaces during
both the weekday and weekend periods, with the latter being greater during
the weekday than at the weekend.
3.5.19 During 2005, Derbyshire County Council conducted a residents consultation
on potential improvements to the management of on-street parking demand.
This consultation resulted in the rejection of a residents parking scheme and,
instead, a series of minor highways works and TRO amendments were
approved.
3.5.20 Related to the above, parking enforcement is due to become de-crimininalised
within Matlock during 2008, via the creation of a Special Parking Area. This
will result in parking infringements becoming a civil rather than criminal
offence, with enforcement conducted by Council-employed Parking
Attendants, rather than Police-employed Traffic Wardens. The effects of this
change are difficult to estimate in advance, as experience differs from
Authority to Authority. However, a report commissioned by the Transport
Research Laboratory (TRL) in 2000 indicated that, in general, the introduction
of Special Parking Areas results in;
●
●
●
●

improved compliance with parking regulations,
increased car park usage,
improved traffic flows,
more penalty notices issued.
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Vehicular Parking Summary
The current Cawdor Quarry works restricted the ability of this study to
determine a reliable future estimate of the capacity of the parking supply
within Matlock. However, it appears that long-stay parking demand is
being met, and the on-street supply experiences high turnover,
The introduction of de-criminalised parking enforcement may further
amend parking patterns in Matlock Town Centre.
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PUBLIC TRANSPORT
3.6.1

Bus: There are four main bus corridors into and out of Matlock,
corresponding to the major highway network links; the A6 from Derby, the
A6 from Buxton, the A632 from Chesterfield and the A615 from Alfreton.

3.6.2

Since the 1985 Transport Act, bus services outside of London have been deregulated. A mixture of services operate within and through Matlock,
comprising commercial services (i.e. those operated by the bus companies at
their own risk) and those that are operated under contract to Derbyshire
County Council (which provide for journeys not covered on a commercial
basis). These services are summarised in Tables 3.7 - 3.9.

Service Number

Destinations
(Derby – Belper – Wirksworth – Matlock
6.1
– Darley Dale – Bakewell)
(Nottingham – Derby – Belper –
Transpeak
Ambergate – Matlock – Bakewell –
Buxton – Manchester)
17
(Chesterfield – Kelstedge – Matlock)
(Bakewell – Winster – Darley Dale –
172
Matlock)
Table 3.7: Core Commercial Services

Service Number
64

Destinations
(Clay Cross, Kelstedge – Matlock)
(Alfreton / Ripley – Crich – Cromford –
140 / 141
Matlock Bath – Matlock)
145
(Lea – Dethick – Matlock)
(Clay Cross – Alfreton – South Wingfield
150
– Tansley – Matlock)
213 / 214
(Sheffield – Chatsworth – Matlock)
(Ashbourne – Carsington – Cromford –
411
Matlock Bath – Matlock)
Table 3.8: Services operated under contract to Derbyshire County Council

Service Number
M1

Destinations
Matlock – Asker Lane – Cavendish Park
Matlock – Starkholmes – Cromford –
M2
Bonsall
M3
Matlock – Hackney
M4
Matlock – Hurst Farm Estate
Table 3.9: Town Services (operated under contract to Derbyshire County
Council)
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3.6.3

There are additional Sunday services, which are variations of some of these
and provide access to nearby leisure opportunities.

3.6.4

Details of these services are given within Appendix B.

3.6.5

As can be seen, most areas have a reasonable bus service to and from
Matlock, with journeys to Matlock for work, shopping and education served,
as are journeys from Matlock to the surrounding urban areas such as Alfreton,
Chesterfield, Derby and even Nottingham.

3.6.6

However, the creation of a Transport Interchange at the rail station has created
a spatial separation of some services within Matlock. Indeed, the new
highway layout in Matlock Bridge has been made one-way southbound which
does not allow the creation of corridors serving both the former centre of bus
activity (i.e. old bus station and Somerfields) and the new Interchange without
a diversion which would create delay for passengers and may not be
commercially viable. Services therefore now serve the new Interchange or the
existing centre, but not both. As such, walking distances between some
connecting services have increased.

3.6.7

Apart from the old bus station and Somerfield, the other main stop within
Matlock Town Centre is on Causeway Lane, outside of and opposite to
Woolworths, where many passengers board and alight services from the north
east, east and south east. According to Operators, a frequently observed
pattern is that people will alight at one end of the town, work their way
through the town shopping, and board the bus at the other end of the town
centre, thus giving the bus an advantage over the car, where users must return
to their “alighting” point.

3.6.8

There is stop provision on Dale Road in both directions for services along the
A6, but use of these is known to be relatively light, reflecting the fact that
most passengers travel to the north side of the river.

3.6.9

Current developments within Cawdor Quarry may amend patterns of public
transport passenger demand within Matlock. However, discussions with
Public Transport operators conclude that the Sainsbury’s store will not have a
great potential for generating much in the way of bus patronage. People tend
to visit stores of this nature to do a weekly shop in one go, and few travel by
bus for this purpose, either driving or by taxi, at least in the homeward
direction.

3.6.10 The Groveholt development (housing) is seen by operators as a possible
generator of some custom. As part of the Section 106 agreement governing the
current Cawdor Quarry developments, a town centre shuttle-bus is to be
introduced serving both Sainsbury’s and the Groveholt residential area.
***
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3.6.11 Rail: Matlock is the terminus of a branch from Ambergate junction, on the
Derby – Sheffield main line. Currently, it is served by a local service from
Derby, calling at 6 stations in between. Journey time is approximately 32-34
minutes.
3.6.12 The general frequency is one train every two hours during the day, with a
headway of 75-90 minutes at peak times. The service is timed to connect with
onward services from Derby. Trains arrive in Matlock between 5 and 15
minutes before departure.
Day
Mon – Fri

Departures
0620, 0738, 0912, 1112, 1312, 1517,
1658, 1813, 1938, 2110
2300
Sat
0614, 0739, 0858, 1038, 1238, 1410,
1538, 1701, 1837, 2020
Sat
2228
Sun
1042, 1239, 1436, 1638, 1838, 2040
Sun
2233
Table 3.10: Matlock Train Service Summary

Destination
Derby
Nottingham
Derby
Nottingham
Nottingham
Derby

3.6.13 One evening train runs through to Nottingham, though this is primarily for
operation reasons as the servicing depot is there.
3.6.14 On Sundays, the service is basically two hourly throughout the day, but all
trains run through to Nottingham apart from the last train of the day.
3.6.15 As can be seen, the service is not conducive to use by commuters to Matlock,
with arrivals at 0727 and 0858, and departures at 1658 and 1813 leaving
uncomfortable gaps around conventional office times. Transpeak bus services
serve all of the points which the train service does, more frequently, albeit
with an earlier finish and later start than the train.
3.6.16 From December 2008, the Rail service between Matlock and Derby will be
increased to every hour and extended directly to Nottingham; as part of the
new franchise arrangements. Exact timetables, and therein its likely impact on
demand and bus / rail interchange, have yet to be determined.

***
3.6.17 Public Transport Facilities: Matlock has recently benefited from the opening
of a new Transport Interchange, near to the Station.
3.6.18 However, the rail station itself has no waiting facilities, other than a small
tourist-orientated shop. Real-time service information is available.
***
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3.6.19 Bus / Rail Interchange: There is little in the way of evidence of significant
interchange in Matlock currently between bus and rail services. Through
informal discussion, the general feeling of Operators is that people travelling
by train from Matlock walked, drove, or were dropped off and picked up at
the station.
3.6.20 This view is supported by a report by Savell Bird & Axon for Sainsburys Ltd,
at the request of Derbyshire County Council, which was undertaken in 1998
as part of the planning process. None of those interviewed for this report who
has departed Matlock by bus had arrived by train. However, 45% of those
departing by bus had arrived by bus.
3.6.21 There could be several reasons for this. Firstly, the present rail service is
infrequent, at two hourly during the day, whereas the parallel bus service
operated hourly, but now serves Derby railway station, as well as serving
Derby city centre. This also runs through from Buxton, so customers from
north of Matlock will tend to stay on the bus rather than risk the uncertainty of
a connection. Secondly, from the Chesterfield corridor, generally more
frequent and faster rail connections are available from Chesterfield than from
Matlock, so anyone travelling along that corridor would be likely to travel
from that Station, including people from Matlock itself wishing to travel north
(who would travel by bus or car first).
3.6.22 Thirdly, the communities south of Matlock on the A6 have their own stations
on the route, so would be unlikely to travel to Matlock to interchange. Even
for onward bus travel northwards, the bus is generally more convenient for
most people in these villages than the railway either in stop location terms or
frequency to get to Matlock, and if travelling to Darley Dale, Bakewell or
points further north then the bus runs through to these destinations. This
leaves basically the town services, where people within the environs of the
town may use the bus instead of walking, especially as many of the town
services run inter-peak only.
***
3.6.23 Taxis: Within Matlock, two Taxi ranks are currently available. Both operate
over a 24-hour period. These are located at:
• The Bus Station,
• Firs Parade.
3.6.24 The location of the ranks placed them near to Matlock’s historical key food
retail opportunities (i.e. Somerfield, the Market Hall and Kwik Save on Firs
Parade). However, Kwik Save has now been replaced by a clothing store and
it is noted that this rank is now under-used.
3.6.25 Rural Transport Partnerships: A study conducted by Scott Wilson on behalf
of Derbyshire County Council in 2006 examined the Options for Rural
Transport Partnerships to be developed into the future. The report determined
that measuring the performance of existing Parternships was difficult due to
the diversity of schemes and lack of suitable monitoring data. However, the
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report did note that Corridor RTPs (as opposed to Community RTPs) have had
the most significant impact on increasing patronage.
3.6.26 One such RTP currently serves Matlock through the Derwent Valley; working
from Derby through to Bakewell. This Partnership has worked to improve
public transport information and marketing within this area.

Public Transport Summary
Service provision is good, with the local and wider-regional destinations
served,
There is a spatial separation between some bus services in Matlock now
that the Transport Interchange is open,
Train waiting facilities are of poor quality,
Low frequency bus / rail interchange occurs,
Some of the taxi rank locations are under-used,
A Rural Transport Partnership works on the Derwent Valley route
through Matlock.
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NON-MOTORISED USERS
3.7.1

Pedestrians: Although the overall distances people are prepared to walk will
vary, PPG13 suggests that distances up to 2km are a realistic indicative
threshold of a pedestrian catchment. From this, the 2km catchment for
Matlock Town Centre is given as Figure 3.5.
Reproduced from Ordnance Survey digital
map data © Crown copyright 2006. All rights
reserved. License number 0100031673

Valley Bottom

Figure 3.5: 2km walking catchment from Matlock Town Centre
3.7.2

Figure 3.5 confirms that Matlock is a compact settlement, when compared
with UK standards. However, there are significant barriers to walking in
Matlock, particularly at the northern end of this catchment; caused principally
by topography which reduces the maximum practical walking distances. The
most practicable walking routes therefore are along the valley bottom routes
shown in Red on Figure 3.5.

3.7.3

Actual walking distances also vary according to the availability of suitable
routes. From an examination of potential routes, it would appear that these
principally match the local road network; with Bank Road, Dale Road,
Bakewell Road and Causeway Lane providing the key pedestrian accesses into
Matlock Town Centre.
***

3.7.4

Crown Square: The fulcrum of the pedestrian network in Matlock is currently
the pedestrian-unfriendly Crown Square roundabout. Formal pedestrian
crossing points have been provided across each arm; though some distance
away from natural desire lines. For road safety reasons, safety fencing has
been erected to enclose the roundabout though this has the effect of reducing
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footway width. This is most noticeable on Bank Road, outside the Britannia
Building Society, where footway width is restricted.
***
3.7.5

Bank Road: Bank Road forms a steep hill, containing a mix of shops and other
potential pedestrian attractors, including the Town Hall, Police Station and
County Council offices.

3.7.6 Footway access to Bank Road is restricted by the Imperial Road / Lime Grove
Walk junction. Formal pedestrian crossing facilities are provided across the
south (i.e. Crown Square side) arm only; with the Lime Grove Walk arm
presenting a wide junction for pedestrians to negotiate. All arms have been
upgraded to include dropped crossing locations, alongside tactile surfacing.
3.7.7

The routes to the civic facilities and retail opportunities at the top of Bank
Road require a steep climb. Dropped crossings are not provided across the
County Hall car park or New Street; which may be providing additional
obstacles to those negotiating the climb.

Photograph 3.1: Bank Road looking into the Town Centre, showing steep
descent into Matlock town centre and lack of dropped crossings at County
Hall Car Park

***
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3.7.8

Causeway Lane: From the East, pedestrian access to Matlock Town Centre is
provided via Causeway Lane. This route is not limited by topographical
constraints. However, there is no real footway on the southern side of
Causeway Lane, between the children’s play area and the café in Hall Leys
Park. Footway width on the northern side is adequate, though would not allow
a pedestrian to pass a wheelchair or pram in comfort.

3.7.9

Causeway Lane provides three direct pedestrian accesses into Hall Leys Park.
The most central pedestrian crossing to the northern footway is via islands at
the mini-roundabout junction with Steep Turnpike. To cross into Firs Parade,
pedestrians are invited to walk several metres towards Crown Square to use
the formal pedestrian crossing.

3.7.10 A formal pedestrian crossing is provided across Causeway Lane at the Lime
Tree Road / Church Street / Causeway Lane junction (Matlock side). Dropped
crossings are provided across the other arms; though the complex movements
at a crossroads of this nature makes pedestrian movement potentially
unattractive.
3.7.11 A vehicular turning facility is provided on Causeway Lane, inclusive of bus
shelter, by the Red Lion public house. The facility has recently been upgraded
with dropped crossings.

***
3.7.12 Dale Road: This is an important retail and service corridor into central
Matlock. Footway widths on the Eastern side are generous; though footway
widths on the western side are poor; with insufficient width for two
pedestrians to pass near to Matlock Bridge (made worse by retail
advertisement boards displayed on the pavement) and no footway from
opposite the junction with Old Englishe Road to the railway bridge. The
footways on both sides of Matlock Bridge are narrow.
3.7.13 Old Englishe Road provides access to the Hall Leys Park via a pedestrian
bridge and, as such, is an important pedestrian route. There is a formal signalcontrolled pedestrian crossing point approximately half way along the length
of Dale Road.
3.7.14 The junction of Snitterton Road presents a wide junction for pedestrians to
negotiate.
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Photograph 3.2: Dale Road looking towards Matlock Bath, showing footways
both generous (left) and non-existent (right).

***
3.7.15 Bakewell Road: Footways are available on both sides of Bakewell Road
towards Darley Dale. On the Northern side, pedestrians are required to cross
the bus station exit, Spa Villas car park access and the accesses to a number of
commercial premises. As such, this route is currently disjointed. The junction
of Dimple Road also presents an obstacle; being both wide and heavily
trafficked.

3.7.16 Cycling: There are no cycle lanes marked within Matlock Town Centre but
Sheffield-style cycle parking is available at Hall Leys Park, the railway station
and several community facilities (including the Town Hall).
3.7.17 However, a shared use pedestrian / cycle link will be provided from the
Cawdor Quarry development into Hall Leys Park.
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Non-Motorised Users Summary
Matlock is a compact centre, though topographic features constrain the
practical walking distances,
The pedestrian network provides crossing facilities, but has several
minor infra-structural problems,
Cycle parking facilities are good, though connecting, dedicated routes
are poorly developed.
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ROAD SAFETY
3.8.1 Personal Injury Accident (PIA) data has been acquired from Derbyshire
Constabulary for the period 01/01/2002 to 31/01/2007, for Matlock Town
Centre. This is over five years of accident data.
3.8.2

Table 3.11 summarises the accident data for Matlock Town Centre.
Year

Total
Moving
PIAs
Average
2002
8
2003
7
7.0
2004
6
7.3
2005
9
8.0
2006
9
TOTAL
39
Table 3.11: Accident Summary

Slight

Serious

Fatal

6
6
4
9
7
32

2
1
2
0
2
7

0
0
0
0
0
0

Vulnerable
Road User
2
3
1
4
4
14

3.8.3

Table 3.11 shows that the yearly number of accidents marginally increases
over the period for which data is available, with a high proportion of accidents
involving vulnerable road users (i.e. pedestrians / cyclists).

3.8.4

Within the town centre itself, there are four main accident concentrations
which are located on Bakewell Road, Crown Square, Bank Road at the
junction with Imperial Road and Lime Grove Walk and Dale Road.
Bakewell Road: Five accidents occurred in the vicinity of the Railway Hotel,
The Crown Pub and Somerfield supermarket of which one was classed as
Serious and four as Slight. Three of these accidents, of which two occurred
after 21.00 hours, involved a vehicle and a pedestrian (one of which was
Serious, and one of which occurred at the pedestrian crossing). The other two
accidents involved rear end shunts as a vehicle was making a left turn
manoeuvre into the Railway Hotel car park.
Crown Square: Three accidents occurred at the Crown Square roundabout, of
which all three were classed as Slight. All three accidents involved drivers
entering the roundabout, and a circulating vehicle.
Bank Road J/W Imperial Road / Lime Grove Walk: Four accidents occurred at
this junction of which one was classed as Serious and three as Slight. Three of
these accidents involved vehicles going ahead at the junction whilst another
vehicle was turning right, and two whilst another vehicle was going ahead.
Dale Road: Two accident clusters occurred along Dale Road, one to the south
of the junction with Snitterton Road and the other at the junction with Olde
English Road. To the south of the junction with Snitterton Road, three
accidents of Slight severity occurred, of which two involved a vehicle going
ahead and a pedestrian. The other accident to occur involved a rear end shunt.
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Three accidents also occurred on Dale Road at the junction with Olde English
Road, of which one was classed as Serious and two Slight. The accident
classed as Serious involved a vehicle going ahead and a pedestrian and
occurred in the early hours of the morning. Of the two Slight accidents, one
involved a vehicle turning right and an oncoming vehicle and the other
involved a vehicle going ahead and a pedestrian, again occurring in the early
hours of the morning

Road Safety Summary
The introduction of the current Cawdor Quarry development (including
the A6 Relief Road and signalisation of Crown Square), will amend both
the traffic patterns and control at Crown Square and Bakewell Road. As
such, historical accident patterns in these locations may not be
representative into the future,
Accidents in other locations do not occur with a high frequency, or with
common characteristics. As such, it is not considered that interventions
on safety grounds alone are warranted at the present time.
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KNOWN LAND-USE CHANGES
3.9.1 The Matlock Town Centre Master Plan Area Action Plan is not an isolated
developmental scenario. Independent development aspirations are known to be
occurring within and around Matlock Town Centre that will have a bearing on
traffic flows within the town.
3.9.2 Discussions held with DDDC identified several developments of interest to
this study; at varying degrees of certainty regarding defined development
scenarios.

3.9.3

Cawdor Quarry: The Cawdor Quarry development once completed will see
the construction of a new food-retail unit, petrol filling station, housing,
employment uses and associated parking.

3.9.4

Information regarding the trip generation of the above development has been
taken from the Transport Assessment used to support the planning application.

3.9.5

Highway mitigation agreed to accommodate the development includes the
construction of the A6 relief road and associated junctions on Bakewell Road
and Dale Road. Plans of these junctions are a matter of public record, and have
been obtained from Derbyshire County Council to inform the junction models
described in Chapter 4.

3.9.6

Furthermore, this development includes the development of a Transport
Interchange via the relocation of the bus station from adjacent to Somerfield’s
on Bakewell Road to a position close to the Rail Station.
***

3.9.7

Central Area Leisure Centre: It is proposed to construct a Leisure Centre on
The Dimple, to be accessed via the A6. The exact scope and nature of this
Leisure Centre has yet to be defined. As such, survey information from the
TRICS database has been used to estimate its potential to generate traffic.
***

3.9.8

Ashtree Farm: This residential development was ongoing at the time of the
Matlock study. At the time of the base traffic counts in central Matlock, it is
estimated that approximately 150 houses of the permitted total were
unoccupied or yet to be built.
***

3.9.9

Hall Dale Quarry: This is a 12 hectare site, identified in the Derbyshire Dales
Local Plan as being a potential development site for employment use, with
land use classes B1 (Business Park), B2 (Industry) and B8 (Warehousing) the
most likely development options. Given this, a 30% coverage and even land-
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use split has been assumed to estimate the likely traffic generation of this
development.

Chapter Summary
•

Matlock has formed at the centre of several intercepting
routes,

•

The current road network is congested during specific peak
(and seasonal) periods, though traffic growth is low compared
to UK-wide comparisons,

•

Matlock benefits from both off-street and on-street parking
opportunities. However, the ongoing Cawdor Quarry works
has restricted the ability of this study to determine the level of
spare capacity available,

•

The current public transport network is good, with connections
to local and regional destinations,

•

The separation of bus service provision between the new
interchange and Bakewell Road will result in increased
walking distances between some connecting services,

•

The town centre is relatively compact, but topographical
features dissuade walking over long distances,

•

The Pedestrian network has several formal crossing locations
provided across busy streets, but general infrastructure could
benefit from improvement,

•

No road safety problems have been identified that warrant
mitigation,

•

Several developments will take place around Matlock in the
future, whose traffic is likely to route through the town centre,

•

The topography of Matlock and its surrounding area restricts
the ability to introduce significant, capacity-biased highway
infrastructure.
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4.0

TRAFFIC AND TRANSPORTATION
EFFECTS AND ISSUES

4

TRAFFIC AND TRANSPORTATION EFFECTS AND ISSUES

4.1.1

In this Chapter, the likely Traffic and Transportation effects of the
introduction of the Master Plan have been examined, with respect to the
network as it will be following the completion of the current Cawdor Quarrydevelopment associated works.

MATLOCK MASTER PLAN PROPOSALS
4.2.1

Implementation of the Matlock Master Plan Area Action Plan will mean the
following;
1. Extensive redevelopment of Central Matlock, including;
- Firs Parade,
- Bakewell Road & Riverside,
- The Lido Site.
2. Re-development will include retail, office, community and residential
uses,
3. Includes an extension to the Somerfield Rooftop Car Park,
4. Firs Parade will be part-pedestrianised; with the formation of new
pedestrian links to Lime Grove Walk,
5. Improved Public Realm areas.

4.2.2

Redevelopment options for Central Matlock include elements of retail, office,
community and residential uses. However, for each site, the overall level of
floor space development envisioned has not yet been fixed. As such, three
scenarios have been tested in which the opportunities for each of retail, office
and residential development floor-space provision has been maximised, as
identified in liaison with DDDC. All three scenarios include a differing mix of
retail, office, community and residential uses.

4.2.3

Increases in Floorspace: The areas proposed for redevelopment have existing
uses. Consideration has been given to these existing uses when calculating net
increases in floor space (by corresponding usage), net increases in likely trip
generation and maximum allowable parking provisions. Table 4.1 details the
net increases in floor space for the retail and office land-uses. Also shown are
the number of residential (two-bedroom) units that could be facilitated. Details
of total floor space areas that could be provided under the Master Plan are
given within Appendix C, as provided by Derbyshire Dales District Council.
Scenario

Retail
Office
Residential
(m2)
(m2)
Units
Retail-led
6,283
1.979
127
Office-led
1,752
7,611
112
Residential-led
682
4,119
175
Table 4.1: Net Floor space increases and units for the retail, office and
residential land-classes; as could be facilitated through the Master Plan
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DETAIL OF INDIVIDUAL DEVELOPMENT SITES
4.3.1

Firs Parade: The Matlock Master Plan proposes a comprehensive
redevelopment of the Firs Parade area. In Transportation terms, the Matlock
Master Plan proposes to;
i. create a new pedestrian link between Firs Parade and Lime Grove
Walk, using land including the existing Woolworths service yard, and
Post Office yard,
ii. upgrade the existing pedestrian link to Lime Grove Walk, from
Mackays to the back of the Lime Grove medical centre,
iii. provide an enlarged car park adjacent to the existing library building,
with access from Firs Parade,
iv. upgrade the existing pedestrian link to Steep Turnpike from this new
car park,
v.
relocate the Post Office delivery facility, to an undetermined location
(assumed to be outside Matlock town centre),
vi. close Firs Parade to through traffic, via the pedestrianisation of the
southern half of the road.

4.3.2

The proposed closure of Firs Parade would result in some re-assignment of
traffic onto either Steep Turnpike or Lime Grove Walk. From on-site
observation, it is considered that much of the traffic using Firs Parade is
“space-searching” and, as such, this reassignment could be mitigated via an
appropriate Arrival Point strategy (see Chapter 7).

4.3.3

The proposed pedestrianisation would result in the loss of approximately 25
on-street parking spaces.

4.3.4

It would also result in access issues for vehicles wishing to service retail
facilities on Causeway Lane; including those units currently occupied by
Woolworths, Superdrug and Boots. Access issues are considered in more
detail in Chapter 7.

4.3.5

The pedestrianisation of only half of Firs Parade (i.e. allowing free movement
in the northern half) may result in vehicles moving into the northern end of
Firs Parade to drop-off and pick-up pedestrians. This area may also attract
‘unofficial’ parking.
***

4.3.6

The Lido: The Master Plan proposes the relocation of existing community
facilities (i.e. Library, Citizen’s Advice Bureau, Tourist Information Centre) to
the Lido site, as well as the creation of additional community facilities, to
provide a civic core to Matlock around a new town square. In Transportation
terms, the Matlock Master Plan in this area proposes to;
i. provide servicing access to units behind the existing Lido from
Imperial Road, and exiting onto Bank Road,
ii. give priority to pedestrians at the Imperial Road / Bank Road junction,
via the use of a “Green Box”.
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4.3.7 As part of the Master Plan, it is proposed to relocate the market from the
Market Hall adjacent to Somerfield to the Town Hall square. Currently, the
market operates on a Tuesday and Friday. On these days, public parking on
this site would be restricted thereby reducing parking space availability on
days of potentially increased demand arising from the presence of the market.
4.3.8 The extension to the rooftop car parking above Somerfield is likely to increase
the flow on the Imperial Road arm. This would increase traffic flow through
the proposed Green Box location.
***

4.3.9

The Bus Station / Bakewell Road: The Master Plan proposes the
comprehensive redevelopment of the bus station site following the imminent
relocation of the bus station to the new Transport Interchange by the train
station.. In transportation terms, the Matlock Master Plan proposes;
i. to provide additional roof-top parking, with access from Bakewell
Road,
ii. provide a new pedestrian link between Imperial Road and Bakewell
Road.

4.3.10 As part of the Master Plan consultation, it was suggested that a ramp could be
provided from the northern end of the Bakewell Road site into the Somerfield
rooftop parking. However, it is considered unlikely that this could be provided
in Engineering terms given the constraints imposed by the nearby Dimple
Road junction. Further consideration of this issue is described in Chapter 6.
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MASTER PLAN TRAFFIC IMPACTS
4.4.1

As could be expected, any addition to the existing retail, office or residential
opportunities within Matlock town centre could generate trips on the local
highway network. The impact of the development cannot be definitively
determined. However, it can be estimated using the data available in this
study, and common transport planning tools, as described below.

4.4.2 The process that follows describes how the trip generation was estimated and
how the traffic flows were developed to produce design reference flows at the
2022 Design Year.
4.4.3

Trip Generation: The degree of trip generation likely to be generated by the
proposals has been estimated for each primary element of the Matlock Master
Plan.

4.4.4

Importantly, the Matlock Master Plan envisages the re-development of some
existing floor space. As such, the trip generation estimates have been informed
through an analysis of the net increase in floor space proposed under the
Master Plan, as identified in liaison with DDDC, and as summarised in Table
4.1.

4.4.5

Table 4.2 summarises the level of trip generation within the AM, PM and
weekend peak hours that could be expected for each of the potential
development mixes. Further detail of these calculations is given in Appendix
D.

Scenario

AM

PM

SAT

Arrs
Deps
Arrs
Deps
Arrs
Deps
Retail-led
-12
-2
+63
+50
+254
+224
Office-led
+149
+15
+39
+133
+12
+3
Residential-led
+44
+22
+29
+34
-38
-43
Table 4.2: Master Plan development mix effect on trip generation during peak
hours

***
4.4.6

Trip Distribution: The trips generated using the method defined require
distribution across the local highway network in order to measure the likely
affect on the operation of the town centre network.

4.4.7

The Sainsbury’s and Groveholt developments were the subject of discussion
between the developer and the Local Highway Authority, Derbyshire County
Council. From these discussions, a distribution was agreed, as is summarised
in Table 4.3. Given that this distribution has been used for the Cawdor Quarry
development (retail, employment and residential), it is considered to be
appropriate to apply this distribution to the Matlock Master Plan.
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Origin / Destination

%

Bank Road
Bakewell Road
Dale Road
Causeway Lane
Dimple Road
Snitterton Road

15
30
30
15
10
5

Total
Table 4.3: Trip Distribution

105

4.4.8

The trip distribution assumed is robust since it implies that 105% of trips are
assigned to the local road network (i.e. trip generation levels are inflated by
5%). This methodology was agreed with Derbyshire County Council.

4.4.9

The planning permission for the Sainsbury’s store allows for the use of the
Sainsbury’s car park for town centre shoppers. However, to ensure a robust
assessment of the town centre junctions, the assignment used assumed no use
of the forthcoming Sainsbury’s Car Park for town centre use. This means that
the junctions have been tested with the maximum potential through-flow.

4.4.10 Network diagrams showing the distribution and assignment of these trips (for
the retail-led scenario) are given within Appendix E.
***
4.4.11 Capacity Assessment: In order to test the effect of the Matlock Master Plan,
an estimate of the future year’s (2022) traffic was calculated. The traffic
survey data described in Chapter 3 was used, in the light of TEMPRO traffic
growth (as this is closest to the recorded background growth), and added to the
estimates of traffic relating to the Cawdor Quarry development, and other
committed developments in the area. Estimates of the traffic generation
expected from the Matlock Master Plan were then added to this traffic.
4.4.12 The Sainsbury’s / Groveholt / Relief Road development includes for the
signalisation of the Dale Road / Matlock Bridge / Relief Road junction, and
the signalisation of Crown Square. The former of these junctions has been
designed in detail, whilst the detailed design is currently being finalised for
Crown Square.
4.4.13 The Transport Assessment that supported the Sainsbury’s and Groveholt
development included a LINSIG model of both proposed signalled junctions.
These models have been adapted for use in this Study.
4.4.14 Since the above Transport Assessment, the Dale Road / Relief Road junction
has been designed in detail and, as such, the existing LINSIG model has been
amended to reflect the proposed staging arrangement to be used.
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4.4.15 A summary of the model results for each of the scenarios is shown in Table
4.4; which shows that the junction would operate at capacity with the Master
Plan development in place at the Design Year (2022). RFC means Ratio of
Flow to Capacity and is expressed as a percentage, and Q is associated
vehicular queue lengths in passenger car unit equivalents.

Inbound Link

Weekday AM
Weekday PM
Weekend Peak
RFC
Q
RFC
Q
RFC
Q
Matlock Bridge
91.0
13.0
92.3
14.5
88.4
12.5
Dale Road
91.0
14.8
95.0
18.4
88.1
13.4
Relief Road
40.3
0.9
67.2
8.4
45.9
5.7
Snitterton Road
9.6
0.9
8.2
0.9
8.0
0.8
Table 4.4: Capacity Summary of the Dale Road / Relief Road junction; with
the Proposed Master Plan traffic (Retail-led), 2022.

4.4.16 As the final signalisation scheme at Crown Square has not yet been finalised,
the LINSIG model developed to assess the effect of the Sainsbury’s and
Groveholt development was replicated in order to test the potential impact at
Crown Square. However, the model was amended to include a pedestrian
stage, which it is felt would be called frequently during the peak periods.
Table 4.5 summarises the results of the LINSIG assessment, which show that
the junction would operate at capacity in the Weekday PM peak at Design
Year (2022).

Inbound Link

Weekday AM
Weekday PM
Weekend Peak
RFC
Q
RFC
Q
RFC
Q
Causeway Lane
86.7
12.1
96.5
5.2
82.1
10.8
Bank Road
85.4
7.6
93.2
12.1
81.4
8.4
Bakewell Road
68.7
8.8
93.3
17.2
65.4
8.5
Table 4.5: Capacity Summary of the proposed Crown Square signalled
junction, with the Proposed Master Plan traffic (Retail-led), 2022.

4.4.17 Both junctions are likely to be installed using a modern MOVA controller.
MOVA is a system which allows traffic signals to operate using a variable
cycle time (rather than fixed, as is modelled using LINSIG) and, according to
research carried out by TRL, could be expected to increase capacity by 8%
(and reduce associated delays by 13%) over standard installations. Given this,
and considering the assignment assumption detailed above, the actual
performance of this junction may be more efficient than that shown in Table
4.5.
4.4.18 However, in the near future, many of the estimates and assumptions used to
derive the above results (i.e. the re-assignment effect of the A6 relief road and
making of Matlock Bridge one-way, and the actual generation of traffic to and
from the forthcoming Sainsbury’s store) will become known definitively. The
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impacts on the highway network will be monitored through the traffic surveys
that the Local Highway Authority requires Sainsbury’s to commission with a
view to identifying any necessary mitigation measures.
4.4.19 Furthermore, the capacity of both signals could theoretically be further
improved if the right-turn from Bakewell Road to Matlock bridge were barred
(for all traffic, except Public Transport). Diverted traffic would be directed to
use the relief road. However, such an intervention would be dependant on the
actual impact of the relief road on the level of residual right-turn traffic as
noted above.
4.4.20 The Master Plan will also add some trips through the new Bakewell Road /
Relief Road junction. However, the TA submitted with the Sainsbury’s and
Groveholt development proposals indicated a high level of spare capacity at
this junction and, as such, it was considered that further assessment of this
junction was not required.
4.4.21 The Master Plan will add to the right turn at the Imperial Road / Bank Road
junction. This will add to the queue at this location during peak car park exit
times.
4.4.22 From on-site observation, the Steep Turnpike / Causeway Lane junction is
currently congested in peak hours and currently operates with inter-driver cooperation. There is no reason to suspect that such operation would worsen
with the Master Plan traffic in place.

Master Plan Traffic Impacts Summary
The key signalled junctions of Dale Road / Relief Road, and Crown
Square, will operate at capacity in the peak hours, in 2022, with the
development traffic in place. However, the use of MOVA control is
expected to mitigate this.
It is not anticipated that the Master Plan will signficantly impact on the
capacity of the;
• Bakewell Road / Relief Road junction,
• Crown Square signalled junction,
• Dale Road / Relief Road junction,
• Steep Turnpike / Causeway Lane junction,
There may be increased queuing at the Imperial Road / Bank Road
junction at times of car park exiting, but this will be for short periods.
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PARKING AND ARRIVAL POINTS
4.5.1

Public Parking Provision: The Matlock Town Centre Master Plan Area
Action Plan document published in November 2006 included an assessment of
the total car parking supply changes expected under the Plan’s proposals.
Since this time, the Cawdor Quarry proposals have been progressed such that
a re-assessment of the overall parking proposals is required; the results of
which are summarised in Table 4.6.

Parking Opportunity
Off Street:
Station
Imperial Road (Somerfield)
Edgefold
Olde Englishe
Bank Road
Bank Road (DDDC)
Town Hall Front
Town Hall (DDDC)
Spa Villas
Sainsbury's
Firs Parade
County Hall
John Hadfield House

Weekend
Only?

2008 Parking
Post
Supply
Master Plan

3
3

3
3

On-Street

185
125
14
37
28
15
25
69
15
307

185
250
14
37
28
15
25
69
307

+125
-15
-

-

40
600
160

+40
+600
+160

253

228

-25

Total Weekday Parking
989
1,114
Total Weekend Parking
1,073
1,958
Table 4.6: Parking Supply under Master Plan proposals.

4.5.2

Changes

+125
+885

Assumptions in compiling the table are;
• the car park known as Spa Villas has always been seen as a temporary
car park, to be maintained up until the fruition of the Master Plan,
• the planning permission for Sainsbury’s requires Sainsbury’s to provide
car parking which is made available to town centre shoppers.

***
4.5.3

Maximum Allowable Parking Standards: The degree of parking that can be
brought forward in relation to a given development is related to a maximum
allowance as specified in the DDLP (as informed from PPG13). Developments
can be brought forward with parking allocations below this maximum level
and, as noted in Chapter 2, PPG13 states that car parking provision in
conjunction with development should be significantly below the maximum
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standard in areas that are well served by Public Transport. It has already been
noted that public transport service provision in Matlock is considered to be
good.
4.5.4

The net increases in floor-space associated with the Matlock Master Plan have
been assessed in light of the maximum allowable parking provisions as
specified in the DDLP in order to provide an estimate at the likely level of
parking supply that could be allowed by the Planning Authority as the Master
Plan developments are brought forward. As noted previously, the final
development scenario is not yet set, and so an assessment has been conducted
on the basis of the retail-led, office-led and residential-led scenarios as
described previously.

4.5.5

Further to discussion with DDDC, it was noted that developments within the
Master Plan would likely be brought forward on the basis that;
● residential units would be allowed 1 space per unit,
● 25% of office and residential parking could be provided within the
development footprints themselves.

4.5.6

Furthermore, it is noted that retail utilisation would be less heavily used during
the weekday period than during a weekend. This proportional difference in use
has been estimated with reference to trip generation estimates from the TRICS
database in order to relate potential supply with relative demand. In addition,
the office component of parking allowance is unlikely to be utilised during the
weekend.

4.5.7

As such, Table 4.7 suggests a reasonable off-site additional space provision
for the Master Plan during the weekday and weekend periods; based on the
above assumptions. This table also shows the potential shortfall in spaces
given the extra spaces that would be provided as part of the Master Plan (as
shown in Table 4.6)

Scenario

Weekday
Weekend
Allocation
Short Fall
Allocation
Short Fall
Retail-led
220
95
254
0
Office-led
263
138
61
0
Residential-led
179
54
66
0
Table 4.7: Parking Assessment: Parking Allocations - Weekday and Weekend

4.5.8

However, as part of this study, it has not been possible to determine the level
of spare capacity that may exist within existing car parking opportunities due
to the ongoing Cawdor Quarry works, or that may exist within future car
parking provision once the current Cawdor Quarry development has been
completed (in particular noting the effect of the Sainsbury’s car park that is
available for town centre parking).

4.5.9

Given the above, the figures given in Tables 4.7 and 4.8 may not represent
maximum additional space requirements as they may reduce to account for
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spare capacity existing on the network in future, or changes to the maximum
allowable parking standards given in local policy.

Master Plan Parking Impacts Summary
The weekend parking requirement would be accommodated by the
Master Plan Proposals but, dependant on the development scenario, the
weekday supply could be up to 138 spaces below the maximum
allowable provision.
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PUBLIC TRANSPORT
4.6.1

Likely Effect of Matlock Master Plan on Passenger Demand: From informal
discussion, the current bus operators see the commercial heart of Matlock
staying on the north side of the river, and the Master Plan seems to reinforce
this view, with additional retail development on Bakewell Road, and the redevelopment of Firs Parade. The new facilities on the Lido site will be a
further attractor for public transport journeys. The primary journey attractor
for bus passengers therefore is likely to remain the Bakewell Road area.

4.6.2

Regional experience of introducing changes to the accessibility of local
centres to bus has demonstrated a link to the success or otherwise of bus
services.

4.6.3 However, walking distances from the new interchange to the proposed new
retail opportunities on Bakewell Road would be 250m, and to Firs Parade
200m (both via Crown Square). The recommended maximum distance that
bus passengers could be expected to walk to a bus stop, as given in PPG13, is
400m.
***

Master Plan Public Transport Impacts Summary
The developments proposed in the Master Plan will generate additional
public transport patronage; which would be centered primarily on
Bakewell Road / Causeway Lane.
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PEDESTRIAN LINKS AND CIRCULATION
4.7.1

The introduction of formal pedestrian facilities at Crown Square would fit
more closely with observed desire lines in this location. However, the then
corresponding need for the relocation of existing facilities would reduce
opportunities for controlled mid-block crossings. The desire for the latter may
increase following development of Bakewell Road, and the re-generation of
Firs Parade which may prompt more movement to and from Hall Leys Park.

4.7.2

The Matlock Master Plan Area Action Plan included for the introduction of
“Green Boxes” at the junctions of Firs Parade / Causeway Lane, Imperial
Road / Bank Road and Bakewell Road / Dimple Road. In practice, these
would be achieved by introducing junction tables and may not fundamentally
alter the priority towards pedestrians at these points.

4.7.3

As part of the Master Plan, it is proposed to improve pedestrian linkages
between Firs Parade and Lime Grove Walk, Firs Parade and Steep Turnpike
and Imperial Road and Bakewell Road. Such a proposal would improve
pedestrian circulation through the town centre. These improvements are
indicated on the proposed Strategy drawing contained within the Executive
Summary.

Master Plan Pedestrian Impacts Summary
The Pedestrian environment will be improved, though traffic will remain
dominant on the key routes through Matlock Town Centre.

CYCLING
4.8.1

The Master Plan will not explicitly improve the environment for cyclists
within Matlock Town Centre. However, the current Cawdor Quarry
development, which provides for the creation of a shared-use pedestrian /
cycle link to Hall Leys Park should improve routes through the town centre
along the A6 corridor.

4.8.2

Given Matlock’s surrounding topography, it is not considered that cycling
presents a viable alternative mode to the private car; except for leisure
pursuits, and the opportunities to provide dedicated facilities are limited.
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Chapter Summary
•

An assessment has been undertaken of the Master Plan’s impact on the
Dale Road / Relief Road, and Crown Square signalled junctions. These
assessments show that the Master Plan traffic could be accommodated
during the network peaks, but that the network would be at capacity
during the weekday PM peak.

•

Estimates of the maximum parking allowances under the Master Plan
scenarios have been calculated. These indicate that there may be a
shortfall in parking spaces during the weekday period, but that there is
scope to accommodate the Master Plan requirements at weekends.

•

For both the junction assessments and maximum parking allowances,
the forthcoming completion of the current Cawdor Quarry works will
clarify several assumptions used within this report, and may amend
both existing traffic routeing and parking patterns within Matlock,

•

In terms of public transport, the Master Plan may add to the existing
demand in the Bakewell Road area,

•

Pedestrian movements would be better accommodated at Crown
Square, but this may lead to crossing issues elsewhere. Pedestrian
penetration surrounding Firs Parade would be improved,

•

The topography of Matlock is not conducive to significant
improvements in the cycling environment.
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NETWORK OPTIONS

5.1.1

In preparation for the Stakeholder workshop (see Chapter 6), highway-design
Options were developed to address some of the issues arising from;
• the analysis of the existing base data (Chapter 3),
• the known (i.e. Cawdor Quarry-associated) and proposed changes (i.e.
Matlock Master Plan) to the town fabric (Chapter 3),
• the predicted effects of the Master Plan (as it stands, Chapter 4), and,
• the National, Regional and Local Policy frameworks (Chapter 2).

5.1.2

Two Options were developed in order to show a range of pedestrian
improvement within Matlock Town Centre.

5.1.3

The first of these options showed a moderate level of increased pedestrian
provision, including carriageway narrowing on Causeway Lane and Bakewell
Road (to 7.3m away from the Crown Square junction) to provide more
footway for pedestrians. The junction layout at Crown Square was drawn to
match that proposed for the current Cawdor Quarry development (as tested in
Chapter 4).

5.1.4

The second option showed greater allocation of space for pedestrians, with a
corresponding narrowing of the highway on Causeway Lane and Bakewell
Road, and with a smaller Crown Square signalled junction (i.e. single arm
entries).

5.1.5

Also shown on the two drawings were alternative treatments to the Imperial
Road / Bank Road / Lime Grove Walk arrangement.

5.1.6

Both drawings showed a new mini roundabout junction at Dimple Road /
Bakewell Road and at Steep Turnpike / New Street junction.

5.1.7 Drawings are shown within Appendix G, and were taken forward for
discussion at the Stakeholder workshop to determine the most appropriate
balance between the provision for pedestrians and that of traffic.
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TRAFFIC AND TRANSPORTATION STRATEGY WORKSHOP

6.1.1

In order to build on the consultation exercises undertaken in 2004 with respect
to the Matlock Health Check and in 2006 with respect to the overall Matlock
Town Centre Master Plan, a Stakeholder Workshop was held on the 22nd May
2007 to discuss the Traffic and Transportation Effects and Issues identified in
Section 4, and the emerging Strategy. The invitation list for this workshop is
given at Appendix H.

6.1.2

The introductory presentation given at this workshop is included in Appendix
I.

6.1.3

To facilitate discussion, the workshop was split into four groups who
discussed, in turn, each of
1. Highway Network,
2. Parking and Arrival Points,
3. Public Transport, and,
4. Pedestrian Networks and Circulation.

6.1.4

The two Option drawings described in Chapter 5 were tabled within each
group in order to prompt discussion on the differing topics; particularly with
respect to the range of pedestrian improvement that could be achieved and
how this would relate to other users.

6.1.5

The Table, overleaf, summarises the main views raised during this workshop
discussion and these views were taken into consideration when further
developing the proposed Strategy.

6.1.6

As part of the discussion, it was noted that Cycling required more attention
within the finished Strategy.
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TOPIC
Highways

Matlock Bridge

ISSUES
Full Closure could be carried out on an
experimental basis,

Queue
Relocation
Gateway Points

Signals could be used to keep queuing traffic out of
the town centre,
The style of “gateway” formed by the miniroundabout at Steep Turnpike / Causeway Lane
could be introduced elsewhere,

Highway
Controls

Could some signals be used at peak times only?
Clear guidance required regarding parking /
loading

Pavement
Widening

Lost parking spaces would need to be re-supplied
elsewhere,
Need to keep clear definition between pavement
and carriageway,

Lime Grove/
Bank road
junction

Improvement / simplification may aid pedestrians,

Improvement / simplification may result in
speeding,
No change required,
Bakewell Road
to Matlock
Bridge

Right-turn from Bakewell Road to Matlock Bridge
could be removed, but may add to pressure on
Starkholmes,

Type of Traffic

Matlock accommodates trips to / from and through
the town. Need to consider all users.
Through traffic needs to be accommodated on the
Bakewell to Alfreton route.

Table 6.1:Key Stakeholder Workshop Issues
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TOPIC
Parking and
Arrival
Points

Park and Ride

ISSUES
Potential is limited,
Most likely impact is on a Saturday,
Experiment with a Shuttle-bus,

Firs Parade

Add additional decks to this proposed car park,

On-Street
Parking

Need to minimise loss of spaces,
Could introduce charges,

Public
Transport

Bakewell Road

Provide access to extended / additional parking.

Demand

Car Parking demand in Matlock can never be fully
satisfied,

John Hadfield
House

Current pedestrian route is unattractive,

Matlock Ford

Could this be relocated to provide a new car
parking area,

Modal Shift
Bus Stop
Locations

Encourage measures to reduce car parking demand,
Disappointment that services could not be
“centralised”,

Signage
and Needs to be clearer for visitors and residents,
Information
Subsidies

Subsidised travel could promote modal shift,

Modal Shift

Increase car parking charges,

Services

Need to review services for both residents and
visitors,
Table 6.1:Key Stakeholder Workshop Issues (Cont.)
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TOPIC
Pedestrians

Pavement
Widths

ISSUES
Agreed that increased widths would assist
pedestrians in some areas.

Queuing Traffic

Need to minimise queues due to fumes and noise,
Congestion could help boost non-car modes,

Pedestrian
Bridge

Re-introduce the foot bridge from Bakewell Road
across the river as proposed in the initial Master
Plan public consultation.

Environment

Need to slow traffic, and convey to unfamiliar uses
the “danger” areas,
Public art and landscaping important to give an
enhanced pedestrian feel
Table 6.1:Key Stakeholder Workshop Issues (Cont.)
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MATLOCK TRAFFIC AND TRANSPORTATION STRATEGY

7.1.1

This Chapter sets out the Strategy developed for Matlock Town Centre, based
upon;
• the analysis of the existing base data (Chapter 3),
• the known (i.e. Cawdor Quarry associated) and proposed changes (i.e.
Matlock Master Plan) to the town fabric (Chapter 3),
• the predicted effects of the Master Plan (as it stands, Chapter 4), and,
• the results of the Stakeholder workshop (Chapter 6).

7.1.2

The Strategy has also been developed within the context of the prevailing
National, Regional and Local Policy framework (Chapter 2).

APPROACH
7.2.1

From the preceding Chapters, it can be seen that the main challenge facing
Matlock is that of accommodating all-modes access in an increasingly
congested network. Within this context, it is the Master Plan’s aspiration to
create a less traffic-orientated, more pedestrian-friendly town centre.

7.2.2

As such, the philosophy underpinning the Strategy is that of:
• improving the pedestrian environment and linkages, where practical;
• achieving an appropriate balance of additional trips to be generated by
the proposed Master Plan;
• accommodating the residual trips in the most appropriate manner, and;
• promoting wider-scale modal shift from the private car to non-car
modes.

7.2.3

Given the geometrical constraints imposed within Matlock town centre (i.e.
constrained junctions), and the surrounding topography (limiting potential for
bypass options), it is not considered that significant, capacity-biased, highway
infrastructure is an appropriate or achievable intervention in the foreseeable
future.

7.2.4

As such, a series of recommendations have been formulated based around the
four key themes of highway network, parking and arrival points, public
transport and pedestrians. In addition, potential supporting measures have
been identified, and an overall Strategy scheme developed.

7.2.5

The Strategy is shown diagrammatically as Figure 7.1.
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Figure 7.1: The Matlock Traffic and Transportation Strategy Overview
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HIGHWAY NETWORK
7.3.1

Level of Development: The assessment within Chapter 4
identifies that the local highway network could accommodate
the level of development envisaged by the Matlock Master
Plan; taking account of the expected changes resulting from the
Sainsbury’s / Groveholt development and associated network
changes.

7.3.2

However, the capacity tests showed that the key junctions
would operate at, or close to, capacity with this level of
development. As such, the level of development identified by
the Master Plan represents the maximum that could be
accommodated without large-scale capacity enhancements to
both the junctions within, and the radial routes into, the town
centre.

7.3.3

The trip generation estimates also identify that the balance of
development affects overall trip generation values, and the
times when these trips generation impacts are at their most
onerous for the local highway network.

7.3.4

Each scenario identified within Chapter 4 (Table 4.1) contained
a mixture of land-uses, and such a balance of development
between differing uses would therefore be appropriate and
correspond with the requirements of PPG13.

7.3.5

7.3.6

***
Additional Highway Interventions: Defined entry points into a
town centre are noted, in other parts of the UK, to have a
beneficial effect in signalling to the inbound driver that they
have entered a non-highway dominated environment. At the
Stakeholder workshop, it was particularly noted that the miniroundabout at the junction of Steep Turnpike / Causeway Lane
has such an effect. From the above, it is considered that a
similar provision at Dimple Road / Bakewell Road could have
a similar beneficial affect.

Encourage
Sustainable
Development

Less Traffic
Orientated Town
Centre – Gateway
Feature

As such, in order to further assist traffic flow on the secondary
routes, a number of highway engineering interventions can be
made; these include;
● providing a mini-roundabout at the junction of
Bakewell Road / Dimple Road (in order to more clearly
demarcate the boundary of Matlock Town Centre to
inbound traffic, and assist traffic flowing right, out of
Dimple Road),
● improving the junction of New Street / Steep Turnpike,
via the introduction of a mini-roundabout as part of the
redevelopment of the Milk depot and library site.
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7.3.7 The potential increased trafficking of the Imperial Road
(Somerfield) car park could lead to the intensification of the
Imperial Road / Bank Road / Lime Grove Walk junction;
thereby making this junction more complicated to navigate by
both motorists and pedestrians. The junction could be
simplified by making part of Lime Grove Walk one-way, with
the provision of suitable turning heads, thus reducing the
amount of traffic entering the junction from this direction. This
is shown diagrammatically in the Strategy drawing contained
within the Executive Summary.

***
7.3.8

Servicing: The Matlock Master Plan proposes to pedestrianise
approximately half of Firs Parade from its junction with
Causeway Lane. The proposal will restrict access to service
areas at the rear of properties on the north-side of Firs Parade.

7.3.9

In order to protect the benefits to pedestrians of the
pedestrianised area, vehicular access will need to be restricted
during peak pedestrian hours. It is recommended that a Traffic
Regulation Order (TRO) is made to restrict access to between
1000 and 1600hrs (i.e. all servicing to take place outside of
these hours).

7.3.10 The above measure has precedents in other town centres (e.g.
Ripley Town Centre). The TRO could be enforced either via;
• Traffic Warden / Parking Attendant observation, or,
• Bollard control (at either end of the pedestrianised
section).
7.3.11 A physical enforcement measure would be preferable, as it
would make the pedestrianised section self-enforcing.

Improve Pedestrian
Environment –
Removal of Traffic

7.3.12 The detailed design of the pedestrianised section would have to
allow;
• a route clear of street furniture, running from
Causeway Lane to New Street, to allow service and
emergency vehicles to gain access to Firs Parade,
sufficient to allow one vehicle to pass a parked
vehicle.
• The access and egress into the existing service yard
(via the appropriate placement of street furniture
including, but not limited to, street lighting, bollards
etc.)
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7.3.13 Currently, vehicles enter and exit the Lido Site service yard on
Bank Road, near Crown Square. The manoeuvres of the largest
vehicles are not easily accommodated. The Matlock Master
Plan proposes to develop a one-way route through the Lido
service yard, entering on Imperial Road and exiting onto Bank
Road.
7.3.14 The existing service yard currently accommodates some
parking. A geometric assessment of vehicle swept paths would
be necessary to consider this element of parking at the detailed
design stage of the proposal.
7.3.15 Furthermore, given the one-way operation, and likely restricted
view of the service yard from the highway (given the
preliminary proposals to build-up the street face around the
yard) it is considered that a vehicle would need to be able to
pass a parked vehicle within the yard; to minimise the risk of a
vehicle having to wait across Imperial Road (footway or
carriageway).

Protect Pedestrian
Environment

7.3.16 The developments on Bakewell Road would require an element
of servicing, depending on the mix that is brought forward in
the detailed design. However, large retail stores are likely to
require servicing by large HGVs. Currently, Somerfield is
serviced from Imperial Road. It would be appropriate to utilise
this access to serve the Bakewell Road development.
7.3.17 Where carriageway narrowing is proposed, servicing of
roadside properties with no rear access could be time-limited to
reduce the impact on circulating traffic.
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Highway Network Recommendations
•

The level of re-development proposed by the Matlock Town Centre
Master Plan represents a maximum level of development that could
be accommodated by the local highway network,

•

Due to increased flows within the town centre, it is proposed that
junction improvements to Bakewell Road / Dimple Road, New
Street / Steep Turnpike and Imperial Road / Bank Road should be
considered,

•

As part of the pedestrianisation of Firs Parade, a Traffic Regulation
Order (TRO) should be introduced to remove traffic from Firs
Parade between 1000hrs and 1600hrs. This TRO should be enforced
through bollard control, with access for emergency vehicles only
during restricted times.

•

When developed, the proposed development on the northern side of
Bakewell Road should be serviced via the current service access off
Imperial Road.

•

When developed, the Lido site should be serviced via a one-way
system; entering on Imperial Road and exiting onto Bakewell Road.
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PARKING AND ARRIVAL POINTS
7.4.1

Parking Supply: The Master Plan proposals will lead to a net
increase in the parking supply within Matlock Town Centre
during the weekday period of 125 spaces, principally through
an extension to the Imperial Road (Somerfield) car park.
However, it is anticipated that additional parking spaces would
be provided within the development footprints themselves.

7.4.2 Chapter 4 identified that, with reference to local standards and
a consideration of likely usage during the week, the
development scenario outlined in the Master Plan could require
an additional 138 spaces during the weekday period.
7.4.3 During the weekend, there is, however, an opportunity to
supplement the town centre car parking, through the use of
Derbyshire County Council’s car park, which could increase
the degree of capacity by ~ 600 spaces. Such a move would be
consistent with Derbyshire Dales District Council’s policy of
opening its staff car parks during the weekend period. This car
park would intercept traffic from the A632 (Chesterfield
Road).
7.4.4

A review of additional opportunities has identified that John
Hadfield House, Dale Road, another County Council office has
substantial unused parking space during the weekend period.
However, this office is leased and, as such, contact would need
to be made with the landowner to determine the terms under
which this parking supply could be made public during the
weekend period. This location could intercept traffic from the
A6 (South) prior to entering Matlock.

7.4.5

Given the above, it is considered that the additional parking
allowances can be accommodated during the weekend period.
However, there is potentially a shortfall during the weekday
period. The exact space requirements will only be known once
the current Cawdor Quarry development has been completed
and the resulting spare capacity measured. However, additional
spaces could be provided in the short-term on the Bakewell
Road site within the existing bus station area. The potential for
such space provision has been estimated to be 28 spaces. This
would reduce the identified maximum weekday shortfall to 110
spaces.

7.4.6

In the longer term, a multi-storey car park on Bakewell Road
could be developed. This could either be accessed from
Imperial Road or Bakewell Road; though the latter would
likely generate sufficient right-turn movements to warrant
signalisation. Given the proximity of the Crown Square signal
system, and the likely requirements of a pedestrian stage, it is

Less Traffic
Orientated Town
Centre –
Interception of
Traffic
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considered that this will need proving at a detailed design
stage.
7.4.7

As part of the Master Plan, it was proposed to create echelon
parking on Steep Turnpike. Such parking could be provided,
though its design within the Firs Parade redevelopment should
not result in making Steep Turnpike one-way in either
direction.
***

7.4.8

Directional Signage: The imminent introduction of making
Matlock Bridge one-way south will hinder direct access to the
Somerfield and Bank Road car parks from the A6 (South), and
the lack of a right-turn from Matlock Bridge will hinder access
to the replacement Station Car Park from Causeway Lane and
the A632. As such, the routeing of traffic to the most
appropriate car park will become increasingly important to
reduce traffic that is “space searching”, and circulating within
the town centre.

7.4.9

New signage for the Cawdor Quarry development will sign the
Artist’s Corner car park. Although somewhat distant from
Matlock Town Centre, it could be used as a “Park and Stroll”
site, with the potential to encourage its use by town centre
workers through the issuing of business parking permits.

7.4.10 From the A6 (North), trips could be directed towards the new
Station and Sainsbury’s car parks. However, if these were
found to be full, vehicles would be forced to loop back into
Matlock via Bakewell Road. As such, a Variable Message
Signing (VMS) sign linked to the car parks may be appropriate
at the Bakewell Road / Relief Road junction.
7.4.11 For traffic approaching on Causeway Lane, no additional
parking opportunities have been identified. As such, vehicles
would need to be signed towards the Somerfield and Bank
Road car parks.
7.4.12 Given the limited number of parking spaces provided, and
potential difficulty of access, it is not recommended to sign
either the existing Old English, or proposed Firs Parade car
parks.
7.4.13 Table 7.1 and Figure 7.2 summarises the Car Park Signage
strategy.

Less Traffic
Orientated Town
Centre – minimise
Space Searching
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Direction
A6 (North)
A6 (South)

Weekday Parking
Weekend Parking
Station / Sainsbury’s
Station / Sainsbury’s
Artists Corner / Station / John Hadfield House
Sainsbury’s
A632 (Ches’field) Bank Road / Somerfield
County Hall
Causeway Lane
Bank Road / Somerfield
Bank Road / Somerfield
Table 7.1: Town Centre Car Parking Strategy

7.4.14 On-street parking provision is currently well-used, with highrates of turnover. Several streets (primarily residential in
character, e.g. St. Joseph’s Street) allow uncontrolled parking
throughout the day. A recent parking study consultation within
Matlock led to the rejection of a residential parking scheme
within the town centre. However, this position could be
reviewed during the progression of the Master Plan as the
residents views may be subject to change.

Less Traffic
Orientated Town
Centre – redesignation of space
from vehicles

7.4.15 Where highway interventions are proposed (e.g. miniroundabouts, junction improvements, and carriageway width
alterations) some limited on-street parking would require
removal (e.g. New Street, Lime Grove Walk and Causeway
Lane).

***
7.4.16 Opportunities for Displaced Parking: Several towns
throughout the UK, especially those with a tourism leaning,
have explored the use of displaced parking (i.e. Park and Ride)
as a policy tool to address issues of town centre congestion and
overstretched parking demand.
7.4.17 It has been suggested through the Master Plan consultation
process that Park and Ride may play a role in reducing traffic
demand in the town centre. Three sites have been specifically
suggested;
• County Hall (weekend only),
• Cromford Meadows,
• Rowsley South.
7.4.18 County Hall Car Park is located approximately 450m away
from Crown Square, and would be available on weekends. As
such, the town centre would be within walking distance of this
car park. However, the steep climb and descent makes the
parking location, which could cater for ~ 600 vehicles,
unattractive. Existing bus services do run from the Smedley
Street bus stops to the Town Centre, and return; though
services would not be able to wait at this stop for extended
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periods to maximise passenger loads. As such, it is suggested
that a shuttle service from County Hall to the Town Centre is
operated to increase the attractiveness of the site, starting with
an experimental service to definitively determine its viability.
7.4.19 During the Matlock Bath Illuminations, a shuttle service is run
from County Hall, with a service picking up passengers within
the County Hall car park, for which some spaces are reserved
to allow a full sized bus to turn.
7.4.20 A single bus can provide a 10-minute headway on this service,
which could be reasonably attractive. It is possible to walk into
Matlock in less time than that although, as has already been
noted, it is a steep descent.
7.4.21 As such, an attractive weekend service could operate from
County Hall Car Park, subject to financial considerations.

Less Traffic
Orientated Town
Centre – Park and
Ride at weekends

7.4.22 Cromford Meadows may be a site available for a Park and Ride
use to intercept traffic from the A6 (South). Indeed, the site is
used for this purpose during the Matlock Bath Illuminations to
relieve severe traffic and car park congestion in the town.
7.4.23 The access to the site is somewhat inconvenient for the
motorist, being situated off the A6, through a traffic signalled
junction. The net effect would be that of diverting off the
normal route, parking, waiting for a bus, and then travelling in
on the bus, in the same queue – only much further back. Whilst
this is acceptable for visitors to the Illuminations it is not
considered to be so for visitors to Matlock. Furthermore, there
appears to be little scope for bus priority measures to mitigate
this effect.
7.4.24 In terms of bus service, cycle times would be long, with a
synthesis of current bus journey times giving a time of 11
minutes to Matlock. Allowing for serving the Interchange only,
then returning, a frequency of every 30 minutes would be the
maximum a single bus could comfortably achieve. As such, it
is not considered that this site would be viable for a regular
Park and Ride service.
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Figure 7.2: Car Park Signage Strategy (Primary Car Parks only)
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7.4.25 Rowsley (South): The Peak Rail site at Rowsley South has the
potential to accommodate parking on the former sidings, which
is not fully utilised, except on certain special event days. The
site would intercept traffic from the north, both from the A6
and also from the Baslow direction.
7.4.26 The site could be served by a rail-based Park and Ride, which
could prove attractive to the tourist. However, Peak Rail is
largely a volunteer operated organisation. The current
operation does not operate on all days, or indeed all year.
Special Peak Rail events also occur which operate to special
timetables and attract a significant market in their own right.
The continued operation of such special events would present a
conflict with the Park and Ride operation.
7.4.27 The normal operating day of Peak Rail is currently from
around 11am to 4pm. The current Peak Rail adult fare, which
covers all day travel, is £6, with discounts for OAPs, children
and families. Clearly, this level of pricing is not appropriate for
Park and Ride operation, being well in excess of any current
parking charges in Matlock.
7.4.28 Extension of the Peak Rail service would therefore require
greater volunteer involvement (in terms of service operation
and stock maintenance).
7.4.29 The current Peak Rail station in Matlock is Riverside, which is
a ten to fifteen minute walk from Crown Square. The rail
journey time is around 23 minutes, due to the limited speed
allowed by a light railway order. It is therefore a lot slower
than alternative car or bus journeys. Matlock Riverside also has
no shelter or other facilities for passengers.
7.4.30 Talks are ongoing between Peak Rail and Network Rail about
giving access to the main Matlock station. It is hoped that this
will be possible by 2008/09, and the Sainsburys development
has been planned to allow continued rail access between the
national network and Peak Rail.
7.4.31 The future for Rail-based Park and Ride from Rowsley South
may therefore be an informal P&R service, with tourists
including the train ride as part of their visit to the area. These
people may be willing to pay the higher fare to ride on the
heritage railway as part of the “experience” of visiting
Matlock. For normal shoppers and workers it is unlikely to be
attractive.
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7.4.32 Bus based Park and Ride from Rowsley (South), in some
respects, have similar issues to Cromford Meadows, in that the
cycle time would be quite long (Rowsley – Matlock is
currently 13 minutes), meaning a 30 minute headway could be
achieved with one bus.
7.4.33 Given the above, it is not considered that Rowsley (South)
would be a viable site for a regular, non-tourist Park and Ride
service.

***
7.4.34 From December 2008, the rail service operating from Matlock
to Derby will increase to an hourly basis, running to
Nottingham. This may increase demand for parking at the rail
station. Given the limited parking space available for
commuters at Matlock rail station, it is proposed to encourage
the rail franchisee to offer discount travel for rail users parking
at Matlock Bath Station Yard car park. This would encourage
commuter car parking away from the Matlock Town Centre
core.
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Parking and Arrival Points Recommendations
•

Conduct a Parking Capacity assessment following the completion of
the Sainsbury’s store and associated highways works,

•

Open County Hall Car Park to the public at weekends,

•

Explore the potential to utilise County-leased car parking at John
Hadfield House for public parking at weekends,

•

Develop additional parking space as part of the redevelopment of
Bakewell Road. In the short term this would be within the existing
bus station site, with the potential long term provision of a multistorey car park to be examined,

•

Keep the potential of a residential parking scheme under review
during the implementation of the Master Plan,

•

Provide signage (including Variable Message Signing, VMS) such
that traffic is managed and directed to use the new Station,
Sainsbury’s and Somerfield Car Parks; in the first instance.

•

Encourage the use of the Artists Corner car park for “Park and
Stroll”.

•

Consider an experimental (Mid-June to Christmas) weekend Town
Centre shuttle service from County Hall in order to determine its
long term seasonal feasibility.

•

Encourage Peak Rail to increase their service schedule,

•

Encourage the rail franchisee to offer discounted travel for rail users
parking at Matlock Bath station car park, following the introduction
of the improved rail service in December 2008; similar to the scheme
to be introduced at Matlock station car park which has been agreed
with Network Rail.
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PUBLIC TRANSPORT
7.5.1

Public Services: Given the issues outlined in Chapter 4, other
stopping points in the town centre will need to be provided. At
Bakewell Road, there is currently one stop provided
southbound outside of Somerfield. A northbound stop is to be
created on Bakewell Road in connection with the Cawdor
development. This will be primarily a drop-off point for the
town services when travelling towards the relief road and the
Interchange.

7.5.2

Under the proposals currently in place, there will be up to three
buses calling at Somerfield southbound at the same time. There
does, therefore, need to be provision in the medium term for
three buses to stop safely, and clear of the traffic, at this
location. In the short term, the bays in the existing bus station
will be available, meaning that there is a lead-time for the
construction of a new provision, including shelters.

7.5.3

At Firs Parade, the existing stops at Woolworths are well used,
and likely to remain so. By closing the bell-mouth, at the
junction of Firs Parade with Causeway Lane, an enhanced
waiting area could be created with high quality shelters and
good seating. A good facility here may reduce pressure on
Bakewell Road.

7.5.4 As raised in the Stakeholder workshop, the promotion of bus
services to, from and within Matlock could be better enhanced.
It is suggested that DDDC work with Derbyshire County
Council to create Matlock specific promotional material to
assist residents, employees and visitors to recognise the
services available to them.

Maximise Public
Transport
Attractiveness

Promote
Sustainable
Transport

***
7.5.5

Coach Parking: At the new Interchange, there will be two
coach parking spaces within the public car park.

7.5.6 During the weekend period, space within the County Hall car
park could be provided to allow for coach parking outside of
Matlock Town Centre.
***
7.5.7

Taxi Provision: The existing taxi rank locations are in need of
review, especially the former-Kwik Save rank which is now
poorly used. A four-bay taxi rank is being created adjacent to
the dedicated rail user parking at the new Interchange.
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7.5.8

The primary users of Taxis are likely to change through an
average day. During daytime, users will be those accessing
retail or community facilities. Later in the day, it is more likely
that users will be those returning from evening entertainments.
These two opportunities do not coincide in terms of
geographical space.

7.5.9

Furthermore, the proposed Master Plan will create a
community core on Imperial Road, which may create
additional taxi demand.

7.5.10 There is an opportunity to provide an additional Taxi Rank
outside the proposed community core, replacing the existing
bus lay-by.

Integration of all
modes

Public Transport Recommendations
•

The detailed design of the Bakewell Road components of the
Matlock Master Plan should include for the provision of three bus
stops on the Southbound carriageway, in addition to the one bus stop
on the Northbound carriageway which is being provided as part of
the Cawdor development,

•

Produce Matlock-specific material to promote Public Transport
services for residents, employees and visitors,

•

Provide an area for coach parking within the County Hall Car park,
at weekends, to complement the proposed weekend shuttle service,
and supplement the coach parking spaces at the new Interchange,

•

Review the operation of the Transport Interchange, once opened, to
ensure its efficient use by public and coach services,

•

Remove the Taxi Rank outside the former Kwik Save, and replace it
with a new rank outside the Community Core on the Lido Site, when
developed.
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PEDESTRIAN LINKS AND CIRCULATION
7.6.1

Given that Matlock town centre is a historic, rural centre, some
deviations from current standards should be expected when
examining its current level of provision for pedestrians.
However, there appear to be several opportunities to improve
the pedestrian environment for pedestrians through the
introduction of both small and larger-scale improvements;

7.6.2

Pedestrian Signage: Current fingerposts within Matlock Town
Centre are sporadic, but this will improve as they are to be
reviewed as part of the Cawdor development. New signage has
the potential to improve the ‘legibility’ of the town centre to
the visitor, and to reduce the perceived distances to and from
the new bus station and the ongoing development within the
Cawdor Quarry.

7.6.3

In particular, the pedestrian signage strategy should
complement the proposed parking signage strategy by
informing pedestrians of their route at the point of arrival such
that;
• Town centre “heads-up” orientated information map board
are provided within;
¾ the new bus station,
¾ Hall Leys Park,
¾ the train station, and,
¾ at the pedestrian exits to the Station, Imperial Road
(Somerfield), Town Hall and County Hall car parks.
• The existing finger post signs within the Town Centre are
replaced with modern signage inclusive of walk-time
estimates.

Improve
Pedestrian
Environment

***
7.6.4

Pedestrian Infrastructure: Uneven pavement surfaces can
present difficulties for pedestrians as well as detract from the
attractiveness of the townscape. This could be rectified.

7.6.5 The proposed signalisation of Bank Road / Dale Road, and
Crown Square effectively relocates the existing pedestrian
crossings on each arm of Crown Square closer to the existing
junction.
7.6.6 On Bakewell Road, given the addition of development up to
the junction with Dimple Road as proposed in the Master Plan,
an additional pedestrian crossing point may be required. A
suitable location may be at the point of the existing Spa Villas
car park. The difficulty experienced by pedestrians crossing
Bakewell Road will be related to the actual degree of re-

Improve
Pedestrian Routes
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assignment to the Relief Road. A zebra-style crossing may
therefore be sufficient.
7.6.7

On Causeway Lane, vehicle volumes are not expected to
reduce with the introduction of the A6 relief road. Causeway
Lane separates Hall Leys Park from the shopping opportunities
and, as such, pedestrian crossing demand during the touristseason is high. As such, a new pedestrian crossing should be
considered east of the existing location (ideally opposite Firs
Parade); with the crossing linked to the Crown Square signals
to minimise traffic flow disruption.

7.6.8

On Bank Road, between the Crown Square and Imperial Road
junctions, no additional pedestrian crossings are considered to
be appropriate, due to the limited length of street available to
locate such a crossing.

7.6.9

Additional parking space may be available at the John Hadfield
House on Dale Road. This would provide an additional ~160
spaces, during the weekend peak only. Such a parking
opportunity would provide a large increase in spaces at a
weekend for traffic on the A6 (South) within walking distance
(~ 400m) of Crown Square.

7.6.10 As is noted in Chapter 3, the footway provision is poor on the
west side of Dale Road. As such, a pedestrian crossing may
need to be provided in order to transfer resulting pedestrians to
the eastern footpath and thereon into Matlock Town Centre (via
the existing footbridge into Pic Tor / Hall Leys Park). Such a
crossing would assist with the vehicular right turn out of John
Hadfield House, if placed immediately to the north of the
access location (i.e. between the access and the bridge). A
detailed design would be required to determine the exact layout
of the crossing, to overcome potential visibility constraints for
Southbound traffic travelling under the rail bridge.
7.6.11 It is noted that the Master Plan will increase pedestrian
penetration to and from Firs Parade from both Lime Grove
Walk and Steep Turnpike. An additional pedestrian route is
also to be created from Imperial Road to Bank Road. The
Cawdor Quarry development could also be better integrated
into the town centre via the construction of a footbridge from
the Bakewell Road area. Such an initiative was supported
within the Stakeholder workshop, as it was during the public
consultation on the Master Plan in 2006.

Improve
Pedestrian Routes

Improve
Pedestrian Routes

Improve
Pedestrian Routes

***
7.6.12 Pedestrian Space: Without a bypass to remove traffic from
Matlock Town Centre itself, the approaches to Crown Square
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will continue to accommodate large volumes of traffic.
However, there exists the opportunity to widen available
footpaths and reduce carriageway widths. As noted in Chapter
6, at the Stakeholder workshop, two options were presented for
discussion; one in which highway widths in Matlock Town
Centre were reduced to 6.0m, and one in which widths were
reduced to 7.3m. From the workshop, it was apparent that
narrowing the main routes, Causeway Lane and Bakewell
Road, to 7.3m had the broadest support.

Improve
Pedestrian
Environment

7.6.13 However, carriageway narrowing in the vicinity of the
proposed Crown Square signals is unlikely to be achieved
given the requirements of turning circles of large vehicles, etc.
***
7.6.14 Matlock Bridge: Under the Cawdor Quarry development,
Matlock Bridge will become one-way (Southbound) reducing
the available carriageway width with additional space given to
pedestrians and cyclists. Aspirations have been voiced by local
bodies for the full closure of Matlock Bridge to residual traffic.
7.6.15 Derbyshire County Council have previously accepted that the
level of reassignment to use the Starkholmes route cannot be
definitively forecast. However, the route through Starkholmes
is poor in quality and is unlikely to be improved. As such, in
theoretical terms any increase in use of this route would find a
natural limit (i.e. as its usage increases, its attractiveness for
additional use would decrease) which could be countered via
the introduction of further traffic management measures.
7.6.16 However, notwithstanding the above, it is considered that the
effect of closing Matlock Bridge should only be considered
once the effect of the one-way system over Matlock Bridge and
introduction of the A6 Relief Road is known.
***
7.6.17 Disabled Users: The Strategy would require the removal of
some on-street parking spaces. Although none of these are
disabled dedicated at present, it is considered that up to 4
additional disabled parking spaces should be provided within
the Town Hall car parks or proposed Firs Parade car park to
compensate for this loss of car parking.

Ensure
Accessibility of
Town Centre

7.6.18 Where pedestrian improvements are proposed, half-depth kerbs
are recommended to delineate the carriageway clearly for blind
and partially sighted users.
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7.6.19 To facilitate good accessibility from the new public transport
interchange to the shopping opportunities on both sides of the
river, a Shopmobility scheme is proposed; that would operate
from the new interchange location.

Pedestrian Links and Circulation Recommendations
•

Update pedestrian signage and information boards, incorporating
recent innovations in directional signage,

•

Introduce additional pedestrian crossings on Bakewell Road and
Causeway Lane away from Crown Square; and Dale Road towards
John Hadfield House,

•

Introduce a footbridge from the Bakewell Road development to
south of the River, to complement and provide consistency with the
improved routes proposed to and from Firs Parade and Bakewell
Road, such that linkages between the north and south of the Town
are enhanced,

•

Undertake a programme of improved surfacing on the four key
routes into Matlock Town Centre, including block-paved style
surfacing and half-depth kerbs to be introduced on Bank Road,
Imperial Road and Lime Grove Walk, and carriageway-narrowing
along certain sections of Bakewell Road and Causeway Lane,

•

Further assessment of the likely re-assignment effect that could be
expected with the closure of Matlock Bridge is required.

•

Provide additional disabled-only spaces to compensate for the loss of
on-street car parking,

•

Introduce a Shopmobility scheme at the new Interchange location.
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CYCLING
7.7.1

As part of the planning application process, each element of the
Matlock Master Plan development (whether retail, office or
residential) could be required to provide some cycle parking. It
is recommended that such parking is provided as part of the
new Master Plan development.

7.7.2 In addition, cycle stands should be provided at the head of the
proposed Firs Parade pedestrianised area to serve cyclists
wishing to use these shopping facilities.
7.7.3

However, given the cycle lane proposals arising from the
Cawdor development, no further provision of cycle lane
infrastructure is recommended as part of this Strategy given the
limits in terms of space and topography.

Provide for Cycle
Journeys

7.7.4 The proposals contained within the Strategy do not prejudice
the future of cycling within Matlock Town Centre.

Cycling Recommendations
•

Matlock Master Plan developments should provide cycle parking as
part of the planning application process, in accordance with
standards described in the Derbyshire Dales Local Plan.
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SOFT MEASURES
7.8.1

Since the publication of the White Paper, “A New Deal for
Transport” (DETR 1998), Central Government has sought to
determine the likely impact that so-called Soft Measures could
have on dampening travel demand. Such Soft Measures include
non-physical policy and technological innovations to reduce
travel; such as
• Teleworking,
• Workplace Travel Plans,
• Public transport marketing and ticketing,
• Land use effects,
• School Travel Plans,
• Internet shopping,
• Videoconferencing,
• Cycling,
• Car clubs, public transport interchanges and
information, bus quality partnerships and promotion
of walking.

7.8.2 Indeed, the promotion of Soft Measures is currently being
promoted via the Smarter Choices campaign, for which a
variety
of
resources
are
available
on-line.
(www.dft.gov.uk/pgr/sustainable/smarterchoices)
7.8.3

Of these seven reports, two are of most interest to Matlock and
are those that have been of most interest to policy makers; the
WS Atkins report, Assessing the effect of transport white paper
policies on national traffic, 1999, and the Halcrow reports of
2001 / 2002 (Multi-modal studies: soft factors likely to affect
travel demand).

7.8.4 In summary, WS Atkins argued that, by 2010, workplace travel
plans and school travel plans could reduce peak traffic levels
by about 2% for rural areas and small towns, with Soft
Measures as a whole capable of achieving a 13% reduction in
traffic levels in the off-peak, and up to 3% in the peak periods
for a small urban / rural town.
7.8.5

Although the Halcrow report did not agree with the overall
potential impacts outlined by WS Atkins, it did provide useful
direction via the assessment of individual measures and their
potential benefit in reducing travel demand. Broadly, their
conclusions were that;
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Negligible net effects on travel demand: e-commerce,
internet shopping, visitor travel plans, car clubs (except for
a few inner city areas), improved public transport
interchange; general public transport marketing; land-use
policies, local sourcing of goods, oil supplies and new
automotive technology.
Some net effect but not significant for multi-modal
studies: school travel plans, measures to increase walking
and cycling.
Material effects on travel demand, and relevant to
multi-modal studies: tele-working; video-conferencing;
workplace travel plans; public transport fares and ticketing;
individualised marketing; bus quality partnerships.

7.8.6

The requirement for workplace Travel Plans for new
development is a key component of PPG13, and Derbyshire
Dales District Council will require such Travel Plans when it
considers new development within Matlock.

7.8.7

Given that the Matlock Master Plan envisages the
comprehensive redevelopment of Matlock, there is an
opportunity therefore to provide an Area Travel Plan
Framework to ensure the proposal specific Travel Plans are
consistent and contribute towards the larger goals of
sustainable travel in Matlock.

7.8.8

It is considered that an important component of the Area Travel
Plan Framework should be a unified Car Share scheme
including Matlock’s largest employers, to supersede and build
on the individual schemes currently in place.

7.8.9

Furthermore, during May 2007, the Department of Transport
released results from the Sustainable Travel Towns project
which showed falls in car traffic by over 10%, alongside
double-digit increases in public transport (13-22%), walking
(17-29%) and cycling trips (25-79%). An important component
of the Sustainable Travel Towns projects were Individualised
Travel Marketing and, as such, this could be included within
Matlock’s Area Travel Plan Framework.

Encourage
Sustainable Transport
– Travel Plans

Encourage
Sustainable Transport
– Car Share Schemes

Encourage
Sustainable Transport
– Travel Marketing

7.8.10 A draft outline Travel Plan Framework is given as Appendix J.
7.8.11 Given the above, an Area Travel Plan Framework for Matlock
could reduce private car trips by between 115 and 172 vehicles;
based on 2001 Census Employment statistics. In addition, the
adoption of Travel Plans for the employment components of
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the Master Plan could reduce trip generation by 2-3% with
respect to Table 4.2.

Soft Measures Recommendations
•

A Matlock Area Travel Plan Framework should be adopted, to provide a
consistent model against which Master Plan proposals can be incorporated,

•

Existing Businesses within Matlock should be encouraged to join the
Travel Plan Framework to maximise likely impacts.
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FURTHER MITIGATION
7.9.1

Given the uncertainty that exists with respect to the actual
degree of traffic that will use the A6 Relief Road, and that will
be generated by the current Cawdor Quarry development,
additional mitigation measures have been investigated that may
assist the facilitation of the Master Plan development traffic.
As noted previously, it is considered unlikely that significant
capacity improvements could be delivered within Matlock
within the confines available within the junctions themselves.
However, it is noted that additional capacity at both the Crown
Square and Dale Road / Relief Road signalled junctions could
be achieved via a Right-Turn ban from Bakewell Road to
Matlock Bridge (except for Public Transport).
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PROPOSED NETWORK LAYOUT
7.10.1 An indicative highway scheme drawing is given within the Executive
Summary. This illustrates the effects of the above recommendations. It is, in
effect, a composite of the options presented at the May Stakeholder workshop.
7.10.2 In particular, the Network layout would include for,
• carriageway narrowing to 7.3m, where appropriate, on Bakewell Road
and Causeway Lane,
• carriageway narrowing on Imperial Road to 6.0m,
• the use of block-paved style surfacing and half-depth kerbs on Bank
Road and Imperial Road,
• the introduction of new pedestrian crossings, away from Crown Square
on Bakewell Road and Causeway Lane,
• new bus stops on Bakewell Road,
• junction improvements to Bakewell Road / Dimple Road, New Street /
Steep Turnpike and Imperial Road / Bank Road.

STRATEGY SUMMARY
The proposed Matlock Master Plan will add to the number of trips on
what is at peak times an already congested network. However, the
Strategy outlined above should provide mitigation with respect to the
Master Plan’s potential to further congest the network, whilst
introducing measures of general benefit to Matlock Town Centre in
terms of improved pedestrian environment, and as a catalyst to and
support for wider modal shift.
The Recommendations contained within this Chapter are summarised in
terms of Policy, Physical and Soft Measures in the table, overleaf.
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RECOMMENDATIONS SUMMARY TABLE
Highway Network
POLICY
MEASURES
Parking and Arrival
Points

Public Transport

Pedestrian Networks
and Circulation

PHYSICAL Highway Network
MEASURES

Public Transport

The level of re-development proposed by the
Matlock Town Centre Master Plan represents a
maximum level of development that could be
accommodated by the local highway network
Open County Hall Car Park to the public at
weekends
Explore the potential to utilise County-leased car
parking at John Hadfield House for public parking
at weekends
Conduct a Parking Capacity assessment following
the completion of the Sainsbury’s store and
associated highways works
Develop additional parking space accessed from
Bakewell Road. In the short term this would be
within the existing bus station site, with the
potential long term provision of a multi-storey car
park to be examined
Keep the potential of a residential parking scheme
under review during the implementation of the
Master Plan
Introduce “money-back” weekday parking for rail
users at Matlock Bath Station Car park, following
the introduction of the improved rail service in
December 2008
Review the operation of the proposed Interchange,
once opened, to ensure its efficient use by public
and coach services
Further assessment of the likely re-assignment
effect that could be expected with the closure of
Matlock Bridge is required
Improve secondary route networks via the
introduction of new traffic management measures,
As part of the pedestrianisation of Firs Parade, a
TRO should be introduced to remove traffic from
Firs Parade between 1000hrs and 1600hrs. This
TRO should be enforced through bollard control
When developed, the proposed development on the
northern side of Bakewell Road should be serviced
via the existing service access off Imperial Road.
When developed, the Lido site should be serviced
via a one-way system; entering on Imperial Road
and exiting onto Bank Road.
The detailed design of the Bakewell Road
components of the Matlock Master Plan should
include for the provision of three bus stops on the
Southbound carriageway, and one bus stop on the
Northbound carriageway
Provide an area for coach parking within the
County Hall Car park, at weekends.
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Pedestrian Networks
and Circulation

Parking and Arrival
SOFT
MEASURES Points

Public Transport

Pedestrian Networks
and Circulation

Sustainable Travel

Remove the Taxi Rank outside the former Kwik
Save, and replace it with a new rank outside the
Community Core on the Lido Site, when
developed.
Introduce additional pedestrian crossings once the
Crown Square signalisation scheme is introduced,
in the positions noted
Undertake a programme of improved surfacing on
the four key routes into Matlock Town Centre
Introduce a Shopmobility scheme at the new
Interchange location
Provide signage (including VMS) such that traffic
is managed and directed to use the new Station
Yard, Sainsbury’s Car Park and Somerfield Car
Park; in the first instance
Introduce a footbridge from the Bakewell Road
development to south of the River, to complement
and provide consistency with the improved routes
proposed to and from Firs Parade and Bakewell
Road, such that linkages between the north and
south of the Town are enhanced
Consider an experimental (Mid-June to Christmas)
Town Centre shuttle service from County Hall in
order to determine its long term seasonal feasibility
Encourage Peak Rail to increase their service
schedule
Produce Matlock-specific material to promote
Public Transport services for residents and visitors
Update pedestrian signage and information boards,
incorporating recent innovations in directional
signage
Matlock Master Plan developments should provide
cycle parking as part of the planning application
process, in accordance with standards described in
the Derbyshire Dales Local Plan
Provide additional disabled-only off-street spaces to
compensate for the loss of car parking on Bank
Road and Causeway Lane
Create Matlock Town Centre Area Travel Plan
Framework

Table 7.2: Recommendations Summary Table
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8.0

ACTION PLAN

8

ACTION PLAN

8.1.1

The Strategy and its key recommendations presented in Chapter 7 are summarised as Actions in the Table, below. This Table relates each
Action with its potential to improve the pedestrian environment, the supporting measures required for each Action, and the overall timing
required.

No.
1

2

3

4

5

6

Action
Promote Mode Shift
Narrow carriageway
widths on Bakewell Road
and Causeway Lane (to
7.3m)
Additional pedestrian
crossings on Bakewell
Road, Causeway Lane and
John Hadfield House (if
public parking promoted
here)
Update pedestrian signage
and information boards
Improved surfacing on
four key routes into the
Town Centre
Provide Footbridge from
Bakewell Road to south of
the river, and pedestrian
improved routes to Firs
Parade and Bakewell Road

Improvement for Pedestrians?

Supporting Measure

Timing

Lead Role

Create less traffic associated with
Matlock’s key destinations

Matlock Area Travel Plan
Framework & Matlock-specific
public transport promotional material

Pre and during
Master Plan

DDDC & DCC

Additional footway width to
accommodate increased movement

Time limited servicing on narrowed
roads, removal of some on-street
parking

Linked to
Bakewell Road
development

Developer & DCC

Provide for pedestrian desire lines,
relating to proposed development
within the Master Plan and the
movement of existing crossings to
Crown Square

Linked to
Bakewell Road
development

DCC

Clear direction of pedestrians from
Arrival Points to Town Centre
amenities

Following new
surface treatments

DDDC & Matlock
Town Council

Reduce obstacles to movement

Not Master Plan
development
dependant

DCC
(Maintenance
Programme)

Improve pedestrian connection to
new areas of development

Linked to
Bakewell Road
and Firs Parade
development

DDDC &
Developer
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No.
7

8

9

10

11

12

13

14

15

Action

Improvement for Pedestrians?

Introduce Shopmobility
scheme from Interchange

Reduce mobility restrictions

Imperial Road / Bank
Road Junction
Improvement
Provide gateway junction
at Dimple Road / Bakewell
Road
Traffic Regulation Order
for Firs Parade (limiting
servicing to outside
1000hrs and 1600hrs)
Parking Direction and
Displaced Parking
Provision
Opening of County Hall
Car Park to Weekend
Users / Experimental
Town Centre shuttle
Service
Opening of County-leased
parking at John Hadfield
House
Develop additional car
parking space on the
Bakewell Road site
Discount rail travel for rail
users parking at Matlock
Bath station

Supporting Measure

Reduce vehicle movement
complexity for crossing pedestrians

Make Lime Grove Walk one way
(partial)

Slow drivers as they enter Matlock
from the A6 (North)

Carriageway width reduction to 7.3m
beyond the gateway feature.

Removal of traffic during key
pedestrian demand hours

Bollard, or non-physical control on
traffic movement.

Timing
Not Master Plan
development
dependant
As part of the
Lido Site
Development
Linked to
Bakewell Road
development

Lead Role
DDDC

DCC

DCC

As part of Firs
Parade
Development

DDDC & DCC

Removal of excess traffic entering the
Town Centre to Park

Not Master Plan
development
dependant

DCC

Removal of excess traffic entering the
Town Centre to Park

Not Master Plan
development
dependant

DDDC & DCC

Removal of excess traffic entering the
Town Centre to Park
Accommodate parking demand offstreet.
Reduce demand for parking at
Matlock Station

Not Master Plan
development
dependant
As part of
Bakewell Road
development
Not Master Plan
development
dependant

DDDC, DCC &
Landlord
DDDC &
Developer
Rail Franchisee
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No.

Action

Improvement for Pedestrians?

16

Provide additional bus
stops on Bakewell Road

Improve the waiting environment on
leaving the Town Centre

17

New Taxi Rank outside the
Lido

Cater for arrival / destination demand

18

Service Lido site via a new
entry off Imperial Road
and exit onto Bank Road

Removal of manoeuvring HGVs on
Bank Road

Supporting Measure

Timing
Linked to
Bakewell Road
development
As part of the
Lido Site
Development
As part of the
Lido Site
Development

Lead Role
DCC

DCC
DDDC &
Developer

Table 8.1:Action Plan
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9.0

IMPLEMENTATION

9

IMPLEMENTATION

FUNDING
9.1.1

The Strategy developed above, would require funding to a lesser or greater
degree. There are two main mechanisms through which funding could be
secured;
i.

via a Public Private Partnership – (between Derbyshire Dales
District Council and a Private Developer) in which a Property
Development vehicle is created and the wider Transportationrelated improvements are paid for out of the proceeds of the
development itself. Final receipts would be shared between parties.

ii.

via a Section 106 strategy, in which individual developments
occurring within Matlock would be subject to a contribution to the
overall Master Plan objectives.

9.1.2

Further, funding could also be provided through DDDC’s own resources, or
via DCC and the Local Transport Plan (LTP) process.

9.1.3

The Derbyshire Local Transport Plan (2006 – 2011) identifies five key
priorities;
• Efficient Maintenance and Management,
• Improving Local Accessibility and Healthier Travel Choices,
• Safer Roads and Communities,
• Reduced Congestion and a Strong Economy,
• Better Air Quality and Environment

9.1.4

Schemes entering the LTP-process are judged against each other, based on
criteria set down within the LTP. Actions identified in this Strategy would
therefore compete against schemes from other parts of the County for funding.
However, clear linkages can be found between many parts of the Action Plan
and the Priorities identified in the LTP; as is shown in Table 9.1.

9.1.5

In addition to the above, Central Government regularly launch funding
initiatives for specific types of project though, at present, no funding rounds
have been announced which could assist the Master Plan. Of particular
interest to Matlock may be a further funding round of the Kickstart initiative,
which provides funding for public transport services with the potential of
commerciality.
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Action
Plan Item

Component

Cost

1

Matlock Area Travel Plan
Framework Resourcing

£35,000 pa

1

Matlock-specific PT Information

£5,000

2,8,9 &
10

Carriageway Width Reductions
(inc. Firs Parade Pedestrianisation
& Lime Grove Walk)

£685,000

3

Pedestrian Crossings (3)

£135,000

4

Pedestrian Signage

£20,000

5

Improved pedestrian surfacing on
four key routes into the Town
Centre

£20,000

6

Footbridge and pedestrian route
improvements

Dependant on
detailed design

7

Shopmobility Scheme

£65,000

11

Car Parking Directional Signage
(Non VMS)

£50,000

12

County Hall Shuttle Service

£30,000 pa

14

Short term bus station site car
parking

14

Bakewell Road Multi-Storey

Dependant on
Parking
Assessment
Dependant on
Parking
Assessment

LTP-Linkage
Reduced Congestion
and a Strong Economy
Reduced Congestion
and a Strong Economy
Improving Local
Accessibility and
Healthier Travel
Choices & Safer Roads
and Communities
Improving Local
Accessibility and
Healthier Travel
Choices & Safer Roads
and Communities
Improving Local
Accessibility and
Healthier Travel
Choices
Improving Local
Accessibility and
Healthier Travel
Choices
Improving Local
Accessibility and
Healthier Travel
Choices
Improving Local
Accessibility and
Healthier Travel
Choices
Efficient Maintenance
and Management &
Reduced Congestion
and a Strong Economy
Efficient Maintenance
and Management &
Reduced Congestion
and a Strong Economy
N/a

N/a

Table 9.1: Costing and LTP Linkages
Note: The above costs are estimates only. They have been determined via on-site
observation and experience of other schemes, but could not consider aspects such as
service diversion, bridge strengthening, site clearance etc. Mid-level rates were used
for block-paving, and assumptions made regarding the type of drainage required. A
detailed design would be required to give a more robust cost.
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PHASING
9.2.1

The relatively low growth on Matlock’s road network means that
consideration of timing of the development with regards to background traffic
is relatively low in importance.

9.2.2

It would appear that the redevelopment of Firs Parade and the Lido Site would
produce the least impact on the local highway network in terms of traffic
generation and, as such, these developments could be brought forward initially
whilst the uncertainties regarding the impact of the current Cawdor Quarry
developments on traffic generation, reassignment and parking demand are
determined.

9.2.3

However, the development of the Bakewell Road site would generate the
majority of the Master Plan’s additional new development and traffic and, as
such, its redevelopment would provide the temporal focus to introduce the
measures noted in this Strategy and Action Plan, particularly;
• carriageway narrowing (i.e. footway widening),
• provision of the Dimple Road / Bakewell Road gateway feature,
• additional pedestrian crossings,
• provision of the footbridge.

9.2.4

Notwithstanding the above, some recommendations highlighted in Chapter 7
are not dependant on the Master Plan development. In particular, the parking
signage strategy and opening of County Hall car park.

9.2.5

Furthermore, preliminary work for the creation of an Area Travel Plan
Framework could be commenced within existing workloads through the
integration of existing initiatives already being undertaken by both Derbyshire
Dales District Council and Derbyshire County Council (i.e. car sharing
schemes). Such an action would assist the success of the Framework by
ensuring key aspects of the Plan are already “up-and-running” prior to the
Master Plan’s aspiration.

9.2.6

Although not dependant on the Master Plan development, upgraded pedestrian
signage could be introduced alongside changes to the pedestrian network
infrastructure, such that repetition of work is not required.
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10.0

CONCLUSIONS

10

CONCLUSIONS

10.1.1 The Strategy developed for Matlock Town Centre would deliver a less trafficorientated, more pedestrian friendly town centre. However, for the Master
Plan to be included in the DDDC’s Local Development Framework, it must
demonstrate a good fit with existing overarching Policy direction; particularly
at a National and Regional level, as the LDF process will effectively replace
existing Local Policy direction.
10.1.2 Table 10.1 summarises the detail of the previous Chapters, illustrating a good
fit with such Policy, at all levels.

Policy
Document
Planning
Policy
Guidance 13
(PPG13):
Transport

Policy

Strategy
Compliant

Promote more sustainable transport
choices;

9

Promote accessibility by public transport,
walking and cycling

9

Reduce the need to travel, especially by car.

9

Actively manage the pattern of urban
growth to make the fullest use of public
transport, and focus major generators of
travel demand in city, town and district
centres and near to major public transport
interchanges;
Ensure that development comprising jobs,
shopping, leisure and services offers a
realistic choice of access by public
transport, walking, and cycling, recognising
that this may be less achievable in some
rural areas;
Use parking policies, alongside other
planning and transport measures, to
promote sustainable transport choices and
reduce reliance on the car for work and
other journeys;

Mechanisms
Area Travel Plan
Framework
New bus stops,
pedestrian crossings
& routes and cycle
stands to be provided
Area Travel Plan
Framework

9

The Master Plan is
focused on an existing
centre, near to a new
Transport Interchange

9

New bus stops,
pedestrian crossings
& routes and cycle
stands to be provided

9

Use of Derbyshire
Dales Maximum
Parking Standards.
Introduction of P&R
facilities and
promotion of Park &
Stroll and Park and
Rail
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Policy
Document
Planning
Policy
Guidance 13
(PPG13):
Transport
(Cont.)

Planning
Policy
Statement 6
(PPG6):
Planning for
Town Centres

Regional
Spatial
Strategy
(RSS)

Policy
Give priority to people over ease of traffic
movement and plan to provide more road
space to pedestrians, cyclists and public
transport in town centres, local
neighbourhoods and other areas with a
mixture of land uses.
Policies for retail and leisure should seek to
promote the vitality and viability of existing
town centres, which should be the preferred
locations for new retail and leisure
developments
Planning for the growth and development of
existing centres,

Promoting and enhancing existing centres,
by focusing development in such centres
and encouraging a wide range of services in
a good environment, accessible to all.
Develop opportunities for modal shift away
from road-based transport including for the
quarrying and aggregates sector.
Overcome the problems of rural isolation
for those without access to a private car.
Improve transport linkages to the North
West Region and the rest of the East
Midlands.
Development in the Peak District towns
outside the National Park should aim to
meet local needs whilst reducing past levels
of in-migration, discouraging additional
commuting

Strategy
Compliant

Mechanisms

9

New bus stops,
pedestrian crossings
& infrastructure and
cycle stands to be
provided. Footway
width increased.

9

The Master Plan is
focused on an existing
centre, near to a new
Transport Interchange

9
9

The Master Plan is
focused on an existing
centre, near to a new
Transport Interchange
The Master Plan is
focused on an existing
centre, near to a new
Transport Interchange

9

Area Travel Plan
Framework

9

Area Travel Plan
Framework

N/A

9

The Master Plan is
focused on an existing
centre, near to a new
Transport Interchange
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Policy
Document
Derbyshire
Local
Transport
Plan (20062011): (LTP)

Derbyshire
Dales Local
Plan

Policy

Strategy
Compliant

To manage, maintain and improve the
transport network;

9

To improve local accessibility and promote
healthy and sustainable travel choices;

9

To improve road and community safety;

9

To help strengthen the local economy
through transport measures
To reduce the environmental impacts of
transport
To create an environment that ensures new
development contributes towards the
overall reduction in the reliance of the
private car,

New bus stops,
pedestrian crossings
& routes and cycle
stands to be provided.
Footway width
increased.
Area Travel Plan
Framework
New pedestrian
crossings &
infrastructure and
footway width
increased.

N/A

9

Area Travel Plan
Framework

9

Area Travel Plan
Framework

To facilitate the integration of new
development with the existing public
transport, cycling and pedestrian network,

9

To facilitate the development of extensions
to the existing public transport, cycling and
pedestrian network,

9

To ensure that highway safety is not
compromised by new development,

9

To safeguard land necessary for the
implementation of transportation projects
that contribute to the achievement of
sustainable development.
Table 10.1: Master Plan and Policy Fit

Mechanisms

New bus stops,
pedestrian crossings
& infrastructure and
cycle stands to be
provided. Footway
width increased.
New bus stops,
pedestrian crossings
& infrastructure and
cycle stands to be
provided. Footway
width increased.
New pedestrian
crossings to be
provided closer to
desire lines.

N/A
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GLOSSARY

Area Action Plans

A development plan document focused upon a specific
location or an area subject to conservation or significant
change. This could include a major regeneration project or a
growth area.
An Area Action Plan should focus on implementationproviding an important mechanism for ensuring development
of an appropriate scale, mix and quality for key areas of
opportunity, change or conservation.

Automatic Traffic Count
(ATC)

A count of traffic taken by means of an unattended, automatic
system (e.g. pneumatic tubes) that measure the flow and can
record traffic speeds. Such counters can also classify vehicle
types based on length estimates.

Committed Development

Development that is known to be taking place within a Study
Area, not included within the development that is proposed.

De-criminalized Parking Enforcement of parking infringements via parking attendants,
rather than Traffic Wardens. Enforcement is dealt with in these
enforcement
areas via the civil courts.
Design Manual for Rods
and Bridges

The documents issued by the Department of Transport that
guides the design of roads in England and Wales.

LINSIG

A computer programme used for modelling traffic at traffic
signal junctions. LINSIG allows engineers to model junctions
in a way which closely follows the behaviour of on-site signal
control equipment.

Local Development
Framework (LDF)

Provides the framework for the future development of an area
and usually contain; a Core Strategy, a Site Specific allocation
of land and Area Action Plans (where needed).
A proposal map will also be included showing the extent of the
policies and provided to accompany all development plan
documents.

Local Highway
Authority

Body responsible for the local road network in a particular
area, in particular with regards network improvements and the
control of development that could affect the local highway.

Local Plan

A document produced by Local Authorities containing the
development plans and policy documents for the local area.
Local Plans are currently being replaced with the introduction
of a new planning system based on Local Development
Frameworks.

Local Planning
Authority

The local authority that is empowered by law to exercise
planning functions for a particular area within the U.K.
Such authorities operate in accordance with national planning
guidelines and produce development plans to guide future
development.

Local Transport Plan

The Transport Act 2000 required Local Highway Authorities
to produce and maintain a Transport Plan. The LTP sets out
transport strategies and policies for a given area and how these
will be implemented.
The plans cover a five-year period and are used by the DfT to
make decisions on capital funding, and for Local Authorities to
monitor the delivery of key objectives and targets. The current
LTP document covers the period 2006-2011.

Manual Classified
Count (MCC)

A count of traffic on a particular road, or at a junction, which
is usually undertaken by a team of enumerators, usually over a
12-hour period. Traffic is classified by type.

Matlock Town Centre

Identified in this study as being defined by the approaches of
Dale Road, Bakewell Road, Causeway lane and Bank Road, as
these routes converge upon the Crown Square roundabout.

MOVA

Microprocessor Optimised Vehicle Actuation is an adaptive
signal control system. It uses advanced traffic control
algorithms to increase capacity and minimise delay at traffic
signals. It is used at a range of junctions from high speed to
smaller suburban and even Urban sites.

National Road Traffic
Forecasts

Forecasts of traffic growth last updated in 1997 by the then
Department of the Environment, Transport and the Regions
and predicts the growth in the volume of traffic up until the
year 2031.
The forecasts and predictions are the basis of current transport
policies, the best available evidence, and the capacity of the
current road network.

Planning Policy
Guidance

These planning documents are being replaced by the new
system of Planning Policy Statements.
PPG’s were prepared after public consultation and they
provide general guidance and guidelines for Local Authorities
on how to prepare their local policies and the operation of the
planning system.

Planning Policy
Statement

These Policy Statements are replacing the PPG system and are
currently being prepared by the government through public
consultation.
They aim to verify the relationships between the different
planning policies and other relevant policies that have a
bearing on issues of development and land use.
Local authorities take their content into account in the
preparation of development plans.

Personal Injury
Accident (PIA)

A road traffic accident in which an injury is sustained,
classified as either Slight, Serious or Fatal. PIA data does not
include damage-only accidents.

Ratio of Flow to
Capacity (RFC)
Regional Spatial
Strategy

A measure of the performance of a junction.
The RSS was introduced to guide the planning process at a
local level during the development of specific Local
Development Frameworks.
An RSS will also include a Regional Transport Strategy, and
provide policy guidance on a variety of issues ranging from
waste treatment to economic development and housing.

Regional Transport
Strategy

The RTS is intended to guide the investment in transport
within a given region. The RTS is developed through working
with a variety of organisations including the Highways Agency
and the Strategic Rail Authority, to ensure that the regional
transport priorities are included within the strategies.
The RTS highlights what interventions or investments are
required to deliver the region’s priorities and longer-term
objectives, and gives guidance to Local Authorities in the
preparation of Local Transport Plans.

Special Parking Areas

Areas in which Local Authorities have responsibility for
parking enforcement, meaning that parking infringements are
enforced by Local Authority Parking Attendants, rather than
Traffic Wardens.

TRICS

Trip Rate Information Computer System. A database of trip
generation surveys across the UK and Ireland covering a
variety of land-uses that is used to estimate the trip generation
of new developments.

Trip Generation

A step in transportation forecasting, which is used to forecast
future demand. Trip Generation is considered a function of the
social and economic attributes of households and is usually
focused on different land uses producing or generating a
greater number of trips.

TRO

Traffic Regulation Order. A legal process by which the use of
streets is controlled (in terms of parking and movement)

VMS

Variable Message Signing. Road Signage that can display
various pre-determined messages that respond to changing
traffic conditions.

Appendix A
Base Traffic Flow Data

TRAFFIC COUNT DATA
Derbyshire County Council have provided its existing traffic count data for the
Matlock area for use within this study. In summary, this data includes 14 Manual
Classified Counts (MCCs) and 7 Automatic Traffic Counts (ATCs). Data has also
been supplied from a permanent traffic monitoring station on Matlock Green.
The count data from DCC gave good coverage relating to trips on the radials into
Matlock, but not within Matlock Town Centre itself, including, specifically, the area
of interest to the Matlock Master Plan Area Action Plan.
As such, a study specific count was conducted of the Crown Square roundabout, on
Tuesday 13th March, between 0700 and 1900hrs, by Paul Castle Consulting Ltd.
Given the road works ongoing on the A6 (Bakewell Road) at the time of the count, it
was compared with historical counts at the same junction to ensure its overall
representivity.
Scott Wilson staff also undertook study specific counts at the Steep Turnpike / New
Street and Imperial Road / Bank Road junctions during March 2007.
A review of the data gathered determined that it was representative for the purposes of
this study.
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Appendix B
Bus Service Summary Table

Appendix C
Master Plan Total Floor Space Detail

Gross Floor Space Totals (m2)
Existing
Retail
Office
Bakewell Road
3162
142

Retail
9617

Retail Led
Office
0

Resi
39

Retail
5752

Office Led
Office
2432

Resi
59

Retail
4682

Residential Led
Office
2140

Resi
78

Lido

846

0

816

964

33

816

964

33

816

964

33

Firs

3559

509

3269

1666

46

3269

3534

20

3269

1666

46

New Street

518

0

666

0

9

0

1332

0

0

0

18

Resi
39

Retail
2590

Resi
59

Retail
1520

Differences
Existing
Retail
Office
Bakewell Road

Retail
6455

Retail Led
Office
-142

Office Led
Office
2290

Residential Led
Office
1998

Resi
78

Lido

-30

964

33

-30

964

33

-30

964

33

Firs

-290

1157

46

-290

3025

20

-290

1157

46

New Street

148

0

9

-518

1332

0

-518

0

18

Scenario Additions - New
Max Retail Max Office Max Resi
Retail
6283
1752
682
Office
1979
7611
4119
112
175
Residences
127

Appendix D
Trip Generation Detail

TRIP GENERATION AND DISTRIBUTION
The degree of trip generation likely to be generated by the proposals has been
estimated using the Trip Rate Information Computer System (TRICS), version 2007a.
This is a database containing the trip characteristics of many land-use classes
throughout the UK. The TRICS system has been analysed for this study to determine
the level of trips (per 100m2 of GFA) that could be expected for each primary element
of the Matlock Master Plan.
Importantly, the Matlock Master Plan envisages the re-development of some existing
floor space. As such, the trip generation estimates have been informed through an
analysis of the net increase in floor space proposed under the Master Plan, as
identified in liaison with DDDC.
Furthermore, as Matlock is an existing and active town centre, not all the trips
generated by the new floor space would be unique trips (i.e. trips generated for the
sole purpose of visiting a single retail unit). As such, an allowance of 20% has been
made for joint trip purposes for the retail generation estimates, and it has been
assumed that 100% of trips to A3 land uses would be linked to retail trips. Trips
generated by office or residential land-uses are assumed to be all primary trips during
the peak periods.
Table 1 summarises the trip generation rates used in the Study, per 100m2 of GFA:Land Use
Matlock Master Plan
Retail
Residential (Flats)
Office

AM

PM

SAT

Arrs

Deps

Arrs

Deps

Arrs

Deps

0.34
0.09
3.11

0.09
0.37
0.46

1.39
0.35
0.57

1.71
0.10
2.59

6.63
0.10
-

6.05
0.09
-

Committed Developments
Residential (Houses)
0.28
0.60
0.56
0.39
0.34
0.31
B1
2.12
0.43
0.22
1.67
B2
1.42
0.64
0.32
1.16
B8
0.67
0.24
0.23
0.51
Table 1: Trip Generation Rates (85%ile) used to estimate the trip generation of the
Matlock Master Plan and Committed Developments (per 100m2 of GFA, and per unit
for Residential uses)
The Trip Generation rates contained in Table 1 are considered to be robust, as they are
85%ile rates, not land-use average generations.

Retail-Led
Arrivals

AM
Departures

Arrivals

PM
Departures

Weekend
Arrivals Departures

Bakewell Road
Add
Retail
Office
Residential

22
-4
4

6
-1
15

90
-1
14

110
-4
4

428
0
4

391
0
4

Remove
Tyre Fitters
Car Lot
Shared Retail Trips

16
6
4

5
2
1

1
2
18

12
5
22

12
0
86

14
0
78

Sub Total

-5

12

82

72

334

302

Lido
Add
Retail
Office
Residential

0
30
3

0
4
12

0
5
12

-1
25
3

-2
0
3

-2
0
3

Remove
Pool

41

29

32

30

53

46

Sub Total

-8

-12

-15

-2

-51

-45

Firs
Add
Retail
Office
Residential

-1
36
4

0
5
17

-4
7
16

-5
30
5

-19
0
5

-18
0
4

Remove
Delivery Office
Tyre Fitters

7
16

17
5

25
1

28
12

0
12

0
14

Sub Total

16

0

-7

-10

-26

-27

New Street
Add
Retail
Office
Residential

1
0
1

0
0
3

2
0
3

3
0
1

10
0
1

9
0
1

Remove
Tyre Fitters
Shared

16
0

5
0

1
0

12
1

12
2

14
2

Sub Total

-15

-2

4

-9

-3

-6

TOTAL

-12

-2

63

50

254

224

Appendix E
Network Traffic Flow Diagrams
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Appendix F
Maximum Car Parking Allowance Calculations

MAXIMUM ALLOWABLE CAR PARKING CALCULATIONS
The net increases in floor-space associated with the Matlock Master Plan have been
assessed in light of the maximum allowable parking provisions as specified in the
DDLP in order to provide an estimate at the likely level of parking that could be
allowed by the Planning Authority as the Master Plan developments are brought
forward. As noted previously, the final development scenario is not yet set, and so an
assessment has been conducted on the basis of the retail-led, office-led and
residential-led scenarios as described previously.
Some existing land-uses fall outside the retail, office or residential land-classes, but
are those that generate off-site parking demand. Specifically, if the Lido was
developed as a new facility, it could be allocated spaces under the maximum
allowable provision. As such, all estimates of maximum parking allowances have
been reduced by 93 spaces to account for the Lido’s proposed removal.
The weekday and weekend parking space calculations are presented in Tables 1 and 2,
respectively.

Scenario
Retail-led
Max Parking
Allowance
20% Shared Trips
25% Dev Footprint
Lido Reduction
Total
Office-led
Max Parking
Allowance
20% Shared Trips
25% Dev Footprint
Lido Reduction
Total

Retail

Office

Residential

198
-40

79
-20

127
-32
-93
220

55
-11

304.44
-76

112
-28

-

Residential-led
Max Parking
Allowance
21
164.76
175
20% Shared Trips
-4
25% Dev Footprint
-41
-44
Lido Reduction
Total
Table 1: Parking Assessment: Weekday Parking Allowances

-93
263

-93
179

Scenario
Retail-led
Max Parking
Allowance
20% Shared Trips
25% Dev Footprint
Lido Reduction
Total
Office-led
Max Parking
Allowance
20% Shared Trips
25% Dev Footprint
Lido Reduction
Total

Retail

314
-63

Office

Residential

127
-32

-

88
-18

-93
254

112
-28

-

Residential-led
Max Parking
Allowance
34
175
20% Shared Trips
-7
25% Dev Footprint
-44
Lido Reduction
Total
Table 2: Parking Assessment: Weekend Parking Allowances

-93
61

-93
66

Appendix G
Key Stakeholder Workshop Network Option Drawings

Appendix H
Stakeholder Invitation List

Contacts

Age Concern
Bonsall Parish Council
Central Trains
Chair MARS
Chesterfield Jobcentre Plus
Churches Together
Citizens Advice Bureau
Confederation of Passenger Transport
Countryside Agency
Crime Reduction Officer
Dales Housing Ltd
Darley Dale Town Council
Derby & Derbyshire Economic Partnership
Derby Millenium Network
Derby Racial Equality Council
Derbyshire Association for the Blind
Derbyshire Building Society
Derbyshire Chamber and Business Link
Derbyshire Coalition for Independent Living
Derbyshire County Council
Derbyshire Dales and High Peak Local Strategic Partnership
Derbyshire Dales CVS
Derbyshire PCT
Derbyshire Rural Community Council
Derbyshire Wildlife Trust
Derwent Valley Mills World Heritage Site
Derwent Valley Rural Transport Partnership
East Midlands Development Agency
East Midlands Regional Assembly
English Heritage
English Nature
Environment Agency
Federation of Small Businesses
Friday Market Trader
Friends of Derwent Valley Line
Friends of the Earth
G & J Holmes
Government Office for the East Midlands
Henry Hulley and Sons Ltd
Highfields School
Highways Agency
Housing Corporation
Ian Baseley Associates
K & H Doyle
Matlock Bath Parish Council
Matlock Business Club
Matlock Civic Association
Matlock Live
Matlock Town Council
Midland Mainline
Network Rail
Peak District and Derbyshire DMP
Peak Rail plc
Regeneration East Midlands
Royal Society for the Protection of Birds
Safer Derbyshire Team
South Darley Parish Council
Sport England East Midlands
Stage Coach East Midland
Stagecoach in Chesterfield
Tansley Parish Council
The Peak District National Park Authority
TM Travel
Transport 2000
Trent Barton
YHA
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Appendix I
Key Stakeholder Workshop Presentation

Matlock Master Plan Area Action Plan
Traffic and Transportation Strategy
Stakeholder Workshop
May 2007

Programme for the Evening
- Introduction,
- Emerging Transportation Strategy,
- Workshop Sessions (4),
- Feedback from Facilitators,
- What happens next?

Introduction

Background to the Traffic and
Transportation Strategy
2005 - Derbyshire Dales District Council (DDDC) commissioned Atkins to
prepare the Matlock Town Centre Master Plan Area Action Plan,
Summer of 2006 – consultation on the potential options from above work,
Autumn / Winter 2006 – consultation on a “Preferred Options” package,
The two rounds of consultation identified a number of issues relating to traffic
and transportation.
Spring 2007 - DDDC commissioned Scott Wilson Ltd. to consider the traffic
and transportation issues emerging from the above consultation.

Introduction

Scott Wilson Ltd.

An Engineering Consultancy,
Engaged in the fields of Transport, Property, Environment and Natural
Resources,
Working with National and Regional Bodies, Local Authorities and Private
Companies across the UK and Internationally.
Our Matlock office is a centre of Transport Planning and Highways Design for
the East Midlands region.

Introduction

Purpose of the Workshop

Detail progress to date,
Seek opinions of Stakeholders regarding emerging options,

Introduction

Issues to be Considered within
Traffic and Transportation Strategy
Whilst there are many issues to be considered, there are four key themes (which we
have researched and analysed and will form the basis of the workshops):1. Highway Network

The implementation of the Master Plan development may
create additional trips on the local highway network. To what
extent can these trips be accommodated?

2. Parking and Arrival Points

How is traffic arriving in Matlock managed? (e.g. the
interception of traffic, the management and development of
the available parking resource, and / or the development of
suitable edge of town Park and Ride facilities).

3. Public Transport

The Master Plan includes for the relocation of the existing
bus station to a new location. How will this impact on service
routes and passengers?

4. Pedestrian Links and
Circulation

An important aim of the overall Master Plan is to create a
more pedestrian-friendly Town Centre for Matlock. How is
an improved pedestrian environment achieved whilst
considering the needs of other users (i.e. the wider
network)?

Introduction

Traffic and Transportation Strategy – Our
Constraints
Development of new Sainsbury’s Store and residential development
includes for;
1. A new highway link from Dale Road to Bakewell Road,
2. Signalisation of the new Relief Road / Dale Road junction,
3. Making Matlock Bridge one-way (towards Matlock Bath),
4. Replacement of the Station Yard car park,
5. Signalisation of Crown Square,
6. A new bus station.
Whilst the above are taken as “considerations”, we have not let them unduly influence
our development of the Strategy.

Introduction

What will the Master Plan mean in Planning
Terms?
1. Extensive redevelopment of Central Matlock, including;
- Firs Parade,
- Bakewell Road & Riverside,
- The Lido Site.
2. Re-development will include retail, office, community and residential
uses,
3. Includes an extension to the Somerfield Rooftop Car Park,
4. Firs Parade will be part-pedestrianised; with the formation of new pedestrian links to
Lime Grove Avenue,
5. Improved Public Realm areas.

Emerging Transportation Strategy

What will the Master Plan mean in Traffic
Terms?
The balance of retail, office and residential space on each site is not yet fixed. As such,
three scenarios have been tested in which the opportunities for each of retail, office and
residential development floor-space provision has been maximised.
All three scenarios include a differing mix of retail, office, community and residential
uses. From these, net increases in peak period trip generation estimates have been
calculated.
AM
Scenario

PM

Weekend (peak)

Arrs

Deps

Arrs

Deps

Arrs

Deps

Retail-led

4

18

110

96

395

351

Office-led

120

22

94

163

260

228

Residential-led

55

48

94

88

164

140

Emerging Transportation Strategy

Impact on Network Operation
To do this, we first needed to test the performance of the Base network without the
Master Plan
Crown Square
Signal design is being finalised (by others),
To minimise queues, likely to require two-lane entries on each arm,
Will include pedestrian stages,
This junction would operate near capacity in the Base scenario in 2022 (the Design
Year).

Emerging Transportation Strategy

Impact on Network Operation (Cont’d)
The main impact of the Master Plan would be on the Crown Square and Relief Road
junctions.
Crown Square
The junction would operate at capacity in the AM and PM peaks in 2022 ,for all
development scenarios.
The effect compared with Base traffic is most noticeable during a Saturday peak,
(though counts suggest that, for an average Saturday, base flows are 12% less
than an AM peak and 20% less than a PM peak). However, the junction would still
operate at capacity in 2022.
Dale Road / Relief Road Signalled Junction
The junction would operate at Capacity in 2022, for all development scenarios.

Emerging Transportation Strategy

Effect of Mitigation
What measures could be taken to improve the operation of the network?
Measure

Effect

Minor Highway Improvements (see drawings in group
discussions)

Improve accessibility for all users (vehicles,
pedestrians and cyclists)

Ban right-turn from A6 (Bakewell Road) onto Matlock
Bridge (except buses)

Increase capacity of the Crown Square junction

Reduce trips entering Matlock (Advanced Signage
and Arrival Points)
Encourage greater use of Public Transport

Reduces traffic flows in Matlock at peak periods

Enact Green Travel Plans

Additional effects will be discussed within the individual workshops.

Emerging Transportation Strategy

Green Travel Plans
Research by Atkins suggests that “Soft Measures” (including Green Travel Plans) could
reduce peak period trips in a rural / small town by 2 - 3%.
For Matlock (excluding the Master Plan), this could mean a reduction of up to 172
Journey to Work trips, and perhaps up to 86 trips in the peak hour.
An Area Travel Plan Framework is recommended to manage the development of both
the Master Plan and current employment centres.
To be most effective, it is considered that this should include all of Matlock’s major
employers, including the County and District Councils.

Emerging Transportation Strategy

Parking
Level of (additional) parking required is related to the mix of development, and the
likelihood of people to share trips with other retail opportunities in Matlock.
Based on the assumptions regarding the development mix, parking standards, and an
expectation that 25% of office and residential parking spaces could be provided within
development footprints, the number of additional parking spaces required could be;

Scenario

Retail

Office

Residential

Retail-led

369

64

130

Office-led

246

185

105

Residential-led

145

119

181

However, retail demand greater on weekend than weekday…

Emerging Transportation Strategy

Parking
Scenario

Weekend
Requirement

Weekday
Requirement

Retail-led

499

426

Office-led

351

445

Residential-led

326

391

Note: No office parking assumed at weekends

Weekday
The level of spare capacity during the weekday period, would require assessment
following the completion of Cawdor Quarry works. The amount of space required would
also be related to the enactment of Green Travel Plans.
Weekend
Retail demand highest at weekend, where further opportunities exist to satisfy that
demand (i.e. Open County Hall Car Park ( ~ 200 spaces) and John Hadfield House (~
200 spaces) during the weekend.
Appropriate signage would further mitigate weekend effect on Crown Square through
the interception of traffic at the appropriate parking opportunity.

Parking
Opportunity

Pre Master
Plan

Post
Master Plan

Changes

Station Yard & Bridge

251

151

-100

Somerfield

125

250

+125

Edgefold

14

14

-

Olde Englishe

37

37

-

Bank Road

28

28

-

Bank Road (DDDC)

15

15

-

Town Hall Front

25

25

-

Town Hall (DDDC)

69

69

-

Spa Villas

15

-

-15

County Hall

-

200

+200

John Hadfield House

-

200

+200

Sainsbury's

243

243

-

Firs Parade

-

40

+40

TOTAL

822

1272

+450

Weekday Parking

738

788

+50

Emerging Transportation Strategy

Parking
Additional Opportunities;
1.

Consider an additional deck on the Bakewell Road site or Station Yard Car
Parks to provide additional space for residential / office space demands,

2.

Consider multi-storey car park on Bakewell Road site, rather than a horizontal
extension of the rooftop car parking.

Summary
Should the full extent of development take place, then the critical period would
be the weekday period.

Emerging Transportation Strategy

Displaced Parking (i.e. Park and Ride)
Three sites have been specifically suggested;
County Hall (weekend only),
Cromford Meadows,
Rowsley South.

County Hall

-

Cromford Meadows

Rowsley South

-

Shuttle Service could operate on a high
frequency (10 mins). Could be introduced on an
experimental basis.
-

One bus could sustain a 30min frequency, only.
As such, this would be of doubtful attractiveness.
One bus could sustain a 30 min frequency, only.
As such, this would be of doubtful attractiveness.
Train Services could assist with tourism traffic.

Emerging Transportation Strategy

Public Transport
The location of the new Public Transport Interchange and one-way operation of the
bridge will mean;
-Some services using the Interchange only
(i.e. terminating services from the A6 South),
-Some services using the Interchange in one direction only,
(through services along the A6)
-Some services not using the Interchange
(terminating services from east of Matlock),
Additional stops will be required on Bakewell Road,
Walking distances between some connecting services will increase,
The improvements to Firs Parade mean that an opportunity exists to improve the
“Woolworths” bus stops.

Emerging Transportation Strategy

The Pedestrian Environment
Options (For Bakewell Road / Causeway Lane / Bank Road)
1)

Provide gateway features to clearly mark Matlock Town Centre,

2a) Reduce carriageway widths (to 7.3m), retaining full-depth kerbs,
2b) Reduce carriageway widths to minimum (6m), provide half-depth kerbs and blockpaved style surfacing, remove on-street parking, and time-limit servicing,
(Two Options to discuss during the workshop)
3) Provide additional crossing locations, considering the provision of crossing points at
the new Crown Square signals.
Drawings provided during group sessions show provisional detail of above.

Emerging Transportation Strategy

Full Closure of Matlock Bridge
The full closure of Matlock Bridge would require more public transport services
to use the Interchange but would displace provision from the main retail centre,
which it is hoped to expand (i.e. Bakewell Road),
The proposal would create additional vehicular delay for vehicles heading to the
A6 (South) from Matlock,
Closure of Matlock Bridge would only be considered following a comprehensive
assessment of the wider network effects.

Initial Conclusions
1.

The present level of redevelopment included in the Master Plan can be
supported, but this forms a maximum level of supportable development in
the context of the available highway infrastructure.

2.

The Pedestrian Environment can be improved but the extent of this
improvement has implications for the highway network operation,

3.

Sufficient parking could be provided during the weekend period, but the
weekday capacity will require further assessment once the Cawdor Quarry
works are complete,

4.

The new bus interchange will be used, but well defined bus stops will also
be required on Bakewell Road,

5.

A Comprehensive Area Travel Plan Framework is proposed to manage
trips generated by the town’s major employers.

Workshop Groups

1.

Highway Network,

2.

Parking and Arrival Points,

3.

Public Transport,

4.

Pedestrian Links and Circulation.

What happens next?

1.

Scott Wilson will take away your comments and give them due
consideration

2.

We will produce our final version of the Traffic and Transportation
Strategy

3.

We will produce our Report and this will be issued to DDDC in mid
to late June 2007.

Appendix J
Area Travel Plan Framework

1.0

INTRODUCTION

1.1

The Matlock Master Plan Area Action Plan foresees the re-development of a
large part of Matlock Town Centre; focusing on the Firs Parade and Bakewell
Road areas. As detailed re-development proposals emerge, individual detailed
Travel Plans will be a condition of planning consent.

1.2

This Area Travel Plan Framework is designed to provide an outline for the
development of such detailed Travel Plans, once a specific end user is known.
End users would then appoint a site Travel Plan Coordinators to set detailed
targets and manage the process on a day to day basis. The Framework is
intended to be flexible, as the needs of each site will differ, but also provide a
consistency of approach that should aid wider Travel Plan initiatives.

1.3

Importantly, both Derbyshire Dales District Council (DDDC) and Derbyshire
County Council (DCC) have offices within Matlock itself and, alongside their
statutory powers and duties, could provide a strong foundation for an Area
Travel Plan Framework. It is proposed that DDDC would have ownership of
the Area Travel Plan Framework, and that the focus would be on Employees
(rather than visitors / shoppers).

1.4

Figure J1 illustrates the Area Travel Plan hierarchy that could be adopted
within Matlock Town Centre.

Derbyshire Dales District
Council Travel Plan

Existing Business
Travel Plans

Matlock Town Centre Area
Travel Plan Framework

Derbyshire County
Council Travel Plan

Master Plan Specific
Proposals (Multiple)

Figure J1: Relationship between the Matlock Town Centre Area Travel Plan
Framework and its component site-specific Travel Plans
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1.5

It is recognised that a successful Travel Plan has the potential to produce many
important benefits, including:
3

reducing time / costs relating to commuting and business travel,

3

encouraging staff retention and recruitment,

3

helping protect the local environment,

3

enhancing business image with community / clients.

1.6

A Travel Plan can also provide linkages with national, regional and local
transport policy objectives.

1.7

At a national level, Planning Policy Guidance Note 13 (PPG13) sets out
Central Government’s aspirations regarding the adoption of Travel Plans for
new development. In particular, PPG13 highlights the role of Travel Plans in
reducing car usage, whilst increasing the use of public transport, walking and
cycling, and improving road safety and personal security, particularly for
pedestrians and cyclists.

1.8

There is, therefore, a clear wider policy context for this Travel Plan and
existing initiatives to be built upon to ensure the development of an efficient
and sustainable pattern of trips.

1.9

There are significant employee centres within Matlock Town Centre not part
of the Matlock Master Plan Area Action plan proposals and, as such, not
required to prepare Travel Plans as a matter of course. However, DDDC could
liaise with these employees to request their participation in the Area Travel
Plan Framework.

2

2.0

PRINCIPLES OF THE PLAN

2.1

The principles of the Area Travel Plan are to:
3

Enable staff and visitors to choose a method of getting to work other
than using a private car;

3

Encourage and promote a healthier more active life by showing
benefits to the environment and financially to the individual; and to,

3

Promote the social aspects of sustainable transport for all groups of
society by inclusion with local authorities and local communities, to
provide a fully integrated transport system.

2.2

This Plan is not intended to be a static entity as the circumstances of Matlock
Town Centre may alter (e.g. bus routes may change etc.) that would present
new opportunities or challenges with respect to travelling to and from the area.
This report details a procedure for maintaining the plan, which includes for its
periodic updating to allow the incorporation of new ideas and information.

3

3.0

OBJECTIVES AND TARGETS

3.1

Objectives
The overall objective of the Area Travel Plan should be to reflect the local
issues to be addressed. For example, these could include to:

3.2

Trip

3

maximise the sustainability of the travel to the site;

3

provide practical travel options for employees

Targets
Targets are required to measure whether the objectives are being met. These
need to take into account the local circumstances. A good starting point for
the Area Travel Plan would therefore be the Census journey to work data
mode split for the Matlock area, which are given in Table J1, below.

Car
Car
M/C P/C
Driver Passenger
Matlock
1.7%
5.3% 0.8% 72.6%
8.5%
0.7% 0.7%
Table J1: Matlock Mode Split, Census 2001 Journey to Work data

3.3

Train

Bus

Taxi

Foot
9.7%

When setting targets for individual end users, these should correspond to the
ideals of SMART targets:
• Specific,
• Measurable,
• Achievable,
• Realistic,
• Time-bound.

4

4.0

ROLES AND RESPONSIBILITES

4.1

Derbyshire Dales District Council (DDDC) is the lead Authority with respect
to the Matlock Masterplan Area Action Plan. DDDC is also the local Planning
Authority and, as such, will require Travel Plans for new development within
Matlock Town Centre.

4.2

As the Local Highway Authority (LHA), Derbyshire County Council (DCC)
currently provides support to organisations interested in adopting Travel Plans.
The County Council’s Sustainable Travel Officer offers free advice on how to
get started and can,
•

Offer free information and advice about developing and implementing an
effective travel plan,

•

Facilitate discussions between local public transport operators and businesses,

•

Channel requests for highway engineering measures into the local planning
process, and,

•

Give direction to sources of assistance such as useful publications, funding
opportunities, business networks, travel planning conferences and relevant
organisations and associations.

4.3

However, successful individual site Travel Plan will require management at a
local level and, to be effective, this input should be managed through a
nominated member of staff; with appropriate management support. Roles and
responsibilities are described below.

4.4

Site Manager;






Provide the management support required to make strategic decisions,
Steer the Travel Plan and address issues that cross site boundaries,
Set tasks, priorities and work programmes for the Travel Plan Coordinator,
Secure any necessary funding required to take the Travel Plan forward,
Keep key decision makers informed of progress with the Travel Plan.
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4.5

Site Travel Plan Co-ordinator;









4.6

Oversee the development and implementation of the Travel Plan,
Implement the information and awareness campaign to ensure the Travel
Plan is satisfactorily promoted and kept up-to-date,
Co-ordinate the necessary data collection exercises required to maintain
and monitor the detailed Travel Plan (e.g. annual survey),
Arrange for the analysis of survey results,
Act as a point of contact for those working who require travel information,
Act as a point of contact regarding feedback relating to the plan,
Update the plan as and when required,
Liaise with different Area Travel Plan partners to identify areas of crossworking.

Notwithstanding the above, given that each site will be part of a wider
development, DDDC should liaise with the individual Travel Plan Coordinators to determine areas of potential joint working.

6

5.0

SITE ASSESMENTS

5.1

Although the development envisaged within the Matlock Master Plan will take
place within a well-defined and geographically limited area, each development
will have specific site related issues that may limit access by non-car modes.
As such, individual site assessments should be conducted. These assessments
should consider;
•
•
•
•
•
•

5.2

Pedestrian Access & Facilities,
Cycle Access & Facilities,
Motorcycle Access & Facilities,
Bus Services,
Rail services,
Vehicular access.

In addition, consideration should be given to the management of on-site car
parking.
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6.0

BASE TRAVEL AUDIT

6.1

Data Collection
Employee origins will only be definitively known once end-users have been
identified, and staff have been recruited and/or transferred.

6.2

The appointed site Travel Plan Co-ordinator should arrange for a base Staff
Travel Survey within three months of a new development opening. This
Survey would capture the base travel patterns of staff, and provide data with
which to set site-specific targets, and monitor progress towards these targets.

6.3

A sample questionnaire is included within this Area Travel Plan Framework.

6.4

The purpose of the Staff Travel Survey would be to establish:
3 the catchment from which employees are drawn,
3 the proportion of full and part-time employees,
3 the main mode used by employees to reach their workplace,
3 the journey time to work of employees,
3 the reasons employees choose to drive to work, if they do so,
3 the measures that may encourage employees to use non-car modes,

6.5

6.6

The data should be recorded in an appropriate database, taking into account
the requirements of the Data Protection Act. Ideally a Geographical
Information System would be used, as it would greatly facilitate the
interpretation of the data.

Analysis
The collection of the above data is not an end in itself but rather a means to
establish the specific travel limitations and opportunities. The following
provides a basic analysis framework:
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Action
Employee Catchment

Full and part-time
employees
Main Mode of Journey
to Work
Journey Time to Work

Reason
3 Produce maps of employee home locations
(based on postcodes, wards etc.)
3 Determine the proportion of employees with
resulting access to PT services as described in
Section 3
3 Determine the proportion of employees within
reasonable walking or cycling distance
3 Determine proportion of employees travelling
during peak / off-peak hours
3 Provide comparison with Census data in first
instance (but then gives base on which to track
Travel Plan progress).
3 Provides a benchmark to which to compare
alternative modes
3 Informs the development of realistic measures
that may be effective
3 Determines realistic measures that may be
effective

Reasons employees
choose to Drive to work
Measures that may
encourage employees to
use non-car modes
Table J2: Analysis of staff travel survey

6.7

The responses from the Staff Travel Surveys should be examined and
disaggregated by both distance from work of employee origin, and mode of
journey to work. This will enable greater benefits to be drawn from the data,
i.e. it would enable,
3

the identification of reasons that employees drive to work who perhaps
live within walking and / or cycling distance,

3

the identification of measures that may encourage non-car use that are
attractive to car-users (which may be very different to the views of noncar users),

3

the determination of site specific targets.

6.8

Analysis of the base Staff Travel Survey should be recorded as part of the site
Travel Plan.

6.9

To review progress, the site Travel Plan should be internally reviewed every
two years through the means of additional Travel Surveys, or yearly Snap Shot
surveys. The questions for such surveys should be consistent with previous
years to ensure comparisons can be made and clear conclusions drawn.

9

6.10

Inputs into the Area Travel Plan Framework
In order to inform the wider Area Travel Plan process, anonymous data from
the Travel Surveys should be fed to Derbyshire Dales District Council, in
order to identify issues and track progress across Matlock as a whole.
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7.0

ACTIONS AND MEASURES

7.1

The success of the Area Travel Plan will lie in its ability to influence the travel
patterns of those staff who would otherwise travel to work using the private
motorcar. In order to achieve this, the Travel Plan must promote travel choice.

7.2

A series of actions and measures have been identified that could be adopted
during the lifetime of the Plan. These are divided into likely core measures,
and an additional library of potential measures that could be adopted following
the establishment of the base travel data, and the identification of site-specific
issues.

Time
Prior to
Opening

Action
Review bus and timetable
information
Prepare Travel Information Board

Reason
Ensure information is upto-date
Ensure clear
communication of
information.
Distribute Travel Information to Ensure employees are
employees; inclusive of site informed of travel options.
location, bus timetable sources,
rail timetable sources, note of on
site cycle provisions and note of
Travel Plan existence. Introduce
Travel Plan Co-ordinator.
Prepare
Travel
Information Ensure visitors are
documents for visitors.
informed of travel options
prior to their first arrival.
On
Conduct first annual Travel Ensure good base data.
Opening
Survey.
1st Year
Conduct first annual Travel Plan Ensure Travel Plan is
Review.
responsive to changing
circumstances.
Table J3: Core Actions – Prior to Opening and First Year.

11

Mode

Measure

ALL

Conduct an annual Travel Survey (ideally
October, each year, a neutral month).
Include Travel Mode column in Visitor
“Signing In” Book at each industry.
Consider Individualised Travel Marketing
system, and market appropriately.
Promote the use of public transport through
appropriate information distribution.
Ensure public transport information is
accurate and up-to-date.
Liaise with local public transport operators DDDC Area
with regards future network changes and Plan Action
the provision of marketing material.
Provide “Personal Safety” to any employee
requiring them.

PUBLIC
TRANSPORT

WALKING

Area
Individual

CYCLING

/

Distribute information on cycling as
appropriate at the times of local / national
campaigns.
Provide mapping of walking and cycling
routes and ensure these are updated
frequently.
Repair any damage to cycle stands /
DDDC Area
shelters as these are reported
Plan Action
CAR SHARE
Encourage car sharing via staff, ideally
through a unified Matlock Car Share
network
FLEET
Ensure new vehicles are of a high
MANAGEMENT environmental standard.
Ensure fleet vehicles are regularly serviced
and well maintained.
Maintain a log of service vehicle use,
including distance, fuel inputs and journey
purpose.
RECRUITMENT New employees are to be made aware of
Transport Options and the Travel Plan.
Table J4: Library of Potential Measures for use within the Travel Plans
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8.0

INFORMATION AND AWARENESS

8.1

The Area Travel Plan’s success will be dependant on the clear flow of
information for employees working within Matlock.

8.2

The site Travel Plan Co-ordinator would be the primary point of contact for
those who require information regarding the Travel Plan. However, it should
also be clearly communicated that the Travel Plan Co-ordinator is also the
facilitator of feedback regarding the plan, and that the plan is flexible enough
to accommodate such feedback.

8.3

To ensure lines of communication are maintained during the lifetime of the
Travel Plan, an information board should be provided including details of the
site Travel Plan Co-ordinator.

8.4

The mechanisms for this flow of information are summarised within the
following diagram:

DDDC Planning
Team

Area Travel Plan
Framework

DCC (Environmental
Services)

Strategic Support
Site Travel Plan

Travel Plan Co-ordinator

Information
Board

Travel User Group

Supporting
Materials

Employees

Figure J2: The Travel Plan Ideas / Information Flow
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9.0

MONITORING AND EVALUATION

9.1

This Area Travel Plan Framework is not a static document, but is intended to
be updated, as required through the lifetime of the Matlock Town Centre
Master Plan Area Action Plan. The responsibility for the maintenance of the
Area Travel Plan Framework would lie with Derbyshire Dales District
Council.

9.2

As a whole, the individual Travel Plans should be reviewed once a year in the
light of the previous year’s Travel Survey. However, feedback from users
during the year may prompt more frequent review.

9.3

To summarise, the procedures recommended during individual reviews are
illustrated below;
Review Item

Inclusion

Time

Public Transport
Information

Replacement of Appendices and
information materials

As Required.

Promotional Materials

Replacement of Appendices and
information materials

As Required.

Staff Feedback

Summary of issues raised included
as Appendix

As Required.

Annual Travel Survey
Analysis

Inclusion as new Appendix

Yearly

Targets

Update of Targets and
Achievement within main body of
Plan with reference to analysis
Appendix.

Yearly

Actions and Measures

Update within main body of Plan

Yearly / As
Required.

Table J5: Travel Plan Monitoring
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Staff Travel Plan Survey
To help us understand the travel patterns of our staff, we are undertaking this
short survey. This information will be used to develop our Travel Plan.
When completed, please return your form to ________________________
The questionnaires should be returned by ___________________________.
Thank you for your assistance.
A. Journey to Work
A1. Which city / town / village do you live
in?__________________________
A2. What is your home postcode?
____________________________
A3. How long does your journey to/from work
normally take? (Please circle one option)
A
Less than 10 minutes
B
10 – 20 minutes
C
21 – 40 minutes
D
41 – 60 minutes
E
over one hour
A4. How do you normally travel to work
during an average week? (Please circle
one option)
A
Bus
B
Car (as driver)
C
Car (as passenger)
D
Bicycle
E
Motorcycle / Moped / Scooter
F
Train
G
Walk
H
Other (please specify)
_____________________
A5. If you travel to work as a car passenger,
is this a staff car share arrangement?
A

Yes

B

A6. If you own a car, do you use it for
lunchtime trips? (Please circle one
option)
A
Yes, all the time
B
Sometimes
C
No, never
A7. If you travel to work by car, is this
because of ? (Please circle all that
apply):
A
B
C
D
E
F
G

Time savings
Cost savings
Convenience
Personal safety
Public Transport unattractive
Large distance from home
Other (Please Specify)
________________________

A8. If you do not travel to work by car, then is
this because you? (Please circle all that
apply):
A
Have no car available
B
Want to reduce your car use
C
Have environmental concerns
D
Feel other modes are more practical
E
Have difficulty parking
F
Want to improve own health /
fitness
G
Enjoy walking / cycling
H
Other (Please Specify)
______________________

No

This Travel Survey was designed by Scott Wilson Ltd
www.scottwilson.com

B. Increasing Choice
B1. Would the following Public Transport measures increase your use of public transport, or make
public transport more attractive? (Please circle one likelihood per row)

Subsidised / lower fares
Increased service frequency
Introduction of bus priority measures
Improved links to train station
Better quality buses
Better quality waiting facilities
More timetable information
Increased difficulty in parking
Other (Please Specify)

Very Likely

Likely

Unlikely

x
x
x
x
x
x
x
x
x

x
x
x
x
x
x
x
x
x

x
x
x
x
x
x
x
x
x

Very
Unlikely
x
x
x
x
x
x
x
x
x

B2. Would you consider cycling to work more, if the following were provided? (Please circle one
likelihood per row)

Secure bicycle parking
Showers / changing at work
Discounts / loans for bicycle purchase
The provision of better bicycle routes
Advice or training in bicycle safety
Other (Please specify)

Very Likely

Likely

Unlikely

x
x
x
x
x
X

x
x
x
x
x
x

x
x
x
x
x
x

C. About You
C1. Are you?
A.
Male

B.

Female

C2. Do you work full or part-time?
A.

Full

B.

Part

C3. Would you be willing to car-share?
A.
Yes
B.
No

Very
Unlikely
x
x
x
x
x
x

C4. Do you travel…? (Circle all that apply)
To work:A Before 0800hrs
B 0800 – 0900hrs
To / From work:C 1100 – 1600hrs
From work:D 1600 – 1800hrs
E After 1800hrs

THANK YOU FOR YOUR TIME
Note: All responses will be treated as confidential.
NAME (Optional) _______________________________ (for further information about car sharing)

This Travel Survey was designed by Scott Wilson Ltd
www.scottwilson.com

