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10.5.5 Many of these design features are also 
beneficial when cycle facilities are provided off-
carriageway, as outlined below. Guidance on designing 
cycle lanes at priority junctions is given in Section 6.4.

10.5.6 Where a designated cycle route via minor 
streets needs to cross a major highway at a staggered 
junction, a right-left stagger is preferred so that the 
right turn manoeuvres are made on the minor road.

Priority crossings of cycle tracks at 
side roads

10.5.7 In urban areas, where protected space 
separate from the carriageway is provided for cycling, it is 
important to design priority junctions so that wherever 
possible cyclists can cross the minor arms of junctions in 
a safe manner without losing priority. This enables cyclists 
to maintain momentum safely, meeting the core design 
outcomes of safety, directness and comfort.

10.5.8 Taking cyclists off the main carriageway 
creates additional points of conflict, as indicated in 
Figure 10.2, and so careful consideration must be given 
to how these conflicts are managed and minimised. 

10.5.9 In rural areas, and where the speed limit is 
greater than 40mph, it will not normally be appropriate in 
safety terms to provide simple priority across side road 
junctions. Further guidance on designing non-priority 
cycle crossings of side roads is at the end of this Section.

10.5.10 Figure 10.13 shows options for providing for 
cycle priority at side roads in urban areas. These have 
been classified by position of the cycle facility relative 
to the major road kerbline.

 a Full set back – at least a car length (5m) from 
the kerbline;

 a Partial set back – less than a car length from 
the kerbline; 

 a No set back – at the kerbline

10.5.11 They have also been classified according to 
whether full legal priority is given over traffic leaving and 
entering the side road, or whether effective priority is 
achieved through design, where changes in surfacing 
and minimal (if any) road markings are used to 
distinguish the cycle crossing from the main carriageway. 
Both approaches may be used, with the choice 

Figure 10.13: Priority crossings of cycle tracks at side roads*

 
* Note – yellow globes at parallel crossings omitted for clarity.
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depending on factors such as the context and the 
available budget.

10.5.12 In all cases, it is preferable in safety terms that 
cycle tracks crossing side roads are one way in the 
direction of traffic on the main carriageway. Drivers are 
less likely to be aware of cyclists travelling in the other 
direction when turning into and out of the side road. 
Nevertheless, these conflicts can be managed by 
making the crossing conspicuous and reducing the 
speed of turning traffic.

Full set back, marked priority crossing

10.5.13 This type of side road crossing is sometimes 
called a ‘bent-out’ crossing, where a cycle track is inset 
from the main road carriageway at a distance that 
enables a car to stop if a cyclist is crossing. Effectively, 
this is a crossroads junction of the minor arm with 
priority given to the cyclist using standard give way 
markings. It is suitable where traffic flows on the minor 
arm are up to around 2,000 PCU/day. If the cycle track 
on the approach to the crossing is already far enough 
from the kerbline to enable a driver to stop at the 
crossing, it may not need to be ‘bent out’.

10.5.14 This type of crossing requires sufficient space 
at the junction to accommodate the required geometry 
and may therefore be more difficult to achieve in built-up 
areas where there are no verges. It can be used on 
two-way tracks, but the problems set out in Section 6.2 
should be noted.

Figure 10.14: Full set back, marked priority (bent-out) 
crossing, Enfield

10.5.15 The crossing should preferably be raised and 
paved in a material which contrasts with the carriageway 
and which is the same as the cycle track on either side, 
to emphasise the priority movement, as shown in 
Figure 10.15.

10.5.16 The give-way markings for general traffic 
should preferably be set at least 5.0m back from the 
major road kerbline to allow space for one car to wait. 
Tight corner radii should be used, preferably no more 
than 4.0m, and 6.0m at most. Give way triangle road 
markings to TSRGD diagram 1023A may be used to 
reinforce the requirement for drivers to give way. 

10.5.17 This arrangement reduces the likelihood of the 
cycle track crossing being blocked by cars waiting to 
turn out of the junction. 

10.5.18 This layout does not provide any specific 
facility for pedestrians. A parallel crossing placed in the 
same position as the give way markings would benefit 
both user groups, and is suitable for crossing a busier 
minor arm. 

10.5.19 Where the cycle route is bent out towards the 
building line it may mean that the desire line for 
pedestrians cuts across the cycle track, which can 
introduce conflict with cyclists. If there is insufficient 
space to provide a clear route for pedestrians an 
alternative design should be considered. 

Partial set back, marked priority crossing

10.5.20 This arrangement may also be used where the 
set-back into the junction is less than 5.0m, as shown in 
Figure 10.16. It requires clear visibility to the crossing 
from the main road.

10.5.21 This arrangement should be used with caution 
and only where traffic volumes and speeds are low. 
The requirement for drivers to give way to cyclists when 
turning , through the use of road markings, will also tend 
to reduce the speed of through traffic. 

10.5.22 Vehicles waiting to turn out of the junction tend 
to block the cycle crossing and so this arrangement 
should only be considered where traffic flows on the 
minor arm are very light, typically less than 2,000 PCU/
day, and where there are frequent gaps in traffic on the 
major arm so that there is minimal queuing on the 
side road.

10.5.23 A parallel crossing may be preferable instead, 
provided there is sufficient setback to accommodate the 
minimum requirements for zig-zag markings. This has 
the advantage of providing pedestrians with priority 
across the mouth of the junction without deviating from 
their desire line.
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Design priority, no setback

10.5.24 This approach is suitable for one way tracks 
travelling in the same direction as the adjacent traffic 
lane, as shown in figure 10.17. Drivers must give way to 
cyclists when leaving the side road, but there is no 
priority for cyclists over traffic turning in. 

10.5.25 This arrangement may be used at stepped 
cycle tracks which continue past the mouth of a side 
road junction with no change of material or level. Motor 
vehicles entering and leaving the side road will pass over 
a slight rise. A chamfered kerb may assist with this, as 
pioneered in Cambridgeshire – see Figure 10.19.

Figure 10.15: Full set back, marked priority (bent-out) crossing
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Design Priority, full and partial setback

10.5.26 Priority for cyclists and pedestrians across 
minor side-road junctions can also be achieved through 
design priority, where the mouth of the junction is 
redesigned to emphasise the continuity of the footway 
and cycle track. The technique has not yet been widely 
applied in the UK, but could be considered for two-way 
and preferably one-way cycle tracks across minor 
accesses.

10.5.27 The use of markings to diagram 1055.3 at 
unsignalised junctions is not permitted in TSRGD. 
Alternative markings may be used, such as broken lines 
to diagram 1010 and cycle symbols to diagram 1057.

No Set Back, Marked Priority Crossing

10.5.28 Give way markings can be applied close to the 
edge of the carriageway between narrow kerbed islands 
to indicate that cyclists passing the junction have legal 
priority over traffic turning in and out of the side road. 

Figure 10.16: Partial set back, marked priority crossing, Hillingdon

Figure 10.17: No setback crossing with design priority,– Bournemouth
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Figure 10.18: Cyclists give way on minor arm

Note:
Traffic speed and volume may warrant
cycle crossings of major arm and minor
arm being signal-controlled

Min 10m

Min 3m

Min 3m

Min 3m

Min 3m

Min
3m
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10.5.29 The positioning of cyclists close to the edge of 
the carriageway means that they are more visible to 
vehicles turning into the minor arm and the cycle track is 
unlikely to be blocked by vehicles waiting to turn out of 
the junction.

10.5.30 This arrangement is typically used in 
conjunction with carriageway-level kerbed cycle tracks 
but can also be used with light segregation and cycle 
lanes. It can be used on two-way tracks, but the 
problems set out in Section 6.2 should be noted.

Non-Priority Crossings of Cycle Tracks at 
Side Roads 

10.5.31 Where the speed limit is greater than 40 mph 
it will not normally be appropriate in safety terms for 
cyclists to be given priority over turning traffic at priority 
junctions. 

10.5.32 At busier junctions where traffic flows are such 
that cyclists would experience significant delay in waiting 
for a gap to cross the minor arm, consideration should 
be given to providing a signal controlled or grade-
separated crossing. 

10.5.33 Where cyclists need to give way, the point at 
which they cross the minor arm should be set well back 
from the edge of the major carriageway so that they are 
able to ascertain when vehicles are about to turn into the 
junction. The desirable minimum set back distance is 
10m, or the tangent point if the corner radius exceeds 
10m. It should be measured from the kerbline of the 
nearside diverging lane if present (see Figure 10.18). 

10.5.34 At rural junctions where the cycle track 
crosses a side road with less than 2000 AADT, there 
should be no marked priority for either cycle traffic or 
traffic using the minor arm, and a minimum set back 
distance of 5m may be used.

Figure 10.19: The ‘Cambridge Kerb’
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