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Chairman’s Foreward
Hatfield is a town with fantastic assets; strong community, big business, academia,
excellent transport links, proximity to beautiful countryside. Yet, like many new
towns of its era, it is starting to show signs of age and a plan was needed to
address these, whilst retaining and building on its many assets.
In 2016, the Hatfield Renewal Partnership launched the Hatfield New Town Renewal
Framework. This was the result of 18 months of hard work and widespread public
consultation and engagement, and sets out a framework for the renewal and future
of Hatfield which is supported by local authorities, education providers and key
landowners. All of those bodies are currently working to bring forward the changes
which we all want to see.
One of the key issues in any town is Transport and like most towns, Hatfield has
particular issues and challenges which need to be addressed. To look at this, the
partnership commissioned a review of transport for the town. This has provided an
overall strategy and proposed future improvements and projects. The ethos of this
was to try to balance all forms of transport; to ensure that those people who need
to drive are able to do so with reduced congestion and delays, whilst those who
wish or need to use other means – walking, cycling and public transport – find it as
easy, safe and convenient as possible to do so.
Not only will these improvements ensure that transport in and around the town is
easier, quicker and more efficient at getting residents, workers and visitors from
place to place, but our community will see improvements in air quality and other
benefits.
This transport strategy identifies a series of
specific measures, local policies and regional
steps which can be taken, both short term and
long term, and I am sure that this strategy offers
a way forward which all of us can work to bring
to fruition.

Quintin McKellar
Vice Chancellor University of Hertfordshire
Chair, Hatfield Renewal Partnership
June 2017
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Executive Summary
The Hatfield 2030+ project seeks to create
a framework to help guide the
redevelopment and revitalisation of
Hatfield in order to unlock the potential of
the town. This Transport Strategy is a
daughter document to the 2030+ Renewal
Framework and sets out in more detail of
how Hatfield can achieve the transport
elements of the overarching project.
Hatfield is a post war New Town, much of
which was designed and built at a time
when the private vehicle was increasingly
becoming the preferred mode of travel. As
population growth has continued in the
local area, Hertfordshire and across the
country the number of vehicles on the
highway network has increased, leading to
increasing delays and levels of congestion.
At the same time there is growing concern
about the health issues associated with
transport, the severance that insufficient

connections can cause and the safety
risks posed by a complex highway
network. These issues have meant a need
to change the way we plan for
development and a new focus on fully
utilizing the available highway network for
all users.
Figure 0.1 shows the three themes that
have provided an overarching steer
regarding the future direction for transport
planning and investment in Hatfield. These
themes have helped the development of
nine objectives to be identified. These
themes and objectives provide the
framework for developing a wide-ranging
set of physical interventions and
associated actions and policies. They will
also act as benchmarks when eventually
assessing whether the mitigation
measures have been successful.

Figure 0.1. Hatfield Transport Strategy Themes and Objectives
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Hatfield faces a range of challenges in the
current context and in the future which
include: congestion on the local highway
network, a disconnect between various
important activity hubs across the town,
the need to accommodate the level of
planned housing and employment
development and the increasing pressure
placed on the network by (among others)
commuters travelling into, out of and
through Hatfield on the local highway
network. These are important local
challenges that need to be considered
when identifying the most effective and
equitable approach to managing and
developing the town’s transport network.
There are also several national challenges
that Hatfield will also need to consider
such as the impact on personal health, air
quality, public transport funding and road
safety, all of which will have varying
degrees of influence at the
neighbourhood, local and town level.
Developing a suitably wide range of
interventions has taken the shape of policy
and physical measures working on various
spatial scales. The interventions include a
range of potential policy measures that
can be applied to the whole of Hatfield or
to the town centre which is at the heart of
the 2030+ redevelopment vision. There
were also seven key corridors identified
based on key interactions and
connections between various activity
hubs. These corridors feature a range of
proposed measures that are designed to
help improve intra-urban connectivity
within Hatfield and to optimise how various
corridors criss-crossing the town are
utilised.
As well as the local level interventions
there are several more strategic level
interventions. These are focussed around
the need to make Hatfield a destination,
rather than a thoroughfare and various

measures have been proposed to manage
the strategic through traffic so that it does
not route through the local town centre.
The various measures and interventions
proposed are designed in line with the nine
objectives to help realise Hatfield’s long
term growth and regeneration potential.
They will help to provide a walking and
cycling network that is safe and accessible
to all; this will help improve connections
between activity hubs, reduce issues of
severance and help to improve personal
activity and public health. The
interventions will also aim to promote
public transport and reduce the perceived
benefits of the private vehicle; this will help
to preserve Hatfield for local residents as a
pleasant, healthy and safe place to live,
whilst promoting more sustainable
transport modes.
Hatfield has an opportunity to be a leading
sustainable transport town within
Hertfordshire, building upon whilst also
evolving its New Town heritage
infrastructure. This approach has the
potential to help improve the lives of
residents, the workplace population and
the prosperity of local businesses. The
implementation of such an ambitious
vision will not be without challenges: the
measures will need to be understood and
accepted by local residents and
businesses, whilst funding will also need to
be sourced for many of the interventions.
Nonetheless, looking ahead towards 2030
and beyond, as we continue to experience
rapid rates of population growth, the need
for sustainable new developments and
new economic opportunities will continue;
the current highway network is fast
becoming out dated and a new approach
to personal mobility and travel planning will
need to be embraced to enable the
continued social evolution process.
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The Queensway southbound
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1. Introduction
This Transport Strategy forms part of the
Hatfield 2030+ regeneration framework
that aims to provide guidance and
direction for the development and growth
of Hatfield over the next twenty years or
so.
The Transport Strategy sits beneath the
Renewal Framework, where it provides
objectives and direction to be followed for
the identification and delivery of transport
schemes over the life of the Vision.
The Strategy identifies some high level
Topics to be used in developing objectives
and policies. The Strategy then explains
how the objectives will help to provide a
transport network capable of supporting
the future vision for Hatfield.
The Strategy identifies current and
potential future transported-related
challenges in Hatfield, in order to build a
picture of what barriers need to be
overcome to enable the delivery of an
effective transport system.

Hatfield 2030+ Vision
“a well-connected, distinctive and
multi centred town with a renewed
‘New Town’ pioneering and
entrepreneurial spirit.
A town that re-balances economic
growth and world class education
assets with new and rejuvenated
housing, excellent community,
culture, retail and leisure facilities and
a series of connected urban centres”

The Strategy also identifies some of the
potential policies, projects and physical

mitigations that could be implemented in
support of the objectives.
This Strategy has been designed for a
wide audience including, local residents,
businesses, land owners, developers,
Council officers and members. The
Strategy is intended to provide an
ambitious direction for all stakeholders to
buy into and follow. In order for the various
stakeholders and interested parties to
accept the Strategy, the objectives need
to be both ambitious and feasible. The
Strategy also needs to outline how it will
balance concerns like the environment
and personal health, with the need to offer
opportunities for new housing and
employment.
Modern life involves a range of different
activities such as work, home, retail, leisure
and entertainment; all these activities take
place in different locations referred to here
as activity hubs. Transport is essential in
connecting these different activity hubs.
For the last fifty or so years, the focus for
investment in the transport network has
been to provide the fastest and safest
connections between these different
activity hubs. This has led to the car
becoming the focal point of the transport
network as it offers a relatively cheap and
safe mode of travel, whilst providing the
convenience and time saving benefits of a
single mode of travel for the entire journey
compared with some alternative transport
modes. The need to provide a network for
the increasing numbers of cars has
resulted in a sustained period of road
building, which has included developing
new roads and widening existing roads. We
have now reached a point where the
construction of new roads could be both
cost prohibitive and incapable of providing
any long term relief to the issue of
congestion.
We are now in a new position where we
can no longer ‘build our way out of
congestion’, and so we need to address
the ever growing levels of demand on a
physically limited transport network. This
9

has led to a change in thinking, with an
emphasis now placed on improving the
efficiency of the existing network to
maintain or reduce present day journey
times. Such a change in focus comes with
some challenges as it could diminish the
priority which has been afforded to the car;
this opens up potential opportunities to
promote other more efficient modes of
transport to best serve the interests and
needs of Hatfield.
Planners have traditionally been focussed
on providing infrastructure based on the
demand of transport users, but now their
role is changing too as an increasing focus
on transport education and behavioural
change becomes a key element in
managing traffic congestion levels.
Fundamentally the role of transport in our
everyday lives is changing as increased
congestion and slower journeys are
affecting daily activities. There is now an
opportunity to think of roads as more than
just tarmac exclusively for motorised
vehicles used to connect different activity
hubs. Roads have become transport
corridors, offering a broader range of
functions and opportunities. These
corridors are no longer simple
connections from A to B, but can become
locations for activities such as cycling,
walking and recreation. This presents an
opportunity in Hatfield to re-imagine the
role and function of roads within the wider
transport system, balancing the available
highway space between the different
activity uses.
Hatfield as a whole like so many
designated New Towns has developed
around the car. The current road network
and land use designations mean that most
people regularly commute between two
common activity hubs - home and the
work place.
The rapid population increase experienced
in Hatfield and the surrounding area over
the past twenty years has put the network
under excessive strain resulting in travel
times increasing and congestion

becoming a more regular occurrence. This
has resulted in a need to reconsider the
transport network in Hatfield and look at
how people move between activity hubs.

Beaconsfield Road northbound

The future of Hatfield depends on its ability
to continue to be an attractive place to live
and work, to retain existing activities and to
attract and facilitate sustainable urban
growth. This requires an effective transport
network that allows for the smooth and
efficient movement of people and goods.
The transport network in Hatfield can be
viewed in two distinct parts; the local or
internal network and the larger strategic
network. These two networks are
intrinsically linked, but their function and
uses are distinct and so both also need to
be considered separately.
Hatfield’s external transport network
needs to provide fast and efficient
connections to other local, regional and
national destinations. The flow of goods
and people north and south along the A1
(M) and the East Coast Main Line is
important as these routes offer
10

connections to Cambridge and
Peterborough to the north, and to the
south they connect with London and
beyond (including via the M25 London
Orbital motorway). The A414 offers the

primary east and west connections
allowing for movement across
Hertfordshire to Hemel Hempstead, St
Albans, Hertford and Harlow.

Figure 1.1. Local Highways network and Urban areas
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The internal network within Hatfield
accommodates more local journeys of
between 1 and 3 miles. There are several
activity hubs such as the Galleria, Town
Centre and the Hatfield Business Park that
are major local destination points. As the
distances between these local activity
hubs are relatively short, it opens up

opportunities to utilise alternative modes
of transport. Figure 1.2 provides the
hierarchy of transport modes as described
in the Hertfordshire County Council (HCC)
Local Transport Plan (LTP). The figure
shows the relationship between various
transport modes and perceived degree of
desirability.

Figure 1.2. Transport Hierarchy Steps

Policy Background
As the Transport Strategy is developed, it
is important to understand wider planning
and transport policies that could have an
impact on Hatfield’s own transport
objectives. These come from a range of
sources including Central Government, the
Department for Transport, Hertfordshire
County Council and Welwyn Hatfield
Borough Council. Although in some
regards these policies may be
constraining, this could be for valid
reasons, and there is still considerable
scope for the town to design and develop
its own transport objectives and future
direction which can broadly adhere to the
wider planning and transport policies.
The Department for Transport provide a
range of policies regarding the degree of
control that a local region has over their
transport policy. Many of the policies are

more aimed at laws and regulations such
as the Highway Code and the Road Traffic
Act. These documents do not provide
direction or restrictions on policy; rather
they are tools to be used in the control and
management of the current transport
network. However the Department for
Transport have set some criteria for the
development of local transport policy
which primarily reflects the government’s
goal to deliver a sustainable transport
system.
The guidance and policies that come from
Hertfordshire County Council are more
relevant to Hatfield in establishing its own
direction. The County Council’s Local
Transport Plan sets out overarching
transport policies and objectives for the
entire county, allowing for a joined up and
more co-ordinated approach to transport
within and between towns in Hertfordshire.
12

The Local Transport Plan recognises there
is a need to:
“… provide a safe, efficient and resilient
transport system that serves the needs of
business and residents across
Hertfordshire and minimises its impact on
the environment.”
The Local Transport Plan further expands
on this statement by providing five goals
that are designed to support the above
vision.
-

-

-

Support economic development
and planned dwelling growth
Improve transport opportunities for
all and achieve behavioural change
in mode choice
Enhance quality of life, health and
the natural, built and historic
environment for all Hertfordshire
residents
Improve the safety and security of
residents and other road users
Reduce transport’s contribution to
greenhouse gas emissions and
improve its resilience

These goals help to provide some high
level objectives that the county as a whole
should be considering when examining the
direction for transport. There is a clear
desire for transport across the county to
help enable development growth and
support the needs of both existing and
new residents.
The objectives also include changing
existing travel habits, by trying to reduce
the reliance on the private vehicle through
the provision of a range of alternative
transport modes. There is also recognition
of the links between transport and
negative impacts it can have on personal
health and the environment.
A challenge for local authorities is
achieving Local Transport Plan policies
(which align with national policy direction)
and support sustainable housing and

employment growth. A fresh approach to
the planning and the provision of transport
is therefore required.
Welwyn Hatfield Borough Council also has
a range of policies which impact on
transport. Primarily these are found in the
Local Plan. The Local Plan sets out local
planning policies, identifies how land
should be used, and determines the type
and quantity of development that should
be built where and by when. At the time of
writing, the Local Plan has been submitted
to the Secretary of State and is expected
to be examined in autumn 2017; however it
is assumed that the policies and overall
direction towards transport is unlikely to
change prior to formal adoption. The
primary transport policy of the Local Plan
is:
“Consistent with the vision and objectives
of this Local Plan, the Council will seek to
support both planned growth and existing
development with appropriate transport
infrastructure, with the emphasis on
promoting the use of sustainable modes
of travel and on improving safety for all
highway users. The Council will work
together with the County Council as the
local highway authority, Highways England,
public transport operators, developers and
other relevant bodies to design and fund
improvements to transport infrastructure
where these are necessary to support
growth or to improve accessibility to
existing centres, employment areas and
community facilities.”
The Local Plan transport policies also
highlight the need to encourage
sustainable transport modes, similar in
approach to the Hertfordshire Local
Transport Plan. The Local Plan is focussed
on the need for the necessary
infrastructure, including transport, to be
provided in order to support new
development. The accessibility of a
location is essential to ensuring that a
development will be desirable and
attractive, which in turn will support full
utilisation of a site.
13

Looking ahead, Hertfordshire County
Council is in the process of developing a
new Local Transport Plan. This will be
informed by the Vision 2050 strategy that
looks at the more significant barriers to
development across the county. The
Vision 2050 strategy has identified several
high level barriers that need to be
addressed in order to support growth over
the next forty or more years within the
county. The report recognises that there is
a constraint on east and west movements
across Hertfordshire, with the A414
offering one of the only major east/west
routes across the county. At present there
are no firm commitments or measures that
will address this limitation; however ongoing proposals such as a light rail solution
are being considered.
The current objectives of the Hertfordshire
Local Transport Plan and Vision 2050, as
well as the Welwyn Hatfield Local Plan, are
all focussed around the need to develop a
transport network that supports and
encourages development. However the
need to consider the environmental and
health impacts of transport has never
been more important. As a background,

the transport sector is rapidly evolving as
new technology is being developed and
the ever increasing access to real time
data is constantly changing user
behaviours. Whilst this presents many
uncertainties going forward, it could lead
to profound changes in how we travel in
the future. These are major challenges that
need to be recognised within the
Transport Strategy.
The transport system needs to support
Hatfield’s objectives for growth, whilst
maintaining its culture and heritage and
protecting personal health. Growth offers
the potential to make a contribution
towards preserving and enhancing culture
and heritage, and facilitating
improvements to the transport system
which can encourage healthier travel
choices. Policies, whether they are
focused on delivering growth, influencing
people’s lives and the activities they
undertake, or on transport and travel
choices and investment decisions, need to
be looked at holistically. This Transport
Strategy is a key mechanism to embrace
this holistic approach in identifying the
future transport needs of Hatfield.

Cavendish Way southbound
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The A1 (M) looking north
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2. Strategy Priorities and
Objectives
The Hatfield 2030+ Vision project
commenced in 2015 and included a large
scale public engagement survey. This
survey of residents and businesses helped
to establish some of the challenges that
respondents felt Hatfield faced today or in
the future, and included: a need to improve
the town centre retail offering; upgrading
walking and cycling routes; lowering speed
limits; and taking advantage of the
connections with London and
Hertfordshire.

These ideas have resulted in the following
goals for the town’s transport network:
• Improve the experience of walking and
cycling, providing safe, attractive and
convenient routes for residents and
visitors.
• Connect diverse areas of the town with
an ambitious, affordable and innovative
public transport strategy.
• Break down the east-west town division
to improve connections across Hatfield.
• Create a well-connected green
infrastructure strategy to encourage the
use of green spaces and support healthy
and active lifestyles.
The goals have highlighted that the town’s
transport network could require a
significant upgrade to achieve the desired
level of growth and renewal. A set of
objectives are needed that will guide policy
and mitigation measures to achieve a
transport network capable of supporting
the vision of Hatfield. The desired vision for
Hatfield and the transport network are
closely integrated, so a successful
transport network is essential for enabling
the redevelopment and growth of the
town.

Hatfield Railway Station

Engagement with the general public and
stakeholders has led to a number of key
ideas being formed about how Hatfield
could grow and what needs to be done to
support the town’s renewal. These ideas
include transforming the town centre;
providing new homes; and breaking down
the perceived barriers that disconnect
different parts of the town.

The Hatfield 2030+ Vision scheme aims to
develop a conceptual idea of how Hatfield
should look and feel over the next 20 years
or more. This means that the transport
objectives need to not only provide
guidance and direction for the short term,
but also look at longer term targets and set
a framework for future transport policy and
decision making.
An objective should be both ambitious and
yet realistic at the same time. It needs to
recognise the current challenges facing
Hatfield, as well as provide clear direction
for the future. This need combined with the
input of stakeholders and public feedback
has led to three overarching themes
becoming the main thinking points of this
Transport Strategy.
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Thinking Connected: This theme focuses
on the need to reconnect the town, both
the internal neighbourhoods and activity
hubs, but also connections with the wider
area. The development of Post-War ‘New
Towns’ has historically been focussed
around the car as the primary mode of
transport. This is resulting in increasing
levels of severance between local
neighbourhoods.
Thinking Green: This theme picks up on
the strong relationship between transport
modes, personal health and the
environment. There are clear opportunities
to promote transport modes that are
active and do not result in potentially
dangerous emissions being produced. The
impact that the transport network has on
the natural and urban environment is
increasingly being scrutinised as land use
pressures continue to require maximum
utilisation of available land.
Thinking Innovative: There is a need to plan
for the future in transport and to embrace
new and emerging technology that can
benefit the wider community. However a
pragmatic, value for money approach
should be taken with any new policy, in

order to ensure that the expenditure is
proportionate to the benefit predicted.
These three overarching themes provide a
high level guide to the setting of the
objectives. They also capture the need for
the transport strategy to be time resilient.
The issue of ‘connection’ is a current
problem and something that is picked up
by local residents and businesses as in
need of addressing urgently. The emerging
agenda of ‘green’ and healthy transport
modes is an issue that is increasingly
coming to the attention of politicians at
national and local levels. The need to plan
for the future and be considerate of future
trends is where the ‘innovative’ topic is
focussed.
The three topics are all interlinked and are
important in the setting of the following
objectives. The following nine objectives
provide further direction as to what
intervention measures should aim to
achieve. These objectives cover the wants
and needs of existing residents and
businesses, but also look to support the
growth of Hatfield and the needs of
potential new residents and businesses.
17

Thinking
Connected

Establish strong and clear transport connections
between different activity hubs across Hatfield
Enable enhanced social mobility and reduce community
severance
Promote and maintain the character and culture of
Hatfield

Thinking
Green

Minimise the negative impacts of transport on health
Support and promote the uptake of sustainable
transport modes
Develop policies and initiatives that take a responsible
approach to the natural and built environment

Thinking
Innovative

Be forward thinking and aspirational in managing and
developing transport within Hatfield
Embrace technology to inform and advise transport
users, and to optimize the transport network
Deliver value for money when investing in transport
systems

‘Establish strong and clear transport
connections between different activity
hubs across Hatfield’
There is presently a degree of separation
and isolation between certain areas of
activity (activity hubs), with the transport
connections between these areas not
being particularly convenient or accessible
for users. This objective is focussed on
ensuring that the different
neighbourhoods are connected by easily
accessible, well signed and convenient
transport corridors to the various activity
hubs across the town.
‘Enable enhanced social mobility and
reduce community severance’
This objective aims to break down the
transport related barriers that prevent or
hinder certain groups from accessing
Hatfield’s services and activity hubs. When
connecting homes with key destinations it

is important to ensure that the routes are
accessible and cater for all types of users.
‘Promote and maintain the character and
culture of Hatfield’
The current make up of Hatfield consists
of a number of different neighbourhood
communities that all have different senses
of place and unique identities. Although
improving connections between the
different parts of the town is important, it is
also necessary to protect the distinct
neighbourhood cultures and the wider
heritage of Hatfield when upgrading and
developing the transport network.
‘Minimise the negative impacts of
transport on health’
Transport’s impact on individual health, in
particular the young and vulnerable, is a
growing concern and it is essential that the
health impacts of the existing network as
well as any future developments are
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considered. This will mean considering the
health benefits that come with active travel
modes and reducing the air quality and
sedentary impacts that currently comes
with motorised vehicles.

ensure the future transport network is
ready to handle the uplift in demand.

‘Support and promote the uptake of
sustainable transport modes’
Congestion on parts of the highway
network is a well-established issue. There
is a potential need to encourage users out
of their vehicles and onto alternative
modes of transport. This should take a
‘carrot and stick’ approach where a mixture
of measures are used to incentivise and
manage the uptake of other modes such
as walking, cycling and public transport.
‘Develop policies and initiatives that take a
responsible approach to the natural and
built environment’
Transport infrastructure as well as the
mode of transport can both have impacts
on the natural and built environment. The
role of this infrastructure and its
associated mode of transport can play a
major role in the way both urban and rural
spaces are used and feel. When
considering the role and location of
mitigation measures and policies the
impact of these on the environment needs
to be considered.

‘Be forward thinking and aspirational in
managing and developing transport within
Hatfield’
There is clear recognition that continuing
along the current path of building in
response to existing needs and
behaviours is not a long term solution. In
order to provide a suitable transport
network which supports sustainable
growth in and around Hatfield, a forward
thinking approach is going to be needed to

Great North Road northbound

‘Embrace technology to inform and advise
transport users, and to optimize the
transport network’
The technology sector is evolving quickly
and there is a real need to recognise and
utilise the opportunities that it presents.
The opportunities to improve efficiency
and inform users through technology will
be one of the most important ways to
maximise the available transport network
now and in the future.
‘Deliver value for money when investing in
transport systems’
The financial cost of any scheme needs to
be proportionate to the benefit it will bring,
the ‘value for money’ it can offer. It will be
important to manage limited public funds
(alongside other external sources of
funding) and ensure that they are being
used for options that deliver maximum
benefit.
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Comet way cycle path southbound
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3. Existing Conditions
Historic context
The early history of Hatfield town dates
back to the Middle Ages, and has its
origins in the property of the Abbey of Ely.
Hatfield House was built in 1611 and
became the seat of the Cecil family, where
it has been an important landmark for
Hatfield ever since.
Hatfield was first connected to London by
rail in 1850, with the arrival of the Great
Northern Railway connecting London with
York. This was a catalyst for an increase in
development within Hatfield. Following the
Second World War previous piecemeal
approaches to planning and land use
designation were not deemed sufficient,
most notably for accommodating a large
influx of population leaving Greater
London. The New Towns Act of 1946 set
different standards for design and
infrastructure within a town. This meant the
demolition of large parts of the town and
the re-planning of Hatfield in line with more
modern thinking on land use patterns.
The A1 in Hatfield was built in the 1920s
as part of the Barnet Bypass, alleviating
the congested Great Northern Road
(A1000), which ran through the centre of
Old Hatfield. The original alignment of the
bypass was located at a distance from the
old town, in order to allow for predicted
urban growth and avoid confining Hatfield
between the major road and Hatfield Park.
Hatfield has since grown to fully occupy
the land between the old town and the A1
corridor, resulting in the incorporation of
the road within the urban area.
Prior to the New Towns Act, the
aeronautical industry landed in Hatfield in
1933 when the London Aeroplane Club
moved its headquarters to the town. A year
later, the De Havilland Aircraft Company
opened its new factory in Hatfield and the
Aeronautical Technical School also moved
to the town. Hatfield Garden Village was
built in 1935 in response to the increasing

demand for housing by the aircraft factory
workers.
In June 1948, Hatfield was designated as a
New Town. The Hatfield Development
Corporation decided to build a new town
centre west of the railway along St Albans
Road, as the land around the centre of the
old town was more limited. Most of the
New Town’s urban design and core fabric
has been retained to the present day.

David Lloyd Health and Fitness Club

The De Havilland Aircraft Company was
acquired by Hawker Siddeley in 1960 and
the De Havilland Aeronautical School
became the Hatfield Polytechnic college in
1969, which went on to become the
University of Hertfordshire. In 1977 Hawker
Siddeley became part of British
Aerospace, and the operations of the
aircraft industry continued until 1993 when
the factory closed down and the land was
redeveloped.
The A1 (M) arrived in Hatfield in 1986 with
the completion of the Hatfield Tunnel,
which reduced the issue of severance as
the town expanded, and providing an
opportunity to develop the Galleria
Shopping centre.
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A consultation exercise about a plan to
redevelop the town centre took place in
2001 and construction works were
expected to begin in 2004, however
despite extensive preparatory works, the
project was ultimately a victim of the 2008
recession.

strategy for transformational change to
Hatfield town centre through residential
led regeneration’. This would include the
provision of new retail opportunities and a
change to the feel of the town centre by
“including a reduction in surface parking
and a major increase in town centre living”.
The Local Plan identifies the potential
development of at least 200 new flats in
the town centre, the construction of a
multi-storey car park and the improvement
of cycling and walking infrastructure.

As part of the Hatfield Vision 2030+ work
there is now a vision and a framework for
the long term renewal of the town. One of
the framework’s themes is to establish ‘a

Figure 3.1. Population's age distribution in Hatfield and England
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Population
Hatfield has a population of 39,000
residents according to 2011 census,
9,500 more than the previous 2001 UK
Census. This represents a 31% increase in
only 10 years, and it is predicted that this
trend will continue in the coming years and
decades. This growth will require a
considerable number of new homes and
associated infrastructure in order to
support the increasing population.
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Due to the presence of the University of
Hertfordshire, the population in Hatfield is
younger than the national average (Figure
3.1). This is particularly relevant around the
university campuses, where the average
resident age is under 26. The average age
in other parts of the town is higher in areas
such as Old Hatfield town which has an
average population age between 42 and
45 years old. The university attracts about
17,500 undergraduates, with a significant
proportion of these only residing in
Hatfield during term times.
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Figure 3.2. Average age by LSOA in Hatfield
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Public Health and Wellbeing
Hatfield has varied levels of wellbeing and
general health, with some areas well below
the national averages and other areas in
line with national standards. Figure 3.3
looks at the percentage of people who are
restricted in their ability to perform day to
day tasks as a result of their health. The

national average in males is 8.9% and
9.1% for females, for those that are
considered to have a very limited ability to
carry out regular tasks. The map shows
that the area to the west of Hatfield has
particularly low levels of individuals whose
abilities are restricted; this is likely due to
the young demographic of residents
around the university in this area.

Figure 3.3. A Map showing the percentage of people by LSOA who have health issues
that limit their ability to perform regular daily tasks
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Figure 3.4 shows the percentage of
children (school year 6), who are
considered to be obese. The chart shows
that the number of obese children in
Welwyn Hatfield Borough is slightly below
the national average of 19%. However the
county average is 14% which is lower than
Welwyn and Hatfield. This data shows that
there are a significant number of younger
children who are overweight and this could

increase their risk of suffering health
issues. Figure 3.5 shows the percentage of
adults in Welwyn Hatfield who are classed
as either overweight or obese. It shows
that the number of adults in the borough
who are consider overweight or obese is
significantly lower than the national
average as well as the Hertfordshire
average.

Figure 3.4. A chart showing the percentage of year 6 children who are classified obese
25
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Figure 3.5. A chart showing the percentage of adults who are classified overweight or
obese
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58
56
54
52
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There are growing concerns about the
various impacts that air quality can have
on personal health. Vehicles emissions are
one of the major sources of emissions and
diesel engines are particularly high in their
levels of NOx emissions. There is currently
only one permanent monitoring station in
Hatfield which measures the level of

particular matters, it records PM2.5 levels
on an hourly basis. Figure 3.6 below shows
the monthly average levels for PM2.5, the
chart shows that during the study year
there was only one month where the levels
of PM2.5 exceeded the EU threshold of 25
µg m-3.

Figure 3.6. A chart showing the average monthly PM2.5 levels in Hatfield (at the
junction of St Albans Road and A1000)
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Hertfordshire University, De Havilland Campus
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Employment and economic activities
Hatfield is unusual in accommodating
significantly more jobs than it does
residents of a working age. There are
about 50% more jobs than the number of
resident workers.
Figure 3.7 provides a breakdown of the
jobs in Hatfield by industry sector. It shows
that wholesale and retail is the largest
sector in Hatfield, and is well above the
regional and national averages.
Accommodation and food as well as the
administrative and support services
sectors are also higher than the regional
averages. With Hatfield having a higher
than average retail sector, many of the
remaining industry sectors have a lower
than regional average share of the market.
The relative size of the retail sector, along
with accommodation and food services,
reveals the importance of the leisure

industry in Hatfield. The Galleria is not just
a local destination for retail as it attracts a
large number of visitors from across the
region. This is somewhat reflected in the
1,700 space car park provided on site. The
historic Hatfield House also has an
influence beyond the local area, attracting
about 200,000 visitors per year.
The University of Hertfordshire is one of
the biggest employers in town and a major
attraction of daily visitors and residents
with over 2,500 staff and 22,500 students.
Hatfield Business Park has been
developed over the past fifteen years and
represents a major regional employment
location. At present about 80% of the
available land within the park is already
developed, and at present it
accommodates about 14,000 jobs,
accounting for over half of Hatfield’s
workplace population.

Figure 3.7. Industry of employment (% of residents in employment, Census 2011)
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Land use
Figure 3.8 shows the distribution of land
uses within Hatfield. Most of Hatfield’s
employment areas are located to the west
of the A1 (M), where the Business Park and
the De Havilland University Campus are
located.
The land use development patterns
suggest that most of the workplace
activities have developed around the main
transport connections, with businesses
and industry concentrating around the
A1(M) and the railway station.
The retail activities are clustered around
the Galleria and the town centre. There is
also a newer retail outlet park to the north
of the town, close to the A1 (M) Junction 4.

development. One of these is on the North
Western side of Hatfield and the other is to
the South East in Welham Green. The
North West site will see the creation of
around 1,500 new homes as well as a
separate development about one
kilometre away which will be known as
Symondshyde Village.
Hatfield presents a diverse urban structure
with a strong mix of uses. The spatial
distribution of land uses is believed to
reduce the need to travel and increase the
share of active modes of transport. The
intensity of Hatfield’s land use diversity is a
positive feature that contributes to the
high proportion of residents walking or
cycling to work.

The emerging Welwyn Hatfield Local Plan
has also identified two large areas for

Cecil Crescent
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Figure 3.8. Future Planned Primary land uses in Hatfield
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Highway network
The main factor in Hatfield’s highway
network is the A1 (M), which cuts through
the west side of the town. Although
partially tunnelled in the central part of the
town between Cavendish Way and
Wellfield Road, the A1(M) is still a physical
barrier in Hatfield, dividing the town centre
and the west side of the town including the
main university campus and the business
park. The section of the A1 (M) that is
tunnelled has been developed on, however
the dual carriageway sections of the
A1001 that broadly follows the same
alignment as the sub-surface A1 (M), is still
creating a physical barrier between the
western areas and the rest of Hatfield.
The A1 (M) is one of the main arterial roads
in England, a strategic route connecting
London and the South East with the north
of the country and it is crucial to national
economic success. In the local area, the
A1 (M) connects with the M25 London
orbital motorway at Junction 1,
approximately 7km south of Hatfield, and
runs through mid-Hertfordshire including
the districts of Hertsmere, Welwyn
Hatfield, Stevenage and North
Hertfordshire. , There are three junctions
with the A1 (M) in Hatfield. At the southern
end of the town, Junction 2 comprises of
south-facing slip roads and connects with
the A1001 Roehyde Way and South Way.
Junction 3 connects the western part of
the A414 corridor towards St Albans with
the A1 (M). The A1001 also runs through
Junction 3, linking southern Hatfield with
western and central Hatfield. Junction 4 is
located at the northern end of the town,
and connects with the eastern part of the
A414 corridor towards Hertford as well as
local routes towards Welwyn Garden City.
The A1 (M) runs through what are among
the most economically successful and
highest performing regions in the country
in terms of Gross Value Added. At the

regional level, the A1 (M) is an essential
route that connects Welwyn Hatfield with
key employment centres including
Stevenage, London, Cambridge and
Peterborough.
The other strategic road articulating
Hatfield at the regional level is the A414.
This road connects Hatfield to St Albans,
Hemel Hempstead and the M1 to the west,
and to Hertford, Harlow, Chelmsford and
the M11 to the east. Hatfield currently sits
on the meeting point of the east and west
sections of A414 and the north/south A1
(M), which means that the area is
particularly susceptible to the impacts of
disruption on these routes.
At the local level, Hatfield’s urban roads are
the result of a car centred approach to
town planning, granting generous land
resources to the car and its infrastructure,
which was the design standard for New
Towns in the second half of the 20th
century.
Most of Hatfield major streets’ junctions
are in the form of roundabouts, which
increases capacity and are designed to
improve journey times, but can also be
fairly land consuming and can be less
friendly to other road users, notably
pedestrian and cyclists. Several of the
roundabout junctions in Hatfield town
centre are equipped with pedestrian and
cycling underpasses, which eliminate the
potential conflict between cars and more
vulnerable road users. However
underpasses also create other safety
issues such as antisocial behaviour, can
increase journey times, cause
disorientation and in general they have a
poor visual appearance without regular
maintenance. Also as a result of the car
friendly design of Hatfield’s urban
structure, a higher proportion of the
available land in the town centre is being
utilised as surface and on-street parking.

30

Figure 3.9. Schematic map of Hatfield highway network
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Cycling
As a Post-War New Town, Hatfield is
afforded with a considerable range of
dedicated cycle lanes and informal or
bicycle friendly roads (Figure 3.10, 3.11).
However although the Business Park and
the surrounding residential areas benefit
from a number of dedicated cycle lanes,
the Town Centre and the south of Hatfield
present a configuration of footways that
could be considered bicycle friendly (some
of these routes might meet the standards
for dedicated cycle tracks, whilst others
may require some works to bring them up
to standard), but there are few or no formal
cycle routes in most of these parts.
Figure 3.10. a potential cycle route

The Alban Way forms part of National
Cycle Route 61.
The Great North Way runs along the
eastern edge of Hatfield, consisting of a
combination of dedicated cycle lanes and
stretches shared with motorised traffic.
The route connects to Potters Bar to the
South and Welwyn Garden City to the
North and forms part of National Cycle
Route 12.
When reviewing the provision of cycle
infrastructure, it is noticeable that at
present there is a limited provision of
formalised cycling infrastructure in large
parts of the town. However there is still
what could be considered to be a relatively
safe environment in many parts of Hatfield
for cyclists as most of the footways are
both large and physically separated from
the main carriageway.
Figure 3.11. a formal cycle lane

Cavendish Way

There are two national cycle routes
crossing Hatfield. The Alban Way, which is
a dedicated cycle route that offers a route
that rarely interacts with any highways.
Most of its alignment follows an old railway
line which linked St Albans and Hatfield
and is located in green areas and parks,
away from roads. The Alban Way offers a
convenient connection between Hatfield
and St Albans, and across the northern
part of the town (skirting around the Town
Centre), with most of the route being
dedicated for non-motorised traffic only.

Mosquito Way

Although the town has a couple of key
cycle routes and many areas have informal
cycling options, the prohibition of cycling
in the Town Centre and through the
subways under the roundabouts is a major
barrier. The issue of pedestrians and
cycling mixing in the Town Centre and the
justification for such a restriction has been
cited as a concern.
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Figure 3.12. Summary of existing cycling infrastructure
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Buses
There are over 20 different public bus
routes serving Hatfield with peak time
frequencies ranging from 15 to 60
minutes.
St Albans is the best served destination by
bus, with 14 buses per hour (bph) during

the morning peak, followed by Welwyn
Garden City with 11.5 bph. Hemel
Hempstead, Watford, Hertford and Ware
are also accessible with relatively high
frequency services (under 15min). Figure
3.13 shows the interurban destinations
from Hatfield, while table 3.1 shows the
average number of buses per hour.

Table 3.1. Frequency and journey of bus services during the morning peak
Destination

bph

St Albans

14

30

Welwyn Garden City

11.5

23

Watford

7.5

66

Stevenage

5.5

55

Hemel Hempstead

4

75

Hertford

4

17

Ware

3.5

45

Harlow

3

72

Barnet

2

36

Borehamwood

2

25

Edgware

2

45

Luton

1.9

57

Harpenden

1.7

31

Potters Bar & Enfield

1.7

20/70

Hitchin

1.5

80

Stanmore

1

57

Broxbourne

0.5
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There are currently four different
companies operating the bus routes
mentioned above. These are Uno, Arriva,
Metroline and Centrebus; all of these
operators are part of the Intalink
Partnership. The Intralink Partnership
scheme is designed to offer bus users a
single ticket solution that will work across
the muti-operator network. The Intralink
service is a collaboration between
Hertfordshire local authorities to make
travel by bus more convient and easier to
use.
There are several different ticketing
options available to users including:

JT (min)

-

The St Albans BUSnet includes
Hatfield and is valid for St Albans
BUSnet area only, which includes
all intra-urban routes in Hatfield.
The price is £21 per week.

-

The Explorer ticket offers unlimited
travel on the larger Hertfordshire
bus network for £35 per week.

The Intralink service also provides real time
information for arrivals and departures
across a large number of the services. At
present not all operators and routes have
this facility however this is being
introduced on an ongoing basis as new
buses and infrastructure becomes
available.
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Figure 3.13. Interurban bus routes
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As well as the services provided to other
regional destinations, bus services also
provide connections within Hatfield. The
main operator in Hatfield is Uno and they
offer weekly and monthly ticket options for
£30 and £90 respectively. These tickets
offer unlimited travel on any of the Uno
services within Hatfield.
The local routes within Hatfield are shown
in Figure 3.14. At present the best served
areas of Hatfield are along the corridor that
connects the train station – Town Centre –

The Galleria and the two University
campuses. Many of these routes then go
through the Business Park.
Figure 3.14 shows that the majority of bus
routes follow the same corridor. This
results in a lower coverage of bus services
in other areas of Hatfield. The lower
provision of routes is particularly acute in
the northern part of Hatfield (between
Wellfield Road and Hertford Road) where
the only bus service has a frequency of 1
bph.

Table 3.2. Bus services connecting Hatfield

Route
300/301

Line ends
Stevenage -

601

St Albans -

602

Hatfield -

653

Welwyn Garden City -

724

Harlow -

614/644

Hatfield -

Peak freq.

Map

Hemel Hempstead

15 min

Both

Welwyn Garden City

20 min

Both

Watford

20 min

Both

St Albans

20 min

Both

London Heathrow

20 min

Interurban

Queensbury

30 min

Both

Luton

35 min

Both

610

Enfield/Cockfosters -

341

Hatfield -

Hertford and Broxbourne

120 min

Both

366

Hatfield -

Luton

60 min

Both

Hatfield

60 min

Urban

404/405

Welwyn Garden City -

615

Hatfield -

Stanmore

60 min

Both

655

Hatfield -

Borehamwood

60 min

Interurban

635

Watford -

Hitchin

30-60 min

Interurban

641

Hatfield -

Broxbourne

120 min

Both

737

Stansted Airport -

Oxford

120 min

Interurban

611

Hatfield -

Enfield/Cockfoster

2/day

-

242

Welwyn Garden City -

Potters Bar and Cheshunt

Sundays (4/day)

-

312/205

Hatfield -

Welham Green

1/week (Wed)

-

331

Hatfield -

Welwyn Garden City

2/day (schooldays)

-

230

St Albans -

Welwyn Garden City

2/day (Wed)

-

303

Hatfield -

Borehamwood

2/day (schooldays)

-
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Figure 3.14. Urban bus routes
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Rail
Hatfield is served by Thameslink Great
Northern train services, with direct
southbound connections to London King’s
Cross and Moorgate. The Northbound
services offer connections to Stevenage,
Hitchin, Peterborough, Letchworth Garden
City and Royston, and Cambridge (with
one transfer).
Hatfield train station experienced
2,347,198 passenger entries and exits in
2016 according to the Office of Rail and

Road statistics (St Albans 7.45m, Hitchin,
3.19m, Potters Bar 1.95m). According to
Great Northern published statistics,
between 75% and 85% of Great Northern
Rail services arrive to their destination
within 5 minutes of the scheduled time.
On weekday mornings there is a fairly
regular service to London’s King Cross
station, with trains operating at an interval
of 8 to 12 minutes. The frequency of
northbound services during the morning
peak is about every 15 minutes.

Table 3.3. Number of train services (Mon to Fri) from Hatfield by time period
Destination
Time

London
Letchworth
Stevenage Peterborough
King's Cross
Garden City

Cambridge

07:00 - 08:00

6

4

1

2

1

08:00 - 09:00

5

4

1

2

1

09:00 - 10:00

7

6

1

2

1

The journey time by train to London King’s
Cross is 22 minutes on the semi fast
service, the travel time for Moorgate trains
is 42 minutes on the all stations service.
The journey time to Stevenage and Hitchin
is 15 and 20 minutes respectively.
Figure 3.15 summarises the rail services
available from Hatfield and the journey
times to these stations.

Rail services from Hatfield provide the
town with good accessibility to London.
There will also be further improvements to
the service in 2018 with the new
Thameslink services offering a more
frequent service. This offers a potential
opportunity to support the economic
regeneration of Hatfield town centre, by
further opening Hatfield up as a location
for London commuters.

Hatfield Railway Station
38

Figure 3.15. Rail services from Hatfield and journey time to main stations
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Parking

(where there is limited parking). The Park
and Ride location has 800 spaces that can
be used free of charge. There is then a 50p
charge to use the shuttle bus and a cycle
route is also provided.

There is currently a large amount of
parking provision in the Town Centre and
also at the Galleria. All of the parking
provision around the town centre is
currently free of charge. The Galleria has a
total of 1700 parking spaces, with a cost
of £1.30 an hour on weekdays and £3 all
day at the weekends.

There are currently 609 parking spaces in
the Town Centre as well as the Asda car
park. Welwyn Hatfield Council are currently
proceeding with plans to consolidate the
parking in town in order to reduce the land
use that parking requires. This is likely to
include the construction of a multi-storey
car park in order to re-provide the same
number of parking spaces.

There is also a Park and Ride location at
the southern end of Hatfield. This service
currently provides connecting shuttle bus
services to the two university campuses

Table 3.4. Details of the Larger Public Car parks in Hatfield

Number in map

Name

Spaces

Cost

1

Link Drive

114

Free

2

Lemsford Road

150

Free

3

The Common

141

Free

4

Kennelwood Lane

78

Free

5

Dog Kennel Lane

60

Free

6

The Galleria

1700

7

Park and Ride

800

Paid
Free – The bus requires a paid
ticket

8

Asda

-

Customers Only

9

Hatfield Station

378

Paid

10

Salisbury Square

68

No parking before 10am

Link Drive Public Car Park
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Figure 3.16. Large Public Car Park locations in Hatfield
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Travel time Comparison
Journey time comparisons have been
compared for private vehicles versus
public transport using an online journey
time calculator. In terms of journey times,
only the destinations served by the Great
Northern railway perform better by public
transport than by car, with the exception of

St Albans and Hertford, where the journey
time by bus and car are similar. This,
combined with the high provision of
parking spaces in Hatfield could help
explain the low usage of public transport
among workers that commute into Hatfield
and Hatfield residents commuting to
destinations other than St Albans and
those served by rail.

Figure 3.17. Comparison between journey times to Hatfield in the AM peak for car and
public transport
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Commuter patterns
Hatfield has a number of different industry
sectors offering a variety of workplace
opportunities, however despite this there
is still a significant amount of commuting
both in and out of Hatfield.
Travel to work statistics reveal a clear
discordance between the jobs provided in
Hatfield and the town’s residents.

According to the 2011 UK Census, almost
half of Hatfield’s workforce work outside
Welwyn Hatfield. While 6,112 workers
commute to other places in London and
the East of England region, 13,075 workers
from those regions travel to Hatfield for
work every day. Only 4,241 (21%) of the
20,355 people working in Hatfield also live
in Hatfield. As a result, large volumes of
people commute in and out of Hatfield
every day.

Figure 3.18. Summary of commuter movements to and from Hatfield

.

Subway under Queensway roundabout
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Table 3.5. Travel to Work; origin of Hatfield's workplace population and workplace
destination of Hatfield residents
Group

Destinations

Origins

Net flow
(inbound)

Bedford

20

85

65

Cambridgeshire

67

225

158

Central Bedfordshire

56

784

728

Dacorum-Three Rivers-Watford

483

1361

878

E.Herts-Broxbourne

413

1324

911

Essex

148

449

301

Hertsmere

459

618

159

Luton

98

1132

1034

St Albans

1414

2204

790

Stevenage-N.Herts

495

2242

1747

Other

63

111

48

1

Inner London

1184

480

-704

Outer London

1212

2060

848

London

2396

2540

144

East of England (except WH)

3716

10535

6819

Rest of Welwyn Hatfield

2211

3039

828

Hatfield

Table 3.5 offers a breakdown of the
workplace destination of Hatfield
residents, as well as providing the origin of
commuters coming into Hatfield. This is
important in establishing the transport
requirements of the various users of
Hatfield.
There is a significant movement of people
in and out of Greater London, with more
people commuting out of London to work
locations in Hatfield than there are going
into London (particularly from the northern
London Boroughs including Enfield and
Barnet).

4241

Hatfield hosts about 50% more jobs
than it does resident workforce, which
might explain why there is a
significantly larger number of people
commuting to Hatfield from across
the wider region, compared with the
number of commuters going the other
way.

1

Inner London consists of the following Boroughs: LB Camden, LB Islington, Westminster, RB Kensington & Chelsea, LB
Hammersmith and Fulham, LB Southwark, LB Tower Hamlets, City of London
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The Alban Way cycle route
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Figure 3.19. Workplace destination of Hatfield residents; volume by LSOA
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Figure 3.20. Origins of Hatfield's workplace population by LSOA
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The workplace destination of Hatfield
residents is displayed in Figure 3.19, the
diagram shows that there a couple of local
destinations such as Stevenage, Hertford
and St Albans that attract a number of
workers. Central London is also a
destination that a number of Hatfield
residents are commuting to.

The catchment area of Hatfield is shown in
Figure 3.20 it shows that commuters are
travelling from a range of different
destinations across Hertfordshire, London,
Essex, Cambridgeshire and Bedfordshire.
This shows that there are commuters
travelling from destinations that are over
45kms away.

Figure 3.21. Concentric distances to Hatfield
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Distance travelled
The average commute for the population
of Hatfield is 15.0 km, which is in line with
the national average (14.9 km), although
this value varies significantly within
Hatfield. Figure 3.22 shows the average
distance travelled to work by LSOA for
Hatfield.

It shows that the average commute for the
areas at the edge of the town are higher
than those in central areas. The highest
average commute is in the south west area
(Ellenbrook) where property prices are also
on average the highest in Hatfield.

Figure 3.22. Average distance travelled to work (residents in employment) by LSOA
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Main mode of transport

national average and also lower than the
average for Hertfordshire.

The main mode for commuting among
Hatfield residents is by private vehicle (car
driver or passenger). 59% of Hatfield
residents use the car, either as a driver or
as a passenger, as their main mode of
transport to work, which is below the

Hatfield has a higher proportion of
residents who use an active mode of
transport for commuting (walking or
cycling), 22% against the average of 12%
for Hertfordshire.

Figure 3.23. Commuter modal split

100%
90%
80%
70%
60%
50%
40%
30%
20%
10%
0%
England
Car - Driver

Hertfordshire
Car - Passenger

The mode of travel that commuters to
Hatfield use varies considerably when
disaggregated by destination. The
proportion of commuters using private
vehicles represent over 80% of the total
for those travelling to Central Bedfordshire,
Luton, East Hertfordshire/Broxbourne and
Dacorum/Three Rivers/Watford areas.
Figure 3.24 shows that the main mode of
transport to commute into London is the
train (50% of the split) which is not
surprising given the route of the railway
line and the places it serves. A notable
proportion of the commuters heading
north to Cambridgeshire use the train
(20%), and North Hertfordshire/Stevenage
(around 12%).
When looking at Figure 3.25 which shows
the mode of travel that commuters coming
into Hatfield use, it is noticeable that there

Train

East of England
Bus

Bicycle

Hatfield
Walking

Other

is considerably more reliance on private
vehicles. 90% of the total commuters
coming from Central Bedfordshire,
Cambridgeshire, Luton and East
Hertfordshire/Broxbourne are travelling by
car. The share of commuters using the
train to commute from London to Hatfield
is only 17%, compared to the 50% share
of those travelling in the opposite
direction. This may be due to the fact that
people are travelling from a wide area of
northern London which is not all directly
connected by rail to Hatfield, or that they
are commuting to jobs in the Business
Park and University which are more remote
from the railway station.
It is worth noting that there are a
significantly high proportion of Luton
residents who car share when commuting
to Hatfield (17% share for car passengers).
50

Wellsfield Road westbound
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Figure 3.24. Commuter modal split by destination
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Figure 3.25. Commuter modal split by origin
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Freight
The proximity to the A1 (M) makes Hatfield
a strategic location for logistic and freight
activities. Table 3.6 contains a summary of
the freight generating activities taking
place in Hatfield. The majority of freight
activity is found in the northern part of the
Hatfield Business Park, which offers easy
access to the A1 (M) at Junction 3 and 4.
However there are several other locations
which require regular freight access and

these are detailed in Figure 3.6. The
diagram also outlines the key routing that
these vehicles will require in order to
access the strategic network.
The highway requirements of larger
vehicles such as Heavy Goods Vehicles
(HGVs) are different to those of other
vehicles. These requirements need to be
kept in mind when considering any
intervention in Hatfield’s highway network.

Table 3.6. Hatfield Businesses that are involved in regular freight movements
.ID

Company name

Activity

1

Arla - PCL

Distribution

3

Ocado

Food manufacturer

4

DHL

Postal and logistics

5

Royal mail

Postal service

6

Greencore Group

Food manufacturer

7

Booker Cash & Carry

Food wholesaler

8

Yodel

Delivery services

9 & 10

The Galleria

Shopping centre

11

Tesco

Food retailer

12

Vacant

Distribution Centre

Mosquito Way westbound
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Figure 3.26. Freight activities and road network in Hatfield
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4. Key Challenges
The previous chapter has provided a
summary of the existing transport
connections and current transport trends.
This has highlighted a number of
challenges that Hatfield currently faces.
These challenges include the large
number of commuters using the A1 (M)
corridor to access the Business Park and
other job locations in Hatfield, and the
large transient student population who
have different transport requirements to
those in full time employment and the
wider population. The challenges facing
Hatfield include those that are current as
well as those that the town is likely to face
in the future as Hatfield continues to
develop and grow. These challenges can
be broadly divided into two groups: those
that are geographically located and those
that can be applied across the whole town.

the significant influx of people commuting
to Hatfield are more specific to Hatfield,
although not unique.
These challenges present some difficult
barriers to overcome; some of these can
be addressed by either Welwyn Hatfield
Borough Council or Hertfordshire County
Council as local authorities, whilst others
can only be partially influenced and might
need input from other stakeholders in both
the public and private sectors. Where local
authorities can only have a partial
influence, this could be because central
government would need to make
legislative changes at a national level, or
because changes to wider cultural trends
are required to provide long term solutions
which are dependent on a wide variety of
factors.

National Level Trends

Cycle path north of Hatfield Business Park

At the town wide level there are a number
of different challenges and perceived
barriers; there are challenges which are
specific to Hatfield and those that every
town across the county is likely to be
experiencing. Issues such as air quality
and a growing population are two
examples that most settlements in
Hertfordshire and across the country are
currently facing. However issues like the
East/West movement across Hatfield and

There are a number of trends detailed
below that urban areas across the country
are all currently facing or need to plan for.
These trends are not specific barriers that
Hatfield currently faces, but rather
important factors that need to be
considered when looking at any physical
or policy interventions. Some of these
trends are more of a feature currently, with
many of them getting regular press
coverage nationally, whilst others are
emerging trends that are likely to feature
heavily over the next decade and beyond.
However all of these trends are unlikely to
disappear as important factors for the
transport sector to consider and as such
they will need to be thought about
throughout the life span of the Transport
Strategy.

Air Quality: There is growing public

concern about the impact that nitrogen
oxides and particulate matter can have on
the respiratory system. Transportation
accounts for about 60% of all nitrogen
oxides produced in urban areas and it is
also a significant contributor towards the
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levels of particulate matter in built up
areas. The issue of transportation
emissions is not a new one, as cars have
been ‘generally becoming cleaner’ over
the past twenty five years, however
awareness around the issue that poor air
quality can cause has recently increased
whilst the number of cars on the roads is
also increasing, which has brought the
issue to the forefront of planning.
Hatfield has a large number of young and
old residents and visitors, who are
particularly susceptible to the respiratory
impacts of poor air quality. The issue of air
quality is not unique to Hatfield, with most
urban areas across the country currently
having higher than desired levels of
nitrogen oxides and particulate matter.
There continues to be research into the
exact proportions of pollutants being
produced by various vehicles types;
however research has found that diesel
engines produce significantly higher levels
of nitrogen oxides compared to petrol
engines as a result of the higher
combustion temperatures required.
With growing pressure on central
government and local authorities to
address the health issues associated with
poor air quality, the transportation sector
as one of the largest contributors will need
to consider what measures it can take to
reduce its contribution. Air quality is an
issue that goes beyond the control of the
local authorities and many of the changes
required to take effective action will need
to come from central government and
vehicle manufacturers; however there are a
range of measures that Welwyn Hatfield
Borough Council can consider.

Future Travel Patterns: Since roads

were first built there has been an ever
evolving use of different transportation
methods to get from A to B. As technology
has continued to evolve one of the aims of
the improvements has been improving
travel times by utilising the opportunities
this new technology offers. We have also
experienced increasing congestion and

the problems that this can cause, such as
unreliable journey times and disrupted
transport services. The evolution of
technology has also changed the way we
live, with it creating a more connected
environment and enabling the concept of
‘fingertip information’.

42,000

new ultra-low emission
vehicles were
registered in 2016
(40% more than the
previous year in the UK)

16.2%
of 10 and 11 years olds
in Welwyn Hatfield
borough are registered
obese

Technology improvements have allowed
for personal travel time to be used for
other activities, such as working on a train
or making phone calls whilst commuting.
The growth in the service sector industry
and new technology such as faster
broadband has also made working from
home a more viable option, which has had
a major impact on traditional travel
patterns. Freight and deliveries have also
seen changes to the way they operate as
24hr working patterns become more
common, and the ‘just in time’ delivery
services become a more accepted
operating method. These technology
changes have opened up opportunities to
influence our travel choices, and it is
expected that technology will continue to
develop and further influence where and
how we travel.
As technology continues to change travel
patterns, it is important for these evolving
trends to be understood and planned for
by the transport network. One example is
the fuel source being used for private
vehicles. As electric fuel cells become
more common, transport infrastructure
needs to consider and plan for the
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resulting demand for fast numerous and
affordable charging.
The changes technology brings could
open opportunities to tackle current
problems such as traffic congestion. By
utilising a more connected working
environment there are opportunities to
spread out trips on the transport network
which would reduce peak period pressure.
The evolution and opportunities that
technology presents is therefore an
important trend that local authorities,
stakeholders and the wider industry need
to be aware of when planning for the future
transport network in Hatfield.

The Queensway Asda

Personal Health: The market

saturation of private vehicles has never
been higher with more than 3.3million new
cars being registered in 2016. The relative
availability of private vehicles has resulted
in a drop in the number of people using
active modes of travel to complete
journeys. The issue of public health is
currently a major concern for health
professionals, with obesity and physical
inactivity one of the fastest growing public
health risks, and the cost of managing
these is only set to continue rising.
Active travel modes such as walking and
cycling can make a positive contribution to
our health and wellbeing, and are one of
the options being promoted by the NHS as
a way to get individuals across all ages
more active. The issue of obesity is

particularly important in younger people
where health in our younger years can
impact our health as an adult; so the mode
of travel to school is an important way to
educate children on healthy lifestyles. The
issue of personal health is one that
transport alone cannot be expected to
solve, however it is important to recognise
the wider reaching implications that
transport can have on society.

Public Transport Funding: The level

of public sector funding for public
transport has been reduced significantly
as a result of the increasing financial strain
that local authorities and central
government are under. The Transport Act
1985 saw the deregulation of bus services
which has resulted in private sector firms
operating most bus networks. The
provision of bus routes has traditionally
been seen as important to the public
sector in ensuring that those without
access to private vehicles maintain their
social mobility and this has meant local
authorities have been subsidising some
bus services in order to ensure they can
remain in operation. With the increasing
financial constraints placed upon local
authorities these subsidies have been cut
in many places, with Hatfield being no
exception. This has resulted in the private
bus operators having to reconsider the
provision of bus routes in order to balance
the demand and economic viability of the
service.
As the routing map in Figure 3.14 shows
there is a notable gap in current bus
service provision to both the north and
south sections of Hatfield. The services
that do run in Hatfield are predominantly
designed to offer connections from the
two university campuses towards the town
centre and station. The current routes also
offer regular connections to Hertford,
North London, St Albans and Welwyn
Garden City however there are limited
services to other regional destinations.
If Hatfield is to host a bus network that
offers regular services to connect all the
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parts of the town, as well as more regular
services to other regional locations, a
different approach will be required to the
previous option of public sector funding
subsidising it. As a service that is now
privately owned and operated, the local
authorities will need to work closely with
the service providers to deliver a more
connected service which can offer
advantages to the private car for some
journeys.

Road Safety: The safety of all road

users is of paramount importance in the
consideration of any transportation
network and, as such safety is at the
forefront of any policy or design.
Historically roads are generally designed
around maximising the provision of
carriageway for motorised traffic, with
provision for cyclists and pedestrians
sometimes appearing to be a secondary
mode or later stage addition, which can
make them appear to be an afterthought.
As cyclists and walkers are considered
more vulnerable road users their safety
through policy and design needs to be
promoted even more, particularly as they
are two of the major sustainable transport
modes to be encouraged.
As the roads become more congested,
there has been an increase in the
percentage of road users that are
choosing to cycle or walk and it is
important to recognise this in highway
design. As the proportion of highway users
moving to walking and cycling increases, it
will be even more important to provide
safe and appropriate schemes and
policies that protect these users.

Main Hatfield Challenges
Hatfield faces a range of transport
challenges that it must address in order to
deliver a transport network that meets the
needs of residents and businesses. The
local authorities must also consider a wide
range of factors, such as changing travel
patterns, economic development and

environmental concerns when considering
how to shape the transport network.

Hatfield’s Four Main Challenges
Commuting patterns In and Out of Hatfield
Connecting Hatfield’s Activity Hubs
Supporting the Growth and Development of
Hatfield
The Management of Hatfield’s Congested
Network

The current challenges facing Hatfield
range from the disconnection between the
train station, town centre and business
park/university campus, to how to
accommodate a planned 2,300 new
homes. There are a number of challenges
such as a limited amount of land available
for significant highway expansion within
town and the difficulties that come with
changing embedded travel behaviours.
The trends identified earlier are going to
play an important role in not only fully
understanding the existing challenges as
they are seen and understood today, but
also providing guidance as to the direction
to be taken to address them into the
future.
There are a number of localised challenges
across Hatfield that vary in characteristics,
however these can be broadly
summarised into four main challenges.

Commuting Patterns in and out
of Hatfield: Hatfield currently has a large
number of commuters coming to Hatfield
from outside of the local area, whilst also
having a significant number of residents
commuting to other locations for work.
Hatfield currently has a working population
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of about twelve and a half thousand, whilst
having about 50% more jobs than this,
which means there are a significantly
higher number of jobs than residents in
Hatfield. However despite the large
number of jobs contained within the town,
there are still an estimated six thousand
residents who are leaving each morning to
commute to jobs in other locations.
The larger proportion of jobs in Hatfield
attracts commuters in from a large area
which contributes to congestion around
Hatfield as many commuters are reliant on
the car which offers the most viable mode
of transport to reach their workplace, this
is combined with the significant amount of
through traffic on the strategic routes. The
number of residents commuting out of
Hatfield by car is further compounding the
congestion issue. This congestion, which
is occurring during the traditional weekday
peak hours can be seen in Figure 4.1 and
Figure 4.2 which models the current peak
time network congestion on several routes
in Hatfield including the A1 (M) and A414.

A1 (M) northbound

The issue of traffic congestion is not one
that is going to reduce without
intervention, Figure 4.3 and 4.4 show
modelled AM and PM uplift in trips in 2031
based on committed developments. This
shows that based on current trends and

the local plan growth, congestion will
continue to worsen and will have an
adverse effect on commuter travel times
and journey experience, reaffirming
concerns about increased levels of
congestion.

Connecting Hatfield’s Activity
Hubs: Since being established as a New

Town Hatfield has grown to comprise of a
series of neighbourhood communities and
activity hubs. As a result of the relatively
young age of Hatfield and the planning
theories used at the time, the town has
been developed around a fairly
disconnected land use pattern. At the time
Hatfield was planned and built the vision
for the town focussed around providing a
non-urban feel, with meandering roads,
wide green verges and the provision of
large green open spaces between housing
in order to make a more aesthetically
attractive environment. To some extent
this design approach assisted the private
vehicles in becoming the predominate
mode of travel due to the distances that
needed to be travelled to reach the various
activity hubs. Furthermore measures were
taken to separate pedestrians from cars
with bridges and subways incorporated
into the transport network. At the time, this
was considered to increase the efficiency
of the highway for traffic, and to provide
what was considered to be safer and more
attractive segregated environment for
pedestrians.
As a result of the original design ethos of
the highway network, the focus has
continued to be around private vehicles as
this is what the current infrastructure is
predominantly built for, which has meant
that opportunities for providing enhanced
infrastructure for cycling and walking
which affords them more prominence
within the highway environment can be
difficult to achieve and has not traditionally
occurred. There is increasing recognition
of the need to achieve a shift in focus
away from highways primarily providing
routes for motor vehicles to the provision
for multiple users, in particular cyclists and
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Figure 4.1. Modelled AM peak traffic
flow/capacity for the A1 (M) and A414 from
base year

Figure 4.3. Modelled predicted AM traffic flow
uplift percentage for the A1 (M) and A414 for
year 2031

Figure 4.2. Modelled PM peak traffic
flow/capacity for the A1 (M) and A414 from
base year

Figure 4.4. Modelled predicted PM traffic flow
uplift percentage for the A1 (M) and A414 for
year 2031
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pedestrians as well as making public
transport services attractive. However as
Figure 3.12 shows there are still significant
areas that have little or no infrastructure
and many existing places do not connect
with each other.
The current highway environment is
causing separation between different
locations in town and making movement
on foot and bike in particular more difficult
for many groups even where these modes
could be attractive options for shorter
distance trips occurring within Hatfield. In
order to improve the connections the
existing barriers need to be removed and
movement between different activity hubs
within Hatfield need to be made simpler,
safer and more attractive to all user
groups.

Commuting between Hatfield and Welwyn Garden City
7.7% cycle to work
32% drive to work

*Average journey time is the same
*Journey time based on MSOA Census 2011 data

Supporting the Growth and
Development of Hatfield: Welwyn

Hatfield Borough Council has identified in
the Local Plan the need to accommodate
a significant increase in population over
the next twenty years and this will require a
large number of new homes to be built.
Finding suitable sites of land to
accommodate these new dwellings is not
the only requirement that Welwyn Hatfield
Borough Council need to think about.
Suitable and sustainable infrastructure
needs to be provided to support the
significant number of dwellings currently
planned, including new or improved
transport connections, utilities, health and
education facilities and recreation and
leisure opportunities.

The transport network needs to be
designed to connect the planned new
developments with the existing highway
connections and activity hubs within
Hatfield. The new transport connections
also need to support the demand of users
as well as providing a choice of travel
modes. Ensuring that the transport
network is designed to be adaptable, safe
and resilient to the increased volume of
users will be very important to ensuring
the desirability of an expanding Hatfield
and to keep people moving.

Management of Hatfield’s
Congested network: Hatfield is

positioned at the intersection of the A414
which routes broadly east to west across
Hertfordshire and the A1 (M) running north
to south. This has made the town an
attractive location for businesses and
other activity hubs; however it has resulted
in a large number of people finding it easy
to commute to Hatfield from all directions.
The combination of people wanting to
travel to Hatfield combined with those
using the intersection of these two
important inter urban highway corridors as
part of their commuting routes has
resulted in a significant amount of
localised congestion hotspots, particularly
at key gateway junctions leading into
Hatfield.
This congestion is therefore having a
detrimental effect on local residents who
are also reliant on these key junctions to
make journeys within Hatfield and beyond,
especially due to the dispersal of the
various activity hubs. The combination of
commuters coming to work locations in
Hatfield, internal commuters and those
who utilise key junctions as part of their
route, results in a significant amount of
local congestion.
The existing distances within Hatfield are
not great and there are opportunities for
walking and cycling to be viable modes of
travel. However the existing highway layout
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of large roundabouts, subways and
complex junctions makes these modes
more difficult to use and less direct. This
reduces the convenience and the
desirability of these modes of travel and so
highway design will need to be addressed
if these modes are to be better accepted.
The ability to move freely around Hatfield
is important to residents and businesses
alike. In order to provide a smooth and
efficient transport network that meets
their needs, the issue of local congestion
will need to be addressed.

Local Transport Issues
As well as the wider issues detailed above
that are likely to require a package of
physical and policy interventions in order
to address them, there are also a number
of specific locations across Hatfield where
hotspots exist that can be addressed by
physical interventions. These hotspots are
specific locations which require direct
intervention in order to address existing
problems such as; congestion at junctions,
sub-standard pedestrian crossing

facilities, and lack of suitable walking and
cycling infrastructure. Figure 4.5 is a map
showing a number of existing localised
issues that range in nature;

Table 4.1 4.1 provides a detailed
description of each of these issues. This
section has identified four main challenges
as well as a range of local issues that apply
to Hatfield. There are also a number of
nationally significant trends that are
important to remember when considering
Hatfield’s transport network. When
considered together, the number and
nature of the issues that Hatfield must
address for its transport system becomes
apparent. There are a large number of
different challenges that the transport
system must address and many of these
are not mutually exclusive, meaning that
the impacts and reach of potential actions
and solutions must be carefully
considered. The mapping process used in
the next chapter begins to explore some
of the routes and options available and
what outcomes they are predicted to have.

Hatfield House
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Figure 4.5. A map of Hatfield showing known localised Transport Issues/Hotspots
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Table 4.1. A Description of each of issues identified in figure 4.5.
Location

Issue

A1(M) J4

The interchange between the A1 (M) and the A414 towards Hertford is
an important gateway junction. It suffers congestion during peak times
which generates delays for users. It can also impact on the access to the
northern retail park at this location.

A414/A1000
intersection

There is congestion at this junction during peak times which impacts on
journey times for users. The Great Northern cycle route also runs along
the A1000 at this location which raises concerns about the amount of
vehicle emissions that cyclists might be exposed to.

A1001/ Wellfield Rd/
Hatfield Ave

This junction experiences congestion during peak times as a result of the
number of commuters accessing the Hatfield Business Park. This can
also make crossing this intersection on foot or by bike more challenging.

A1000/Railway
Station

There is currently congestion along this section of the road, outside the
railway station during peak hours. This impacts on journey times and also
can have an impact on several bus routes which access the station.

Town Centre/Railway
Station

The existing connections between the town centre and the railway
station are not direct and the signing and wayfinding could be improved.
This leads to the sense of severance between the town centre and
railway station

Queensway

Queensway is currently designed primarily for motorised vehicles. There
are limited crossing points for pedestrians and cyclists as there are
guardrails running along the edge of the carriageway on both side. This
means that these users are forced to use the subways under the
carriageway, which are often unpleasant and disconnected places to
use. There are also limited measures in place for cyclists along the
carriageway.

A1001 Comet Way

At present the section of Comet Way between Cavendish Way and
Hatfield Avenue is a dual carriageway road with a central median along
the southern section. The carriageway is wide in places with several
junctions allowing access to side roads. The speed limit along Comet
Way is 50mph and is used by HGVs which creates a difficult and
intimidating environment for cyclists and pedestrians to use.

A1(M) J3

This is the interchange between the A1 (M) and the A414 towards St
Albans. At present it suffers from congestion at peak times as vehicles
back up along the A414 approaching the junction and also coming off
the southbound exit from the A1 (M).

A1057/ Cavendish
Way

The junction of Cavendish Way, the A1057 and Comet Way is a series of
roundabouts adjacent to the Galleria and Ramada Hotel which represent
what is perceived to be a difficult and convoluted series of crossings for
pedestrians and cyclist to navigate. The accident data at these locations
also indicates that there have been several accidents between different
transport modes
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Woods Ave

There are a number of schools located along or accessed from Woods
Avenue, which creates localised congestion during school drop off and
collection times.

Town Centre

The Town Centre has a large number of surface car parks located
around the town centre. Most of these car parks offer free parking which
makes driving to the town centre an easy option as users know they will
be able to find a parking space

Freight Movements

The Hatfield Business Park has several different types of businesses on
its site including some that generate significant numbers of heavy freight
movements. HGV vehicles require consideration when reviewing highway
design as their movements are more limited than the average vehicle
and this need to be accommodated.

Modern Life involves a range of activities in
different locations, referred to as activity hubs.
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Footpath alongside Queensway
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5. Logic Maps – Pathways from
challenges to objectives
The previous chapters have established
the existing transport arrangement in
Hatfield, and have then gone on to identify
the challenges that Hatfield faces both
now and in the future. These chapters have
laid the groundwork in identifying some of
the key transport challenges that need to
be addressed in order to allow for the
development of Hatfield to continue. This
chapter will examine the four main
challenges identified in the previous
chapter and begin to expand on some of
the impacts these challenges cause.
The use of Logic Maps allows a clear
pathway to be established, starting with
the challenge and the problem it causes.
Logic maps show the introduction of a
mitigation measures and provide an
expected outcome from this intervention.
They work like a flow chart going through
the evolution of the outcome and
indicating how each of these could impact
on objectives.
It is important that there is a clear path of
understanding that links the challenges
with proposed actions, and then flows
through to the objectives. The Logic Maps
below show how each of the four major
challenges previously identified can be
addressed. The Logic Maps will provide
indicative pathways that include
interventions to address the identified
challenge. They will also map out the
intended results the intervention is
expected to have, which will help in
providing guidance and acting as a
benchmark for evaluating the success of
the measure.
The first challenge is the issue of
congestion on the local highway network
and the impact this has on journey times
for users. This creates a number of issues

(referred to as Inputs in the Logic Map),
such as making those necessary journeys
more difficult and time consuming, as well
as increasing the amount of stationary
traffic which is unpleasant for drivers and
other highway users. The map then
addresses the identified issues by a
proposed intervention (Output); this can
include physical interventions such as bus
lanes and new pedestrian and cyclist
crossings or policy changes such as work
place parking levies or air quality zones.
These interventions then lead to predicted
changes (known as the Outcome level); for
the local congestion map the potential
interventions could be introducing
measures that discourage the use of
private vehicles leading to a fall in vehicles,
which could translate to an increase in the
use of alternative sustainable modes of
transport. The outcomes can then be
linked to the objectives of the Transport
Strategy, for example reducing the level of
emissions from vehicles is linked with the
objective to promote and maintain the
character and culture of Hatfield.
Figure 5.1 below is the Logic Map for the
challenge of Local Congestion on the
highway network. It identifies five different
issues that the challenge creates. Figure
5.2 is the second challenge which expands
on the issue of the number of commuters
coming into Hatfield from outside of the
town. Figure 5.3 is the Logic Map that
deals with the challenge of the existing
highway network design and how it
currently suffers from poor connections
between various activity hubs. The final
map Figure 5.4 picks up the challenge of
the new development that is planned for
Hatfield, and what will need to be
considered in order to prepare for the
increased number of trips.
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Figure 5.1. Logic Map for the Challenge of Local Congestion on the Highway Network
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Figure 5.2. Logic Map for the Challenge of Commuting Patterns in and out of Hatfield
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Figure 5.3. Logic Map for the Challenge of Connecting Hatfield’s Activity Hubs
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Figure 5.4. Logic Map for the Challenge of Supporting the Growth and Development of
Hatfield
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Roehyde Way southbound
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6. Schemes and Actions
This chapter draws together the findings,
challenges and logical processes used in
the previous chapters to identify physical
interventions and possible policy options
for Hatfield. These options will look to
address the challenges identified whilst
also working towards the nine objectives
detailed in chapter 2. The measures
detailed in this chapter are the result of
careful review of the current challenges
and the strategies objectives, combined
with workshops with key stakeholders and
council officers. The proposed mitigations
have been developed with varying
timescales, based on the cost, complexity
and relation to various development sites.
There are two main types of transport
mitigation measures that can be used to
address the challenges in order to meet
the objectives; these are policy measures
and physical measures.
Policy measures can be flexible in scale
with some only impacting a small number
of people or a localised area; however they
can also be implemented across the entire
town or a wider region.
Physical measures tend to be specific to a
location and often require tailored
engineering and assessments to ensure
they are appropriately designed and
installed.
This chapter details a range of policy
measures that would work towards the
strategy objectives and could be
implemented on either a local scale or
across the town. These measures cover a
range of concerns from air quality and
road safety to congestion and the use of
the public highway. The chapter then
identifies seven key corridors within
Hatfield that will be the main focus for
physical mitigations and improvements.
The last section focuses on the town
centre and picks up on specific measures
that can be used to support the evolving
redevelopment of Hatfield town centre.

Town Centre footpath

Potential Policy Measures
The table below provides details of a range
of different policy measures that could be
considered for Hatfield. These measures
have different timescales and
considerations that will affect whether the
measure is acceptable to the residents
and businesses in Hatfield. All the policies
detailed below are designed to support
the nine objectives and work towards the
three primary themes.
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Table 6.1. Details of a range of possible Policy Measures
Short Term Policy Options
Policy

Benefit & Description

Considerations

Cycle Training
and loan a bike
schemes

As part of the desire to increase the user
levels of sustainable transport modes,
some people may require cycle training
to help them to ride a bike and to
negotiate the highway network. With
safety being a primary reason for not
cycling, cycle training can help users
understand the rules of the road and
how to handle them on a bicycle. This
scheme could also include the ability to
borrow a bicycle to see if you enjoy it,
before making the commitment to
purchase your own bicycle.

There will need to be buy in from local
residents and user groups to undertake this
training, which will come with annual running
costs. There may also need to be a
significant initial capital outlay to purchase
the bicycles. There will also be a need to
overcome engrained perceptions and
stereotypes regarding cycling on the
highway.

School Cycling
Education
programme

Running cycle education and training
sessions in both primary and secondary
schools would help to increase the level
of familiarity with cycling for the younger
generations. This would be an important
tool in educating them not only on safe
cycling practices but also the health and
wellbeing benefits of cycling and other
sustainable transport modes.

In order to run these sessions it is likely that
additional resources would be required
including instructors and equipment. There
may also need to be ongoing monitoring
support to help those who have developed
personalised travel plans.

Active Travel
Seminars

Educating existing private vehicle users
on the opportunities to and benefits of,
using alternative travel modes could
help encourage behavioural change.
This could be done through information
and education sessions offered to
various community and business groups
providing opportunities to help shift
behavioural patterns and public opinion
regarding sustainable travel.

In order to be successful this scheme would
need buy-in from businesses and local
community groups who could offer the
platforms for these sessions to take place.

Work place
travel plans

Work place travel plans are a
requirement under the Local Plan and
are currently required of all new
developments, however as is the case in
most places the upkeep and
enforcement of them can be lacking. As
part of the strategy the introduction of
specific resources to educate/manage
and enforce these plans could be
considered. Furthermore, travel plans
which are more strongly tied to local
transport strategy and scheme delivery
may increase the incentive to monitor
their implementation.

This would likely require additional resources
in order to effectively manage and review the
number of travel plans. There are limited
enforcement options available to the local
and county authorities for those that do not
comply with the stated plans.
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Anti-Idling
campaign

As part of the objective to tackle poor air
quality, a programme to promote people
to turn off their vehicle engines when
stationary could be introduced. Antiidling campaigns have been used in a
number of other urban areas to tackle
the issue of localised population
hotspots that stationary vehicles can
cause.

There is currently an ongoing debate about
what measures should be used to enforce
anti-idling areas, with no clear path for
enforcement yet established

Walking
Campaign

Utilising the existing walking
environment and encouraging more
people to walk are important to
achieving a number of the objectives. A
walking programme such as 'Beat the
Street' designed to encourage the
uptake of walking using various
incentives could help to increase the
number of people walking and the
distance they travel.

This measure could be successful in
achieving an uplift in walking during the
programmes operation. However there is a
risk these level could be artificially inflated by
the programme and drop off again once the
programme finishes.

Signage
campaign
clean up/
declutter

Rationalising and tidying up existing
signage is an important tool in ensuring
that streets do not come over cluttered
with signs. It will also help to reduce
confusion and visual clutter for highway
users. A town wide review of existing
and potential signage could be
conducted to declutter unnecessary
signs and also identify new signage
locations for the various mitigation
measures.

There are fairly strict guidance provided by
the DfT for the location and types of signage,
which will limit the removal of some signs. It
will also be important to ensure that
sufficient wayfinding information is still
provided for users.

Car Clubs and
Car sharing
schemes

Car clubs and other car sharing
schemes have been recognised to help
reduce the levels of private vehicle
ownership. Reducing the number of
private vehicles could help reduce local
congestion and ease pressure on
parking.

Car clubs are not always successful and it
will be necessary to set up a sufficiently large
network of vehicles and provide suitable
parking locations for them in order for the
scheme to be visible to potential users.

Play Streets

The revival of the street as a multifunctional space is well underway, as
mentioned in the car free policy option.
As the number of public play spaces in
urban areas continues to reduce, the
need to utilise the street as a play space
has increased. In order to do this safely,
the introduction of play streets
(previously seen in the 30’s) has become
one possible approach. This would
involve the closure of certain nonstrategic streets at certain times to allow
the space to be safely used by children.

Hatfield has a significant amount of green
space existing, so demand for play streets
may be limited. The scheme is usually run by
a community group of parents/neighbours
and so requires a level of grassroots
involvement and ownership to be successful.
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Town Centre
Parking
Charges

Introducing parking charges in the town
centre could reduce the number of
vehicles driving into the town centre, by
using the cost of parking to reduce
demand. A reduced level of demand
could free up land for other uses, and it
could also reduce the levels of
congestion around the town centre if
visitors switch to alternative modes such
as bus and cycling.

Introducing parking charges could conflict
with local businesses that have valid
concerns about customer footfall. It may also
result in a shift of parking to other streets
which will impact local residents and may
therefore require further parking restrictions

Town wide
pedestrian
priority at
crossings

To prioritise walking and cycling as the
preferred transport modes, changes to
signalised crossings could be made.
Traffic signals at these crossing could
be reprogrammed to give more priority
to pedestrian movements. This could
speed up journeys for pedestrians and
cyclists, and help to reduce the journey
times for these modes.

These measures could conflict with
intelligent traffic signal technology such as
SCOOT programming and other light phasing
programmes designed to help smooth traffic
flows in congested locations.

Medium Term Policy Options
Policy

Description

Considerations

Strategic
Freight Routes

In order to manage the movement of freight
vehicles in particular HGVs, a preferred set of
routes could be established which these vehicles
are encouraged to use through enhanced signposting and other physical interventions. This
would help to reduce the impact that large vehicles
have on the local network, reducing levels of
localised congestion and the potential for these
vehicles to damage highway assets. The use of
weight restrictions and pinch points could be used
as measures to enforce the desired routing.

There is a risk that the designated
routes become over run by HGV
vehicles. The introduction of
weight restrictions can be difficult
to justify and enforce as a
measure to control routing. The
impact could be limited by some
drivers utilising non freight
Satellite Navigation systems for
guidance.

Shared Use
pavements

Across Hatfield there are a number of routes that
have formalised pavements provided beside them,
many of which are quite wide and have a physical
segregation from the carriageway. Implementing a
town wide shared use approach on these
pavements to allow both cyclists and pedestrians
to use them, would make it clear that cyclists can
use these surfaces. This would provide an
environment that is perceived to be safer for
cyclists, whilst alerting pedestrians to the fact that
cyclists could be on the pavement.

Although the changes should alert
pedestrians to the chance of
conflict with cyclists, there is still a
risk of pedestrian versus cyclist
collisions. Although many of the
existing footpaths meet minimum
width requirements, some may
need to be expanded into existing
verges.
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Electric
Vehicle
Infrastructure

The market for electric vehicles is continuing to
increase as the technology becomes more reliable
and wide spread. A key component to supporting
this growth is sufficient infrastructure primarily
electric vehicle charging points. Providing a
number of these points across the town could help
to encourage the further uptake of the vehicles
and support those who have already chosen a low
or zero exhaust emission vehicle

There are a number of
requirements for these charging
points which includes providing
dedicated parking bays to ensure
availability and also a sufficient
supply from the grid which can be
costly to set up.

Public Cycle
facilities

In order to support cycling throughout the town, it
is important to supply the appropriate
infrastructure. As well as safe routes there also
needs to be provision of safe bicycle parking and
storage, facilities for repairing and maintenance
and signage and guidance for cyclists.

As well as the initial outlay this
equipment would also require
regular maintenance, and could be
at risk to vandalism

Town Centre
Cycle Lanes

Designated cycle routes could be marked in order
to encourage cycling through the town centre,
whilst minimising the potential for conflict with
pedestrians. This would help to highlight the best
routes for cyclists to follow whilst alerting other
users to the designed routes for cyclists.

Introducing cycle routes would still
not completely mitigate the
potential collision risks, which has
historical been a reason against
allowing cycling in the town centre.
The design and markings of cycle
routes could also interfere with the
design and use of some areas
such as White Lion Square.

Car free
days/times

As space within urban spaces becomes more
constrained potential innovative new uses for the
highway network could be explored. One of these
options is to remove vehicles from the road on a
temporary basis to allow the space to be used for
alternative activities. This could be a range of
activities from road/cycle races to festivals and
community activities. These car free days could be
a regular event or a one off, depending on the
activity and the road space demand.

Full network closures could cause
network problems in the
surrounding areas. It would require
significant preparation and
advanced notice to implement
these closures. Marketing and
promotion would be required to
make full use of the available road
space.

Create and
Improve local
walking and
cycling routes
as part of new
developments

As part of the planning process the level of priority
and consideration afforded to the provision of
quick and effective walking and cycling options
could be increased. This could also translate to
existing routes where opportunities exist to create
or improve ‘shortcuts’ for use by cyclists and
pedestrians to reduce journey times.

This would require a change to the
way that development
management is approached with a
shift to more focus on sustainable
transport modes. It may also
require the local authority to
purchase or take ownership of
land packages and infrastructure.
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Long Term Policy Options
Policy

Description

Considerations

Town wide
20mph
scheme

This would see the speed limit on some or all
roads across the town reduced to 20mph, with
the aim of improving the sense of safety for
other road users. The reduction in speed would
also increase journey times for private vehicles
and serve to further reduce the advantages of
this mode.

The enforcement of 20mph limits or
zones need to be capable of being selfenforcing in order to be considered.
There are also fears that slower speeds
can increase emission levels.

Work place
parking levies

The introduction of a cost to park private
vehicles at various workplace locations, could
act as a deterrent to employees using private
vehicles to commute. These charges would
need to be implemented across all locations in
order to avoid a shift effect and making one
location more or less attractive for businesses
than another.

Implementing these charges when no
viable alternatives exist is unlikely to be
successful, and could result in
businesses relocating. The scheme is
unlikely to have much traction without it
being introduced across a large area,
potentially at a county level.

Electric bus
zone

Diesel powered buses are some of the largest
contributors to levels of NOx and PM in terms
of vehicles usually found in urban centres. In an
effort to tackle levels of emissions in town
centres where pedestrians and vehicles are
often in closer proximity, an electric bus zone
could be introduced to restrict on electric
powered buses from entering the zone.

Although bus companies are slowly
increasing the amount of electric and
hybrid vehicles in their fleets, they are
considerably more expensive than
combustion engine buses and have
limited battery capacity and range.

Pedestrianise
existing town
centre roads

If the town centre does expand and the level
and scale of development continues to
increase then there could be a need to expand
the streets included within the town centre
area. One of the ways to indicate that a street is
considered to be within the town centre is to
introduce pedestrianised sections. This would
help create an environment friendlier to walking
and cycling modes.

If this option was further developed it
would require careful consideration of
the impact it might have on movement in
and around the town centre.

Clean air zone

Creating a clean air zone across either the town
centre or a larger area could target emissions
levels by restricting access for a range of
different vehicles and fuel types. The use of
clean air zones is primarily aimed at restricting
certain vehicles from areas where there are
existing air quality issues or where there are
significant numbers of vulnerable users.

A zone that targets the emissions of older
vehicles could be discriminating against
those on lower incomes who would be
less able to replace their vehicle with one
that meets the emission requirements.
There would also be significant costs to
establishing existing air quality levels and
subsequently setting up and enforcing
such a zone.

Congestion
charge zone

If a cost or restriction was introduced to any
vehicles trying to access an area, this would
help to reduce levels of vehicles and ease
congestion. These measures are usually
introduced in areas with high levels of
congestion and where there are alternative
modes of travel available.

Introducing a restriction is likely to result
in a fall in footfall for retail businesses and
offices might relocate unless there is a
significant attraction for them to remain.
The cost of setting up and enforcing such
a measure is also significant, as such
these measures are usually only
considered in very large urban areas after
other options are exhausted.
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Potential Physical Measures
There are a number of physical measures
that can be considered when looking at
what options are available to Hatfield,
however the cost of any mitigation needs
to be weighed against the benefit to
establish whether it is likely to be deemed
successful. When looking at the range of
possible measures the cost of the
mitigation needs to be measured against
the number of people that are likely to
benefit from introducing them. In order to
maximise the impact of any mitigation, the

existing highway network in Hatfield was
carefully reviewed in the context of existing
movement patterns and the location of key
activity hubs to establish seven key
corridors. These key corridors shown in
figure 6.1 have been identified as the key
movement corridors within Hatfield. It is
therefore considered best value and likely
to have the most beneficial impact to
target the majority of physical mitigation
measures to these seven corridors.

Figure 6.1. Map of Hatfield showing the seven key transport corridors
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Corridor 1 – University Campuses
Corridor one connects the two Hatfield
based campuses of the University of
Hertfordshire, as well as servicing one of
the entrances to the Hatfield Galleria. The
corridor is currently divided by the A1 (M)
which cuts through the middle of the most
direct route between the two campuses;
as such the current options are to travel
along College Lane and Cavendish Way or
to cross Junction 3 of the A1 (M) to
access Comet Way. The junction of the A1
(M) is not currently designed to facilitate
non-vehicular movement and so the
preferred route for local movements
between the two campuses and the
Galleria is along College Lane.

Hatfield Galleria

The Corridor also serves as a key entry
point into Hatfield from both J3 of the A1
(M) as well as the A414 from St Albans.
Comet Way which is a single carriageway
road connecting to the roundabout at
Junction 3, offers an entry point into the
Business Park, Galleria and town centre.
The Junction 3 roundabout also connects
to Roehyde Way, which offers connections
to the southern parts of Hatfield. As a
confluence of several different corridors,
the levels of congestion at the junction
and in the surrounding area are often quite
high, which can significantly impact on
journey times.
Due to the severance issue caused by the
A1 (M), there is a disconnection in cycling
and walking facilities across the corridor
between the campuses. As a result the
distance between the two campuses
would be less than 1km if it was possible
to travel in a straight line, however currently
the shortest walking or cycling route spans
over 1.5km. The corridor also has good
bus connections between the campuses
with an average of 6 different bus routes
per hour.
College Lane northbound
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Figure 6.2. Map of Corridor 1 showing proposed mitigation measures
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Code

Measure

Reason

C1-1

Remove the existing railing around the
crossing points and in the central island to
open the area up to other modes. Improve
the cycling environment by connecting the
various cycle routes. Improve the crossing
points by expanding the width of the
crossings and remarking the carriageway
with alternative materials to highlight
crossing locations.

To improve the cycling and pedestrian
environment and give continuity to the
cycling infrastructure.

Replace the existing roundabouts with
signalised junctions

Signalised junctions provide a more
accessible and friendly environment for
pedestrian and cyclists to cross if they
incorporate designated facilities. They also
take up less land than roundabouts and
provide a greater degree of traffic flow
management. The released land could be
used to provide a better and more
connected environment for cyclists and
pedestrians.

C1-3

Remove existing railing along the edge of
the carriageway.

The removal of the railing will increase the
width of the pavement allowing for an
increased area for cyclists and pedestrians
and opportunities to provide wider cycle
paths.

C1-4

Declutter the existing pavements and
explore opportunities to provide a better
streetscape for pedestrians and cyclists.
Reduce the potential for conflict by
formalising segregation between cyclists
and pedestrians.

A more attractive and larger environment
will make walking and cycling in this area
more attractive and allow for a smooth
connection with the Alban Way cycle route
that runs either side of the road.

C1-5

Reduce the priority that the Hotel access
has onto the roundabout; install a raised
entry treatment across the access.

This will provide continuity to the walking
and cycling provision along the southern
side of the route. It will also help to alleviate
some of the congestion at the junction.

C1-6

Re-programme the signal phasing at these
crossing locations to prioritise pedestrian
movements.

There is a significant amount of pedestrian
movement within the area, in order to
encourage more people to walk and to
minimise their exposure to vehicle
emissions, the reprogramming of the
signals to give priority to pedestrians will
improve this.

C1-7

Remove the existing Zebra crossings and
install dual purpose crossings

This will help to improve the visibility and
safety of pedestrians and cyclists at these
junctions.

C1-2
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C1-8

Better maintaining of the cycle route; Cut
back vegetation, implement lighting on the
cycle path and ensure a regular
maintenance programme is in place.

This will help improve the cycle lane and
encourage use of the route.

C1-9

Increase the width of the pavement to
allow for formal marking of a cycle lane.

An improved cycling provision will
encourage further levels of cycling along
this road.

Construct a bridge across the A1 (M)
providing a more direct as the crow files
route for pedestrians and cyclist only. (with
Highways England involvement)

A specific crossing for non-motorised
vehicles would provide a safe environment
for these users to cross the A1 (M). This
would mean that they do not have to
negotiate the complex J3 roundabout or
take the less direct route via Cavendish
Way.

C1-11

A major redesign of the existing A1 (M)
junction 3 roundabout. (with Highways
England involvement)

A redesign of the roundabout junction could
improve the flow of traffic coming on and off
the A1 (M) and connecting with the A414
and the southern end of Comet Way. The
junction could also be designed to
accommodate walking and cycling modes
which the current one does not.

C1-12

A connecting slip road for vehicles on the
east bound A414 to use to avoid the
Junction 3 roundabout when heading into
Hatfield on comet Way. (with Highways
England involvement)

The implementation of the slip road could
help alleviate some of the congestion that
currently exists around Junction 3.

C1-13

Remove the existing northbound exit slip
at Junction 3, and provide a connector
road from Junction 2 to connect to
Junction 3 on the western side of the A1
(M). (with Highways England involvement)

Removing this slip road would provide relief
to the J3 roundabout and allow more
priority to be given to vehicles coming off at
the Southbound exit and then crossing onto
the A414. The new connector road would
have more capacity allowing for greater
queuing without concerns about traffic
backing up onto the main carriageway of
the A1 M).

C1-14

Install marked cycling routes to connect
Comet Way with Roehyde Way.

There is currently a lack of connectivity
across the Junction 3 roundabout for
anything other than motorised vehicles.

C1-15

Implementation of a cycle hire scheme,
with locations at each University campus.
This could be tied into a large cycle hire
scheme across the town or operate as an
independent scheme.

To facilitate and promote cycling amongst
the University students

C1-16

Provide cycle parking and storage facilities
in prominent locations

To provide secure cycle parking locations to
encourage students to cycle

C1-10

84

Corridor 2 – Cavendish Way
Corridor two runs along the length of
Cavendish Way connecting the Galleria
and the Town Centre. This corridor
currently suffers from high levels of
congestion at peak times as it acts as the
main East to West link through the town.
Cavendish Way also has a series of
roundabouts and junctions that have a
significant number of recorded incidents
involving vehicles and cyclists.
Queensway southbound

Queensway northbound

The existing cycling infrastructure along
this corridor is mixed between on and off
road provision, with some parts of the
routes shared with the main carriageway,
whilst other parts are physically separated.
The route is not well sign posted and the
current maintenance of the surface is not
well kept. The routes are also confusing
along sections of the corridor including
around the existing roundabouts, where
there are multiple lanes and various
shortcuts that create a confusing
environment for both cyclists and vehicles.
The walking environment along Cavendish
Way is also quite varied with some
sections running immediately alongside
the carriageway and other sections having
a physical divide. Large sections of the
corridor feature types of fencing that are
designed to separate vehicles from
pedestrians; however they also reduce the

permeability of the road and make access
to the town centre more difficult. This
means that pedestrians are forced to
cross at only a few designated pedestrian
crossings along the corridor, often
requiring significant deviations from their
actual desire lines. The corridor also
features several roundabouts with
extensive pedestrian underpasses, these
do separate pedestrians from vehicles
however they require route deviations and
the spaces can be perceived as
unpleasant and unsafe.

Cavendish Way southbound

The route is also a key corridor for buses
with over 8 bus routes utilising Cavendish
Way. As a congested route buses can
often experience delays when trying to
use this corridor, and there are limited
options for bus standing along the
corridor.
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Figure 6.3. Map of Corridor 2 showing proposed mitigation measures

Code

Measure

Object
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C2-1

Introduce traffic management
measures along Link Drive

As the function of Queensway is changed to be less
vehicle orientated it is likely vehicles will look for
alternative routes. In order to reduce the potential for
rat running, traffic calming along routes such as Link
Drive will reduce the potential for them to be used as
shortcuts.

C2-2

Remove the existing railing and
review the design and interchange
for cyclists

The current connection for cyclists does not provide
suitable connections with Cavendish Way.

C2-3

Install a dual purpose crossing for
use by pedestrians and cyclists

This will increase the level of permeability for
pedestrians and cyclists, and provide a safer
crossing arrangement

C2-4

Introduce a bus lane in the north
eastern direction of the road

This will improve the bus journey reliability along this
key corridor, with a bus only lane provided for buses
coming from the Galleria and Business Park towards
the Town Centre and Rail Station.

C2-5

Improve the marking of the cycle
lanes and ensure consistency
along the route

Improving the cycle lane marking and ensuring that
the design is uniform along its length will provide
clear guidance for cyclists and help to improve
safety.

C2-6

Install a new pedestrian crossing

A Zebra crossing or other formalised pedestrian
crossing provision on Cavendish Way would improve
the movement across and the safety of the road for
pedestrians

C2-7

Remove the existing roundabout
and the installation of an at grade
signalised junction

The redesign of the junction would improve the
management of traffic flow through this congested
junction. It would also allow for the installation of new
pedestrian and cyclist crossings that would improve
accessibility and safety for these modes.

David Lloyd Health Club
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Corridor 3 – Bishops Rise
Starting in the southern end of Hatfield the
corridor extends along the length of
Bishops Rise and ends at its junction with
Cavendish Way (Corridor Two). The
corridor connects the University Park and
Ride facility on South Way, the High View
local shopping parade in South Hatfield
and the College Lane Campus to the town
centre and other activity hubs.

Bishops Rise Northbound

The width of the footways makes Bishops
Rise a cycling and walking friendly
environment, however there is a lack of
clear signage along parts of the route and
crossing facilities are informal in most
locations.

College Lane Campus

The walking environment is characterised
by wide segregated footways along
Bishops Rise, which are reasonably well
maintained and well-lit at night. The route
typically experiences low traffic volumes
however this can spike at peak times.

Bishops Rise has two bus routes that run
along it at present that connect the area
with the Galleria, De Havilland Campus,
Town Centre and the Train Station. There
are currently preliminary plans for the
redevelopment of the High View shopping
area and this may change the priority and
catchment area of this activity hub in the
future.

Bishops Rise southbound
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Figure 6.4. Map of Corridor 3 showing proposed mitigation measures
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Code

Measure

Object

Introduce raised entry treatments on side
roads to the east side of Bishops Rise

To improve the safety of pedestrians and
cyclists using the enhanced footway along
the eastern side of Bishops Road. The entry
treatments will also serve to act as traffic
calming measures to reduce the
attractiveness of 'rat running' through the side
streets.

C3-2

Install new pedestrian and cyclist
crossing points along Bishops Rise

The introduction of a range of formal and
informal crossing points will allow pedestrian
and cyclist permeability across Bishops Rise
from the formal cycle route on the eastern
side of the road to neighbourhood block on
the western side of the road.

C3-3

The rationalising of the parking
arrangements along the northern section
of Bishops Rise

These measures will serve to reduce the
issue of disruptive parking practices and help
improve the traffic flow along this route.

C3-4

Widen the footpath on the eastern side of
Bishops Rise and mark dedicated cycle
lane

This will provide a safer environment for
cyclists as well as serving to connect the
Town Centre and the proposed new High
View development.

C3-5

Urban realm improvements as part of the
High View development

Improve the public footpath and surrounding
area as part of the High View development.
This could include traffic calming on the
carriageway as well as connections to the
development from the footpaths and cycle
lane.

C3-6

Widened the existing footway to allow for
pedestrian and cyclist shared space on
the footway

The widening of the footway will provide
sufficient width to allow either pedestrians or
cyclists to use the route, whilst maintaining
separation from the main carriageway.

C3-7

Substitute existing roundabout with T
junction and raised table top treatment

This will allow priority for vehicles on the
main Bishops Rise corridor, whilst helping to
improve safety and reduce vehicle speeds
with the raised treatments.

C3-1

90

Corridor 4 – Travellers Lane
Corridor four runs along the route of
Travellers Lane and Woods Avenue, from
the industrial estate in the south-east of
Hatfield to the Town Centre. The corridor
offers access to five different schools and
to Hatfield Leisure centre.
The area at the southern end of the
corridor is predominately residential;
however the end of the corridor services
the industrial park and offers connections
to Welham Green and Potters Bar. The
northern end of the corridor connects to
Travellers Lane southbound

The corridor suffers from localised traffic
congestion during school arrival and
departure times due to the concentration
of schools around the north end of the
road and the number of parents driving
their children to the school entrances.
Despite a number of different measures
being used to try and encourage the
uptake of sustainable travel modes and
discourage parking along the road, school
drop off and collection times continue to
be a cause of congestion and disruption
along this corridor.
Travellers Lane northbound

the town centre and is the location for
several of the schools in the corridor. The
corridor has recently been improved with
the installation of a new designated cycle
lane along the eastern footway which runs
along the majority of the corridors length.
The new lane has been created by
expanding the width of the footway and
introducing some markings and signage to
indicate the new route.

Southdown Road Cycle Route
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Figure 6.5. Map of Corridor 4 showing proposed mitigation measures
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Code

Measure

Object

C4-1

Implementation of raised entry treatments
along the eastern side of Woods Avenue
and Travellers Lane

This will improve the safety and visibility of
young and vulnerable users who are crossing
these side roads either as pedestrians or
cyclists. The treatments will also offer continuity
for cyclists using the cycle path.

C4-2

Install a new pedestrian crossing

To improve pedestrian safety the installation of
a formal crossing point where desire lines
already exist will aim to meet pedestrian needs.

C4-3

Review waiting and loading restrictions
along the northern section of Woods
Avenue

This area suffers from congestion during school
drop off and pick up times. A review of the
existing restrictions and what improvements
could be made will help to improve safety for
users and reduce localised congestion.

C4-4

Install raised entry treatments with cycle
priority measures around the Woods
Avenue/Travellers Lane roundabout

Introducing improved crossing points will help to
prioritise cyclists and pedestrians at the
roundabout, where currently the environment is
dominated by motorised vehicles.

C4-5

Install and provide markings for formalised
parking bays

Marking out parking bays will help improve
compliance with parking along the route and
encourage better parking practices from drivers.

Remove the existing subway and bring
pavements to grade level

The subway currently provides a more difficult
environment for pedestrians and cyclist to
negotiate due to the change in gradients. There
are also concerns about the anti-social
behaviour that comes with subways.

Improve the cycle connections to various
routes around the roundabout

Although there is a raised bridge connecting
Travellers Lane to the commercial park, there
are no marked connections to other routes. The
introduction of road markings and signage
around the roundabout would help to improve
safety and guidance for those cyclists wishing
to connect with the A1000.

Traffic calming measures along the length
of the corridor

To reduce the attractiveness of Travellers Lane
and Woods Avenue to be used as an
alternative to the A1000, a range of traffic
calming measures could be introduced to
further reduce vehicle speeds through selfenforcing calming measures.

C4-6

C4-7

C4-8
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Corridor 5 – French Horn Lane
This corridor connects the Town Centre
with the train station, the old town and
Hatfield House. There are two key routes
through this corridor that serve different
types of users; Old French Horn Lane and
Cranbourne Road provide the most direct
route between the town centre and railway
station for pedestrians, whilst the second
route is along the B197 which is more
suited for vehicles and cyclists.

Hatfield railway station

Cranborne Road westbound

The B197 serves as a key connection from
the Great North Road (A1000) on the
eastern side of Hatfield, to the town centre.
The route offers a connection between
these two activity hubs for vehicles,
cyclists and pedestrians. The route is
subject to peak time congestion, with local
congestion occurring on the B197 and the
section of the A1000 between the junction
with B197 and St Albans Road East as it
passes the railway station.

For pedestrians using the B197 and
cyclists accessing the railway station, the
route requires the use of an underpass
beneath the railway which can offer an
unpleasant environment as well as raising
safety concerns for some users. The route
between the town centre along Old French
Horn Lane and Cranbourne Road offers a
quieter and more pleasant environment for
pedestrians and cyclists. However there
are still sections of disconnect such as the
narrow footbridge over the railway line
which is not accessible for cyclists and
those with mobility impairments, and the
cut through between Endymion Road and
the station which is a narrow, secluded and
poorly lit passage.

French Horn Lane eastbound
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Figure 6.6. Map of Corridor 5 showing proposed mitigation measures
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Code

Measure
Improve the street lighting and provide
CCTV cameras along key walking routes
between the railway station and town
centre

Object
These improvements will help to enhance the
walking environment and help pedestrians
feel safe, particularly during darker periods of
the day.

C5-2

Install new pedestrian crossings

New formalised pedestrian crossings will help
to increase safety for pedestrians and give
them priority along these key desire lines to
the town centre.

C5-3

Widen the footpaths by cutting back
vegetation where possible

This will increase the corridor for users and
allow for cyclists to use the route as well.

C5-4

Widen the pedestrian bridge across the
railway and install ramps on either side
(with Network Rail involvement)

Widening the existing bridge and installing a
ramp allowing for wheelchair and cyclists to
use the bridge will improve connectivity
between the railway station and other activity
hubs in Hatfield

C5-5

Introduce cycle lane along the side arm
of French Horn Lane

This cycle lane would connect the town
centre with the main section of French Horn
Lane and would likely form part of the
streetscaping of this area as part of the town
centre improvements

C5-6

Install cycle lane along French Horn
Lane

This cycle lane would form part of the
East/West cycle lane connecting the railway
station, town centre and Business Park

C5-7

Upgrade and widen existing pedestrian
crossing

This crossing would be upgraded to provide a
crossing for both pedestrians and cyclists as
it is along the main desire line from the town
centre to the railway station.

C5-8

Continue the Improvements to
wayfinding and signage and guidance
about routes

Wayfinding and signage will help to raise
awareness and increase legibility about the
routing and provide guidance to visitors.

C5-9

Rationalise the existing parking along
French Horn Lane

There is currently a significant amount of
informal parking along French Horn Lane,
which interferes with bus journeys and
causes localised congestion.

C5-10

Install new signalised pedestrian
crossing

This crossing point is also on a desire line for
pedestrians and cyclists moving to and from
the railway station. The signalised crossing
would also help to slow vehicles along this
corridor and improve pedestrian and cyclist
safety.

C5-11

Improve the lighting and install CCTV
under the subway

These measures would help to improve
safety for users of the subway.

C5-1
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Tesco, Oldings Corner
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Corridor 6 – Wellfield Road
This corridor picks up the connection
between the town centre and the northern
area of the Business Park. The route will
also extend into the new development of
Hatfield Garden Village and Symondshyde
which have been identified in the Local
Plan. The route also acts as a key
connection from the Comet Way
roundabout in the North West of Hatfield,
into the town centre and offers onward
connections to the railway station.

Wellfield Road westbound

Birchwood Avenue Southbound

Wellfield Road connects the Comet Way
roundabout to the town centre. The route
is currently served by a two lane road
offering a single lane for traffic each way; it
is often subject to congestion and delays
at peak times. There is a cycle path that
runs along parts of the route, it is a
designated shared surface for pedestrians
and cyclists however it is not well marked.
The route also does not offer any form of
priority over adjoining side roads, which
leads to the route feeling disconnected.
The corridor also bisects the Alban Way
cycle route as it runs through the town; the
Alban Way runs via a bridge over Wellfield
Road to avoid any potential conflict
between users on the two routes.

The large A1001 Comet Way roundabout
is currently the primary access to the
north end of the business park. It suffers
from high levels of congestion during peak
times and is heavily used by freight and
HGVs accessing the site. The roundabout
also presents a barrier to non-motorised
modes of travel trying to cross the
junction. It currently has limited provision
for cyclists and pedestrians to cross and
the existing points are not well kept or
signed. A grade separated pedestrian
route is provided through the middle of the
roundabout, which also spans the A1(M)
carriageway beneath, however the route is
secluded and may not be attractive to all
users. An at-grade signalised Toucan
crossing is provided across Comet Way to
the south, but this represents quite a
significant detour which would add to
journey length and may therefore act as a
deterrent. A signalised Toucan crossing is
provided across Comet Way to the north
of the roundabout, which connects with a
shared use link over the A1 (M) to Hatfield
Garden Village.

98

Figure 6.7. Map of Corridor 6 showing proposed mitigation measures
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Code

Measure

Object

C6-1

Improve the lighting and signing of
the pedestrian crossing

Ensuring that the crossing has better lighting
and clearer signage will encourage more
people to use the crossing and improve the
safety particularly when darker.

C6-2

Upgrade the junction to fully
signalised control

Fully signalising the junction would improve
performance of the junction, reducing
congestion and helping to facilitate pedestrian
and cycling movements.

C6-3

Downgrade Comet Way to one lane
in either direction, (with Highways
England involvement)

This would help to discourage vehicles from
using this route as an alternative to the A1 (M)
when connecting on the A414. It would also
help to break down the severance between the
town and the Business Park.

C6-4

Implementation of a cycle lane to
connect existing provisions on either
side of the roundabout

This connection would offer a clear connection
between the new development site, Comet Way
and Wellfield Road. The route would help
improve safety for cyclists by minimising
interaction with vehicles on the roundabout.

Implementation of cycle lane along
Wellfield Road

There is existing cycle lane provision along
certain sections of Wellfield Road, however the
lane could be improved and formalised. The
creation of this cycle lane would connect the
town centre to the northern section of the
Business Park, by providing an accessible and
safe environment for cyclists.

C6-6

The implementation of a North West
bound bus lane

By introducing a bus lane from the town centre
to the Business Park it would help to improve
bus time journey times, which could increase
the ridership levels. This bus lane would also
form part of the larger figure of eight network in
Hatfield.

C6-7

Redesign the existing connections
from Wellfield Road to the Alban
Way cycle route

The current connection between Wellfield and
the Alban Way is not well signed or designed. A
redesign would help improve connectivity and
increase awareness of the route.

C6-8

Improve pedestrian and cycling
crossing of Comet way

In order to create a crossing point that includes
cyclists a dual purpose crossing should be
installed, close to the junction.

C6-5
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Corridor 7 – St Albans Road East/ Hertford
Road
This route connects the Town centre with
the North East of Hatfield, the A414 and
Welwyn Garden City. There are a number
of small businesses and other services
along St Albans Road East, with a range of
formal and informal parking. The road also
crosses the railway line and the current
bridge is quite narrow acting as a pinch
point to vehicles, but it is also a difficult
location for cyclists to navigate.

A1000 Hertford Road southbound

A1000 northbound and A414 slip road

The junction of the A1000 and St Albans
Road East has recently undergone
renovation works to improve the signals
and design. The junction is also where the
Great North cycle route joins the corridor
as it heads towards Welwyn Garden City.
The corridor is an important connection
between Hatfield and Welwyn Garden City
and has about 10 buses an hour running
along it. The corridor also serves as the
connection to the A414 as it heads east
towards Hertford, the East of Hertfordshire
and Essex.

Hatfield House North entrance
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Figure 6.8. Map of Corridor 7 showing proposed mitigation measures
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Code

Measure

Object

C7-1

Install priority crossing for cyclists

As part of the Great North cycle route, this slip
road currently has no priority afforded to cyclists.
Introducing these measures would improve
journey times and safety for cyclists who are
travelling along the route.

C7-2

Improve lighting along the cycling
route

Improve cycling safety along the designated
cycle route

C7-3

Review signal timings at the junction
of A1000 and Great North Road

Any opportunity to improve the signal phasing
would help to reduce congestion and waiting
times at this junction for vehicles.

C7-4

Introduce a cycle lane along St
Albans Road East

The installation of a cycle lane, with raised entry
treatments for the side roads crossed by the
cycle lane, would help connect the town centre
with the Great North cycle route. The cycle lane
would help to improve safety and encourage
uptake of the mode.

C7-5

Improve the existing signage to
provide cycle route guidance

Improved signage will provide cyclists with
information about dedicated infrastructure and
best routing options.

C7-6

Widen the bridge over the railway on
St Albans Road East (with Network
Rail involvement)

If the bridge was widened this would allow for
wider footpaths and a suitable area for the
installation of cycle lanes over the bridge.

C7-7

Install footpath and cycle
infrastructure

There are a significant numbers of trip along this
section, which at present has no formal
provision for walking or cycling.

C7-8

Install raised entry treatments along
the route of the Great North cycle
lane

These measures will help to provide a clear
route for cyclists and improve safety for
vulnerable users.
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Town Centre
As well as the seven key corridors that
have been identified there is also a need to
look more closely at the town centre. The
town centre is one of the key activity hubs,
with many of the seven corridors identified
acting as arteries between another
location in Hatfield and the town centre. As
such it is important to look at how these
corridors interact when they meet in the
town centre. It will also be necessary to
consider the modes of travel and what
provision is given for each mode.
There is also a strategic aim to redevelop
and revitalise the current town centre,
through a combination of public and
private funding. One of the key factors in
the redevelopment will be the role of
transport as large parts of the town centre
are currently segregated by existing
highways. At present the town centre
faces in on itself with many of the shops
rear sides facing out towards the highway,
which does not provide an aesthetically
pleasing view or the best opportunity to
promote the business and attract
customer footfall.
The redevelopment of the town centre
also focuses on the link to the railway

Kennelwood Lane Car Park

station, and exploiting the connections
Hatfield has with London and the
employment that comes with it. This
presents opportunities for development to
occur along the route between the existing
town centre and the railway station. At
present the Queensway runs through the
middle of this route and acts as a
significant barrier. The road is currently a
‘semi’ dual carriageway section of road and
has fencing on either side of the road,
which does not allow for much
permeability.
In order to support the redevelopment of
the town centre a range of short term and
longer term options have been developed
for the town centre. These measures focus
around the need to evolve the current
function of the Queensway which
presently acts as a town centre by-pass,
and instead transform it into a road more
fitting for a mix of activities. Figure 6.9
shows some of the short term measures
that can be introduced to begin changing
the look and feel of the Queensway and
provides mitigations against some of the
problems that could come with this
change in role.

Hatfield Town Centre
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Figure 6.9. Short Term interventions to traffic calm Hatfield Town Centre
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Figure 6.10. Long Term interventions to redesign Hatfield Town Centre
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Hatfield Town Centre Vision
The regeneration of the town centre will be
driven by developers and the regeneration
of certain important sites. The public realm
and the local highway network will also play
an important role in facilitating and
promoting this change, as well as acting as
a further catalyst to attract property
developers to Hatfield.
Figure 6.10 shows how the highway
network could be redeveloped to play an
important role in the revitalisation of the
town centre, as well as helping to reduce
the existing disconnect between the train
station and the town centre. This would
include the provision of dedicated
pedestrian and cycling routes between the
town centre and railway station. This will
require reconsidering the existing uses
and spatial arrangement of the town
centre, such as the implementation of a
cycle lane through the existing shopping
area and removing potential conflicts and
barriers to movement and permeability.

Poynton Shared Surface

The potential changes to the local highway
network could include the creation of a
shared surface along the section of
Queensway between Wellfield Road and
Woods Avenue. The shared surface would
still allow for vehicles to use the route at
low speed, but it would also encourage the
street to be used by pedestrians, cyclists
and businesses. The implementation of
shared surfaces has been used in a
number of other towns to help revitalise
areas and encourage people to come

back to local high streets and shops,
examples include Sheffield, Poynton and
Brighton.

Leonard Circus Shared Surface London

The implementation of a shared surface
along Queensway would also help to
expand the town centre, and shift the area
considered under the town centre
umbrella closer to the railway station. This
is important to developers and potential
residents who would be looking for quick
and easy access to London via the railway
station. The redevelopment of this space
would also help to reverse the existing
inward facing town centre shopping area,
with the improved visibility and
attractiveness of the new area helping to
encourage an increase in footfall to local
shops and businesses.
These changes are likely to help improve
the town centre area and generate a
change to the feel of the Queensway
compared to the existing function. A shift
in the focus of the town centre to include
the Queensway is not without its problems
and these will include the need to support
the remaining parts of the current town
centre in order to ensure that they are not
neglected. Welwyn Hatfield Council have
been looking carefully at this and there are
a range of measures coming forward
across the town centre aimed to help
improve the whole area.
As Figure 6.10 shows there would be two
main cycle routes running along Wellfield
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cyclists will want to route along through
the various links around the town centre.
This should be encouraged as it will bring
additional footfall through the town centre
area, although it should be controlled
through the provision of designated cycle
areas (see figure 6.10).

Brighton Town Centre Shared Surface

Road/B197 and along Cavendish
Way/Queensway, with both routes serving
various activity hubs across Hatfield and
connecting them to the town centre and
the railway station. These routes will meet
at the north eastern corner of the town
centre, however it is likely that many

The Town Centre improvements would
also aim to improve the connection
between the town centre and the railway
station. This would include improving the
crossing points along the B197 French
Horn Lane, improving the connections
between Cranborne Road and the Railway
Station, and redeveloping the short
section of French Horn Lane running
adjacent to the Lord William Cecil
Memorial Hall as a shared space link.
These improvements would help to further
support the connection between the town
centre and railway station, making them
more legible and easier to navigate, as well
as aesthetically more pleasant
environments.

Sheffield Leavygrave Road Shared Surface visualisation
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Comet Way southbound
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Sustainable Transport
Public Transport
The existing transport network and the
various connections that it provides not
only need to be improved between the
town centre and the railway station, it also
needs to be improved between the town
centre and other activity hubs in Hatfield.
The review of the seven key corridors has
detailed what infrastructure can be
provided to improve the connections
between the town centre and the various

activity hubs around town, however there
are further enhancements to bus services
that can be provided as part of this
process. Figure 6.11 details the proposed
route of a ‘looper bus’ that would provide a
regular connection between the town
centre, railway station and other activity
hubs such as the Business Park and
Galleria. This bus route would benefit from
the installation of bus lanes at key
locations where there are presently
congestion issues that could delay the
existing services, allowing for a more
regular and consistent service.

Figure 6.11. Potential Figure of eight ‘bus looper’ route around Hatfield town Centre

Uno bus service
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Cycle Hire Scheme
The need to provide a more joined up and
safer network of bicycle routes has
featured in most of the key corridors and
also in the town centre proposals
described earlier in this Strategy.
As well as the provision of the cycle
infrastructure for existing and potential
cyclists, there is also a need and
opportunity to provide public hire bicycles
to encourage new users to use the
infrastructure. Census data from 2011
shows that nationally only 42% of those
people over the age of 5 years old have
access to a bicycle, which suggest a
significant proportion of the population is
currently unable to cycle. This low level of
ownership suggests an opportunity to get
more people to take up cycling if they have
easy access to bicycles. A cycle hire

scheme could be attractive to those
people who currently have multiple parts
to their journey, e.g. taking a train and then
needing to take a taxi to the business park.
A cycle hire scheme could allow them to
get from the railway station to the
Business Park by bicycle without having to
worry about things like bicycle locks and
parking after they complete their trip.
There are several different types of cycle
hire schemes currently in operation across
the U.K. These include the well known
Mayors cycle hire scheme in London, to a
new ‘floating’ hire scheme being launched
in Cambridge. In order to determine which
type is best suited for Hatfield a further
study will need to be conducted, which
would include establishing demand and
routing for potential users and developing
a business case.

London Cycle Hire Scheme – Battersea Park
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Figure 6.12. Hatfield Cycle network including all proposed measures
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Cycle Network
Many of the recommended mitigations
focus around the need to provide a more
connected and complete cycle network.
Figure 6.12 shows how Hatfield’s cycle
network will look once the various
measures along each of the corridors are
implemented. As well as the proposed
cycle lanes along the different key
corridors, there are also several
designated Quietways.
The network will be composed from a
range of different types of cycling
infrastructure ranging from fully
segregated cycle lanes to Quietways. The
segregated lanes will be positioned along

Briars Lane northbound

routes where existing or anticipated cyclist
numbers are substantial. Quietways and
other smaller routes may not have
designated cycle lanes or infrastructure
but are recognised as locations where
cycling might happen. This means
ensuring that the environment is both
appropriate and safe for users, and where
possible reducing the speed of vehicles
and minimising the interactions with these
modes. This mixture of infrastructure will
provide a series of routes that provide
connections across Hatfield, as well as
connecting with several cycle routes to
other urban areas.
A1000 southbound
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7. Regional Position
Hatfield does not sit in isolation from the
rest of Welwyn Hatfield District or the
county of Hertfordshire. Indeed as the
evidence considered earlier has shown
there are a large number of employment
opportunities in Hatfield that attracts
commuters from across a wide area. This
inter-urban connectivity is essential to the
long term growth and prosperity of
Hatfield as it allows businesses to
continue to attract skilled employees from
a larger pool of workers, whilst opening
businesses to a larger market to sell their
products to. These essential connections
breathe life into Hatfield and they must be
maintained and improved where needed.
This is not something that is within the full
control locally and it is therefore necessary
to ensure that the needs of Hatfield’s
transport network and connectivity are
recognised at County, regional and
national levels.

Figure 7.1 shows some of the key
connections that Hatfield has with
surrounding towns and urban areas. These
connections run north to south primarily
along the A1 (M); however the A1000
offers local connections to Welwyn
Garden City and Potters Bar. The A414
offers East - West connections to St
Albans, Hemel Hempstead, Hertford and
further afield. It is important to recognise
the constraints that Hatfield experiences
in relation to East - West movements, as a
consequence of A414 traffic congestion
and the disconnect between the eastern
and western sides of Hatfield.
The confluence of different routes,
complex layout of Junction 4 and the
roundabout connecting the A414, A1001
and A6129, and high volumes of traffic
which channel through the junction means
that there are regular periods of severe

New Rd

B158

Figure 7.1. Schematic Map of Hatfield and neighbouring urban areas
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congestion at this junction and in the area
around it, which has a knock on effect on
the surrounding highway network. Similar
congestion issues are experienced at the
A1 (M) Junction 3.
Although there are a number of town level
interventions proposed in this strategy
that aim to encourage modal shift and
therefore reduce traffic movements
through these junctions, these are
considered to be negligible in impact as
both junctions primarily serve a more
strategic function than providing access to
Hatfield and serving local needs. Due to
the current congestion patterns and the
predicted uplift in trips as a result of
growth, there is a need to review the
current operation and design of both
junctions and consider larger-scale
interventions. This is something that falls
outside of the remit of this strategy.
Hertfordshire County Council has
commissioned the review of future
transport infrastructure needs as part of
the A414 Corridor Strategy, which will
investigate the performance and function
of the entire corridor across the County.

This corridor strategy will look at the
existing flows and demands on the
junction to try and establish what the
future function of these junctions should
be in the context of the broader corridors
future needs.
As we have previously explored there are a
significant number of commuters coming
into Hatfield and there are only a limited
number of entry points. Figure 7.2 and 7.3
show four primary and three secondary
entry points into Hatfield that all vehicles
and road freight would use to access the
town. These entry points are further
complicated by the fact that both Junction
3 and 4 of the A1 (M), which are two of the
primary gateways, also serve as a strategic
conduits for longer distance through
traffic. These junctions have to
accommodate a large number of vehicles
particularly at peak times, and Welwyn and
Hatfield Borough Council will need to work
with Hertfordshire County Council and
Highways England to balance the
demands for local and strategic
movements.

Roehyde Way southbound
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Figure 7.2. East and West Entry points to Hatfield

Figure 7.3. North and South Entry points
to Hatfield

Figure 7.4. Hatfield Entry points
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Regional Policy
There are a range of policies and specific
pieces of work that are currently in place
or are in process of being developed that
have or will have an impact on Hatfield’s
existing transport network. These vary
from broader policy documents and
strategic objectives to specific studies of
junctions and flows, and some proposed
physical interventions and upgrades.
At the time of writing the Welwyn Hatfield
Borough Local Plan has been submitted to
the Secretary of State for examination. The
Local Plan covers a range of topics
including housing, health and transport.
The plan details how and where
development within the borough is likely to
take place and provides details of the
planning policies that have helped to
shape and guide the various
developments. The implementation of new
developments such as Stanboroughbury
and Symondshyde could have a significant

effect on Hatfield as they will change travel
demand patterns across the town.
Welwyn Hatfield Borough Council is
bordered by several local planning
authorities and each has or is developing
their own Local Plans which will include
proposals and targets for development
and growth. Figure 7.5 details the
boroughs that neighbour Welwyn Hatfield
Borough and what the targets for growth
are for each of these authority areas. As
we have seen in previous chapters the
sphere of attraction for Hatfield’s Business
Park and other employment locations
extends across these neighbouring
authorities, meaning that growth in these
areas will likely have an impact on the
volume of people commuting to Hatfield.
The map shows that there is a significant
amount of growth planned north of the
town and this is likely to further increase
pressure on the A1 (M) corridor as well as
create demand on local bus and rail
services.

Figure 7.5. A Map showing the various levels of development across neighbouring
districts
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As well as the local policy documents
there are also a number of County level
documents that provide guidance and
programmes for introducing mitigation
measures and these include; the Local
Transport Plan (version 4 is currently being
developed and will run until 2031), the
accompanying Hertfordshire Vision 2050
and various other guidance documents.
These documents work at a county level
and aim to look at the larger picture of
movement across the county. LTP4 will
focus on a need to change the traditional
transport practices of expansion and
instead ensure optimal utilisation of the
existing network. This means encouraging
sustainable transport modes and taking
steps to discourage private vehicle usage
where feasible. The LTP will also look at the
impact of transport on the environment
and personal health, in particular picking
up on the growing concerns around the
relationship between transport and air
quality.
The Vision 2050 strategy takes a longer
term view at the broad direction that
Hertfordshire should take to
accommodate the current and future
population. The Vision also provides some
outline ideas about large scale
interventions and schemes that could help
the transport network accommodate the
predicted population of 2050, which
includes measures such as a light
transport system along the A414 and a
Hertford Bypass.
There are also a number of supporting
plans and strategies that Hertfordshire
County Council is undertaking which focus
on specific corridors or interactions; these
include the A414 Corridor Strategy and
the suite of sub-county Growth and
Transport Plans.
The A414 Corridor Strategy will look at
east - west movements through the
southern part of the county, with the aim to
establish what mitigations and measures
can improve east - west movements for
local users without it replacing the current
function of the M25 which serves as the

strategic level route across the south of
Hertfordshire.
The Growth and Transport Plans (GTP) are
a series of five sub-county spatial
transport plans looking at various parts of
the county and how interactions along
various corridors are going to operate with
the anticipated growth forecasts. The
South Central Hertfordshire GTP will look
at an area including Hatfield and will
examine the connections and interactions

Cavendish Way eastbound

between a range of different urban areas
around the southern section of the A1 and
A1(M), including St Albans, Welwyn Garden
City, Potters Bar and Borehamwood. This
plan will seek to provide a localised
strategy and programme of interventions,
that align with the broader directions
provided by LTP4 and other supporting
strategies. The GTP is in the development
phase at present, however once
completed it will provide important
guidance as to how the wider areas
transport network should be developed to
support the various levels of development
planned within the local area.
These various policies, documents and
guidance all serve to show that there is
recognition by the County that work needs
to be done to maintain and improve the
connections that Hatfield has with
surrounding urban areas and the broader
area. Managing these connections will
ensure that Hatfield remains an attractive
work location and that businesses will
continue to see the town as a good place
to locate their business.
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Symondshyde
As part of the Welwyn and Hatfield Local
Plan a development of around one
thousand new dwellings has been
identified, which will be located about half
a mile to the North West of the Hatfield
Business Park. The new development will
be called Symondshyde and will be
primarily connected to Hatfield along
Symondshyde Road and a new access
route that will connect to Hatfield Garden
Village. Although identified as a new
settlement, it will be closely linked to
Hatfield and will likely utilise the services
and employment opportunities that the
town has to offer.
As Figure 7.6 shows the key connections
for Symondshyde are all to the south east,
leading straight into Hatfield. This presents
an opportunity to develop a sustainable
village, where the practices described in
both local and county guidance are
implemented. This could include the
provision of a segregated cycle lane along
the new access corridor which connects
to the existing cycle infrastructure around

Coopers Green Lane southbound

Hatfield Garden Village and the Comet
Way roundabout at the North End of the
Business Park. This cycle lane could then
connect with the proposed infrastructure
along Wellfield Road as part of key corridor
6, to allow a complete connection from
Symondshyde all the way to the town
centre and railway station.
Ensuring that Symondshyde is connected
with bus services and other public
transport options will also be needed in
order to reduce the demand on the use of

Figure 7.6. A Map showing Symondshyde and proposed transport connections
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Hatfield Avenue eastbound

private vehicles. A development of this
scale needs to be carefully managed to
ensure that the impact of such a
development on the transport network is
minimised. The additional stress that this
development is likely to cause on Coopers
Green Lane and other local roads needs to
be managed and significant intervention at
junctions along this route will be required.
However this new village offers an
opportunity to set a standard for how a
transport sustainable village could look.

This could be done by implementing
measures such as bus-only sections along
Coopers Green Lane or a zero emission
transit link service to Welwyn Garden City
and Hatfield railway stations. Careful
thought and planning will be required to
develop sustainable transport options for
the new residents of Symondshyde and
personal travel plans and educational
material will be important to ensuring that
new residents fully understand the
reasons why, and the need to be
sustainable in their journey needs.

Coopers Green Lane southbound
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8. Timescales and Targets
The previous chapters have detailed a
range of measures that Welwyn Hatfield
Borough Council in partnership with
various stakeholders, can introduce in
order to bring about a change in the
transport network. These measures are
focussed on the need to adjust our
thinking away from constructing new road
infrastructure to utilising and redefining the
existing transport links, primarily through
the encouragement of sustainable modes
of transport, the development of
technology and encouraging a behavioural
shift in personal trip planning.

What this means is that many of the
proposed mitigation measures in Hatfield
will be focussed around encouraging an
increase in the number of people using
cycling and walking as their main mode of
travel, especially for local journeys within
the town. The measures introduced have
specifically looked at providing
infrastructure that connects the inner town
routes to the town centre, with the aim of
targeting those trips of less than two miles.
However introducing the infrastructure to
support this vision does not happen
overnight, therefore a programme is
provided with indicative timescales for the
various measures

Figure 8.1. A table of measures giving outline timescales for various interventions
Potential Funding
Source

Measure (timescale)

Phasing

Town Centre measures
(short term)

The measures include traffic calming, new
pedestrian crossings and improved street
lighting. These measures could be delivered
in six to eighteen months, with the crossings
subject to engineering designs

WHBC

Access route to Train
Station (short term)

In order to provide a pleasant and safe link
between the town centre and railway station
the section of pedestrian paths between
Endymion Road and the station need to be
improved. This will include the widening of the
paths as well as installing new street lighting,
cutting back vegetation, a new pedestrian
crossing and installing CCTV systems, this
could be done within a twelve month period.

WHBC, Network
Rail, HCC

Looper Bus (medium
term)

To encourage the increased connection of
the various activity hubs the figure of eight,
looper bus should be introduced. This would
require a tender exercise to appoint an
operator

Bus Operators,
WHBC, HCC,
LEP

121

Supporting Cycle
Infrastructure (short
term)

The provision of a range of supporting
equipment such as bike racks, pumps and
repair locations on the network will help
support cyclists. These measures could be
introduced as the various elements of the
network are introduced.

HCC, WHBC

Queensway/Wellfield
Rd roundabout,
Queensway/Wood Ave
roundabout, Cavendish
Way/Lemsford Road
roundabout (long term)

These junctions would be redesigned as part
of the town centre redevelopment. The
timescales would depend on various
development sites being progressed but
could include the freeing up of some existing
highway land.

Private
Developers

Shared Space
Queensway (long term)

The evolving function of the Queensway will
go through several steps, with the final step
being the creation of a shared surface. This
would likely occur towards the end of the
various development sites being completed

Private
Developers,
WHBC

Shared Space French
Horn Lane side arm
(long term)

As the town centre grows towards the railway
station the function of this road could change
with the area becoming similar to the shared
space along the Queensway. This would likely
be after most of the development sites have
completed.

Private
Developers,
WHBC

Bus lane on Queensway
(medium term)

As part of the redesign for the Queensway
corridor a bus lane is proposed, this could be
introduced relatively quickly with existing
carriageway width presently available to
support some of the route.

HCC, WHBC

Cycle Hire Scheme
(short term)

A cycle hire scheme could be introduced
between the two University campuses, before
being expanded in a phased approach across
the town. This could begin within 12 months
with an ongoing programme of roll outs.

University, LEP,
WHBC, HCC,
Potential
Sponsor
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As figure 8.1 shows there are a range of
measures to be introduced with some of
these capable of being introduced within a
few years whilst others have much longer
timescales. As well as the timescales an
idea of where the funding could potentially
come from has also been included. This
shows that there is the potential for a mix
of public and privately funded schemes
and that the burden of providing all of the
measures does not lie solely with the local
authority. The schemes that have been
identified as developer funded would be
expected to be funded through CIL or
section 106 or 278 agreements as part of
the development of certain sites. However
this does raise the risk that developers
delays or decision not to proceed with a
site could mean that a particular mitigation
does not proceed.

The various mitigations that are marked as
either to be funded by Welwyn and Hatfield
Borough or Hertfordshire County Council,
will be funded from a range of different
sources. These range from planned annual
spend, government grants to Local
Enterprise Partnership loans. As local
authority budgets continue to be reviewed
as a result of a national control on public
finances, Welwyn and Hatfield Borough
Council will need to be resourceful in
securing funding for these various
mitigations. As a result of these financial
challenges it is recognised that the ability
to introduce some of these measures may
be compromised and that alternatives or
smaller scale projects may need to be
considered instead.

Crawford Road southbound
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Targets
The strategy recommends a range of
different measures both physical and
policy based that work towards a vision for
the transport network in Hatfield. This
vision is based on the nine objectives and
guided by the three core themes, with the
desire to improve Hatfield and make the
Objective

Establish strong and
clear transport
connections between
different activity hubs
across Hatfield

Enable enhanced social
mobility and reduce
community severance

Promote and maintain
the character and
culture of Hatfield

transport network more connected,
greener and innovative. In order to review
whether the proposed measures have
been achieved a range of targets have
been proposed. These targets connect to
the various aims and objectives that the
transport strategy hopes to achieve for
both transport and other linked sectors.

Aim

Monitoring Source

To improve the average
journey time for local
trips

Trafficmaster Journey Time Data/
Google Journey Time API data

Increase the reliability of
bus journeys

Bus service performance survey

Reduce the number of
home visits needed

Annual data on the number of those
needing home visits

Reduce walking and
cycling journey times to
key centres

Google Journey Time API data

To assist in the
revitalisation of the town
centre

Passenger counts at Hatfield train
station
Land value
Town centre footfall surveys

Minimise the negative
impacts of transport on
health

To improve public health

NHS data on obesity levels

Improve Air Quality
across the town

Air Quality monitoring stations

Increase active travel
time

Survey of residents or Hertfordshire
County Travel Survey
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Support and promote
the uptake of
sustainable transport
modes

To increase the number
of people using cycling
as a primary mode of
transport

Hertfordshire County Travel Survey
School Travel plans showing travel
mode type

Increase the number of
people using walking as a
primary mode of travel

Develop policies and
initiatives that take a
responsible approach
to the natural and built
environment

Census data on mode of travel to
work

Improve the public
highway environment
and provide a more
physically and
aesthetically pleasing
environment

Census data travel to work mode

Hertfordshire County Travel Survey

Reduction in Annual Highway
cleaning costs

Survey of residents and businesses

Census data: Average number of
cars per household

Be forward thinking and
aspirational in
managing and
developing transport
within Hatfield

Reduce average
household car reliance

Embrace technology to
inform and advise
transport users, and to
optimize the transport
network

Improve real-time
information at bus stops

Bus stop survey

Deliver value for money
when investing in
transport systems

Improve safety on the
highway network

KSI statistics

Census data: Access to a bicycle
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9. Conclusion
The Hatfield 2030+ project aims to
revitalise the town of Hatfield and develop
an ambitious strategy for taking the town
forward into the 21st century by unlocking
its potential. The project picks up on a
range of different aspects such as
housing, community infrastructure and
economic development that are important
in developing the town and helping it to
fulfil its potential. Transport plays a central
role in this process as it provides the
connections across town that enable
movement of goods and people to these
various locations.

well as large amounts of public green
space. Crucially in the present day context
and in meeting the transport and travel
needs of today and the future, Hatfield’s
transport infrastructure presents
opportunities to adapt existing roads and
corridors to meet the changing needs and
demands of residents and users, with
scope to reprioritise roads so that the
private car is not as dominant whilst noncar modes are afforded greater priority
with much improved and attractive
infrastructure.

Quote from Geoffrey de Havilland “I like a
thing to look right, if it does not, although I
may not be able to prove it wrong
scientifically, I have often found out later
that it is.”
The evidence and local input has helped to
establish the challenges that Hatfield
currently faces with topics including; the
need to facilitate and enhance social
mobility across the town, to maintain and
increase Hatfield’s role as a regional
employment hub and to improve local
connectivity, all of which are factors that
influence the current transport network.
These challenges need to be addressed in
order to help Hatfield achieve its full
potential and to avoid them from
becoming the barriers that could hold the
town back with subsequent negative
impacts.
The evidence presented in this strategy
regarding the current population, key
movements and destinations and
transport modal choice has helped to
establish where Hatfield is currently
positioned, but it has also helped to show
where the opportunities lie. As a post war
‘New Town’ Hatfield has been designed in
such a way that the private car has been
afforded a level of priority over other users
of the highway. The town’s original design
ethos has been to provide sufficient road
infrastructure for car movements with wide
avenues, segregated pedestrian routes as

French Horn Lane eastbound

The guidance provided by the county and
central government shows that there is a
need to adjust the way we utilise the
highway network and this focuses on a
hierarchy of travel modes. As figure 9.1
shows we need to encourage a different
approach to the way we currently view
journeys, with a need to consider the
length of journey that we are taking and
the most appropriate mode for that
distance.
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Figure 9.1. Ideal Sustainable Transport Network Principles

Of course this does not work across all
journeys and there is an understanding
that these modal types should not be
implemented wholesale across the town.
However the focus of Hatfield and the
wider district needs to be to facilitate the
use of walking and cycling for those who
can use the mode, making it as safe, easy
and convenient as possible.
The benefits of a modal shift away from
private vehicles for journeys will not just be
limited to lowering the levels of congestion
on the local network. The health benefits
to individuals of walking and cycling
cannot be under sold, with various health
organisations recommending a minimum
of 30 minutes a day of exercise or activity
to remain healthy. There is also the growing
concern about emissions and the damage
they can do to public health and the

environment, as vehicles are a significant
source of these emissions. Reducing their
usage will help lower emission levels.
These are two major benefits that modal
shift can help to realise, and expand the
traditional influences of transport on a
town.
The Strategy has focussed on a
combination of physical infrastructure that
will help to encourage increases in cycling
and walking as modes of transport, it has
also avoided proposing direct measures
that will result in quicker journey times for
private vehicles. These physical measures
are supported by a range of policy
measures that aim to educate residents
and businesses on the need to develop
and promote sustainable transport, and
that will try and create an environment
where these modes are an appealing
option on at least a par with the private car.
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Appendix A Sources
A.1 Figures Source
Figure 1.1. Local Highways network and
Urban areas
Figure 1.2. Hierarchy of transport modes
Figure 3.1. Population's age distribution
in Hatfield and England
Figure 3.2. Average age by LSOA in
Hatfield
Figure 3.7. Industry of employment (% of
residents in employment)
Figure 3.8. Main land uses in Hatfield
Figure 3.9. Schematic map of Hatfield
highway network
Figure 3.12. Summary of cycling
infrastructure

Figure 3.13. Interurban bus routes
Figure 3.14. Urban bus routes
Figure 3.15. Rail services from Hatfield
and journey time to main stations
Figure 3.16. Large Public Car Park
locations in Hatfield
Figure 3.17. Comparison between
journey times to Hatfield in the AM peak
for car and public transport
Figure 3.18. Summary of commuter
movements to and from Hatfield
Figure 3.19. Workplace destination of
Hatfield residents; volume by LSOA
Figure 3.20. Origins of Hatfield's
workplace population by LSOA
Figure 3.21. Concentric distances to
Hatfield Own construction
Figure 3.22. Average distance travelled
to work (residents in employment) by
LSOA
Figure 3.23. Commuter modal split work
census data
Figure 3.24. Commuter modal split by
destination
Figure 3.25. Commuter modal split by
origin Own construction based on flow
census data

Own construction
Own construction from OS Open Roads and
census BUAs boundary data
Census 2011
Census 2011
Census 2011
Own construction based on site visit
observations
Own construction
Own construction based in data provided by
Welwyn Hatfield Borough Council, cycling
infrastructure data publicly available and site visit
observations
Own construction based on Intalink publicly
available data
Own construction based on Intalink publicly
available data
Own construction based on Northern Railway
publicly available data
Own Construction
Own construction based on online travel
planning service (Google maps)
Own construction based on flow census data
Own construction based on flow census data
Own construction based on flow census data
Own construction
Own construction based on travel to work
census data
Own construction based on travel to work
census data
Own construction based on flow census data
Own construction based on flow census data
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Figure 3.26. Freight activities and road
network in Hatfield
Figure 4.1. Modelled AM peak traffic
flow/capacity for the A1(M) and A414
from base year
Figure 4.2. Modelled PM peak traffic
flow/capacity for the A1(M) and A414
from base year
Figure 4.3. Modelled predicted AM
traffic flow uplift percentage for the
A1(M) and A414 for year 2031
Figure 4.4. Modelled predicted PM
traffic flow uplift percentage for the
A1(M) and A414 for year 2031
Figure 4.5. A map of Hatfield showing
known localised Transport
Issues/Hotspots
Figure 5.1 Logic Map for the Challenge
of Connecting Hatfield’s Activity Hubs
Figure 5.2 Logic Map for the Challenge
of Commuting Patterns in and out of
Hatfield
Figure 5.3 Logic Map for the Challenge
of Connecting Hatfield’s Activity Hubs
Figure 5.4 Logic Map for the Challenge
of Supporting the Growth and
Development of Hatfield

Own construction
TEMPro

TEMPro

TEMPro

TEMPro

Own construction

Own construction
Own construction

Own construction
Own construction

A.2 Tables Source
Table 3.1. Frequency and journey of bus services
during the morning peak
Table 3.2. Bus services in Hatfield
Table 3.3. Number of train services (Mon to Fri) from
Hatfield by time period
Table 3.4. Details of the Larger Public Car parks in
Hatfield
Table 3.6. Hatfield Businesses that are involved in
regular freight movements

Own construction based on Intalink
data
Own construction based on Intalink
data
Own construction based on Great
Northern Railway data
http://www.welhat.gov.uk/parking
Own construction
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