
Derwent Valley Cycleway
1 Introduction
1.1 Derwent Valley Trust. This document has been written by the Derwent Valley Cycleway 

Working Group, a sub group of the Derwent Valley Trust. The Trust is a registered charity 
with the charitable aims of continuing to develop the Derwent Valley Heritage Way by means
of promotion and supporting interpretation. The Trust also formulates plans along the 
Derwent Valley in accordance with its object to develop an integrated network of facilities to 
assist the public in understanding the valley. 

1.2 The current focus of the Trust is in
establishing the Derwent Valley
Cycleway, a traffic free multi-user
route following the course of the
River Derwent as closely as possible
between Derby and Matlock and
then onwards to Baslow through the
Derwent Valley Mills World Heritage
Site. The Cycleway is intended to be
suitable for all ages and standards of
cyclists as well as pedestrians and
users of mobility scooters. The route
would be generally flat and scenic
and will be attractive to commuters,
leisure cyclists and tourists. With the
number of towns and villages
concentrated into the valley, the
cycleway will provide a safe link
between the settlements.

1.3 Matching Government’s Green
Book method. The document has
been arranged to match the criteria
recommended by the Government
for assessing spending plans and
which Derbyshire County Council are using for evaluating options for the Key Cycle Network, 
namely strategic, economic, financial, commercial and management objectives.
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3 Summary
3.1 This document provides arguments, supporting information and data to establish the 

Derwent Valley Cycleway (DVC) as an essential component of the Derbyshire Key Cycle 
Network and one that should be highly prioritised in the work programme.

3.2 The Derwent Valley Cycleway adds more value and benefits than any other route and 
should be prioritised within the Derbyshire Key Cycle Network for excellent strategic, 
economic, financial, commercial and management reasons. The cycleway offers significant 
benefits for commuters, increased tourism opportunities (both nationally and 
internationally) and is the only route linking attractions in the Derwent Valley Mills World 
Heritage Site (DVMWHS).

3.3 A strategic priority, the DVC should be prioritised as:

• it fits with national and local policies to link housing, work and retail hubs with more 
sustainable and healthy means of transport alongside existing routes;

• it plugs the biggest gap in the National Cycle Network within Derbyshire;

• it is already well supported locally; and 

• is a necessary element within the DVMWHS and tourism plans for the Derwent Valley.

3.4 Economically attractive, the DVC project:

• has been demonstrated to offer a very good 4.8:1 return on investment;

• is the only cycle route that links the Derwent Valley Mills World Heritage Site attractions 
and thus provides the greatest opportunity for tourism growth throughout Derbyshire;

• offers the greatest potential for changing the behaviour of existing car commuters who 
could be encouraged to move to cycle commuting resulting in health, congestion and air 
quality improvements; and

• is the route that provides the best opportunity for combined cycle and rail trips for 

commuting, leisure and tourism.

3.5 Financially unique, the project is distinguished from other routes within Derbyshire as:

• It is the only cycle route through a World Heritage Site, so it would be the only route 
eligible for funding specifically related to the World Heritage Site;

• the route has support at national Government level which may be reflected in a greater 
willingness to accept any funding applications; and
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• active maintenance of the route has been considered through the creation of a “Friends” 
organisation as part of the Derwent Valley Trust. Life cycle costing is now an important 
criteria for grant funding applications so addressing the maintenance issue upfront will 
improve the chances of achieving any grant funding.

3.6 Commercial opportunities are provided for:

• increased visitors to the Derwent Valley Mills World Heritage Site attractions. These 
currently attract over 500,000 visitors per year and providing an attractive cycle route (a 
visitor attraction in its own right) will increase the visitor numbers;

• the increased number of tourists, particularly those encouraged to stay overnight. This will 

provide opportunities for all kinds of service industries including bike hire, cycle holidays, 
specialist bike shops, restaurants, hotels, B and Bs, and pubs. A number already exist and 
there will be a demand for new enterprises to be created;

• retail centres such as Derby, Belper and Matlock all have varying problems with parking 
which discourages some visitors. The cycle route will offer a safe alternative to car use and 
allow more visitors and hence increased retail revenue;

• similarly, businesses will have access to a larger labour pool by providing staff with a further

alternative for sustainable commuting; and

• an Arts Crawl along the Derwent Valley has been created and the cycle route will provide a 

sustainable method of visiting the artists’ studios.

3.7 Active management of the DVC distinguishes itself from the other possible routes in 
Derbyshire by demonstrating:

• extensive support both from the general public and interested organisations;

• providing significant progress, planning work and evaluation undertaken by the Derwent 
Valley Cycleway Working Group and available to the Council to quick start the project;

the professional approach and competence with the Derwent Valley Cycleway Working 
Group which will reduce risks of delivering the project. This professional approach already 
adopted in the focused use of external consultancies and the input of a project 
management professional will ensure that future joint working between the Working 
Group and the Council will be efficient; and

• the DVC offers the opportunity for a phased approach with significant benefits for each 
phase when treated as stand alone projects.
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4 Strategic Evidence
4.1 This section examines the strategic evidence to support the prioritisation of the DVC in the 

development of Derbyshire’s key cycle network. The section looks at:

• how well the cycleway supports transport and health policies proposed nationally by the 
government, by Sustrans (the national transport charity), and locally;

• how the cycleway completes a significant gap in the National Cycle Network; and

• how the cycleway is supported by local councils (county, district and parish) and 
complements other relevant local policies that will have an impact on cycling.

4.2 Focus on cycleways that link existing housing, work and retail hubs. National transport, 
environmental and health policies1, the national sustainable transport charity Sustrans2 and 
local government plans3 all support cycle networks that will lead to a higher level of cycling 
and walking activity. Those cycleways that are particularly favoured are those that will link 
existing housing and work hubs4. The DVC is a prime example of such a cycleway, linking 
Derby City with the commuter areas of Darley Abbey, Allestree, Duffield, Belper and Matlock.
Unlike the areas to the south-west, south and east of Derby city, the northern commuter 
settlements are not served at all by cycleways, which puts undue pressure on the A6 road 
link running north from Derby and results in a greater percentage of commuters from these 
areas using their cars. 

4.3 Reduce road congestion and accidents and improve air quality. The villages and towns 
along the A6 north of Derby are not areas of high deprivation and there is a higher tendency 
for their more affluent residents to use their cars rather than public transport. The aim of the
DVC will be to decrease the number of commuters in cars, thereby improving the traffic 
flows and air quality in the Derwent Valley and the city of Derby.

4.4 Provide cyclists with car free alternative to a busy road. Strava heat-map data analysis (see 
Appendix 2) of the available routes north of Derby in the Derwent Valley compared to those 

1 Cycling and Walking Investment Strategy, Department of Transport, March 2016;  Start active, stay active: A report
on physical activity for health from the four home countries, Chief Medical Officers, London, DH, 2011 Sporting 
Future: A New Strategy for an Active Nation, London, Department for Culture, Media and Sport, 2015

2 More walking and cycling “could save 13,000 lives in a decade”, The Guardian, Tuesday 5 December 2017, p.11, 
reporting on the recent issue of a report by Sustrans and environmental consultancy Eunomia on the impact of 
walking and cycling schemes on public health.

3 Key Cycle Network Development: Report to Cabinet, Derbyshire County Council, 14th September 2017; and Vision 
for Derby 2030, Derby City Core Strategy and Local Plan 2011-2028, and Our Council Plan 2016-19, Derby City 
Council, March 2016.

4 National Population Projections: 2014-based statistical projection, ONS, 2015: “The UK population is expected to 
rise by almost 10 million over the next 25 years.” Comprehensive Spending Review   , UK Government, 2015
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available south and east of Derby show that creating a good quality traffic free route, like the
Riverside path to the south-east of Derby, can lead to migration of the existing cycle traffic 
from the roads. The Derby to Belper analysis shows that there are little alternative routes for 
cyclists than to use the unsuitable A6. Despite this unsuitability, a large number of existing 
trips use the A6, thereby demonstrating a desire to travel within the Derwent Valley by bike. 

4.5 Plug glaring gap in the National Network. Prioritisation of the DVC would plug a glaring gap 
in the current network and improve the connectivity of the existing National Cycle Network 
(NCN) routes to the west and south of the city. Other proposed cycleways in Derbyshire 
(although desirable) are not so critical as the DVC, given that there already exists partial or 
full coverage of those routes using existing minor roads that could be promoted as on-minor-
road routes in the short term. By contrast, if the DVC is not prioritised as an off-road route to 
be created and used, there is really no on-road parallel alternative route that could be 
followed, without resorting to dangerous sections on the busy A6. 
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4.6 Links to Tissington and High Peak Trails. One advantage of the DVC is that it opens up 
accessibility to established scenic routes such as the High Peak Trail and Tissington Trail and 
links to other routes in Derbyshire. The DVC will complete the Derby to Parsley Hay section of
National Route 54 of the National Cycle Network which will run from the West Midlands to 
Parsley Hay. It will form part of the part completed 60-mile circular White Peak Loop.

4.7 HS2 link. The DVC will provide a link between the Peak District trails and the new HS2 rail 
routes. Developing HS2 Cycleway links to the Peak District is part of the Wider Peak District 
Cycle Strategy Action Plan5. The DVC also improves the physical connectivity between 
Manchester's velodrome and Derby's velodrome.

4.8 Linking Derby and Derbyshire. DVC is the only cycle project within the Derbyshire Key Cycle 
Network Plan that combines Derby and Derbyshire cycle strategies. All the other proposed 
routes are wholly in Derbyshire and do not link to Derby City. 

4.9 Tube Map visualisation. Reviewing the existing provision for cycling in the Belper area shows
how few of the current routes are suitable for cycling. The Belper Cycling Quality Tube Map 
(see Appendix 5) shows how no routes are acceptable and many are poor. Creating the DVC 
would provide an excellent route for north-south journeys through the area.

4.10 Local Council support. In view of the direct impact that the DVC could immediately have on 
the local transport, environmental and health policies of the surrounding areas, local 
councils have all demonstrated their support of the DVC. Derbyshire County Council calls the 
DVC “a very strong project”6 which supports their definition of a Key Cycle Network (KCN) 
route, serving commuter travel, leisure and tourism needs. 

4.11 Derwent Valley Mills World Heritage Site access. The DVC will increase access to the 
Derwent Valley Mills World Heritage Site (DVMWHS) attractions, connecting the key 
buildings in the valley with sustainable transport modes and helping to maximise the 
economic benefit of the DVMWHS. The DVC would provide another interesting way to enjoy 
and market the World Heritage Site as well as taking tourist cars off the already busy A6 
road. Increased cycle usage at tourist attractions is envisaged with the growing popularity 
and usage of e-bikes. The links with other leisure routes and tourist attractions in the County 
would help to maximise the economic benefit of the DVMWHS. 

4.12 DVMWHS promotion. The DVC complements the existing Heritage Way walking route and 
planned horse riding, canoeing and art routes along the Derwent valley. These accessible 
routes are seen as essential links to ensure the better promotion of the World Heritage Site 
and to ensure the retention of the WHS status which is so crucial to the development of 
employment and tourism in the valley itself and the wider County. 

5 http://www.peakdistrict.gov.uk/__data/assets/pdf_file/0003/496074/peak-district-cycle-strategy-action-plan.pdf 
6 Key Cycle Network Development: Report to Cabinet, Derbyshire County Council, 14th September 2017
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4.13 DVMWHS organisational support. As the DVC runs through the Derwent Valley Mills World 
Heritage Site, the DVC has gained support from organisations such as Visit Britain, Peak 
District National Park, Department of Culture, Media and Sport, local MPs, environment and 
cycling ministers, and the local councils – district and parish – that cover the World Heritage 
Site and the route of the cycleway.

4.14 Vital Valley. The Heritage Lottery Fund, Arts Council England and Historic England have 
awarded the Derwent Valley Mills World Heritage Site Partnership a £1.5m Great Place 
scheme – Vital Valley. Vital Valley’s vision is to inspire and enable people to have a sense of 
pride in and belong to the Derwent Valley Mills World Heritage Site and to do this by 
celebration of the Valley’s heritage and through arts activities. Sustainable access to the 
valley is key to the success of the Vital Valley project.

4.15 Strong contender to tap into other policy areas. Other policies need to be implemented to 
simultaneously publicise the improved cycle network and to address the barriers to use of 
the network once its connections were improved, such as Bike and Go schemes at transport 
hubs, bike to school schemes to improve cycle route safety, Electrically Assisted Pedal Cycle 
schemes to encourage people who find hills difficult, tourism promotion through 
organisations such as Saddle Skedaddle cycling holidays etc. Although the other proposed 
cycleways in Derbyshire could also benefit from these policies, the DVC is the strongest 
contender for tapping into these policy areas as it runs directly between tourist attractions in
the Derwent Valley, runs between areas of high school pupil numbers, and links a number of 
railway stations, including Derby, Duffield, Belper, Whatstandwell, Matlock Bath and Matlock,
which will be able to act as cycle hubs and transport interchanges.
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5 Economic Evidence
5.1 Cost benefit. Derby City Council have funded a “value for money” study by Amion examining 

the cost benefit for the whole of the Derby to Matlock portion of the route.  The results of 
the study show a 4.8:1 return on investment which is classed as “very good”. The commuting
benefits may be greater for the southern part of the route due to the large numbers of 
people commuting into Derby from the north.

5.2 Estimates for building the Cycleway rely on assumptions for similar projects elsewhere. For 
budgetary purposes we have assumed that construction of a tarmac surfaced track will, on 
average, cost £200,000 per mile. In addition, legal, drainage and other services is expected to
add 30% to this basic cost. Each bridge is assumed to cost £500,000. For the current draft 
route, between Derby and Matlock, of 19.5 miles including the need for 4 new bridges, the 
total budget is thus estimated at £7 million. This estimate would be refined by the delivery of
the feasibility study.

5.3 Expected cycle commuting. Using data from the DfT Propensity to Cycle tool (PCT) living 
close to the proposed DVC (as per the 2011 census), there are 43136 commuters living in a 
LSOA (Lower Layer Super Output Area – areas with an average population of 1500) that is 
within 3km of the DVC and who commute to a destination within 3km of the DVC and where 
the commuting distance is less than 10km (as the crow flies). The current modes of 
commuting are broken down as:

Mode numbers % of total Average commute

Car (driver or passenger) 27043 63% 3.48km / 3.03km

Cycle 1801 4% 2.94km

Walking 9020 21%

Bus 4295 10%

ALL 43136

5.4 Existing and prospective cycle numbers. The Government-funded (DfT) Propensity to Cycle 
tool (PCT)1 has various scenarios for increased cycle usage matching, for example,  
government targets, Dutch levels of usage or the increased usage expected from the growth 
in ebikes. Matching the growth targets would lead to the following changes in cycling in the 
DVC area:

1 http://pct.bike/
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Scenario Number of Cyclists (daily) % of total commuters

Base 2011 census 1801 4%

Government target 3503 8%

Dutch levels 11682 27%

Growth from ebikes 16508 38%

In addition for assessing expected usage, there are 11 points for traffic surveys along the A6 
near the proposed route of the Cycleway. These figures are shown in Appendix 6.

5.5 Opportunity for modal change to cycling. A commuting distance of 10km could easily be 
made by cycle for most commuters. Thus the above table shows the opportunity for 
modifying the behaviour of the large number of car drivers and passengers with short 
commutes who live close to the DVC. Note that the analysis has only included commuters 
living and working within 3km of the DVC route. Other commuters living further away may 
be able to make use of the DVC for part of their commute. Also note that no analyses of 
journeys to schools, for shopping or for general leisure activities have been included.

5.6 Tackling the car concentration in the Derwent Valley. The map in Appendix 3 shows the 
distribution of commuters who use cars for short (under 10km) journeys and how there are a
large number of these commuters in the Derwent Valley. They would be a good target for 
initiatives to change behaviour to commute using cycles tied in with the creation of the DVC. 
This shows how the Derwent Valley represents the best opportunity in Derbyshire to provide 
a good quality cycle route into an area of high car commuting where no existing suitable 
cycle route exists.

5.7 World Heritage Site attractions. Data is collected on visits to the Derwent Valley Mills World 
Heritage Site (DVMWHS) attractions and is published as a key performance indicator2. For 
2016-17, the number of visits to an attraction in the DVMWHS was 586,283. No data is 
collected on how visitors arrive at each attraction. Assuming that the split of transport 
modes for commuting also applies to visitors then it is assumed that 586283 x 4% of visitors 
arrive by cycle = 23451 which, over the year is equivalent to 64 per day.

5.8 Increase in cycle access to DVMWHS attractions. With the creation of the DVC, it can be 
assumed that a much greater proportion of visitors will use cycles to reach the attractions. 
Applying the PCT scenario of “government target” suggests that the proportion would 
increase from 4% to 8% giving a total of 128 per day. Note that this rate has been calculated 
across the whole year. In practice, there will be many more visitors on summer weekends.

2 http://www.derwentvalleymills.org/derwent-valley-mills-world-heritage-status/statement-of-outstanding-
universal-value/annual-report-and-key-performance-indicators/
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5.9 Comparison with existing routes. User counters on the Tissington Trail and the Monsal Trail 
provide information on daily numbers of cycles passing the counters.  Data from 2013 
(Hassop Station) suggests 290 cycles per day. It is expected that the DVC will provide a leisure
resource comparable to the Monsal Trail and, with the much greater population living close 
to the DVC, a comparable or higher number of daily trips would be expected for leisure 
purposes. Peak District Park3 report 120,000 cycle trips on the Monsal Trail – equivalent to 
329 per day with the likelihood of much greater daily figures during holiday seasons.

5.10 Improving air quality. To tackle poor air quality, the Government has announced that they 
will be requiring Derby to introduce a Clean Air Zone by 20204. The Government expects that 
a minimum requirement for a clear air zone is for healthy active travel to be supported5.

5.11 Replacing an unsafe route. The safety perception of cycling has to be addressed in order to 
encourage more people, particularly women, to cycle for recreational and other purposes. 
The problem in the Derwent Valley is that the only alternative cycle route to the DVC is the 
busy A6 which is perceived as unsafe. This is an additional reason why the DVC should be 
prioritised in the Derbyshire Key Cycle Network over routes which have less heavy traffic. To 
encourage more people (and particularly women and children) to cycle in the Derwent 
Valley, the provision of a pleasant and safe off-road route is critical. 

5.12 Motivating women and child cyclists. Although women may undertake different journeys to 
men, such as being more likely to take children to school, there are also likely many other 
factors involved, such as the density of usage of a route and the size of group cycling that will
affect women and children’s propensities to cycle: these can be addressed more easily by the
off-road DVC than other on-road routes to increase the number of women and children 
cycling in the County6. As well as the safety benefits from providing an alternative cycle route
from the A6, the proposed DVC route would also provide a less hilly route.

5.13 Reducing accidents. There have been 382 collisions involving cyclists in the Derwent Valley 
over the last 10 years7.  The majority of these collisions occur on the A6 and demonstrate the
benefits of providing a traffic free route for cyclists. Whilst accidents could still occur on a 
traffic free route, they will generally not be due to collision with motor vehicles and should 
be much less serious.

3 http://www.peakdistrict.gov.uk/__data/assets/pdf_file/0005/1027958/PDNP-Cycle-Tourism-Toolkit-2017-10.pdf
4 http://www.derby.gov.uk/transport-and-streets/air-quality/clean-air-zones/
5 https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/612592/clean-air-zone-

framework.pdf 
6 The role of traffic-free routes in encouraging cycling among excluded groups: a case study of the National Cycle 

Network, Moore, C., Cope, A., Bulmer, A., World Transport Policy and Practice, 2006, Volume 12, Issue 3, pages 21-
35

7 https://bikedata.cyclestreets.net/collisions/#12/52.9874/-  1.5027/opencyclemap
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5.14 Increasing physical activity. Providing a traffic free cycleway will encourage more commuters
and other car users to move to using cycles or walking in preference to motor transport and 
this increased activity will provide health benefits8 arising from increased physical activity.

5.15 Benefiting health. The growths in cycle usage arising from the creation of the DVC (and the 
related shrinkage in motor traffic) will lead to health and environmental benefits as 
calculated using values from the Government HEAT tool9 and using the DfT PCT tool.

Scenario Drop in deaths per 
year

Value of death 
reduction per year 

Drop in CO2 kg per 
year

Government target 0.374 £692,863 216,281

Dutch levels 1.783 £3,306,832 1,093,899

Growth from ebikes 1.784 £3,308,383 1,939,579

The CO2 reductions are indicative only of the change in transport usage (from motor 
transport to active travel) and do not include the air quality problems arising from 
congestion (particularly in Derby city).

5.16 Changing commuter behaviour. The Derby travel to Work area10 includes the area between 
Derby and Matlock. The DVC mainly falls into this area and shows how the construction of 
the cycleway would allow for initiatives to change commuter behaviour to reduce motor 
traffic and increase cycle commuting to Derby.

5.17 Links to Infinity Park. Derby city is currently investing in improving cycle links to the D2N2 
flagship employment site, Infinity Park Derby and investment into the DVC would allow for 
increased benefits as access from the north is improved.

5.18 Complementing the Derwent Valley Line Community Rail Partnership11. The route follows 
the Derwent Valley alongside local railway links (including heritage railways) allowing for 
tourists, leisure users and commuters to plan combined rail and cycle journeys and also 
providing opportunities for new cycle related  enterprises based around the stations. See 
Appendix 7 for a map of how rail links match the planned route.

8 Association between active commuting and incident cardiovascular disease, cancer, and mortality: prospective 
cohort study " BMJ 2017;357:j145

9 http://www.euro.who.int/en/health-topics/environment-and-health/Transport-and-
health/publications/2011/health-economic-assessment-tools-heat-for-walking-and-for-cycling.-methodology-and-
user-guide.-economic-assessment-of-transport-infrastructure-and-policies.-2014-update 

10 http://www.derby.gov.uk/media/derbycitycouncil/contentassets/documents/maps/TTWA%20updated
%202015.pdf 

11 https://www.derbyshire.gov.uk/transport_roads/public_transport/community_rail_partnerships/derwent_valley/
default.asp 
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6 Financial Evidence
6.1 A good business investment. The Derwent Valley Cycleway will, as already explained, bring a

major boost to the visitor and tourist industry along the length of the valley, and ultimately, 
along with other initiatives of the Derwent Valley Trust, create an internationally recognised 
tourist destination. Although the costs of land acquisition and development may be higher, 
mile for mile, than some other routes, we believe the feasibility study will demonstrate that 
the DVC will attract far more additional income investment than other possible routes. The 
Amion produced report shows a “very good” evidenced return on investment of 4.8:1.

6.2 Identifying capital cost depends on feasibility study. The capital cost of implementing the 
DVC between Derby and Matlock is currently considered to be around £7m, but until a 
feasibility study is commissioned the true potential cost of all aspects, including land 
purchase, negotiations, legals and compensation as well as design and construction, will not 
be known accurately. 

6.3 The Cycleway construction, and thereby the cost of investment can be phased. However 
construction is envisaged in 3 main phases between Derby and Matlock of approximately 
£2.5m, though each of those phases can also be split into sub phases.

6.4 Government supports the Derwent Valley Cycleway. The Derwent Valley Trust has made 
representation to, and gained the support of, the current, and previous two, Cycling 
Ministers, who have all said they would welcome a bid from the County Council via the LEP 
for the Derwent Valley Cycleway from Derby to Baslow, possibly in 4 phases, in the order of:

• Derby to Belper

• Cromford to Matlock

• Belper to Cromford

• and additionally, Rowsley to Baslow.

6.5 Highways England will fund a sub phase. As a consequence of meetings and lobbying, 
Highways England have undertaken to construct the section of cycleway from the Derby City 
boundary to Ford Lane as part of their work upgrading the junctions on the A38.

6.6 Nottingham has won major government investment in cycling. The Growth Deal for the 
Derby, Derbyshire, Nottingham, Nottinghamshire (D2N2) LEP comprised of a range of 
investments totalling £174.3 million. Part of this deal was a £6.1 million investment in 
Nottingham’s cycle infrastructure. Investment in cycle infrastructure was recognised as a key 
feature in the Growth Deal because it supports economic growth, access to housing and jobs 
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as well improving health, social inclusion and the environment. The funding will kick start an 
investment at a level of at least £10 per head of population.

6.7 Can Derbyshire win similar levels of investment? We are witnessing the higher levels of 
funding that the government are currently investing in cycleways in Nottingham through the 
LEP. Bidding for funds for the Derwent Valley Cycleway as part of its overall strategy, could 
help Derbyshire redress the balance and gain its share. Could the county council 
demonstrate that government spending per head on cycling in Derbyshire is not only lower 
than the £10 per head of population necessary1, but lower than the investment in 
Nottingham and Nottinghamshire? This argument could be used to win increased funds for 
Derbyshire and the Derwent Valley Cycleway.

6.8 Visit England may provide additional investment. The cycleway forms part of the Trust’s 
vision of a valley sustainably and safely accessible for all, on foot, cycle, horse and canoe (as 
well as public transport) to access the landscape, heritage and attractions (including the 
Trust’s own Derwent Valley Art Crawl) to create a world class tourism product that, together 
with the Derwent Valley Mills World Heritage Site, could be supported by the Discover 
England Fund.

6.9 Fibre optic potential. The Derwent valley currently suffers from poor signal coverage 
adversely affecting businesses, and in particular visitor accommodation that requires quick 
response from potential users. Private providers are seeking good long distance routes to lay 
cable and the Derwent Valley Cycleway provides a rare opportunity to capitalise on this 
demand.

6.10 Early scoping work undertaken, saving staff costs in preparing a bid. With the volunteer 
hours already invested in this project we are already well advanced in scoping the route and 
developing a detailed brief for the feasibility, potentially saving many hours of Council officer 
time. We are not aware of any time having been duplicated, and would not want this to 
happen. If a feasibility study is already in train, we are happy to share all of our information 
and to continue to work with officers in a complementary manner to reduce the time they 
need to progress this proposal.

6.11 Feasibility study “ready to go” to identify costs. To develop a detailed cost for creating the 
DVC from Derby to Matlock, a feasibility study needs to be completed. Agreement has been 
reached by the Derwent Valley Trust with a consortium of Sustrans and Phil Jones Associates 
to develop a study which would deliver:

• detailed costs for building and maintenance;

1 The All Party Parliamentary Walking and   Cycling Group’s strategy to bring cycle infrastructure up to standards 
where a greater proportion of the population will adopt it as a regular mode of travel
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• planning permission; and

• associated specialist reports to support planning permission including land ownership, 

engineering, ecology, future maintenance, and stewardship.

This has been offered at a cost of approximately £100,000 which Council officers expressed 
as exceptional value for money. This is open for acceptance up until July 2018, and could, if 
required, be extended to cover any additional aspect there are concerns about.

6.12 The Derwent Valley Trust could raise a proportion of the feasibility cost. We are prepared 
to raise a proportion of the cost of the feasibility study as requested by the County Council. 
The LEP have committed to providing £15k and Derby City Council have indicated they will 
consider a contribution in addition to funding the preparation of the economic case.

6.13 Contribution in kind. The extensive voluntary efforts of the Working Group allows for a 
significant “contribution in kind” to funding opportunities requiring some degree of match 
funding.

6.14 Maintenance costs. We are committed to inviting sponsors to assist in the promotion and 
continuing management of the route upon completion – a process which has now begun. 
Initial approaches are very encouraging.

6.15 Volunteers to undertake work that the Council used to do. This envisages a team of 
volunteers – Friends of the Cycleway Rangers - monitoring the route to check;

• signposting – cleaning, repairing and replacing missing signs where possible;

• obstacles – fallen/overgrown branches etc., removing them where practicable;

• wear and tear - need for improvement with suggested remedy (e.g. route becoming boggy, 

requires drain and hardcore; and

• general maintenance – e.g. strimming at agreed periods etc.

The sponsors would pay for training equipment, health and safety issues, insurance and 
materials in return for recognition along the section of the route they sponsor.

6.16 Learning from the maintenance pilot of the walking route. We have already established a 
small group of volunteers to undertake this service in respect of The Derwent Valley Heritage
Way, which will provide us with a learning experience in preparation for the Cycleway.
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7 Commercial Evidence
7.1 Increased visitors to the Derwent Valley Mills World Heritage Site attractions. These 

currently attract over 500,000 visitors per year and providing an attractive cycle route (a 
visitor attraction in its own right) will increase the visitor numbers. The visitors are 45% 
locals, 45% day visits and 10% overnight. Visitor spend is calculated by using a multiplier of 
£14.42 for locals, £28.84 for day visits, and £51.02 for overnight stays based on the economic
impact tool-kit produced by the Association of Independent Museums.

7.2 Benefits to Matlock Bath. The Grand Pavilion, a recently partially restored building in 
Matlock Bath, has the Restoration tearooms and is a venue for concerts, etc. They are likely 
to be very responsive to the development of the cycleway and to see complementary 
business opportunities. The Matlock Bath tourism study (a joint study by the University of 
Derby and Matlock Bath Parish Council)1 sees the DVC as an essential part of their economic 
tourism strategy.

7.3 The Derwent Valley Arts Crawl has been created and the cycle route will provide a 
sustainable method of visiting the artists’ studios.

7.4 Opportunities for growth in new and existing businesses. The creation of the cycleway and 
the resulting growth in cycle traffic from commuters, leisure cyclists, pedestrians and 
national and international tourists provide existing businesses with great opportunities for 
expansion as well as a demand that new enterprises can address. There are opportunities for
all kinds of service industries including, amongst others, bike hire, cycle holiday, specialist 
bike shops, restaurants, hotels, B&Bs, and pubs.

7.5 Cycle hire centres exist on the Monsal Trail at Hassop station and Blackwell Mill and these 
have flourished since the opening of the tunnels and the trail in 2011. Hassop also has a 
bookshop and a café which does good business all the year round. The nearest bike hire to 
the DVC at the moment is Middleton Top on the High Peak Trail, which is at some distance 
from the proposed DVC and at the top of two steep inclines. There would therefore be good 
opportunities for the setting up of cycle hire centres on, or nearer to, the new cycleway 
itself:  maybe at High Peak Junction, the Grand Pavilion at Matlock Bath, Shining Cliff Woods 
or Cromford.

7.6 Existing and new Cycle shops. Matlock has two cycle shops, Fearn’s and Zepnat. Further 
south there are Belper Cycles and Velo Bavarian (Duffield), Big on Bikes (Little Eaton) and 
LoveVelo (Darley Abbey) and there are several in Derby. There is a gap at Ambergate and a 

1 http://www.matlockbathparishcouncil.gov.uk/attachments/article/429/Destination%20Management%20Plan
%20for%20Matlock%20Bath%20July17.pdf 
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cycle shop there could be a useful new enterprise. The existing shops would benefit from 
increased cycle traffic and could offer a combined cycle shop and hire service.

7.7 Refreshments. There are cafés and tearooms throughout the cycleway route. All will stand to
gain from the increased revenue arising from the DVC. There are also a number of pubs, 
including real ale pubs, along the route. Mobile ice cream/tea vans make regular 
appearances along the Monsal Trail and similar arrangements are likely for the DVC as cycle 
traffic grows.

7.8 Increased demand for tourist accommodation. With the opportunity to establish the 
cycleway as a national and international tourist destination (together with the attraction of 
the World Heritage Site) the existing tourist accommodation at the north of the route would 
be complemented by growth in existing establishments and new establishments along the 
south of the route. This would spread the tourist spend wider throughout Derbyshire and 
away from the concentration of a few locations in the Peak District National Park.

7.9 More business for shops. All shops stand to benefit from the extra trade generated by the 
cycleway but in particular: outdoor clothing and equipment; maps and guidebooks; local 
produce; sandwich shops. There are several small retail centres along the route including 
Duffield, Belper, Ambergate, Cromford, Matlock Bath and Matlock.

7.10 Addressing parking issues. Retail centres such as Derby, Belper, Matlock Bath, and Matlock 
all have varying problems with parking which discourages some visitors. The cycle route will 
offer a safe alternative to car use and allow more visitors and hence increased retail revenue.

7.11 Improved employment prospects. Businesses will have access to a larger labour pool by 
providing staff with an option for sustainable commuting. Potential employees who may 
have been unemployed and unable to afford motor transport will be able to make use of the 
cycleway and low cost bikes to allow them to accept available jobs at businesses along the 
route.
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8 Management Evidence
8.1 Widespread public support. Since embarking on the project the Working Group has been 

keen to involve the public and their representatives in the development of the project. This 
has involved attendance at a number of public events at venues along the route asking for 
public input and gathering support for the project. This will continue throughout 2018 and 
shows that there is widespread support for the construction of a Derwent Valley Cycleway 
amongst the wider public. The Group is currently in contact with nearly 500 supporters and a
number of whom are actively donating their time and expertise to the project.

8.2 Support from local councils and organiations. The Working Group have made contact with, 
and secured the support of, a number of local government and interest groups. This will yield
considerable benefits to the project by expediting the initial planning stage resulting in faster
implementation and cost savings.

8.3 Reducing Council officer time. The creation of the Derwent Valley Cycleway may be achieved
in a speedy and cost efficient manner by building on the professional approach to the work 
already carried out by the Working Group. This will save crucial time in development of the 
Cycleway and expense to those involved in the project by minimising preliminary planning by
County Council officers and other partners.

8.4 Landowner identification. Alongside the extensive public contacts the Working Group has 
embarked on a programme of meeting with landowners along the route and establishing 
their views. Again this preparatory work will enable the project to be implemented in a 
timely and cost efficient manner.

8.5 Professionalism within the group. The Working Group has been able to draw on the large 
pool of resource within the Supporters Group and make use of the expertise of a number of 
individuals. Areas where the project has benefited from these in-house skills include:

• local knowledge in assessing the benefits and problems involved in various possible routes,
and deciding on the preferred route; and

• in-house design of publicity material (currently being revised).

8.6 Project management. Central to the professional approach adopted by the Working Group is
the implementation of project management overseen by a member who is a professional in 
this field. The benefits of this approach are:

• focusing resources efficiently in a way which will expedite implementation;
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• the DVC Project Team has already commenced initial risk management strategies through 
the planned implementation of a feasibility study by Sustrans / PJA (won through 
competition) into this project;

• the DVC Project Team have already commenced the planning of the Work Breakdown 

Structure; and

• the ability to easily involve other organisations in the implementation phase by the 
awareness of which actions have been completed and which are outstanding. This will 
significantly reduce the “knowledge transfer” period allowing completion to be achieved in 
as efficient a manner as possible. 

8.7 Consultancy organisations. Where required the Derwent Valley Trust advocate the use of 
consultancies to undertake stand alone items of work where the skills do not exist in-house 
or the professional opinion of an outside organisation is required to assist. To date one piece 
of consultancy has been commissioned by Derby City Council on behalf of the group. This is a
cost benefit analysis carried out by Amion and whichs shows a “very good” cost benefit ratio 
of 4.8 to 1. The group also invited bids to carry out a feasibility study of the project and 
selected, after competition, a partnership of Sustrans and PJA as the preferred partner. Both 
of these items demonstrate the professional approach adopted by the Working Group and 
represent significant items of work which are already completed leading to cost savings and 
the opportunity for early completion.

8.8 Phased approach. Although it must be stressed that the full benefits of the Derwent Valley 
Cycleway will not be realised until it is completed in its entirity the Trust favours a phased 
approach to construction. Building in sections will allow communities to make use of the 
route and benefit in as short a time as possible. This would ensure that some advantages are 
being realised on parts of the route before overall completion. 
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Appendices
Appendix 1 -  Policies

National Government Policy: 

The UK Government's Cycling and Walking Investment Strategy for England (2016)1 sets 
out the Government’s ambition for cycling and walking, stating that:

“We want to support local delivery partners to do what they do best, identify and deliver 
individual and tailored interventions fit for their own local areas; with the Government 
taking a lead on issues which require a national approach, such as setting the framework and
sharing knowledge and good practice.”

National policy therefore directly assumes that local groups will be part of delivering the 
cycling strategy and promises to support them in achieving local interventions to achieve the
doubling of cycling activity by 2025. 

This cycling and walking strategy is reinforced by the health benefits that have been proven
to result from being more active:

“Walking and cycling for just 10 minutes can contribute towards the recommended 150 
minutes of moderate intensity physical activity for adults per week as recommended by the 
four Chief Medical officers2. 

This health strategy will require support from businesses to encourage their staff to find 
more sustainable ways to travel to work. 

The Health Strategy is reinforced by the Government's new sport and physical activity 
strategy, “Sporting Future: A New Strategy for an Active Nation”3. This contains a range of 
cross-Government measures to reduce physical inactivity and spread the benefits of sport 
and physical activity to everyone. 

All of the above strategies are facilitated by the Government’s National Planning Policy 
Framework (published by the Department for Communities and Local Government in 
March 2012). The Framework includes a set of core land-use planning principles, one of 
which is that planning should actively manage patterns of growth to make the fullest 
possible use of public transport, walking and cycling.

1  Cycling and Walking Investment Strategy, Department of Transport, March 2016
2  Start active, stay active: A report on physical activity for health from the four home countries, Chief Medical 

Officers, London, DH, 2011
3  “Sporting Future: A New Strategy for an Active Nation”, London, Department for Culture, Media and Sport, 2015t
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Sustrans is a national transport charity that supports the establishment and maintenance of 
cycleways across the UK. The evidence they cite for improving the nation’s cycleways 
focuses on population growth, housing needs and public health as follows: 

“The UK population is expected to rise by almost 10 million over the next 25 years. 
Housing has been prioritised in the 2015 comprehensive spending review4. As new homes 
are built local populations will grow. This will increase travel and exert additional pressure 
on existing networks. ….. Cycling and walking (alongside excellent public transport 
services) offers a healthy, efficient and economic mode of travel for many local journeys and
reduces pressure on our road system from private vehicle use. Much more can be done to 
make cycling and walking safe, convenient and attractive to people.”

Xavier Brice, Chief Executive of Sustrans, reported5 that: 

“more than 13,000 lives and £9.3bn would be saved over the next decade if the UK were to 
hit government targets for walking and cycling”. 

He said that at a time when road transport was responsible for most breaches of air quality 
regulations in the UK, it has never been more important to reduce the number of vehicles on 
the roads. 

One of the barriers to greater cycling activity is seen as the lack of a connected network of 
high quality, safe and attractive routes, so any work that local groups can do to remove this 
barrier will be welcomed. They support the National Cycle Network and have identified a 
gap in the network in Derbyshire, running from Derby northwards to link up with 
recreational routes running across the Peak District. As this route is a popular daily 
commuting route, they see benefits in increasing the commuter cycling traffic as well as 
improving leisure and tourism opportunities, linking in with the Derwent Valley Mills World
Heritage Site.

The advantage of the DVC is that it opens up accessibility to established scenic routes such 
as the High Peak Trail and Tissington Trail and links to other routes in other parts of the 
County.

The benefits for business of leisure cycling have already been highlighted by the Pedal Peak 
for Business project which examines the impact on the local economy and tourism of 
attracting more cyclists to the area6. The project examines multiple sources of evidence that 
show how the cycling tourism market is growing. 

Their sources include:

• The Value of Cycling. Department for Transport, Phil Jones Associates, March 2016. 

4  National Population Projections: 2014-based statistical projection, ONS, 2015 Comprehensive Spending 
Review, UK Government, 2015

5  More walking and cycling “could save 13,000 lives in a decade”, The Guardian, Tuesday 5 December 2017, p.11, 
reporting on the recent issue of a report by Sustrans and environmental consultancy Eunomia on the impact of 
walking and cycling schemes on public health.

6  Peak District Cycle Tourism Toolkit, Pedal Peak for Business, 2017.
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• The European Cycle Route Network - Eurovelo Study. s.l. : European Parliament’s Committee
on Transport and Tourism, Weston, Richard et al, 2012. 

• Active People Survey, Sport England, 2016 https://www.sportengland.org/research/about-
ourresearch/active-people-survey/ 

• Transport and Tourism: Cycle Tourism - A Model for Sustainable Development.  s.l. : Journal 
of Sustainable Tourism, Lumsdon, Len, 2010. 

• The Olympic Cycling Effect, London School of Economics, 2012. 
• Travel Trends. [Online] Visit England, Visit England, 2014. [Cited: 21.03.2014] 
• Consumer Behaviour and Travel Mode Choices. s.l. : Oregon Transportation Research and 

Education Consortium, Clifton, KJ, et al, 2012. 
• Sustainable cycle tourism along the Danube cycle route in Austria. s.l. : Tourism and 

Planning Development, Meschik, M, 2012. 
• National Geographic Centre for Sustainable Development. [Online] National Geographic, 

National Geographic, 2013. [Cited: 15.02.2013.] 
• Cycle Tourism for Sustainable Rural Development: Understanding and Interpreting Lessons 

from Europe. A report of a Winston Churchill travelling fellowship, Beanland, Andy, 2013. 
• Cyclists Special [1955: 9:47mins.] https://www.youtube.com/watch?

v=QPkT0paGEnQ&sns=em , British Transport Film. 
• Local Area Walking and Cycling statistics for 2014/15 in England, The Department for 

Transport, 2015.
• Economic impact of the National Cycle Network, Sustrans, 2015.
• The British Cycling Economy, London School of Economics, 2011.
• Reconomics Plus - The Economic Health, and Social Value of Outdoor Recreation, 

Manchester Metropolitan University, 2017.

Local Government Policy

The tone and substance of the above national policies is mirrored in the objectives of county 
and local policies in the Derbyshire County, Derby City and Amber Valley Borough 
Councils in which areas the proposed DVC runs.

The Derbyshire County Council’s cycling strategy7 states that:

“Work is been under way on defining a Key Cycle Network (KCN) for the County alongside
a Cycling Infrastructure Development Plan (CIDP). The intention is to identify the most 
important routes to be established or improved in order to put in place a strategic network 
serving commuter travel, leisure and tourism needs, and to establish (through the CIDP) 
priorities for investment.” 

The strategy recognises the Derwent Valley Cycleway as a very strong project in terms of 
how it would contribute to meeting these overall strategic objectives. The advantage of the 
DVC is that it opens up accessibility to established scenic routes such as the High Peak Trail
and Tissington Trail and links to other routes in other parts of the County, such as:

7 Key Cycle Network Development: Report to Cabinet, Derbyshire County Council, 14th September 2017
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Derby City Council’s 2016-19 Plan states that the Council will be:

“Working with key partners from health, housing and culture to support better health and 
well-being for people of all ages to improve their overall ‘quality of life’.”

The City Council have developed a cycling policy that focuses on increasing cycling activity
and safety.

Amber Valley’s 2006 Local Plan8 states that:

In order to reduce dependency on the car and encourage more people to undertake journeys 
on foot or by cycle for commuting or leisure purposes, there is a need to develop a 
comprehensive network of footpath and cycleway routes across the Borough. This will 
include the maintenance and enhancement of the existing footpath and bridleway network, 
together with the establishment of new routes. There is an opportunity to secure the 
provision of or financial contributions towards such measures in conjunction with 
development proposals. 

Priority needs to be given initially to the development of strategic multi-user routes, 
including those promoted by SUSTRANS (the national organisation promoting sustainable 
transport), linking the main centres of population and employment along the Derwent 
Valley, the Erewash Valley and the routes of the former Cromford Canal and Ripley railway. 
These routes have the most potential to reduce car dependency for journeys to work and for 
other key purposes. The routes shown on the Proposals Map are indicative and the Borough 
Council will negotiate and consult on detailed routes as they come forward for development.
Priority will be given to separating pedestrians and cyclists from vehicular traffic, wherever 
possible. The Borough Council will seek to develop further routes in the future, in order to 
establish a comprehensive footpath and cycleway network. 

POLICY TP2 The Borough Council will seek to develop a comprehensive footpath, 
cycleway and bridleway network throughout Amber Valley, with priority given to the 
development of the strategic multi-user routes, as shown on the Proposals Map 

POLICY TP3 The Borough Council will seek to enter into Section 106 Agreements with 
developers to secure enhancement of the footpaths, bridleways and cycleways, or a 
contribution towards enhancement as appropriate, where the proposals would provide an 
opportunity, or create a need, related to the development proposed 

Duffield Parish Action Plan (2015)9 states that one of the village’s priorities is:

Encouraging more cycling in the village by continuing to support the development of the 
Derwent Valley Cycle Path and erecting bike parking stands in the village centre.

8  Amber Valley Local Plan Policy TP2, Amber Valley Borough Council, 2006.
9  Duffield Action Plan, Duffield Parish Council, 2015. www.duffieldparishcouncil.gov.uk/uploads/duffield-action-

plan-2015.pdf 
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Appendix 2 - Strava Heat Map
Summary

The A6 route along the Derwent Valley is generally accepted to be unsuitable for cyclists 
(particularly new or unconfident cyclists). It is believed that creating the Derwent Valley Cycleway 
would lead to:

• a migration of existing cyclists on the A6 making use of the new, attractive, traffic free route

• a growth in new users as those previously intimidated by the A6 traffic make use of the new 
route.

Strava global heat-map data is used to assess the size of the existing cycle usage and compared with
similar areas where an attractive route has been created and which show most of the cycle traffic 
migrating to the new route.

Background

Strava is a website and mobile app used to track athletic activity with a particular focus on cycling. 
Cyclists can make use of various GPS devices (including their smart phones) to track their cycle 
routes with additional information calculated such as average speed, etc.

The routes recorded by users are uploaded to Strava’s website and are used to compare times for 
particular routes with other athletes. 

The app is used by serious athletes and by commuting and leisure cyclists. 

With the data available on the Strava website, it is possible to aggregate the routes to explore the 
most commonly used routes in a particular area. This information has been made freely available 
at https://labs.strava.com/heatmap   

More detailed trip information is available for local authorities for a fee.

Existing cycle usage in the Derwent Valley

The global heat-map data from Strava released in 2017 is used. This is restricted to cycle journeys 
only (i.e. excluding running and other sports).
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The above image has been generated from https://labs.strava.com/heatmap/#12.67/-
1.50341/52.98203/bluered/ride and shows that most cycle journeys between Belper and Derby 
(and points in between) are forced to use the A6 route. The diagram shows the most heavily used 
routes in red with the width and intensity of the colour denoting the volume of journeys. Less used
routes are shown in blue.

Comparison with areas with good cycle routes

As a comparison, the route to the south and east of Derby can be seen at 
https://labs.strava.com/heatmap/#14.26/-1.46570/52.91630/bluered/ride    

This compares the excellent Riverside path from Derby past Pride Park to Raynesway with the A6. 
It can be seen that, with the provision of a suitable route for cyclists, a large amount of the cycle 
traffic that previously used the road (e.g. A6) can be transferred to the traffic free route (e.g. 
Riverside path).
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It is argued that provision of a route of similar quality to the Riverside path north of Derby would 
allow for most of the cycle traffic on the A6 to migrate to the new, much more suitable traffic free 
route.

Restrictions of the Analysis

The Strava data only includes information on trips actually taken by cyclists using the Strava app. 
Therefore, no data is collected on cyclists who would have wished to undertake a particular trip by 
bike but were prevented from doing so by, for instance, the level of traffic on the available routes.

The Strava app tends to be used by more frequent and sporting cyclists so those cyclists making 
occasional leisure trips may not be represented in the data.

Conclusion

The analysis of the available routes north of Derby in the Derwent valley compared to those 
available south and east of Derby show that creating a good quality traffic free route can lead to 
migration of a lot of the cycle traffic from the existing roads.

The Derby to Belper analysis shows that there is little alternative for cyclists than to use the 
unsuitable A6. Despite this unsuitability, there is a large number of existing trips using the A6 
thereby demonstrating a desire to travel within the Derwent Valley by bike.
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Appendix 3 – Car commuters in the Derwent Valley

Map showing the location of existing car commuters in the Derwent Valley with a commute of less 
than 10km (and along the route of the DVC). Showing how a large number of potential future cycle 
commuters live alongside the route of the DVC.
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Appendix 4 – Project Management Overview 
Project management shall underpin the key elements of the DVC proposal – covering 
strategic, economic, financial and commercial aspects.  Through adoption of project 
management methodologies described by the Association of Project Management 
https://www.apm.org.uk/ the DVC proposal shall remain focused on delivering the project to 
cost, time and quality.

Specifically, the following project management methodologies shall be performed:

Agreement of the Strategic Objectives to ensure the project requirement is clearly articulated.

• These shall be agreed with the Project Sponsor and formally recorded; they shall be used

to define the Key Success Factors for the DVC Project Team and Key Stakeholders. 

Creation of a Work Breakdown Structure to provide linkage from the Strategic Objectives to 
the work planned to be performed.

• The purpose of the Work Breakdown Structure is provide a hierarchy of planned work 

with clear accountability defined within the DVC Project Team.

• The DVC Project Team have already commenced the planning of the Work Breakdown 

Structure through the production of  a draft for comment.

Development and agreement of the Schedule and Cost Baselines underpinned by the Work 
Breakdown Structure thus providing the performance metrics to be produced and reviewed.

• The agreement of the Work Breakdown Structure facilitates the production of the 

requisite tasks (duration and cost) for successfully delivering this project.  It is best 
practice that a baseline is established for the schedule and costs so that the progress of 
the project can be understood and managed by the team; it also allows the project 
sponsor and stakeholders to understand overall project progress.

• With the creation of a schedule and cost baseline, the DVC Project Team shall consider 

and report on a regular basis the overall forecast schedule and cost completion.  As the 
schedule and cost completion forecast matures, the DVC Project Team may develop 
three point estimates based on revising the project assumptions to deliver a Minimum, 
Most Likely and Maximum assessment.

Monitoring and Reporting to the project team so management decisions can be performed 
with reliable information and key stakeholders can be engaged to report the project status.

• The frequency and type of monitoring and reporting through the project stages shall be 

defined at the outset and formally recorded.  The DVC Project Team shall be 
accountable for ensuring the monitoring and reporting produced is compliant with the 
approach detailed at the project outset.
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Deployment of a Risk Management methodology to identify, sentence and mitigate risks 
whilst also relying on this methodology for pursuing opportunities.

• A standard approach to risk and opportunity management shall be performed whereby a 

register shall be created and each risk / opportunity identified will be assessed and where
appropriate mitigated / pursued.

• The DVC Project Team has already commenced initial risk management strategies 

through expediting the planned implementation of a feasibility study by Sustrans / PJA 
(won through competition) into this project.

• Additional risk mitigation is in progress through the engagement of other related 

organisations such as the Derwent Valley Trust to assist in enhanced planning activity.  
Also, significant investment from volunteers in terms of initial scoping of the project has
been performed.

Incorporating Governance and Assurance principles to provide feedback from relevant third 
parties on the project management approach with the intention of increasing confidence in 
successful project delivery.

• The DVC Project Team have and continue to pro-actively engage respected 

consultancies through the project definition phase; this provides assurance that the 
project approach being develop is optimal and provides confidence to the delivery team, 
project sponsor and stakeholders.

Maintenance of a Benefit Realisation Register to demonstrate the progress of the project in 
terms of meeting the stated requirements.

• The creation and maintenance of this register allows the DVC Project Team to record 

and quantify the benefits realised through successful project delivery; this is a 
fundamental dataset that shall be referred to and updated during the project delivery 
phases.  

Maintenance of a Dependency and Assumption Register is essential with the nature of this 
project as it is imperative that all key project dependencies and assumptions are recorded and 
communicated.

• All dependency items shall be assessed and the register shall be maintained to record the

information (or asset) required, which organisation is assumed to be provisioning, and 
the time period allocated for its use.

• Key project assumptions shall be recorded and updated on a regular basis to ensure there

is clarity regarding how the project shall be delivered.

Recording and communicating the Lessons Learned during project delivery for the benefit of 
this project and other related projects.
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Appendix 5 – Belper Cycling Quality Cycling Tube Map
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Appendix 6 – A6 Traffic Count numbers
Traffic counts on A6 There are 11 points for traffic surveys1 along the A6 near the proposed 
route of the Cycleway. The latest published figures (for 2016) show the following breakdown:

Existing cycle usage of A6 If the average cycle trip length of 3.5 miles per journey is 
assumed2 then, throughout the 17.41 miles of the A6 monitored then the average number of
cycle journeys per day is: 17.41/3.5 * 120 = 600  with the majority of the journeys on the 
southern part of the route. It can be assumed that these cycle journeys would move from 
the unsuitable A6 to the new Derwent Valley Cycleway once built.

Additional usage as car users move to cycling In addition a proportion of the existing car 
traffic could be replaced by cycle journeys using the new cycleway. Assuming 4% of these car 
journeys (to match the figures for the Government target) would become cycle journeys 
leads to an additional 11501 x 4% = 460 cycle journeys per day. Thus the total usage from 
extrapolating from traffic counters is 1060 journeys per day.

1 Data from https://bikedata.cyclestreets.net/trafficcounts/#10/53.0903/-1.2277/opencyclemap with location 
information from http://www.dft.gov.uk/traffic-counts/cp.php?la=Derby 

2 https://www.gov.uk/government/statistics/national-travel-survey-2016
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number location
Cycles P2W Cars Buses LGVs MGVs HGVs Motors Motor PCU

6167 Church Road 98 46 11568 155 1269 53 30 13121 13313.9
56162 Ford Lane 183 189 13338 133 1468 154 191 15473 15817.9
77306 Burley Hill 164 234 16249 149 1956 186 221 18995 19383.9
73361 Flaxholme 181 257 17856 164 2149 205 243 20874 21302.2
46170 Milford 170 142 9838 128 1224 109 131 11572 11839.6
77217 Belper Goods Yd 189 158 10921 142 1359 121 146 12847 13144.5
16157 Bridge Street 45 113 12253 221 2020 177 139 14923 15345.4
36165 Belper Cemetery 106 86 6289 72 1017 165 200 7829 8191.9
6166 Ambergate 62 170 7244 49 1258 217 800 9738 10833.5

77410 Matlock Bath 58 55 9933 134 1562 198 192 12074 12523.6
46169 Matlock  64 61 11025 149 1734 220 213 13402 13901.3

AVERAGE 120 137 11501 136 1547 164 228 13713 14145

https://www.gov.uk/government/statistics/national-travel-survey-2016
http://www.dft.gov.uk/traffic-counts/cp.php?la=Derby
https://bikedata.cyclestreets.net/trafficcounts/#10/53.0903/-1.2277/opencyclemap


Appendix 7 – Linkage with Railway Stations
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