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[bookmark: _Toc213399307]Purpose of this Topic Paper
1.1 This topic paper has been prepared to explain the approach we want to take in the MK City Plan 2050 and why. Whilst each of the individual topic papers we have prepared can be read in isolation, there are many linkages between them and the issues and opportunities they cover.

1.2 The suite of topic papers will evolve through the plan-making process as we gather further evidence and receive feedback through engagement and consultation. The topic papers set out the more detailed justification for policies in the MK City Plan 2050, allowing the Plan itself to be a shorter, user-friendly document. 

1.3 This topic paper does not quantify the likely transport impacts of the fully delivery of the Local Plan to 2050 – this is covered in the separate Model Forecasting Report. Rather, this paper sets the policy framework and programmes for transport that will support the delivery of MK City Plan 2050. 

1.4 This topic paper therefore sets out our proposed policy approach in the field of transport and movement to support sustainable growth, minimise adverse highways and environmental impacts from that growth, and to enable the city to expand without any adverse impacts on our existing transport networks. It also sets out how we intend to influence the amount and types of trips generated by new development and the modal choice of the new residents/employees in these new developments. 

1.5 By necessity, this document is a concise summary of our transport policies and programmes to support the MK City Plan 2050. For a more comprehensive statement of the Council’s strategies in transport, the reader is referred to the MKCC LTP5 Consultation Document, which contains more detail on current baseline conditions and future transport policies and programmes in MK. Background information, maps, plans, graphics and other reference materials are also included in that document for those that require a more comprehensive articulation of the Council’s plans for transport.



[bookmark: _Toc213399308]Introduction 
[bookmark: _Toc213399309]Transport in MK Now
2.1 Milton Keynes is currently a car-based city because of its physical layout, the unique grid road network and the relatively high car ownership, and our future transport strategy requires to pivot from this and to increase the proportions of active and sustainable trips made across the city. 

2.2 The city has very high car ownership in relative terms, with nearly 80% of all households having access to at least one private car, and the high-speed grid roads allow for easy connectivity by car across the city, with journey times that cannot be matched by public transport. 

2.3 Correspondingly, public transport use in Milton Keynes is very low in comparison to UK cities of a similar size, at around 7% of journey to work trips, and financial support to maintain minimum service levels is required. Compare this to London, for example, where car ownership in some Boroughs is roughly half that of Milton Keynes, and public transport is nearly always faster and cheaper than driving, and up to 50% of journeys are made by public transport. (The average across London is 42% but in England as a whole is 12% - still considerably more than we achieve in MK at present).
[bookmark: _Toc213399310]Why we need to change how we travel
2.4 Although many MK residents and visitors have current car-based behaviour and are largely dependent on cars to get around, more of our current and future residents and visitors will need to choose to walk, cycle or take public transport more in the future if we are to accommodate the city’s planned growth as set out in the MK City Plan 2050, without the risk of highway congestion and gridlock.

2.5 The Council will not promote growth that comes at the expense of the relatively free-flowing traffic network that we currently enjoy in MK, so we need to ensure that transport options are better for our residents and visitors than they are now, and that our road and transport networks continue to operate at least as well as they do today, as we continue to grow as a city.

2.6 Importantly, we also need to consider the 20% of our households in MK who do not have access to a private car and are therefore currently at a considerable accessibility disadvantage to those that do, and we need to make our transport system more equitable for this very significant group of our residents. 

2.7 Delivering this gradual change in our collective travel behaviours will not be achieved by regulation or restriction of car use, which would be neither popular, nor particularly effective. Instead, we need to improve the attractiveness of the other travel options in comparison by addressing the relative time, cost, convenience and comfort of them when compared to car travel, so that our residents and visitors actually choose to use them for some journeys. Most of our current users of public transport are ‘captive’, in that they have no other viable means of transport available to them and therefore have to use the bus. Compare this with Amsterdam, where over 70% of passengers on trams and buses in the city during the morning peak hour have a car at home that they choose not to use because of the quality, speed, convenience and cost of public transport in comparison.

2.8 These examples of London and Amsterdam are sometimes unhelpful, as Milton Keynes is a very different place to either of those ancient cities that have grown organically over hundreds of years. MK is a model new town, less than 60 years old, and has been a planned settlement from the outset. In the main, existing housing in MK is of much lower density and our estates are set apart from one another, divided by green corridors and grid roads. While this creates a pleasant low-density spacious environment with lots of greenery, it also makes these areas quite difficult to serve effectively by public transport without a time penalty to passengers – as buses have to leave grid roads to ‘collect’ passengers in estates – and this layout also makes walking and cycling distances longer between neighbourhoods too.

2.9 To offset this, our city planning forefathers designed and built an extensive high-quality walking and cycling network, which has over 350km of segregated walking and cycling routes and is the envy of most UK cities. They also proposed an extensive bus network using a large fleet of smaller minibus sized vehicles to provide the local and city-wide connectivity, that would address the challenges of the city’s layout. 

2.10 Unfortunately, however, our planners did not envisage a growth in concerns over anti-social behaviour and crime that would make our walking and cycling network be perceived as less safe to some users than they first envisaged. Nor did they foresee the reduction in the levels of physical activity amongst the general population that would result in them being less well used than they may have hoped. 

2.11 Their proposals for public transport certainly didn’t envisage a requirement for commercial bus services post de-regulation (introduced in 1986 when the city was still young), or the sort of Local Government funding constraints for supporting public transport that we have now. Unfortunately, therefore, the public transport and walking and cycling networks have been less successful as an outcome of our planned layout than the ease of car travel has been, which the city planners certainly didn’t anticipate. 

2.12 Finally, the early planners couldn’t have possibly envisaged the huge growth in car traffic since our city was first conceived, nor were they aware of the harmful effects of emissions from motor vehicles, the very damaging health impacts of particulate pollutants, or the global impact of CO2 and other greenhouse gases at the time.

2.13 However, we know all these things now, and therefore we must adapt our city, our networks and our behaviours to the modern age, we must address the barriers to more sustainable movement across MK, and we must respond to our local, regional, national and global health, carbon and climate challenges.

2.14 The following sections summarise the transport policies that set out how we go about making transport and movement more sustainable for the benefit of the city and our residents for decades to come that will enable the successful delivery of MK City Plan 2050. 

2.15 Our MK:2050 strategy has already set broad targets for MK – the document sets the aspiration that the first choice for residents and visitors making longer journeys across the city in 2050 should be our “MK Metro” system, and for those making shorter journeys, walking, cycling and scooting should be their first choice. The city is a long way from this now, but the strategies set out in the subsequent sections of this document will set MK on the road to achieving these ambitious aspirations for the city. 

2.16 If we can achieve these aspirations, our city will be a more pleasant and healthy place for our residents, visitors and businesses, and we will be able to continue to grow our city and our local economy in a healthy and sustainable way.

2.17 In the following sections, our challenges, and our policies that will address or mitigate them for each of a series of themed policy areas are set out, under the following broad headings:

· Improving Public Transport
· Enabling and Encouraging Active Travel 
· Roads, Traffic and Parking
· Travelling Safely
· Future Transport

2.18 Finally, the document summarises the transport considerations of new development, and what is expected from developers to ensure high levels of active and sustainable travel to and from their sites
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[bookmark: _Toc213399311]Improving public transport
[bookmark: _Toc213399312]Improving the quality of the public transport offer in MK
3.1 As stated previously in this document, the provision of a viable public transport service across the city is very challenging. The combination of our road layout, the distribution of our population, our levels of car ownership and the almost unlimited supply of cheap parking, make public transport very difficult to make attractive here in comparison to driving. Other cities have the ‘advantage’ of a congested urban road network and very limited parking supply – which can help encourage public transport use, but MK has neither of these, so we need to focus on the quality of the public transport offer.

3.2 The key to delivering an improved public transport offer across MK is therefore to ensure that more people want to use it through choice. This sounds very simple, but making the system more attractive in comparison to the car is paramount to changing the way we travel - for some of our journeys at least. So, we need to completely re-imagine our public transport in Milton Keynes – as many cities have done to great effect before.
[bookmark: _Toc213399313]A Mass Rapid Transit System for MK – MK Metro
3.3 To tackle our public transport challenge head-on, the Council has been developing proposals for MK Metro – a high-quality tram-like system using rubber tyred vehicles on conventional roads, which will deliver the sort of step-change in our public transport offer in MK that will make people who own cars choose to use it instead for certain journeys. Journey times are critical, so we will need to allocate dedicated road space in the form of reserved bus lanes to ensure that the public transport vehicles are protected from congestion and general traffic. This means there will be less road space available for cars in some places across the network, but in MK we have the advantage of numerous parallel route alternatives, thanks to our unique grid.

3.4 This would deliver a ‘MK Metro’ service across the city region on 5 key routes. The routes are being developed to serve both existing residential and employment areas, but also to help unlock new development sites. This would be our primary, or top-level, high frequency, high quality public transport service.









[image: ]Indicative Route Plan for the MK Metro

3.5 The indicative route plan for the MK Metro network is shown above, and while this has been the basis of our assessment work, it is likely that this route map will evolve to respond to development as it emerges, so further extensions to this network are likely. We have already been approached by developers enquiring about the MK Metro being extended to their areas of interest, and this network evolution is likely to continue well after the system is in place and operational. We would expect the majority of our significant new growth zones identified in MK City Plan 2050 to be served by our MK Metro system by the time the plan is fully delivered.

3.6 The Council is currently in discussions with Government over the funding of our new MK Metro network in relation to delivering increased housing and employment growth, and we are currently finalising our Business Case. With a positive decision on funding in 2026/2027, we would expect to have the initial routes of the MK Metro operational by 2030.
[bookmark: _Toc213399314]Re-shaping our bus services – MK Local
3.7 To supplement our MK Metro system, we will have to amend the remaining bus services to instead provide in-fill and MK Metro feeder bus services – as our Metro system won’t serve everywhere across the city. We will still need ‘conventional’ bus services at a secondary level to support the MK Metro network and to deliver passengers to key interchanges on the Metro network to complete their journeys.
3.8 
3.9 We are working with our consultant partners to shape this post-MK Metro network now, so we can more fully understand the likely costs of operating our new supporting bus network alongside MK Metro.
Demand responsive bus services – MK Connect

3.10 There will also remain a need for a tertiary public transport offer across MK, for those rural areas where a viable and scheduled bus service is simply not affordable. These areas are where a demand-responsive bus service operated by smaller vehicles (MK Connect) will continue to collect residents with no bus service and take them to their destination, or to an interchange where they can complete their journey on the secondary or primary tier of services.

3.11 This hierarchical or layered approach to public transport provision will deliver a more attractive, connected and integrated offer than at present. By the careful design of these interchange points where PT services at the different levels intersect, we can also ensure a seamless transfer, high quality waiting facilities and also excellent connections to the walking and cycling network, to ensure they can be accessed easily.
Interchange locations and ticketing
3.12 Integral to the three-tiered approach to a revised public transport provision across the city are two key additional elements – the careful design and siting of interchange locations where our three tiers of public transport intersect with each other and with other modes, and the introduction of a ticketing system that allows seamless transfer between both bus services and potentially other modes too.

3.13 We are currently mapping our MK Metro routes, our future re-shaped supporting local bus services and our demand-responsive bus services to identify the optimum locations for these interchange locations to connect with one another and with other modes, predominantly our Redway walking, cycling, scooting and wheeling network. 

3.14 As well as their geographical location, the design approach to these interchange nodes will also be critical to the success of our re-imagined public transport network. Transfer must be easy and accessible, and there must be a pleasant waiting environment with real-time service information on display. Additional facilities, such as ticket vending machines, parcel lockers, micro-mobility corrals and electric charging infrastructure would be provided as appropriate, with retail units provided at the more strategic interchange nodes.

3.15 Also key to this layered public transport system working effectively is the introduction of SMART ticketing, so that a single ticket can be purchased for a multi-stage (Metro to Bus) and ultimately, even for multi-modal journeys (eg e-scooter to Bus to Metro to Train to e-bike). We are working with our existing operators to explore this one ticket solution, but the allocation of appropriate proportions of the overall ticket costs to each operator is a complicated challenge – although this would be simplified in a bus franchising scenario, introduced below.
Management and operation of the public transport network
3.16 A successful public transport system in MK is also dependent upon an effective management and operating regime. The Government’s new Buses Bill 2025 will allow individual Local Authorities to franchise their public transport services and removes the ban on Municipal bus companies, where Councils own and operate their own fleets. Under current legislation, services must be run on a commercial basis, and where social services are provided where revenue does not meet costs, operating subsidies from the Local Authority must be provided. Under the new Bill, cross subsidy across a network will be permitted and should offer opportunities for greatly improved efficiencies and more social provision.

3.17 Several operating models are possible for MK Metro and our local bus network, with bus franchising offering the most opportunity for the Council, but also with the most financial risk, as the Local Authority would be required to fund the full cost of running all the services it wishes to specify. If the costs of these services are not met from passenger revenue, then the Council will become liable for any shortfall. However, on the other hand, if passenger revenue were in excess of the costs, then the surplus would pass to the Council. And as discussed above, a single ticket solution for all services would be easier to implement under this scenario where the Council is in charge of the provision of all bus services.

3.18 Alternatively, the Council could purchase a fleet and depot and lease them to an operator to run the system – or the chosen PT partner could take the financial risk – so there are a range of options to run the system available. The Council is exploring the opportunities presented by the Buses Bill 2025 very closely and is evaluating the challenges, risks and opportunities of a move towards the franchising of public transport services.  

3.19 Once this work is completed, further demand and financial projections of possible routes and services will be needed before the Council can make any decision over the operating model, but this doesn’t prevent us moving forward with our plans to deliver MK Metro and a revised bus network to support it while these decisions are under consideration.
Adjusting the balance between bus and car
3.20 In addition to making the new public transport network more attractive in comparison to the car, we will also need to consider making the car less attractive at the same time – by means of adjusting parking charges, vehicle speeds and road space. In fact, we already know that this will be needed to make our public transport network viable in future. It is the current imbalance and our failure to adjust parking charges and car use for many years that has contributed to the public transport network and levels of usage we currently have. A transformational change to the quality of the public transport offer, and how it is perceived by users will be required.

3.21 Delivering a step-change in the quality of our public transport offer and this approach to re-imagining our PT services in MK will not only reduce our car dependency over time, with all the associated environmental and wellbeing benefits that arise, but help our city grow sustainably without adverse impacts in the form of increased congestion. 
[bookmark: _Toc213399315]Rail services
3.22 While the Council has no direct responsibility for the operation of rail services serving the city and its environs, we are keen to secure the best rail service for our city, with the widest possible range of destinations served.

3.23 We will work with our existing Train Operating Companies (Avanti West Coast, London North Western/West Midlands Trains and soon Chiltern Railways) to ensure that we continue to have the best rail connectivity in the region with a wide range of frequent services to local, regional and national destinations.

3.24 However, despite us being well connected to the rail network already, there are two significant new rail projects in the pipeline that will affect MK – East-West Rail and HS2.

3.25 East-West Rail (EWR) is a rail project to link Oxford and Cambridge via Milton Keynes. Phase 1 linking Oxford to Bicester, Bletchley and Milton Keynes is now complete and services will start in early 2026, operated by Chiltern Trains. Phase 2 and 3 are the future sections to Bedford and Cambridge. Phase 2 will improve the existing Marston Vale railway line between Bletchley and Bedford (including twin-tracking), while Phase 3 will require the construction of a new railway line from Bedford into Cambridge.

3.26 EWR continue to engage with the Local Authorities along the route while developing their design proposals for inclusion in a consultation exercise to take place early next year (2026). Until that time, the Council will continue to seek the best outcome for MK residents, visitors and businesses from the EWR scheme, and ensure that the proposals for stations, level crossings and train service patterns are acceptable to the communities along the route. However, it is clear than an enhanced passenger rail service on EWR will assist growth delivery along the enhanced rail corridor.

3.27 There are 2 key interventions that the Council wishes to see delivered by the EWR scheme. A new eastern station entrance at Bletchley to connect better to the town centre and to support its ongoing redevelopment. This new entrance would open up a much larger station catchment area to the east and would also help relieve the stairwell and gate line congestion at the existing small entrance on the western side.

3.28 A new chord of railway line joining EWR to the West Coast Main Line (WCML) to the north of Bletchley Station (known as the Bletchley NE chord) to allow direct passenger services to run from Milton Keynes to Cambridge without reversing at Bletchley, and to allow freight trains, especially intermodal services from London Gateway and Felixstowe, to avoid congested lines in North London and join the WCML at Bletchley via EWR. This would be a significant strategic addition to the scheme with major benefits to congested lines around London and adding much needed resilience to freight routings.

3.29 The Council will continue to lobby for these additions to be delivered alongside the EWR scheme and to maximise both the housing growth and freight potential of the new rail infrastructure.

3.30 HS2 is a major new piece of high-speed rail infrastructure between London and Birmingham, and while it bypasses MK to the west and north, it will free up space on the existing WCML (south) for more local and regional services. The WCML south covering Bletchley, Milton Keynes Central and Wolverton is the busiest mixed traffic railway in Europe and there is little space for additional services despite demand. The resilience of the railway in the event of an incident is also severely compromised by the sheer number of trains using the tracks in this section and the short spacing between them.

3.31 HS2 will allow some express services to be removed from the WCML, freeing up new train ‘paths’ for additional local and regional services. Network Rail are looking at the possibilities HS2 will present for the WCML South, and the potential for MK Central to become a hub regional station is currently being explored. Enlargement of MK Central station and an additional track between Bletchley and Milton Keynes Central may be needed as part of these proposals, but work on this continues.

3.32 The Council considers this to be an excellent opportunity to improve the rail connectivity of MK still further and we will work with Network Rail to develop the proposals over the coming years, as HS2 nears completion.


[bookmark: _Toc213399316]Enabling and encouraging active travel
4.1 	Milton Keynes has a fantastic off-road walking and cycling network which is almost fully segregated from traffic, that totals over 350km – but sadly it is not as well-used as it should be.

4.2  The reasons for this are numerous and range from the issues of safety and security introduced earlier in this document to more general factors such as the general decline in the physical activity we all undertake as a population. In addition, issues over maintenance of the network, including lighting, foliage control, surface condition and drainage are also factors that influence the levels of use. Indistinct wayfinding and a lack of understanding of the network and how to get places is also cited as a deterrent for some.

4.3   In addition to these physical improvements, there are also initiatives to address cycle training and skills amongst all our residents of all ages that we undertake – so the solution is a combination of ‘hard’ (physical) measures and ‘soft’ measures (campaigns initiatives etc.) and is one of enablement and encouragement. We can’t make people cycle, or make them want to cycle, but we can help them if they do. We want people to have the skills and knowledge to cycle on a high quality, safe network, if they choose to.

4.4   So, we need to spend a greater share of our transport funding on active travel to address the physical barriers as to why our Redway routes aren’t being used as they should, and to empower more residents to use them by providing the necessary skills, confidence - or even just a bicycle for them to ride. 
Redway design standards 
4.5  Our Redway network is growing with the city, and we have developed a Redway design guide which ensures that all new extensions to the network delivered by developers are of the required standard. We are using intelligent sensors mounted on some volunteers’ bicycles to inform where surfacing improvements are needed, and also where there are conflicts with other Redway users, where some safety interventions may be needed. We are also continuing with the SuperRoutes programme which targets our more strategic Redway routes for wayfinding, lighting and underpass improvements. 

4.6  Secure cycle parking is also essential, particularly as Station Square is the top bike theft location in the TVP area. Without the potential cyclist knowing that secure cycle facilities exist at their destination, some cycle trips will never happen at all, so we need to ensure that key destinations, including stations and Council sites such as libraries and leisure centres, have ample secure cycle parking for visitors.
New infrastructure
4.7  New cycle schemes have been identified in our Local Cycling & Walking Implementation Plan (LCWIP) that we consulted on widely in 2023, and we are currently prioritising projects in the LCWIP for design and delivery. New cycle proposals are also under development for Bletchley town centre in conjunction with a package of Town Deal improvements. We will also undertake a programme of delivering ‘missing links’ to join up key sections of the Redway network so we have consistent and continuous grid of routes all across the city.  
‘Soft’ measures
4.8   Soft measures for cycling include our well regarded Bikeability training for young people, combined with our cycle training for all ages and abilities, and these programmes will continue – and increase if funding allows. Soft measures also include our cargo bike loan schemes, bike recycling, e-bike experience and other initiatives to promote cycling and make it accessible to more people.

4.9   Funding remains an issue, with the Council largely dependent upon DfT and ATE funding to advance schemes and programmes, and while our ATE Capability Rating remains at 1, funding is likely to remain quite low. We are very hopeful that our recent projects and initiatives to enable and encourage active travel, such as the new Redway at Newton Leys, and our successes in delivering Bikeability, will result in us being regraded as Level 2 later this year, which will unlock greater cycle funding opportunities.
Walking
4.10  Walking is active travel too, of course, and while training is obviously less relevant here, the quality of the walking environment is critical. Accessibility is important to ensure everyone can use the network, as are aspects such as gradient and winter treatment. Similar to cycling, many shared issues exist in relation to safety and perceived safety, and sometimes these are worse for people on foot as they cannot move away from perceived risk as fast as a cyclist can.

4.11  In general, improvements to the Redways will assist both cyclists and pedestrians, but on a shared network, we need to be mindful of when and how the two mix together, and we are finalising our ‘Redway User Guide’ which sets out how they should be used considerately by everyone, supplemented by signage and markings at particular problem conflict locations.
E-Scooters and micromobility
4.12 We also have third group on our Redways – our e-scooters from Lime and Dott, which are still operating on a DfT Trial basis across the city. In general, we believe our e-scooters have helped with mobility across the city (especially for our younger people) and they have been shown to have removed hundreds of thousands of vehicle trips from the city’s roads. However, this modern addition to our urban transport scene in MK is not without its difficulties – and the behaviour of users in relation to driving and parking infractions remain of some concern. However, we are working with our e-scooter forum and our providers to designate geofenced parking areas and auto slow areas to address reported problems and good progress is being made. 

4.13 We are therefore minded to formalise the provision of an e-scooter hire scheme through a tender for a concession contract once the trial has ended, or before if permitted to do so. Our own bespoke contract will permit additional checks and balances to be imposed on operators to address the reported issues.
Disabled redway users
4.14 There is also an important fourth group – our disabled residents – and the Redways can provide a good means for our disabled community to travel safely away from traffic in wheelchairs, adapted cycles or mobility scooters. We will continue to address these users’ particular challenges in using our active travel networks and deliver accessibility improvements. Underpass approach gradients are a known issue for disabled Redway users and we will look to re-profile underpass approaches where possible, particularly in the vicinity of healthcare facilities or in places where we know we have a large number of residents with mobility issues.

4.15 Our Redway network is the envy of many other places in the UK, and we need to maximise its enormous potential by tackling all the barriers to its use, and ensuring the various user groups can all use it safely, and without impacting adversely on one another, so that it is a viable alternative for some short journeys.

4.16 

[bookmark: _Toc213399317]Roads, traffic and parking
5.1 	With such high levels of current car ownership and use, our policies for roads traffic and parking are very important elements of our future transport strategy. 
[bookmark: _Toc213399318]Planning for traffic growth
5.2  	The Council acknowledges that, in some cases, new roads or enlarged highway infrastructure, such as bigger roundabout junctions or grade separation, will be needed, as sections of our highway infrastructure have been outgrown by traffic growth - or will be very soon. We also appreciate that new roads will be needed to open up new development areas of the city where there are currently country lanes, and that there will be a required gradual expansion of the grid road network as new development areas are brought forward through the planning process.

5.3  	However, we also appreciate the considerable cost – both economic and environmental – of significant new highway infrastructure and we will try to avoid this cost where we can, by making our existing highway assets work better and more efficiently. By using new signal control technology and other intelligent traffic management systems (ITMS) we can make our existing highway network accommodate more vehicles without adding delay, allowing us to cater for growth without the need for significant new highway infrastructure.

5.4  	Milton Keynes is famous for its roundabouts, and we have 132 of them on main roads across the city altogether – and in our estate areas, there are a great many more. Some are small mini roundabouts, little more than a painted domed circle at the junction of two or more minor roads, while others are huge motorway roundabout junctions with trunk roads passing through them, and with complex traffic signal layouts. 

5.5  	None of our roundabouts were signalised initially – traffic flows did not require it in the early days of the city’s existence. But, as traffic has progressively grown, our roundabouts have ‘failed’, and signals have had to be introduced in order to manage congestion and delays. This approach will be needed more and more, which may not be favoured by some residents, so we will defer their introduction for as long as we can. However, the simple fact is that roundabouts don’t work very well with heavy traffic flows, or with a predominant traffic flow along a single axis (eg where a main road, such as the A509 or A421 passes through them) and we will need to address this as our traffic increases – either through roundabout enlargement or the introduction of traffic signal schemes. We certainly won’t enlarge or signalise all 132 of the larger ones, but there will be a need for an increasing number of our major grid road junctions to be so improved if our city is to grow without detrimental highway impacts on those who already live and work here.


[bookmark: _Toc213399319]Highway maintenance
5.6   The maintenance of our highway network is also very important, and potholes and other surface defects remain of high importance to our residents and businesses. We will continue to address the maintenance of our highway assets as funding permits and will strive to continue to deliver a high quality and well-managed road network in the future. We will explore new technologies that can help us maintain our highways and target our investment better, such as remote asset inspections alongside the use of innovative materials and means of repair. 

5.7   However, Milton Keynes as a planned city has one major disadvantage in maintenance terms – a great deal of our major highway assets and bridges will reach the end of their design life all at around the same time (because they were all built around the same time), and this is a significant funding challenge for future years. While not of widespread immediate concern, it is a significant future issue and strategies are already being developed to address our future asset expenditure requirements.

5.8   Notwithstanding these future concerns over our ageing highway assets, we will continue to maintain the highway network to the current high standard.
[bookmark: _Toc213399320]Parking
5.9   Parking is a significant component in our transport strategy. The cost and availability of parking can directly influence levels of car use, and revenue from parking (which must be re-invested in transport) can be used to fund other complementary transport plans and initiatives. For example, the recent parking charge changes in Central MK were designed to encourage more visitors to use public transport, with any additional parking revenue surplus being put towards supporting local bus services and MK Connect. This principle of supporting public transport from parking revenue is now well-established.

5.10  As the city continues to equalise the costs of driving compared to public transport, it is clear that there will be more adjustment of our parking charges needed if we are to achieve a better balance than at present, so future increases to parking charges are inevitable. However, the detail of this will be contained in a subsequent parking strategy to follow in 2026, which will require an extensive consultation exercise with all our key stakeholders. 

5.11  In addition to the adjustment of parking charges, the MK City Plan 2050 suggests the infill of the central MK grid with more housing development, which will remove some surface parking and reduce overall parking availability. Milton Keynes has around 14,000 paid for parking spaces in CMK currently – compare this with Edinburgh which has less than half that number, with twice MK’s population. 

5.12  Increasing parking charges is rarely popular, but when any additional revenue surplus is identified and allocated to transport projects in a transparent fashion, it can be made more palatable and is a legitimate means of transport funding. If vehicles are removed from the network as a result, those motorists that remain can balance their marginally increased parking costs against their less congested journeys, and in many cases will consider it as an acceptable trade-off. It should also be noted that parking charges in Milton Keynes are significantly lower than in comparable towns and cities, and there is a long-standing requirement for the Council to correct this – and this process has already started with recent decisions to increase parking charges in CMK.

5.13  In addition to the costs of parking, there are parking ‘hotspots’ where the effect of illegal or inconsiderate parking around particular locations is impacting adversely on our communities. Enforcement of this is critical to ensure that these behaviours are actively discouraged, so our policies on parking enforcement also need to be reviewed. We may need to consider tow-away powers and more parking enforcement officers to tackle particular hotspots, such as some of our traditional town centres, for example, where pavement parking issues are of great concern to residents and businesses there.

5.14  Many residents have reported parking nuisance elsewhere across CMK, often associated with places where people regularly gather together, so they attract trips from a much wider area, and we will continue to work with communities to address parking nuisance in their areas. In some cases, this may involve the introduction of resident parking zones and permits, to ensure that resident parking spaces are reserved solely for residents of the area, and are protected from external parkers – such as protecting areas from commuter parking around railway stations.

5.15  Engagement on a new parking strategy will commence early next year. 


[bookmark: _Toc213399321]A safer transport network
6.1 	It is important that our transport strategy delivers a safe transport network for all users. Roads, pavements, Redways, rights of way etc. all have their own safety challenges, and each user group, be they motorist, cyclist, pedestrian, school pupil or vulnerable road user will require particular interventions to ensure their safety.
[bookmark: _Toc213399322]Highway and road safety
6.2  We have an extensive road safety programme to address locations which we consider to be unsafe – and we can identify these locations from analysis of road traffic accident data that we collect and other predictive AI techniques, which can help identify potentially unsafe locations even before an accident has occurred. 

6.3  Some of our road layouts in MK have become more unsafe over time, as our traffic flows have grown significantly since they were designed. Gaps in central reserves to allow right turns on grid roads, for example, have become increasingly unsafe as the gaps in traffic to turn safely have become less frequent, while vehicle speeds and weights have also increased. We will therefore continue to identify the most unsafe locations of this sort and implement remedial schemes. In some cases, we will have to close these gaps and introduce short traffic diversions to ensure safety.

6.4  We also have a high-speed grid road network, which, unfortunately, results in higher levels of more serious and life changing injuries for those involved in road traffic accidents, due to the higher speed collisions we have on our network. Our casualty figures are more akin to a motorway network than to a local authority highway network. One person losing their life on our highway network is too many, and we should seek a ‘Vision Zero’ approach to road fatalities, but sadly there were 8 highway related fatalities in MK in 2024. If we are to reduce this number towards zero, a review of our road speed limits will be needed, although it is acknowledged that this will be controversial in some cases.

6.5  Much less controversial, is the work we do with residents and their local Councils to address safety and speeding issues in their areas, who often lobby actively for a reduction in the speed limit through their estate or their village – and we will continue our programme of works to support residents and Councils to improve safety, reduce speeds and reduce road casualties in their areas, taking the views of local people on board in the schemes we put in place.

6.6  In addition to our physical highways works to reduce accidents and casualties on our road network, we also run education programmes to encourage safer driving, with particular focus on young people, newly qualified drivers, and motorcyclists. Many of these initiatives are run in conjunction with Thames Valley Police or our neighbouring authorities, with Bucks CC worthy of particular mention for their excellent road safety education programmes. We also run road safety education programmes in schools which are discussed further below.


6.7  We will therefore continue a programme of road safety improvements and initiatives that are both resident and/or Parish Council-led or data-led to ensure that our highway network is a safe as possible and that the number of casualties incurred on our network and their severity is reduced year on year. 

Cycle safety

6.8  Cyclists in MK are generally segregated from traffic, but there are locations where surface crossings exist, and due to the speed of vehicles on the highway network, any conflict between cyclist and vehicle is generally serious. 2 cyclists were killed in MK in 2024.

6.9  Cycle safety on the Redway network is therefore paramount, as is the development of cycling skills so that users have the confidence to cycle and do so safely. We are using intelligent sensors on volunteers’ bikes to collect data that shows where cyclists are braking and swerving sharply, indicating locations that we need to look at more closely for safety interventions. The sensors also detect ride quality, so can also provide us with information on where surfacing repairs may be needed.

6.10 We also offer an extensive range of cycle training for all ages and our Bikeability programme for our school children and our ‘Bikeability Olympics’ have received national acclaim for the initiative and the outcomes achieved. We also take part in cycle safety initiatives, and in education programmes with our Police and Local Authority partners, and we will continue to run and expand these programmes in future years.

6.11 There is one further aspect of cycle safety which is relevant in Milton Keynes which is not related to conflicts or cycle skills – perceived safety and fear of crime. Many of our Redways are remote from houses with no oversight, so they often feel quite remote, and users feel ‘exposed’ or ‘isolated’. Similarly, we have numerous underpasses, and sometimes these are not well lit, or occupied by people, which can often cause alarm and can discourage people from walking and cycling – and this is particularly relevant among women. Only 23% of our cyclists in MK are women, but of the 77% that do not, 80% of them would like to cycle.

6.12 This feeling of security when using our Redway network is something we must address if we are to achieve the levels of activity on our active travel network envisaged by our city’s planners. We can do this by ensuring our Redways are well lit, foliage is trimmed to remove opportunities for concealment, and by making the underpasses less foreboding. We will also explore surveillance through CCTV and patrols in conjunction with TVP to ensure user safety.

6.13 The ultimate measure of our success will be very well-used Redways with sufficient people to provide a greater sense of security and surveillance for all users – quite literally, safety in numbers.

Pedestrian safety
6.14 Pedestrians in MK, like cyclists, are generally segregated from traffic, and most crossings are grade-separated via bridges or underpasses. However, these are not always located exactly on the desire line of where pedestrians want to go, or as discussed above, the underpass may be sufficiently threatening for people to not want to use it. This results in the occasional conflict between pedestrians and traffic on grid roads, and given the prevalent traffic speeds, these incidents are often life threatening for the pedestrian. 2 pedestrians were killed in 2024 in MK.

6.15 Away from the grid road network, pedestrian conflicts with traffic are more common, particularly in CMK and in our older town centres of Bletchley and Wolverton, although, thankfully, speeds are much lower in these areas, and the casualties are less severe as a result. We will continue to work with residents and Parish Councils to improve pedestrian crossing facilities for communities to address their concerns, particularly around schools, retirement homes and other locations where vulnerable road users may be present.

School pupil safety
6.16 In addition to general issues regarding pedestrian safety, officers also receive many reports of concerns regarding the safety of the environment around schools during drop off and pick up times, as a result of the behaviour of parents who drive their children to school. Inconsiderate parking, U-turns and impatient behaviour severely compromises the safety of children going to and from school, and this sort of behaviour also deters those who might wish to walk, scoot or cycle.

6.17 The records of incidents outside schools are disturbing – one school used teachers accompanied by children to reason with inconsiderate parents but had to stop because the children were being subjected to abusive language. In other instances, the Police have been called to address disorder amongst arguing parents. This is clearly unacceptable and a terrible example for our young people and something that must be addressed.

6.18 We will work with our schools to tackle these sorts of behaviours outside their premises to ensure that there is a safe environment for pupils to get to and from their school without risk of road danger. This will include working with schools on a package of engagement measures with parents, the implementation of zig-zag school keep clear markings with targeted parking enforcement, and other measures as considered appropriate.

6.19 In late 2025, the Council will assume camera enforcement powers, which will allow us to implement timed closures on streets outside those schools with the most severe safety concerns and are the highest risk to student safety. These schemes were trialled previously, but were not as successful as they could have been because we did not have the powers to enforce them effectively at that time, and they were subsequently withdrawn. Once we have camera powers, these original schemes, in addition to a batch of new school schemes, will be taken forward for implementation.

6.20 In addition to physical measures outside of schools, we also work with schools on pupil travel safety and road safety education, and we will continue to visit schools to deliver road safety messaging. We also fund some of our school children to attend ‘Hazard Alley’ – which is a fantastic real-life training venue for children to learn about all aspects of safety, including road safety. Subject to funding constraints, we would like to increase this amount of activity and engagement with schools and send more children there. In previous years, every pupil in MK attended Hazard Alley in years 2 and 6, but funding arrangements and school transport challenges have resulted in this sadly no longer being the case – so we’d like to return to sending more of our pupils there.

6.21 Finally, schools can apply for grants for School Crossing Patrol Officers and for Pupil Safety and ‘Park Smart’ signs to add to the safety measure available to schools to ensure their pupils’ safety and we intend to expand the budgets available for these.
Other travel safety
6.22 We will work with our public transport operators to ensure that our residents and visitors feel safe when using our public transport services. This is particularly relevant to our train operators on near empty trains at night in between stations, where passengers can feel vulnerable with no accessible staff in their carriage.

6.23 We also have specific user groups that we work with on safety matters, such as motorcyclist groups and equestrian organisations to deliver targeted safety events and campaigns, and this will continue.
[bookmark: _Toc213399323]Car cruising
6.24 Milton Keynes has a particular problem with car cruising and is a magnet for a certain type of vehicle and driver, because of its attractive high speed road network and large areas of empty car park. High performance and modified vehicles cause noise nuisance, disturbance to residents and businesses and generate some safety risks to both drivers and the spectators who turn up to watch.

6.25 Events and meets are often well organised on social media networks and can involve tens and sometimes hundreds of vehicles and spectators and these incidents are of considerable concern to the authorities and those affected.

6.26 MKCC officers across several departments work closely with Thames Valley Police, Network Rail and other key stakeholders to tackle these meets and to take appropriate action against those that participate as driver or spectator, but enforcement powers are quite limited. However, we will continue to do what we can with our agency partners to tackle car cruising across the city and to reduce the risk and amenity disturbance to residents and business premises.



[bookmark: _Toc213399324]Future developments in transport to 2050
7.1 	Our transport strategy needs to be ready for the future and we must embrace innovation where it provides opportunity to enhance or improve any aspect of our transport system. There are a number of key areas where we are preparing our transport system for the future, and these are covered in the following sections.
Electric vehicles and public charging infrastructure
7.2 The transition of our vehicle fleet in Milton Keynes towards zero emission vehicles is something we obviously want to encourage. With such high levels of car use, it is imperative that we move towards electric and other zero emission vehicles to avoid the harmful effects of oxides of Nitrogen (NOx) and other dangerous particles from the internal combustion process.

7.3  Milton Keynes is already ahead of the national curve in terms of delivering on-street charging facilities for residents and businesses, and we have the 3rd highest number of chargers per head of population in the UK, but also the highest number of high-speed chargers in the UK.

7.4  Commercial EV charging models are beginning to focus on an ultra-rapid, petrol forecourt-style offer, but there will always be a demand for home charging, for reasons of cost and convenience. Many of our residents don’t have off-street parking, particularly in our older settlements or in some of our older estates, so it will be the Council’s role to provide that on-street infrastructure to ensure equity of home charging opportunity. In addition, we believe that local charging hubs with a mixture of chargers of varying speeds will meet the local needs of residents, visitors and businesses effectively.

7.5 New concession contracts to deliver on street chargers at no cost to the Council, and with an ongoing revenue stream, will be delivered to ensure good city coverage of charging infrastructure and guaranteed competitive charging costs, as well as generating some social and economic value to the Council.

7.6 In addition, we will continue to roll out our home charging cross-pavement solution ‘Kerbocharge’ which allows residents to pay for a channel to run a cable under a footway to their wall-mounted private home charger. We will also trial other cross-pavement solutions as they arise to evaluate their acceptability.

7.7 We will continue to favour electric vehicles with preferential parking, but we are near the point where this incentive is no longer necessary or practical, but this will be a matter for the emerging parking strategy.
Alternative fuels
7.8  We acknowledge that electric vehicles are not the ‘silver bullet’ for all our transport ills – they are simply one component of a balanced transport strategy. Other fuels have the potential to generate even less whole-life environmental impact, so we will continue to work with research partners over Hydrogen and other plant-based fuels, and the necessary distribution networks for these.
Autonomous vehicles
7.9  Many MK residents will have seen our autonomous shuttle trial vehicle running on Midsummer Blvd. The shuttle is part of a connected and autonomous vehicle trial to develop the necessary technology and regulatory environment to integrate driverless vehicles into normal traffic.

7.10 These specialist vehicles and the technology needed to drive themselves already exist, but more research is needed before these vehicles can be safely integrated into normal traffic, and our project is a world-leader in this area and has recently been awarded further funding for more development and testing. We will trial the use of 5G and satellite communication to accurately geo-position vehicles in the network and to communicate information on the traffic environment to the driverless vehicles to ensure they can safely navigate our traffic networks amongst vehicles driven by humans.

7.11 This project may seem fanciful and of limited value now, but nothing could be further from the truth. Autonomous vehicles are coming, and we need to be ready for them and to integrate them safely into our existing traffic networks. In addition, the type of vehicle we are trialling (a small shuttle bus) would be an ideal vehicle for a future driverless MK Connect service, where autonomous shuttle vehicles can be summoned by residents in the same way that MK Connect vehicles are today – but with no driver, the costs can be significantly reduced and the service expanded. So, the use case in MK for the autonomous vehicle that we are evaluating is already established.

7.12 We have already advanced the level of industry knowledge and learning in the field of connected and autonomous vehicles, and we will continue to lead the way in this field with a view to early deployment in MK.
Advanced Very Rapid Transit (AVRT)
7.13 In the public transport section of this document, our three-tier hierarchical approach to the delivery of public transport is set out, with MK Metro at the primary level, local bus services at the secondary level, and MK Connect at the tertiary level. However, we are exploring a level above our MK Metro, which would provide sub regional connectivity over longer distances using bespoke shuttle vehicles running on a dedicated trackway at very high speeds of up to 100mph. Destinations such as Towcester, Aylesbury, Luton Airport etc. could be accessible with much shorter journey times than by car, and this offer would introduce a viable alternative option for longer distance car trips. Combined with carefully positioned park and ride sites aligned to the strategic road network, AVRT has the potential for removing significant pressure from our surrounding grid road networks – and help relieve the National Highways trunk road network too.

7.14 We remain at an early stage of AVRT development, and we are still assessing the likely costs and benefits of such a scheme, but there is already interest in the proposal from England’s Economic Heartland and neighbouring authorities, and we believe it has the potential to contribute to our regional transport offer in the much longer term. We will therefore continue to develop and refine the proposals and to move towards the development of a business case for a high-speed intra-regional network linked to park and ride transfer locations.
Robots
7.15 Milton Keynes is well-known for its robot trials, and our Starship and DPD delivery robots are a common site trundling carefully along our Redways. However, beyond delivery robots, we are also exploring how we can use robotic technology to undertake mundane highway maintenance and inspection tasks, such as the removal of litter and chewing gum, and surface condition assessment. Using robot vehicles to transport materials along Redways to where works are taking place is also being explored, as vehicle access to remote sections of Redway for plant and materials delivery is often not straightforward. Using these vehicles to grit cycle and pedestrian areas is also being evaluated.

7.16 The Council is working with tech company partners to help trial a modular robot system, with a universal chassis and navigation system, but with the capability to affix specialist modular attachments for specified tasks: eg a gritting module, a weed killing module, a chewing gum removal module, a surface condition assessment module, etc. The robot chassis also has the ability to tow a trailer of up to 2000kg.

7.17 We believe that there is great potential to use robots to perform simple repetitive highway tasks and to tow plant and materials to site, and their deployment could free up staff to undertake higher value duties.

7.18 With potentially an increasing number of robot vehicles moving around on our Redways, we are also keen to explore how these vehicles could add to the safety and security of the Redways for all users. This could involve a CCTV module (or the addition of CCTV to one of the other modules listed above) or the incorporation of a ‘emergency call alarm’ similar to those found on railway and tube station platforms, where connection can be established with an operator who can direct Police assistance to the reported location. Audio and video recording could also be activated to help with evidence collection. 
Drones
7.19 Drones are to all intents and purposes flying robots, and they arguably have even more potential to assist with the operation and maintenance of our transport networks than ground-based robots. Drones can provide birds’ eye observations of the operation of our traffic network to assist with surveys and our management of traffic and signals, and they can also perform extensive visual assessments of highway assets and structures at very high speed and accuracy. By comparing image data against a reference image, defects can be identified by using image processing algorithms and repairs can be targeted more effectively.

7.20 There are numerous other use cases for drones across the Council, such as housing asset inspections and planning enforcement, so we are also working with partners to develop a ‘drone in a box’ solution which would allow for drone flights to be ‘booked’ via a portal for specific observation flights easily.

7.21 Again, this technology offers the opportunity for Council functions to be undertaken faster and far more efficiently, allowing staff resources to be redeployed to other duties. However, there remain issues over flights that extend beyond visual line-of-sight (BVLOS) of the drone operator, and we are working with partners and CAA to develop a process for permissions.
Data
7.22 Transport Data is a strategy currently under development – as the power of data to inform how we operate and manage our transport networks and to inform our users about how best to use them is just beginning to be understood.

7.23 In the preceding sections, we have already seen how the collection of data by robots and drones can help us manage our networks and target where repairs are needed, without the need for us to wait for residents to report defects. But beyond this, there is an enormous amount of digital data we could use to both make our transport networks operate better, and to help our users of these networks make informed travel choices.

7.24 The Council already has a data exchange, and a dedicated 5G network, so we already have the capability to receive data feeds from a range of sources and for us to process and interpret this information to our benefit.

7.25 To give just one transport related example, the development of an effective real-time MK journey planner would require real-time data feeds from, for example, e-scooter operators, bus and train operators, taxi companies, bike hire operators etc, in addition to our own traffic and congestion data in order to create end-to-end journey options by a range of modes for the end-user of the journey planning tool. All of these data feeds already exist: we receive API information from our e-scooter and e-bike hire operators over the real time locations and hire status of the entire fleets, we receive live feeds from bus and train operators (which we already utilise on public transport information displays), our private hire and Hackney cabs provide us with similar API feeds (which they use on their own apps, which allows the user to track their cab), and our new traffic signal installations across MK are continually collecting traffic, delay and other data from inductive loops and above ground sensors in real-time and they are sending this to our central traffic management control system with a delay of less than one second.

7.26 Another example would be to introduce a system where residents can pre-book an electric charging point in advance. To do this we’d need the real-time information on the usage of all the charge points in our network and the ability to pass data back to the charge point operator regarding the reservation, so it can be mirrored in their systems. Once again, all this capability already exists.

7.27 We make very little use of all this data at present, but its potential to inform us and to inform our transport users Is enormous, and we will continue to research and develop the collection, processing and dissemination of data to maximise the opportunities it offers.

7.28 Our transport data strategy is currently being scoped, and we expect to have a document ready for internal consultation in 2026. 
[bookmark: _Toc213399325]Applying our Transport Strategy to new development
8.1 The previous sections set out the Council’s policies and programmes for transport during the build out of MK City Plan 2050, but the following sections outline how the Council will require adherence to and support for these policies from new development proposals. Alignment with a more sustainable approach to transport and movement associated with new development will be a strict requirement of all planning applications, with contributions sought to the improvement of sustainable transport where appropriate.

8.2 The following sections therefore set out what is expected of new development proposals regarding transport and movement, and how the expectations for active and sustainable trips to be maximised from all new development sites across the city are to be realised.
[bookmark: _Toc213399326]Maximising public transport use
8.3  New development proposals will be expected to maximise public transport use for external trips. This will require development proposals to fully assess public transport supply and demand at the site in the Transport Assessment and ensure that public transport use is as high as can be reasonably expected. In some cases, this will necessitate additional routes, services and/or infrastructure to be provided, and funding for these will be secured through the planning system – either through a pooled tariff from growth zones or from the S106 agreements for individual schemes.

8.4  In residential development, the public transport assessment will be for commuting, social and leisure trips generated by the development, so good access to public transport with adequate services will be required. For retail development, we would expect the retail catchment to be well-served by public transport and for home delivery to be offered for those travelling by public transport. At employment sites, we would expect the journey to the work site to be well-served by public transport routes and services and their use actively promoted by the occupier.
Maximising active travel 
8.5 The Council will require new development proposals to enable and encourage shorter trips to be made by active travel. By active travel, we mean walking, wheeling, cycling and scooting, and the term includes those cycles and scooters with electrical assistance. While these are not strictly active travel, they use the same routes and infrastructure as pedestrians and pedal cyclists, and Milton Keynes has mature hire schemes for both electric bikes and scooters. 

8.6 New development will be required to ensure high quality active travel accessibility to and from the site, and Transport Assessments will require to evaluate the surrounding walking and cycling environment and propose new connections and other infrastructure improvements as necessary. 

8.7 Within sites, and on accesses which connect development to the public highway network, we will expect walking and cycling infrastructure to be provided according to our Redway Design Manual, which prescribes the appropriate walking and cycling infrastructure and design details that are required across MK to ensure we have high quality walking and cycling networks across the whole city. These new walking and cycling facilities will be expected to connect with the existing well-established walking and cycling network in Milton Keynes.
Reducing car dependency
8.8  Promoting public transport use through the enhancement of routes and services and their promotion combined with the provision of good quality walking and cycling facilities and connections will obviously help to reduce car dependency and use, but more direct actions will also be taken to minimise car use and the associated impacts. 

8.9  Car parking provision is clearly a mechanism that can influence car use, and ‘reduced car housing’ is increasingly common across urban areas in the UK that have good public transport accessibility.  Parking provision at employment sites has also been shown to encourage driving to work, and the successful implementation of workplace parking levies has delivered significant changes in how employees travel to work and their use is now well-established across the country. Similarly, the adverse traffic impacts of out-of-town retail parks are now well understood.

8.10 While the Council’s parking strategy going forward is still under development, it is likely that parking provision at new development will be subject to review, with a move towards lower parking provision in areas with good levels of public transport accessibility. Development along MK Metro corridors or close to railway stations would fall into this category, for example, and we expect development parking provision to be adapted according to location in this way.

8.11 From a developer perspective, car parking provision can be expensive to provide, particularly in parking basements, and is often an inefficient use of development land, so the Council will be willing to engage with any developer that wishes to explore a reduced parking provision across their proposal. 

8.12 The provision of car club vehicles at new development can also both reduce the requirement for parking provision and remove the need for residential car ownership. Car clubs can therefore play an important role, and we will seek their delivery through the planning process for larger residential schemes, particularly those in CMK. 
Electric vehicle charging infrastructure
8.13 Current building regulations suggest that all new residential development with an allocated parking space should have electric vehicle charging facilities provided at construction. The aim of this is to encourage the adoption of electric vehicles to replace internal combustion engine (ICE) vehicles and is to be commended, but it also likely to have the effect of discouraging developers from providing designated spaces.

8.14 This policy will work well for those properties which have off-street parking adjacent to the dwelling, where a home EV charger linked to domestic supply can be added easily to the outside of the property. It becomes part of the domestic fixtures and fittings of the property and becomes the maintenance responsibility of the occupant.  However, where shared parking areas are proposed, a separate electricity feeder pillar and an appointed charge point operator would be required to operate and maintain the charging infrastructure. With just the individual use of each property at the provided charging infrastructure, there is insufficient electricity usage to make this a viable proposition for charge point operators, so the Council is unconvinced this requirement will be workable in reality in this situation.

8.15 Consequently, the Council is prepared to engage with residential developers over the provision of communal on-street charging hubs which would allow for the chargers to be shared across a number of properties where on-street communal parking facilities are proposed. This would make the operation of these chargers a more attractive commercial proposition and be a provision more cognisant of how the industry operates in reality.

8.16  A similar approach is recommended for retail and employment uses, which have less onerous requirements for charging facilities but certainly must provide them in line with anticipated demand. Third party charge point operators will need to be contracted to meet these obligations. Warehousing and distribution will have specific EV requirements, and the Council is committed to transitioning HGV fleets over to zero emission.
Designing for safety
8.17 In some historic cases where estate developments have been constructed, the Council has subsequently been approached by residents to retrofit safety improvements and speed reductions in the area.

8.18 To ensure this is avoided in the delivery of MK City Plan 2050, all new development highway, footway and cycleway layouts will be required to adhere to strict guidelines as set out in our Highway Design and Redway Design Guides. These set out the detailed specifications for the provision of infrastructure for motorised and non-motorised transport, including design templates and materials palettes. 

8.19  Internal road layouts should be designed for a maximum speed limit of 20mph, with geometry that reflects this, and the adjustment of priorities to support walking and cycling should be considered on appropriate roads within the proposed hierarchy. Even lower speed limits will be considered on a site-specific basis.

8.20 Sometimes safety interventions may also be needed outside of the development ‘red line’, for example at a pedestrian or cycle crossing likely to be used by development trips, or in a rural village, where some increases in traffic or a change to the composition of traffic (such as more lorries) might be expected. The Council would expect these to be identified in the supporting Transport Assessment and their delivery funded by planning obligation. However, the Council prefers to deliver such schemes using our own design and delivery teams and to incorporate the works into the Council’s annual traffic management and road safety programmes. 
[bookmark: _Toc213399327]Travel plans for new development
8.21 Travel plans will be required for all significant new development proposed in MK. The purpose of travel plans is to set out an agreed list of actions to ensure that movement to and from the development site happens sustainably in the main, with a focus on maximising these modes over private car use. It is a way of formulating how the development intends to meet the Council’s requirements to encourage the use of sustainable modes, and for measuring the plan’s success. 

8.22 Travel plan guidance is widely available to help identify suitable packages of interventions that would be appropriate for a particular development proposal, and a draft travel plan setting out the proposed interventions to achieve the desired outcomes will be a requirement of the planning process for these schemes and will often be conditioned. 

8.23 Developments will be required to appoint a travel plan coordinator to help activate the plan, and a travel plan monitoring charge will be levied to allow Council officers to audit the implementation and outcomes of the plan. In some extreme cases, travel plan targets may be set and embedded in S.106 obligations, with additional mitigations triggered in the event that these targets are not met within an identified time frame.
[bookmark: _Toc213399328]Summary
9.1 This topic paper summarises the transport policies and programmes the Council intends to implement during the build out of the MK City Plan 2050.

9.2 For a more detailed report on the existing transport situation in Milton Keynes and the intended transport policies across a number of themed areas can be found in the draft Local Transport Plan 5, which will be open for public consultation from mid-November 2025 to the end of February 2026. This document contains more detail on policies, funding and delivery timelines than could be included in this summary topic paper, and those with a particular interest in the transport interventions and initiatives developed for the MK City Plan 2050 are referred to that document. 

9.3 The Council is committed to reduce car dependency and use across the city in the future, and realises that this will be necessary if our planned growth is to be realised without widespread adverse transportation impacts.

9.4 Officers in the transport team would encourage developers to engage early in the planning process, and we are happy to advise developers on the likely transport mitigations that might be expected from them at an early stage.

9.5 The policies set out have been developed with this outcome or greater sustainable travel in mind, and have received political endorsement by all party Scrutiny Committee and have Cabinet approval, and it is anticipated that the LTP5 document will be formally adopted in the spring of 2026, in parallel with the MK City Plan 2050. By their implementation, together with complementary strategies on planning policy, sustainability and public health, we aim to make Milton Keynes a more pleasant, attractive, healthy, people-friendly city and to improve the quality of life for both our existing and new residents and visitors. 
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