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Transport Plans.
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Introduction

Tackling climate change is more urgent than ever. Taking serious action now to cut
greenhouse gas emissions is the way to avoid worsening floods and droughts, rising food
prices and economic instability across the UK. In England and Wales 5 million people are
already at risk of flooding.

The science is clear: rich countries need to cut their carbon dioxide emissions by at least 40
per cent by 2020 to avoid the worst impacts of climate change. Local government has a
crucial role to play in driving the changes that will create real benefits for local people while
helping keep our climate safe.

Local authorities aiming to cut emissions by 40% by 2020 will need to take steps to cut
emissions from transport. CO2 emissions from transport add up to one quarter of the UK’s
total and over half of these are from private car journeys®. Technology will have a role to play
in cutting emissions and local authorities have a role to play in encouraging the take-up of
greener vehicles. But the scale of change needed means that local authorities will need
to focus upon reducing the number of cars on the road.

We suggest that a policy ‘hierarchy’ could be as follows:

1. reducing people’s need to travel (by any means of transport) in the first place by
making it possible for people to do what they want without having to travel as far
and/or as often;

2. Leading a big shift away from car use towards excellent public transport, walking or
cycling — improving existing facilities or inspiring people to take up non-car options
that already exist;

3. And for remaining car, van or lorry journeys, aiming that they should be in the lowest-
possible carbon vehicles.

We explore this hierarchy in more detail below.

! http://www.dft.gov.uk/pgr/sustainable/analysis.pdf
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The role of local authorities in cutting traffic

At the local level, up to 49% of a local authority’s emissions come from transport®. And car
use is largely local: cars are used for over three-quarters of journeys between two to three
miles®, and 57% of car journeys are fewer than five miles long. Yet it is estimated that as
much as 80% of current car journeys could theoretically be switched to alternative means,
given sufficient will*.

Local authorities therefore have a central role to play in shaping how people travel around
their local areas. Through the local transport planning process councils and integrated
transport bodies have significant power to influence the demand for travel, which modes of
transport people choose to use, and even the kinds of cars people drive.

Outside London, the main place to set out such policies is the statutory Local Transport
Plans (LTP). The next 12 months is a critical time as local authorities will be producing new
LTPs between mid-2009 and mid-2010. Through Local Transport Plans, local authorities
and their partners in the Local Strategic Partnership choose what model of transport they
wish to support at the local level. Local Transport Plans will also need to be closely
integrated with local planning documents, such as the Local Development Framework.

Within London the broad equivalent is the Local Implementation Plan (LIP), which sets out
how boroughs will implement and build upon the Mayor’s Transport Strategy.

Tackling emissions from transport: a three -stage approach

Technology will have a significant role to play in cutting down emissions from transport — but
the scale of the reductions needed by 2020 means that technology alone is very unlikely
to be enough. In large part this is because even though cars are becoming more fuel
efficient — whether that’s petrol, diesel, electric or even hydrogen — progress towards zero-
carbon technology is still too slow to achieve the scale of cuts needed in the time available
The average tailpipe emissions of new cars sold in the UK in 2008 was 158 gCO2/km°—
movement in the right direction but still nowhere near the 130 gCO2/km target that European
manufacturers agreed to meet EU-wide by 2008, let alone the 95g that is the target for 2020.

That’s why we believe the priority for a local authority seeking to reduce carbon is to
encourage people to use their cars less — either through making some car journeys
unnecessary, or by encouraging shifts of journeys to public transport, walking or cycling. The
trips that remain should then take place in as low-carbon way as possible — and there is then
a role for authorities to encourage the take-up of greener vehicles.

Cutting down on car use is not just good for the climate but also for people’s wallets. Walking
is free, cycling essentially so (apart from the initial outlay on a bicycle), and so is working
from home where appropriate. Joining a lift-sharing scheme or car club does away with the
need to purchase, tax or insure a car. And the same applies to using greener cars. DFT
estimates that “if everyone buying a brand new car chose the most fuel efficient car in its
class, CO, emissions from new cars could be reduced by up to 24 per cent and save up to
three months worth of fuel per year™. Big differences in Vehicle Excise Duty depending on

CA3dzNBa RSNAGSR FNRY 59Cw! k ! 9! WovYriaarzya 2F OFNb2y RAZRE
http://www.defra.gov.uk/environment/statistics/globatmos/download/regionalrpt/local-regionalco2-ni186indicator.xls.

® https://www.rac.co.uk/know-how/motoring-news/item/2009/04/20/car-use-drops-among-younger-drivers/

* Lyn Sloman, Car Sick (2006, Green Books)

> http://www.smmt.co.uk/articles/article.cfm?articleid=19207

® http://campaigns2.direct.gov.uk/actonco2/home/on-the-move/buying-your-car.html
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the emissions of the car makes taxing greener cars cheaper, and smaller cars are generally
cheaper to buy.

Why do people use their car?

The Eddington Report’ concludes that the morning peaks in car use are dominated by
school travel and commuting, but that personal business plays a central role. During the day
personal business continues to be a factor, as do trips for leisure. The purposes of car usage
are summarised in the following graph from the Department for Transport.

Figure 3.7: Estimated CO; emissions from household car journeys by journey
purpose, GB, 1996 - 2006

I T1996 m2000 02003 02006 |

Million tonnes of CO,
@
|

Al A

Commuting  Business  Education/  Shopping Other  Visitfriends Visitfriends Holiday/ day Other leisure
escort personal  atprivate  elsewhere trip
education business/ home
escort

Within these broad trends, the purposes, means and duration of travel will of course be
unique in each local authority. Before selecting the policy mixture appropriate to best reduce
traffic and inspire greener vehicles it will be vital to proceed from sound data about how
people travel around, to and from the local authority.

There is no shortage of individual examples of best practice in implementing schemes that
contribute to traffic reduction across the UK, as set out throughout this document. What is
missing however are concerted efforts by authorities to take all of the best practice out there
and make it the norm. No one authority is yet doing everything, by any means.

Case study: Camden cuts traffic by 23%

The London Borough of Camdend6s integrated
transport Local Implementation Plan, has already succeeded in cutting traffic levels and CO2
in the borough by 23%, with a further target of a 15% cut on traffic levels by 2012.
http://www.camden.gov.uk/ccm/cms-service/download/asset?asset _id=1508881

Of course the situation governing transport is different in London than elsewhere in the UK.
Camden is also that rare thing: an example of a UK authority that has set and delivered upon
demanding traffic reduction targets.

Yet there is much that all authorities can glean from the successes in Camden. Most of the
schemes that the borough has used to cut its traffic are directly replicable elsewhere i and
many of the cross-authority transport setting powers enjoyed by the Mayor of London have
recently been given to the newly-renamed Integrated Transport Authorities (ITAS).

7 http://www.dft.gov.uk/about/strategy/transportstrategy/eddingtonstudy/

Green
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Step 1: look to reduce the need to travel

A primary way to reduce car journeys is to reduce the amount that people actually need to
travel (by any means of transport) without compromising their ability to do the things they
need to do.

Some of the solutions to this are about influencing behaviour. For example, local authorities
can work with businesses — or even compel them through planning agreements — to develop
workplace travel plans (see below) which include teleconferencing facilities. A study of BT'’s
teleconferencing facilities reveals that teleconferencing across their sites has saved half a
million road journeys per year — resulting in an annual cost saving of £6m. The study notes
that “the change in work practices that teleconferencing allows also means significant
efficiency and productivity gains for the company as well as enhanced satisfaction for the
employees™.

However it is also important to enshrine minimizing the need to travel within local planning
decisions. One key means by which to do this is the authority’s Local Development
Framework (LDF), which should include an overarching policy commitment to sustainable
development, including ensuring sustainable travel patterns. This is consistent with
Government advice: its Planning Policy Statement 1 makes it clear that “sustainable
development is the core principle underpinning planning.” Relevantly, it continues:

“development plans should contribute to global sustainability by addressing the
causes and potential impact of climate change — through policies which reduce
energy use, reducing emissions (for example, by encouraging patterns of

development which reduce the need to travel by private car, or reduce the
impact of moving freight).”

To ensure that development focuses upon sustainable travel, the LDF should set out a traffic
reduction target for the authority and then enshrine a number of principles that govern
transport — for example:

e Hierarchy of transport users — with pedestrians, the mobility-impaired and cyclists at
the top and car users at the bottom;

¢ Integrate land use and transport, such as restraining inappropriate development
which would generate car travel and favouring development in areas with strong
existing public transport links;

e That road building would only be considered as an option of absolute last resort;

An example of an appropriate land-use policy would be one that opposes sprawl, sets
maximum times for walking access to destinations and, for example, sets an effective upper
limit on parking levels. Authorities could go further, ensuring that all new developments pass
strict carbon appraisal tests to demonstrate how they contribute to carbon reduction through
minimizing car use. It will then be important to make sure that the ambitions of the LDF are
aligned with those of the authority’s Local Transport Plan (see later in this document).

& DFT Smarter Choices case studies (2004, op cit)
9

http://www.communities.gov.uk/planningandbuilding/planning/planningpolicyguidance/planningpolicystatements/planni
ngpolicystatements/pps1/
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A full briefing on how to use Local Development Frameworks to promote sustainable
development, including on transport, is available from
http://www.foe.co.uk/resource/guides/3 4 local dev framework.pdf

A key way in which a strong LDF, focused on minimizing travel, would manifest would be in
decisions by the authority to prevent local services such as shops or post offices moving
from within short distances of where people live. This is a social equity issue. As towns have
become increasingly structured around the ability to get around by car, so it has become
also increasingly difficult to get to where people need to go without a car. In her book Car
Sick™, transport analyst Lynn Sloman writes:

AfiWhen fewer people had care danks,cougseandvi ces | i ke |
unemployment offices were provided in places that people could reach by bicycle or

bus. Today, the Government and private companies get away with closing down

these local, easily accessed services, because most people can reach the more

distant locations by car. If you own a car, it is a minor inconvenience when the local

post office closes, or the old city hospital moves. But for the old, the poor and the sick

it is now more difficult. These closures are only explicable if you assume that

everyone has access to a car, or that everyol

The New Economics Foundation notes that “between 1995 and 2000 the UK lost 20 per cent
of some of its most vital institutions: corner shops, grocers, high street banks, post offices
and pubs, amounting to a cumulative loss of over 30,000 local economic outlets”*. And the
problem of the relocation of services to require usage of the car to reach them is a
particularly acute problem in rural areas. The Commission for Rural Communities says that
rural people are becoming increasingly dependent on the car as a result of the decline in
public transport services: “A lack of mobility can cause real hardship. With continuing decline
in local services, rural residents need to travel greater distances and because of significant
gaps in public transport much more of their travel depends on the car."*

The Government’s ‘Building Sustainable Transport into New Developments™® document

contains a number of recommendations for the design of new developments in order to
encourage sustainable transport usage in the longer-term, including:

e comprehensive direct networks for walking, cycling and public transport, with routes
for private motor traffic taking a lower priority;

e situating key services such as health centres and schools in central locations;

e encouraging traditional compact town layouts wherever possible — including a
characterization of a walking neighbourhood as one where a range of facilities are
within an 800 metre walking distance.

e Car-free areas within developments, combined with safe and secure parking
provision; reduction in the provision of car parking spaces available in a housing
development could also see private spaces replaced with car club spaces, for
example;

e Pedestrianised shopping areas.

% 5loman (2006), op cit.

™ http://www.neweconomics.org/gen/local_ghost.aspx

12 http://nds.coi.gov.uk/Content/Detail.asp?ReleaselD=393488&NewsAreal D=2
13 \www.dft.gov.uk/pgr/sustainable/sustainabletransnew.pdf
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Other useful publications that focus on the importance of urban design and planning on
reducing the need to travel T and improving sustainable travel means 1 include:

e Commission for Architecture and the Built Environment (CABE): Civilised Streets
(2008) http://www.cabe.org.uk/publications/civilised-streets

e DFT: Manual for Streets (2007):
Including a key section (4.2) on the importance of permeable transport networks.
http://www.dft.gov.uk/pgr/sustainable/manforstreets/pdfmanforstreets. pdf

Case study of a new development: Dunsfold Park, Surrey

This proposed mixed development of 1,495 private houses and employment for up to 2,000
is accompanied by an innovative transport plan. A car user charging levy would fund
ongoing revenue to support public transport i including new bus routes around the new
village and connecting it to nearby villages i and car reduction measures such as car
sharing schemes and a car free zone around the village centre.
http://www.dunsfoldpark.com/masterplan/transport.asp

Step 2: encourage people to leave the car at home

Many people do not believe that they are able to use their car less. DFT research'® has
underlined the extent to which people rely upon their cars:

Ai[ Cars were] the default @mptousiogothervimadbdsofl i tt 1 e ¢
transport. The car offered personal comfort and individualism, was the most

convenient form of transport, lending reassurance in terms of both time and quality of

the travel experience, provided complete journey flexibility, and could be put to

i mmedi ate useo.

Yet the impression of reliance upon the car is often highly subjective. Sloman estimates that
40% of all car journeys could be immediately switched to alternatives — public transport,
walking or cycling, and that a further 40% could theoretically be switched if alternatives were
improved. Only 20% of current car journeys could not practically be done any other way
(Sloman, op cit).

Research by Sustrans in the three Sustainable Travel Demonstration Towns, Darlington,
Peterborough and Worcester, showed that on average 47% of car trips within each town
could be immediately switched to public transport, walking or cycling — and that although
cycling was a viable option for 39% of journeys it actually accounted for only 3% of trips'®.

The solution — for urban and rural authorities alike — is not simply a matter of mixing and
matching off-the-shelf policies. Instead a genuinely integrated approach is required which:

e boosts public transport in an integrated, affordable and usable way that genuinely
serves the needs of the local population;

e oversees a step change in the attractiveness of cycling and walking instead of car
journeys;

¢ makes the most of non-car options where they already exist — by promoting bus
routes, working with businesses, schools and individuals to plan alternative ways of
getting around -and encourages car sharing;

 http://www.dft.gov.uk/pgr/regional/policy/transportchoicesofcarusersin373
3 http://www.sustrans.org.uk/assets/files/Info%20sheets/ff44.pdf
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e establishes a hierarchy for transport which puts the needs of the car user below
those that use other means — potentially including revenue generation from schemes
such as road pricing or workplace parking levies;

o takes along-term approach as well as implementing measures in the short-term.

Following are some illustrative examples of where attention could be focused to bring
together an integrated suite of measures to reduce car use. For reasons of space we provide
links to more information rather than expand upon them in considerable detail here.

Smarter Choices

Programmes of what are known as ‘smarter choices’ measures have proven to be a cost-
effective success in reducing car journeys and inspiring drivers to take up sustainable
transport. They are an example of a measure that links reductions in the need to travel in the
first place (as described above) and the encouragement of alternatives to the car.

Smarter choices are described by the DFT as

“techniques for influencing people's travel behaviour towards more sustainable
options such as encouraging school, workplace and individualised travel planning.
They also seek to improve public transport and marketing services such as travel
awareness campaigns, setting up websites for car share schemes, supporting car

clubs and encouraging teleworking”*®.

The success of the schemes is clear®’. In Bristol, Gloucester, Peterborough, Worcester,
Lancaster and Doncaster, tailored programmes have reduced car-as-driver trips by at least
10 per cent. Sustrans’s TravelSmart programme, for example, has demonstrated, in a range
of settings, consistent reductions in car trips of between 10 and 13 per cent, and it is
estimated that a national programme targeting all 25 million UK households would cut
carbon emissions by around 0.9MtC per annum at a cost of £20 per household™®.

Travel planning is central to Smarter Choices schemes:

e Central to the reductions in the above towns is Personalised Travel Marketing,
which involves contacting residents in person to ask if they are interested in learning
more about travel choices. Those that show interest (usually about half) have a
follow-up visit or call and will be given timetables and maps that are relevant to their
journeys.

The success of these schemes has been achieved relatively cost-effectively:

Sustrans notes: “To roll out TravelSmart to all 25 million households would cost in the

region of £500million. On the basis of results to date, this would result in a 10%

reduction in car trips across the country. At the local level, this effect would be

comparable to that achieved initially by the London congestion charge which, by

removing one in ten cars journeysintoc ent r al London, cu¥f congest

e Workplace travel planning aims to reduce the number of employees driving to work.
Employers may view travel plans as an effective element of personnel policy which
offers benefits to all staff — benefitting social inclusion, the organisation’s corporate
social responsibility profile, and staff retention and recruitment. The DFT states that

'8 http://www.dft.gov.uk/pgr/sustainable/smarterchoices/

Y http://www.sustrans.org.uk/what-we-do/travelsmart/347

'8 http://www.sustrans.org.uk/assets/files/travelsmart/behaviour change ff36.pdf
19 www.sustrans.org.uk/assets/files/Publications/The Network issue 4 web.pdf
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“good travel plans have typically succeeded in cutting the number of people driving to
work by 15%... for a firm with 2,000 staff mainly travelling to work by car this amounts
to about one million miles fewer per year.”®

A 2004 study of Bristol City Council’s travel planning programme — involving 85
employers and nearly 30,000 employees — suggested that some plans had resulted
in reductions in car use of over 10% (DFT smarter choices document, linked below),
at a cost of about £65,000 per annum in staff salaries. The Council rolled out the
programme through its local transport plan and targeted major employment areas
such as hospitals, the city centre, major leisure complexes and Bristol University
(which saw a 12% reduction in car use).

Workplace plans are highly relevant for big rural sites, such as Pfizer's UK
headquarters in Kent. Its plan covering its 5,000+ employees includes a £5 daily
incentive for employees who do not drive their cars, a car sharing database for staff,
and the completion of a cycle network in the local area with the aid of a Sustrans
grar;}. The end result has been a 12% decline in car use and a 7-12% increase in bus
use-.

e School travel planning aims to do something about the 1 in 10 car journeys on urban
roads in the morning rush hour that are on the school run — a figure which the DFT
notes “conceal major localised problems of congestion, especially at the peak school
travel time of 8.50am”%. Over a quarter of all children travel to school by car, a figure
which has doubled since the 1980s%.

School travel plans, which include the provision of non-car routes for children to
reach schools, are co-operative ventures between local authorities, staff, pupils,
parents and local residents. Ways to achieve safe routes to schools include capital
measures such as on-street infrastructure (i.e. traffic calming and pedestrian
crossings) or infrastructure on school sites such as cycle shelters or lockers. They
can also support more revenue-reliant measures like the promotion of ‘walking
buses’ for children living along particular routes.

The national Walk to School campaign encourages more children to take to their feet
to get to school — and includes the WoW (walk on Wednesday, walk once a week)
scheme which encourages regular walking by rewarding children with high quality
metal badges: www.walktoschool.org.uk. This is a concept with proven success: at
Holmer Green First School in High Wycombe, stickers, badges and prizes helped to
nearly double walking and halve car use. Children that joined the ‘Go for Gold’
scheme had a card stamped every time they arrived on foot, by bike, or by scooter,
culminating in prizes such as football training, swimming, or cinema tickets. The local
authority supported the scheme, providing £12,000 to a conservatory where children
could leave bikes and hang wet clothes. The authority also provided materials for Go
for Gold and helped set up a walking bus — as well as providing support and training
to the parent governer who coordinates the travel plan®*,

e Station travel plans can also be a way to reduce car travel. A pilot project in Milton
Keynes, which focused on increasing the usage of public transport by people

20 http://www.dft.gov.uk/pgr/sustainable/travelplans/work/essentialguide.pdf

2 http://www.dft.gov.uk/pgr/sustainable/travelplans/work/casestudy/pfizer.pdf

2 http://www.dft.gov.uk/pgr/sustainable/schooltravel/travelling/ellingtoschoolagoodpract5762.pdf

2 http://www.sustrans.org.uk/assets/files/Safe%20Routes/resources/infosheets/SRS Safe Routes FSO1.pdf
 http://www.dft.gov.uk/pgr/sustainable/smarterchoices/casestudy/terchoiceschangingtheway5765.pdf
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travelling to and from the station, began from discussions between the local
Transport Partnership, local tourism operators and transport providers, and soon
decided to employ a dedicated Station Travel Plan Officer. Funding was secured
through partnership working and highlighting the benefits of the plan to the broader
Comprehensive Area Assessment (see below)?.

More information:

Much more information about the success of Smarter Choices schemes is available
from http://www.sustrans.org.uk/what-we-do/travelsmartand t he DFT®6s
http://www.dft.gov.uk/pgr/sustainable/smarterchoices/.

The following is a comprehensive review of individual smarter choices interventions
from the DFT:
http://www.dft.gov.uk/pgr/sustainable/smarterchoices/casestudy/terchoiceschangingt
heway5765.pdf

Workplace travel planning: DFT: www.dft.gov.uk/par/sustainable/travelplans/work/
and the National Business Travel Network http://www.nbtn.org.uk/

School travel planning: Sustrans Safe Routes to Schools:
www.saferoutestoschools.org.uk and DFT:
http://www.dft.gov.uk/pgr/sustainable/schooltravel/

Station travel planning: http://www.stationtravelplans.com/

See also the sections on road pricing and workplace parking levies in the funding section
below.

Buses

Since the deregulation of the buses in the 1980s there has been a downward trend in
patronage outside London®®, with a few exceptions. Principles of free competition, which
were supposed to ensure that bus companies act in passengers’ best interests, have instead
resulted in effective monopolies and power concentrated in the hands of just a few
operators. The impacts are felt by local people who rely upon services that may not be
commercially viable but are often critically needed. Yet inside London, where Transport for
London determines routes and fares, bus passenger kilometres have increased by 62%
between 1997/98 and 2006/07. In August 2009 the Office of Fair Trading proposed referring
the local bus sector to the Competition Commission®’. Its five month study had found that the
way deregulated local bus markets work leads to limited competition and higher prices for
bus users.

More local authority involvement — which may be distinct from ‘control’ — over buses is
needed. The Local Transport Act 2008 gives local authorities more power to bring in quality
partnerships or contracts with bus operators to ensure minimum standards such as route
provision or fares — usually in exchange for local authority action to build capital
infrastructure like improved bus stops.

e Partnerships are agreements between local authorities and bus operators, which
involve local authority investment in facilities and operator investment in vehicles or

% http://www.stationtravelplans.com/view-the-pilots?pilot id=18
%% Data derived from http://www.dft.gov.uk/excel/173025/221412/221541/231675/439954/publictransport08.xIs#'2.1'|A1
7 http://www.oft.gov.uk/news/press/2009/104-09
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services. They can be either voluntary or statutory; both are voluntarily entered into,
but the latter are binding. In a statutory partnership, bus operators that want to use
the route where the new facilities are provided must meet the standards specified by
the local authority. Sometimes there may be other partners — police to enforce
correct usage of bus lanes, for instance. Importantly, partnerships can now cover
frequencies, timings and fares of bus services, which they could not previously.

¢ Quality contracts are a step further — the local authority plans and franchises its bus
network, and enters into binding contract(s) with individual operators to deliver to
certain standards (such as service levels, fares etc). Although the Transport Act
2000 allowed authorities to create quality contracts, in practice none have because
making an application was seen as time- consuming and costly.

The pressures on commercial bus operators and councils are very different; the former,
particularly in the current climate, will be very concerned with the need to make money in the
short- to medium-term, whereas the latter will focus on longer-term plans. Of particular
relevance when contemplating partnership working is therefore the need for good
relationships between the bus companies and the council. Such relationships may take
years to be nurtured, but a voluntary partnership approach may be a good way to begin such
a process, perhaps leading one day to something more binding.

A key problem with getting better bus services is that much of it requires subsidy, which
counts as revenue funding (see below), is not required by law (some local authorities provide
no bus subsidy at all), is not included in local transport plans (which covers capital funding
bids only) and like much transport revenue funding has to compete with other non-statutory
services like libraries for funding.

Rural authorities do benefit from the Rural Bus Subsidy Grant?®, which has benefitted
many services (although there is still much that could be done?). Kickstart funding is
available as well: in 2009 £25m of Kickstart funding was made available to pump-prime “new
or enhanced” bus services®*. Many local authorities still own the bus companies themselves,
wholly or partly, and some have been very willing to find investment and subsidy.

Case study: Brighton & Hove buses

A partnership approach in Brighton & Hove between the council and Brighton Buses has
delivered a 21.3% increase in patronage between 2000/01 and 2005/06°",

The bus company has delivered improved frequencies, cheap fares, new buses, improved
customer service and a high profile marketing strategy. In exchange, Brighton & Hove
Council has improved bus stops, enforced traffic regulations to clamp down on obstructive
parking, and introduced new bus priority measures and a range of information services,
including a dedicated enquiry line.
http://www.dft.gov.uk/pgr/sustainable/smarterchoices/casestudy/terchoiceschangingtheway5

765.pdf

Case Study: Network St Albans Quality Partnership

%8 http://www.dft.gov.uk/pgr/regional/buses/busgrants/rbs/

® http://www.cpre.co.uk/filegrab/rural-thoroughbred-summary.pdf?ref=2450

* http://www.dft.gov.uk/press/speechesstatements/statements/kickstartbusfunding
*1 http://www.brighton-hove.gov.uk/downloads/bhcc/LTP_DR.pdf
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Formed as a result of the Local Transport Act 2008, this pioneering partnership brings
together Hertfordshire County Council, St Albans City and District Council, local bus
operators and the University of Hertfordshire to work together to improve transport in and
around the city. As well as reviewing the entire bus and rail network in the area, smaller
scale interventions are underway like new, clearer maps and emphasising links to other
public transport.
http://www.stalbans.gov.uk/council-and-democracy/press-room/items/2009/April-
2009/NetworkStAlbanslaunched.aspx

More information:

e DFT: Buses: http://www.dft.gov.uk/pgr/regional/buses/

e Passenger Transport Executive Group (PTEG) bus policy centre:
http://www.pteg.net/PolicyCentre/Bus/

Rail
Although the Government already spends a large proportion of its transport budget on the
railways, local transport plans can also contain bids for spending on rail. *.

There are many issues with the railways which are beyond the purview of local authorities.
However, the development of Community Rail Partnerships offers many options for
improvement of local lines. Community Rail Partnerships draw together local people with
councils and rail companies. Partnerships can be established on urban or rural lines;
members of the partnership work together to raise awareness of the railway in the local
community, promote and market it more effectively, and develop ideas and funding for local
improvements®.

Ensuring access to stations is a key role for local authorities, working in partnership with the
train operating companies to deliver joined up cycling, walking and public transport to deliver
people to trains without needing to use cars. As well as infrastructure, this can also include
station travel plans (see above).

Case study: Bittern Line, Norfolk

A partnership approach between Network Rail, the County and District councils, train
operators, and local businesses and voluntary organisations has delivered a 192% increase
in passengers between 1997 and 2005

http://www.bitternline.com/partnership.htm

More information:

e DFT: Community Rail:
http://www.dft.gov.uk/pgr/rail/strateqyfinance/strategy/community/crds/community
raildevelopmentstrategy

e Association of Community Rail Partnerships (ACORP): http://www.acorp.uk.com

32 http://www.lgcplus.com/news/recession/concern-at-local-transport-funding/5002517.article
 http://www.dft.gov.uk/pgr/rail/strategyfinance/strategy/community/crds/communityraildevelopmentstrategy
** http://homepage.ntlworld.com/martin.thorne1/RailfutureEA-Snippets/snippets_149.htm
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Trams / Light Rail

There are currently seven light rail systems in the UK with one more being constructed in
Edinburgh, and light rail patronage has grown by almost 80 per cent in ten years™®.

Light rail schemes are expensive to construct and must operate without revenue subsidy.
This raises the bar for such schemes which are clearly not going to be appropriate for all
locations. However their reach and convenience makes them excellent tools for reducing car
use: research shows that typically at least one in five peak hour travellers on trams in the UK
previously travelled by car. The Tyne and Wear metro, for example, replaces an estimated
40,000 car journeys every day*®. At least 22 million car journeys a year no longer occur in
the UK because of trams®'.

Local authorities can set out plans for light rail in their local transport plans and bid for the
funds for the capital infrastructure. Revenue funding, however, must be sourced from
elsewhere — as unlike with buses and trains there is no revenue support available for trams.

More information:

e Campaign for Better Transport: Trams
http://lwww.bettertransport.org.uk/campaigns/public_transport/trams/

e PTEG: Light Rail briefing : http://www.pteq.net/NR/rdonlyres/EBBB4CED-231C-
44C5-968A-8D757C81BA44/0/LightRailBriefingMay2009.pdf

Cycling
Good quality cycling infrastructure and provision of cycle training for everyone will increase
cycle use and achieve ‘safety in numbers’. Research suggests that a doubling of cycling

leads to a reduction in the risks of cycling by a third, and that cycling is safer in local
authorities in England where cycling levels are high®®

Boosting cycling needn’t just be about building new cycle lanes, although it is important to
consider how the cyclist can be best kept separate from fast-moving traffic — particularly a
concern in rural areas. Removing the need to navigate impediments such as dangerous
roads and junctions is an important part of a cycling package, and reducing average road
speeds is also a key factor.

Providing training and encouragement for taking up cycling is also hugely important and can
reap dividends — be that adults or children. Just one example is Sustrans’s Bike It scheme,
which has quadrupled the number of cyclists in the schools it works with.*

Case study: York, Cycling City

Designated a cycling city from 2008-2011, £3.68m of Government funding has been
provided to help York meet its target of a 25% increase in cycling levels by 2010 and a 100%
increase in children cycling to school. To do this it will focus on measures including

* http://www.pteg.net/NR/rdonlyres/EBBB4CED-231C-44C5-968A-8D757C81BA44/0/LightRailBriefingMay2009.pdf
* http://www.pteg.net/NR/rdonlyres/EBBB4CED-231C-44C5-968A-8D757C81BA44/0/LightRailBriefingMay2009.pdf
3 http://www.bettertransport.org.uk/campaigns/public_transport/trams

* http://www.ctc.org.uk/resources/Campaigns/CTC Safety in Numbers.pdf

* http://www.sustrans.org.uk/whatwe-do/bike-it
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infrastructure spend on new cycle routes, better cycle facilities like parking, a city-wide cycle
hire network, and working with schools, workplaces and families to promote cycling®.

Even before this new accolade York was the authority where cycling to work is most
common — and also the safest place in England to cycle. It didn’t spend massively to achieve
this: it spent only roughly £5 per head per year on cycle infrastructure in its first local
transport plan, and its combined cycling and walking budget represented only 8% of the total
capital expenditure of the LTP*.

More information

e DFT: Cycling: http://www.dft.qov.uk/pgr/sustainable/cycling/

e TFL: the Business case for cycling
http://www.tfl.gov.uk/assets/downloads/businessandpartners/business-case-for-

cycling.pdf
e Sustrans Bike It: http://www.sustrans.org.uk/what-we-do/bike-it

Walking

It is most useful to start from a position of considering walking a real mode of transport, not
simply something you do when all other modes of transport fail. Getting more people walking
is a matter of encouragement (promotion of the health and other benefits of walking) and
enabling (such as improving the walking environment or safety).

Local authorities must be seen to champion walking and not just passively encourage it. To
do this most effectively it will need to be placed within wider visions for creating vibrant
communities. Walking helps deliver on a number of other policy objectives: health,
accessibility, social inclusion, security, safety, and revitalization of local economies, culture,
recreation and tourism. And people need high quality, safe, continuous walking networks
that are well integrated with public transport. Many of the measures that will improve cycling
take-up will also benefit walking, such as reducing traffic volumes and speeds. Creating
attractive street environments with more greenery and variety will also enhance the
attractiveness of walking.

More information:

e DFT: Encouraging walking & cycling
http://www.dft.gov.uk/pgr/sustainable/walking/

e Living Streets:
http://www.livingstreets.org.uk/what living streets do/local authority members.p

hp

Car sharing and car clubs

Car clubs and car sharing are a way of breaking the link between owning a car and using it.
People who join car clubs reduce the total amount they travel and use significantly more
public transport and walk and cycle more. One car club operator estimates mileage drops by

0 http://www.york.gov.uk/transport/cycling/cyclingcity/
41 Way to Go coalition, op cit (2004).
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71% if people replace their own car as a consequence of joining a car club®. Transport for
London estimates that members of a car club save nearly £3,500 a year by joining — and
reduce their car mileage by an average of 36 per cent. TfL has invested £1m to support car
cIubfgand aims to bring a third of London residents to within a five minute walk of a car
club™.

Car Plus notes that local authorities can provide financial, practical, political and legislative
support to car clubs: “Co-operation between Council departments working in partnership with
local communities, public transport operators, employers and housing developers will
increase the chance of success.”*More information:

e DFT: Car Sharing and Car Clubs: http://www.dft.gov.uk/par/sustainable/cars

e Car Plus: http://www.carplus.org.uk/carclubs/local-authorities.htm

Improve the attractiveness of the public realm

Increasing the provision and quality of non-car travel options is only one part of the equation.
In order to ensure take-up of alternatives, carefully-designed measures to reduce the
attractiveness of using the car are also necessary. These could include:

e improving the public realm by rethinking road space usage: In the absence of
charging, removing road space from vehicles and reallocating it to public transport,
cyclists or pedestrians can be an effective way to reduce the attractiveness of the
car. Road space reallocation can take various forms: bus priority lanes, on-street light
rapid transit, cycle lanes, pavement widening, restricted access (eg permanent or
part time pedestrianisation), road closures and traffic calming (see below).

e Speed management / speed limits: Traffic calming and speed restrictions in
villages and market towns can help to make these areas safer and more attractive. In
Suffolk, a limit of 30mph in villages led to a cut in accidents of 19 per cent* - whilst in
Hull, an integrated approach to boosting cycling has seen the introduction of 90
areas with 20mph speed limits*

e Congestion charging / road pricing: see ‘road pricing’ below.

e Home Zones, inspired by the Dutch ‘woonerfen’ (literally ‘living yard’), are clearly
marked residential areas where roads are not dominated by cars — and where space
is shared between all those who use the streets, such as pedestrians, children or
cyclists. Local authorities can also invest in shrub planting and street furniture for the
home zones in order to improve the experience for the pedestrian — capital
investment that can be provided by the local transport plan and elsewhere. For
example, a Home Zone for New Brancepeth, on the outskirts of Durham, was funded
from the local transport plan, the City of Durham, the Durham Villages Regeneration
Fund and section 106 agreements (see below)*’. Another strong example is the
Dings Home Zone in Bristol, funded through the EU’s VIVALDI project and delivered
in conjunction with Sustrans and Bristol City Council*.

*2 http://www.london.gov.uk/mavyor/publications/2009/05/electric-vehicles.isp

* http://www.tfl.gov.uk/corporate/media/newscentre/11282.aspx

* hitp://www.carplus.org.uk/carclubs/locahuthorities.htm

* suffolk County Council (1997) 30 mph speed limit initiative: speed monitoring. Report 960297/R01.0 Suffolk County
Council, Ipswich.

* http://www.hullcc.gov.uk/portal/page? pageid=221,161326& dad=portal& schema=PORTAL

7 http://www.bettertransport.org.uk/local campaigning/online guides/home zone/process

8 www.sustrans.org.uk/webfiles/liveable%20neighbourhoods/DINGS%20INFOSHEET%20FINAL. pdf
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A study for the Department of Transport on the success of nine Home Zzone projects
showed an overall decrease in traffic speeds and traffic levels. Although car
ownership did not necessarily fall, residents reported that it was more pleasant to
walk. Mgny of the home zones increased the proportion of children that played
outside™.

Step 3: use and encourage greener vehicles

Although we believe that the focus for local authorities in leading carbon reduction from
transport should be to change behaviour and reduce the number of car journeys, local
authorities can also have a role in cutting emissions by encouraging the take-up of greener
vehicles in their local area — lorries, vans, cars and buses. Smaller, greener vehicles will
save local people money by being cheaper to tax and run. Vehicle Excise Duty (VED) is
banded according to the CO2 emissions of the car; as of 1 May 2009, it is free on cars with
emissions under 100g of CO2 per km — but that rises to £405 per year for cars with
emissions of over 226gC0O2/km>°.

Electric vehicles and carbon reduction

Recent Government announcements about support for the development and take up of
electric cars suggest that they are going to play a large part in the future transport makeup of
the UK. From 2011 individuals will be given a subsidy of up to £5,000 when purchasing an
electric car®! — and there are multi-million pound incentives for the car industry to develop
the technology. However, although electric cars are nominally zero carbon — in that there
isn’t any carbon emitted from the tailpipe — they are of course only as green as the electricity
that powers them. It is clearly vital that any mass rollout of electric cars is accompanied by a
massive boost in renewable energy to ensure that they are powered by clean energy.

Research® shows that electric cars will not greatly increase electricity demand, even with a
relatively high take-up of vehicles. How and when vehicles are recharged needs careful
consideration, and concerns have been expressed about how the increased demand for
charging electric cars will impact upon the need to keep the grid balanced in order that it
operates most effectively. A solution could be found in an electric car charging infrastructure
that charges only when there is capacity in the grid — so-called smart charging. As just one
example of how this could work, one company, Better Place®, proposes a model of home
charging infrastructure that only takes power from the grid when the car needs it and when
there is surplus supply, And this relationship of electric cars with grid balancing could work
both ways. The Danish holiday island of Bornholm has recently announced plans to roll out
‘vehicle-to-grid’ technology which will “use the batteries of parked electric cars to store
excess energy when the wind blows more than expected, and then feed electricity back into
the grid when the weather is calm™*

There is a complication with low-carbon vehicles when it comes to progress against
National indicator 186. The total amount of different types of road traffic is estimated based

49

http://www.trl.co.uk/online_store/reports publications/trl reports/cat traffic_engineering/report pilot home zone sch
emes summary of the schemes.htm

%0 http://www.direct.gov.uk/en/Motoring/OwningAVehicle/HowToTaxYourVehicle/DG 10012524

*! http://news.bbc.co.uk/1/hi/business/8001254.stm

2 BERR / DFT: Investigation into the Scope for the Transport Sector to Switch to Electric Vehicles and Plugin Hybrid
Vehicles, October 2008: http://www.berr.gov.uk/files/file48653.pdf.

53 www.betterplace.com

** http://www.guardian.co.uk/environment/2009/jun/19/denmark-wind-electric-cars
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on the averages for the road types within the local authority, and this traffic volume is then
multiplied by a standard emissions factor based on the UK average. This means that even if
every car being driven around a local authority was entirely zero carbon, it would only affect
the reported emissions from the local authority in as much as it lowered the total average
emissions of the entire UK fleet. Nonetheless outside of the constraints of N1186,
encouraging the take-up of low carbon vehicles remains an important role for a local
authority in reducing carbon emissions locally. We would therefore encourage authorities to
develop their own baseline data and techniques to record the average emissions profile of
cars in their area — for example, through street surveys of vehicle type — which can be
monitored and tracked over time.

Local authorities can help stimulate the market for greener vehicles through:

e procurement policies: authorities should ensure that the vehicles within their own
fleet are as low carbon as possible — be that cars, vans, buses or lorries. Transport
for London has increasingly been using hybrid buses®®, and the London Borough of
Islington is leading the way in the usage of greener vans and lorries for its own
fleet®®. The EU has recently passed a Directive on the procurement of green
vehicles. It requires public authorities, including councils, to take energy and
environmental criteria into account when buying or specifying vehicles. It will be
transposed into law in the UK in autumn 2010.

e Setting minimum standards for private operation within the local authority. For
example, using quality partnerships or contracts (see above) the local authority can
set minimum standards for the emissions that the buses on its networks must use —
and recent changes to the Bus Services Operators Grant (BSOG) will incentivise the
use of low-carbon buses®’. A local authority can also set out minimum emissions
standards from vehicles used by contractors. .

o Installation of electric vehicle charging points or battery exchange stations, or
working with private partners to do likewise. The Mayor of London, Boris Johnson,
announced in 2009 that he intended to make the capital the world’s centre for electric
vehicles, including by installing 25,000 charging points across the city, working with
private partners.

This is a bit tougher in rural authorities but it's important to remember that what
matters is that charging points are situated at the places that people are most likely
to need them — places like shopping centres, post offices, universities, hospitals or
other big travel generators. For reference, Cumbria County Council estimates that
91% of its households can access a key service centre (an area which has certain
vital facilities like a doctors’ surgery) within 30 minutes on public transport®® — it
seems fair to assume that this would also be within the range of a fully charged
electric car.

The Government notes that “free standing on-street charging points may cost
between £500 and £3,500, with accompanying street works where required costing
up to £5,000. The total cost of installing a plug point on a wall where a power supply

> www.london.gov.uk/view press release.jsp?releaseid=19983 and
http://www.london.gov.uk/view press release.jsp?releaseid=14475

% www.islington.gov.uk/transport/Greentravel/evcp.asp

7 www.dft.gov.uk/press/speechesstatements/statements/busserviceoperatorsgroup
*8 www.cumbriastrategicpartnership.org.uk/elibrary/view.asp?id=%2027658

5
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exists may be in the region of £250 to £1,000”*°. The Government announced in April
2009 that £20m would be made available to support the development of
infrastructure in “select cities and regions”.

e policies that reward lower-carbon vehicle ownership such as parking policies.
The London Borough of Richmond, for example, has a differentiated parking policy
which aims to “encourage all drivers to think about the cars they drive and reward
those who drive the least polluting”’; the lowest-emitting cars (Band A) park for free,
whereas the most polluting (Bands L and M) pay 200% more than the standard
parking premium. Joining up a traffic reduction target with a greener cars target might
also suggest that workplace parking levies could also be differentiated based on
emissions levels, with ultra-low emissions cars receiving a discount on the parking

charge.

Making it happen

Local Transport Plans

Between mid-2009 and mid-2010 all local transport authorities outside London will be
reviewing their statutory local transport plans (LTPs). LTPs are the key documents in which
authorities set out their transport strategies and implementation plans for the coming years.
They also contain bids for funding for capital infrastructural investment, which is assessed as
part of the Regional Funding Allocation process (RFA2).

DFT’s guidance for local authorities on how to produce their next LTPs can be found here:
http://www.dft.gov.uk/pgr/regional/ltp/quidance/localtransportsplans/

For transport to play its part in reducing emissions, the next round of local transport plans
should be structured around reducing the need to travel and providing people with appealing
and safe alternatives to car use. Local authorities should enshrine an ambitious traffic
reduction target within its LTP and then use the documents to set out an integrated set of
policies to meet the target.

This next round of LTP planning is critical. This is not just because of the need for LTPs to
contain tough carbon reduction targets in order to contribute to overall carbon reduction in
local authorities by 2020. It is also because unfortunately DFT will not mandate carbon
reduction from local transport plans. Although the Department is very clear that it thinks
carbon reduction at the local level should be a priority, it does not insist upon it. Furthermore,
DFT will no longer directly approve local transport plans, unlike in previous LTP rounds. As
DFT notes in the guidance, This places responsibility firmly on individual authorities to
consider how to use the Local Transport Planning framework in the way which works best for
them. Authorities are accountable to their communities rather than to the Department for
both the quality of the transport strategies prepared and for ensuring effective deliverya

In practice the DFT’s role is not entirely hands-off. It considers carbon reduction to be a
national priority and “expects” LTPs will reflect this. And although it will no longer be formally
assessing LTPs, the DFT draft guidance notes that the quality of LTPs will be a factor in
reaching funding decisions regarding the authority. Yet DFT’s hands-off approach places
huge responsibility on local authorities to ensure that LTPs are suitably ambitious and

** http://www.theyworkforyou.com/wrans/?id=2009-06-17a.279585.h
60

http://www.richmond.gov.uk/home/transport_and_streets/motor vehicles roads and parking/parking/car parking per
mits/vehicle banding for parking permits explained.htm
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focused on cutting carbon. The onus is now on local authorities to produce bold, integrated
and forward-looking low-carbon transport plans.

Local Transport Act 2008

This new piece of legislation has made a number of notable changes to the local transport
landscape. Local authorities now have much more ability to use quality contracts or
partnerships to set minimum standards for services, routes or fares, in return for LA
investment in facilities. We have produced the below briefing which runs through the Act
and explains its main provisions.

www.foe.co.uk./resource/briefings/local transport act 2008.pdf

Local Area Agreements (LAA) and the Local Strategic Partnership (LSP)

DFT is very clear in its guidance that “a strong LTP will include ambitious target setting” and
notes that it will be inevitably helpful to set targets consistent with those in the Local Area
Agreement. The new LTP regime is more closely integrated with the Comprehensive Area
Assessment (CAA) agenda.

The Comprehensive Area Assessment is the new way of assessing how local partnerships
are working together to deliver local people’s priorities. In each area, the Local Strategic
Partnership® — a non-statutory partnerships of groups such as community groups, faith
groups, the police and fire services, schools, health bodies and local authorities - sets the
overarching strategy for the area and develops and drives local priorities.

As part of this process the LSP and local authority jointly agrees each area’s Local Area
Agreement (LAA) with Government. Each LAA runs for three years — the current rounds
covers the period 2008-2011. Within LAAs each area agrees to be closely assessed against
up to 35 from the Government's list of 198 ‘National Indicators’®?. Although each authority
must report against all 198 of these Indicators, crucially a portion of the Area Based Grant —
the main source of revenue funding for local authorities — is dependent upon progress
against the 35 that they have specifically chosen to be monitored against.

Authorities are encouraged to link the transport plan to the targets they have chosen in their
Local Area Agreements (LAAs). They will have to report how the plan impacts upon the
transport-specific targets within LAAs, even if they haven’t signed up to those targets.
Examples of transport indicators include:

¢ NI167 (Congestion — average journey time per mile during the morning peak),

e NI175 (Access to services and facilities by public transport, walking and cycling)
e NI177 (Local bus passenger journeys originating in the authority area),

e NI178 (bus services running on time), and

e NI198 (children travelling to school — mode of transport usually used).

However, given the close link between securing funding and delivering against the gamut of
indicators to which the local authority has signed up, it is clear that decisions about transport
should be widely integrated across an authority’s activity and seen as a way to help it deliver
on non-transport indicators. For example, boosting walking and cycling in the authority could
deliver on NI56 (Obesity among primary school children in Year 6), and a cheap, efficient

®1 http://www.communities.gov.uk/localgovernment/performanceframeworkpartnerships/localstrategicpartnerships
®2 http://www.communities.gov.uk/documents/localgovernment/pdf/505713.pdf
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and integrated public transport system could help with NI5 (overall / general satisfaction
[amongst the public] with local area). This cross-authority approach to integrating transport is
explored in the ‘Meeting Targets Through Transport’ document produced by the DFT, Local
Government Association, Campaign for Better Transport and Sustrans®:

ifiThe delivery of a huge range of public servi
effective transport of people and goods. Transport can contribute to improving these

services i such as social services, health and education i and hence to achieving

key outcomes like healthier, safer communities and more people in work. Choosing

new priorities for transport plans is also critical to tackling problems such as climate

change, obesity and communitywel-b ei ngé Transport needs to be
the Local Strategic Partnership as a whole. Local authorities, strategic partnerships

and the communities they serve can take acti
actions can directly or indirectly influence most indicators included in the Local

BN

Performance Framewor k. o

This also has strong relevance for funding and emphasises the links between transport and
a local authority’s wider remit. By understanding and drawing out the links between, for
example, improved health and transport, an authority could legitimately draw upon funds
allocated to ‘health’ in order to support both travel planning for hospitals but also the
provision of better facilities for active travel, such as cycling.

Efficient and affordable low-carbon transport would cut carbon, but also have significant
other benefits for a local authority:

e Boost local business. DFT notes that “the analysis carried out for the Eddington
study showed that 8 per cent of UK road traffic is already subject to very congested
conditions, and that, without action, congestion is likely to increase by a further 30
per cent by 2025. This increased congestion could see costs to business and freight
rise by over £10 billion a year”®*. Although in some cases congestion can be tackled
in the short term by simply moving cars onto quieter roads or even building new
ones, that’s not a sustainable solution. New or empty roads can quickly fill up again
with traffic® and road construction is also hugely expensive — money that could and
should be used to fund sustainable transport instead. By prioritizing low-carbon travel
and putting in place a robust plan to reduce the number of cars on the roads, local
authorities can cut congestion, meet a wide range of other local priorities such as
tackling social exclusion and improving air quality (see below) — and of course cut
carbon.

Cutting congestion is good for local business. A 2007 report for Centre for Cities®
which focused on public transport improvements in Leeds found that better rail links
and more trains, the use of tram-trains to increase capacity on some lines, and a
high-tech rapid bus network could generate an additional £54m for the local economy
each year.

e Create local jobs in low-carbon transport: Engineers Arup claimed that the
proposed programme of investment in low-carbon transport in Greater Manchester in
2008 would have created up to 10,000 new jobs — nearly two-thirds of which would

8 http://www.dft.gov.uk/pgr/regional/Itp/guidance/targets.pdf

&4 Eddington, op cit. http://www.dft.gov.uk/about/strategy/transportstrategy/hmtlsustaintranssys?page=7

S A major independent study into the impact of the Newbury bypass and two other road schemes showed that traffic
levels predicted for 2010 in Newbury were already reached by 2003 ¢ and that traffic had increased by almost 50% in that
period. New development around the road was partially to blame for the increases.
http://www.countryside.gov.uk/Images/Transport%20Planning%20290606 tcm2-29709.pdf

® http://www.centreforcities.org/assets/files/pdfs/071127LeedsPaperFINAL.pdf
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have been within Greater Manchester — and led to benefits of up to £10bn to the local
economy®’. In the West Midlands, supporters of the proposed expansion of the
Midland Metro claim that it would create 5,300 jobs in the area®.

e Tackle social isolation and connect everyone with employment, services and
skills training: Research for the Improvement and Development Agency for local
Government (IDeA) shows that two out of five jobseekers say lack of transport is a
barrier to getting a job, whereas more than one in six people in low-income areas
have not applied for a particular job because of transport problems. 31% of people
without a car have difficulties travelling to their local hospital, compared to 17 per
cent of people with a car, and 7% of people without cars say they have missed,
turned down, or chosen not to seek, medical help in the past because of transport
problems®. Primary Care Trusts and social or youth services also spend large
amounts on transport to ensure young and old can access them. Their spend on
transport services could be integrated with the local authority.

e Reduce the health impacts of poor air quality: Air pollution reduces average life
expectancy by seven to eight months, despite recent improvements in vehicle
emissions standards. Road transport is the UK'’s largest contributor of oxides of
nitrogen and a major contributor of particulates — two of the key pollutants that
contribute to respiratory problems’. Research shows that living within approximately
90 metres of a main road is associated with an increase in the risk of wheezing
illness in children.

e Encourage people to take up healthier travel: getting people to cycle or walk more
helps make them healthier and tackle Britain’s obesity crisis. The Department for
Transport says local authorities’ investment in cycling has led to big increases in ten
years — for example Torbay (+42%) and Nottingham (+60%) . It also notes
employees that take up physical exercise for 30 minutes a day for five days a week
will benefit employers — with an average benefit of at least 0.4 days gross salary
costs’®. A recent paper by Living Streets underlines the effect that delivering on
more walking in a local area can have on the delivery of LAA targets™.

Improve quality of life: traffic calmed streets make an area much more pleasant in
which to live.

All of this means that authorities looking to secure funds to boost sustainable transport need
not constrain themselves to thinking in a transport-only silo — and that the benefits of a
high-quality sustainable transport system extend far beyond just cutting carbon.A
sustainable local transport system boosts economies, health, quality of life and opportunity. .
Sustainable transport should be a central part of a Local Strategic Partnership’s business,

71 NHzLI F 3a20AF S RA NG Qggastdlthavbariveer 2909 #hd2018 a& aay asB0D W jobs will be
created directly and indirectly across Greater Manchester - as the bulk of the TIF cash would be invested locally. An
estimated further 3,900 jobs may have then been created directly and indirectly from the expanded transport system and
its supply chain between 2014 and 2019.

http://www.nce.co.uk/news/transport/2008/09/manchester tif to create 10000 jobs.html

® http://www.expressandstar.com/2009/03/12/metro-key-to-create-5300-jobs/

® http://www.idea.gov.uk/idk/core/page.do?pageld=8282978&aspect=full

7 http://www.dft.gov.uk/pgr/regional/Itp/guidance/targets.pdf

s University of Nottingham: Venn et al, Am J Respir Crit Care Med Vol 164. pp 2177¢2180, 2001
http://ajrccm.atsjournals.org/cgi/reprint/164/12/2177.pdf

72 http://www.tfl.gov.uk/assets/downloads/businessandpartners/business-case-for-cycling.pdf

73 www.nbtn.org.uk/downloads/dftrecruitmentlatestsept2008.pdf

" http://www.livingstreets.org.uk/news_and_info/news.php?id=907
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which can deliver on a wide range of national indicators — from safer communities to social
exclusion.

Sustainable Communities Act 2008

The Sustainable Communities Act provides a way for local authorities to work with their
communities to develop and fund local initiatives or propose solutions to national problems.
Councils that opt in to the Act must set up so-called ‘citizen’s panels’ and have a legal duty
to reach agreement with them about proposals for local sustainability. These could include
measures to do with transport, ranging from local bus fares or national carbon and transport
policy.

The Local Government Association (LGA) considers all proposals from local authorities,
consolidates them, and submits a shortlist to Government — which then again has a duty to
try to reach agreement with the LGA. ltis a little early at the time of writing to say how
effective the Act will be in its implementation — however over 100 councils have now signed
up to the Act, underlining its significant potential. More information can be found at
www.localworks.org

Regional architecture

Although major schemes such as motorway widening are funded by the Highways Agency,
most road schemes that are of regional significance are funded through the triennial
Regional Funding Allocation (RFA) process. Each region is allocated approximately £1bn to
spend over the following decade and regional bodies determine which will be their top
priority schemes.

The second RFA prioritization round was completed in early 2009 and underlined the extent
to which local authorities and regions focus on building new roads: of the English regions,
only Yorkshire and the Humber’s prioritization concluded that more money should be spent
on public transport than roads™. As explored in the ‘funding’ section below, it is clearly vital —
particularly in these tough financial times — for decision-makers at all tiers of Government to
be making the right choices about which schemes they support.

The spatial approach: cross -LA working, formal or informal

It will often be possible to take a cross-LA approach to transport policy. Local journeys do
not necessarily respect local authority boundaries and neither do carbon emissions. 93% of
car journeys in the UK are shorter than 25 miles’® i which implies that many of these would
be cross-border, so joint action will be vital. Of particular significance from a carbon
reduction point of view is that longer journeys produce far more CO2 than shorter ones i the
57% of car trips that are under five miles, for example, produce only 20% of CO2 from cars
(DFT Carbon Pathways Analysis, op cit).

Reducing the need to travel, and providing integrated transport alternatives to the car, will be
more effective in collaboration with neighbouring authorities that share transport corridors.

Under the Local Transport Act 2008 local transport plans can now be produced jointly. This
can be a formal arrangement: Integrated Transport Authorities, renamed from Passenger

7> http://www.bettertransport.org.uk/system/files/09.03.26.regional-funding-briefing.pdf
7® http://www.dft.gov.uk/pgr/sustainable/analysis.pdf
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Transport Authorities, now have sole responsibility for producing LTPs for the areas they
encompass. New ITAs can be created and there is already interest being expressed from
other areas in the UK. More information on ITAs can be found at www.pteg.net.

However these powers need not be taken that far; joint working can also be informal, as the
Act allows the creation of joint LTPs with other authorities, or even parts of authorities.

Case studies: Tees Valley and South Hampshire

In the Tees Valley, patterns of transport are dominated by movement between the adjoining
towns of Stockton, Middlesbrough, Darlington, Hartlepool and Redcar & Cleveland. The
Tees Valley Joint Strategy Unit (JSU) has operated since 1996 and has taken an integrated
approach to transport provision.

Hampshire County Council contains the TfSH partnership (Transport for South Hampshire) —
which has its own strategy to address travel between major towns and cities on the south
coast. Neither of these arrangements are ‘formal’ in the sense that they do not currently
have statutory responsibility for producing local transport plans — that responsibility still rests
with the relevant local authorities.

http://www.teesvalley-jsu.gov.uk/ . http://www3.hants.gov.uk/tfsh/

Funding

Funding sustainable transport is of course the critical issue — particularly in the current
climate. These are hard times: the years to come are likely to be lean when it comes to
funds available to local authorities when it comes to transport, as elsewhere. It is therefore
going to be even more important than ever to consider the gamut of ways to secure funding
for sustainable transport.

Capital funding

Capital funding for major schemes (E5m+) is subject to the Regional Funding Allocation
(RFA) process. Local authorities set out bids for transport infrastructure in their local
transport plans which are then prioritized by the regions and approved by the Department for
Transport - evidence from which, as mentioned in ‘regional’ above, underlines the extent to
which local authorities prioritise expensive road schemes.

There is not necessarily a need for a big influx of new money for transport carbon reduction,
but there is an urgent need to refocus investment from road building towards low-carbon
travel and infrastructure. If ever there were a time to underline the need to ensure that
investment is focused away from road building and expansion and towards low-carbon
alternatives, that time is now. For the reasons outlined throughout this report, an efficient,
attractive and low-carbon local transport system will not only strongly aid the authority’s
overall carbon reduction progress but also deliver on a wide range of other local priorities —
from social exclusion to health and the economy. And now, following the passage of the
UK’s Climate Change Act — which sets contracting five-yearly carbon budgets, the merits of
schemes such as new roads which can generate large amounts of carbon becomes even
more questionable. As DFT makes clear to local authorities, “for longer-term planning, the
assumption should be that constraints on the UK’s greenhouse gas emissions will become

more challenging over time”"".

7 http://www.dft.gov.uk/consultations/closed/draftguidanceltp/mainconsultationltp.pdf
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Revenue funding

LTPs can only provide local authorities with capital funding— for infrastructure projects such
as new roads or bus stations — and not revenue funding for non-infrastructure work such as
information campaigns, rail and bus subsidies and travel plans. Instead, the main source of
money for such items tends to be from an authority’s general local Area Based Grant. This is
not ring fenced for transport and so has to compete with areas such as social services and
education. This pressure on finding sources of funding for revenue has long been
recognized as a significant problem — see for example the Commission for Integrated
Transport (CFIT)’s 2005 review at http://www.cfit.gov.uk/docs/2005/la/crft/. As consultants
Steer Davies Gleave noted:

ARnThe key point here is, i f the sums typicall\
£150m road scheme could instead be spent on the long-term support of enhanced

public transport and ongoing sustainable transport development (personal travel

planning, promotion and marketing activities etc), truly revolutionary enhancements

to local public transport networks and substantial travel behavioural changes could

resulté such alternative interventions could
effecives ol uti ons to transport probl ems. o

A key resource to assist is the DISTILLATE “Local transport funding toolkit for local
authorities” which addresses transport funding issues, particularly revenue, and outlines a
number of potential solutions®. It discusses at length a number of potential ways to fund
revenue, such as:

e |ocal targeted road pricing schemes (see below)

e usage of parking levies. For example, Nottingham City Council intends to introduce
a workplace parking levy where firms with more than 10 parking spaces would be
charged £185 per pay per year, rising to £350 by 2014, to fund improvements to local
public transport. At present such levies would require the prior approval of the
Secretary of State.

e Capitalisation of revenue — where costs such as staff time are included in the
capital costs of a project.

e voluntary or statutory partnerships or quality contracts with bus operators
whereby local authorities invest in capital infrastructure (such as bus shelters) and
operators commit to minimum standards — for example, fares, timetabling, or bus
emissions (see above).

e Devel oper s-bsudhagthkiuse gf Section 106. Hampshire County Council
raised £8.8million from Section 106 agreements with local developers. In the short
term economic gloom s106 contributions may be at more of a premium, but will still
be available®.

e Community Infrastructure Fund — a pot of money designed to help boost housing
growth®.

Highly pertinently, authorities that take a joined-up approach to transport may find it easier to
tap into non-transport budgets. We have explored this above when discussing the extent
to which transport should be viewed as integral to deliver upon targets across the National
Indicator set.

78 www.southbedsfoe.co.uk

" http://www.distillate.ac.uk/outputs/Product%20E1%20-%20Guidance%20(01-04-08).pdf
& http://www.communities.gov.uk/planningandbuilding/planning/planningpolicyimplementation/planningobligations/
8181 http://www.info4local.gov.uk/documents/publications/718770
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Road pricing

Friends of the Earth supports local road pricing schemes as a way to both influence travel
behaviour and also generate ring-fenced revenue for funding local improvements to public
transport or other low-carbon travel modes.

It's clear from the ‘no’ vote delivered by the people of Greater Manchester in December’s
referendum on the proposed £3bn package of public transport investment, underpinned by a
congestion charge, that road pricing is, at least for the time being, not political flavour of the
month. Yet we strongly believe that its proven effectiveness at cutting traffic whilst raising
revenue for public transport and other low-carbon transport means that well-designed road
pricing schemes have a role to play in the longer term, at local and national levels — and
we’re not alone. In May 2009 the CBI and Freight Transit Association produced a new report
that showed that well-designed congestion charges could benefit local economies to the
tune of £80m per year. Also that month the Audit Commission stated that charging was still a
valid option for local authorities even in a recession — “in hard times charging remains a

flexible and versatile tool”®?.

A well-designed scheme would boost the scheme’s public acceptability by ensuring that, for
example, all of the public transport or other improvements were up and running by the time
road pricing would start, thus ensuring that residents can understand the purpose of the
charge and also be inspired to take up alternatives. Funds raised from the scheme would be
ring fenced for further improving non-car travel. And, as fewer cars take onto the roads,
priority would be given to buses, pedestrians and cyclists to further increase the
attractiveness of those modes.

Case study: London

London’s pioneering congestion charging scheme has seen traffic entering the zone fall by
up to 21% on pre-charging levels; bus patronage increase by 6%; and cycle journeys into
the Western extension increase by 12%. Although the aim of the scheme is to cut traffic
rather than raise funds, £137m was raised in the year 2007/2008 which was invested in low-
carbon transport®.

Rural transport

The transport challenges faced by urban and rural authorities can differ considerably and
there tends to be a perception that traffic reduction is too difficult to focus upon in rural
authorities.

Certainly the circumstances for each local authority will be different and what works in an
inner-city borough will probably not be easily transplantable to a countryside setting. People
who live in rural areas travel on average 91% further than those in London. 90% of total
distance covered for personal travel is by car or other private modes (excluding walking and
cycling) and only 9% is by public transport. 89% of people in rural areas have access to a
car, as opposed to 61% in London®*,

Nonetheless, research suggests that the potential for modal shift is almost as valid in rural
areas as in urban. Lynn Sloman’s surveys of the area around her rural home showed that
“for about a third of the car trips (34%) a good alternative to the car was already available.
Either the trip was short enough to cycle or walk along a safe route, or there was a public

8 http://www.lgcplus.com/finance-and-partnership/fees-and-charges-endorsed/5001506.article
8 http://www.tfl.gov.uk/roadusers/congestioncharging/6723.aspx
8 http://www.dft.gov.uk/pgr/statistics/datatablespublications/personal/factsheets/urbanrural.pdf
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transport service from home to work which arrived at about 9am and left between 5pm and
6pm. People were driving for subjective reasons.”®

The principles of cutting carbon from transport — the three-point policy hierarchy outlined at
the start of this document — are the same. As in urban areas there are some journeys that
will always be needed to be undertaken by car. However many of the same solutions that
are available in towns and cities to reduce dependence upon the car will also apply in rural
areas. As Peter Headicar notes:

“The comment is often made that attempts to reduce car use are inapplicable to rural areas.
Yet many ‘rural’ residents live in country towns, in settlements along inter-urban routes or
close to major urban areas where the opportunities for travel by public transport are little
different from the outer suburbs of the towns themselves. Many of these people also travel
regularly by car into the main towns for work and other purposes and are increasingly
subject to the same policies of demand management. In this sense it is not helpful to

maintain a distinction between the policies appropriate to ‘urban’ and ‘rural’ areas”.

The following are examples of schemes can be specifically tailored to the unique
circumstances of rural communities:

e Asin urban areas, local authorities can act to invest in facilities for an improved bus
network and develop partnerships or contracts with bus operators to drastically
improve service and boost failing patronage. The Rural Bus Services Grant is
available to help new or enhanced services in rural areas®. For deeper rural areas,
demand responsive buses®® or shared taxi schemes may be particularly appropriate.

e Coordination of bus and rail services — for example, to allow through-ticketing — and
superior public information and provision including timetables, easy to follow maps
which are well distributed and promoted and information phone lines can also make
services more attractive.

o Traffic danger is a particular deterrent to walking and cycling in rural areas where
the speed of traffic can be substantially higher. In addition, while the road network for
cars is well-defined and easy to use, walking and cycling routes have grown
increasingly disconnected. Yet rural communities need hub and spoke walking and
cycling networks that go where people want to go — so that journeys on main road
corridors between villages and the nearest town can be safely made on foot or bike
on fully segregated continuous cycle tracks and footpaths. This can mean introducing
cycle paths and footpaths alongside main roads, as well as improving and
maintaining other routes.

e Smarter choices programmes can still help people to realise the benefits of non-car
at home in favour of existing alternatives. Workplace and school travel plans have
both proved effective in reducing traffic at rural sites as well as urban ones, albeit
with a higher end level of car use in rural areas.

e As mentioned earlier in this document, a key need is to ensure the provision of local
services. The problem of the relocation of services to require usage of the car to
reach them is a particularly acute problem in rural areas.

e Visitor car trips are a particular problem for rural tourist destinations, where traffic is
often seen as the main threat to the special qualities of the area. Area-wide visitor

& Lyn Sloman, op cit (p52)

® http://www.kennetandbeyond.co.uk/pdf/Planning4StepChange_up2008.pdf
8 http://www.cpre.org.uk/filegrab/rural-thoroughbred-summary.pdf?ref=2450
# http://en.wikipedia.org/wiki/Demand responsive transport
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travel strategies, which can be incorporated into LTPs, bring together tourism
providers, conservation agencies, local authorities and public transport operators to
co-operate in schemes that make it easier tor visitors to arrive and explore without a
car. Some tourist attractions, such as Prior Park near Bath, operate with very little
parking; less than a third of Prior Park’s 20,000 annual visitors arrive by car®.

More information:

e Campaign to Protect Rural England: www.cpre.org.uk

e Planning for a Step-Change: A Strategy for Rural Public Transport, Peter
Headicar 2004:
http://www.kennetandbeyond.co.uk/pdf/Planning4StepChange up2008.pdf

National Parks

National Parks attract high visitor numbers and thus traffic - the Parks in England receive
some 75 million visitors each year, the vast majority (around 90%) of whom arrive and move
around by car. This places significant pressure on some highly sensitive areas and
generally detracts from the quality of experience for those visiting and quality of life for
residents, particularly during peak season.

In common with other areas (as discussed above), sustainable transport in National Parks
has the potential to contribute to a wide range of important outcomes, beyond just carbon
reduction - for example, improved access to services and facilities; safer roads; health
benefits associated with walking and cycling and better protection for the environment.

Each Park has a dedicated National Park Authority (NPA) with responsibility for planning, but
NPAs are not local transport authorities. Instead, they must work with the local transport
authorities whose remit includes part of their Park. The majority of National Parks are
covered by more than one (and up to seven) LTA areas. This means that transport provision
in National Parks is too often marginalised or not seen as a priority.

DfT guidance does allow for joint cross-boundary LTPs to be developed where it makes
sense to do so (see above). This has never been tested in such a way that any National
Park has a dedicated LTP of its own, although there does not appear to be any barrier in the
guidance to doing so in future. The guidance also contemplates partnership and
collaboration that might fall short of a fully joint plan, but which nonetheless brings
neighbouring authorities together to reflect travel patterns on the ground.

In some areas, LTAs are already working closely with NPAs to develop National Park-
specific sustainable transport strategies. For example, the Lake District National Park
Partnership, a collection of local authorities and partner organisations in which the NPA and
Cumbria County Council are taking a leading role, is developing a sustainable transport
framework for the area which is intended to inform the preparation of the next local transport
plan for Cumbria. A report has been produced to provide the basis for the development of
the framework, from which specific transport initiatives will be developed. The next stage in
developing the framework is being taken forward by the Transport Partnership for the Lake
District, chaired by Cumbria County Council. It will be critical for these collaborative efforts
to be reflected in the next LTP in order to secure funding, be that for minor capital projects or
revenue-financed initiatives.

At a smaller scale, there are good examples of successful sustainable transport projects
within Parks. Generally, these tend to be special bus services that are aimed at visitors,

89 .
Sloman, op cit.

28


http://www.cpre.org.uk/
http://www.kennetandbeyond.co.uk/pdf/Planning4StepChange_up2008.pdf

Getting serious about local transport

operate during the summer months/on weekends and holidays, and perhaps have an add-on
service such as tour commentary, guided walks or discounts at associated destinations.
They do not amount to comprehensive, year-round sustainable transport packages.
However, they do go some way to offer an alternative option to car travel in the areas in
which they operate.

Case study 1 Osprey Bus

The Lake District’'s Osprey bus runs a circular service on weekends, bank holidays and
school holidays from April to the end of August around Bassenthwaite Lake, with a link to
Keswick and local osprey viewing centres. Users are encouraged to leave cars in Keswick,
taking pressure off narrow country roads and rural communities such as Braithwaite, a
bottleneck for traffic. In 2009 (its second season) it carried more than 3,000 passengers, with
an average of 10 extra passengers each day compared to 2008. The service is supported
by Bassenthwaite Reflections (28 community landscape projects), the Lake District Osprey
Project, the Heritage Lottery Fund and Stagecoach®.

Case study i Moorsbus

Moorsbus is an integrated network of bus services to and within the North York Moors
National Park. It is funded and operated by the North York Moors NPA in partnership with
North Yorkshire County Council (NYCC), which contributes to funding each year. The
network operates on Sundays and Bank Holidays between April and October and daily in
July, August and September, with increased weekday services in August. This has evolved
from a modest Sunday service when the initiative began (almost 30 years ago).

Key features of Moorsbus include: fully integrated timetables and ticketing, with combined
rail/ bus ticket options and tickets remaining valid on other local services; knowledgeable

coordinators on hand at key interchange points; seasonal variations to cater for seasonal

pressures; excellent marketing and promotion; and discounts for local attractions.

In 2008 approximately 1,600,000 car miles were saved because of the existence of
Moorsbus - which translates to net reduction in carbon emissions of 275 tonnes®. Three
guarters of local businesses surveyed believed the Moorsbus benefited the local community,
citing provision of affordable transport, improved access to the countryside and reduced
congestion among their reasons. .

More information

e http://www.cnp.org.uk/docs/Transport and National Parks briefing paper.pdf

% http://www.lake-district.gov.uk/gtga np news-article.htm?newsid=11697

°% (i) North York Moors National Park Authority's passenger survey, which determined the percentage of
journeys made on Moorsbus that would have been made by car if the bus had not been available; and (ii) an
independent study by Teesside Business School, which calculated the carbon saving resulting from the number
of miles saved.
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General sources of further information

DFT: Local transport Policies and Best Practice Handbook (2009)

A list of referrals to aid local authorities prepare and develop their next round of local
transport plans.
http://www.dft.gov.uk/pgr/regional/ltp/guidance/localtransportsplans/policies/

DFET: Smarter Choices. Volume2: Case study report (2004)

In-depth exploration of proven success in the UK in: travel planning for work, schools and
individuals; car clubs and sharing; teleconferencing and teleworking; travel awareness plans;
and public awareness information and marketing.
http://www.dft.gov.uk/pgr/sustainable/smarterchoices/casestudy/terchoiceschangingtheway5

765.pdf
Transport 2000: Less Traffic Where People Live: How local transport schemes can help cut

traffic (2003)

Argues that local success stories show that if applied intensively, together, and over a large
area, ‘hard’ and ‘soft’ local transport schemes could reduce car travel demand by significant
amounts, especially during the rush hour and in urban areas. Car travel demand in peak
hours could be cut by 26 per cent with an impact in a typical large urban area of 33 per cent;
the national impact could be 10 per cent.
www.roadblock.org.uk/resources/LessTrafficWherePeopleLive.pdf

DFT and others: Meeting Targets Through Transport (2008)

Underlines the contribution that decent sustainable transport networks can make to most
indicators in the Local Performance Framework.
http://www.dft.gov.uk/pgr/regional/ltp/quidance/targets.pdf

Car Sick: Solutions for our car-addicted Culture (Lynn Sloman, 2006)
Explores the processes and solutions by which local authorities can reverse car dependency
and reinvigorate local communities.

Way to Go Coalition: Paying for Better Transport (2004)

A good overview of the likely cost of implementing key areas of best practice — most of which
are achievable through the Local Transport Plan processes
http://www.foe.co.uk/resource/reports/paying for better transport.pdf

About the Local Transport Act 2008
A briefing on the new powers available to local authorities under the new Act.
www.foe.co.uk/resource/briefings/local transport act 2008.pdf.

DISTILLATE Local Transport Funding Toolkit for local authorities
Explores sources of funding for transport, including revenue.
http://www.distillate.ac.uk/outputs/Product%20E1%20-%20Guidance%20(01-04-08).pdf

Contact us

For more information, contact David Powell, Transport Campaigner, on 020 7566 1614 or
david.powell@foe.co.uk — or contact the dedicated Get Serious About CO2 advice line on
Wednesday lunchtimes from 2-4pm, and Wednesday evenings from 6-8pm: 0845 872 3366.

30



http://www.dft.gov.uk/pgr/regional/ltp/guidance/localtransportsplans/policies/
http://www.dft.gov.uk/pgr/sustainable/smarterchoices/casestudy/terchoiceschangingtheway5765.pdf
http://www.dft.gov.uk/pgr/sustainable/smarterchoices/casestudy/terchoiceschangingtheway5765.pdf
http://www.roadblock.org.uk/resources/LessTrafficWherePeopleLive.pdf
http://www.dft.gov.uk/pgr/regional/ltp/guidance/targets.pdf
http://www.foe.co.uk/resource/reports/paying_for_better_transport.pdf
http://www.foe.co.uk/resource/briefings/local_transport_act_2008.pdf
http://www.distillate.ac.uk/outputs/Product%20E1%20-%20Guidance%20(01-04-08).pdf
mailto:david.powell@foe.co.uk

