Local Transport Plan 3

Some advice on responses to local authority consultations

General advice is available from the South East Forum for Sustainability:

http://www.sefs.org.uk/?p=452
Extracts from four existing documents are presented here in an easily accessible form. For context it is recommended that you read the full versions at the web pages given below.
1.  Cycling: a local transport solution

2.  Promote public health: take action on active travel 

3.  Local Transport Plan activist training days September 2009
4.  Oxfordshire Active Travel Strategy 
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Cycling: a local transport solution

http://www.ctc.org.uk/DesktopDefault.aspx?TabID=5323
4. Making the case for cycling

The Department for Transport has set five objectives for new Local Transport Plans as part of its new long-term transport strategy. These five priorities, together with examples of how cycling supports these objectives, are:
A. Support economic growth

• Promoting cycling tackles congestion. A lane of a typical road can carry 7 times as many bicycles as cars.

• Making town centres and residential areas cycle-friendly enhances their attractiveness, boosting property values and retail vitality. It also supports local businesses, and maximises the “agglomeration” benefits of enabling businesses to locate close to one another.

• Reducing the oil-dependence of our transport system is good for our energy security and our balance of trade.

• There are also economic benefits due to improved health (see below), e.g. reduced health-care costs and absenteeism, and improved productivity.
B. Tackle climate change

• A person making the average daily car commute of 4 miles each way would save half a tonne of CO2 by switching to cycling – 7% of the average UK carbon footprint.

• If we doubled cycle use through switches from cars, this would reduce Britain’s total greenhouse emissions by 0.7 tonnes, about as much as switching all air travel between London and Scotland to the rail network.

• Cycling is one of the easiest and cheapest ways for individuals to reduce their contribution to greenhouse emissions on a day-to-day basis.
C. Contribute to better safety, security and health

• Someone cycling in mid-adulthood typically has a level of fitness equivalent to being 10 years younger, and a life expectancy 2 years above the average.

• Cycling gets safer the more cyclists there are: the “safety in numbers” effect.

• Cyclists have a very low rate of involvement in collisions where another road user is injured. Hence more cycling is good not just for cyclists’ safety but for other road users too.
D. Promote equality of opportunity

• Cycling provides independent mobility for many people who do not or cannot drive, including children, people on lower incomes, older and many disabled people.
E. Improve quality of life and make a healthier natural environment

• Cycling reduces the harmful pollutant emissions and noise from motor vehicles.

• Cycling requires far less space to be allocated either for roads or for parking in urban areas. It therefore has a much lower negative impact on townscapes as well as on rural landscapes and biodiversity.
Promote public health: take action on active travel
http://www.sustrans.org.uk/assets/files/AT/Publications/PDFs/Take%20action%20on%20active%20travel%20policy%20call%20FINAL.pdf
We call on decision makers at all levels – UK, devolved governments, regional and local authorities: act now to bring about a population-wide shift from sedentary travel to walking and cycling.

• set ambitious targets for a growth in walking and cycling – and ensure they are met: publish a coherent strategy for growth in walking and cycling, based on experience of what works; monitor and performance-manage progress; give transport departments a clear public health objective, and make clear the roles of other government departments and other partners
• invest at a realistic level: commit 10% of transport budgets to walking and cycling immediately, and in future ensure that transport funds are allocated proportionate to the new, ambitious target levels
• create safe, attractive walking and cycling conditions, with coherent high-quality networks linking all everyday destinations, so that walking and cycling are faster and more convenient than motor travel, backed up by individualised travel marketing, school and workplace travel plans, practical walking promotion programmes and high-quality cycle training

• make 20mph or lower speed limits the norm for residential streets and those used by shoppers, tourists and others, close to schools or public buildings, or important for walking and cycling or children’s play. In urban areas only the busiest strategic traffic routes should now qualify for higher speed limits

• tackle bad driving, through improved driver training and awareness campaigns, backed by stronger and better enforced traffic laws

• ‘health check’ every transport and land use decision, focusing on the potential impact on levels of walking and cycling and other aspects of health; invest public money to the benefit of public health, and reject proposals whose impact on walking and cycling will not be positive.

And most important: do it now! New residential developments now being planned across the UK must be developed according to these principles. We must not create obesogenic new towns.

Local Transport Plan activist training days September 2009
http://www.foe.co.uk/resource/event_presentations/transport_activist_day_09.pdf
How to make the case for W&C under the 5 DaSTS goals

Groups brainstormed a number of arguments to show that W&C contributes significantly to all 5 of the DaSTS goals – see below. However one overarching point was made about the synergies between the 5 DaSTS goals. The ways in which walking and cycling contribute to the 5 goals are strongly inter-related.

E.g. the health benefits to individuals from walking and cycling as physical activity, from reduced pollution, and from reduced road danger all lead in turn to quality of life benefits. These in turn create economic benefits, e.g. due to reduced health-care costs, lower absenteeism etc, or the increased retail vitality associated with attractive town centres.
1. Improving economic competitiveness – felt to be critically important owing to current state and ongoing obsession with ‘value for money’ and need to ‘speak the language’ of the opposition. One group made a distinction between local and global economic arguments, and felt it was important to cite both.
Specific points include:

• Focus on congestion caused by short car trips, especially key journeys such as school run and morning commute, easily shiftable to W&C.

• W&C schemes have excellent value for money (VFM) compared with road schemes.

• W&C schemes typically reduce congestion (as well as pollution etc), whereas roads typically increase road traffic overall, adding to congestion elsewhere.

• More people walking and cycling will reduce wear and tear on the roads, saving road maintenance expenditure.

• More W&C reduces absenteeism by around 10-15% - huge savings to employers and economy. Employees who walk and cycle are less prone to road or PT delays, are more alert on arrival at work and are more productive.

• W&C are attractive to people working in creative, knowledge based industries.

• Better integration of modes can make more efficient use of existing facilities (e.g. attractive more customers to public transport).

• Walking and cycling can contribute significantly to the local economy in several ways:

· People making local journeys are more likely to support local retailers.

· They in turn are more likely to support local suppliers (thus also potentially reducing the CO2 impacts of food miles etc), and to employ people who live in the local area (who will in turn tend to be a more engaged workforce). This all helps to create a stronger sense of community – a “people centred local economy”. Portland, Oregon, is a good example of this.

· Both W&C in leisure form contribute significantly to rural economies through tourism.

• Over-reliance on high-carbon transport carries serious economic risks:

· Importing oil increases trade deficit;

· Vulnerable to supply shortages from other countries, including those due to geopolitical and economic instability as well as the threat of “peak oil”;

· Also vulnerable to future policy measures to tackle climate change, e.g. carbon pricing or rationing. Need to increase self-sufficiency.

• Slower speeds creates smoother traffic flow and fewer crashes (major contributor to congestion) – economic benefits are ancillary to safety benefits.

2. Climate change – as well as the obvious fact that W&C emit nothing, the following points were made:

• Promoting walking and cycling helps achieve the targets of the Climate Change Act 2008.

• Walking and cycling are among the easiest ways to reduce one’s personal carbon footprint in ones daily life. An adult making an average-length daily car commute (4 miles) would reduce the average carbon footprint by c6% by switching to cycling.

• However much larger CO2 reductions come from replacing longer-distance car trips with shorter W&C trips – i.e. from promoting local facilities and other measures which reduce the need to travel.

• Longer-distance trips can also be replaced by combining walking and cycling with public transport.
3. Safety, security and health – celebrate the combining of ‘safety’ and ‘health’ under one objective – this should facilitate greater involvement of health bodies.

• Physical activity is good for heart and respiratory health, for preventing obesity, diabetes, osteoporosis and certain cancers, and is good for mental health and well-being, and for overall life expectancy.

• Unlike gym membership etc, walking and cycling are easy ways to integrate physical activity into one’s day-to-day routines without costing money or time, indeed they can save on both. Once started, the habits are more easily retained.

• These health impacts in turn have both economic and quality of life benefits.

• Air pollution is a problem that again springs from motorized transport, especially big vehicles. Note though that impacts on cyclists are similar to car drivers due to the relative position of cyclists to car drivers (higher up, often to the side of the road or on quieter roads).

• Despite their health benefits, some councils still see W&C (particularly cycling) as ”dangerous” and are concerned that encouraging people to take it up may lead to more casualties. Rebut this with the ‘safety in numbers’ message that safety is better where more people cycle. More people walking and cycling makes drivers more aware of their needs and may also encourage more drivers to take up these modes. This creates a virtuous circle of reduced motor traffic, better health and improved safety, benefiting everyone.

• Also note that W&C are only “dangerous” in the sense that other people impose danger on pedestrians and cyclists. By contrast peds and cyclists impose very little danger on other road users – in this sense they are very safe modes. A switch to more walking and cycling would therefore benefit road safety overall.

• Maximising this “safety in numbers” effect (and the associated cycle of benefits) involves talking the fears which deter people from walking and cycling. Many of these fears are misplaced, however it is vital not to play on them, as this merely scares people away from using these healthy and sustainable modes, or allowing their children to do so, thus undermining all the benefits which go with “safety in numbers”.

• Vital importance of reduced speeds – 20 mph in urban areas, 30 mph in villages.

• An approach based on reducing the deterrents to walking and cycling particularly benefits groups such as children, older people etc – see “equality of opportunity” below.

• High quality facilities improve safety and encourage greater use of W&C

• More W&C improves security on streets by increasing natural surveillance – “eyes on the street”.

• Training of all vehicle users makes a huge difference, both cycle training and better driver training.
4. Equality of opportunity – important to balance the message that cycling and walking are cheap and accessible means of transport whilst not associating these modes with failure in people’s minds: this will only reconfirm private motorisation as the preferred option for most people. It was felt important to talk about children, women, older people, people with disabilities (including poor eyesight), as well as lower income. Pedestrian/cycle friendly streets make it easier for these groups to get around, while pedestrian/cyclefriendly planning makes it more likely that there will be shops, services, employment opportunities etc within walking and cycling distance.
5. Quality of life – It was noted that DaSTS defines this goal as including a range of local environmental impacts (e.g. built environment, biodiversity, landscape) as well as the welfare of society more generally.

Walking and cycling can contribute in several ways:

• Reducing the adverse environmental impacts of motorised transport: noise, air pollution, materials needed to build roads/cars etc, disposal of these (e.g. car tyres), the land required for roads and car parking, the impact of roads etc on landscapes, biodiversity, rural tranquility etc.

• Reducing the adverse quality of life impacts of road collisions, fear, road rage, stress etc.

• Helping to make streets places and assisting with the ‘civilising’ of town and city centres.

• Walking and cycling themselves increase ones quality of life, e.g. hearing birdsong, wind in ones hair, time to think/meditate, dissipate stress.

• People who walk and cycle are more likely to value the local environment and hence are more motivated to protect it.
General approaches to W&C to be included in LTP planning
• Walking and Cycling Fora can be very helpful in improving relations and communications with council officers. There is a need to share case studies of how to make them effective.

• Separate walking from cycling in catering to these modes. The two are different and need different treatments.

• Segment the market: different cyclists need different treatments, similarly some pedestrians need formal crossings, others don’t.

• Ensure quality is maintained when implementing facilities. High quality facilities can avoid conflicts between pedestrians and cyclists – don’t skimp when planning for these modes.

• Plan your spaces and roads in a way that can cater for all these different needs.

• Partnerships are vital – especially with non-transport partners such as PCTs, the Police etc. The Forum can draw these partners together but it is very important for activists to reach out to missing partners.

• Never forget the need for motor traffic reduction as the main means of achieving better conditions for W&C. Too often we talk about spending on new schemes rather than simply improving conditions by getting rid of big vehicles.

• Education for motorists as to the needs of cyclists and pedestrians – e.g. many are ignorant that pedestrians have priority at side roads.

Public transport

Public transport can help local transport authorities under the DaSTS goals in a number of ways. These include:
1.  Economic competitiveness & growth

• reducing congestion through modal shif to public transport, taking cars off the road

• helping town centres compete as retail, leisure and tourism destinations
2.  Tackling climate change

• reducing CO2 emissions from transport from switch from high emitting modes to lower emitting public transport
3.  Safety, security and health

• integration of public transport services with walking and cycling to encourage more physical activity
4.  Access to opportunity

• access to employment opportunities for those without cars

• ensuring access to transport for groups with low or no car ownership, including older people, children and young people, and those on low incomes
5.  Quality of life and a healthy natural environment

• reducing traffic through modal shift, enabling improvements to town centres and residential streets

• improving air quality through modal shift away from cars
Making the case for public transport should focus on making this wider case under these goals. It also needs to address:
Deliverability of public transport improvements

• use examples from elsewhere in UK to demonstrate that improvements can be made

• show how schemes can be developed and implemented, starting with quick wins
Funding

• local transport authorities face very tight budgets and often lack means to raise finance themselves for improvements, so focussing on low cost solutions (such as improvements to information) can be a first step in improving transport

• explore other options for funding, including developer or private sector contributions (making the case for the return they can get), ideas like workplace parking levies, or a voluntary levy on public transport operators to improve information
Evidence of benefits

• good evidence of the benefits that come from public transport improvements are key – see links below for examples

• evidence should be linked to wider benefits, not just the benefits you think are important (for instance benefits for local businesses)
Working in partnership

• transport improvements need a wide range of bodies to be involved, including transport authorities, highway authorities, planning authorities and transport providers (including bus companies, train operating companies and Network Rail)

• this can be a barrier but there are good practice examples of partnership working (for instance the voluntary bus partnership in St Albans) and local transport authorities do have more powers under the Local Transport Act which they can implement, or use to influence transport providers
Prioritisation

• many public transport improvements take time, so a sense of which are most important and how they can be staged will be important

Oxfordshire Active Travel Strategy
A contribution to Oxfordshire’s Local Transport Plan for 2011 to 2030
http://www.sefs.org.uk/wp-content/uploads/OxfordshireActiveTravelStrategyFinal.pdf
4. Active Travel Supporting the DfT's National Goals and the LTP
Our recommendations for helping walking and cycling achieve the five goals in Oxfordshire are:
1.  Support national economic competitiveness and growth, by delivering reliable and efficient transport networks;
· Walking and cycling take place on every road – not just where “facilities” are provided. Review cycling and walking networks and invest to remove barriers, increase permeability, improve through-route signage, remove unnecessary stoppages at traffic signals, and bring quality walking and cycling to the whole street network.
· Review and improve phasing of traffic signals, especially at pelicans and toucans, to avoid motor vehicles being stopped on red long after a pedestrian or cyclist frustrated by delay has already crossed. 
· Invest in good quality installation and maintenance of walking and cycling networks and ensure resilience to increasingly heavy rainfall.
· Business parks – provide safe walking (including to/from public transport) and continuous cycling routes for 5 miles in every direction.
· Invest in pool bikes, couriers, rickshaws, load carrying, Bikeability training, cycle mileage allowances, relaxation of dress codes, practical bikes (mudguards, chain guards, lights).
· Implement travel plans and accompanying safe infrastructure for every workplace.
· Review the costs of providing and maintaining car parking – implement ‘California Law’ to reward those who do not occupy a car parking space at or near work.
2.  Reduce transport’s emissions of carbon dioxide and other greenhouse gases, with the desired outcome of tackling climate change;
· Enable people who use cars to do so less wastefully – provide incentives not to drive alone.
· Enable more independent car-free journeys by those who do not or cannot drive (e.g. the young, the old, the poor, the unqualified).
· Build high levels of active travel into new developments e.g. Great Western Park in Didcot.
· Connect all villages within 5 miles of a main town (e.g. Bicester, Banbury, Didcot, Abingdon, Thame, Henley) to that town by safe continuous uninterrupted cycle routes (as for example in Cambridge).
· Invest to enable safe, convenient and uninterrupted walking and cycling to public transport interchanges. Provide cycle parking at bus stops.
· Increase the catchment areas of  bus and train by investing to enable cycling trips up to 5 miles to/from public transport.
· Provide filtered permeability  at junctions – as advocated in the DfT Manual for Streets – to provide positive advantages for sustainable modes.
· Encourage car free developments – both business and residential.
· Encourage and facilitate Car Sharing Clubs.
· Invest in Personalised Travel Planning – to both old and new settlements.
· Reallocate road space to sustainable modes.
· Reduce speed limits on all roads – most walking and cycling takes place along bus routes where the greatest risk to pedestrians and cyclists exists.
3.  Contribute to better safety, security, and health and longer life expectancy by reducing the risk of death, injury or illness arising from transport and by promoting travel modes that are beneficial to health;
· Make walking and cycling into activities that can be undertaken 24 hours a day, every day of the year.
· Implement 20mph in all urban areas, including bus routes and mixed priority streets.
· Review all existing cycling and walking ‘facilities’ in the light of a changed focus to encourage active modes.
· Revive unimplemented schemes from the first Local Transport Plan.
· Continue with the cycling policy to provide separate facilities on faster roads.
· Address cyclist priority at side road crossings – (ref Cycling England).
· Install "countdown until walk-time" signals at pedestrian and cyclist signalled crossings
· In designing signalled junctions, always presume provision of Advanced Stop Lines and Headstart-to-Cyclists signal phase, unless these are demonstrated to be impossible to install 
· Waiting at bus stops – implement the recommendations from ‘Making the Connections’ (DfT/ Social Exclusion Unit).
· Provide ample secure cycle parking, well overlooked, including cycle lockers where appropriate.
· Address antisocial driving – speed and parking are high on list of local concerns.
· Address pavement cycling: make roads and traffic less hazardous for cyclists - provide street conditions that remove the temptation to cycle on pavements – ensure that those who do must pay a fine or get training.
· Validate pedestrian-only zones with on-pavement "walk-your-bike" signage
· Work closely with planning authorities – monitor every development, ensure that cycle parking required by planning permissions is actually installed.
4.  Promote greater equality of opportunity for all citizens, with the desired outcome of achieving a fairer society;

· Invest in walking networks which are level throughout and continuous.
· Invest in better maintenance and installation of cycling and walking networks.
· Improve accessibility to public transport by walking and cycling – for cycling, focus on journeys of up to 5 miles.
· Provide ample secure cycle parking at all local centres, social venues, services.
· Review and enforce standards of cycle parking provision for flats, to ensure flat dwellers can secure parked bicycles.
· Encourage and facilitate Pay-As-You-Go Car Sharing Clubs - to increase access to cars without the need to own one, heighten awareness of direct per-trip costs at the margin of making a vehicle journey (for comparison with per-trip costs of public transport) , and encourage car rental for longer journeys.
· Ensure the requirements of the DDA are foremost in the design and layout of travel facilities for all modes, eg path widths that allow two tricycles to pass.
· Ensure that parking provision for motor vehicles, motor cycles, bicycles and the disabled (on and off street) is planned together.
· Increase awareness of battery-assisted bicycles for disabled people.
5.  Improve quality of life for transport users and non-transport users, and to promote a healthy natural environment.

· Acknowledge the roles of streets as social places – not merely conduits for the passage of vehicles and storage places for private vehicles. Implement street layout and management processes that acknowledge and reflect this.
· Provide separated cycle routes beside roads with higher speed limits.
· Reduce speed limits to reduce traffic noise, danger and perception of danger.
· Apply the recommendations of the Manual for Streets and English Heritage street design manuals to existing streets as well as to new developments.
· Support and introduce Car Free Sundays in prominent places – good for social interaction  and to help nervous cyclists to gain confidence.
· Design cycle and walking routes as a continuous high quality experience, with good maps and signage.
· Create better quality bus travel and public transport interchanges – with good walk and cycle routes to/from interchange points, and ample secure cycle parking.
· Introduce Streets for Play – DIY Streets, home zones, streets closed 2-5 pm weekdays and all weekend.
