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The role of cycling promotion in demand management
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This note is to demonstrate why our proposed additions to the draft RSS are important for demand management as well as for other reasons.

Paragraph 10.9 states “. . . Travel in the North West tends to be over reliant on the private car, particularly for journeys to and from work and educational establishments, . . . Around 20% of vehicles on the road during the morning peak period are associated with the ‘school run’.”

It is likely that solutions for demand management that may be more costly and less effective than providing well for cycling, and to a lesser extent walking, could be introduced unnecessarily unless the authorities embrace these active modes more fully. At the rate of introduction in current local transport plans, their introduction could take fifty years or more.

Authorities in the North West, as in most of the UK, have not adequately appreciated what can be done for cycling. Funds have been spent on projects producing outcomes of little benefit. Lancaster is the only good example in the region supported by Cycling England to be a cycling demonstration town, yet even there it was not until local cycling activists pressed for cycle training to be included in the programme that funds were allocated to it: whereas experience in Perth, Western Australia, showed that significant promotional work was essential.

Incidentally, London has its own approach of the London Cycle Network Plus (LCN+) and borough routes which has brought a substantial increase in cycle usage, but this approach is not appropriate in many places, if indeed anywhere else in the UK.

Policy RT2 states “In the regional centres and regional towns and cities . . . local authorities should develop an integrated approach to managing travel demand which focuses on the need to reduce the proportion of car-borne commuting and education trips made during peak periods. Pre-conditions for when the introduction of demand management measures will become necessary should be defined in local transport plans. The effective reallocation of road space in favour of public transport, pedestrians and cyclists should be considered alongside parking controls and other fiscal measures.”

The policy could well be applied more widely: traffic generation from surrounding areas affects these towns and cities.

One approach to providing cycle routes, and especially for school travel in most urban areas, is to establish networks primarily on minor roads. (This approach may have originated in the London Borough of Hammersmith and Fulham; it is now being applied in two Merseyside districts. In Oxford it is part of a ‘twin networks’ approach; elsewhere routes on major roads could follow those on minor ones.)

Providing routes on minor roads involves crossing major roads. This does not add to the delay of most journeys on the major roads except for a crossing at a critical congestion point. Most of these are in town centres, where a signalled junction with a pedestrian phase is required, so providing for cyclists will not much extend the signal cycle.

While many current policies for cycling may sound adequate, they will not be effective in reducing demand until 2021 unless they are carried out much more rapidly and whole-heartedly. The methods adopted are significant. This is why we recommend our proposed additions to the draft RSS. These include new paragraphs following paragraph 10.26 (the numbering is only to indicate the place in the text):

“10.26.1

Walking and cycling may be better treated together in many suburbs, though perhaps not in city centres. Once enough links to provide routes to school for most schoolchildren have been developed, together with links to town and district centres, a network providing routes for most journeys will have been established. Then further routes, which are likely to require the reallocation of road space, may be developed.

“10.26.2

Planning a network is a valuable exercise. Even if it will be some time before it is developed, the plan enables segments of it to be provided in any new developments and highway improvements, producing cost savings. Provision covers not only whole links but also facilities at junctions and other sites that act as barriers to walking and cycling. Any new major development should have high quality facilities. Where one is close to an existing development, links in the new development reaching into this one will be needed, even if the existing one is still to be provided with its own network.”

The networks provide wider benefits. We also recommend adding, at the end of paragraph 10.27:

“Urban networks linking to these off-road routes provide wider access to them, and enhance the benefits of tourism on recreational routes.”

Our recommended changes to Policy RT7 would also help to clarify policy aims:

“Local authorities should work with partners to develop connected networks of continuous, attractive and safe routes for walking and cycling to widen accessibility and capitalise on their potential environmental, social and health benefits. A high priority should be given to developing safer routes to school for all local children.

“Local authorities should ensure that proposals and schemes for new developments incorporate high quality pedestrian and cycle facilities, including secure cycle parking. Recommended routes in new developments should connect with those in nearby developments, whether these are actual or potential.

“When considering improvements to the region’s transport networks, scheme promoters should take the opportunity to enhance walking and cycling provision, including appropriate signing, whenever possible, having regard to future potential.”

(The alterations were made using ‘track changes’ in our original response, where reasons for them were given.)

As we pointed out in our response, car usage can be decreased by the combined use of cycling and public transport. Passengers can travel three or more times the distance to most access points of public transport by cycle than they can on foot. This can increase the catchment area for passengers by a factor of about ten, though the number of passengers could be appreciably less because of variations in population density and the larger catchment zone might overlap those of nearby access points. We therefore recommend, as before, adding at end of third paragraph:

“Cycle parking should be provided at rail stations and major bus and coach stops.”;

and also, in paragraph 10.3, inserting as, say, the penultimate sentence:

“The catchment area of an access point of public transport can be increased by a factor of about ten by use of a cycle compared with walking.”

Policies for cycling will be more effective if there is a favourable culture of cycling. We would again like to draw attention to the recommendations we made in our response that would help this to develop. We recommend adding at end of EM3:

“. . and on routes developed to a high standard and recommended to pedestrians and cyclists in order to help attract them.”

The reason, as stated in our response, is that it’s important not only to have paths in greenspace, but also to green urban routes recommended for walking and cycling with trees and smaller plants to make them attractive.

We recommend adding three words to the third means of promotion given in paragraph 9.1, viz.:

“ensuring provision of decent facilities – to encourage sport, physical activity and healthy living, including in travel;”

The reason for this is that physical activity may be obtained not only in space dedicated to it, but also in daily activity such as walking. Indeed, for many people who do not wish to have vigorous daily exercise, their main source of exercise may be in active travel. This is supported by the sixth, eighth and ninth means of promotion set out in this paragraph, but needs more explicit mention.

We recommend including as, say, the fourth example of issues of access that become increasingly relevant when more specific health and education issues are considered:

“safer routes to school for walking and cycling;”.

Our reason for this is that education is a service which it is compulsory to take. Families without cars should be given good access. Appropriate highway designs and regulations can provide this, and they would help many families that have cars too. What is needed may be provided through travel plans including walking and cycling, supported by the local highway authority.

Finally, we recommend inserting a new paragraph after 9.24 something like this:

“Many residents need cycles to provide local access and help with carrying shopping. Arrangements should be made for the accommodation of cycles, either within the residential buildings or within a secure building outside.”
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