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In this issue we publish another selection
of the John Roberts reports from his Lon-
don based consultancy TEST. These re-
ports were decades ahead of their time
and a salutary reminder that in many ways
we have all the evidence we need to show
that endless growth in vehicle numbers,
car dependency and distances travelled is
avoidable. Roberts calls this “trip degen-
eration”. Like Mayer Hillman in the 1970s
Roberts was well aware of the multiple
advantages associated with increases in
walking and cycling and the benefits for
traditional retailing and high streets |, -
destrian areas.

The prolific output from the TEST consul-
tancy is a reminder that in many ways we
do not need more research on sustainable
transport. We have known the full story for
4 decades and yet politicians still refuse to
embrace the shift in priorities and spend-
ing and sustainable outcomes that Roberts
advocated.

In many ways the political situation around
the world is much worse than it was in the
1970s and 1980s. In the UK the exam-
ple of Shropshire Council, the highway and
transport authority for this English county,
is typical. Shropshire Council refuses to
adopt 30kph speed limits to protect chil-
dren and other vulnerable groups, reduce
road traffic danger and promote walking
and cycling. The same council can find
over £20 million to part fund a small sec-
tion of road near the town of Shrewsbury
and at the same time it cuts bus funding
and talks about closing the bus station.
Walking and cycling conditions in Shrews-
bury are very poor quality and air pollu-
tion is a problem. Public Health England, a
national public health government agency,
reports that Shropshire has “a significant-
ly worse record of killed and injured on
roads than the England average”. Shrop-
shire Council which is responsible for road
safety has done nothing to address this
finding and refuses to accept World Health
Organisation advice on the need to adopt
30kph/20mph as a scientifically proven
method of reducing death and injury on
roads.

S!rops!ire Counci‘ is a very c‘ear exam-

ple of the political rejection of sustainable
transport insights and policies that will re-
duce congestion, pollution, death and in-
jury and improve public health and this is
unlikely to change.

We are very grateful to the Foundation
for Integrated Transport for its financial
support of the time consuming process
of scanning and preparing for publication
these TEST reports and grateful to Andrew
Williams who has done this work

http://integratedtransport.co.uk/projects-

funded/

John Whitelegg
Editor
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DlIcCe AMMN DCNCESTODIAM ADCAR

ABETRACT

Aocesa to pedeatrionised shopping arveas {o
gemerally better, world-wide, for vate cars
than for busss. Imdeed, thie study caleulates
that im 183 of the UK's 500 or so pedeatriom
shopping precinots only 13% oan be said to have
acaeaa by bus as good aa, or better than, access
by private sar.

This is diffioult to wnderstond when set agatnat
four atatementa. The first, by the Department
of Tremaport in 1378, says 'In shopping aveas
acogss to buses should be at leget as convenient
ag te car parks.' The seamd resulte from the
Waat Midlands PTE atudy's finding that public
transport users contributed 6% of the retafl
urnover in Birmingham City Centre in 1878, The
third oonserna the low emsrgy use md road ocou-
pancy per passenger—km of buses. The fourth is
that the bue makes very moderate dememds on oty
cgntre parking apaos.

Thia etudy ohows tern examplse of eities that have
aonasiously made acceas by bus at least as good
ag by oav. Tt consludes that mush oould be dome
to improve present oonditione for bus users else-
where, when they are wishing to reach amd leave
pedestrianiazed shopping areas.
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O suMMARY

0n.m
Several factors account for the swponential, world-
wide, rise in the nusber of shopping strests, set
aside primrily for the use of pedestrians, pver
the last thirty years or so, The most imgortant
ire improvements in environment asd personal safe-
bri supprt far inner shepping centres againgt
comgetition from outer area newly built centres;
ind the political s1$niﬂ:ann of & prestiglous
city centre. (This 15 not &g say that pedestrian
shopping areas do not aecye city-wide; rathar
that the majority ore in older central AreRs ).
Inﬂumﬂni B above considerations are great

n personal mobility - both & cause of
environmentsl degredation and a suppert for all
types of shopping centre - and, when the shopper
has arrived at the centre, an increated spending
pwer resultieg from greater afflumnce.

.02

If only convarsians of a11-traffic shopping strosts
to ones primarily for pedestrians are considered,
within a limited time parisd, and omitting many
schemes with inedequats data, then the findings

arg imteresting. West Germany went from oneé such
dcheme 1n 1929 to 197 in 1973; (SA and Canada
from one in 1959 tg Moin 1976: K from ane in
1967 to 106 in 1980. Thess countries are then
considered in more detail. Mhile thore ars graat
differences in approsch, & number of ORI
emerged. Thus, both West ill'lll:’nm:l ¥ had a
similar proportion of metwerics {69% and 5% respac-
tiwly of the total nusber of pedestrian schemes),
while North Amerfes had oily a tiny proportion o
eborks, The mean length of the schems varied
fron 750m in West Germany, throwsh 615m in UK to
§13m in North Amevica,

0.03

In terms of mesns of transpart used to reach the
shopping precingt, in West Germany 251 of the
schemes had public transport running along ut

least part of them, while 75% had bus ar tram staps
either adjacent or within Sy distance, 9 of the

70 Worth American schemes had some form of public
transpert rumming along them, As with Nest Germany ,
UK has public transpart on all gr part of 25% of its
schemes and a high proportion with hys stops within
S0 of the scheme. Inm a1 countries car parking
provision was normally elaborate, very close to

the precinct, and ?ll‘li‘l‘l'l'l;l' providing a higher

lewel of accessibi 1ty than did public transport.

Q.04

After & Brief review of the Titerature, the second
chapter looks at prebless of access £0 an improved
shopping envircsment, The recanmt decreased patron-
age of bus services in UK [eompared with increases
n many ather countries] has been caysed by Tow sub-
sidy levels, pricing policies that encourage peopla
o transfar to private cars, and in come cases poor
provision for buses near to pecdestrisnised shopping
areas. These pelicies seen completely unrelated to
the Dapartment of Transport’s 1578 Statement "In
shapping areas access to huses should be at Teast as
convenient a5 to car parks.' Spme bus operators,
including some PTEs, arg mewertheless striving ta
maintain a standard approaching exeallenca: perhaps
they hava been inrluenced by the Mest Midlands PTE
study's Finding that Public traniport wsers contrf-
buted 5% of the retail turmsver in Eirmingham City
Centre in 1978. Persaps these dperators wish to
emphasize the low energy e, per padisngar-ks of

the bus, and itg extromely efficient use of urban
movement space,

0.05

Five types of pedestrian precinct of both singla
Streets and netwarks are displiyed, and classi-
Med according to the meams of acoeas hy baus.
The classificaticn iz thon applied to 183 K
places: the most frequentiy n:l:l:rrmg pe 15 &
netuork on part of which & bus runs [J0%); the
next most froquent is 3 network whers thers is at
least one bais stop within 51-P00n of some part of
Ehat netwirk [about 204). Howmver, the types re-
garded &5 havieg access by b el to, or botter
thin, by car are representative of only 13,1% of
the 1B} schemes,

0.06
Sutton High Street in south Londan is aiplored
33 an wxanple of & rather usgatisfactory compro-
wise - while the High Street 4% graduslly being
pedestrianised |increnentally aver several YRAFS ),
buses Rave Targely been excludes from the whale
street right from the outset, though cars still
have aceess. Is teomg of accessibility by pub-
Tic transport, Sutton High Street is an object
lesson of the difficultiss facing sperator,
general public, amd dowot]ess politician, alike.
The advantage is gradually mowing away from pub-
16¢ transport toward the private car,

0.07

Thic chapter concludes with Further discussion of
the literature, o public prefersncss for shopping
streets with and without buses shiring the movement
space with padestrisns, The conclusions are equis
wackl, depesding on street width, lews] of car
ocunership, sther aspects of a netwerk, the respon-
dent's sxparience of pedesteianised streets glse-
where, and other warisbles, tiwever, one author
concludes that if peonle clearly understood the
dccess problems connected with ﬁusu that are
somewhat removed from pedestrian shopping streats,
they might more Trequently respond iR favour of
bus and pedestrian Sharing schemes.

0.08

The most substantial T&rt of this review considers
waanples of successful sccoss by bus to pedestri-
Enised shopping sreas. The bulk of the discussion
SurFrounds gen case studies - sewenm din England, and
one gach in Framce, Sweden and I5A. The locations
WEPE ChOgen B0 show o wide ramge of wrban charag=
teristics, problemns and silutioms, and hopefully
to illustrate some of the less pudliciued British
sthemes:  thus, sbvicus contenders Tike Leeds and
Marwich have boes excluded,

009

Bocauwte of the differences butween ssch of the
cage studies, Jud?eunt on their comparstive per-
formance {5 restricted. Populatien range

1 000 1e Durham to nearly ? millign §n Himmeapalis,
wnd this seess to hear 1ittle relatianship to the
amount spent on, and the semsitivity of, the
scheses. Nor does population relste to length of
network: Mewcagtle has teige the population of
Uppsale though their metwirks are very simllar in
length, whila Durhan's metwork s conparable to
Exeter's, with four times Durkam's population,
Uppsala has the Tongest streteh of strests pang=
trated by buses, followed by Mirneapalis: in the
other case studies [except Besamcon) it ¥arips

World Transport Policy and Practice
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between Z50m and 455m.

0.0

Public attitudes to bus and pedestrian streets are
split within those case studies reporting such im=
formation. In four cases the arrangement was appro-
ved, while in two it was felt the buses should be
removed. In terms of accessibility, in a densely
built=up area 1ike Wandsworth a high proportion
travel to the pedestrianiszed street on foot. Dur-
ham, with the lowest level of car ownership among
the case study aress, had the highest percentage
use of car for reaching the pedestrian area, among
the Five case studies providing modal split data.

0.11

A crude measure of accessibility was devised. This
showed, on the one hand, the cumulative number of
car parking spaces by distance from the nearest
point of a pedestrian network. On the other hand,
and in no way to be compared with the dissimilar
features of the car parking graph, the cumulative
number of bus stops by distance from the network
was illustrated. Barnsley, Birmingham, Minneapo-
1is and Newcastle had the best accessibility by car,
on this basis, while Birmingham, Minneapolis, New-

E?st1e and Uppsala had the best accessibility by
US -

0.12

The study concludes that there is strong theoret-
ical support for excellent bus access to pedestr-
ian areas (low energy use and low use of movement
space per passenger=km, and small demand for

central area parking). There are also the two

very significant items mentioned in para 0.04 above:
Central Government support and the economic bene-
fits of good access by bus to pedestrianised shop-
ping areas.

0.13

Why then do bus wsers have, in general , poorer ac-
cessibility to pedestrianised shopping centres
than car users? Various possible Elp?lﬂit‘iﬂﬂﬁ

are suggested: political; the inertia of officers
who have lived with a scheme for a lTong time;
inadequate explanation given to the public when
their views are sought on whether they should or
should not share their street with buses; and
lack of investigation of alternative ways of rou-
teing buses close to a pedestrian street,

0.14

Many British shopping streets remain to be pede-
strianised. Perhaps sufficient lessons have now
been learnt to ensure that 'access to buses should
be at least as convemient as to car parks' is mot
a4 pious hope, implemented in a few isolated, if
splendid exceptions, but a concept to be applied
widaly. There appear to be much evidence to sup-
port it.
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1 GROWTH IN NUMBER OF PEDESTRIAN SCHEMES

1.01

Over thousands of years people have exchanvged
goods, tokens or money for other goods that they
needed to sustain or enhance Tife, The esviron-
ment within which these tranzactions take place
has become increasingly complex, the principal
changes being a mowe from out of doors to in-
doprs, & differemce in the size of places for
exchange to take place, and a greater concen=
tration of the 'exchange' activity. Onmly relas=
tively faw such places, until recently, have
provided sdequately for the safety. comvenfence
and enjoyment of ﬂ:uﬂ coming to buy goods,

1.02

Toe sxceptions all have one similar character-
istic = they allow people to shop in the gemernl
sbsence of other trafiic, Before the teentieth
century, arcades were built [un;{ in the UK, ar
the Galleria in Milan, for esample). [slands
sometimes were not suited to vehicular traffic
[Yenice, for example) or climatic extremes
created the need for enclosed and heated or cool-
ed shopping centres (towns im northern Sweden

or Canads, and various tropical towms],

1.03

During the twentieth century & mmber of causes
heve led to & dramatic growth in pedestrian only
shapping aress. MAmong the causes are:

1 the increase in disposable fncomes, leading
to more shopping activity;

il the rise in car owrership, which has meant
more congestion of shopping streets;

181 an imtreased demsity of people and wehicles
has led to higher accident rates; 1% has
&l5o meant that more people have been
subjectod to wacceptable Tewels of noise
afd exhaust pollution esitted by welicles;

i & neeersl Asrlins dn snddronmontal Ao lddee

Traffic Engiresring I1900; 7. NWILoipal
Joural 1973,

¥ a desire to maistain or increase spending
in shops [esrtainly in the majority of
pedestrianised shopping streets, turnover
has increased - sse Figure A).

Throwghout this review the term “pedestrian only’
16 used for simplicity: all streets generally
require access for emergency traffic; some
permil disabled persons' wekicles, others permit
servicing on a restricted time basis.

I the demands for improved skopping conditions
from both customer and s=1ler are cospled with
eivic pride, it is not surprising that, (given

a suitahle ecompmic environment) we have witnes-
sed the great increase in pedestrianisation ower
the last fifty years. This has occurred in many
countries of the world,

1.04

How significant is the change in the shoppers'
environmnt that results from pedestrianisation?
Apart from data im the case studies in Chapter 3,
& fow pramples may be given. Table 1.001 shows
some changes in noise lewel, A restricted docu-
ment of QECD (1978) shows that in 1056 CECD-zres
cities, nofise levels were reduced in BES of them,
while there was 4 marked decresse in air pollu-
tlon in 72% of them. As wight also be eaperted,
traffic levels, amd therefore sccident rates,
also reduce substantially after pedestrianisation.

A
Redzra s
WITH MEES, CARS ENCLUDED
[hickmater, West Street 708 ma
Lefcester, Gallowtres Cate TR o
Reading, Broad Street L -] B

. AR S i s e

PUWETS. IME 1907 ACL 15 MOFE APPFUPTIELE TOT
euperimental closures.
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1,08

Given what his been safd stowe, 1.e., the high
level of public demand for pedestirisnised
streets, the clear sdvanisges in reducing
shvirommental pollution and accidents to pedes-
trians,. the benefits (wsuslly} to traders, and
aveilable Tegidlaties, one might expact such
streets to have appearad in ever increasing num-
bers. This has tindeed happened. But there re-
main many cases where Aothing wery much has
kappened. The sxplanation 15 of course, politi-
c.l?. Thus, in London, 1% eesed Chat the sirength
of opinicn in Favour @f carg mst be 3 primary
#planation Tor the limited sumber of strests
that have been converted for pedestrisn uge,
Internal fonflicts over budget spanding OF=
ities have delayed oF deferred schemes =lsewhers,
In West Torkshire, which has an adwmirable record
of pedestrisnisation in Leeds, akefield and
plsesigre, there are now pressures to change
some pedestrien streets back to all-traffic omes,
In many towss and cities strong Yeelings arise
about Bus afcesk [to OF Within pedastrian strests),
whare politicians consider bus users &5 wery
mch secondary S0 car uler, oF whare & Fajority
of stresl ufers edy they & not want to share the
space with buses [see the Hewcastle case study,
Crapter 1]. In Ocfordshire the ounty wanted
cirg b5 have accels to medt of tha City cantre,
while the City Coencil did not want this, and
the City's view prewailed. In Mottingsamihire
o the County's and City's viess did mot Coin-
cids, msulting 1 the demise of the City's
policies for bus priority. Ageis, Wendsworth's
traffic mankgement schems, a1loWing im"l
rigbeg For cpclists and @ mduction of through
traffic in residential areas, was throws ol
after the GLC and Wandsworth chasged palitical
allagiance, Finally, in v of the came studies
in Chapter 3, officers of the Tocal authority
comcerned seid that palice conservatisa Rad
fmpaded development of Uhadr pchemas. Thus,
thera geems [0 ba 3 general attitede that it

feile 1.08: Froportion of OECD oitlon with or
o pirian mones,
Sourow: OECR TATE

‘!-:p' countrigs aré sacluded from Table 1,00
which therefore distoris the progress in
pragstrignisation world-wide, including those
scheras fm less developed countries, OF thoss
taentries im the Table, the best dats have been
feund for West Germany and North Mmerica.
Resaarch for this revies has comcentrated en [,
wiire no recent comprabensise 1isting and
classification of pedestrian streets enists,
nd these thees countries are nov disossed,

Wit Giveaarmy
1.08

Mgl (1973) provides a thorowgh description of
Hest German pedestriss argas o to 1974, The
information covers & range of 140=200 towns and
clties, Clearly masy more schemes have becore
operational since then, thoush no more recest
survey has been traced. Morhein's matarial,
ENIHI pumsariged, i3 as follows. In 1974,
95 of the Wast German cchemss were nebworks
[ty or more di fferent streets connected to
sach other):taking proposed extensions into
sccount, this properifon wad forecast ko rise
to &L by 1580, 4% of the pedestrian aras
were Forecest to incresse s size by & factor
of two oF more.  Bbout SOE of the schems wers
in towns with & pspulation Tess than 50 000,

1.09

In 1974, the moan aversge length of strat (orF
the total length oF sbreets in a nebeork) wes
Thom. 2% of the scheses had public transport

| |
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runfing along at least a part of them, while
T6% had bus or tram stops either sdjscest or
within 50m distance, The same proportion [76I)
had car parking of 100 or more places either
adjacent or within 50m, While 1t 15 wary
difficult ta attribute new road construction
to the digplacement of traffic from pedastrian
streats, abowt one half of the towns in 1974
had built méw roads which appear to have been
rated in this way; many of the remainimg

1f had po new central area road schemes, and
mny could not be attributed specifically to
pedestrianisation,

1.10

An impertant outcome of Monheim's amalysis s
that shop delivery and cellaction took place
withis the pedestrian street in 76% of the
leeations 1isted im 1974, The main reasons for
introducing pedestrianisation were 'Timely

far town planming and improvement of image”
{364 of the scnemes), ‘Batter for free time
and eveniegs’ (197%), ‘“Attractive to Shoppers’
and 'Better traffic safety’ (each 12,5%).

dorth dmerios

.1

Drambilla et &l é‘i!'!'?ll hawe produced & compendium
on 70 Anerican (BT USA, 3 Canada) urbam malls
gstablished between 1958 and 1976, Their data
are rot as elaborate a5 Monhedm's, but some com-
parable findings &re given herg, Two of them
are networks, but the remainder are linear,
single streets extending aver one 1o twelve
blocks, The mean average city population was
179 330, with sbout 37% of the schemes fn towns
with & population less than 50 00O

.12

Up to 1976, the mesn average length of pedestrian-
jgation within each city was 513m. 9 of the

70 cities had some fore of punlic tramsport
punning along the street, while virtually all
gities had ample car parking, as would be eapected,
The Amgrican grid pattern of strests seems 0
provide some surplus capacity which displaced
traffic can take up, for ned read construction
attributshle to pedestrianisation is very rars.

1.13

E3 of the Morth American schemes had unrestricted
ar restricted servicing access to shop frants.
Monheim's West German data do not include means
of transport used by shoppers, but the Rorth
American mean, and some exceptions, are shewn in
Table 1.03 balow:

1 mam af IFeRApart s

[T Winm=  Lidl il
ciui e ipalin Laning BalRimeed deipein

[T Y] 1.1
I 1.1
PRI ow m

£ar H.E
B, Erile, wal 11 @

u
wlh, il i = 4

Pahls 1,08 Mepts of teowport usad by hoppars
o peach Nerth Amarioa melln,
Sgwpea: Broebilla ot al 1977,

1.14

It iz motable in Table 1.03 that whereas the maan
for the 70 cities was only 13.6% arriving by
public transport, for shopping in Minnespelis and

13

Philadelphia the street is & bus 'transitway' -
f.e, padestrians and beses share the mvement
space, and bus users have excellent sccessibllity
[the public tramsport &lement of Fhiladelphis

1% 26.2% bus, 30.2% tradn, and 2,79 taxi),

Unmitend Kirgaor
1,18

Data for the United b'dn?d':i were partially derived
from non-compreherdive 115ts prapared at various
times by the Department of Transpart, the
hgsociation of District Councila, the Ciwic Trst,
the Hational Bus Company and QECD, Becauwse there
15 no comprehensive 115t, TEST circularised all
UK Chief PIuan% Officars at County ar equivalest
Tavel (54 in Englend and Wales, 12 Scotland, 6
Worthern Ireland, 3 Island authorities). Of the
T8, 65 (B5.6%) responded, in & few cases refer-
ring us to thelr Mstrict Councils [a further

62 letters, with 37 replies - about &0%). The
replies, overall, ranged from estresely detafled
reviews of a County's or District's provision,

to short letters saying there were o pedestrian
schemes in the area. A1l of these dats will be
tabulated in TEST's forthooming publication

see paragraph 1.28); only the principal find-
ngs are presanted here, essentially for compar-
a0 With the sections above on West Germany

and Morth America,

1.18

From the total data set referred o above, TEST
holds some details on pedestrian schemes im all
English and Welsh counties, in 10 out of 12
Scottish Regions, in 2 out of 3 [sland authorities,
and some for Morthern [reland. MNorthern [relamd's
pedestrion areas are considerably affected by
security messures. The tabulation referred Lo

in paragraph 1.15 will be organised by country;
county, region or similar suthority; district or
similer authority; and fimally ‘place’. ‘Place’
in & sense 15 subjective amd not necessarily

& local authority area :trm*h many were before
local gowernmnt reorganization in 1374). How-
ever it is recognisable as a distinct fecation
for shopping and ite pedestrian area 15 quits
saparate from another “place' within the same
loca]l authority (45 am example, in Che Mect
Midlands County, Dudley, Halesowen and Stourbridge
sre 211 separate and recognizable places within
tha Metropelitam District of Dudley). The re-
search his jdemtified some 456 places in the UK
With 3 pedestirian shopping scheme of some kind in
1983, [t is unlikely that the total, if & com-
plete data set were available, exceeds =00,

1.7

0f the K schemes, about 655 are metwnrks amd 6%
single streets. The medn average population

of 324 of the PHEI‘.‘E described in the Ill‘l!'l"lﬂllE
paragraph was B4 M58 in 1971 {of a total papulation
of mearly 21 million). 61.7 of the 324 places
had & 1971 population of 50 000 or less, & higher
Pml‘t‘iﬂﬂ than West Germany and a comsiderably
higher praportion than Morth America, thowgh

thers are differences Inm administrative area

that determineg the population,

1.1

Far 77 UK schemes ;Ii‘l of the total kmown), the
nean average ]‘Bﬂ'ﬂt af a scheme [& til‘lﬂ]&
strest, or all the parts of a network) was §15m,
a midday point between W. Germany, which has many
extensive networks, and Morth America, which has
few metworks. A non-random semple - 1.2, those
places for which data are held - of ZB4 places
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shows §%.43 having buses vusaing along a pedes-
trianised shapping street or in part of & net-
work, 4 guite remarkable correspondence with
the West Garman proporticn. For a sample of 19
pleces 961 had bus stops adiscent to, or withim
G0m of the pedestrian scheme, for B9 places.
MY had aff-streat pariing within Sim.

1.1%

Sgrvicing arrangements for British schemas were
investigated for a progpertion of the 1006 streats
{dentified, This total includes individual
gtreets within a natwork, as well as fsolated
strests, but newly=butlt emciosed skopping
t-ﬂ;ll count a5 one.  While there are

usually several 'strests' within such centres,
our data on them are sparse. For these
individual streets, data are held for 97, or
B.9% of the total, OfF this melatively small
praportion 54% allow unrestricted servicing to
the shep front; 318 permit this, but within
rostricted tine perisds; 115 have roar servicing,
and 3% hawe servicing below ground lavel.

This chapter coscludes with a brief look at the
literature which takes an overview of pedes-
trianisation and the processes leading wp to it
BECD [1975) held & conference on "Batier Towns
with Less Traffic’ which inwestigated the effects
of traffic mstraint policies in varfoss OCCD
countries, Weile many towns hed already pedes-
trianised parts of their central aras, the
Conference conclusions urwq sugported contin-
uity of this action. TRAL (1977) publithed the
results of CECD's Special Research Group on
Pedestrian Safety which, inter alia, defined

and deseribed examples of the variows types of
street in which pedestrisns have preferential
treatment. OECD's third important publication

i5 'Stregts for Peaple' (DECD 1974). Geewinghaus
[19797) mast be considered high in the comprihes-
sivenass and cogt (E37) lpague table of general
wirks on pedestrisn areas, while Europa Mostra
mave provided as 11lustrated review of pedestrian
streets in Curoge (Perkin n.d.). TEST produced
a roview of pedestrien activities and probles,
with o wery lrr snnotated bibliography
[Elkington at &l 1376), and Copley and Msher
{n.d.] perfarmed & similer, §F less pxiendive
service, while Garbrecht's paper of 1976 has

uh imteresting bibliography. The GLEC [1972)
reported 1ts study tour &F Curope and North
Bmerica, Hillmen and Whelley (1973) fallowed
wany pdvocates in asgerting that “Walking s

Tr rt" while Thosas and Fottar [I‘?J'J'?
speculated om & future without cars.

1.21

In terme of ro?mnl stpdies, in the USA the
works of Bramb11la and Longo (1976,1977),
Rudofsiy [1965) and Pushiarev snd fupas [ 197}
are purticularly sfgnificant, 8rambills and
Longs"s "American Urban Malls: A Compesdium’
rovides much base data for paragraphs 1.11-
4, putlications on Mest Germamy,
Wshgin [1975) provides Dll"hag'l the most
compredent ive set ol information for any
country. Smith {1977) f3 far lass ambitious,
giving a Bricish vied of Geman davelopments,

1.82

Therg are many studies of British schemes and
their background. The Maltiple Shops Federation
1063) snd its swccestor, the British Maitiple
tad lers Association (1980)kave offered quide=
Vines, and support, for the crestion of pedes-

trianiied shopping centres. Dalby {1973) alsa
explored the relation betwsen pedesteiars and
shopping centre leyout. Parker and Hodle [19/5)
demonstrate the paucity ef recently created or
canverted pedastrian argas in London, following
the Lomdom Amenity and Trassport Association's
(19730 plea for & palicy, This was preceded by
& special 1ssue of OFFicial Architecture and
Plannimg (1970} on pedestrizn planning.

1.23

Whon comgidering the principal inberest of this
Feview, But acceds to pedeitrian aress, there
have been taveral international studies (see
for example Burco 1972, EONT 1373, MATO 1976,
OECD 1973, TRAL 1973}, For Britain, the
Natfonal Bus Comoamy (19753, 197Ha) has reviewsd
bus priority schemes, amgag which are buses fn
pedastrian ctreets. Dalby [1976) investigated
space-skaring by pedestrisss and vehicles in
Oxford, while Goddard et a1 (1977) advocated
close Ticks batwedn buses and pedestrian aresd
for the Greater Glasgow PTE. A report was
presented to the P“l!l‘ll‘l‘ll‘lﬂ and Communications
Folfcy Committes on buses im tiwn cenbres (GLC
1979] , that advocated a comcept previously put
formard the Department of Transport {1978):
‘In shopping areas access to buses should be at
least as comvenient ag to car parks', Many be-
Tigwe that acoess to buses should be better
than to car parks. The Association of District
Councils (1978) published part of the response
to & questiormaire circulated among 115 members,
From this can be deduced & numbser of pedestrian
areas that hawe bus penetration, thuugh | I‘lﬂl
progartion of District Councils did not answer
Lthe guestion.

1.1

In 1381 we can expect TEST's 'Pedestrian Precinots
in Britain' and P.0. Bradburn and D.1. Hurdle's
'Planming for Butes in Grester Londos: A Guide
to Infrastructure Bequirements for Butes' to be
publisked by the Greater London Council.
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2 PROBLEMS OF ACCESS TO AN IMPROVED

SHOPPING ENVIRONMENT

&m

In & shart review 1ike this 4t is impossible to
look st every means of veaching a shopping area,
Lerge cities hawe underground, surface and over-
head rall systems, cars and taxis, buses and tramg,
cyclists and people walking, [m small townz,
while rail may be absent, all the rest are avi-
dent, This review therefore concentrates on Bus
aceess to pedegtrian areas, though some compari-
sond with the private car are provided. [n 1972-
1973 and 1975 the average modal split for all
shopping journeys during a week, compared with
studies In Sutton in 197 amd 1979, were 35 EhoWn
in Table 2.01 below.

The Rational samples smooth out 3 very wide range
of mdal splits, which are greatly influenced

by levels of car oweership, and Lﬁ: availability
of & Bowekald car W those wishing to use it
fiar 'll'mi'inﬂ purpdies, by region, [Further data
on the means of transport used for shepping may
be found in the case studies in Chapter 3, Show-
ing wide variations between localities.] The
data in Table 2.01 also tell u mothing of
temporal variatfons - a Righer propartion of
iI'H:I[INI'I! Journeyd i3 made by car oA Saturdays
than during the wesk. [t is interesting to

mate that im the Matiomal Bus 's Market
Fnalysis Project, greater tham 50T of all
shapping journeys are made on fool (Jones 1980),
hecording to am GPCS survey in 1975, with 2621
fully completed imterviess of persons aged 18
years and ower 1n Great Britain, the mean walking
dittance per day for shopping purpose: wad 0.5k,
Peaple of 60 yesrs and over walked sorewhat
shortar distamces than tha 18-59 growp, bt
women walked over twice the distance that men
walked, {Todd snd Walker 1980},

%

Malioral wampis Sofon  oampies
TETETH VeI BT R

Pl waragpe 2 " Fo T
Car, vart of lnsty T4 15 s 434
Wak 558 48 a4 323
Dt vl transpan 28 1 1 ik
Z.02

There §s also 4 3ignificant difference in the
conveniance of bus and car wie for shopping. As
a generality cars are much more easily reached
than bus stops &t the home ead of & journey,
while that situstion often révéries at the
shoppieg stregt end of the journey. Goddard et
al [1977) in & paper prepared for the Passenger
Transport Executives' Flanming Officers Group,
expanded an this theme. They noted that the
ronstruction of ring roads around Cemtral

dhopping aress tended to permit cars to resch
car parks, #hd servicing wehicles to reach shops,
while moving butes further away. Howewer, &5
they point out, cars tend to be parked on higa-
valug land, The bus, on the other hand, can
carry 4 large number of people imto 2 town
centre with relatively few movements, a mxini-
sation of movement space, amd & minimisation of
parking space; its cmvironmenta] intrusion is
alsn argued to be mimor

2.0%

Coupled with the relatively modserate matiosal
proporticn of public transport for shopping
journeyd, teere it a decling in hus and coach

use For all purposes. Though this 15 not whally
unigue to the UG, Eerridge (1979} points put that
its average asmual rate of decline 1966-1976 is
greatar tham any other of 13 devaloped coun-
trigs which he discusses, Karridga shows thet
decline in the UE §5 not an unavoidable evil,

and cites many eximples where patronage of bus
sarvices 15 iecreasing: through policy decisions
to subsidise bus operation, or through speciel
road Facilities that speed bus Flow oF make buses
more sccessible to users amd their destinatioms.
Town and Country Plaraing [1980) motes that simce
the 1973 0il crisis, the mmber of passengers oa
buses, underground and commuter railways in the
IGA has fncreased by am average of 4% & yeer,

“and public transpsrt tystems in cities such as New
York, Chicage and Los Amgeles. . .are now Bursting
at the sears' and Carter mas called for £10 billion
to go to public transport gwer the next 10 years,
In Sweden, positive government action 0o reduie
fars levels has msultad in a significest incresse
in public transport wsers, However, in Britaim,
Ttusrt (1000} shows how bus services have Boem Wit
by economic recession, and public palicy. OF the
largest operators, Greater Manchester Tramsport,
West Midlands PTE and London Transport have a1l
experionced substantial reductions in paisenger
journeys. Their remodies, of cutting services or
raising Tares are highly questionable at a time
of enerqy shortages, Howewer, the operators see
o ather solution when Ceatral [amd Tocal)
Goverrment deny them levels of subiidy that begin
to anornach those in laroe comtimestsl Ewrcoean

i with reduced avallab®lity and increased cost
of vehicle fuels, buses are mech more efficient
than low-occupancy cars in terms of energy
consumption per personskm.  They occupy far
less space per person moved and require mach
less parking space: these are importent consid-
eratigms for whan cembred in Terms of both
bigh Tand values and quality of envlronmest
[see Taylor 1977).

ks hns bean noted, bus patronag in other
countries 15 fnereating, and i3 also doieg so
in UK where there are positive policies in its

i
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and against the lack of comparable data else- r-h o i
where, thage Factors do ot diminfsh ks

significance, 1t 4% {meic to road that the Minius (of simdar) shatms
Tory West Midland County Cowmcil want to
off-load the Toss-making Centrebis Services
to the private sectar {569 H1n'u1r.ghr|r| Case
Study fm Chapter 3 and Jehngon 1580].

108 car, 56% bus, 9% train, and 15% walk, LT""" T uig
1l

0%

Without doubt, case for convenfent accass
by bus to :lamtri-:nlwﬂ shopping streets i3 very
stromg,  Howewer, what is found in actuality doos

nadk slumer masraes omownll o fa bhie daed esd

At Teast one bus stop AL east one bus stoo

of prdestrian nebwore.

Iﬁpﬂ A, with buses shering the shopping sireet BB :‘ Typs B, beed cross Dllilitﬂln streets
with pedestrians, s deamed to give the hest N parts or whole of network

Tevel of accedd by Bus: sccessibility decreazes
throwgh ta type . Similarly, with byps AR,
the best level of bus access 1s found for 2
network when Buses run on p4re or whole of the
network, while type EE provides the worst level

af acoess by bus, In comparisom with aff-streel
parking, a bus stop on & skreet of Lype A must DD At leant ane bus stop within S0m of some

give & better level of access than by car; part of B sabuork
however, n all the other types ACCESS Dy Car

covld be at leost oa geod, 1F not betier, than 2
by bus. The reasoms for tafs are: EE gl e e A

cc A5 Type C, ®inibus tervice operates alon
parts oF the whole of the metwork

present 0% of the 456 places identified that
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have the same Torm of pidestrianised shoppin
ares. The 183 placed aré analysed in Table glﬁ‘,
With the reservations s pavagragh 2,08 cluri_'.r
in mind, it s possible o say that access by
bus 15 equal to, or better, :J{M 1t 15 by car
anly for :;pl b vnd Type € (but therg are mo
exmrples of thiz Type 1o the sample] or Type CC.
Types A and OF are repradeniative of 13, 71 af the
183 pohomen,  OF course the objestive §5 for
this proportion (for all types of scheme) bo be
1008 in accordance with the Department of
T'Lumsrurt-'s recormendation - see paragraph 1.23
above.

Taking the remainder of the Types. access by car
15 1ikaly to be better than by bus for the
fallowing reasons:

Type Beason for betler car access

BOL  Setting down or picking up in side
streets mot penetrated by buses;

E EE Setting down and car parking facil-
itles, closer to pedestrianised
args than bus stops;

AR BB DD
(23 Retwark normally only part] .
trated by h-n-u’fbr Lu. l;.lr,pl“r:
above or below new shopping centres;
other of f-streat car paris more central
to, or specific to parts of, the
notwork.
Frequency 3 Ramkesd Ranked Tevel of
L Fraguincy sezidibility of
bus
A 21 § 1
B F L N Z
£ 1] k|
1] . I | 1 T
E g 4 B ]
Wi - N I 4
BE i Ll 7 §
°H 2 1.1 s b
oo B 1.7 ) B
14 ] 9.7 H 1
f= 183 100.0

Tahie 5.0 Tupes af pedestpion sl mpraested

n a am=rondor parple of 18F plosen
in DR

2.07

Table 2,02 atbempts to rank accessibility by bus
to the varfous types of scheme; it endorses the
evaluations in paragraph 2.06. Howewer, this
ramking camnot be wsed on its own to !mﬂgcﬂ. how
4 proposed futurs schome should be served by
barses, for other factors imfluence the choica,
To say. for sxample. that all future SChemes
should be chosen from the top Six rankings, them
four of these -Typas & C AA or EEert:M
problems, Even though there hawe few
accidents im Type A schemes, public attitudes
sometimes Favour streats without any wehicular
traffic {see the discussion in paragraphs 2,13«
i.lﬂ; ¥ery aften this preference 15 conditioned
I:T wi of the siréet - Cxeter's and
Eiminghan's High Streets for eximple are amply
wide to sccommodate buses and pedestrians
without confiict, but this is not always the
caiie: Durkam’t 511wver Street was an intolerable
environmeat when beses, and other wehicles,
shared the space with pedestrians.

Z.08

So, where Types A, AA or CC are more &0 fewlt
to achiave, some of the other types (B for
sirgle ptreets, B8 for setworks, for paanple
migrk provide & good Nevel of accessibility ;,
B . Howewer, t0 vemain within the Departrant
of Transport's recomendations {paragragh 1,23)
and sensibly to answer Goddard's corrents
[paragraph 2.07), whichever type - other than 4
or porethiy A4 - @0 adopted meap Do Pawtel ot
H sar aoseps 80 Bhe B0 nodes becoss at lagai
comparable in asoees termo, Paragraphs 7,09-7,12
!!Immu some of the problems in attateing
equal apportusity' betwesn bus snd car: in
Sutton High Streat this ks not bgan ackiewed,

I.ow

The gradual pedestriandsation of Sutton Wigh Street,
in south London, was studied between 'I!'II-??H b
TEST far London Transpart, end a report of the
threa stages of the study is available [TEST 19&0).
Its principal intevest lies in the progressive
worsening of bes access ageinst improwing car
access, for the smount of the High Street that

has been conweried to pecestrian use 15 cnly B3

of the total enviseged for 1979 when the study
started. Howewer, ‘worgering’ and 'improving' are
ralative terms: buses used to treworse the

entire High Street and now only use & small pro-
partion; the new bus stops are on a newly con-
structed gyratory dyites, parallel to each side

of the High Street - these roads are about 100m in
a stradght Tine fron the High Strest (see Figus [ |

g

T

L=

E1L) s mre
TR =L hre o

Flgura D ¢ Sutdom Bigh Streot in 1878
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From 1978 to 1979 - the pariod in which the mjordty

of buses were displaced from the najority af the
Kigh Street, and new ground level car parks worp
establ ished temporarily cloge to the High Street
the average walking distance for bus users
increased From Sl to T, while for car wers

it decreased from 134m to 1198 Khen the pedes-
trianisation scheme has beem coapleted there miy
be ne buses on th mafn part of the High Strest
the fact that there are some in places gives the
us user 4 moderate advantage over the motorist)

and theee Terge car parks betwesm the gyratory roads

and the High Street will rgverse the positics
#nd give the motorist the advantage.

It wight b2 thought that these zrg nlceties,
and that bus users are ressonably well treated.
Thare are two problems with this argment. First,
3% previously reted, bus wiers contaim a higher
precortion of dissdvantaged people [elderly,
infirm, children at rizk from traffic, the
poorer membars 0F the commnity). Second, the
operator - Lomdon Tramspart - has sustaingd
disbenefits which, I repeated olsewhers fn
Loméon, must affect fare lgvels whose Figher
ot would then be transforred to the 'mormal’
and disadvantaged bes users. While these
results have to be treated caltisusly, over

the period 1973-1970 bes Jowdings in the

Sution area declined by 27.65, while those far
Londom Tramsport's entire bus fleet declingd by
11.4% over the same period. Becaute of the
adcitional distance that thelr Buses have bo

run aroued the High Street, Londom Transport
hive sustaimed incroases aperating costs
estimated at [30-40 00O per annm. The decline
in bwt use cas Mardly be contained whid the
Dperator - and its patrons - have to Besr copts
beyond those of inflation. Furthermors, as Socia)
Trends 10 shows, motor wehicles hawe ExpEriencad
declining costs in real term from 1951 to 1977,
while bus fares hawe increased subatantially 1a
rea] termd., 1t seews thers 15 Tittle encourage-
mnt palitically for people ta use baiges, while
Quite the reverse nay be said for the private
car.

2.1

Hiw bave the wsers of buses in the Sutten High
Gtrest area responded to the changes? As chown
above, seme have stopoed usfng the cervice. Thi
results from those specifically wiing buses

Lo reach the High Street are not as clear eut,
In some ways thiir responses to stroat inter-
views are of dubfous value. Bugp users WEFg
Interdiewed Bt bus stops whan leaving tha High
Street: while som were prepared to miss & bus
in order to complete an interview, others wars
concerned that & bus might srrive, that chijd-
Fen could dash into the road, ar perhags the
weight of shoppieg purchases or trafFic maise
Were muizances that affected thelr concentration.
With these thoughts s mind, 1t 9% possible
that some respondants Burriad through the
intervlew, or gave the answers thay thought the
interviower wanted to hear. Looked at another
Wiy, e results might reflect & resl trade-aff:
that mederately worsened aceetdibi 11ty was
consfdered & raasonable price for am Tmpreved
shopping emvironment: Even ﬂwgﬂ anly & small
proportion of the High Strest had been i~
trienized, thers were much Jewsr traffic woTumes
in the reminder of the Street,

Whatevar the :T1mt1¢n, when all samales | ped-
estrians ag wel

¥ preferrnd, im the future, 3 Hi
Streat without any traffic, or with buses and
only, & majority favoured & traffie-
reet, This result applisd to all
208 growps, esch sex, al)] sseial clases, and
the mode of transpart ysed. Throughout this
ramge, thoze optisg for a fully MEI

Street varied between &5% and 8%, Is an
encoaveur to obtain more Accurats responses,
mace with the respondent's £ Enowigdge of
WAt & Tully pedestrianised High Street or one
With Buses and pedertrisns wagrt in berms of
accasdibility, » semi-structured fn-depth
household Survay of 42 persoms wis careied ot
M of these people had » CAF, pet 15 (mminting
0 sbout 315 of the sample) preférred a bhus
and pedestrian High Stpeet.

25 bl users) wers asopd

strianised

Do the results roflect the ‘up-market' naturs af
the High Strest and ts surmunding residential
?EHE“?M"“ Mcessarily, for another s

T fiar London Tramsport in Kin S ton=upon - Thames
Procuced ouite difforent rogy ;
Here bus users only were irterviewed sbgut thy
future of the main thopping sireet, whgss caifier-
siod ko o pedestrisn-only strest was ufder
consideration, Dyt gf 477 PEsponges 18, 3% wambed
the street to remain with traffic as 1t then WA,
34, 7% wanted full pedestrianisation, while 4y
wanted the stroet fo haye buses and padectrigne
&F Fesults were obtaingd in the
W Denoestration Project {Dept, of the
Evvirarmant 1972}, Frem serple of 1764 pades-
trians interviesed in Jackson Street (where buses
hed been refntroduced becauss the nFevious |y pedess
trian only street lacked conveniont bus access)
41,51 proferred bus penatration, while 36,23
preferrad & podestrian gly strest Convarsely,
in & study in Central Bim ngham TEST [1576)
faund & ranked preference First For cored
Lraffic free streets, then for WEvered
traffic-free strests. then bus and pedestriim
Strowts, with streets with a1l types of trafFic
least preferred.

Tts (TEST 1979},

k nushar of other studiss heve Been undertaken
which throw some 14ght won peole’s preferences
ragarding pedestrianisation, and same of the
tdse studies in Chapter 3 contain interesting
data: most of these studies could be inflyenced
by the type of interviewing probles and pecole‘s
nees discussed in paragraph 2,00 abowe, Tt
is quite possible that po totally satisfactory
stidy of user preferences has so far been undep-
thken, where biag of gmg kind 0F ancther Ras
been wirtuelly o) fmingted, Fever, the Lesds
Institute for Transport Studies hag inwestigated
Psestrian behavicur snd sttitudes in Liverpea]

The Barnzley study 15 referred

o in the case study is Chaptar i in Liverpool
976) discussed Chyrch Straat rian vehicles
and Lord Street [buses, ser

cin
pedestrians only), From a J-luq'le

FRONS, 285 1aid that bus ysers mst
Wik further to Chirch Strest end gnly 3 said it
IS not incomvenient for bus users; £33 of what
Pay be another sample boarced the bys in Lord
Strowt as against elssshers becavse of “dialike
of vodd or bridge crossing to reach {myratory) bus
Ftaps.’ Wills {1976}, discovered that in both
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the Liverpood streets enviFomntal gain was
outesighed by accessibility loss:

Cremrall Aecuii-
Envircnment 1edlity
Chireh Straet
{011 webichas
remved)
Befors 0.4 1.0
After 13.14 9.8
M Flaranis 2,80 =1.00
Lard Strest
(buses, servicing,
pedes trimes )
Bafore i0.40 13.10
Altar .74 12.30
H fference .4 =0.50

Tabls B.04; Pivirosmental goln cuteeighed by
oooeeribilfly Lowd {n too Ifverpooi
padeptrion slredl,

Soron; Bille 1008

218

Lomdon Transport (157) reviesed a number of
streets whers buses and pedestrians share the
movEment Space: & mobed, this provides the best
lavel of accessibility by bis. Bishop [1975)
discinsed a survey of sn experimental precinct
in Commercial Road, Portsmouth. There was no
clesr indication of whether buses were praferred
in the pedestrisnised street or mot. While there
was no specific question, only & small number of
the large sample suggested that buses should go
through the precinct, The City of Oxford Metor
Services Ltd (1978) examined the use of strests
in Oxford's ceénbral area by buses amd then
Tooked a4t the uences of excluding buses Trom
Quees Street and Comnmarket Streat [wWhich ﬂn{
curréatly thare with pedestrians), Additiona
travel time, buses asd crew substantially affect-
ed on 13 major routes of the Company. 17 addi-
tional buses, 21 more staff (&t & cost of

£300 000}, and 100-110 bus diversions per hour
would be Pecessary.

2.16

Stewart (1979) isvestigated user response

(4] Ihup-pl: streets of various s in four
cities. ile the statements sliciting respon-
85 were direct ('l prafer to shop i &
streat in which thers 15 no traffic’ and ‘Buses
should be allowed to trevel alomg this street,
especially iF 1t means a more uent and rel-
fable bus service') there was dominant -
mat to the first question and dominant m -
greement with the second question. A further
commentary on the Table below s thet only
Birmingham of the four towns has bus and pedes-
trian streats, 5o the respondents in the other
places would probably not have experienced such
sLreets, However, the responses were &S Shows
in Table 2.04.

FrtEa Birmiagan Brlatal Bolton Harsfard

Prafarencs ta ghap 1n
traffic free street -

tatally sgres L] o -] B
bt for b -
tatilly dinagrem “ [ 1] n

Tohie 5.04: Reppomecs fm four tamp to
#tatements om draffio free or
tus mly atroets.

a7

The Matimna)l Bus Company (19750) surveyed bus
passengers in Canterbury about the pedestriani-
sation of St. Goorges, and transfor of bus

Stops to Gravel Walk, They found that 'on
Balance the sdvantages of the pedestrianisation
schéne outweigh any disadvantages attached to
the [transfer of th_-;l bus stops.” Perhaps
Bagsaley (1977) sheuld hawe the Final words is
this chapter. He says 'In any survey, if the
fuestion “Are you in fawour of pedestrianising...
SEmﬂ' 15 asked, the most likely answer is
"Yes.® If the full implications are eaplafned to
bus passengers the answer may woll be mre cou-
tious. Where pedestrianisation i being considered
Ehere 15 wery often an "all or mothing” up!I:m:h,
amd the wiew i3 taken that there 15 mo environ-
mental benefit in reducing the amount of trafric,
IF it cannot be eliminated, The best methed of
helping bus passengers can often be the remowal of
011 traffic other tham buses from the strest,. ...
with flows of even a bundred buses per hour such
itreets cam be crossed with ease,’

11
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NORTH

BUS STOP
BRITISH RAIL STATION

METRO STATION

BUS STATION

PEDESTRIAN STREET
COVERED PEDESTRIAN STREET

BUS ROUTE
MINIBUS ROUTE
ACCESS (SERVICE, ETC)

PARKING
SERVICING

12
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3 SUCCESSFUL BUS ACCESS

M

From the analysis in the previcws chaptar of types
of pedestring area and scoess to them by bus a
ranking, simply in terms of accessibility, was
derived. This showed, not surprisingly, that
the best accessibility was achieved from sircets
that Bad buses sharing the movement spaiE with
pedestriams. HoWever, some reservations were
gtated: was this type of scheme favoured by all
the strogt's wsers! The answér wad equivocal:
in some cases users had no doubt that they did
not want ather traffic on the street, and im
otsers that they did went buses. 1t was then
suffested there would be gnfferent responses

it users of a pedestrisn street fully understood
the reed for both a good street environmesi, and
the Best potsible accessibility. for &1 means
of transport, For all ysers and traders within
the strest.

a0z

For such strests or networks that are wide enough
Lo accommodate buses and pedestrians without
confiict, thers may well be a mandate for Types
B,C Ak and CC (those with buses) even if mach of
this mandate 15 latent and so far undebected.

It is therefore interesting to note thet of the
456 places 1dentified with scme Form of pedes-
trianised shopping street 72, or 1665, have
buset penetrating part or the whole of individual
stroets and networks. HAs the fnformation on the
456 places 15 not entirely complete, this prop-
ortion may be somesnat higher, but is mlikely

to exceed 204,

303

14 of the 72 places with bus pemetration are

Type A [single streats] and almost half of thess
are in Greater London. The geographical location
of places with bus tration is widespread: thay
oceur in 33 of the 66 UK Counties, Regioas or
equivalent Tewe]l administrative areas that also
were identified i having pedsstrisn shopping
schemes, [n time terms, the 72 places intrg-
ducesd their bus penetration from 1370 to the
present time, rising to & peak between 197577,
and Talling off since then. 7 of the 7 places
are siudied in detai] in the remainder of this
chapter.

.04

Seven EHgH!h, twa comtinental Europaan, and one
figril fmmrican cilics woro sclocbed For more de—
tailed presentation, Two factors fnfluenced the
cholce: seitability of available data, and an
mmphasis on bus ponetration. A31 the case studies
are networks, with the exception of ll1nnnpulu-
snd Wendswarth; while the networks are described,
each case study concantrates om strests that
share mgvement space hotwesn buses and Hﬂitr‘ilrﬂ‘
and on accessibility te the entire icheme by bus
aid CEF WEBEFS.

305

Fach case study is structured similarly, snd
the secticm lettors refer to the Tollowing
information, rarely avallable in tetal for
any particular case study:

Plan of the scheme,. ‘Befors'and 'after’
photographs

A, Stm;cu:il covered by the case study. City

atian.

B, History: scheme origing dates of experima-
tal orgers, public inguiries and perman-
ent closured; specia)l ewemptiong; recep-
tion of the scheme in 15380; future
changes.

£ The Scheme: size and type of streat(s);
Tand wie: modal split for passenger
arrivals; financial costs of constructing
the scheme.

0. Bus access: stop locations, services and
frequencies. Operational changes.
Patronage.

E. Car access: location and size of car parks;
diatance Trom the street.

Comparisan of bus and car access, A
separate study would b needed to deter-
ming meaningful accessibility measures,

85 & wide range of varighles 15 involved,
for which suitable data were not collected
within the 1imitations of & study of this
nature. Instesd, two measures have Been
displayed, which canmot be compared, as
they are different im kind. One graph
shows the cumulative number of car park-
ing spaces by distance walked from the
ceatroid of the car park ©o the mearest
point of the pedestrian nebeork. The
nther shows tho cumulative number of bus
stops by distance walked to the mearest
point of the pedestrian nefwort. For
pach graph, the closer the curve to the
wertical axis, the better the access-
ibility by that mesns of transport, A
scale for city population is alsa pro-
wided.

It 15 "mportant to note that on-strest
car parking is not included im the
comparison, and that park and ride
arrangements, either by normal itage
services or by special shoppers bises,

are also gxcluded,

3. Other wehicles: servicing arrangements,in-
vilids; tourist coaches; altermatives
for displaced traffic, [t i5 assumed that
all schemas have special arramgements for
emeigency traffic,

H. Attitudinal Surveys: of shopkeepers, pedes-
Erlame; bun uascrsg bus eperabor e crim,
polfee.

J.  Bshawioural aspects; chiervance of rectric-
tions, pedestrian flows, cut of Mours we.

.  Environmentsl aspects: floorscape, vege-
tation, seats, lighting, shop fromts, re-
crestion; sccldents; noise and air pollution;
litter; vandalise,

L. Comclusions and date sowrces.

.08

A conparative analysis follews the case studies
i sections 3.07=3,13 below.

13
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[

Sauth Yorkskire 15 renowned for inmowations is
environmental control and its umique public
transport fare policies, It 15 therefore not
surprising that Bernsley, the County Town, is &
centre for experiments in pedestrianisation, and
that these have been ¢laborately monitored,
Coversd areas imclude The Arcade and the Market;
there 15 ong pedestrien only street: Albert
Sireet Easty Market Stroot and Quéen Sireet have
restrieted access Tor service vehicles; bus and
padestrian only Streets are May D-I{ Green and
Cheapside, and these twi streets will be the main
comoern of this cise study. Monitoring has besn
wdertaken both by the Borough Council and the
[nstitute for Trassport Studies, University of
Lgeds, Darnsley's population im 1971 was M 215,
Local Government reorqanisation in 1974 led to
different boundaries: Barnsley Metropolitan
Borowgh hed 222 100 people in 1978 out of a
South Yorkshire population of 1 304 100,

1

In Wovember 1974 Barndley MBC undertook surveys
a5 part of the Town Canfre Local Flan prepara-
tion. A questionnaire survey revealed that B7%
of respondents Telt that there was 8 serious com=
flict between vehicular traffic and pedestriams,
while 92% thought traffic-free areas would make
Ea.rnﬂa;r- a more pleasant place to walk, work énd
shop, The Borough thought that completion of the
Fastern Felief Road in the summer of 1975 would
enahle saperisenta] introduction of pedestrian-
isation before the Local Plan was published.
Three options had been prapared, first of
which was chosem: this proposed that Quaes
Street, Dheapside and May Day Gresm chould be
pedestrisnised. This schame was to be imple-
sented in three Phases, Phase | was imple-
ponted 1n late Movenber 1975: this included

the tws and access vehicle only provision in
Cheapside and May Day Gresn, and the full or
part-pedestrienisation of streets mentioned in
section A abowe, Access wehfcles could only
enter between 18.00 and 10.00.

In Phase [1 {March 1976] buses weve restricted
to a one-uay |imwerd or roughly Rorthbound)
direction on Cheapside and [ay Green. Phase
111 was to hawve been inplementad inm July 1976:
this imwolved the removal of bisés Trom those
steets, Howgyer, this was indefinitely postponed
for two reasoms, First, until completion of
the Western Relisf Road the diverted buses

wou'ld cause unacceptable congedbion on othar
streets and second, there would be a loss of
bus scceddibility in the contral ares.

C

[heapside 15 about 120m Tong and May Day Grasn
showt 130m, Bath are about #5m wide, They are
flanked to the gast by @ nes covered market

bul 1&ing which also incorpdrates 4 nimbar of
4pall shops. Abgut 16 small to medlum sized
shops fom their westarn flank.

The modad split for passenger arrivals to the
town centee in 1975 was derived from Two sur-
weys, on weekdavi and Satundavs:

%

Baogeny  Baromy Fuinien By

Tabide 3.01 @ Moal splie for pasdeeger orrivals
to Barralay Toum Qewtre 1876

15

This table shows a characteristic common to mamy
shopping centres: the great imcrease in the
proportion of car and sotorcycle arrivals on
Satirdays against the rest of the week. [t alsa
shows how important access by bus is.

Mo data were obtaieed on the financial costs of
the schems.

0

Fublic transport access to the pedestrianised
shapping stresets is good. Cheapside has a new
bus stop near to Albert Street East and cpposite
the eatrance to the covered market. May Day
Grees has a stop near 1ts northern end.  The
Bus Station is clode to the mortheen end af the
covered and open afr serket conples while the
BE Exchangs Station adjoirs the Bis Station.
Bes Foutes pass the northern end of Market
Street, which is a0 sccessible from the Hay
lay Greem bus Stopd.

The Town Centre Local Plan shows that before
pedestriznisation peogle had to walk longer
distances, as public [ranspoet upers, tham did
car wiers. /9% of car users seb down o parked
withia 100m of thelr first destination, while
the correspomding figure Tor Dus passengers was
L. The bus users' disadvantage was caugnd
primarily by unsuitable bus stop Tocation: now
that this kas been improwed and the two bus-
Dl'l.'l;l' strests intraduced, bus users are closer
to parity with car users.

E

Garton [1977) saws that Barnslay i5 'amply
supplied with car parking spaces’, A multi-
storey car park is on the easterm edge of the
Lavered Market and two car parks off Wellington
Street are adjacent Lo Market Street, The map
shows their, and other, locaticns with greater
tham 7 spaces wWithin the Centre.

F

Barmsley has & large number of car parking
spaces Tor a town of its size, and a compara-
tively small number of bus stops. Hossver, the
bt stops are uded by mary high oocupency buses
and accessibility scems to be of & comparably
high nrder hetween the tewo means of transport.

Fliqure F shows the cunulative number of car
parking spaces hy distance, while Figure §

shows the mumber of but atops by distince,

As seid earlier,. these Figures cannct be directly
compared.

Figues F and G appear on page 16
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Figure F ; Ceulatioe frequmey of car
parking spooes, by distmes frow

moarst point of pedostrice net-
work, fm Barwaloy

5

Servicing of shops 15 something of 2 problem in
Barnsley, bs there are faw rRar-servicing
facilities. As already soted the two bus streets
permit accass of other wehicles between 18.00
ard 10,00,

H

The Leeds [mstitute For Transport Studies under-
took interview surveys in Howember 157% and
March 1976, Their mmelysis compared attitudes
o growps of streets before g after initial
pedestrianisation, & #l-point attftude scale
was wied, with T=Bad and 21=food. The mean
responses are gives in Table 3,03, The

‘after® colums are Market Street and Queen
Strewt [ 'full' pedestrissisation though restricted
acoess for servicing), Cheapside and May Day
Green (buses, limited access and pedestriams],
and Eldon Street {all types of traffic per-
mitted).

The % or mean scores of attitudes are of great
interest, for such data are rarely avaflable

for pedestrianization schemes. Thus, "wour
safety’ is considered to be highest in the fwd
fully pedestrissised streets, quite reasonable
in the bus only streets, and at the mid-point

of the scale for the all-traffic street, ‘Sefety
for pedestrians' shows & much more distinct de-
create oyer the same range of street bypes,

while 'Freedon to Cross’ i even more pro-
rounced, “Aocess hy Transport’ 15 considered Best
im Eldon Street and the Dwd bus streets are con-
parable; the pedestrian Only streels are some-
what poorer. A1 the above cosparisons are im
the 'After' range; whem we compare 'After” with
‘Befare' - though there is not dimect compara=
bility - all the variables show an improvement
in the 'After' situation with the wnexplained
exception of "Ousrall Appearance’, though the
differance in mean scores for Markel Strest is
slight, Perhaps Quees Street, coupled with
F#ﬁt Stret in the 'After' study, is not well
iked.

The Institute’s study concludes with some points
of general relevance to this review, Firsh, the
removal of traffic from a street - efther buses
or cars oF BOTH - need pol reduce physical ér
paychological accessibility to that street,
provided that there 15 ample provisionm for car
perking nearby and that bus stops are comven-
iently situsted within & short walking distince
of the padectrianised ares. Secondly, ft s
poRgible b0 increase accessibility simulteneously
with pedestrianisation messures by the addition
of gxtra bus stops in streets adjacent to the
pedéstrianised arma (Cheapside g.9.). Bnd thirdly,
complate pedectrianisation of the cemtral area

T T L]
L] ] e
CEETAMCE A

Figure § @ Cumulative fraqueey of bus stopd,

by dotanoe from mezropt point of
pedeatrion noakork, &1 Bamo by

[including May Day Grees ard (Pwapside] would,
an the hasis of these results, have 1ittle effect
on car wiers, hut would sigeificantly worsen
sccess ibi1ity for bus users,

d
N suitable data avallable,

iR W
TORE 1 z 1 %
P 1566 1.8 e WP
AVRALL APTRAIE g LA W LE
g et
Ty ; N i
FECEHH T8 DR Bl TLAF TR WE W
e T LE M LN s W
WRINT 3 1S I RN L e A
WD Y TRARSHMT 1% ] L0 T A LR
5. Dnakle gusissd reil W mE M M N

foble 1,03 ; T (owam scowe) of atiiuden to
atrects in Foeerley befor ond
after paddatrioisatiom
Sourow:  (Rortom TB7T

Ail ptreate exoept Morat Strest

Harked Firest

Markot Seresd @ud Queen Street

Cheapotde oud Moy Doy Oream

ELfon Ftreed

Eri da B4 B b
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Cheapside and May Day Green were, to early 1980,

not particularly pieasant environments for
pedestrians., ' Cosmetic ' treatment was only
moderately applied (planting boxes without
plants, some seats), and there was a clear
distinction between footpaths and carriageway.
However, during 1980 the streets were paved
over: while the construction works went on,
buses were excluded, the concept being to return
them after completion of the works. Because
this offered an unique opportunity for measuring
attitudes toward these streets without buses
{albeit a far from perfect situaticon given the
disturbance caused by the paving works) the
Leeds Institute was invited to carry out a
further survey of pedestrians during the con-
struction period. Unfortunately the results
were not ready in time to incorporate in this
review.

L
Barnsley's particular interest is twofold.
First, the Borough. County and Leeds Institute
for Transport Studies have studied the needs,
attitudes and behaviour of pedestrians in the
shopping centre very thoroughly: pedestrian
streets are the results of research rather than
of ad hoc decisions as in so0 many other towns.
Second, the bus-only streets undoubtedly pro-
vided a Tevel of accessibility for shoppers
which compared well with that for car users,
and it may later be regretted if buses are
permanently removed from those streets (compare
with the experience in Gateshead, paragraph
2.13 above).

These reservations are made because, at the time
of completing this study the temporary removal
of buses from Cheapside and May Day Green, while
paving works were carried out, apparently proved
50 popular with members of the public that the
County Council took out a further experimental
traffic order for a period of six months, at the
end of which the position will be reassessed.

It may be decided to seek a further experimental
arder but if it is recommended that the order be
made permanent the local bus operator would be
able to raise objections. [If that happened, the
final decision would rest with the Department of
the Environment - the bus operator does not
favour permanent removal because of the effect on
an already overcrowded bus station. One wonders
what view bus users have.

Data for this case study were obtained from
officers of Barnsley MBC, and from Garton
(1977), Barnsley MBC (1975,1977) and South
Yorkshire CC (1979).

17
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BESANCO

Pedestrian only streets: Grands Rue from the
River Duoubs in the morth west to Place du @
Sept,, and fus Bersot from Rue des Granges to
fue Proudhon, Bus. taxd, servicing and imhab-
itants' access: Bue de 1o Prefecture, Grands
Rue (Femainder), Bue des Granged and Rue de la
Rapub11gue.

Besancon had a population of 135 000 im 1975 which
was growing at X7 per annum, one of the highest
urdn growth FALES 1n France.

B

In comparison with the other case studies hare,
fiegangen 15 similar in population b Uppiala
with which 15 shares religious and umiwersity
significance. Like Durkam, the Bistoric cestre
15 contaised within a loaop of a river, has
marrow streets often wivited to vehicular
traffic, and had traffic problems of such a
seale that thay threatened the very life of the
gentre, Unlike Durham, Besancon had a wery hi
car sangrship (74D of kouseholds). As the muni=
cipality determined to do something about traffic
wnd impressed Central Government with thair
inmovations and rapidity of actiom, the naticnal
Ministry of Transport made Basancom a special
obde, wlth sanideal Ffumding. Like Uppeals, 1t
became one of GECD's case studies om 'Better
Towns with Less Traffic'.

Mo roadworks in the Wistoric cestre could B cons
templated. In 1971 a traffic plan was drawn up,
whose main componests were:

= Traffic restraint in the city centre by
banning through tralfic

FRANCE

] P 200m

Figure H : Bexancen's Crairal Area

= The constrection of a ring roud to take
this diverted throwgh traffic

= The crestion of pedestrisn areas

= Prigrity for public tramsport on
cariain gtreets, with prohibition of
parking, but allowing 811 traffic between
20.30 and 07.00.

= Improved bus services in residential areas
$0 that BOT of a1l families are within
150m of a public transport service

= The ¢reation of fowr "traffic cells"
within the centre. Hovement within the
cells is relatively easy, facilitatimg
sarviping and residents’ traffic, but
difficult betwesn them.

Traffic and public tramsport plams were adopted
by the Mynicipal Cowncil fn Jassary 1973, The

scheme was largely complete and open by October
1974, thml' SR WOrEs on the pedestirian aress
had sti11 to b finished.

There are no date in the report [DECD 1975k) on
posiible fulure extensions or chamges to the
SChame

C

The pedectrismdced, snd pedmarily b, itreets are
Tigted in section A sbove. The report does met
describe them further, and the maps are without &
gcale so their length and width camsot be deter-
mined, It s stsumed they mix shopping with
gther comercial activities, entertaiements and
perhapi administration. Wo modal split for pass-
anger arrivals in the centre s n‘i'lll'l.

On the other hand, detailed Finencial costs are
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provided. Foadworks and ral improvesents

for the pedestrian sresd cost FF & 300 DO,
improvements to the road system cost FF7 920 000,
signs amd sigrals FF 800 and réldarch work
and the information caspaign FF E00 000, Capital
cost of the public transport plam, i8ciuding
pnstruction of & depot, contro! equipment, and
bus, minibus and ticket cancellimg maching per-
chase cost & total of FF 15 400 000 - an almost
identical total cost to that for the traffic plas.
The overall cost of FF 31 270 000 wai @t by

FF 19 789 000 from the city, snd FF 11 81 00O
from Central Government. The city's contribution
was substantially in the form of loans, repaable
over 15 years.

o

Rot snnaturally, mech of the réport Jisousses
changes in the public transport system, The
streats with priority for public transport per-
mit 2 serprising wariety of traffic. They are
‘regtrictad” to buses, local residents’ wehicles,
dalivery velicles, taxis amd "various other
wehicles which cannot be kept out", amd swbu-
lamces: pablic sarvice, police and press
veiicies) doctors' cars; emergency wehicles;
breskdown lorrles) security vehicles; tourfst
cosches and private cars iruin to the hotels on
the resarved route; wehicles taking sfck or
digahled persens o & doctor, treatment centre
or clinfc; bicycles and mopeds. We are assured
that ‘emtry permits are issued by the mnficipal
autherities to persons entitled to cxcmpticd im
these categories,' Doubtless this extension of
the burssucracy created employment.

Between 1966 and 1973 measures to improve public
transport had increased the mmber of passengers
by sbout 6.5% per anmm. Later, #n attewpt wes
made to creats & moda) traasfer from privete to
gd:li: transport with the goal, city-wide, of
ncreasing the proportics of pusiic tramsport
trips from 158 in 1972 to X% by 1977, This
was seen to be desirable met simply as am muwr-
cise to improve wrban conditions, but also to
compensate motorists for restrictions affecting
them - 1.e., the more the meda) trassfer took
place, the better the public facilities would be.

Like Uppsala. bus rowtes temd to originate and
terminate in suburban areas, having passed
through the cantre, The nes network containg B
regular Tines, with ten-minube headways throegh-
ot the on sie roubes, snd six-minute headeays
on two mjor rowtss. Suburban areas also hawve
feeder services to the main routes. The reguler
network buses operate from 06.00 to 20.00. From
20,30 to 24.00 and on Sunday mornings col lective
taxis, renning every 30 winutes, take over from
the bises, There 15 also an "intrameral' minibus
service conmecting the city cemtra with park and
ride terminals, the rallway station and the main
car parks. In 1975 these minibuses ran at B-
minute intervals from 07.00 = 20,00,

26 Targe buges and 10 mini buses [probably later
to be Peplaced with electric whicles in accord=
ance with environmental ebjectives) had to be
bought and 11 IAT bumes " réneeed', are

ul with radio-telephone. Some traffic
;1'“ 5 are priority-sctivated by buses,

In 1975 the Besangan Transport Comgany kad mn
rating deficit’of FF § TE7 000, of which

P?E- E00 000 was mat from the Commne bedget.

Towns with ower 100 000 ishabdtants could, fron

about that time, taz payrolls in order ta Tinance

public tranipert and the Mendcipa] Councl] de=

cided to levy such & tax st 1% from 1 April

1575, That should have yielded FF 7 millian,

E

There are about 1500 parking spaces adjacest to
the Grande Bue, and 1200 adjacent to the Rue
Bersot, pedestrian strests. A noted earlier,
it 15 not to move from cell to cell within
the centre, Car parks further miay &ré commec-
ted with the cemtre by the minibus service, meted
in section 0.

F

Cata on access are mot suitable for graphic dis-
:hur- The peculiar conditices in Besamcoa make
t not conparakle with the other case studies,
but it may bw tha the bus wier his some owerall
advantage over the car user in geining sccess to
the pedestriam, and bus, strests.

[

Ax soen garlier, virteslly any velicle other than
throwgh traffic cam resch the pedestrian, and
bug, streets without usde difficulty. The

ring road 15 the ealy Facility for diverted
through traffic,

H

Shopkeepars were enthusfadtic absut the propo-
sale, and aiked for one street to be pedes-
trianised shead of schedule. Fo other attitwdi-
ihal duta are quoted fn the report, nor are
there behavioural data.

K

The Grende Rue was improved and decaying buildings
were purchised and desalished in the Place
Parbour. Because of differences in lewel part
of the square was stepped to make seats) a
green space with trees, & fountain, and a
stiinless stee] sculpture were also provided.
Toilets and telephones were built below ground
Tevel. Limestone paving has been used in the
pedestrisan streets, to match the stone on the
surrounding buildings. In the Place du B
Septesbre, which is crossed obliquely by the
puEH-: transport route, basing, masts, and
streasers flank the rowte. 1t has trees and a
fountain with a water sculpture, 1In the Rue
Berset reliance soems to haw bewn placed on
the traders, who ware rancvating their shops,

Thir report has no data on acchdents of changes
in noise and afr poliution,

L

Besancon kad achieved mech throwgh iis own
fnnowations, through their careful planning,

and through the cestral t funding

that the palicies § o Liks Upgsala, it has
attempted, with some suocess, to satisfy all
interest groups rather tham opt for a2 grander
{&nd unworkable in Fremch teres) comcapt such

as the remowal of all private vedicles,

This case study derives entirely from Andre

i"s 'Plan de Circulation et de Traniport’
of the ¥ille de Besancon, reproduced as DECD
[1975).
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A

Biminghan's centril ara pedastrien network
ingludes the Rew Strest Station Shopping

Centrs, tha 2ull Ring Shoppimg Centre and

ceveral Wictorisa frcades in Lha cowrad or
Targely covered purposs bullt category. Strests
comverted for pedestrians include Templé Row
[pért) . O Strest, Unigon Streat, Union
Passaga, Martinesu Sguare and part of Cannon
Strppt.  Teo strests combing buses snd pedag-
triami: High Street and Bull Strest, Mew Street
and Corporation Street have all types of wehicle.
Thus, all types of stopping strest are Féprasent-
ed within the [ener Ring Road |Jueensway). The
City of Birminghan hed an estimated populatian
of | DET 660 im 1979, and igs strategic centris
had approxisately 200 000 n° of retanl floor-
spaie in 1977, twice that of e next Targest
contre 1n the West Midlands [West Midiands FIE
1979).

The complexity of Biminghan's pedestrian nedeore
praciudes & full analysis hare [see Steart

1379 for such detail) o this case study concens
trates on the bug and pedestrisn streets = High
straat and Bul]l Strest - and on access to Bhe
pest of the network By bug and car.

]

Pedestrianization of parti of the City Centre
was Pirst comsidered ia 1961 by the Public Works
Comittes. Following visits to the Lesds schems
in 1971 and to Germany, this Committes approved
various actions and the First phase of the
Birmingham scheme wid opesed on 1 May 1973, Thi
Comifttee remained active toward the schome up
b 1ocal government reorgasisation in 1978, Sowe
weers before this the Wast Midlend: Passenger
Transport Emecutive was formed, takieg over tha
function of the Corperation-operated bus sorvice
{uhio wrn debtless influential in neintainieg
buses on the two sireeis we are studying). [n
1578 the Wost Midlands County Council Decame
highways authority, and the City Council®s
Planning Department becem sopereted from the
Engineer and Surveynr, thowgh by tais time most
of whal an he seen today had been achlaved. In
the wﬂr 19705 the [nner ring Poad was substan-
t1a11y completed end 1inked to the nations]
mtonway netwirk yia the hston Expresseay, This,
the change Trom Biminghas City's status as an
#11-purpose, and all-gpowerful City and County
Berough to w Metropolitan District with femer
powers cotncided with dramatic changes both Tor
the mtorist and for the pedestrian. Becawe of
Tngal gowernment regrganisation, monitoring of
the pedestrian retwerk hds been done by the Ciky
Council thesgh, a5 we shell see, weweval other
argamisations have shown great interest.

In 1980 there are these who beliews, despite
thase changes, that conditions for the mtorist
are hatter them for pedestriass, For the 250
if mc?m trips that wevs non-home besed (6.8,
from City Lentre workers, generally] cenditicns
for the pedestrian are better than in many
comparable araas im Britein. For the T1% of
trips that were homé-haged, access to the
Centre 25 & pedestrian can produce problems:
negaliating the stops and sutways of Queensway
whem walking from car parke or the bus station
[outside Qumensway} Lo the Centre (within
lueenzway].

Thewn are no plans for extending the pedgstriam
retwork, thougs there are desires to imgrowe
conditions for pedestrians iR Mes Stract and
Corparation Street, The prablems in esch of

these streets are quite difficult to Solve, how-
ever! they both have Targe musbers of Buses and
both have groblem of servicing soae of Biming-
han's largest stores. The PIE is strongly
ppposed to removal of the buses, Revertheless,
the City feals it would have partly pedestrian-
1sed thess two straats by now had theee not been
locel qovernment reorgemisation.

B

High Street and Bull Streat are effectively the
dgme dlreel bul thaic characteristics am
different. High Street [New Street to Dale End],
250w lang end about 25w wide, conteins variow
aires of multiples, including department stores,
Bull Stramt 45 split by a partly alewvated Cor-
poration Street: the section from the Hi

Street to Corporation Street i3 about 11

lang ad a similar width to the High Steest) thiz
section has smaller stores tham High Strest thowgh
there s 4 Tesco within its own bype oF preisct,
Ball Street from Corperafion Street to Colmire
Row 15 about 50m long, agqeim similar im width

to High Street, and contains shops end of fices
in rather forbigding buildings, Mene of thece
gections of the langth High Street - Bull Street
has the imtimacy of scale particularly suited to
g pedestrian envirugneest Lhat characterizes

Unign Strest, for axample,

Hest Midlamds PTE [1979) i% & good sourde for
information on transport used by sheppars 1o
reach thegs City centre streets, though it does
not give the sime of the sample:

i
Al shopping Non-home  Home-based
trips based
Car 18 mn Z
Bus 56 3 &6
Train ] § L [s]
Halk 15 51 ]
Dther 1 1 1

Table 3,03 : Means of tronspert used & reach

Teera 15 4 high-leyel of office end shop employ-
ment in Uk centra, which Tergely accownts for
the 511 of non-tome-besed trips on foot. As
noted earlier, £9% of shopping trlps were non-
home-tased. Takem fogether, these findings
explain the lack of comparability o8 the car-
wser proportion between 3irmingtam snd pther
Wast Hidlands strateqic centres (Wolverhemplon
41T cor, Coventry sad Walsall 29%; Dudley 3K,
Walgall 381; the weelthy areas of Sutten
[eldfield and Stourbridge hae 55% and 453 car
respectively, 4 liw bus, and a high walk prog-
ortian; i all the s.l:nl.r.zliﬂl: centréd gxcapt the
l&it two, the bes propartion is 51% or more).

tity of Birmingham [n.d.) provides data o
axpesditure on the network 19721974 Thus, &
pllot landscape scherme s 1972 cost 12500; the
works for tee First phase were estimated, in
1972 e ensk EN25 000, Im 1973, pedesiriands-
ation of loeer Bull Street and Phase 0T of the
Kigh Street were approved at a cost of £65 000,
Kl these sume were provided by the City,
without Pecourse to the Departsent of the

Frvi ronment or any obhér agemcy.
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Flgure K ; Comularive frequency of cor
parking spoces by distance
fram Birmingham's pedevtriun
nefwerk

DIETANCE M.

Flgure L : Comlarfve froquency of fus
staps by distansce from
Hirminghom's pedestrian nenenrk
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1}

AltfCugh thare are buses im and arpand the
pedestrian network, many buses (end trams before
then) terminate in Mavigation Street. This is
west of Hew Street Statice and incomvenisnt for
bus users. imcurring walks of J00-400m to parts
of the pedestrisn network. The Fimaacial cost
of providing ane or more new terminals fs
daunting, but the PTE are trying to make improve-
ks,

The nearest bus routes are on Mew Street, on the
Bouthern adge of the network, om High Strmt-Bull
Street and Carr®s Lane on the sastermn . Bnd on
Corporation Street, through the centre of the
rtwork, According to Stewart (1379) there are
P67 peak hour buses morthbound om Corporation
Street and B3 southbound which tum into Bull
Street. Frequencies on High Strest canmst be

read from his map.

In the sarly 19%0s a "Centrobus’ (widibes) service

initially ran along some of the pedestrisn streets,

of @ low fare basis, subpidised by WHPTE and the
City of Birmingham, While it stil1 runs, 1% has
been re-routed to Lé of 4 Wore E_-M‘Il""f
attractive basis'. At the earliér period, buses
and service vehicles shared the ce with ped-
sstrians om Union Street, Cherry Strect amd

Terple Fow.

Johason (1980) wrote about the Centrebes. In
that year it was Tosing 5160 000 & year, and
apparently the Conservaiive West Midiands
founty Council wanted to sell the service to
a private operator “when the mew Transport
Act comes into force.”

In 1974 there were about 30 WMPTE local services
end certain Midland Red spervices serving the
podestrian ared, There are seversl, uncheliered,
stops on the Besters side of High Strest |one-
way noreth) and similar provision on Bull Street
|seuth of Corporation Street) on i3 eastern side,
a5 this section of Bull Street is cob-way sowth.

While the midibus has a special low sbep, normal
servios buses with thelr kigher fromt or rear
platform have caused probiems because of differing
flaaricape troatments [ses sectica K], Thare is
#n advisory 5=10mph speed 1imit for buses on

High Street-Bull Street which is fairly well
ohserved,

E

Accass to car parks meeds a thorough kmowledge of
the Centre's one-way system, and the largar off-
street omes do not provide ks good & lewsl of
access to the pedestrian streets as & the bus.
However, there are 300 private parking spaces
within the pedestrian area, and access has had
o be maintained to thede.

F

Birmingkam 13 Britain's second largest cfty, so 1t
i5 mot surprizing that 1ts Cantre has a large
mber of car parking spaces. and of bus stops.
19 of thess bus stops sre at zero distance from
b pedestrian shopping street and thers are 1000
ear spaces within S0m of swch & street. Owrall,
the adwantage in sccessibility probably 1les
Witk the bus user, though many vehicle mers do
have & special advaatage where they park tn ane
of the 18 naEter of car parks associabed with
office buildings.

Howewer, igroring these office car parks and the
on-4tredt Epbces, the cueulative car spaces, and

bws stops, by distance, may be discerned from
Figures K amd L.

[
Thern are no restrictions on servicing shegs from

the padestrisn streets, where no redr servicing
18 avaflable.

Concerning displaced traffic, no new roads have
been built within Queessway, though of course

this ring road to some extent fulfills this
function,

H

Shopkeepers were initially against the schese
insufficient wade formal cbjections to
require & Public Inguiry.

The Centrebis wes introduced on its origina] route
partly to dininish treders' foars of the scheme.
Wow ft mppears that thay are satisfied with the
scheme and some shophoopers are moving in to the
Centre (e.g. Tesco) Because out of tows centres
are Illfl'ﬂ'ﬂla the sffects of mre expensive wehicle
fuels. Im 1980 apparently a hypermarket in such a
sitimtion i3 Taying of f staff.

An dnteretting exerciss was undertaken in 1978
the West Midiands PTE (1979), This looked at
meda] split for shopping trips to a1l the
West Midlands shopping centres [the stedy has
alresdy been referred to 1n Section C abowe) and
then sttempted to relete mode of arcival to the
relon of retafl turmover this represented,
rom an unspecified sample size the stedy noted
that those arriving by bus in Birmingham's centre
spent £3.66 per capits om average, at a particular
5 » While thode I-r”l"lﬂﬂ by car spent an
average of §7.65. The study says '. . .those
that trevel by car generally spend more gn
shopping. This points to the greater lcad capa-
city of the car and the need for more frequent
trips to 2 shoppimg centre is wing buws or walk-
ing. Congequently car contribwtes proportionately
wmrd to the turmower of a shopping centre than
the modal split information cuggests.' HNeverthe-
Tesds, the study concludes for Birminghas City
Cemtre that lie transport wierd account for
4% of retai] turmover. These findings poiet to
the utmost importance of planning a high lewel of
public transport access to shopping, and by
inferance pecestrianised shopping, strects.

Sbewart (1979) ead TEST [1976) aré the main
references on pedestrian mespomie o the Biming-
ham notwork. Stewart studied Boltom, Bristol and
Hereford in comparison with Birmid . TEET
wAdertook studies tn Lendom as wel] a5 in

Central Birmingham, The particular imberest of
the present study Ties in wser redponses to

bses in pedestrian streets. Stesart's inter-
view toam asiked for responses to two statements:
‘I prefar 2 ghop in @ street s which thare is no
traffic' (4% totally agreed) and "Buses should
be allowed i treve] along this street, especially
if it means a more frequent and reliable bus sers
vice' [B4% totally disagreed). [t is not clear
in which streats nspnnlnti gave these answers,
50 1t my be more sonsible o ses them in the
cantext of the PTE findings above. TEST asied
people in 1575, to state their praforencas for
different fypes of strest uied by pedestriass,
The ronked order was: 1 covered streets [e.q.
arcades); £ encovered traffic free zones; 3
uncoversd strents with buses and pedestrians oaly;
4 all-traffic stroets,
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footpatas could be enlarged; wwfficient Space

15 ratained for one bus to pess amother. On the
ifde where busés giep there 15 4 raised curb, On
the pther 5ide the footpath mas & gentla Bedck-
paved FARD Lo toe carriageway, which g generally
tama; -surfaced. Mt crosi-roadg the CArTiageeny
15 paved similarly to the footpaths.

Seats, prick-snclosed Flower hods, trees, podes.
trian-scale lighting and 1 fountaia hawve been
1atroduced,

There are no formal crossieg facilities for
pedestrians untl? Carporation Steset 1§ reached,
Tris is raised, with & carriagesay ramp up frow
Bull Street, and thers sre pedectrian subsays

of pedesirian strects, of gne fore or another,
comparalle in extant to anly two or thres othar
cities in Britain. Atcess by bus seems, on the
whitle, to b hetter tham by private car and thers
are ro presiures to chaege this. 1f, howswer,
the shopper arrives by a bus that does mot
penetrate or gtop very close to fre pedestrian
area, then the car user has the advantage. Less
usual in provincial cities is the good access
by train - bobth from infer city services, and
the recently introduced crops-tows serviied,

lata for this case study were provided by
efficers of the City Counci] and the references

cited.

BOURNEMOUTH  ooRser
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A

Comercial Road, 01d Christchurch Rosd {part].
? arcades. Populatiom 1871 South East et
J60 D00, Bournemouth 139 720,

Ewm. faanug and the Centrs] Gardens, From north-
wesd to the Pier, separate the twd main central
shapping streets, because of their traffic and
the covesants under which the Gardens were be-
quaathed to Dournemouth on @ losg lease. An
past-west hy-pass of Central Bournemuth is
nearing complation and may lessem the traffic
Tewals that Bisect the two aress. Lack of rear
sereiging in places, &nd of switable alternative
routes Tor buses, led to the present scheme of
bus, some servicing asd pedestrians in the two
strests. The carriagesays ware narrosed to sbout
6n on Commercial Road and the scheme in its
present form was opered late in 1972,

ald Christchurch Road n,il hawe an exktension of
the present arrangament in the next few years,
though there i% already opposition from local
husinesses such as estate agents who do mof

want to lose their on street parking. Thers are
longar=-tarm ideas for possikly part-pedeitrianis-
ing Expter Aoad.

1t seems that Dorset OO are more enthusisstic sbout
padestrianisation, on the growmds of road safety,
passengers in public tramsport, and environmest,
than are the District Cowncil,

L

Commercial Road is 295n long, about 15m wide, and
one-way westhound. Part of the southern side
wat redeveloped in rocent years with & parade of
small shaps, The northern side has department
stores and the larger multiples. The bis and
pedestrian section of 01d thristchurch Read
sckeme 15 1B0m long but narrower, and one-way
gastiound, There are banks, specialist shops,
some multiples, a depirtmest store and offices,
01d Christchurch Road has two pro-war arcades
rurming approximately north-gowth and 2 small
ares ng totally pedesirianised street running
rorth from the western and.

Bie Jdods caman sundlakla an madal enldé Far Abddane

Figure N 1 Cumplative frequency of car
spaces by distance from the bus
and pedestrian streets

parking

1]

There are two busr shelters in Commercis] Poad
near the new shopping parade. In O1d Christchurch
Road the bus stops, without shelters, are spresd
along the northern side of the carriagedey.

On Commercial Road there are gix bus routes of
the Corporation”s Transpart Depariment, repre-
santing 12 wehicles hour duﬂg peak periods on
town services. 1n addition, are approzf=
mately 13 vehicles/howr of Hants and Dorset
Motor Services (longer distance stage serviged).

01d Christchurch Boid is served by 5 bas services,
with total frequescies of 27 buses durimp peak
periods and 18 aff-peak,

The ‘Centeride’ Foute, introduced im 1979, serves
both shoppieg precincts and the principal central
ared car paris., It mas 10 minwte frequency at
all vimes duping the day, with a 10p flat rate for
adults and childran. Bounemouth Transport haws
ong electric, and about seven diese), midibuses
to rum this service. [t receives subsidies of
§7000 each from the County and District, and
collects about 000 im fares. About 2-3000
people @ widk use the service. On & mid-day

10 minute road trip on the electric midibus
there were 10 passesgers in all, of whom ¥ made
the complate clrcunt from and to Comercial Foad.
The driver wai atked why the & other than the
suthor made the clrouit, end he thought it

wit bechuse It was good value Far money.

£

While some on-street parkimg 18 sTi11 permitted
nesr to the two preciscty, off-street car parks

are not particularly close to the bus and pedes-
trian streets. This i3 theoretically offset by
their connectedness with these strests wia the

Centeride Service,

F

Bowrmemouth’s off-street parking spaces are more
distant from the two bus and striam stresls
taan in amy other of the case stidies. Om Qhe
other hand, bus access 15 wnderstandably 9o0d:
in fact the ratic of but scoess to car aC0Rss 15
among the best for a1l the case studies.

POFULATIOH 0 it m m
BISTACE |
Figure 0 : Cumulsbive frequency of bus staps

25

by distance from the bus ard
prdestrian streets
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I:S:ir'ril,"ing of the Comsercial Road shops s malnly
from the rear, while the 01d Christchurch Road
ships tend more to be serviced from the street.
T arcades have trolleped deliveries.

Wo altermatives have been provided Ffor displaced
frafifc.

H

thopkespers werd originally against the schems,
bt niw favour it. Sime wiwld prefer the hupes
to bie remowed from the Des sbreats but the
operator, grincipally Bourmemauth Tremsport, has
aleays strangly adwocated heving buses within the
streets. In 1ts wview, adjecest streets that uied
to be one-way Bre egw Two-wly, 50 bus lgading
would be difficult; there 18 ao raal altarnative
to the pretent arrasgemnt,

Results from more general attitede surveys in 5E
Dorset show that there i3 & demand for Further
pedestrisnisation, with Jeaater rstrictions in
service traffic and tha ramoval of buses (in
Dorchester, the County tmwn, Sowth Street has
huses and pedestriens omly, but the buses will be
removad whem a new bus station has been buailt],
Public participation for the SE Dorset Structure
Plem [Dorset CC 1978) Ead a survey of 1800 house-
holds with & 30% resporse rete, and this deter-
pined ranked prioritied on trassport TEsues: road
safety [B02) pessengers fn public trangport (21%],
and sawiromment [178). Freferences for transport
policy (including the option of new rosd bwilding)
wars W maintain present balance betwess publdic
and private trensport (308}, ind to make pellic
transport & better way oF travelling |251).

While Rournemouth Corporation have apparently
carrled out no user response surveys, they beliewe
that Buses in pedestrisn dtreets constitute a
danger. On servicing of shops one probles of
trying to resbrict this w specific time poriods
thit sultiple chains kave sequential deliveries

Trom lerge velfclos: this Tact 95 In conflict with
the dedire of many nearby towns sach to Rawve

deliveries restricted to the period before. cay.
10.00.

J
The occasional car ignores the entry prohibition
signg.

K

In Comsercial Foad some facilities hawe been
provided. The footpaths have Been widesed and
peved, and there 15 & tres at B wester® end,
Theri are cne or two s=ats.  In eelther precinct
gn one Fied Vighting sympathetic to pedestrians;
Bath have & Few fubs with flowers. In O1d
thristchurch Road these 309 used &% seats be-
cause of the scarcity of ateer plages to eit,

Thers are me data on maise, air pollution or
pedestrian flows, Acgidents are said to have
decreased comsiderably ([ownty] or met to exist
[Boirnemouth Tranzport). The high proportion of
#ldarly retired people end the fact that 'poedes-
Erians tend ©o take over rad spacé requiring
bus drivers to proceed with considerable caution'
(County] meke this & sigeificant achisvement,

!

Eournemouth®s mederate sitempt to improve condi-
tions for pedestrians, and the alsost circum-
stantial achieverent of better access for bus
users than for gther transport users, make thig
schems interesting, It could, nevertheless,

be move attrackive wisually, garticularly 4n a
resort town and 1t could B greatly enhanced by &
pedestrian only. or bus and pedest=ian ealy, Tink
bitwgwn the bwo precincts scross the Gardens

and Bausng Ryenus,

Data for this cise study were derived From @is-
cussions with officers of Dorset County Couscil,
Bourmesouth [Mestrict Council, and Bournemouth
Trasgport,

DURHAM CITY countr ourkam

Figura F : Durfam Central Area

|
CARTLE, CATHEDREL !
UKIVERSITE |

R g .

Note thizs {a drown taa lorger scale than the other rity plams
bemasss of the narrmosmens of Derham's skepping sfrests.
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l"l'ﬂ WAL LD §ERL Thi aFdas Coversd Iﬂ this case
stugy are Morth Boed, Millburngate {pard, Wi11-
bursquts Shopping Cestre, Frﬂﬂ;:l:t Eridge,
Hlver Street, Market Place, Flethergits,
Jaddler Straet, Eiwt Brl-lr. Ourham City's
popelatios in 1870 waz 21 (B,

B
The centrs of Durtsm Bas many Tiated Builsl

and ity penfngeln, with tha Castle, Cathedra

wad University, 1s an cutstanding part of Britaia's

hericage. (Frefessur Pevanar: “Omm of L yreel
miperionces of Eurcpe’) The wreas atiract large
nusbers of teurfsts, By selution in favowr of
pedestriang Bad to contend with the River Wesr
an each ifde of the peningsle, with tee diff-
eraat inds of shopping area which dre 1inked by
a bridgs, with servicing probless, and with the
accomodstion of displeced eraffic,

In the #arly 1930 the &1 tFank rosd sti11 mesn-
darsd through the streets thit kave niw besn
pedestrianised 1n one wiy oF andther, At that
time new roads were plasned, ultisately to Cake
the Form of the porthers by-pass of the centre,
with two new bridges, Mi1fburngats Bridpe and Hew

'

Elvet Bridge, This by-pads saperiencis soms de-
m at pesk perleds, particulerly to buser which

relie fow mowe more Traely where peredbbed.
Design of the mew roads (without which 'peded-
erlanisation would have besn impessible’ | start-
ed im 156 and their construckion wes facilitated
by Gewmrmment 'North East White Fl.pr' s
Construction of the A[H] o the sait of Dorbam
City removed much teaffic.

Tha reasons for wishing to introdece pedesirian-
{satien are eloguently stated in the Ing ctor's
report fer tha Public Lecal inguiryr 40 1074 (A10an
1078), [mdead, in retrospact, the cese wes over-
whelaing. Ourhem's Bistoric core containg, inter
alla, cné wery nefros sbraat (S61wer Streat) with
severel Terge multiple s8ops, Traffic levels were
heavy and footpaths so marrow that in places
peaple hed t5 stes into tha carrisgiely 0 pass @
Tudy pshing a pram. Buses sometimes sverhusg the
fostpath .:i pedestrians ware brushed by passing
whfcles. & traffic centroller was sited fn the
Mariet place to csatrol traffic entering it from
various directions, and resolve some conflicts
caused by peor visibility. A cowpelling reason
for completing the scheme was that 1975 wes
[urepass Architectural Haritege Year.
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The Ingwiry was held as & result of ohjectioms
te Traffic orders whose purpose wis to resove
medt wahicular traffic Trom the stresis now
pedastrianised. Most ohisctices wars from
traders concerned with adequacy of servicing
arrangements. Solutions wire found and paded-
jr!u:;lﬁrlnn wint staad, tha schess openiag in
i3

In 1980 the scheme ars very sueccessful. A
mderate eatension of the Tosding restrictions
in Saddler Street, an acorad reairiction of
wehicles allowed to use the Market Place, snd
possible envirormental improsesents in Morth
Engd |& partia] narrowing of the dtreet with
landscaped geating arwag, or Further traffic
restrictions), are proposed for the future,

C

Hearly a1l of the verious types of trian
rohama pea ennearantad dn Berhesfe Fltu Fantes

2. Frameelgate (known 44 North Road). GSsaller
fRopd aad §ide antrance to shoppisg Centre,
150m Tomg, 10-15m wide, Esseptinl ¥ pedes-
trian oaly, servicing 13.00-10.00 except
Tendays (48 With s,F.h,]

d . Willburmgate Shoppieg Cantre. Bud 1t by
Durham City tcum:h. Part enclosed, part

opan pedectrian streets of varbous eidths,

wd total lesgth of aboul 190m, Car park
umder shopping centre with 4t geads soF-
vicing bay.

Frameelgate Bridge. 100m Tong, % wide,

Fedestrians, westhsund exit for servicing

wehicles, &3 (]

Silver Btregl. Marks &nd Spencer, Wodl-

worth, Boots, clothing, shoe snd farmiture

thaps. About 110w 1m1?, i-10m wide.

Faduibriani and serviclsg ae (e), but som

rear sarvicing.

9. Markel Plece. Tows Hall, Statue, wirioe
vhaps, About 658 & 35A. wimately half
the srea devoted to servicisg {trelleyed
from this point Lo shops] eed acoed wesicles
ot &1l times, one quarter te tralTic needing
sccess to Saddler Street and the Peninsula,
wnd oie quarter to pedestrises only,

h . Fleshergate. Small shops. About GOm long
and bm wide. Pedestrisns effectively con-
fined to Footpaths,

| . Seddler Street, Seal) shops. Peninsula
MCORES VOh1C1es only, But umafFicial.

Plans for further Festrictioes that would
mean mo public parkimg sveilsble on the
Flatheraate to Eivet Bride. Seu

B te o Elwed Bridge. shops.

i dhout g long an< Bm HIE. [ E:E:.
Pedestrians snd sarvicing as [c).

k. Elvet Bridge. About 100m lomg by Tlm wide.
Pedestrians, easthound exit for servicing

Tabls 3 04 ; Moces of usid fo reach
Aurbams Tosm Cenfra, J974. 18789

The rise in the proportion of car users and Bde
fall ie the progortion of bus wers are nolable.
This b largaly attributssle to a rise 18 car
ownerakip, Durkam having a wery Tow owmership Tevel
fn comgarisom with the rest of England, hut may

be partly due to & mederite decresse in bus access-
ibility since the cchem wed opensd.

Resurfacing the schess's strests cost £190 000,
E'H“T E%lﬂ;;-f from a E.E Section 10 Conservation

§ rom the County Highway autbority,
and the balance from the City Council.
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1]

access post=1975 15 showm in the map on
Eﬁ, 25 Tre Eu& statiom, awned by the Hational Bus
Company &nd wied by Unibed and Morthemn buses caly.
iz situated sear the westerm and of Morth Rosd aad
hes 11 platforms. [t was opaaed in 15976 and is
aot large enough b accomodste independant opere-
tors who berwinabe in Millburngabe, There iz some
mnflict Batwgen bus and service wehicles there,

1% 4 County policy ®a lecate bus stops & mainum
of 700 metres from pedestrian areds, which has
wirtual ly been schigved for the cestre of Durkan,
felative popularity of the stops 15 shown below:

merth Bl Lnom Rowd e M1 Euifgike Blmil
o] Bt 15§ 1.3 5.1 A
Tk

0nr 1,4 It 124 14
T S |8 W6 (e dmoh EET] A7 [
o gariniied
1k itan
THavimt Ha s mna ma e
L]

Tabla 3.08 ; Popularily of bua oiops i rhar
City Candra.
Kataw: nmedd for 1805 and 187E;
n=I8F for 1970, and £he rows TETE-
1979 repranent proporiton of arei-
vale wiing abops {m o parfioular

ares.

Plgures i parontheses of Pepuita
frow @ later ourdey in Oetabop 79
phore nzl4H

I 1979 there was an increass in bus user pene-
tration of the area from the north {Leares Aoad
and Claypath mﬁq at the expende 0F Ui wast
[Horts Egad and Millburngate] while approsch from
the eest [E1vet Bridge) remaims s1ight.

Tee Bus station, Morts Road, and Millburmgate o=
ther hewe &4 bus arrivals per hour, during the

by Mondey-Friday, Over 50 different rowtes sre

invalved, some baing town services and others lonoer-

digtance services. The §tops in Claypath cower

4 routas, those in Leazes Road cover 18 rowtes,

wiile those in Mew Elvet cover 3 routes about 100n

fron Elvet Bridee (probably eccownting for its

- T

fram the pedsstrion wetmark

29

E
Percentage use of car parks, probably in 1979,
15 a5 follows:

I
Willbirn- Leazes loe  Cley-
qate Brwl Rink path Other

7.2 s NS S
47.1 N.0 5.2 1.5

Locals 262
Tourists 16.7

Pabia 3,08 ; Teefesercan for Duefons Olty Cantrs
car pirks

Thie Millburngate car park §s directly inder the
shoppimg centre. [T i rotable that while the
Leazes Bowl cor asd coach park i medt fawoured
by tourisks, there is currently no way of stop-
ping  coaches [particularly from coatinental
Euripe] deiving right through o the Cathedral
via the Market Place and Saddiar Strest.

F

Considering Durtam Clity's small population
[though its centre sarvpsa wide calehmeat area)
the number of bus stops within 200m 1s quite
frigh. Owerall, bus uiers seem to Dave bebter
poiessibility to the pedestrian shegping area
than 40 Car wsers.

Figures 0 and B show the cumulative member of car
parking spaces, and of bus stops, by distante from
e pedestrian netaore.

[

tervicing arrangements have teon outlined in
wecbion C above, The police decide esceptions
outside the gemeral restrictions, snd will
Heenca for & delivery or withdraws] warth
more than about 12000 ( for example, jewellers),
Al bt one of the servicing probleoss Rawe
been sabisfacterily recoluad,

The City Counci] are sttempting to exclude
‘orangs badge' disshled driwers from the Market
Square a3 the present system allows, in the view
of the police, ted libeval a distribution
[prosent estimates suggest | driver in 100 in

;_ET TP ENIr  r
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comcams congestion, not the right to park.
{eee the Hewcastle case study for a shmilar
prablem, gxacerbated thers becauie no# =i sabled
people, within 4 !'nn1:|)- o of whoie members
jegitimately has & tadge, are using the car
illagitinataly).

H

One persen in the Charber of Trade wanled buses
remeved from Forth Goad, amd there i no
pregsure for chamging pedestrian streets back
to all-purpose strests, A survey of all shog-
kegpers in pedestrianised and nedrby noa-
pedastrianised streets produced & 306 res-
pomge. 37 shopkespers dgried that the sCheme
could b improved, while 47 trought 1t could
pot, 100G theught the scheme was generally
cuccessful.  On changed trade June 1975 to end
1979 3% thought it had decredsed, 4% that it
bad remaingd the same, and 57% that it had
increased, There has beem & substantial in-
cromse s shapping Flopespace - the County
Couneil's Structure Plan initially tended to
Vimit this to an estra 10 000 square feet,
m.u-ﬁh this has since been reconsfidered -

the 10 000 sguare feel hawve been buri 1k, approval
has been givea by the City to & further 55 00
square feet, and applications for enather 16 000
square feet are pending.

Reqarding pedestrians’ attitudes = should first
mote that the nupber of tourists lri-i'ltingm
Durham rose from 450 000 in 1974 to 750 in
1978, though pot all of trese would use the
shopping &rea. In & SEReRt survey pRdestrians
wire asked what they most liked about the City
centee: G0% said 'Historie Environment'. I
*Pedastrianisation’ and 33% ‘Shops and Shopping'
(miltiple response), [Bislikes included Tack

of eatertainment L}i.ha. Traffic (15.38] .
Shoos 44 Shopping (14,1%), Parking and Bus
Services (12,08]. 75,68 thought service wehicles
should fok have unrestricted access to (]
pedestrian areas.

85 coerators wers mat very happy with the
progesed schene, and their objections pecupind
much of the time of the 1974 Inquiry. In 1980
they tried to seck small improvesents,

the inadequate size of the bus statics remaing
of concern to independent cperatori. The palice
ard cooperative but omdgrvative.

J

The restrictions are generally ohserved, L few
users Lry to circumvent them by parking & double
yellow 1ines or using orandg badges a8 matid
earlier,

kecording to the City Council padestrian Flows
simce 1875 Bawe incressed on average by 193,
Elvet Bridge shows the greatest increase of about
471 and 511ver Street shows 11.5%

K

Great gfforts were mede to achieve a floorscape
in harmony with the histeric puildings. The

use of York Stane paving and setts has been dése
cribed §m The Surveyge [1977) and Scott [!I!-?Q'IJF_
There is 1ittle wegetation, perhaps becawis o
the shortage of space, but 1ighting and direction
signs built in to walls are qympathetic to the
surroendings, The peainsula strests recetived a
Livic Trast award in 1978, Howerer, the appear-
ance of Marth Road is quite depresging, for Tittle
has bees dose there to signify greater prierity
for the pedestrdas.

dccident fiquees are given beles. &11 exclude

30

Horth Road, but include the other pedestriam

AFEE .
Peraona] injur Buses
im accidents]  involwing persan-
erious S1ight &l injury
1371-73 3 41 n
1476-78 0 8 i

Tabie 3,07 : Aooidents {n Durkon City Comice
Baford and after padan triamisation

lipise Tewels pre-scheme were wery high, with Lia
dB[AY peak period valuos in Silver Street ughill
of &7 and dowmhill of 81, while HGVS and budes
were individually creating levels of 100 and M
uphi1l, and & amd 85 dowmhill, respectively.
Again in narrow and congested Silver Street the
man lead measuresent [ug/n') was 0,83 with 41
wehicles per hour, while it rose to 1.23 on Elvel
Bridge with 710 wehicles per bour. In 1979
there wers <0.1 pg/m? of lead in Silver Street,
while the smeke measurement in Silver Streei was
<| mg/Il0m! [as against & mean lavel of 22.6
g,/ 100" n Willburngate Bridge.

L

Curhan's centre chamged aver five years from 2
dangerous, highly congested, and environmentally
dacadent arer to one wherd, on the pesfngula and
its bridges end the naw shogping cemtre, 1t 15 8
delignt to welk, shop, and adnire & UeRScape of
distinction. Horth Boad, hosever, needi £o be
improved considerably, Access by both bus and
car 15 perfectly adequite: to improwe either
would b to imvite enyironmental deterioration.
If it were ever seriously considered Lo remove b
from Rorth Rakd, then bus access would wimilarly
deteriorabe,

Plate %11 summarises sone of the lessons of this
case study, [¢ hows that Durham started with
the adventage of an historfc townsoape; fron
this they removed all extraneous traffic and
let the pedestrian dominate. Despite this,
they were able Lo mintain cér parking and

mary bus stops close to the shopping centre.

Flgure 5 shows the plan of Durham City Centre
to approximetely the same scale as the other
case study plems.

This case study d&rives from disosssions with
I:uunH and City afficers. from 2 weslth of
material and photographs thoy provided, and
from the other references cited above.

*10 9E{A)} means the nofse lewel in decibels,
gn the A scale, that is esceeded for 108 of
the time. The index 15 often averaged for
each hour of 18 hours, from 06.00 to 24.00.
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Plate XII : Framwelgate Bridge looking toward Silver Street

- 100 2000 A VYV & rgure s : burham cuy cenere
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EXETER oewow

Plate XTI : Exetsr High Strest
ds an allpurpess street

A

The Migh Street carries buses and pededtrians,
piug oub=of-howrs servicing traffle, [t is
situated betwesn the recent Guildhall Cemtre
which is mainly enclosed, but kas some surround-
irg wncoversd pedestrign streets of small scale,
and the Princesshay devalopmest, Princesshay
amd Threw associated stroets arg plm:tﬂm
anly afd result from rebullding perhaps &5 years
pon, There are Turther pededtrign siredts near
the Cathedral and KW of the High Strest (ses
mép). Exeter had a populetion of B9 GO0 in 1977,

40

&

Exgtar's central ares suffered bowh damage fn the
second world war, THis was a8 incentive toward
pedestrisnization, though this was to take ma
years to reach 1ts present fom. A close working
relationskip batwees Dounty, City and Bus
Company wndcubtedly melped the High Strest

(the principal Interest of this case study)
conversion o reach frultion, Ancther TBporsnt
fector was rew road constraction: am inner ring
rosd, the cuter Exeter by-pass, amd the M mofor-
iy, werd 311 pperational before the Hiﬂ'l Street's
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schemi WS complabid,

1= the webuilding af parts of cemtrsl Extar the
High Straet becene & dual-carrizgewey for all
typus of traffic, with many mew retsil and
comercial baildings, sodarats Tootpaths, and
partial bus Tay-kyes. Bus queues and shelters
further restricted the space for walking, In
1967 the 5N direction carrisgewsy was restricted
to buges only, with the Mf directien carrisge=
way retaiaing all of traffic, In June

1975 tha present scheme wis intvodeced esperi=
mental Iy throwgh the 1367 Epad Traffic Regulatiem
Bet: untl] December 1576, whan the order becama
prmanent, the bus share of the stredt was omly
indicated by white 1ines,

Witerations & the carriaptway ware made with
single-lane bottlenecks intésded to reduce bus
weaids and provide safer erossing poimts, and
wider areas wherg the bus stogs wers. The
scherm, I its presest form, was completed dn
July 1977,

The scheme i% well sccepted in 10ED, and there
have been virtuslly o complaints. The Chambér
of Commerce initially wanted full pedegteias-
jsation, on the grounds of safety, and wold
still ultimately Vike to see the buies removed
if satisfactory altersative roubes were awail-
able. A progosed extession to the remimser of
the High Strest to the SH will mot be scoosp]ished
a5 easily, Tor the strest there is narroeer ond
there are no rear seryicing facilities. There
are no current proposals to estend thi sChine
#lssdbere, but what has bsen achiemd provides
a virtm]ly continuses pedestrian ares acredd
mich of the City Centre,

=

The High Street bas most of Eweter’s digariment
gtoras, several meltiplus, banks, restaurants.
mnd other smallar shops. are some offices
above skops.  The section with restricted scoess
15 im wide over mst of 1ts length but marrows
g5 130 i8 the SN section, snd 1g about 130m lomg,
This 1t was alraady amply wide emugh Lo achiewe
qod Bus and prdestrien mowement.

Mo datas were obtained on the moda] split for
passenger arrivals. or on the fimancial costs
of consbructing the gckme.

i)
Hesters Mationad Odbus Company eperais the

33

City bud network Tor which the Wigh Street
serves A% the fistus, and i5 wsed by 17 routesp
thers are about I5-30 puses an hour in esch
direction, The perator comsiders that this
‘ong operator, one depot’ errengerent sigei-
foently contributes bo the swicass of the
schema; @ wix of operators would comgl icate
matters, and Kestern Aatienal have delideratcly
dfwertad some buses sway from the streek, fes
it i gererally fell that thay should not
domimate it. Among these are counbry b
services which ysed the High Steeet, but did
Mt stop, en route to and the bus station.
Wile this fncresssd route distances & little,
it halpad political acceptance for the comcept
of retaining buies on tha High Street.

Aeliabd Vity and punciualily have imgrovad on the
City network, and 197 showed & 3light increade
in patronege of thews serviges, parkaps partly
attributable to the scheme. The sefety record
is -pnd [see section £ on the redaction In
accidenta ] for there i3 B8 understanding that
buses travel at ebout 16 kph, Elderly peaple
crousing the streat, and the quietness of rear-
engined buses, create occidbomal problems. The
Company disciplires drivers wha sre clesrly
driving at what 13 cossidersd (o be aA Ecessive
speed through the High Street, but the Trade
Usfion in mo way condome driver: whi de g3, and
da not supgart them in any disciplinary action.
Thar Branch realizes that the retentios of bises
of the street is & sersitive 1ssue; 11 they were
r-::utd, public. Company, and lnion memtars would
suffar.

Buz stop locations ar Shiwm on the plen above.

E

Thiere 15 & car park ower the nes Guildhall cimtre.
[n Sidwell Skreet {tha coatimeation of the High
Strest to the HE] Timited on-street parking is
allpwed, There g Tarther car parks near the

Bas sbatica, and at two locations near Princesdhay,

Enﬁrr hes 7 Bem stopi at davo distance from g
pedestrian shopping street, and 80 cir parting
spaces within 0m of tse néw Gufldiall Centre.
What the graph does not show 1% thit mist ?Iﬂl
of the ngﬂtr'iln mitunrk are preferentially
sccessible by bus than by car

Figures U and ¥ whow the comylative fosbss
of car parking speces dnd Bis stops by
distance from the pedestrisn retwork,
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the peEFiGd D300, UL, TNOUGE TO1T CUES met
disadvantage delivery wehiclad as there i5 rear
saFvlcing within the ceawvertad section of the
streal,

isplaced traffic may uw the warious noW roads
degeribed 1m section B abowe.

H

Ho dats were obBained on the attitudes of various
usiers of the street, though the Chamber of Commerce’s
wiews were mentioned 1m section B abowe, sad some
wigws oF Che bup cperetor in sectiom D.  Taere are

no @spty shops, which 15 indicative of & general

scoeptence by shopteepers, Uhough [hre miy ba &
pl’ﬁ- em whes Marks and Spencer v from talr
prédent large High Street store to very much larger
premi ses under comstruction is the street.

d
Section D noted the general complisnce of bus
drivers with an ‘wderitood' dpeed Tisit.

Pedéatrian flowi oa thi High Strael wirs cauntad
on 17 Mosember 1973 Trom 10.00 to 14.00 at ona
location nesr Bedford Strost.  The results are
ah Fol s

Towmwrdy Puwrls Strwsi Towaids Dussn el
Mot Bide - Beuth Bide | Narih Bide - Soul Bule

8 - 1100 i [l el (HiE )
LLE R i el [FFL] [ arl
1183 - 1LED ] (EF ] al 1121
P15 - 140 M 141 ot (R
Fulal, @ b LENTY [Fit BINNY Erit

Table 108 : Frdestrion ffows on Exnier Bigh Sireet n 1979

The sorts side Is clearly mors heavily used than
the south side. The north side has more major
departeent stores and it closest to the Guildhall
Cantre, tiough the scuth side ooanpcts with the
Frincesshay matwork and the Cathedra) precisct.

K

The Fookpaths were widensd awerywhers within the
scheme (see before and after photogrephs]. A
tomprehens | ve Tandscaping scheme was introdeted,
inclading epscial paving at the single=lane points.
'I‘:g:utinn. seats and special lighting generally
make the strest's envirgneent plestant, S of
thie architectuss of Feconstructed bufldings s
distinctly usinterasting ‘post-war moderm” but
thiz iz mot sttributable to the scheme.

Accident data are avallable from 1969 to 1979,
i ghian Tn Table 3,80,

Faise lewals at various locations im the High
Street were measured befors and after padestrian-
isation, betwssn 11,20 amd 15.00 on each occasfon,
The results are ehwn in Table 3,10,

From the meaguring points within the bus and padegs
trim only High Streat (points 3-3] 1t can ke seen
that the tu value decreased between 10 and §
(R}, Mo data were pblafned o8 changes in afr
il Tt ias,
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Exéter is one of the UKs best resolwod sedesteian
city contres. It has 4 Targe setwork of pedes-
trian streets, well-servad by both buses and cars.
The arringement whereby buses run slong the cén=
tral gpine betessn pedestrism aress to either
side could scarcely be betlered, While the
architectwre of the rebwilt High Strest and
Frincesshay area is of a Tow quality in coss
paripeh with the sany historic et ldisgs nedrty
m:ludlnq the Cathedral aid 1ts houses, the
Idhall and the Castle], Exeter 1 cortainly
& wiry pleagint place to skop,

A11 the dats for thip racs chudy wors pardded
by efficers of the County and City Coemcils, and
the Western Matiosa] (mefbus Company.
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£

Nicollet Mall Transitway. Mimeapolfs and 5t
Faul constituted a mtropolitan area with a
population of 1.8 million in the early 1970s.

B

& consultants' report im 1960 recommended pedes-
rianisation of Nicollet Avemus. The scheme wag
designed to improve the ratadl sales climate,
presimahly against the competition of suburben
centret, and any tramsit bemefits were regarded

a5 & Secondary reaton. The major sponsor was

tre Oowntown Council, a logal busimessnan's group,
who were also responsible for the elevated pedes-
trian wallways or ‘skyways®. Driginatly a dual
Zolane road [Ehe inacr lenes used for on-strest
parking), the scheme was cpened in 1967, It allows
for pedestrians, & sinuous fwo-lane strip for
transit buses, bicycles, taxis, occasional ser-
vicing by permit, esergency wehicles, and cors at
one ot two poimts for access to car parks front-
ing on the Mall. A four-tlock extension should
kave been completed in 1975,

L

§ blocks af the 12 block Avenue were oiAverted
into the Wall. The S=block lempth is about

q30m and the averall width 15 about 23.5m, The
Mall i5 the ‘quality center® of Minnespalis,
with four major department stores, other shops,
hotels and affices. In 1976 the tramsport wied to
reach the Mall was [multiple response) 33.1% car,
§1.6% bus, 1.9% bicyele |there are bike racks in
each block), 041 taxi, 14.61 on fook. Furding
the scheme was a problem initially, solved by a
federal Urbam Begutification grant (13%), &n
|MTA demoestration grant (13%], asd the Assess-
sent District (ME), The total cost of the

1967 scheme was $3.8 nillion, or E15/square foot

35

including the roadway avea, The four-block
Extind ion wes expeched Lo coat 32.8 willion, or
22 faquare foot.

i}

Standard transit Buses, some of Which werg re-
FOUTEd Qnto tha Mall, and shuttle minfbusas sere
stopd in every Black. [In Beé peah-how there
are &0 buses each wey, compared with 20 each way
before 1967, and some bus routes cross the Mall.
The downtoen shuttle runs with 9-minuts headways.
There have besa increases in bus patronage, and
relisbility has improwved, théugh there is Ag
evidence that overal]l trip time has decreased,

E

Car users hawe 10 000 parking spaces withim two
blecks of the Mall and 4 B-slorey garage oA

the Mall has Timks to the skyway system,

F

Paterial available for this case study is not
iditable for graphic display of car parking
spaces and bus stops, There appear bo be fwd
bus stops for cach of the eight blocks - that
i5, 16 stops at 7ern distance; there are also
bus stops om Hennaginm Awenug and on parallel
Bvenues Lo the east of Nicollet Mall. Accord=
img to the GLC (1972) five of the strests
crossing Nicallet Mall carry bus rowtes.

main car parking lots are toward the morthern
end of the Mall, It ceems on balange that
there 9 Betier acmedd by bus than by private

Car.

5

Mozt servicing of stores i3 by rear ollays or
cFoss strests, No mew road comstruction s
sttributable to the scheme; Ricollet Awerse
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had & lowes wehicle Tlow than some other down-
tow streets before the scheme, and these other
streets amyway hed spare capacity, Som
traffic signal changes werw madi to anlarga
capacity of the surrounding streets,

H

Tradieng changes as a result of creation of the
Mall are Aot wholly posttive, though some think
the decline prioe to 1987 was halted. Onm the
negative side, Metropolitan area residests who
shapped downtown within a month of imtervies

fell from 48% to 421 in the perigd 1985-T7. In
1963 this fell further to 33, bet in 1975 it
stablized and may Even hawe beed rFising since
then. More positively, Dayton’s Wigh quality
department store reports the stromgest cales
performance im a natiomwide chain of 20 such
stores.  Bmomg 17 long-established firms all but
one thought tha Mall was a good financial inwest-
ment, and 17 thought 1t was & good reason for
staying in that location. Owerall, a wery moderate
decline of turssver in Feal terms 1970-1976 was in
paralle] with city-wide trands, Specialist middle
class stores gnd those for the young hawe moved in,
there aré low vacancy rates, incraasing rentals
and rises in public and private sector investment.
[n & 1977 survey of the Ral1's 145 retadl stores,
21 responded of whom 22 said the Mall was a go0d
financial investment. |3 the bus service
benefitted business, 1 that it was detrimental
and B that 1t had no effectk. R10 25 were faveir-
thle toward the Mall

Fadestrians wore asked in & survey whether a Ban
on buses would encouragd them to shop more on The
Mall, 28% thowght Tt would, 451 saw no ch.gn-r.lr in
their patterns, and 22% thought it would discourage

L

In conclusion, the Nioollet Mall isems 00 Be 4
contineging swocess. [t wes inexpemsive to
produce,; in comparisen with other traffic schemes,
and provides a generally attractive and acoess-
ikle emviromment for choppers. The data for

this case study are derived from Edminster and

Eaffman (1979 and GLC {1972).

them, dmong bus wsers, 196 were in favour of bamning

then and 47% were agairmit this, Among non-bus wserd,
W1 would shop more §f there were o buses and 158
less,

d

Unlike Britain, where pededtriass m strests pene-
trated by huses are given a tacit prierity in use
of the whole street, im Mirmeapal i3 Crossing the
transitway vandonly is regarded a5 jaywalking,

The flow of pedestrians [and bwses as mobed abowa)
has increased, at 13th Street, by 461 bebeeen
1964 and 1975, Howewer there have besn reductions
at sidewalk Tesel, probably in fevour of the sky-
wiyd. In the best owtdeor comditions ane third
of the pedestrians in Che Mall are at skyway
Tevel. On hot suewer and cold winter days this
proportion rises to between two bhirds and three
quarters.

K

There are 'astensive amenities® far people walking
and waiting for buses [whose stops aré not in
ln{-l:lm. a Teatura also of the But and padestrian
malls of Fhiladelphia and Fortlesd). The amenitias
include electric seow-malting mats, heated bus
shelters, special street lighting, between ¥ and
20 trees par Block, and flowers 1n beds and tubs,

Dats on accidents, air pollution and noise lewel
changes are 4 1HEEle sparse, menﬁ and bus
speeding contribute to the sccidents, though in
the mid M5 Nicollet Mall had 23 pedestrian in-
juries sgeinst 52 on adjoinisg Hemnepin Avenue.
Bus-pedestrian comflicts of 1.71 average con-
flicts per bus rm s Micollet Mall however naed
to be compared to 0.38 in Hemnepin Asenue |dosbi-
less fewer buses and greater care by pedestrians
in the latter strect). Apparently there has
been some peduction in carbon monoxida and nodse
levels, but an increase in H:IE.
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MEWCASTLE UPON TYNE  TYME AMD WERR
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&

Central Mewcaitle has @ sebwork of pedestriss
stropts, with a1l the types that are rmr-ﬂ'li'h
found, The recently completed Eldom Souare Shop-
ping Centre, ene of the largst enclosed centres
in Furoes, 15 & late twertieth century versien
of the aireteenth cestury arcade, alin Fapresan-
wd in Mawcastle (Cemtral and Hendyside Arciedes].
Unopoversd pedastrisn and sereice only strocts
gre Cleytos Street (Morth) snd Saville Row,
Keaut 1870 Priacess ra and Morthumberland
Flacs were purpose-built as pedestriam streeis
with 1trr|4;1ll? balow, Uncovered strests conwer-
tid essentially for bus end pedestrias use anly
are Mortbgsarland Straet and, unofficially,
Blackett Strest, This cade study confentrates
an Rorthumberland Steest. Hescastie had 209 055
pezgle in 19705 local government rearganisatisa
fn 1974 craated the nes Metropolitan County of
E}I;md Wear, which had 1.7 aillion pecple in

B
The southern twb=thirds of Morthomber|sed Street
wais commrted to a bes, service treffic, end pede-
strian gnly stresl ia 1971, The northern one
third has all types of traffic, Thers 4 & Strosg
Toca] dedird (9w section H Below) to remove the
tuses from the southern part of the street, possi-
bly Unflgeaced by Metro stations at Haymarket
inm open] and Morement (anticipated tn cpen in
931}, approaimately at the northern and southern
erds of the street. [s 1981<7 it 5 intended to
trianise Blackett Street near the top of
Streat,

of EFARSEGFT 0O FEBCH ThE BETRET, & DHTE OT VIS
comieriion, wre obtained.

Figure ¥ ¢ Ciimibafles mwmber ol oir
Apavan sguingt distzace from
Neorastic's prdevirizs nriwark

D

Several Bus routes teaverse the strest, narth-souts
on 2 moderate dewnsird facliss, There are about
€D bises per hour. Beceuse of the incling they
gecaslonilly rekch apaeds of M) kph, Buses siso
run on Blackstt Street (across the southors esd)
and on other mearky strests, British Refl's
Central Station 14 about GD0m from the southern
end and, &5 previously mintisned, ogeniag of Metro
statfons 14 progressing.

E

There wre multi-storey car paeks at the northermn
and southers axtrasities of the [ldem Scusre Centre,
and others rear Johs Dobson Strest, Thide vary
from 70m to 350m Trom Northusberland Street.

F

Rewcagtle Centre's graph for cer park spaces 15
pertaps the best of all the cace atudies (Figure
Th while that for bus stops [Figere I} i3 at
Tenst im egual first positios with Birminghas,
Bearing n mind the Metro stops, the mearness of
Resgagile's Cenfral Station, snd the Tour bus
stations whide distance varies betwesn M00m and
Im, sccessibility by public trasspert o Hew-
castle's pedestrian network may Be the bast of all
thi ciie stwdies, and smong the best anywhars. [n
terms of sheer wolume, sicesd by public tramport
soeng (0 b better than by privete car.

Figure £ ¢ Cusmibifles similes af
aun miops apsiest dirance
Jrom Neocasle'y prdesirian nriwerk
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[

mn=gtreet servicing §5 supposed to take place put=
wide the wechday period 11.00-17.30, though wio-
latfons ocour.  This arrangemsat of unrestricted
bus access and restricted servicing access |to
Horthumberland Strest] follesed traders® cbjections
to the priginal schese which hed buses oaly.

Simce exemplion from Eurlnnq restrictions for
disabled persoms was introduced, many such vahi-
rlas came in For 2} hours amd there is coesiderad
o be much abuse of the permit system: U
pading Tay-byes heve beea £11led and there has
even haan penetratica by disabled person vehfcles
intn the Eldon Square shopping malls. Morthumber-
Tand Street has recently been inproved by traffic
orders restricting abl but buses amd servicing
traffic outside the weekday period 10.30 to 19.30,

K1 of Hewcastle's pedestrian schemes have bese-
fitted from construckion of the Central Motorway
to the gast. This and John Dobsos Streqt are
thought to carry most of the traffic diverted
from Horthaberiand Street,

H .
Fedestrianization 15 highly favoursd in Mewcastle.
It ranked First among the mmber of responses to
4 wite range of topics in the elabarate City Cemkre
Loca] Flan public participation exercise, mounted
by the City Planning Department. (736 of respon-
dents wanted sors pedestrisn priority areas).
Participation was emcouraged through a rmn?huw
suFyey, B broadshest, an item iR 'City News ', @
booklet, and management and employes surveys,
Feelings also ram high om what type of street
Horthumberland Street should be: it ranked First
cn average amarg a11 the medis used for participa-
tion as an ‘ares fnterest’ and 66% f 1791 respon-
donts wanted hyses remowing, with the Street paved
right across.

Mearby, to the south, 558 of 1690 respondents
for the Blackett Strect area wished 'to keep
buses snd make a pedestrian area around Grey's
Monument' {after which the new Meteo station
was named]. Further west along Blackett
Gtrent, tacitly buses and pedestriaes only
B% we hawe nobed earlipr, the strest opems
out Lo Eldon Square. This too has & monument
in the ceatrg, and i3 surrounded by the buildings
of the mew chopping centre and some earlier
ones in terraces.

There seem to be parallel desires 1In tietﬂr.:l
of the mgodenh- = they want & plaasant an
safe 5 ng environmnt [and are probadly
constantly reminded of Eldon Square’s BOOm

of totally pedestrianised malls), yet do not
want to move the buses boo far the sheps.

Transport &nd Road Research Laboratory, and Hewcastle
university’'s Depariment of Gecgrophys aee coparataly
ranitoring changss in the city centre waich result
fros the opening of the Eldon Square Centre, and

the intreduction of the Metro. A paper by Benniss
and Davies (1977) ciscussed the influence of Eldon
Square on retail parformance chamges, and moted

that the adverse effects are mst felt by thuse in
the southern Balf of the central area, though Hor-
thurberland Strest 15 not amceg those sxperiencing
the masd adverse change, Again, of thme shops

that relocated in 197677, but not to Eldon Square,
there wad A pronounced movement toward the north of
the Central Area, In 1977 thern were only threa
wacant shepi i Morthumberland Street. Fimally,

t5e authors note the importance of newly established
pedestrian routes, becayse of the new foci, on trade
peripheral to Elden Sguire.

39

J

&s noted sarlier, there are violations of the restric-
tions placed on Horthumberiand Street, FRenarding
EI:IHLHT\ flows, w; un-;:fnl- hggdhun made in §

B previous dpn. e EadDn uare
hrmmr'llnﬂ.?ti:-t had the I:l-:t!m:li'nh-ﬁ|I|
mvement. After opeming in 1908, the Square atirac=
tod volumes sinilar to Northumberland Street. That
Strewt's volums remained constant near the entrance

to Eldon Square, But reduced in the soutkerm-modl
third of the Skrest.

K

The mafim emvironmental changes to Horthemberland
Streat comcern special lighting, signpostimg for
padegtriang, and weselation ancloted im bowed sbvc-
tures, The photograph shows special basngrs cele-
hl‘ﬂ.l.irli Neacastles 200th anniverdary. The dedign
of shop facades i3 wsexceptional, while the mow
Metro stations have more lively exteriors, &5 doet
MFNF glass facade of the entrance to Eldon

L

Mewcastle's Central Ares 15 an exciting place,

and comtains an astonizhing collection of faci-
lities withinm close proximity: Comty and City
affices, University, Polytechnic, Eldon Square,
main llhraz. Central Station and Five existing
ar future Metro stations, & motorway, Cathedral
and Castle. Pedestrianizatiom i strongly sup=
ported waile the presence of cars in the centre i3
widaly disliked. [n this context, 1t is not sur-
prizing that there 15 an antegonism towerd buses
on Horthusberland Street. 1T they are remdved, thare
there will ££411 be buses nearby, thers will be
twe Metro stations adjecent, and Mewcastle's pro=
pensity to walk, will together make this et too
regrattable a step.

Daty for this case study were derived from discus-
sions with City, County and Fassenger Tramsport
Executive officers, from the public participation
report [City of Mewcasile wpen Tyme 1979), @ad from
the other reference cited in the leat.
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UPPSALA

A
Fully pedestrissised, Svarbicksgatan-
Dmgsangigaten (amd the Central Squar, Stor
Torgat] from ST, Olofsgatan in the north to
Baverncgrand in the south, Bus only on
Dragarbrumsgatan (some lecal car fraffic
allowed) and the east west street Vaksalagatan
= Drottninggates, Trom & park R the west

0 Dreparbrumsgatan 1n the sast, crossing the
praviously menticned porth=south straets,

Ugpsala‘s populatiom i5 105 000. 1t has bean
the seet of &n archbdshop sisce 1184 and in
1477 the first Scandanavian University was
founded there.

a8

fefore the advent of the motorcar the City's
planning policies were concerned with the scale
of the mumen being and the horse-drawn carriage.
The presest city ﬂhnnmg solution had as its
afm to restore this humen scale factor as the
primary one and thereby slso preserwing the

old city pattern and enwironment while attain-
ing acteptable Tewels of accessibility.’

Varioul podt-war ity plens were produced, That
of 1967 was too ambitious and was superseded by
the 1969 plan with 41 Flerent objectives:

= maintain the mfority of vehicular
traffic outside the cily core and to
restrict private car traffic within
the core,

= to give priority in plénning. . .the
operation of ity buses.

= to form an unbroken system of Ceparate
routas Tor pedestrian and cpcle tratMe
within the city core as well as ©o
rasfdentia) and Fecreational arees
and places of work,
Ao provigiont ghould be made For through
traffic diverted from the central area,
axcapl for pededbrians and cycle traffic,

In 1573 these objectives were confirmed in the

Municipal Develogment Plan which stressed en-
vironmental and sconcic aspects, ‘Econosic’
meant low=-cost improvements a5 well as safe-
guarding comercial interasts. ‘The rich 1960s

were out, the
statement for

ﬁr 19705 were in' (8 relative
den) .

Alze in 1973 the Municipal Trancportation Policy
CommiLtee !-‘L!.hd thet “the private mtor car
has 4 built-in tendemcy to counteract itself,
For §l4 necessary scoessibility 1t demands so

mch from the traffic a

ratus that this simply

cannot be satisfied within the central urban
ared, . o retail trade will be teapted to move out
to external sites where the car acoessibility is

larger.

The bus and the cygla,

- « Bave the

opposite effect - thay rise [sic) the sccessibility
of the innar urban core.' The Committee's socond
point wai that traffic wlume rises faster thas
the nusber of population {the rate was estimated

Lo be almost double). The Memdcipality then foumd
1t hid political unity on its progressive policies.

In 1972 & city-wide ::l!lxrill:ntal tratfic order
n

Wil effected, renewed

in 1974,

1573, and made permasent

The 1975 report gives no indcation of future
exlamt jomt Lo the scheme.

c

Tr various pedestrian streets appear to mix
shapping, other commercial uses, amd admimis-
tratfon, The report say: that the main pedestrian
straet i3 “am usbroken mall of about 350m running
north=south with some sdjacent small sguare, only
interrpted by the min bus axis reening east-

wast theoaigh the Central Sguare with 1ts terminal,

Thare are also o few short pedestrian side straets )
The north=soith bus strest sppesrs from a map to

ba abowt 750m Tong, while the ssst-west ong gs
about E00m Tong,

Thi total cost of the expérimenta)l phase smounted
to 435 000 wroner of which T0dMkr were for
Informing the public and mo less than 208000 br
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(a6%) for & research proqramme.

1]

dpart Trom Che cross-shaped bus omly streets, the
Central Square was tramsformed to & central bus
terming] and inierchangs bis station. The report
says "By way of this messure (end compromdse with
the pure theory of pedestrian areas] people coulld
saafily Feach the focus of the pedestrisn cemtre,
The mesn walking distamce wad thereby kept at its
practical minjmm, '

The municipal bus®s all pads oF §tart Trom the
city centre. As the Central Sgware i3 not large
h to accommodate them &11, & subsidiary
terminal Tim west of the Central Square is also
wad.  Most routes are cross bown - subirh to

city centre to suburls, There are 17 Clty Dus
rewtes and 3 mapress services.  The total number
of city bus trips has steadily risen, with a
mnthly average af 1 EO0 ODD oF B0 Q00 trips
per day = 2 public transport rate second anly
to Stockkalm among Swedidh cities, A cliy-wide
flat fare of 1.5kr, & 10-trip ticket amounting
to 1.25kr per trip and 4 monthly Sesson ticket
&re yded, while childrem and the elderly benefit
from mduced Fatos.

The Tewe] of Fares 1s designed to reduce the
oparating dsficit, but 1z rot particularly cheap.
Two concepls underlie this policy: 'the important
foctor for the car-pwner Im changing to public
transport 15 not the fare lével, bul the com=
fort and Righ Frequescy of & well kept bus fervice
af kigh stenderd'. [T you really wank to save
rmoney on commuting and are not elderly, theén you
cycle, The tobal subeldy in 1975 was 25% af
costs and was increasing.

Traval time im the city core reduced by aboul 6L,
corresponding to an increate ih avavage spaed

of sbowt Pen/ke.  Hith small additiomal messures
the raduction im travel bise i1 expected ©0 go up
to 105, Service regularity has also improved.
W4ila bus patromage was decreasing prior Lo the
schame, in 1972-71 4% increased by about TI,
allesing for papulation inCroase.

Figurer BE : Cemulstice number of
s wpaees by disbenes fraes
Dppaala's padasfrian stk

E

Car traffic to the reorginised ama reduced by
10%, but remained much the sams in surroweding
streets.  After the experimest car speeds
reduced moderately.

Thirre wire fo changes in (ntensi of central
ground level parking. Such parkimg lots and
-.l'll-i-':l.‘unl:r car parks, sppear from the maps to
give a level of accessibility to the pedestrian
ares comparable to the bus, with showt 1000 car
spaces ddjacemt to the pedesiriam streets, MNone
howeynr, ard 8% cloge o the centre of the dchess
(Central Sguare) &t the buses.

Some oR-strest parking rFemains, But 411 central
parking is melered in three zones, with charges
|“WH1H?.C“J“' Lo the mOSE central ints,

Im 1875 the fee waried from 0.25 to Jar/he. ASD
of streel and nearby dpaced were remowved to
facilitate smooth traffic Mows.

F

The graphs thow 19 bus stops at rero distance
from the pedagtrian strests, Car parking
approaches this convenience lewel, though bus
mﬁ:‘:m Lo have, overall, the best access-

G
Betail :uﬂ‘h:illﬂ appears to be from side streets,
but the report 15 not esplicit sbowt this.

As noted abowve, B0 arrangamEnts were made to
accommodate displaced traffic thougsh variows
Hﬂﬁlhﬂl'l'l raads are Being bullt Tor Chrough
trattic.

H

Shopkespers werg initially strongly sgainst the
schomg, and ong of thair reasons sy be wnigue:
"o osEricus comviction that many CustDeers were
derived wimply becavie of the moise & d fumes of
thi axigting car=Milled atreat. . _people ruched
imto the shops, buying whatever was ot hand. . .
fa lili-l.-ir Ehit prévailing street conditions,”
Opposition ceased when 1t was found that the

[ESTANGCE M.

Figureé 0T | Cumalafiss sumber of
b etapd b dleenAce from
w fn .

11
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retail trade wolume me=e substantially after
the pedestrian area came into effect,” The
scheme could then be extended almost withowt
further difficulty,

This imitial rise of trade have 5lackensd
off later, perhaps as people s bomed
to using two extermal supmarkets Built in
1870-71, wd becouse of shops conctructed inm
resibad]l pats ol e . Eronomic re-
cagslon and other fmctors atfect the follming
survey data:

4
Feb. 72 to  July 72 to
Feh. 71 duly 72

Foad producers -1.6 -0,
(ither shops =50 2.5

Tabla 2,11 @ Tuvicsar chaigen before ol after
Uppaaia's pedeairim progroms

It appears that effects of the external super-
markets and other neW suburbam shops have been
reutralised by the Centre's pedestrian streets,

K thorough survey programe was careied out
before schese started (May and September
1972) , immediately after 1ts implementation
{Bctober - Hovembar 1972} and some time after
the néw transport situation had settled dows

[Apri1-May 1973).

[n May 197% total traffic volume was comsddered
entirely or partially unacceptable by between 45
and B5% of residents of two city cembre streets,
[n Movebar 1977 60T of res tz found the
clrcums tances better. SBC of thine interd owed
favoured more bus streets with abbub 355 against
this concept.

In the 1971 syryey 2 300 pasple §n 20 places
{city centre, the iwo extermal swpermarkets

and 1m residential ared shogping cenbred) were
interviewsd. 631 were poafitive toward the
traffic reorganization experimeat, while &2
were megatively inclingd, Bus passengers [T91)
and cyclists [67%) were more positive than car
drivers [543}, Thede liwimg cwtside the cemtre
of the ¢ity wers more positive than thode 1iving
in ihe cemtra, which may be expleined by the
increxed traffic flows om the (eAlre's nom-
pedestriam streats.

i
Thee resart contaiss &0 data on observation of the
restrictions or om changed pedestrian flows.

E
Although mo photographs are available, the report
aayr bho perbatortss Rive hien cemowed snd ths

total strest width' [of the pedestrian only street)

"ig paved with concrete 51abs.  The environment
has hesn made myre attractive by the addtion of
trees, Tlowers, bemches, etc.” The sniw i melted
by a street heetimg system. Mo infomation B3
provided sbout the floorscaps ar general
enviromment of the bus streats.

Traffic actidents decréwsed by 47 in the traffic
regrganisation ard iRcressed by #-121 on adjacest
main strapts.

The asbient noise leval was high both befers and

aftar the scheme, when 120 sgairdl Sweden's
recommendid maximm H-hour Leghof 55 S[A)
outdoors in daytime. The greater decredss was
in a central ome-way street from 77.5 @A) to
13,4 AA) during Lhe day end from 67.2 to
54,3 dB{A) 4t migat.

Air pollution levels appear to hawe reduced anly
moderately, though they were low before the
scheme wad introduced.

L

The outstanding featurss of Uppsala are the
clear statement of objectives, the radical ways
in which thefir schievement was sought, and the
monitoring of the dcheme before and after its
introduction. Owerall 1t ceems to have béen a
considerable success, though this comment fs based
on information published in 1975. Access for all
fords of Cransport to the pedestrian streets
appeardy te have been equitably resolved, aad the
eacallence of the bus access has attracted an
increased patronege.

This case stwdy is entirely based on an Emglish
Tanguage version of a report by the Uppsala
H..I'IT:‘I'HI Flasming Office, published as DECD
{1975¢].

‘l..'ll 15 the Equivalent Sound Lewel, favoured fn
many continental Europedn countries. It
can be regarded as a notiona] sound lewel which
would cause the same A-wefighbed cound energy
to be received as that due to the actual soued
avar & pariod of time.

)
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WANDSWNATH sREATER LosDoN

N
W o ok T rﬁ M T - the pedestrian has precedence. Wandsworth's
i If-':‘{ ﬂ\\ i ﬂ ‘-l:'_._,_,-t-"'j - palitical swing from Labour to Consecvative in
il oy recent years meant that many schemes At an
Figure DD : The location of St. John's Road experimental state - special routes for cyclists

and pedéitriany, menagemant of residentia] areas
at Claphkam Juncfion, London Borough of Waondswerth tS Pelve thn:lu;;h traffic, for sxevple - were

short-|ived, but the conversiom of St Jahn's
Note: the width of 5t John's Foad is evoggerated Foad for buses snd pedestrisns Ras remsined
intact.

A schesa to afd bud movement was originally pro-
posed in 1973, Sewveral years laber, a public
consultation leaflet says: "The Councl) i3 aware
of the need 1o smarten up the Borough's Towsm
1 Centres, mowhere more so than Clapham Junction.
= [l

EECTICTRG GNE PEGOSICION GRIY SICeEn, DU fests, the Foad had footpaths with curbs and a
before environmental improvement carriageway of ong lang in esch direction; thare
were no tress oF any of the ather sccoutremants
of a ful ly=pedestrianised street; most shoppers
felt free to wander about the carriagewdy when
thare were no Buses around though some BEve
cumplained sbout Ous SPEOOS.

The enviroemental improvemssts fnwalue remaval

of curbs and recomsiruction to achiewe footpaths
and cerriagesay at the same level: the carriage-
way will be surfaced fn & coloured material, whils
the footpaths, ends of 3t. John's Road, and
junctioms with side rosds will be repaved in
buff-coloyred slabs. There will be trees, raiged
brick planted areas incorporating seats and
Titter bins, new lighting, and & raised curb at
bas stops to facilitate entry and exit from buses.
Shopkeepers will be encouraged to  implesent
their own schemes to improve the appearance of
their shop fronts, with aid from the Council,
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In & survay of pedestrans (s8e secton H below)
the ireang of tranaport bo reach SUoJohn's Poad wes:

L™
Woukday Saturday

Walk 48 47
Bus 32 KL ]
Traia 2] (]
Car 14 L]

Teble 3.2 : Means of fransport fs reach
Bt Johm Hoad

The estimated cost of the current improsements
b 5t. Jobn's Road = £80 000,

o

Buses will continue t6 rus Two=way along the
improved road, Southbound there will be three
stops near Lawender i1l and one mear Battersea
Eise, while aprthbound there will b2 one stop
opposite mach of the southbowsd locations, Bus
routes serving roads at sach end of, of trawr-
3ing, 5t. Johm's Road are the 13, 37, 19, 45, 49,
77, 168, 243, mnd 295, Bus journey time savings
i® each dipsction along 5t, John's Aoad are )
nearly ces minute at peak periods, One of London®s
1ergest British Rafl statfons, Clapham®Junction,
is about 100w from St. Joha"% Road,

Total in bolh direclions
Frequency | one hour

ROUTE FEAK QFFPEAK
19 = 0
i 12 L]
43 10 g
b § L]
FEL L] o

Table .12 : Bchedulid fnof actual) bis freguencles
Jor sois foubes derving Lhe ares

Flgire EE ; Number of effstreet car spaces
by distanss from St John's Road

|

Thars 5 & ground feve] car park near Clapham
Junctios tation with 120 spaces, Permiszion has
been grented For bwo Turther car paris mearby,
wach with 100 spaces, within redeve lopment
schemes. Whether they will be wied is debatable
becsuse there is mo on-street metering in the
area, &nd no traffic wardess patrol the area.

The surrgunding streets temd to be full of resi-
dents and wisitors paried cars; @ situation which
has been gvident before and after introdection of
the schamm for 51, Joke's Road, 1t may take the
caF user soms time to find & parking space.

F

M Fferences Tn accessibility by bus and private
car are ot as clear-cut in 5t. John's Romd as
they are in some of the other cise studies, parily
becasse there are few restrictions on on-itrest
car parking. However, becasse five London Trans-
port services ma along the street, and other bus
stogs are wery close to ¢, thers 15 Tittle dobt
that bus access 15 batter than by private car.

G

Servicing of abops i3 From Comyn Rosd, Barnard
Fowd, and the street irielf; thede vehicles

lesve by the ends of 3t. John's Rowd. There are
mo restricted hours, Mo !ptl:ill IF‘T‘-I'I'IQIE!I'IH hawe
Eepn made for traffic diverted from the Apad.
Somg lobbying to permit taxis amd bicycles to
use the road was Aot accepted by the Cowncil,
principally becawsa of the dlm:u'lt.y of Finding
appropriate 51?14. Exempticn signs can oaly have
one exemption |for exasple, Buses only are
permitied); otherwite the sign has 1o be am
advisory one, which can be very confasing for the
warlous classes of road wser.

H

Extensive Comsultation kas been carried out By
the LB Wandsworth, There have been public meet-
ings, encoursgemant to contact local councillors
and Council officers, amd opinfon surveys, @&
guestionnaire was distributed to 1384 local
mouseholds in 1977, to which 41% of howeholds
responded, BAI of these thought conditions for
pedestriang had improved since the experiment began,
though 53% thought traffic in their residential
freet Rad Increased sad G0 that parking fn that
street Fad increased. While 5% also thought
tanditiond for pedestrians in that street had

Figure FF | Cumsilofise momber of bis shops

by distance frem St Jsha's Read
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becose worse, JBE still comsfidered that tha 5t.
John's Rosd scheme shuuld not be sbandoned. B5%
thought that neither taxis nor delivery wahicles
should be &1lowed in the Boad.

Also in 1977 332 traders wers spprosched in 5t.
John's Aoid, Morthoote Aoad amd ather roads:

437 rosponded. When asked if the scheme showid
ke abandomed, 42% in St. John's Road, 67% i
Horthcote Rosd, &nd 993 oliewhers agreed, Thig
saeme to indicate that a network of pedestriam=
isnd streets, rather than the solitary 5t. Jokm's
fnad, would be advantageous to treders. Al the
traders disagresd (G5I-G9%) with & suggestics
that 5t. John's Road should be closed only &
propartiom of the day,

Pedestrisss were also interviesed at that time,
wWith 308 respesses on 3 weskday and 25 on 2
Saturday. Approximately malf the respomdents
Tived locally while 66% om the weekday, and 831
on the Seturdey, were there for shopping.

T41-T8% of respondents thought pedestrian safety
had dmprowed, while 25%-285 thought the Boad was
quigter. TEI-H11 thowght the scheme should
remain,

Comsultation was taken further in 1979, this time
about the proposed improvements, [n Dotober 1518
Fpusshelds received quastieemaires but only 162
(1%} redponded. OF these GBE thought the
dcheme wad 4 900d idea, and many sW)gastions were
nade for itd further improvement. 15T remained
concerned about traffic in residential roads,

oL oaly, of 326 traders and businedisd who
received a questionnaire, responded. Of these,
2/3 thowght the schems was & good ides.

J

& few unputhorised welicles wiolate the schese,
some of which may not have seen the signs at
eatry paints to 5t, John's Aoad,

E

The improvement scheme underway at the time of
writimg has been desiribed earligr. There i3
Tittle evidence on changed enviroemental condi=
tions since the scheme was introduced, except
for pccidents.

ficcidents inwolving pedestrians from 1974-mid
1980 in St. John's Fosd and its junctions at
either end are as follows:

F = u

a7 8 2 [ 21

a7y an E a 13

1878 1 a 1 14

1677« 2 B i} T 1 sailgin
1678 1 L] <] ] 2 wlight
6T 3 i a i £ uiight
100330 Jms 3 o [} E ] 7 wlight

* Goaams intmducsd In Fabranry

L

it. Joha's Road used to be congested with all
types of traffic. Since 1t was comverisd to

3 busepedestrian only strael the comgestion has
been removed, but the generally unatiractive
appearasce of the street has remaired. By the
end of 1980 this too should have changed for
the batter. Then one will find a case whers
efvironmenta) improvement has gong kand in hand
with the maintemance of a Righ level of accesi-
ihi I!t{ by all transport modws, with only one
remaining qualn: the traTfic Tevels and parking
on some Aearhy residential streets,

Data Tor this cate study were chtained from LE
Wandsworth and from o number of papers. of which
LB Wandswsrth [1977 and 1979] appear in the

bibl fngraghy.

Table I i4 ; Accldents bafore and after intreduction of the

L Johi's Road s

Tre reducton in pcodenis (o pedesinans notebly inciudes a reduction
ol the pncions beteesn S John's Road anc rmads af effer end.
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.

Tabla 1.15collects topathar the princigal infar-
mtion contafned in the ten cawe ihudies, Mot
gwary colume i3 complete, for the dets éither do
not exist ar were not made available, Perhaps
the first impression is the wide differssce in
latigs, From 21 000 in ODurham %9 rearty
milligm 98 Minneapolis metropaliten area:
population seems w0 bear little relationship to
the size of the schicverent, for Durtas™s pddeg-

trian ared required substantial road cemdtrection.

g much expenditure on wery careful design

af the streetscape - as befits an histaric ity =
while Misngapolis®s grid plan could shsark T
displaced traffic, the 20th century strest
desfgn caly neaded ta Tive with rowghly
contemporary bullding architecture, Minmg-
palls was the first of the case studies” pded-
tranisation to be opemed for public uie.

1.08

Minneapalis and Handswarth arme the o7y schemes
that are mot part of reteorks. This influsniss

46

TOUT CIMES LUPRERS PORUIATION. [UTRIRG T0
servicine there 15 a0 Clear message, Lhough
mostly 1t is to the frontage, Trequently
withim 2 restricted tiss pariod,

iie

For the sevea scheses with data, public respoise
ta pedestrianisation 15 gemerally approving.
While 1t woisld be usefyl &0 hawe more daks on
envi rommental l:hgngl:. there ara, as wight he
e:r:ud. palpabie Feductiees i8 aceidents,
nolde and adr pollution lewsls. In general, bus
drivers im streets dowinated by pedestrisss
seem o drive wg carefully amd ascidents
inwalvieg pedestriens are correspondingly Tow,

3.8

lUppsele kas mach the longest stmeteh of strests
penetrated by buses, followed by Misseapolis,
In the other case studies jexcept Besancon] the
length of bus+pedestrian street varies between
260 and 455w, The width of the strest varies
between 13 aad 75 metres, Public attitudes
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an

In transport tems, six of the cese studies had
&n inner Fieg Foad or othar new route which
could accept diverted traffic, while Four had
maide no provision. This comment should be
interpreted with care, for ianer relicf roads
are built for & number of Feasons, among which
pedestrianisation may not be foremost. The
means aof tr rt used to reach the :hth
&rea are displayed for five of the case studies:
local conditions strongly imfluence chofce af
transport. [n & densely bwilt up ares like
Wandswarth 3 high proportics walk, Use of &
car i4 surprisingly highest in Durham [with the
lowest car owmership Tewel for any of the cate
study areas). Relatively migh proporticms of
bus users can probably be correlated with the
particularly good facilities provided for

#has in asch Fasa @ Eidu araa

312

There are wide variations in the number of
nearty car parking spaces, amd iR Dhe aumber

of nearby bus stops. Winseapolis's vest mumber
of car parking spaces 15 to be expeched in 3
Horth Americen city, and the &Z1 using bus to
reach Nicollet Mall comes ad & surprise. In
England, Bimingham has the largest number of
car parking spaces, and of bus s00ps, which
emphasises the need to relate thess figures to
population. Three summary Figures are provided
to clarify these relationships, Figure 55 shows
the cumulative number of car parking spacey

by distance for a1l the case studies emcept
Besancom; bearing in mind the comment im para-
graph 3.05F that the optimm curve 15 the
wvertical axis, this s medt clesely approsched
by Barnsley, Birmingham and Mewcastle [ and
nenbably Minneanalis ©F the data were availablsl.

B OREN B f P E I 3 B

Figure GG 1 Cumsulotive mumber
af por porking spoces
by distonce from pedestrian
provimet, in ndas cose stwdiss

Figure J&F | Populotion of the ten case
wtudy amreas, generally for 1971

Figure ME ; Cwmulative number of bus
stops by distance from
pedestrian precinet, in
ming stwdles.
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while Bournemouth and Wandsworth do not perform
very well (though we should recall that Bourne-
mouth's car parks are linked to the shopping
centre by a mini bus). Figure HH shows the
cumulative number of bus stops by distance

for each of the case studies except Besancon;
while this Figure cannot be compared with

Figure GG, Birmingham, Minneapolis, Newcastle

and Uppsala perform considerably better than

the other six case studies: agaim, it is important
to relate these comments to population levels
(Figure JJ ) and to note that the measure is
number of bus stops, rather than number (frequency,
occupancy) of services using these stops.

3.13

It would be invidious to state preferences, or
attempt to rank the case studies, for the

measures used are different and cannot be
summated. Thus, one tends to applaud Newcastle

in terms of accessibility (the first Metro

station in the shopping area opened in 1980

as an addition to existing high levels of access-
ibility); Birmingham for sheer scale and plea-
santness of the shopping environment, and

levels of accessibility close to Newcastle;

Durham for a sense of carefully conserved history;
Fxeter for an ad hoc solution which appears highly
rational; Minneapolis for expediency within a
ctaracterless environment; Barnsley for the
reflection of a highly innovative public transport
policy. Besancon and Uppsala were not visited;
Bournemouth and Wandsworth have each solved
problems in contexts which could hardly be more
different. A1l the case study schemes have
demonstrated a concern to provide public transport
accessibility as good as, and often better than,
the private car's. Patronage of this public
transport is at a high level and these policies
appear wholly justified.
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4 CONCLUSIONS

4.0l

This stwdy has been concerned with the accessibili-
ty of pedagtriandised shoppang areas by various
means of transport, domina by the conditions
for bases and bus useri. One might ask shy thers
whaald Be a detadled study of this naturs; what
i 9o special abowt the relationship between buses
and pedes trianised areas that deserves this treat-
menk? The amswer to this gquestion is in several
parts.

4.2

Firat of all, the crestion of & padestrianised

area 15 almost invariably accompanied by & @8 jor
imgrowement in that part of the urban environment.
Fafsa lavels, &ir pollution and sccidents reduce;
visual appearamce and amenity increase; perhaps
shop fronts, and sometimes shop contents, become
more attractive. These moves toward a hedghtened
quality of 11fe are laudsble, 2z long &s all wsers
can gasily reach the precinct that has been created.

4,09

There 15 wsually little problem for the motorist.
[yery new suparmariet, department store, row of
skaps, or air-comditioned precinct seess to be
associated with mamy an? spaces above, below,
or imediately almgside. This results Aot just
from the desire of the developer to get his custo-
wers a3 close as pessible to the shops: it is nor-
mally a condition of plamning consent tog. Older
established shops have also tended to find spaces
nearhy that cam be cremmed with cars, though this
is Far less of a universal rule.

4.4

But wiery, bowever, Tar less frequently experiesce
the kird of door-to-door accessibility aceceded to
the mytorist, for & bus :tu-pwllilm'likt 4 parked gar)
will caly rarely be outside where the bis wser
Tives, a8 a walk 2t that end ﬁm‘hﬂp: heawily laden
with shopping and children will echo the walk mear
the shope. {f course there are some enlfgitened
pxcEplions to this statement, though Chapter I mobed
that only 138 of a large sample of British precingts
could be gaid to have accessibility by bus ak &
Tawel that was equal to, or better, n that for
the private car,

4,08

If we Tived in a rational world, such a disparity
between the comfort and conwvenience of car and Bes
waars would not be countenanced. For, i3 it mot
tree thal anergy use per passenger-km is far less
for a well=occupded bus tham it is for a private
car? s it not also true that bages require very
litkie road space per passesger carried, amd equal-
Iy little comtral aréd parking space? And that good
his access trerefore requices & much lower leve]l of
Investment than do the disproportiomate amounts of
parking and roadspace demanded by the privete car?
Bus 1;||Imu1:nr: end users are caught in a declining
spiral - as buses are wowed mzy from pedestrisn
aras, 50 their opersting couts inceease, fares go
up, and patronage declines. This decline 1% exbcer-
batad 4f the bus user's Tevel of accessibility to a
shopping precinct 18 wirse then thet for the car
war; 1t should be betiar,

4,06

Ratipnality apart, there are two other string argu-
minls for high levels of bus accessibility b pades
strianfsed shopping aread. First there is the

57

beparomant of Transpart's statement 'In shapping
areas access to buses should be at Teast as convens
ient a5 to car parks.' Me hawe seen that it patens
thy i3 not S0, ower Britain as a whale. Secoad,
there i3 the finding by the West Widlands PTE that
public tressport wsers coentribeted 562 of the ratail
wmaver ie Biminghan City Centre. As both of
these proncuncerents are from 1978 they were of
yris mot kndeo o those planning the preat major-
ity of British pedestrian scheses, though they arm
cPucially imporlest o fulure schemes,

q.07

If there are sirdng argumemts in faveur, why do
buses not figure more prominently in thé planning
of pedestrian aredt than They rawve et There
are spveral possible aniwers:

8. Elected members of o Councll want to see
petion thet will attract voles at the ne:t
ghection: they will ot be attracted to
complex =0lution: oF b those that might nat
be endirsed By the elecborats.

b, At officer level, among plasesrs and anglineers,
there has hesn & yait amount of ressanch on
hiw to accommadate the private car m clties:
this 1r|]p.r:tus Cannol easily Be cwept aside.
imllarly, oome sCnERES may haw had a long
gestation period and there will Be strong
riluctance ba change it. VYalualiom, ostates
and Financial officers will Euppart the scheme
mst Viked by businesses; Duginesemen in theie
tign corralate profitable operations with the
greatest ease of access by car, rightly or
wrangly. In &ll these situztions, the needs
of bus users may have bean overlooked.

¢, When elected memhers or offcers oF even inde-
pandent vasearchers have approached the public
for thele wiews, 1t seems that the enviromsen-
tal aspacts (and the alleged dangers) of buses
fin padastrian stroets hawe been uppermost,
while accessibility by bus has been inswffi-
clantly considered. Mot only that, the wir-
sengd accassibility for bus users (a5 it fre-
guntly tums cut) has not been made clear to
those baing intervlcwed.

d.  Miermetive methods of bus sccess have mot
ban nrf’t1:1lnl:'li' studied: it it not imperative
{emd 15 oftem quite impractical] to rem beses
along & pedestrien street. Bub they can often
be routed so they crons that street, or run ex=
tremely close, or commect with & minibes shut=
tle slong the street.

408

fully some lessons have been Tearnt, amd others
will be culled from thic study. For there remain
many shopping street: that cught to be cosverfed
primarily for enjoyment of the pedestrian; the
non-car users will s1i17 have to reach these futirs
strepts and demonstrete that they account foF a
1|r?|: proportion of the shegd® tusnover. Those
cities that have done 1itile can now Shi What
cald have been done matioewide, rather thasm in a
feu iuolated, if eplesdid, excaptions.
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TRIP DEGENERATION
A Litergture Review

0 BACKGROUND
The structure of this review is shown below.

Flgurs 1 $ructure af this Raview

THE PROBLEM
| 1 |
Lainpez=fmire altilude Lagk of infsgration Madalliag
SOCIO-ECONCMIC BEWEFITS
| | |
FAULESSES UF GHAMWE
| | |
Planaing Techanlegy Bahaviouial
Damniiy Telecommuting
Land wew mixing Taleahopging
lauiamy ll.’|l.rl-'.'|‘.ll'|l-llil H;-dl Pur-nu
Sharier lengih From car to bus, rail Bieyels and wald  Change |n the ratle of work

Changs In Ireguaney

ichosl aad ahagping tripe
to recreational irige

Since Mitchell and Rapkin (1954) first wrote sbout the intersction between land
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traditiona] land use models with recent spatial interaction models.

Brand (1973) and Senior (1977) look e the problems of integrating activity
(lond wsel, and travel demand (transportation] models. Putman {1976) reports
the first sweccessful attempt at full integration of land uwse and Crénsportation
models.  Integrated models have been prupm&dlhr I‘I.‘:hﬁllquull!?ﬂ!'. Mackett

el

Modelling the impact of transport location on land use is examined by Button
[1983) while Banister et al (1990} examine the role of models in understanding
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competitive city.

2.2]1 Equity

Daor (1981} looks at the effects of income on travel behaviour. Dick (1972)
looks st the out-of-town development, and whether car-oriented shoppers should

2.22 Health and Safety

Plowden and Hillman [(1984) examine how land use palicy could contribute to
reducing road eccident: '..transport planners tend to think of the land se

223 Accessibility

Hautzinger and Kessel (1977) look at the concept of mobility, its influence on

land use and how It is changing. Rigby (1978} reviews eccess to hospitals, The
case for sccessibilicy, instoad of mebiliey, ls put forward by Hillman and

Whalley (1975), Owen (1972), Ripa de Meana (1991} and the Green Party (1931}
Accessibility s used 28 an alternative measure to travel demand, in Conroy
(1878) and OECD (1977). Davidson (1978) relates eccessibility to density, for
use in metropolitan strategic planning. The use of accessibility in  urban
mndnila has been investigated by Greuter (1977), Kellogg (1974) and Koenig
[n.d.).

2.3 Efficiency
Hillmen and Whalley (1975) stress the need for '..economies of travel rather

than economies of scale’. The Toyota Motor Corporation (1981) examines macro-
level strategies for combatting urban traffic congestion.
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clustered residential densities, sre needed to reduce loel comsUmpEiod.

Real Fstate Ressarch Corporation (1874) argues that the cost of high density
development would be less than low density sprawl.

3.12 Land Use Mixing
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Wiedenhoeft (1981) discusses sn example of land use mixing at the Barbican
Centre in London.

In the USA ordinances which require 'trip reduction’ exist in Washington,
Virginia, New Jersey and Florida, according to Deakin and Subrbier (1988),

In Vencouver and Toronto, residential land use has been encouraged within the
CED - see Wiedenhoeft (1981) and Stewart & Mihalcin (1983).

High density lgnd use sround & fixed rail link can be seen in Kista, & new town

ouside Stockholm (Simkowicz |IS77]). Denser land use around improved bus
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s the Netheriands; they merit wider consideration.’

Conroy, M (1878) Accessibility and the Evaluation of Land Use Transport Plans
The 9th Australian Road Research Board Cooference Proceedings
A systems approach is used to evaluate the faules of the conventional land
use transport process. Accessibility measures the choice of opportunities,
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NS e O | o i i

An entropy model Is developed which gives the most probable residencial
development for given changes In work-place. When applied to & sample city,
the model gives estimated residential location changes and imputed trip

origin and destination costs.
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LLUCHAIL LUK W BN s

London Ressarch Centre (1991) Traffic Growth and Planning Policy London The

Roval Town Planning Institute
The paper contains & chapter exsmining the relationship between transport,
lod use and the environment. Inpartﬁcu!n-{:mmmﬂmmm

with & dvnamic model of urban activity, and stock allocation.

- (1983a) The Leeds Integrated Land-use Tranport Model (LILT) SR 805 TRRL
Deseription of this model,
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Owen, Wilfred (1972} The Accessible City Washington DC USA The Brookings Inst-
Itation
Chapter 3, ‘Urban Goals snd Community Design', describes examples of clust-
ered lamd uwse eg the Pepys estare on the Thames. The chapler argues i
Favnnr af changing land use to minimise fravel and increase BCCess,
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APLAFLH L ReR by L T

ndﬂlﬂla
ecologically and economically sustainable cliy?

Van den Berg, L and LH Klaassen (1982) Interrelationships between Car Use and
Changing Space-time Patterns The Future Use of The Car. Round Tables

55/56/57 Parls ECMT
Tha salatinee hariwsan coroes and charoine snace-Hime natterns are analveed.
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1 A Biblingraphic Introduction

When reviewing the literature on any toplc it iz often tempting to feel that
people were still learning to write ten years ago: that then becomes one's
time horizon. Of course this is absurd, so I will start thirteen years ago
with a publication (Elkington et al 1976) that itself looked back over at
least thirteen years and contained 1000 or more references to writing about
the pedestrisn. Arguebly since that time we have not done much more chan
refine and sharpen the type of results that were then avallable, though it
could be said we have become more concerned with enabling procedures, with
design, and with access to pedestrian facilities.

Garbrecht (1971), URPI (1977), L'Institut de Recherche des Transports (1981)
and Ramsay (1986) have produced bibliographies on pedestrians. Copley & Maher
(1973} reviewed research on pedestrian movement, and R Monheim (1975) had a
substantial reference list. Heraty (1986) produced one on safety aspects.

2 Urban Environmental Quality

In the United States, & preoccupation with wrban quality, exemplified through
pedestrian  areas, had s own lrerature. Gruen {1963) argued for networks
rather than single streets as a necessary prelude to revitalisation of down-
town, and he kept thia argument going (Gruen 1973); Applevard's early 1970s
writing was still being produced, having gained from experience, ten years
later (Applevard 1980,1982), while the current author hed sporadic references
in the 1970s which led to a relentless output (ranging from Roberts 1981 to
Roberts 1989).  TEST (1989) showed how pedestrian access had substantially
structured traditional town ocentres, in a comparative study of British and
German retail location policy. Returning to the mid-1970s USA, Breines & Dean
(1975) and Rubenstein (1978) should be noted. Despite a wealth of European
experience, it was to the US that Birmingham City Council recently turned for
advice on its central precinct {(Hildebrandy [(1988),

3 Demand for Pedestrian Facilities

Buchanan (1963} had laid down some rules for the accommodation of walking in
cities that still have relevance. In the same year, Pushkarev and Zupan
explored ways of fitting pedestrians into the slots unused by motor vehicles
in US cities, a5 a prelude to thelr seminal later work (1975a) on spatial
requirements.  Hillman & Whalley (1973) had started their long campaign for
better conditions for pedestrians, and OECD (1974) produced one of their early
pedestrian panegyrics, borrowing a title that had been used by Rudofsky (1969)
pbout US streets five years previously. Also  arguing for special facilities
were Antoniou (1970), the London Amenity & Transport Association (1973), and
the Independent Commission on Transport (1974). More recently, Goodwin (1980,
1984) has argued it is vital to include walking in travel surveys because of
its interaction with other modes. Brog (1983) addresses prejudices about
walking and provides a mass of data on the situation in Germany.

The early researchers probably had difficulty in  following the imaginative
approach of Kevin Lynch (1960) and the strong views of Oscar Newman (1972).
The Urban Motorways Project Team (1973) reported on their consultants’ views
of pedestrian behaviour, &nd Hoinville (1970) attempted to evaluate community
preferences, among which were the ease with which a walk to a local park could
be accomplished. TEST (1975,1986) have used the technique of mental maps in
an attempt to understand the concept of neighbourhood, following on from the
work of Gould & White (1974).

Hitchcock said "Walking is still the mode of transport used by most people for
the majority of their trips. Yet it is perhaps not over-cruel to say that
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until recently most trangport policymakers’ sole interest in the pedestrian
has been to avold his physical injury. It i3 now recognised that v I8 envie-
onmentally, socially and Indeed commercially desirable to allow a dominant
place for pedestrian movement in parts of central cities.' While this was a
breakthrough in officlal policy statements it should be npoted that special
provision for male pedestrians should only he made in perts of city centres.

Conferences reflect demand, ss well s reporting on research. Those on walking
have greatly increased in number and scope. One of the most consistent, and
dating back to the late 19705, has been the Annual Pedestrian Conference at
Boulder, Colorado, The Ninth Conference took place in 1988, and many of the
names in the references below have featured In one of the sessions (the pres-
ent author at the Eighth, Rolf Menheim at the Seventh, and so forth). In 1980
the Pollcy Studies Institute organised a conference on walking, addressed hy
the Secretary of State for Transport, and Hillman & Whalley (1980) among
others. PTRC hed a pedestrien section at its 1982 Anpnual Summer Meeting and
has covered this subject at subsequent meetings.

A frequent speaker at conferences of this kind iz John Adams, two of whose
books are listed, not least because of their questloning of conventional wis-
dom (Adams 1981,1985). Ramsay organised pedestrian conferences at Strathelyde
University In 1982 and 1988, as did Trent Polytechnic at Nottingham in 1986
amd 1987. The Department of Transport organlsed a one-day seminar "Sale Paths
to Independence' in 1986 which considered safer walking for those with a disa-
hility. Another seminar covering Pedestrianisation in London, was organised
by the London Centre for Transport Planning in 1987: Rolf Monheim's brother
Heiner spoke (H Monheim 1987). In the same year, the Anglo-German Foundation
held one at Wiston House in Sussex whose theme was the injection of new life
in city centres. Both Monheims (1988) spoke, on traffic calming and pedest-
rianization respectively,

4 Supply: in More Than One Location

By 1975 the bulk of the West German pedestrianisation programme had been achi-
eved, It had probably started earller than anywhere else - it used to be held
that the first converted street was in Essen in either 19268 or 1929, Recent
research by Hass-Klau (forthcoming) now suggests the earliest  pedestrian
street was in Essen in 1804,

Some pedestrianisation had been carried out in Britain since the pioneering
work of Alfred Wood (1969) in Norwich in 1367. Wood's work immediately follo-
wed the 1967 Road Traffic Regulation Act, which for the flrst time enabled
all-traffic streets to be converted to dominant use by pedestrians, It was
followed by the 1971 Town & Country Planning Act. Prior to these Acts pedes-
trian streets had sometimes been created de nove - as with the Victorian
shopping arcades or the shopping centres of many Mew Towns.

Brambilla and Longo (1976, 1977c,d.e) listed the pathetically small sumber of
pedestrian streets in downtown areas of citles - often brought in to counter
put-of-town shopping. A similar protectiveness is happening in Britain in the

late-1980s - either new pedestrianisation, Improving the quality of  old
schemes, or injecting new shopping - all in tradicional urban centres, In the
US, building a large shopping centre with covered pedestrian malls, in the

very centré  of cities, has been the preferred approach, Schaeffer (1982)
thought there were at lesst 1000 of these new centres in the US. This may, in
part, explain the small number of US converted streets .., that, and the lack
of success of meany when downtown shops moved out to the suburb: and beyond.

R Monheim's work on pedestrian facilities in Germany has steadily grown over
time. One area he has looked at recently has been the extension of pedescri-
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anisatlon from city and town centres to sub-centres and even to villages in
Germany: this he reported In 1986, In the 1880s he has also published a gen-
eral work on pedestrianisation in German town centres (R Monheim 1980) and
several monographs about particular towns, including Bayreuth. While noting
the output of prolific writers, Hillman & Whalley (1979) produced thelr empha-
tle "Walking is Transpert' and the current author his listing and analysis of
pedestrian precincts in  Britain (Roberts 1981). QECD (1978) had previously
attempted & listing of the characteristics of pedestrian precincts in  citles
within its member nations. May (1988) has been more discursive, taking In
several world cities, something OECD (1974), Perkin ind.), the Deslgn Council
(1979) and Untermann (1984) also did.

While the 1980s accelerated Interest in and writing on, urban walking, Britain
was left with many unattractive pedestrian streets; those shared with huses
are usually the most depressing (MNewcastle, Liverpool, Darlington, Portsmouth
and Reading are invidiously and perhaps unfairly selected as examples). Hass-
Klou (for example 1986), while reminding uws of our failings, continually tries
to lift British standards uwp to her native German ones. All is mot bad, of
course: there are several attractive shared streets - Slough, Harrow and
Halifax are examples. And there have been improvements to ageing pedestrian
streets - for example in Wolverhampton - and pedestrian streets are at last
being taken seriously in London - in certain outlying Boroughs, but most
noticeably In Westminster and Camden. The Greater London Council was doing
excellent preparatory work on the forthcoming pedestrian revolution they were
not to  witness, becamse of demolition (see Parker and Catchpole 1983 for
example).

How s this interest reflected in the literature? Let us first consider the
official sector. Todd & Walker (sicl1980) devised a sample of 5 120 people
of whom 2 621 were interviewed, in & survey by the Office of Population Cens-
uses and Surveys, commissioned by the Trensport & Road Research Laboratory,
This work naturally provided a lot of basic information which other reasarch-
ers previpusly had not had the resopurces to do. In 1982 the Transport & Road
Research Laboratory produced their collection of data, besed not on the QPCS
data they had commissioned, but on the 1975/6 MNational Travel Survey (Micchell
& Stokes 1982). Then a report was published by the National Consumer Council
(1987a,b) which was unigue in dealing with the kind of action people could
take to improve their walking lives. The last report of this kind came from
the Department of Transport (1987) which gave guidance on wehicle restriction
in pedestrian zones: previpusly it had produced two others (DTp 1978, 1988).

It must be remembered that pedestrianisation is now a worldwide phenomenon:
there are long-standing examples in Buenos Aires, Barcelona and other Spanish
citles, im Venice (of course), Dubrovnik and alleyways everywhere which physi-
cally cannot be penetrated by motor vehicles, But what of today? France, a
slow starter (see Lapeyre 1982), has now achieved pedestrian networks In
Faris, Rouen, Lille, Lyon, and many other cities (for information on the last
two see Simpson 1987, and for Lyon only, TEST 1988a).

The Metherlands have for some time had many pedestrian precincts, both strest
conversions and newly created ones (as in war-damaged Rotterdam): Isee
Economisch Instituut 1975, Gantvoort 1982 and Kraay 1986). Denmark alse has an
accessible, to non-Danish speakers, literature on  traffic-calming (Nielsen &
Rassen 1986, Gehl 1986, Russell 1986), pedestrianisation in Copenhagen
(Lemberg 1973 for examplel and how pedestrians use spaces allocated to them
(Gehl 1980,1983), While Moscow now has a pedestrianised street, Sagona (1973)
was apologetic about Italy's paucity - which is now being corrected,  Pasricha
(1936} has detailed the difficulties of achieving pedestrianisation in Bombay,

While most publications on German pedestrianisation are in the German language
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Hall & Hass-Klau's (1985) work covers, In English, some aspects of interest to
pedestrian researchers on seven German cities, Other commentaries in English
can be found in Bowers (1986), H Monheim (1986), Brambilla & Longo (1977h),
TEST (1988a), and Hajdn (1388). And Tarke (1983) discusses cthe German state-
of-the-art in area -wide traffic restraint, the Federal programme. Kossak
{1988) shows how Hamburg's central city was revived through imaginative pedes-
trian facilities. Among publications in German, a number have to be singled
out:  Apel (19584) powerfully puts the car in its place; the Bundesminister for
Raumordnung, Baswesen und  Stadtebao  (1980,1986) with  lavishly-illustrated
bogklets on  pedestrians  amd craffic-calming, and the Bundesforschungsanstalt
fir Landeskunde wund Raumordoung (1983) on  traffic-calming are  notable,
Machtemes (1977) and Machtemes et al (1979) provided voluminous reviews.

In the United States the Natlonal Cooperative Highway Research Program (1981)
has investigated the benefits of separating pedesirians  and  vehicles. Impor-
tant to the researcher on pedestrien facilitles I8 a series of US studies
under the generic title 'Auto-restricted zones’. They were undertaken in the
mid=19705 in Boston, Burlington, Memphis, Providence and Tucson, To give an
example, the Boston report (Urban Mass Transportation Administration 1982
covers the 'Downtown Crossing' ARZ and investigates a range of impacts follow-
ing the elimination of all auto traffic from twelve blocks and six streets in
Boston's CBD; one impact was on pedestrians. A Canadian initiative through
the Journal 'Contact' (Pressman 1981 with Foreword by Garbrecht 1981) produced
many North American articles but also some on The Netherlands, Switzerland,
France and other countries.

5 Supply: Single Schemes

One or two monographs on particular places should be mentioned. Lukey (1887)
believes Milton Keynes provides a paradise for pedestrians and Finney (1987)
extensively reviews the history of pedestrianisation in  Leeds, Preatwooud-
Smith (1987) has tried to do the same for London, and Campbell & Rabinovitch
(1987) have made specific recommendations for the partial pedestrianisation of
Trafalgar Square, London, Collins (1986) descrihes the lengthy history of
pedestrianisation In  Norwich, while Lemberg (1973) has interpreted the
subtletles of Copenhagen.

6 Acoess

In the second hall of the 1970s TEST started what was to become something of a
preoccupation with access issues. A three-year study of a south London High
Street's gradual pedestrianisation (TEST 1980) was complemented by another
study in southwest London (TEST 1979): both were concerned with how bus users
were to reach pedestrianized streets when many bus routes had been diverted
away from them. In 1981 a report was prepared for London Transport summarising
knowledge on this topic and It was updated later (198Ta), Further access
issues were explored (TEST 1987h,1988b). Bendixson (1983) noted the extent of
walking done to and from cars which often led to walking between them as
well.  Tevineon (1988] looked at streets for people ond trameit, whils in 1080
TEST discussed walking to the shops in traditional town centres. Roberts
(1886a,1987a) examined how people reached pedestrian areas in two papers.

7 Safety

Throughout the period we are considering, safety (a euphemism for 'danger')
has interested many researchers. Mackay's work on accldents has continued to
this day; it was preceded by, among others, the research of Jacobs & Wilson
(1967) and Biehl et al (1970). The Department of the Environment (1973)
followed closely. Gamble (1987) asked outright how many of us would die in
road accidents.
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There are wvarious key works on children at risk (Finlayson 1972, Howarth et al
1974, Grayson 1975 for example). Goodwin & Hutchinson (1976) and Ward (1987)
investigated pedestrian accldent rates, while Dawson & Parker (1985) consider-
ed pedestrian safety in subways and shopping centres at night. Grayson (1987)
looked at the risk to pedestrians while crossing roads, while Ganguli (1974)
and Goldschmide (1976) considered pedestrian delay and risk.  Havlick (1986)
wanted a Bill of Rights for pedestrions!

Bosselman (1986) complained of conflict on the streets and of little attention
paid to residential streets; Beth and Pharoah (1988) tried to remedy this
deficiency. The Department of the Environment East & West Midland Regional
Offices  {1987) surprised us  with  their description of several residential
traffic-calming schemes in their areas, Risk to the disabled is greater than
to others, %6 it i5 good vo see the Department of Transport have a disability
unit: Frye (1987) has discussed problems of those with & disasbility in
pedestrian areas, echoed in a conference paper by Roberts (1986c).

8 The Technology of Walking

Much technical work was evident In the early 1970s. Fruin (1971) conceived the
level of service' approach to quantifying the nmumber of people walking within
any glven area; this was used (and slightly modified) by Pushkarev & Zupan
(1975a,b) in New York, again elaborated by Seneviratne & Morrall (1985), and
wmed by TEST (1985) in the City of London. Applevard and Lintell (19700 had
published their frequently-copied analyses of walkers’ movements 0 streets
with different traffic wolumes and mixes. Transport & Road Research Laboratory
became interested in pedestrians’' rosd crossing behaviour (Sabey 19731 - an
early publication of many by her - and Hitchoock 1975), as did Imperial
College London (Crompton et al 1975) and Birminghem Unlversity (Mackay 1972),
Dalby at TREL pursued pedestrian interests (1973, and with Willlamson, 1975).
And in 1975 the World Bank monitored Singapore's traffic restraint  policies;
TEST used time-lapse photography to observe pedestrian numbers and distribu-
tion and crossing delay, on streets before and after the policles were
introduced (McGlynn & Roberts 1977, Watson & Holland 1978

Eesearch on the specifics of pedestrian behaviour and precincts has continued,
aml s rather superficially covered here. Colwill {1973} produced the not
particularly startling observation that cars and air pollution were related.
Navin & Wheeler's (1969) footway usage study has recently been complemented by
Wright's (1988) observations of pedestrian movement through all the obstruc-
tions in their path. Trevelyan (1974) analysed movement. Gilbert (1986] has
become an authority on mathematical modelling of pedestrian  behaviour, and
Mellor (1976} exsmined methods of counting and estimating numbers of people on
strects, 8 topic to which Turvey et al (1987) have returned. Hopkinson et al
(1987a,b) have investigated in depth what constitutes a pedestrian environment
and Bentham & Haynes (19850 have shown a direct relationship between reduced
vehicular traffic and increased pedestrian flows.

Psychological and environmental perception to sn extent parallelled the eatab-
lishment of Urban Design courses in Britain and corresponding interest in the
US, In the 1970s, two key [igures were Applevard (1973) at Berkeley, and Les
at Surrey, Universities, A good example of the latter’s work may be found in
Lee et al (1973). Bees & Clyde examined the psychological effects of
pedestrian streets in  Liverpool.  Llewelyn-Davies et al's (1971) research on
urban motorways, led by the current author, included some consideration of the
topic of community severance, caused by the cutting of pathway routes,

9 Designing for Pedestrians

Russzell (1986) has advocated having a core tme for pedestrian areas when no
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traffic should be allowed Into a precinct (excepting emergency vehicles), and
Adie (1986) plus Adie & Parker (1987) have said for a precinct to succeed its
design should be simplified, but done well.  Boeminghaus (1978) produced a
design guide on the detailing of pedestrian areas, while Krehl (1985) edited a
250-page lavishly illustrated handbook of ‘public design' - much of which
COncerns FEIj'ESt.t‘iﬂﬂ Hreas,

The Federal German Government publications on the design of traffic-calmed
areas heave already been mentioned above, as has the much less attractive
English version (perhaps because there is so little to advertise).

The Second Conference on Pedestrianisation at Trent Polyvtechnic had a number
of papers on paving, reflecting that it was partly sponsored by pavier
manufacturers (see Lilley, Bull and Hammett, all 1987,

10 Evaluation of Pedestrian Facilities

From the mid-1970s evaluative studies of pedestrianised streets became popular
- Myatt's (1975) study of London's Carnaby Street, Van Cort & Matthys' (1978)
study of Ithaca, New York, Edminster & Koffman's (1979) evaluation of three
transit malls, and Stewart et al's (1979) user response study are examples,
Guise (1987) appraised pedestrian areas, Dueker et al (1982) undertook an
impact study of the Portland (Oregon) transit mall while Beaton & Murray
(1984) did the same for the Denver transit mall. Spenceley (1986) evaluated
precincts in Essex and Kent. Students in Britain also used pedestrisn activity
for theses, and had probably long been doing this in Germany (Ramsay 1977,
Parker 1977, Cashmore 1981). Cashmore concentrated on evaluation,

11 Conchiding Remarks

Some recognition of consistent supporters of TEST's should be given: The Rees
Jeffreys Road Fund, London Transport, London Regional Transport, the World
Bank, the Greater London Council and the Campaign to Improve Public Transport,
There 1s much other activity: the Pedestrians Association publish a journal
and sponsor an annual lecture. The MNational Consumer Councll's work on the
pedestrian has not stopped, as they are members, along with Adams, Hillman,
Roberts and others of the well-respected pressure group ‘Feet First', adminis-
tered by Transport 2000. And, of course, Transport & Road Research Laboratory
has carried out quite a lot of research on aspects of pedestrian behaviour.
Other agencles appear in the references.

A recent TEST publication followed three years' work on the economic benefits
of giving priority to pedestrians, cyclists, surface public transport, and
essential servicing vehicles ... In  craditional urban  centres, Doing  this
radically improved the centres' environment, which then led to economic gains
for shopkeepers, landowners, employers and employees (TEST 1985, 1986, 1988
refer).  Among current work, we are investigating any street's ability te
accommodate certain mixes of means of transport, and five case stodies of bus
aind pedostiion sueels bal been undertaken when this chapler was drafted:  for
an interim report see Roberts et al (1988). Acknowledgements should be made
to earlier work on this theme by Claxton (1972) and Dalby (1976),

Finally, 1 must apologise to the myriad suthors whose work has not been clted.
This review had to be selective of a large literature. Rather than attempt to
cover all of it, thereby replicating the bibliographies cited in Section 1, it
seemed of more use to suggest some of the works which have proved most useful
to me. Bibliographies on their own are as useful as the descriptivenass of
each individual title, once you have ordered the toplcs that interest you.
Annotated bibliographies are a step forward.  Full abstracts sre more useful
still. Researching pedestrian issues concentrates the mind best of all.
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RNNOTATED REFERENCES

Abbreviations:  DoE Department of the Environment (London)
DTp Department of Transport {London)
ECMT Europesn Conference of Ministers of Transport {(Paris)
GLC Greater London Council
GPD Government Publishing Office (Washington)
HMS0 Her Majesty's Stationery Office (London)
LCTP  London Centre for Transport Planning
LET London Regional Transpart
LT London Transpart
OECD  Crgenisation for Economic Cooperation and Development (Paris)
PSl Policy Studies Institute (London)
PTRC Planning & Transport Research & Computation {London)
REL  Road Research Laboratory (Crowthorne)
TRRL Transport & Road Research Laboratory (Crowthorne)

Adams, John {1981} Transport Planning: vision and practice London Routledge
Critique of current trends snd methods [n cransport planming, and their discuptive
effect on existing lifestyles and blight cast upon traditional cities, with the
motorized world ‘as & hostage to the oil-producing countries,'

- (1985) Risk & Freedom: the record of road safety regulation Transport Publishing
While accidents reduce as passenger-km by vehicles increase, Adams says this is
nothing to be proud of, What it effectively means is that people are inhibited from
crossing roeads and moving abowt freely: scoidents therefore reduce in relation o
these constraints, Also discusses 'risk compensation' or the transference of risk
from a vehicle driver, through wearing a safety belt, to non-belt wsers In the vehicle
pedestrians and cypolists,

Adie, D (1986] Urban Design in Pedestrianization Schemes PTRC Autumn Course London
Adie claims that many pedestrianisetion schemes feil because they are overdesigned and
often bedly designed, Faving is not strong encugh to take the occasions! emergency
vehicle and cracks up, for example.

Adle, D and ] Parker (1987} Paving the Way: Some Examples of Pedestrianization as Prac-
tised in London Second Conference on Pedestrisnlsation Trent Polytechnic 19-21 Jan.
Review of pest and present achievements, problems encountered, and detailed design.

Antoniou, J (19700 Planning for the Pedestrian - Access Networks Official Architecture
and Planning 33,6 pp510-526
In plenning for pedestrians it is essential to define a series of origing and destina-
tions, wich emphazis on accessihilicy and linkages, rather thar & finite route netwark

Apel, I? Elﬂﬁﬁ-lllul.lmrertﬂhmg des sthdtischen Personenverkehrs, Teil 3 Stadtverkehrsplanung
Berlin DI
Apel's graphs of modal splits in various European cities have been widely reproduced.
A non-auto centred view of transport planning,

Applevard, D {1973] Notes on Urban Perception and Knowledge in Downs & Stes (eds) Image
and Enviromment Chicago Aldine Publishing Co
Suggests that environmental perception proceeds on three levels: the operations!, the
responsive and the inferenctial, Operationslly, people select various aspects of the
city environment to carry out tesks: details of traffic circles, islamds amd [mtarsec
tions are often atly ax, ated in sub Ve The rather passivel
to elements mafﬂm yﬁnpm&quﬂm them fﬂ?ﬂbmbﬁardsmﬁigm. irga—?pﬂf ’Image-aﬂ?ﬂ:y' 4
must take into sccount sound smell end touch as well az sight.  Inferentially, signif-
icant places or buildings are identified chrough reference te a previous experience.
- {1980) Liveble Streets Berkelsy University of Californla Press
- {16982) Streets are Public Property, but who is the Public? in Mowdon and Laconte
ieds) Streets as Public Property Seasttle College of Architecture and Urban Planning
Appleyard, D and M Lintell (1970) Environmental Quality of City Strests Working Paper
142 Berkelev Institute of Urban and Regional Development
Congiders 3 similar streets fn San Francisco with different traffic levels.  Muoch
reprodueced  diagrams showing pedestrian movement patberns fn relstion to the nuomber of
vehicles, The one with 16 000 vehicles/day is considered wnsafe by residents, who
Eoep to the sidewalks pnd rarely croze.  That with & 0 occupies a middle position
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and is crossed more. That with 2 000 is considered safe, and pedestrian movement is
more rndom,

Beaton, Joseph P and Eric P Murray (1984} Spreading the Benefits of a Pedestrian/Transi
Mall in Proceedings of Fifth Annual Pedestrion Conference  Boulder Colorado
A detalled review of the Denver Transit Mall, in which 16th Street has a free shuttle
bus service along fts one-mile length. The authors are critical of che original des-
igners' claims for the future prosperity of this shopplng street, quoting Grien's
(1965) view phat revitalizsing just one downtown street fs net enough - @ network is
reqguired.

Bendixson, Terence (19830 Making Cities Fit to Walk in: A British Point of ¥Yiew Fourth
Anmual Pedestrian Conference September 20-21  Boulder Colorado
The President of the Pedestrigns" Association makes various cogent poings, one being a
madest criticism of pedestrianisation: 'as cars become more numerous and widely used
g0 maore and more walking favolves getting to and from them and thus takes place in
proximity to them.'
= {19B4) The Marketing of Pedestrian Areas: A Fresh Look at Old Pedestrian Strests
PTRC Scminar London 200 March
Pedestrian streets need periodic reviews and renewsal. In the US they have gone through
several changes. Attempts fo abfract middle-class suburbanites by knocking down
houging to provide parking lots are not as helpful as catering for Blacks, Hispanics,
single-parents, elderly people and other inner city residents.

Bentham, CG and BM Haynes (1985) The Effects of Vehicular Traffic Restriction on Pedest-
rian Mumbers Traffic Engineering & Control 264 p 210
Varfous sites were compared on @ Wednesday and Seturday in Norwich. Changes in pedes-
trisn numbers from Wednesdoy to Setwrday were much greater in che street with Saturdsy
vehicle restrictions than in other Norwich strests with the same traffic regimes
throughout the week - partial closure to vehicular traffic therefore attracts substan-
tiglly increased numbers of pedestrians to & streel.

Beth, Liz and Tim Pheroah (1388) Adapting Residential Roads for Safety and Amenity South
Bank Folytechnic Department of Town Planning
‘Most authorities seemed unaware of practice in other Europesn countries, whers recon.
struction of residential streets to schieve environmentsl! amd safery improvements has
been standard practice for ten yesrs or more.' The paper therefore calls for a major
expansion of streer adapration activity, bassd on experience of other European
Countries,

Biehl, BM, 8] Older and D) Griep (1970} Pedestrian Safety Paris OECD
Summarises past research on pedestrian behaviour by age, sex, social facrors, drinking
driving experience, accidents, etc. Extensive bibliography.

Beeminghaus, Dieter (1978) FuBgingerzonen Stuttgart Karl Kramer Verlag
Fully illustrated examples of the detail of pedestrianisation, drawn from various
European countries In German, English snd French, A wseful handbook for designers.

Bosselmann, Peter (1986} Redesigning American Residential Streets Bullt Environment
12,1/2 ppo8-106
The author suggests that residential streees have for a Jong time been regarded as
just another part of the automobile petwork, despite pioneering work by Applevard
(from the early 1970s) and 8 few others, Three types of street need fnvestigating:
the pre-sutomobile, strestcar, and automobile ones, snd sketches suggest how conflict
could be reduced,

Bowers, Philip H (1986) Environmental Traffic Restraint: German Approaches to Treffic
Management by Design  Built Environment 12,1/2  pp80-73
Shows the various methods wsed /n Germany to achieve ‘traffic calming', with rechaical
detalls and some costs.

Brambilla, Roberto (1973) More Streets for People MNew York Italian Art & Lendscape
Foundation
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Brambilla, Roberto & Gianni Lengo (1976) An Appraisal: Traffic-free Zoning (This and
the following four publications (1977a to d} by these authors were carried out at the
Institure for Environmental Action at Columbia University and published by the
Government Printing Office, Washington) This i Volume 5, published first,

- {1977a) A Handbook for Pedestrian Action

Reviews pedestrian schemes world-wide end sctions nesded fo make a scheme work,

- {1977h) The Rediscovery of the Pedestrian: 12 European Cities

- {1977c) Banning the Car Downtown: Selected American Cities

- {(1977d) American Urban Malls: A Compendism

Listing about 70 LS towns and cities with downtown malls. Net all have been successful
particulsrly those which attempted to revitalise downtown after maost trade had gone
o ouc-of-town malis.

- {1977¢) For Pedestrians Only: planning, design and management of traffic-free zones
Wew York Whitney Library of Design

This appears to be 8 hardback version of the 5 ‘Footnotes' that are listed above.
Compretensive detail on U5, Canadian and some European malls.

Breines, Simon and William | Dean (1975] The Pedestrian Revolution: Streets without
Cars MNew York Vintage Books

Brog, Werner (1983) Does Anybody Still Walk Nowadays? Data and Facts from the FR of
Germany Fourth Annual Pedestrian Conference September 20-21  Boulder Colorado
Addresses aight misconceptions or prejudices about walking through presentabion of a
large amount of German data.

- {1865} Changes in Transport User's Motivation for Modal Choice: Passenger Transport
the Situation of the Federal Republic of Germany Paris ECMT Round Table No 68

Buchanan, Colin (1983} Traffic in Towns London Minigtry of Transport & Civil Aviation
A rwentieth-century classic, misinterpreted by the road lobby to mean massive road-
bullding should be wndertaken.

Bull, JW AK Mirasa and H Al-Khal (1987) The Design of Precast Concrete Paving Flags ir
Pedestrian Areas which are Subjected te Vehicular Over-run  Second Conference on Ped-
estrignisation Trent Polyrechnic 13-21 January

Bundeforschungsanstalt fir Landeskunde und Raumordoung Flachenhafte Verkehrsheruhigung
Heft /% Bonn

Bundesminister fir Raumordnung, Bauwesen und Stadeebau (1980) Wohnatralen der Zokunft
- (1986) Stadtverkehr im Wandel Bonn
Both these publications are lavishly illustrated wich photographs and plans; they
depict schievements for pedestrians, more particularly of traffic calming.

Campbell, Brian and Jonas Rabinovitch (1987) Opportunities for Pedestrianisation in
Central London: Report of a New Study carried out by Ove Arup for the LCTP LOTP
Seminar Pedestrianisation in London London 30 March
Description of the study of Trafalgar Square, concluding that fts porthern and westers
sides could be closed to eraffic, wiich cowld be sccommodared on the ocher two aides.

Cashmore, JF (1981) Toward an Evaluation Method lor Pedestrianisation Schemes Diploma
dissertation, Leeds Polytechnic
Teckles a largely uncharted area: components of pedestrignisation, (Mterest groups
involved and a review of such evaluative methods as were avallable.
= {1862) Pedestrian Flow Patterns World Developments in Pedestrian Planndng Strath-
clyde University 1 July
Exsmples from Manchester of pedestrian flow under different conditions.

Claxton, Eric (1972] Reappraizal of Urban Mobility London British Cycling Bureau
Considers spatial demands of different transport modes by ares occupled within move-
ment space, and their relationship to vehicle occupancy f(a full bus holds perhsps five
times as many people as full cars occupying the same space) and speed.

Collins, M (1986) A Pedestrian Street over two Decades - London Street, Norwich 1966-36
PTRC Autumn Course September
A comprehensive review of London Street, complementing Wood's (1968) description.
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Colwill, DM (1573} Atmospheric Pollution from Vehicle Emissions: Measurements in
Reading 1971 TREL LR 541
An early acknowledgement that motor treffic materially contributes o air pollution.

Copley, G and M] Maher {1973} Pedestrian Movements: a Review SRC Transportation Plan-
ning Project ITS Leeds University
Extenzive review of resesrch on pedestrian movements considered environmentally, in
terms of flow/concentracion relationships, and in terms of pedestrian travel demand

Crompton, DH DL Warriner and ] Goldschmidt (1975) Accidents to Pedestrians and Environ-
mental Evaluation London Imperial College (unpublished)
An pttempt to introduce comparative pedestrisn risk to che environmental evalustion of
slternative urban transport plans

Delby, E 11973) Pedestrians and Shopping Cenire Layout: a review of the current situa-
ton LR5TT TREL
Describes technigues adopted to that time by local suthorities to improve shopping
smenity while preserving satfsfactory levels of goods servicing, bus acoess, car park-
ing and through treffic.
- (1876) Space-Sharing by Pedestrians and Vehicles LE743 TREL
Research in Cornmarker Street Oxford into the coexistence of buses and people on [oos;
discusses fypes of paving and whether this showld be contimvous or with footways
raised above the carriageway. Also shows chevron-like formations of people giving way
to passing buses.

Dalby, E and AE Willlamson {19750 Pedestrian and Traffic Management Technigues in Dell:
report of a visit made in December SR2I57T TRRL

Daor, E and PE Goodwin {1976 Variations in the Importance of Walking as a Mode of
Transport RM43T GLC
Using GLTS and NTS data, the authors explain the significance of walking ro make good
its absence from many transportation studies.

Dawson, Gillian and Joho Parker (1985) FPlanning and Crime Prevention a paper for NACRO
The authors take several areas of interest to planners - housing, subways, open space,
public transport and car parks, shopping centres end street Nghting.  OF fnterest o
this review, they call for direct, short and spacious, well-lit and mainteined and
well-used subways, Regarding shopping centres, "busy pedestrian areas by day can, if
badly lic at might, provide potentially dangerows areas for solicary pedestrians, '

Department of the Environment (19730 Pedestrian Safety HMSO
Provides criteria for establishment of pedestrian crossings, signing, applicable law,
appropriste street funiture and lghting and 8 variecy of safery guidelines. Derails
foorway obsoructions and roadworks and problems for the disabled, traffic management,
and what = rermed ‘segregation’ - precincts.

Department of the Environment E & W Midland Regional Offices (1987) Improving the Resi-
dential Environment Works related to Evropean Year of the Environment
Shows a number of examples of "traffic-calmed’ residential areas.

Department of Transport (1978) Notes on the Preparation of Pedestrianisation Schemes
Local Transport Move 278

- {1886) Shared Use by Cyclisis and Pﬂ:lul:rim Local Transport Mote 2/86
= (1867} Gertng the KIghl Balance HMS0
Shows the shift in values that have taken place since DoE (1973). Grester recognition
of the need for pedestrian facilities, though a little ponderous as the bookiet is
structured around the law.

Design Council (1979) Strests Absad London
One of the best presented of several design-oriented books char have been produced,

Dueker, Kenneth | Pete Pendleton and Peter Luder (19582] The Portland Transit Mall
impact Study Final Report Portland 5State University Center for Urban Studies
i5-page stody of & wide range of varisbles and thelr valves within a bus and
pedestrian mall,
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Economisch Instituat voor het Midden- en Kleinbedrijf {1975) Voetgangersdomeinen in
Nederland ‘s-Gravenhage Socisal-economizche publikaties
A Dutch viewpoint which covers problems of pedestrians, how "domains’ for them have
arisen and how they have been developed, with a review of experience gained,

Edminster, Richard and David Koffman (1978] Streets for Pedestrians and Transit: An
Evaluation of three Transit Malls in the United States Wazhington US Department of
Transportation
The malls are in Philadelphia, Minneapolis and Portland Oregon. Topics analysed are:
maintenance and construction costs; transit service [mprovements; level of service for
pedestrians; environmental impacts; pedestrian and bicyclist safety; traffic diver-
sion; parking; goods delivery; enforcement and economic aspects.

Elkington, John Roger MeGlynn and John Reberts (1976) The Pedestrian: Planning &
Research London TEST (Transport & Environment Studies)
Volume 2 of TEST's report to the DoE (TEST 1876) with some elaboration. Over 1 000
annotated references following elght review chapters of (some of] the pedestrian
literature up to 1975,

Finlayson, Helen (1872} Children's Road Behaviour and Personality British Jowrnal of
Educational Psychology 42,1 pp225-232

Finney, John E (1987) Pedestrianisation in Leeds Second Conference on Pedestrianisation
Trent Polytechnic 19-21 January
Reviews Lasds' notsble contribution te pedestrianisation over 8 peripd starting in the
sarly 1960, to completion of the first schemes in the early 1970, and sdditions of
giclosed shopping cemtres since that rime.

Fruin, JJ (1971) Designing for Pedestrians - a Level of Service Concept Highway Research
Record 355 Washington Highway Research Board
Parr of Fruin's prolific output on the measurement of pedestrign activity. Establis-
hed techniques for measuring 'level of service' or the amount of space provided to
individuals pedestrians under different density conditioas.

Frye, Ann (1987) Pedestrian Areas - Helping or Hindering Disabled People? Second Confer-
ence on Pedestrianisation Trent Polytechnic 18-21 January
Frye, from the DTp's Disability Unit, makes cogent poilnts to ease the movement af
people with disabilities within pedestrisn arcas,

Gamble, S (1987) How Many of Us Will Die in Road Accidents? London DTp
Ganguli, BE (1974} Pedestrian Delay Studies RM438 GLC

Gantvoort, ] Th {1882) Pedestrian Planning in the Netherlands La Voix du Piéton XVII
Autumn 1982
Describes the history of woonerven, winkelerven snd the concept of redesign of whole
urban aress, Residents' responses to woonerven are positive, to the extent they will
accept restraints on parking, but this is seen to relate mainly to the improved appea-
rance of the srea. The winkelerf (shopping 'vard'l is & much pewer concepl, intend
to fit becween the shopping mall, which requires large numbers of pedestrians to keep
itself lively, and all-traffic shopping streets. Redesign was tried fn Eindhoven and
Rijswijk, separating traffic corridors from residential areas.

Garbrecht, Dieter (1971) Pedestrian Movement: A Bibliography Council of Planning
Librarians Exchange Bibliography 225
e of the earliest bibliographies on the subject
- {1976) Pedestrian Factors ard Conslderations in the Design or Rebuilding of Town
Centres and Suburbs  International Conference on Pedestrian Safety Haila lsrael 2212
7 propositions are addressed: groups disadvantaged on spatial mobility; eaviromment
should be adapted to human beings; regulating walking as we do car use is a mistake;
continunus network reguired: walking should reduce car uwse; evaluation research neces-
sary and, the main one: walking must be considered as important as other travel modes
- (1981) 7-page Foreword to special double issue of Contact Vel 13 2/3: Intermational
Experiences in Creating Livable Cities
Advocates large precincts in CBDs and should include all streets with shops; these
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precincts should extend to surrounding peighbourhoods to improve pedestrian sccess to
the centre; delivery by car was acceptable to Garbrechr; space sharing ro include
public transit should be promoted.

- {1982} Promoting Walking 8s a Prerequisite for Livable Streets Conference "Streets
as Public Property' Seattle University of Washington May 21-22

Suggests an action programme: Take pedestrisn transport seriously; sdapt legal and
built enviroament o the pedestrian; creste petworks; place walking in the framework
of transportation and wurban development policy.

Gehl, Jan {1980} The Residential Street Environment Boile Environment 6,1 pp31-€1
- {1983} From Downfall to Renaissance of the Life in Public Spaces - A Brief
Overview of the Changes in Attitudes and Development Trends Concerning Traffic Plan-
ming and the Use of Public Spaces in Denmark 1953-1933 Fourth Annopal Pedestrian Con-
ference September 20-21  Boulder Colorado
Gehl's longest title of chis selection says most of what i peeded, though it should
be mencioned thar his main research arca is the way peopie locate themselves spacially
in pedestrian areas.
- {1966} 'Soft Edges' in Residential Streets Scandinavian Housing & Planning Research
J:B0-102
Reviews axamples in Auwstralip, Canada aand Scandinavia where the street comes alive
through wnfenced ‘vards' and what is effectively 8 branch of traffic calming.

Gilbert, D (1986) Environmental Effects of Pedestrianisation Schemes jn FTRC Autumn
Course London
A mathematical description of pedestrien activity and of trips made.

Goldschmide, J (1976) Pedestrian Delay: its Measurement and Response to Changes in
Traffic Patterns UTSG Conference  Aston University January
"Frustration and snnoyapce at having to wait at the kerb ... lead some people to
accept shorter gaps (in traffic) then would be safe.’

Goodwin, Phil (1980] Problems and Possibilities for Travel Surveys, Modelling and Appra
isals of Transport Systems PS] Conference on Walking 4 June
Walking data must be collected in travel surveys as there 5 a8 significant interaction
berween walk and vehicle trips. A model suggests that in London if bus fares are
increased, 40% of the lost bus trips transfer o walk; if 8l public transport fares
Increased Jx 85 many trips trensfer to walk as to car; I petrol prices increaze, a
similar number trapsfer to walk and to rafl
- (1684) Walking: the Paradox of Public Opinion The Second Foley Memorial Lecture
London 12 November The Pedestrians’ Association

Goodwin, PB and TP Hutchinson (1976) The Risk of Walking University College London
Trafflc Studies Group, unpublished
NTS data show people spend about 19 minutes a doy walking, on sversge. Accldent rate
probably about 400 per 100m miles walked, Confirms Smeed's dayvlight hour proposition
thar the number of pedestrian accidents iz roughly proportional to the product of
vehicle and pedeserian fows,

Gould, Peter and Rodney White (1974) Mental Maps Harmondsworth Penguin
Explores people's perception of areas, of objects within them and of routes through
them, wually of the neighbourboods in which people live and/or work.

Grayson, GB (1975) Observations of Pedestrian Behaviour at Four Sites TRRL LRE70
An extensive review of child pedestrian accidents
- (1987) Pedestrian Risk in Crossing Roads: West London Revisited Traffic Engineering
+ Control January pp25-30

Gruen, Victor (19650 The Heart of our Cities London Thames & Hudson
= {1973) Centers for the Urban Environment MNew York Ven Nostramd

Guise, Richard (1987) Appraising Pedestrian Areas: An Agenda for Responsive Design
Second Conference on Pedestrianisation Trent Polytechnic 19-21 January
Dizcusses factors in the design and plamning of town centre pedestrianised areas; an
urban design approach is needed in the preliminary design stage and fmplementation.
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Hajdn, ]G {1968) Pedestrian Malls in West Germany: perceptions of their role and stages
in their development Jnl American Plaoning Association 54,3 ppll5-335
Traces evolution of pedestrian malls to show how the concept changed from ad hoc ari-
gins after 1945 to becomne msjor environmental and socla! fearures of German city
centres.  Comsiders effects of lobbies on crearvion and charscteristics of malls.

Hall, Peter and Carmen Hass-Klau (1985 Can Rail Save the City? Aldershot Gower
Comparative studies of British and German cities’ attempts, by pedestrianisation as
well as rafl, to woderpin traditioos! town centres. Much data, uncertain conclusions.

Hammett, Michael (1987) Clay Brick's Contribution to Creative Landscape Design  Second
Conference on Pedestrianisation  Trent Polytechnic 189-21 January

Hass-Klau, Carmen (1986) Environmental Traffic Management in Britain - Does it Exist?
Puilt Environment 12 1/2 pp 7-19
One of several papers edited by Hass-Klay for this special double fssve. She is non-
too complimentary about British achievements in this field, coming from a country
whose standards and wealth of achievement are much higher (Germany),
- {1987} Pedestrianization on the Continent LCTP Seminar Pedestrianisation in London
London 30 March
Pedestrignisation should be part of 8 wider concept of environmental traffic mansge
ment {"everything thar is ageinst the car'l; public participation i Imporcant; maore
research is needed; pedostrignisacion 85 gn historic process.
- [forthcoming) Thesis: The Pedestrian and City TrafTic

Havlick, Spenser W (1386) A Tentative Bill of Rights for Pedestrians Seventh Annual
Pedestrian Conference  September 18-20  Bouléer Colorado
Thiz i3 much needed, though & disappointment for It relstes only te US conditions,
which are unique and not at all representative of what happens elsewhere in the world,
The 'rights' In Fact mostly suggest a sycophantic relationship with the sutomabile,
precizely the opposite of what we in the ‘old world® are fighting against.

Heraty, Mergaret (1986} Review of Pedestrian Safety Research Contractor Report 20 TRREL
Literature review with & substantinl reference list specifically about safety aspects.

Hilderbrandt, Don (1988) Pedestrian Movement and Open Space Framework prepared for City
of Birmingham Development Department LDR/HLN Comsultancy
A comprehessive investigation of pedestrian peeds in the city centre of Birmingham,
where, despite 8 reasonably-sized pedestrian precinct in the shopping districr, walk
ars elsewhere are constantly subjugared by and in conflice with the motor car

Hillman, Mayer and Anne Whalley (1973) Personal Mobility and Transport Policy PEF 542
The first of several reporrs char escablished their important position in research on
the pedestrian, even though this report ranges more widely. It was one of the earliest
to make clear that though a hossehold owns a car, individuals within it may only infr-
equently have access to it
= {1979) Walking = Transport London Policy Studies Institute
A thorough review of the transport mode of walking, with details of persenal trips by
purpose, frequency, length, ete.

- (1980} The Role of Walking in Personal Patterns of Travel Proceedings of a
Conference on Walking P51 London 4 June
An update of previews papers on the sublect, with implications for public policy.

Hitcheock, AJM (1975) Planning of Transport Operations LRET]  Crowthorne TREL
Cpntalns short sectfons on pedestrians amd cyelises, pedestrian precincts and vehicles
in pedestrian areas; his suggestions show a general dissatisfaction with facilities
for pedestrians ar that time.

Heinville, G {1970} Evaluating Community Preferences London SCPR

Hopkinson, PG AD May and IG Turvey (1967a) Pedestrian Amenity and Street Survey Design
Working Paper 243 Leeds [Institute for Transport Studles
Pedestrian amenfty questionnaire in the location listed in May et al (1987}
- [1387h) The Influence of Town Centre Conditions on Pedestrian Trip Behaviour:
Results from & Household Survey in Two Locations Working Paper 246 Leeds TS
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Survey undertaken In Haze! Grove, Greater Mapchester and Lensrk. A wide range of
envirpmmental responses was solicited,

Howarth, C1 DA Routledge and R Repetto-Wright (1974] An Anaivsis of Road Accidents
Involving Child Pedestrians Ergonomics 17,3 pp319-330
Complements Gravson (1975)

Independent Commission on Transport (1974) Chenging Directions Londsn Hoedder Paperbacks
Makes a claim for pedestrian networks and for pedestrisns to be at groumd level

Institut de Recherche des Tramsports (1981) Les Déplacements Plétonniers: Analyse
Bibliographique MNote d'Information Mo 20

Juckson, Leonard (1980) Retail Planning PSI Conference on Walking 4 June
Food buying static over 2 years and unlikely to change in the future. Large muitipl
temding fo teke over and oust small shops. A solution is to maintain shopping centres
for local community for looking as well as buping, in precincts. ‘Qualitatively berer
than shopping in impersonsal, large and money-conscipus hypermarkets. '

Jacobs, GD and DG Wilson (1967) A Study of Pedestrian Risk in Crossing Busy Roads in
Four Towns RRL Report LE 106

Kossak, Eghert (1988} The City is Desad - Long Live the Clty In Hass-Klay (ed) Mew Life
for City Centres London  AG-F
Shows how Hamburg's city centre has been revitalised through the introduction of a
pedestrian square in front of the town hall and a number of arcades, which connect
different parts of the central city together and make a true network of fts pedeseri-
an aress.

Kraay, Joop H (1986) Woonerven and Other Experiments in the Netherlands Built
Environment 12,1/2 pp20-20
Describes streets converted to wihat we now call 'traffic calming', derived from the
German 'Verkehrsberuhigung”:  complements Bowers (19586),

Krehl, Heinz {1985) Public Design:  Jahrbuch zur Gestaltung 8ffentlicher Raume Gitersloh
Bertelsmann Fachzeitschriften GmbH
A wealth of colpur photogrephs depicting good design of the elements of pedestrian
areas in various parts of Wast Garmany

Lane, Bob (1980) Implications for Other Aspects of Transport Planning PSI Conference on
Walking 4 June
The importance of walking, and appropriate provision for jt, have to be seen within
the greater context of strateglc ramspert planning. Giving greater priority could
mean some transfer from (and therefore lower viability) of buses, and slowing down of
other traffic, particolarly emergency vehicles,

Lapayre, Roger {1982) L'homme-piéton en France in La Voix du Piéton XVII Autumn 1987
Identifies various possibilities for the pedestrian: ped. streets, hiscoric streers’,
commercial and market streets, pedestrian and bus streets, woonerven, networks, foot-
bridges and subways, green residential areas. Walking is most widely-used form of
tramsport with most trips shorter than 2 km. In Paris 65% of short-distance trips are
made on foot. In Paris, 50% of those killed on roads are pedestrians,

Lee, TR, SK Tagg and D] Abbott (1975) Social Severance by Urban Roads and Motorways
PATRAC Symposium on Environmental Evaluation September 25

Lemberg, Kai (1973) Pedestrian Streets and other Motor Vehicle Traffic Restraints in
Central Copenhagen City of Copenhagen General Planning Department
Compretensive description of Copenhagen's 2130m of pedestrian streets

Levinson, Herbert 5 (1886) Streets for People and Transit Transportation Quarterly
40,4 ppi03-520

Lilley, AA (1987] The Application of Precast Concrete to Pedestrianisation Schemes
Second Conference on Pedestrisnisation Trent Polytechnic 19-21 January
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Llewelyn-Davies Weeks Forestier-Walker & Bor (1971) Urban Motorway Case Studies: Vol 7
Technical a report to the DoE
Case studies were held in Port Talbot, Liverpool and Glasgow; this volume contains
information about specific studies wndertaken to complement them.

London Amenity & Transport Association (1973 Pedestrians in London: the need for a
policy
An early sttempt to improve on London's lamentable provision for pedestrians.

Lovemnark, Olof (1982) Air Poisoned by Vehicle Exhausts World Developments in Pedestrian
Flanning University of Strathclyde 1-2 July
A study in Orebro in Sweden showed WHO standards for carbonic oxides and nitrous oxide
to be exceeded when vehldele flows rose abowe | 000 veliclesfhowr.  "UN should declare
the present generstion of cars to be a8 major chrear to wrhan sociecy.’

Lukey, ME (1987) Milton Kevnes - A Paradise for Pedestrians  Second Conference on Pedes-
triamisation Trent Polytechnic 19-21 January
While the pitle may be a lrcle hard to accept, the suthor shows that Milton Keynes is
cortainly an advance on most other cities in terms of facilities for pedestrians.

Lynch, Kevin {1960} The Imsge of the City Cambridge MIT Press
A semiral work, which greatly preceded work on mental maps, showing how people relste
to their physical environment - rowtes, buildings, signs, vegeration etc,

McGlynn, RF and Jobn Roberts (19770 The Impact of Traffic Policies in Singapore: The
Impact of Traffic Policies on Pedestrians Traffic Engin, & Control 186 June pp208-302
This reported part of TEST's work fn Singapore for the World Bank, using pedescrisn
behaviowr amd problems s part of the evalustion of the Area License Scheme; messured
pedestrian density and crossing problems before and after introduction of the Scheme.

Machtemes, A (1977) Raum fir FuBgénger Dortmund Instituc fir Landes- und Stadeencwick
lungsforschung des Landes MNordrbein-Westfalen, 2 Volumes
An vmillustrated forerunner of the work below,
Machtemes, A et al (1979} Reum fir Fulginger Dortmund, publisher as above, 3 vols
I Raum for Fulginger Wege durch die Stade
Many photographs and sketches of all types of pedestrian ways through & town
2 Raum fir Fulginger Wohgnbereiche
Residential facilities for pedestrians
J Raum fir Fulgpinger Strasse wnd Stedigestait
Precincts and ways, paving and street furnfture detsils.

Mackay, GM (1972) Injury to Pedestrians Road Accident Research Unit Report 42 Univer-
sity of Birmmingham
Part of Mackay's prolific output, "this report reviews briefly what is knows about
the bimmechanics of pedestrian collisions' concencracing on vehicle shape and resili-
ence. Comparative deta on US, UK snd Poland are provided.

May, AD (1988]) Transport and the Environment in Major Cities PTRC Annusl Summer Meeting
Universicy of Bath 12-16 Seprember
Compares British attitudes to traffic-caused eovironmental problems in the UK with the
assegaments of 'Traffic o Towns' and with cwrent practice in continentsl Europesn
cities., Attitude of pedestrians suggests the need for more research.

Melgharner, Gerhard (19830 Munich - & Pedestrian Precinct. Description, Questionnaire
and Summary of Experiences up to 1983 Fourth Anmual Pedestrion Conference Sept 20-21
Boulder Calorads

Mellor, Harry (1976) Counting and Estimating the Number of People on Streets in Towns
M5c thesis, Cranfield Institute of Technology

Mitchell, CGB and RGF Stokes (1982) Walking as a Mode of Transport LE 1064 TRREL

The authors cover ground of previous asthors, using the 1975/6 NTS date and some of
Todd & Walker (1980,
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Monhelm, Heiner {1986) Ares-wide Treffic Restraint; A Concept for Berter Urban Transpo
Built Environment 12,1/2 ppT4-82
While the concept concerns all forms of read transport, pedestrians invariably benefit
from such projects. The artfcle shows varfous types of scheme, including bus/tram
and pedestrian space-sharing.
- {1987) Pedestrianisation: its role in urban planning Pedestrianisadon in London
Seminar LCTF 30 March
The Monheims have offered a substencially new insight into walking. While Rall has
congidered bahavioural and comparative aspects, Heiner sets pedestrianisation in
context. He considers walking as part of the modal split according to size of town and
accarding to different parts of the town and concludes that the higher the density the
mare impartant walking becomes. He alse examines different streets in the hierarchy
and the ime occupance af them by different modes, telerspce by pedestriens of 8 range
af vehicle speeds, and tolerance of the environmental capacity of streets sccording to
number of vehicles in therm.
- {1988} Traffic Calming in North-Rhine Westphalia in Carmen Hass-Klau {ed) New Life
for City Centres Londen  Anglo-German Foundation
Thiz review of ooe of Germany's Stare’s achlevements follows Heiner Monheim's move
from the Federsl Govermment in Bonn to the Land Government in Dusseldorf.

Monheim, Rolf (1975 Fulgingerbereiche Kéln Deutsche Stadietag
An extensively quoted work, It lists a large number of German cities and examines in
considerable derail thelr provision for pedestrians, in particwlar their precinces,
and proposals for their furure extension (much of which has now happened).
- (1580} FuBgingerbersiche und Fullgngerverkehr in Stadtzentren in der Bundesrepohblik
Deutschland Bonn  Ferd, Dimmlers Verlag
Despite its date, this work resumes research on che peried up te 1876, and therefore
complements Fullgingerbereiche. There is & decailed analysis: interestingly, in today's
trend-following conjunction of shopping and lelsure facilities, 8 study in Molheim
showed that the main reason for increased pumbers of pedestrians after its cencre's
pedestrignisation was an increase in leisure sctivitles. The study came up with anot-
ker important finding: provided the destination is interesting, people will happily
walk 500m from & tram or bus stop, rether than the 2-300m previously assurmed.
- {1986) Pedestrianization (n Germen Towns: A Process of Continual Development
Built Environment Vol 12 1/2 ppl0-43
This article has particular interest in showing how pedestrignisation af city centres
is almost complere, so it 8 moving owrwsards to subcentres of towns and to smaller
towns and villages, particularly in Bavaria,
- (1988) Pedestrian fones in West Germany - the Dynamic Dewvelopment of an Effective
Instrument to Enliven the City Centre in Carmen Hass-Klau (ed) Mew Life for Cicy
Centres London  Anglo-German Foundation
A general Introduction is followed by examples of pedestrianisation in Munich, Cologne
Framkfure, Nuremburg, Gottingen, Fayreuth smd Markiredwitz (in populstion order from
1.2m to 19 000)

Monheim-Dandorfer, Rita and Heiner Monheim (1982) Verkehrsberuhigung Geographie Heute
Heft 12 August pp I-VII

Myate, PR (1975] Carnaby Strect Study RM 466 Greater London Council
(ne of London's early conversions (o pedestrian vse has gone through various changes.
Its early paving was pot very successful and has since been sltered. Howewver, Myart
provides data on inception, conversion and wse of che street.

Mational Consumer Council (1967a] What's Wrong with Walking? London HMSO
- {1987h) Pedestriens London The Council
These two works result from an initiative by the Council who rightly considered the
position of walkers to be of considerable consumerist interest, TEST participated i
the stedy. The two reports have different foci: the firgt shows the problems faced
by pedestrians and some ways fn which they have been tackled; the second is an action
guide for local groups showing whar they can do when dissarisfied with local condi-
tioms for walking.

National Cooperative Highway Research Program (1981) A Manual to Determine Benelits of
Separating Pedestriens and Vehicles Washington Transportation Hesearch Board
This report sets out some evaluation varfables and provides @ method for their appli-
cation, It attempts to put ¥ values on certain benefits that may be achieved through
pedestrianisation,
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Wavin, FFD and RJ Wheeler (1963) Pedestrian Flow Characteristics Traffic Engineering
Washington Institute of Traffic Engloeers
Colpur time-lapse photography was used to decermine ussge of sidewslks

Newman, Oscar (1972) Defensible Space: Crime Prevention Through Urban Design  Mew York
Macmillan

Nielsen, Ole Helboe and J¢rgen Rassen (1886) Environmentsl Traffic Mansgement in Odense
Denmark  Built Environment 12,172 ppB3-97
Reassuring evidence that traffic calming is becoming Europe-wide, though in many ceses
Denmark's policies are the toughest in Europe, Detailed article with much data.

OECD {1973) Techniques of Improving Urban Conditions by Restraint of Road Traffic
A collation of 23 papers from worldwide citles, some of which are directly referred to
within these referepces. An influential document of its cime, with much baseline data
which remains useful.
- {1974) Streets for People Paris
A collection of photographs of pleasant examples of pedestrisnisation from OECD member
COunEries.
- [1978) Resulis of Questionnaire Survey on Pedestrian fones
This survey was undertaken in over 100 of OFCD's member nation cities. It presents a
fascinating collection of before and after data, of a comprehensiveness that has nat
since been repeaced, to the present author's knowledge.

Orzki, KG (1973) Vehicle free Zones In City Centres (in OECD 1573}

Parker, John {1977} Locating Offices near Rail Termini in Central London PhD Thesis
Folytechnic of Central London
Farker's thesis examined the routes and modes of transport used by pegple to offices,
and the effect of locating them adjpcent to mainling stations.

Parker, John and Tim Catchpole (1983) A Pedestrian Metwork for Central London GLOC
This work was completed shorcly before abolition of the Greater London Council and
shows the kind of metworks that are neaded, though are less Ukely to happen if they
interfere with the movement of motor wvehicles.

Pasriche, PS5 (1986) Pedestrian Flanning, Politics and the Role of Traffic Manager in a
Developing Country: A Case Study of Bombay Seventh Annual Pedestrian Conference
Seprember 18-20 Boulder Colorado
Complex task to cater for pedestrians fn &8 developing soclety; they are illiterate or
semi-literate and have to travel on foot or at best by mass trassporl. Vehicular
traffic is chaotic and of many types. These foactors reselt in fatal road sccidents of
I7.5/10 000 motor vehicles against 3.2 in the US. Mevertheless some streets have been
pedestrianized.

Perkin, George (n.d.) Streects for Pedestrians Europa Nostra

Potter, Stephen (1976] The Role of Segregation Planning and the Pedestrian/Vehicle
Conflict in Britain's New Towns The Open University New Towns Stedy Unit
Also deals with segregated bicycle planning from Radburn to Milton Keynes.

Pressman, Norman EP (ed/{1981) International Experiences in Creating Livable Clties
Caontact 13, 273

Prestwood-Smith, Paul (1987) Pedestrianisation: the Way Forward for London LCTP Seminar
Pedestrianisation in London London 30 March
Reviews progress in London:  guite slow in the past, but mow gethering speed, with
schemes by Westminster and Camden For central Londen, and isolated schemes elsewhere,

Pushkarev, B and JM Zupan (1971} Pedestrian Travel Demand Highway Rescarch Record 355
US Highway Research Board
Of particulsr interest in this serial survey of New York City's sidewalks and adiscent
land use were the reasons for walking (esting 87%, shopping 72%, business calls and
pleasure trips 50-55%) and the mean distsnce walked (52dm - see the abstract for Rolf
Monhelm [1880]).
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- {1875a) Urban Space for Pedestriang  Regional Plan Association Cambridge MIT Press
The second of these rwo works is another seming! one, and has influenced many planmers
of pedestrian schemes. It is a detailed run-down on spatial needs, updating Fruin's
(1871) work and the way they are mot med fn New York City, for exampie.

- [1975b) Capacity of Walkways Transportation Research Record No 538

Ramsav, A (1977) Scope and Criteria for Pedestrianisation MA Thesis Manchester
University Department of Town Planning
- (1986) Planning for Pedestrians Topicguide Stamford  Capital Planning Informacion
This second edition provides much information on the literature, on journals, and o
other sources of information. 658 references are reviewed.
- (1987) The Consumer Approach to the Planning of Facilities for Pedestrians Second
Conference on Pedestrians  Trent Polytechnic  18-21 January
Describes the National Consumer Council's approach to pedestrians as consumers.

Rees, F] and CA Clyde (1977) Comparison of Phsyical and Psychological Effects of a Major
Pedestrian Scheme Working Paper 97 Leeds Institute for Transport Studies
Discusses Church Street and Lord Streer Liverpool sgeinst 8 control street in Warring-
ton.  Detailed enviroomental survey of pedestrisnised streets, and interviewing, 1574,

Roberts, John {1981) Pedestrisn Precincts in Britain London TEST
While now our of date, this work is probably still unigue in attempting to list, with
much detail, Britain's precincts in 1881, [Information was gathered from about 75% of
Countias, some District Councils, and Scorcish Regions, Ohver 1300 examples of facili-
ties for pedestrisns (single streets, networks and enclosed centres) were fdentified.
The tabulation is socompanied by mine text chapoers.
- (1982} Urban Walking Provision; Three Mations Compared PTRC Summer Anmual Mecting
Warwick Universicy
Compares pedestrian provision in UK, LSA and West Cermany.
- {1984} Commercial Responses to Pedestrianisation PTRC Seminar Issues in Pedestri-
an Schemes London 20 March
- (1986a) Sunny Side of the Street Seminar Zukunft des Verkehrswesens Kassel 21.2
- {1986h) Green Clites=Green Backs? Second International Conference "Maeking Citles
Livahle' Venice 11-16 June
Explores TEST's evelving hypothesis that traffic restraint in city centres enhanced
their economic performance,
- {19B6c) Whaose Footway iz it, Anyway? Department of Tramsport Seminar Safe Paths to
Independence 28 October
Contribution to a Seminar on pedestrian facilities and the disabled, focussed specifi-
cally on the state of foorways and the problems they presented.
- (1987a) Getting There - Access to Pedestrianised Streets by Public Transport
Second Conference on Pedestrianisation Trent Polytechnic 19 January
- (1987h) Transport Planning in Continental Citles - Lessons for Britain Town &
Country Planning Association Conference The Car, Planning and the Environment London
13 May
= (1987c) Sensible Tramsport Anglo-German Foundation Conference City Centres:
Planning, Transport & Conservation in British & German Cities Wiston House Steyning
Suszex 2 June
- (1987d) Genius Loci - How is it Retained or Revived? Eighth Annual Pedestrian
Conference  Boulder Colorado
- (1989) Car Precincts Green Modes Symposium  Institute of British Geographers
Conference, Coventry January
As pedestrian precincts have been developed, it is mow time to create ones for cars,
so posple can enfoy them sfter thay heave been removed from pueblic roads

Roberts, John Alan Jessop and Micholas James (1588) Space-sharing PTRC Summer Annual
Meeting University of Bath September
A progress report on @ TEST study of bus and pedestrisn streets in seven English and
Seorcish towns and cofties, The data aschieved are weed in the construction of a pre-
diceive model for use in locations where the precise mix (or lack of it] of transport
modes fas o be declded,

Rubenstein, Harvey M [1578) Central City Malls New York Jobn Wiley
Seems like an extension to Orambilla & Longo's fop cit) work, chough there are maore
{lustracive examples, Design features and many case studies,
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Rudofsky, Bernard (1968) Streets for People - a Primer for Americans New York Doubleday
"American city dwellers live by the law of the asphalt jungle. A growing police force,
assisted by the military, is measuring its strength with an increasingly unruly popu-
lation, This equilibrium of forces is tested daily, indeed hourly, in the street, the
ration's shooting gallery.' He goes on to argue that a streer is a street by courtesy
of the buildings that line it; they can undermine any pedestrian facility by simply
not being designed with the pedestrian in mind.

Russell, AW (1986) Transporvation Engineering Aspacts: A Traffic Engineer's View PTRC
Autumn Course  London
There should & core time during which no vehicles at all are permitted to enter a
pedestrianised area (presumably excepting emergency vehicles): ‘there are always
difficulties when concessions are given to one or other road user.'

Russell, John RE (1986) Traffic Integration: Environmental Traffic Management in Denmark
Edinburgh College of Art
Shows how Denmark is restricting traffic speeds in residential aress, complementing
spvere velicle import taxes to mean 8 lesser problem than in other Europesn countries,

Sabey, BE (1973) Accidents in Urban Areas Report of the Conference on Traffic
Engineering snd Road Safety 2-5 October Brighton
- (1980) Rond Safety and Value for Moncy TRRL SR 5E1

Sagona, PL (1973) Historical Centres and Pedestrian Areas (In OECD 1973)
Ducks the issue as far as Itallan cities are concerned: notes that Rome had plans at
that time, but repeatedly refers to the difficulties of implementation.

Sehaaffer, KH (1982) Pedestrian Facilities in the United States World Developments in
Pedestrian Planning  University of Steathclyde 1-2 July
The auchor notes two "facility responses’: the first was to get people in chelr cars
as elose as possible to what they wanted to reach (it included drive-in churches and
home kitchens located next to the carport so there would be the minimum distance to
carry the groceries), and thus eliminsted or minimised walkimg; the second, producing
producing pedestrian-oriented developments has been a later, and less destructive,
phenomenon, It may have happemed because the first was an economic failure - the in-
efficiency of car hops serving food to diners sitting in their cars, or the fact chat
padestrigns, who can browse, spend more than people sficing In cars. The trend ther
moved from private malls to publlc malls (pedestrianisation).

Seneviratne, PN and JF Morrall (1985) Level of Service on Pedestrian Facilities [n
on Quarterly 39,1 ppl08-125
Extends the work of Fruin and Pushkarev & Zupan {op cit). Authors argue thar while
the significance of walking is well-recognised, the reason why pedestrians have recel-
ved far less attenclon than vehicular traffic is the complexity of their travel
patterns. An alternative planning technique Is proposed.

Simpson, Barry ] (1987} Planning and Public Transport in Great Britain, France and West
France and West Germany London  Longman
This work makes some mention of pedestrian facilities, usually where they link with
transport interchanges.

Spenceley, Graham (1986) Pedestrian Schemes in Shopping Streets:  Analysis of Selected
Lehemes in PTRC Autumn Course r
Four precincts in Essex and Kent are evaluated in terms of accident saving, pedestrian

mobility, .EEG&E&IMII‘I}', design, ﬂﬂmﬂﬂhﬂ:ﬂfﬂﬂ. enforcement, maintenance, environment
and alternative traffic routes.

Stewart, JR B Goodey and AS Travis (1979) User Response to Pedestrianised Shopping
Strects Birmingham University Centre for Urban & Regional Studies
This study immedistely followed TEST's 1976 one, and had case studies in Birmingham,
Bristol, Bolton and Hereford. A wealth of data are presented,

TEST (1574) Pedestrian Movement in Brockley
The first of TEST's srudies of pedestrians, ft attempted to correlate pedestrian
activity patterns with local land wse around a minor shopping street.
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- {1976) Improving the Pedestrian's Environment  4-volume report to the DoE

Apart frem g large literature review (Elkington et al 1976) this report evolved from
complex case stodies in three areas - two in London and one in Birminghsm. Pedestrisns
were interviewed on street and in thelr homes, and were asked to follow their chosen
routes from a particular origin to 8 particular destination, recording certain impres-
sions on the way, Three of the volumes have not been published, but cen be consulied
ar che DoE or TEST by appointment.

- {1973} Pus Routeing and Pedestrianisation in Kingston Unpublished Study for LT

- {1980} Sutton High Street - a Study of Pedesirianisation LT

Results of a three-year study of the gradual pedestrisnizstion of this south London
street - first mooted twenty vears bofore, and scill incomplete when the study ended.
Shopkeeper and pedestrign interviews, and a supplementary study of accident migration
from the street o surrounding functions.

- (1981) Buses am Pedestrian Areas LT

Examined ten pedestrian streets, with 8 particular concern for access - nearness of

the strect to bus stops and cer parks - and evolved 8 sef of preferred routeings for
busas

- (1385 The Accessible Clty s report for the Campaign to Improve London's Transport
- (1886) Changing to Green a report do. do.

The first of this pair exsmined the City of London, the second Holborn and Bloomsbury,
o see whether large-scale traffic removal was possible. It was concluded that it was.

- [1987a) HPuses in Shopping Areas LRT

This was effectively an update of the 98] study above.

- (1987b) The Future of Buses in Croydon Town Centre a report for LRT.

Considers pedestrian and bus space-sharing in North End, the most prosperous shopping
street outside London's West End, and explores possibilities of a fun ‘road crain” to
connect with buses otherwise diverted from the street.

- (1988) OQuality Strests: how traditional urban centres benefit from traffic-calming
11 Europesn cities examined on the hypothesis that a good physical environment i a
good economic environment. Evidence presented is supportive of the hypothesis, though
there gre of cowrse other factors at work than the removal of extransous traffic.

- {1989} Trouble in Store? Retail location policy in Britain and Germany

The role of walking in structuring the cicy centre, and its catchment area, is discus-
sed.  The point is made 47% of all visitors to London's traditional shopping centres
fexcept the West End) came on foor in che 1980s,

Turvey, IG AD May and PG Hopkinson (1987} Counting Methods and Sampling Strategies for
smuj ining Pedestrian Numbers Working Paper 242 Leeds Institute for Transport
tidies
15 centres were studied, Large Urban Active: Manchester, Aberdeen and Bristol; Large
Lirban Depressed: Lewisham, Sheffield and Coventry; Small Urban Historic: Lanark,
Winchester and Guildford: Small Lrban Other; Chesterfield, Kilmarnock and Epsom; and
District Centres: Hebden Bridge, Twickenham and Hazel Grove Greater Manchescer.

Untermann, Richard K (13584 Accommodating the Pedestrisn: Adapting Town and Meighbour
hoods for Walking and Bicycling MNew York Van Mostrand Reinhold Co
Design guide, citing examples from North America and Europe.

Urban Mass Transportation Administration (1982) Downtown Crossing: Awto Restricted Zone
in Boston Washington
This lecation I also discussed in Schaeffer (1882) above. The comsiderable influence
of traffic restraint on retsiling end restaurants ot this point is partly the result
of a high dessity of office and other CBD empioyment in the area.

Urban Motorways Project Team (1973) Pedestrian Trip Analysis Technical Paper No 3 DoE
Four comsultants (inclrding one team Jed by the suthor of this Nterature review)
undertook some inpovatory work on severance ceused by new wrban motorways.

Urban Planning & Retail Information (1977} Bibliography and Research: Pedestrianisation
Reading URPI

van Cort and H Matthys (1978) The Commons, Ithaca, New York: bringing people back to U
city Ithaca Department of Planning & Development
Little more than & leafler, this document shows how a pedescrian mall has revicalized
downtown in this small umiversfty town
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Ward, H (1987) Pedestrian Safety PTRC Seminar London 20 March
Abour 2% of all urhan injury sccidents invelve pedestrigns, clustering where high
vehicle and pedestrian flows coincide. The paper discusses ways of reducing the hazard

Watson, Peter L and Edward P Holland (1978) Relieving Traffic Congestion: The Singapore
Area License Scheme World Bank Staff Working Paper 281 Washington The World Bank
Detailed description of all of the Bank's work in Singapore. TEST's three studies for
the Barmk are described, including the before and after pedestrian behavioor studies,

Wiedenhoeft, Ronald (1975) Planning for Pedestrisns The Planner June pp 228-231
The suthor selects & number of examples in Britain, Germany, the Netherlands and
Swedsn, and discusses their component parts and why they have succeeded.

Wood, Alfred (1969) Morwich - the Creation of a Foot Street Norwich Corporation
Wood is che "father' of pedestrianisation in Britain, al least in terms of the conver-
sion of all-traffic streets to ones dominantly for pedestrians, enabled by the 1967
Road Traffic Regulation Act
- {1987} Foot Streets Second Conference on Pedestrianization Trent Polytechnic
15-21 January
Wide-ranging discussion of the need for foot streets, their ability to regain some of
the lost qualities of city centres, need to curh the car, etc.

Wright, CC (1988) Geometric Delay to Pedestrians Transportation Research Part A: General
19a,3 pp219-226
Pedestrigns in urban areas are deflected from thelr natura! paths by guardrails, ped-
estrian crossings, roundabouts and, most of all, the roads themselves. Article reviews
the main sources of geometric delay and estimates fts magnitide.
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10/15,11/2,11/13
14/10,18/18,20/4,20/7

20/8

Page/Reference
Pedestrianisation [(cont.)
gharing with cycles 10/12
Pedestrian
behaviour 7/7,7/8,7/9,7/10,8/6
9/16,10/2,10/2,11/8&
1M/1,12/5,12/6,12/7
12/9,12/10,12/11
12/12,13/11,13/12
13/16,14/5,15/6
15/10,16/5,17/1, 20/1
20/14,21/2,21/6
children's 11;"4,12;"11,14.!"1
delay 11/9,12/6,15/6,21/6
design  10/4,10/9,11/12,14/2
18/1,21/3
facilities
examples 15/4,15/7,15/8
15/9,17/12
importance of 10/7,11/12,13/11
14/9,14/10,15/13
16/10,16/11,20/10,21/5

"level of service' 11/6
perception 15/5
planning 7/5,10/4,10/9,13/13

15/2,15/4,17/8,17/12
18/2,18/3,18/4,18/8
18/13,18/14,21/3,21/5
regulations 10/9,10/13
research 10/2,11/3,20/11,20/12
rights 13/7
safety 7/2,7/10,10/3,10/9
11/8,12/6,12/11,12/12
13/8,14/1,14/5,14/10
15/9,18/12,21/1

travel demand 17/15
Residential areas 8/5,8/8,10/10
11/10,12/4,14/10,15/8

Roadspace
use of 9/17,11/10
Severance 14/11

Traffic calming B/6,9/10,9/10
9/13,10/10,11/10,12/4
13/4,14/7,14/10,14/12,16/1
17/3,17/4,20/5,20/6

20/9,20/13

costs B/a
examples 8/9,10/10,11/10,14/7
14/10,14/12,16/3,17/3,17/4
methods B/9,11/10
Transport planning 7/1,10/3,12/1
12/3,13/13,17/6,17/8
17/12,18/14,20/9
7/10,8/1,8/3,9/4,9/5
9/6,10/15,11/2,12/13,12/14
15/10,16/12,17/15,18/1,18/8
18/19,20/12,20/13,20/16
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THE BIG CHOKE
Short and longer-term approaches to London's transport problems

fxdkkkdpkyiky

ABSTRACT

Trensport in London is grossly overloaded because of car-based
policies which ensure the continuance of chaps, It s evident
that Government ideology Iz a poor substitute for rationality.
Current advances in transport planning are curiously missing
from some technical studles; the environment has become a mat-
ter of rhetoric, and democracy could join other endangered spe-
cies, s London unique? Only in obstinacy: Paris has remark-
ably successful public transport policies, and many other Euro-
pean clties have solutions from which we could learn.

The multitude of recent studies and commentaries on  London's
transport crisis, by a broad spectrum ranging from the most
formal professional institutions and the Government's own advi-
sers through Green campaigners to left-wing councils, draw very
similar conclusions. Most say that In no way can use of the car
solve London's transport problems; that company cars as perks
have no place in an egalitarian society; that public tramsport
needs considerable (though not necessarily massive) capital and
revenue  funding, and should remain largely under public sector
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1 THE MYTHOLOGY OF TRANSPORT

Everyone knows how to solve London's transport problems.  "Build more roads!
'Provide more parking” 'Add more carriages on to tube trains' ‘'More space for
taxis' 'Privacise’ 'Nationalise'. So why this booklet? Because there are solu-
tions, and they are usually not those above.  Experts differ too: some stick
their necks out, others 'sometimes tend to be chameleon-like in the policies
they recommend, taking on 8 changing colouring from  their clients' (Goodwin
1988). Is conventional wisdom wise or merely conventional? What are the myths
that sustain beliefs and distort reality?

I Using my car does Many people want to own and use & car, not least beca-
not affect anybody uge public transport has deteriorated. I asked 'Do
elsg you want a car?' nearly everyone says 'ves! If conf-

ronted with its costs: worsened public transport, acci-
dents, air and noise pollution ... many would say 'no',

2 Everybody has @ car  In Great Britain in 1986, 631% of households had regu-
thege days lar use of one or more cars. In Londen in 1985 it was
38%. In Outer London it was 64%, in Inner London 42%.
There were 387 and 1.47 persons per household in Out-
er & Inner London respectively, so clearly there were
many people in car-owning households who did not slways
have use of it (GLC 1986, DTp 1988a).

Jd Railways? You mean Motorways are the poor man's railway. Their objective
what commuters use? I8 to move as many people and as much freight as small
vehicles permit. They are thus like tracks with stret-
ched-out trains, and correspondingly far less effici-
ent and much slower, Realising this, there is a major
revival of interest in rail: the Community of European
Railways recommend & network of high-speed rall through
Europe; part of that is the London-Chunnel high-speed
link. BR iz electrifying several routes, and the London
Rail Stedy (DTp 198%) recommends £3bn for new lines.

4 New roads relieve Many studies show this is wrong for London: the M25,
congestion and Westway, A4/M4 have all created a vast amount of new
should be built to traffic. And, new roads usually create congestion, on
satisfy demand themselves and other existing roads. Buchanan in 1963

brought these together by saying if 9 000 residents,
50 000 staff and 115 000 shoppers in Tottemham Court
Road used cars, six 10-lane motorways would be needed.

5 Walking's not very The Department of Transport categorise walk journeys by
imporcant distance travelled. But journeys made is the vital st-

atistic - distance travelled needs curbing, see below,
4% ol all jurneys to London's traditiongl shopping
shopping centres {except the West End]l were on foot in
1981, Studies by TEST in varions parts of London showed
people walking to the shops spending nearly as much as
bus users; car users rarely spent more than 30% of the
total in a street (DTp 1988b, Hurdle 1988, TEST 1987).

& Transport is about We travel to reach other people or the facilities we
mohility need; being continually on the move s rarely of value.
The shorter the journey the better, both for travellers
and to reduce the damage listed in Myth & below. Travel
is about accessibility,
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7 New roads stimlate
the economy

& Car ownarship ref-

lects freedom of
the individua!

8  Public transport
fs downmarkat

1 London canmot learn
from other European
cities

11 Public transport can
be left o market

forces

12 Cars are vital to
contipred success
of traditional town
RIS

13 Car owners pay more
tax than they gert
back in roads ete

14 Diesol-engined
vohlolss are olocan

1§ Transport & wrban
planning are
uarelated

Foad lobby rhetoric, with no basis in fact. Transport
costs are only 5-10% of total production costs, and
more than half of this is in terminal, not route,

costs. Mew roads enable producers to centralise their
facilities; transport costs then Increase as & propor-
tion of costs of goods to the consumer (Whitelege 1985
Vanke 1986, 1988; Friends of the Earth 1988).

Freedom to do what? This 'freedom' also creates costs
for others like congestion, death and maeiming, bereave-
ment, lost worktime, air and noise pollution, environ-
mental destruction of cities, severance.

Mot true for taxizs; middle class commuters use BR ext-
emalvely; a wide social cless renge uwses Underground.
True, vo-day, for bus. But big opportunicies exist For
making bus the preferred mode. Many people can only
use cars because of free private off-street parking.

The arguments against are size, density and cultural
differences. Paris |5 the same size and hes & great

deal to tell us, Bz the London Programme on 10 March 89
shows. All cities, irrespective of size and culture,

can help others understand principles. Size doesn't so
much change the problem as enlarge it

Mot true if an efficiently working city is one's objec-
tive. Selective privatisation could be a solution and
would require a central public sector organisation reg-
ulating routeing, frequency and pricing es in Lyons,
France - or London's 24 bus route for example. Scale of
the problem is shown by transport wsed in a.m. peak o
Central London: BR 40%, Tube 36%, Bus+coach 5%, bike
2%. Car iz only 14% but see the congestion it causes'

Research by TEST in 10 major German cities showed no
relationship between car parking provision and shop-
ping turnover per square metre, In fact, it seems thac
tog much car parking can adversely affect recail turn-
over = probably because urban space can be used more
proficably than for car parking (TEST 1988),

The principle of 'hypothecation' or allocating taxes

to the area they were collected from was abandoned dec-
ades ago. The total cost of cars to soclety (to include
controel, health care, environmental impact erc) exceeds
taxes retrieved (Roberts 1983). Have things changed?

Diezel engines are lead-free. But they may produce

dx more EQp per litre than potrol engines; diesel sngl-
ned vehicles produce more nitrogen oxides than petrol
ones (Holman 1987). A diesel vehicle produces 10x more
smoke than a petrol one (Whitelege 1988), largely
hydrocarbons which are carcinogenic,

Low density housing, concentration of facilities like
shopping, leisure, education, bealth and lelsure cen-

tres, all create new demand for travel and for roads,

a5 such development iz unsuited te rail provision.

TEST mdvocate ‘trip degeneration' - reducing the number
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and length of journeys through higher average residen-
tial densities integrated with jobs and services used
on a dally hasis.

The next Sectlon tries to set out what the problem is: clearly we cannot discuss
everyone's individual problems, like difficultles of getting to work from Harrow
to Iiford, taking the kids to a Wembley rock concert, seeing Auntie Glad who's
just moved to Hemel Hempstead, or recovering some lost baggage at Terminal 4.
Nevertheless, we hope what is being said here bears upon individual's problems -
there are sure to he others out there experiencing something similar!

Section 3 is about official policy and studies; it traces the history of trans-
port organisation in London during the 20th century, concentrating on the last
M years. Section 4 examines the wide renge of media comment, consultant work,
and local government views on how to deal with the transport problems of London.

Section 5 looks at how cities in other countries cope with problems often ldent-
ical with ours. At the end of this Section we try to summarize what has been
found In Sections 3 to 5 that can help us in Londen. We think you will be surp-
rised to see how many views of the problem, and how many solutions, are common
to a large number of commentators,

Mow we understand the problem and some potential solutions, we can sel up some
objectives, and then see how we can match these with what has been  proposed.
Section & provides the objectives, Sectlons 7 and 8 suggest how they can be met.
Section 7 15 concerned with what we can do nmow - practical solutions that can be
implemented quickly with relatively modest investment. It suggests that one of
the most important things to do is to start thinking abour the more distant
future - about the changes that may take place in soclety, about whether London
will decline or grow, about how quality of life can be helped and not hindered
by the transport systems we choose to have.  Section 8 keeps these rhoughts
going, though its conclusions are necessarily much more tentative.

2 STREET-WISE PROBLEMS

Political rhetoric paints an  optimistic picture of transport issues in  London.
Its transport system is ‘being modernised’, 'generally improving', 'sbout to get
an awful lot better, and could be an awful lot worse'. There are also many prop-
psals to invest large sums in road and rail, echoing what is now being spent on
the Government's existing road programme. The London Boroughs try to protect
their local environment and road system from the effects of traffic through man-
agement schemes, and some streets are being pedestrianised. Why then do the
people who use London's transport system think there are so many problems?

For the traveller, the resssuring statements from Government, LRT and BR do not
relate to the true state of London's transport system. Many are too afraid of
assault to use public transport. Many BR and tube services are appallingly over-
crowded, a5 is much of the road network. For cyclists and pedestrians, who are
not cocooned in vehicles, the pollution and danger of travelllng on most of Lon-
don's streets cAuse acute CODCErn, For people with difficulties (with small
children, or with minor walking problems, as well as the officially disabled],
public transport s distinctly unfriendly, Fewer employees are there to help.
Buses are delayed by road congestion and by drivers acting as sales staff.

However, it is not just travellers who experience problems with London's trans-
port.  Ill-conceived transport policies in a densely packed city like London
impact everyome. Noise, fumes, and the disruption to communities caused before,
during and after construction of major new infrastructure literally change
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3. Park now pay later 4. Pedestrians left up in the air
5. Not even standing room 6. Down down
5 deeper and down...?
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people’s lives for the worse. Most of these problems are now associated with
the use of private motor vehicles, lorries (specially heavy ones) and the new
roads to sccommodate them, On flight paths serving Heathrow, aircraft noise and
air pollution are severe problems,  Public transport can alse cause environmen-
tal problems, but currently in London these are completely eclipsed by those
caused by private transport. All forms of congestion affect everyone,

Less obviously, transport influences the location of shops, workplaces and homes
with car based developments undermining traditional shopping centres and other
local facilities, detracting from the quality of life of those who do not, or
cannot, use a cor. For this reason trangsport problems are sll pervasive: there
is an absolute requirement for those who plan, regulate and provide transport to
be responsive to the needs of London as a whole, not just as separate groups of
people using different modes of transport or suffering different sorts of envir-
onmental damege. This section considers some problems in more detail, while
Section 3 looks at the organisational problems contributing to The Big Choke.

Land Ulse

The disposition of housing, jobs, schools, shopping amd support services should
determine transport provision - not the other way round. In other words, we
should decide how we want to live first, and what we want to have within easy
reach, before deciding on transport hardware - roads, rail, footways and cvcle-
ways, and so on. Hundreds of years ago most journeys were made on foot, & few
on horses, and even fewer in carriages. While other forms of transport - canals,
railways, motorways - have appeared since then, it is quite remarkable how many
journeys are still made on foot (47% of all shopping journeys in all London's
shopping centres except the West End in 1881). Thiz phenomenon clearly shows
that people like to have facilities within easy reach of their homes. Why not?

Separating people from Facilities has given rlse to ever-increasing car use, and
to a lot of needless jowrneys that used to be perfectly feasible by what are
becoming known as the 'Green modes': normally on foot, often by bike and, for
somewhat longer journeys, by public transport. Low density residential develop-
ments are part of the problem: the other part i3 the concentration of facili-
ties often fer from where people live and, indeed, inaccessible to those without
access to a car, Out-of-town shopping and leisure centres, ever larger and more
spaced-out health and education campuses are cases in point. Even in-town shops
are getting larger and fewer, causing problems for local residents trying to
reach them, and confronted with a new surge of cars on their local roads. In
summary: new land use patterns Favaur the car, bo the streer network doesn't,

Ple ¢a change...

As the French say, "the more things change, the more they stay as they are', Be-
hind real change, aspects of public transport are scarcely changing at all. For
example, despite major changes in where and how people live and relate to facil-
itles, many London bus routes and their numbers are the same as the tram routes
they replaced, 40 years ago. The few express routes and local services have not
made much impression on the historic pattern, and bus lanes are widely abused.
Despite residual areas still unserved by Tube, there has only been one entirely
new line in the last 50 wears, and some extensions. In fact, if buses had their
own right-of-way, or if trams still ran on the streets, protestations asbout the
Underground would be unnecessary, The Thames Link and Docklands Light Rail are
welcomed, but the former is using tracks that could have been linked long ago,
and the latter is inadequate for lpads it is expected to take from Docklands.

Using the Routes and Branches

Where people come from and where they go to clearly is a vital matter. Jfourneys
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from ocutside Grester Londen are often congested and overcrowded, but rail jour-
neys have the attraction, for some, of becoming cheaper per km as greater dist-
gnces are travelled: shorter distsnce travellers within London are  therefore
disadvantaged. Road travel from outside London and air travel are also adding
to congested services within London,

Longer journeys within London are beset with problems: congested roads nearly
everywhere, with the situstion worsening in outer London, because people choose
to use cars (often because rail is equally bad). Parts of the Underground are
at capacity. Duses are often useless as they are ceught up in car congestion,
and bus lanes are not adequately enforced,

London s really bad for the pedestrian - there are still many signals without a
pedestrign phase, footways are narrow or wsed as an adjunct of the carriageway
for car parking, traffic signs end signals, meters; there iz little pedestri-
anisation.  And, many motorists are increasingly ignoring 2ebra crossings, cros-
slng signalised junctlons on the red, and not giving way to pedestrisns (as re-
quired by the Highway Code) when turning at @ road junction. For cyclists it
is worse. There are few cycleways, few preferential crossing poines, and cons-
tant comflict with unthinking - or positively aggressive - wehicle users. These
walkers and bikers require little space, are quiet and pollution-free, and could
save the Mational Health Service, snd transport budgets, a great deal of money.

The Private Car

Unpalatgble though it may be to accept, most transport problems in London are
caused by the car. A relatively small number of trips made by cars (certainly
in Inner and Central London) creste disruption out of all proportion o their
number.,  Investment in roads has been a8t the expense of Investment in public
transport, the only way a large city can pccommodate mechanised passenger
transport without destroying itsell,

Car use is sctively encoursged instesd of being kept to essential uge at peak
times: company cars are blessed with discriminstory tax relief while there is
no such relief for public transport commuters (TEST 1984, Bibby 1088). These
guthors showed the Inequity end other dubious characteristics of company-assis-
ted motoring. Bibby, building from the base of the TEST work, estimated there
were gome 3.4 million company cars (about one fIfth of the total stock) causing
the Exchequer & total tax loss of about E2.4 billion pounds; this amount (s
£500 million more than the entlre subsldy of rall and road public transport in
Britain (DTp 1987).

A graphic illustration of positive discrimination toward the car was glven in
the GLC's last Transport Policles & Programme (GLC 1985). In 1985, of those car
drivers travelling to Central London, J36% of commuters and 42% of all travellers
were using company cars.  81% of work journeys by car and TE% of all car trips
were made by drivers receiving some form of assistance. And 52% of those commu-
ving had & parking space provided from among 58 000 Central London private off-
street spaces (GLC 1985). Further support for the car is mot difficult to find;

it I8 & ol vusl L suuicly, sather Lthan a net benefit, because of the damage
that unrestricted car use ceuses to people and the environment.

The Department of Transport permits ng change by others to "its' trunk roads (in
fact owned by local and npatlonal taxpayers), end little change to  designated
roads - the old GLC Metropolivan Roads largely, whose future should be a matter
for London Boroughs, not central government. A final irony is that key personnel
in British Rail and London Reglonal Transport get either chawffered cars or
company cars, demoralising other staff and protecting senior stafl from experi-
encing thelr own system's deficiencies.
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There is nothing wrong with cars in themselves; there are many things wrong
with their indiscriminate use. The Automobile Assoclation (1989) recognise this:
in a statement to the House of Commons Select Committee on 'Roads for the
Future," though much of it s about some assumed natural law which says you must
satisfy demand - as the number and use of cars grow, so more roads should be
built to accommodate the growth,

While it is reasonable for & motoring lobby to try and satisfy the demands of
itz seven million members, there is quite Insufficlent acknowledgement of the
ingsuperable problems this creates,  There are some parallels with natural eco-
systems that exist to the extent there are resources to support them. In the
case of the car, the resources are finite, and the scarcest of all in high-
density countries is space. To argue that demand for car use must fully be sat-
isfied is simply Irresponsible, It is also quite unrealistic: in exchange for
the manifold benefits of cities (range of choice in goods, jobs, frlends, educa-
tion, leisure activities...] certain constraints have to be accepted.  One of
these is a limitation on car use and storage. If there were no constraints,
then onme could demand free beer piped into one's living room, raise sheep or
grow wheat in the street outside one's home, go to work by elephant, play music
at 120 decibels through the night ...

London Regional Transport

How many people are required to run the public transport services has become a
contentlous lssue in recent years. Fewer people are now employed as conductors,
guards and station staff, But costs saved by operators are never set against
costs  imposed elsewhere.  Introduction of one-person operated buses on a  wide
scale has increased road congestion because of delays caused through driver-
ticketing.  According to LSPU (1986), OPO has led to increased social security
payments which have to be borne by the Exchequer, who receives less tax revenue.
Another sector of central government sees savings because it @5 providing less
in revenue payments: taking these changes together, LSPU maintained OPO has
caused a net increase in public expenditure,

From 1983 to 1987-88 LRT bus passenger journeys incressed by 18%: LRT Under-
ground passenger journeys by 42%, and Underground paessenger-miles by 44% (Han-
sard 1989). These huge increases, stemming from the GLC's introduction of lower
fares amd the Travelcard, have resulted in extra revenue, but this has been used
to reduce financial support from the publlc sector, not to increase quantity and
quality of services. The Covernment has made it clear that new infrastructure
will be largely paid for by the passengers through their fares - & complete
contrast to the way motorists get their roadspace (and companies the wehicles,
fuel, maintenance and parking space) pald fer by the taxpayer.  Furthermore,
fares are rising ahead of inflation,

British Hail

Its Image has marginally improved through painting of stations and new station
placards, and some new rolling stock.  Safety does not figure wvery highly, it
seems = the Observer [Routledge 1989) suggests staff who cut corners get a
bonus, thus helping BR to be the first railway in the world to appear profit-
able, These actions are more likely to concern privatisation than appeasement of
the cattle-truck commuter. As the railway to score another first (to have its
debts amortised by taxpavers' money) BR will doubtless prove attractive to
buyers of its shares. Hansard (1989) shows a 20% increase in those arriving at
and departing from central London stations. Ironically the Government has paral-
lelled this windfall with a reduction of subsidy frem nearly £300m in 1985/6 to
£86m in 1992/3. Instead of welcoming the new money and ploughing it back into
improved conditions for travellers, money is withdrawn (BRE 1988,
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The method of evaluating new transport investment, and the availability of
public money, differ between road and rail, and raeil suffers. Public money s
aveilable for road building, but when BR wanted to electrify the East Coast Main
Line to Edinburgh, it was authorised to do so provided the money came from its
ows respurces.  The Inevitable consequence was higher fares, pushing rail beyond
the ability of many to use at certain times, and of many to use at all Sources
of funding for the London rail improvements are still being debated, but the
Treasury's first response to the £3 bn cost of implementing recommendations of
the Central London Rail Study led the Transport Secretary to say it had largely
to be found by rall travellers, for he could see no reasonm why taxpayers outaide
the South-east Reglon should pay for London schemes. He had at that stage far-
gotten that taxpayers nationwide had paid for the M25, and that London taxpayers
{generally without demur)] help investment in deprived areas of Britain.

The recent document on upgreding European Railways came from a group chaired by
the British Rail chairman. [Its findings (Community of Europesn Railways 198%9)
endorse high speed trains and new tréck on which they can run. The report argues
that Furopean rail traffic would quadruple in 30 years, given infrastructure of
the kind proposed, Clearly some of this quadrupling will errive in London. Wil
public transport, hotels and space at attractions, be comparably available?

Danger on the Road (often euphemistically called 'Safety’)

Paul Channon made a welcome statement to the House of Commons on 7 February 83
regarding stiffer penalties for irresponsible drivers. He also said that while
Beitain had the lowest road accldent Ffigures in Europe they were still too high,
This too is welcome, but It dlsregards the fact that accldent figures are compa-
ratively low (but absolutely high] because parents curtail children's freedom to
walk or cycle to school, and because many people of all ages are sufflciently
scared of their fellow men and women driving vehicles they are wary of crossing
roads. In short, cars and other road vehicles curb fundamental principles of
freedom of access to places needed to enhance one's quality of life. Friends of
the Earth (1889} go further; ..the fact that fewer accidents occur is primar-
ily becsuse roads are becoming less safe.’ Adems (eg 1985) pursves this theme
relentlessly, jolning others who wish to see statistics properly interpreted.,

A little later In February, according to the Daily Telegraph (27.2.88), Mr
Channon sald he would resist EEC messures to reduce permissible blood alcehol
levels in British drivers, Might there be some [nconsistency with his previous
statement?  Another matter requiring attentlon is the absurdly low penalty for
manslaughter, sometimes homiclde, by road drivers,

Defining Green; (i) To Respect the Environment (ii} To be Uninformed

Because this report considers the main problem of road traffic tw be one of
health, environmental issues (and thelr misunderstanding, even misuse] have to
figure substantially in it.  Alr pollution is widely recognised to be a major
problermn of to-day. An OECD meeting In Berlln in 1989 decided it should stop
worrying about transfrontier pellution and concentrate on its source: the city.
And the major lssue In the city was emissions from motor vehicles,

Let's atare with o bonoficial changs: thara hae been a 14%  reduction in  lead
levels frorm road transport, 1976-1985. This s a slgnificent achievement: lead
falls on fruit and vegetables, growing amd on sale, so reductions are imperative
{Weir [1388] seat fruit from his north London garden to the Food Commission lab-
oratory. It contained 0.5 mgfkg of lead; the maximum safe level for children is
0.2 mgfkg). However, the media's concentration on lead disguises wider, and
very serlous, environmental effects of vehicle emissions. Recent petrol adverti-
is distinctly equivocel: unleaded petrols are shown against ‘green’ symbaols such
85 leaves and l(orests.  The two are in fact unrelated: lead, while it does some
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damage to vegetation, i3 not & constituent of the acid rain which decimates
forests. 'Some  companies apply “green gloss" to their brand image whilst
selling products ... which may pollute the world about us' (Murrell 1988].

Road vehicles contribute a higher proportion of nitrogen oxides to  atmospheric
pollution, and therefore acid raln, than Industry and all other souwrces. In
London road wvehicles recently contributed 75% of all emitted nitrogen oxides,
and concentrations at roadsides frequently exceed European Community standards,
and the much stricter World Heglth Organisation standards (Blake 1989). Bur it
iz not populerly acknowledged that road vehicles have anything to do with acid
rein. A welcome change was John Ardill's (198%) review of the road trensport
specifics of air pollution.

If acid rain is capable of severe damage to half of Switzerland's trees and to a
high proportion of Germany's and Sweden's - what is it doing to human health?
When nitrogen and sulphur oxides fall into water, they leach out heavy metals
otherwise quiescent In soils, and sluminium has reached drinking water, Acid
rain also falls on growing foodstuffs. And, the situation I3 worsening - a 23%
increase in nitrogen oxides was emitted from road transport 1976 to 1985, and
21% more of each of carbon monoxide and hydrocarbons. Mo less than BE% of carbon
monoxide derlves from road transport,

The greenhouse effect and holes in the ozone layer are world problems. The lat-
ter may be diminished through progressive banning of CFC aerosols, The former is
attributable to continually Increasing production of carbon dloxide, caused by
burning fossil fuels - coal, petrol, ofl for central heating, etc. Ironically,
catalytic converters on cars, one of whose functions is to mitigate carbon
monoxide, convert it into carbon dioxide (ongoing survey by Warren Springs Labo-
ratory),  Destruction of the world's tropical raln forests deprives the world of
g 'sink' which can absorb some of the excess carbon dioxide production.

The greenhouse effect, and disturbance of the ozone layer, contribute greatly to
the earth’s warming. Warming helps create the right conditions for inversionm,
the Los Angeles virus which is spreading to Athens, Phoenix and other warm cit-
fez with an inprdinate number of cars. Inversion is a requirement of smog,
whose frequency is increasing. Smog iz no friend of bronchitics, those with
heart problems, those who wish actually to see the world they live in.  If you
think this iz exaggeration, consider the effects of a mild winter on London and
inversion on 18-19 January 1989 when, according to London Scientific Services,
all four of its monitoring stations recorded twice the World Health Organisation
limits for carbon monoxide, followed by twice the limits for nitrogen oxides.
The Department of the Environment disputed this on evidence from one site. The
5 Utah National Parks in the US are at least 650 km from Los Angeles but wisibi-
lity has reduced greatly in recent years due to Ffar-distant automoblle exhapsts,

So, motor wvehicles should be stamped with a Government Health Warning, for
research has shown, in many countries and without any shadow of doubt, that they
cause, or substantially contribute to: death and Injury in accidents, acid raim,
carcinogens from hydrocarbons, lead, carbon dioxide and earth warming, smog and
bronchitis, stress-related diseases, obesity through lack of exercise...

What are you, gentle reader, doing about all of this? Or is it only caused by
other people?

A few words must be said sbout the 'natural' environment. Despite massive pro
test, a road is to be driven through the historic Oxless Wood in south London
Another potential new road, favoured in several options of the East London Asses-
sment Study, is the path converted from the Finsbury Park to E Finchley railway.
It passes through vegetation which has colonised the corridor: again there is @
powerful protest group in total conflict with the DTp and its consultants.
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Fig 1 Proposed Transport Improvements for London
Source : Department of Transport (1989)
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3 RUNNING ON THE WRONG LINES

Perhaps this section should start with a reminder of what change should be
about. It is taken from a conference paper by the economist | Diandas (1988):

'"When one talks about (pationalisation) or privatisation one is talk-
ing about a change in status, One can argue that private enterprize
is better or worse than government enterprise either as a principle
or for a particular case. But to justify a change one ought to be
quite sure that the status after change will be better than the pres-
ent state, and that the degree of betterness is substantial enough to
offeet the cost of upheaval arizing from the act of change.'

Transport Planning and the Greater London Council
We saw in the last section that problems need to be tackled a3 a whole, not

individually. But today London's transport system is run and planned by an ever
changing multitude of agencies each with unrelated responsibilities.
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In 1964, following a Royal Commission inte London Government, the Greater Loadon
Council (GLC) was formed; among its functions was transport planming. After a
major land wse and transport survey, a long term plan - the Greater London Dev-
clopment Plan (GLDP) - was prepared. The Plan set out a general strategy for
transport, to be implemented by the GLC through a three year programme, updated
every vear, called the Tramsport Policies and Programme (TPP).  The GLDP lists
four main 'elements’ for London's trensport strategy. In summary they are:

* g maintain and improve publlc transport so ther It carries as many passen-
gers gs can use it as safely, reliably, comfortably and quickly as possible;

* tp manage and selectively improve the road system so that a hierarchy of
primary, secondary and locel roads can be formed and to improve existing
maln roads to relieve conflicts between traffic and pedestrians;

* to restrain car use, particularly in busy areas at the busiest times;

# o relate the planning of land use and trensport in & consistent amd
effective manner,

But the GLC ran into several problems, First, the Government did not hand over
contral of trunk roads in outer London, end it reteined control over some quite
detalled matters. Second, the GLC itself got involved in local isswes. Third,
while it controlled London Transport's flinances, the GLC found difficulty influ-
encing the way it was run. And fourth, it had no control over British Rail's
London network, though it could make grants.

But progress wes made, particularly in the late T0s and eaerly B0s: this resulted
from important agreements about London's transport problems. The GLC alternated
between Left and Right adminkstrations, but there was some kind of consensus on
major transport policies, much as there is in continental Ewropean citles.  On
public transport a zonal fare system  gradually evolved. The road building
experlence showed thaet traffic grew to fill the space avallable and thar greaster
road capacity was of no help.  The lack of consideration for pedestrians and
cyclists was slowly remedied. Other fssues such as provision for people with
dizahilities and safety and security for public tramsport wsers led ©to measures
such as Dial-a Ride and the Taxicard, which still enjoy all party support.

Abolition of the GLC in 1986 changed all that. Instead of e single plan for the
whole of London, boroughs will now prepare Unitary Development Plans (UDFs).
Although UDPs will pay some attention to London-wide issues, the Government sel
up 8 joint body of all London borouwghs, the London Flanning Advisory Committee
(LFAC), 1o develop strateglc planning guidance. Thelr advice s discissed below,

Responsiblity for local roads fell to the boroughs, but the Department  of
Transport (DTp) gained tacit control over London's strategic roads. It did so
in three new ways: by establishing a ‘strategic network' which cannot be altered
without their permission; by issuing 'traffic menagement guldance' to the London
boroughs to direct their actions on all rosds other then trunk roads, and by
extending the trunk road network o include former GLC roads such as the South
Clrcular. At the same time the DTp commissioned consultants to swdy craflic
problems in the corridors where the newly trunked roads would be.  The initial
siage was rmoad-oriented, but  after considerable opposivion  from  local  authori-
tles, the public, and professionel institutions, the terms of reference were
changed to  include congderation  of  other  transport  C“solutions' to  identified
problems. They are now known as the London Assessment or Corridor] Stedies,

Control of London Transport passed to the DTp, and it was renamed London Region-
al Transport (LRT), subdivided into London Underground Limited (LUL) and London
Buses Limited (LBLl, and pressed ahead with plans for their privatisation, star-
ting with the bus system which already haz lessed routes, snd may soon be dereg-
ulated, The DTp has furthered its involvemest in London by taking a direct part
in Docklands transport (with a recently set-up East London Rail Study) and early
this vear producing its 'Statement on Transport in London.'  Figure 1 shows
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study areas and current strategic transport proposals for London.
The LPAC Studies

LPAC's advice to the Environment Secretary, which was agreed by all the London
Boroughs, included a chapter on transport. The advice build: on the GLDP, but
absorbs the new understending of transport in London achieved in the late 1970s
and the 1980s. The transport strategy hes seven elements representing refine-
ment and expansion of the GLDP's original four. A commitment to comprehensive
traffic mansgement is added, with the clear statement that there should be 'no
capacity increazes om the Inner and Central Lomdon road network, amd some limi-
ted capacity reduction arising from environmental traffic management, bus prior-
ity and "traffic calming” schemes'.  Public transport is divided into rail and
bus (a regrettable invitation to disintegrate the system), with a strong empha-
sis on modernisation and expansion for rail, on better local accessibility and
more road priority for buses, Traffic restraint is supported even more strongly
by LPAC than the GLC, as is the Importance of co-ordinating transport develop-
ment with other planning activities like housing, employment and shopping.
Pedestrians and cyclists are also given some priority.  Finally, the 'selective
improvement’ applied to all London roads by the GLDP is limited to 'the orbital
road network In Outer London'.

The LPAC Advice on transport (LPAC 1988) involved borough officers and LPAC's
transport consultants, the MVA Consultancy and Colin Buchanan & Partners.
Working parties and steering committees were made up of representatives from the
DTp, BR, LRT, LPAC, the boroughs and the comsultants. Public consultation and
meetings were held om the first draft. Overall it represents the most
comprehensive and widely supported tramsport policy statement produced since the
GLC was abolished. LPAC': background studies show exactly why they support
public transport amd traffic restraint, and reject road capacity increases, at
least im  inmer and central London. They reviewed effects of four basic
'scenarios' for the future of London's transport:

# Scepario 1 is based on existing plans

* Scenario 2 adds major new rail investment and excludes the WEIR proposal

& Scenarip 3 consists of Scenario 1 road schemes with the addition of major
new orbital roads in outer London, and some orbital road improvements in
inner London.

¥ Scenario 4 is based on the idea of road pricing to contral congestion,
Enforcement measures are also improved.

Scenarips 2-4 had two variations, with road pricing added te 2 and 3, and 4
extending road charges to inner London. The development and testing of options
was carried out with the co-operation of the boroughs and the operators, and
reprezentatives of the DTp first co-operated, and then acted as observers,

To aessess the costs and benefits of each scenario, LPAC's consultants made a
major step forwerd in methodology, by using a computer programme which looks art
all types of transport at once. It is called the London Area Model (LAM) and
was evolved by the Government's own Transport & Road Research Laboratory (TRRL)
to overcome some of the [ailings of existing methods. In particular, the effec-
ts of public transport improvements like Travelcards could be included. LPAC's
consultants' view s that, compared to other models, LAM's treatment of the
choice of transport and destination is 'more coherent', it deals with more
modes, and in its simulation of the fleedback effects of road congestion "LAM
comes Into its own'. The importance of the LPAC exercise is that it Iz the most
co-ordinated effort to test  different policles for the future of London's
transport since the GLC was abolished.

The results of the LPAC testing provide an important insight into how London's
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transport problems can be tackled. First, the ‘current trend' scenario, followed
by the Government, despite optimistic assurmptions about the impact of deregula-
tion, performs worse than any other. 'Current trend' plus orbital road building
performs better in some respects than 1, high rall investment is betrer scill,
Road pricing outperforms all other options, and improves the performance of any
other option to which it is added. It produces time savings for motorists and
bus passengers, as well as real cash income, and reduces accidents.  Only rail
investment can match its environmental benefits,

The implications are that the current policies will oot solve the growing
problems on London's tramsport system. Ewven in Outer London road building is
leszs  cost-effective  then rail Investment. Managing demand through pricing
offers greatest scope for improvement,

LPAC's work should be seen as &8 major step forward, but it would be wrong to
conclude that the road pricing option should be implemented as the only policy
for transport. LPAC themselves are careful to avoid this approach, Instead, a
combination of measures is put forward, with vigorous traffic restraint in cent-
ral and inner London instead of road building, major capital investment in rail,
and selective road building in outer London. In addition, the needs of indivi-
dual travellers such as people who are unable, afraid, or cannot afford, to use
the transport system are recognised. These requirements have often been ignored
in the past, as planning was dominated by the immense daily task of getting
people to and from work, The policies contained in LPAC's Strategic Advice,
were agreed unanimously by all London boroughs,

There remain two areas of concern which LPAC's work does not adequately cover,
The first is freight, where all scenarios have the seme policies, and more cons-
ideration will be necessary. The second is the lack of a more revenue intensive,
b= hased scenario for public tramsport. LPAC's consultants recognised such an
alternative strategy, but had insufficlent resources to make it a scenario in
its own right. Work has continued since the first LPAC Reports, and & technical
audit of LAM, organised by the DTp, found the results to be generally robust. A
further report on road charging is about to be published, and it is understood
that this recommends a system of electronic road pricing as achieving the hest
results,

The London Assessment Studies

These studies, referred to above, contrest with the LPAC approach. Though they
were expanded to include public tramsport optlong, the problems identified rel-
ate to road traffic and mot transport as a whole; the late addition of a few
public transport 'solutions' to the rosd hoilding plans has falled to create 2
proper balance. And there i3 no Londonwide context. Ogptions have already been
partly assessed, while the consultants were still waiting for a ‘policy back-
cloth' from the DTp. The brief has been interpreted differently by the consul-
tants, with some ruling out consideration of road pricing.  Effects of major
schemes outside the study aress are largely excluded.

Worse stlll, the studies seem set on using methods of assessment which were rej-
ected by LPAC's consultants as old-fashioned and inadequate.  Matters like the
effect of conpestion on trip meking, and the reverse effect where npew roads
generate extra traffic, are put to ome side. Road networks are to be modelled
in detail, but there Iz o be little public transport modelling, and the method
for estimating trensfers between road and public transport i crede and ineffec-
Live, There is little recognition of the incressed understanding of London's
transport problems which has evolved in recent years.

It iz hardly surprising that the Assessment Studies have met with a greac deal
of criticism. Local authorities have continued to talk to the consultants so as
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not to lose touch with thelr work, but - Irrespective of political complexion -
they have felt it necessery to distance themselves from the consultants’ work.
Mot only is that work dated and limited, but the consultents are not prepared to
respond to the boreughs' detailed and often constructive criticism.  Blight is
widespresd in the areas where road schemes are belng consldersd, and major oppo-
sition hes already been expressed, There hag been severe criticism from the
Assoclation of Lendon Borough Engineers and Surveyors and the Institution of
Civil Engineers, neither of whom are known for biss against road building.

There has, however, been one area of progress between DTp sod London Boroughs.
Following extensive discussions, an agreed set of objectives has been  produced
for all the Assessment Studies: an importast step for London's tramsport.  They
are compatible with objectives formulated by the boroughs and others ({including
LPAC) ard will significantly ald measurement of progress.

SACTRA and its Objectives

It is important to underline the use of objectives in transport planning.  The
Seanding Advisory Committee on Trunk Road Assessment (SACTRA) In its report on
Urban Roesd Appraisal provides the most recent view. SACTRA sets out &n orderly
procedure which applies to road proposals, but which is also more generally app-
licable.  First, general objectives (desirable ends) should be set:  "These can
be distinguished from policles for achieving those ends, In our view objectives
mead to be set out a3 desirable aims without preconceptions about how they might
be fulfilled' (Part 5.1). The next step is to find out where objectives are not
being achieved: 'The problem ldentification stage of road and transport apprai-
sal i @n important Inltlal step. It indicates the need for professional ass-
essments of problems related to the objectives which are reflected nationally
e in local development plans’ (Part 6.2).

It is at this point that different ‘'solutions” can be Fformulated: 'Having defio-
ed chjectives and problems with urban main roads, traffic and public transport,
the next step is to find remedies for those problems. We regard options as ale-
ernative ways in which some or all of the identified problems may be alleviated;
they are unlikely to be entirely eliminated’ (Part 7.1),

Objectives give a direction to trensport policy which economic assessment can-
not. They ensure that transport s coatributing to what the GLDF refers to as
'qualiy of life’ objectives as well as meeting financial targets. The agreed
set of Assessment Study objectives s emphasized in the latest 'Statement on
Transport in London' by the Secretary of Seate. It remains to be seen how they
will be reflected in the next stage of the stedies, and In Government Cransport
policy generally.

The Statement on Transport in London

This document is designed to 'complement and support’ Strategle Guidance, as yer
unpublished, and ©o ser the context for public awtherities, operators, and
others with transport  responsibilities. It begins by outlining basic informa-
tion about transport in London, end then lists current Government action, inclu-
ding its financlal and quelity of service targets for LUL and BR, it trunk road

programme, and varlous otber sreas such as traffic light contrel, packing and
automated rowte guidance for car drivers, Chapter 6 of the document moves from
factual information to discuss the pollcy fremework.

This chepter shows the great difficulties faced by the Government in coming to
terms with London's transport problems. It stercs by attecking two  opposing
views of the future of transport. One s that more road space must be provided
'‘whatever the cost', the other that opew rail links, subsidies toe public trans-
port users and 'possibly' rosd pricing are optimal. The Covernment rejects both
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'extremes’ but falls to propose any clear rationale of its own. It starts by
treating transport like any other item for sale, saying that the ‘primary
objective' is:  'to utilise and expand the resources employed in transport In
the most efficient way, so that resources are allocated to the services people
most want and are willing to pay for. Increased efficiency is achieved by fair
competition between transport modes and by people choosing which modes to use to
travel or move their goods on the basis of prices which .. reflect as far as is
reasonably practicable the costs which they impose by thelr choice.' (Para £.2)
It is unlikely this is the objective of all travellers In London.

However, the Government is willing to admit, in para 6.4, that market forces are
constrained when it comes to transport. Among these constraints are safety,
environmental impact, and the effect of transport on land use development. The
requirement for compulsory purchase of land, and the fact that major Infrastruc-
ture (such as a road or rail line) could not be built in duplicate by competing
companies also limits normal market forces.  Finally, public expenditure limits
affect both road and rail, and the Government admits that the fact that road
users do not normally pay directly is a further constraint on the Lransport
market. The statement goes on to say that these effects are particularly impor-
tant in London, that the effects of central London road building 'would be
unacceptable’ but that public transport in that area is subject to a reduced
competitive  elfect. Despite this, 'comprehensive Government planning of the
road system and public transport services' is rejected on  the grounds that it
would 'override consumer preferences' and lead to 'distorting inefficiency’. Sa,
'Subsidies will have specific objectives, such as relieving road congestion',

The position the Government finds itself in is this:

* First, it is perfectly clear that there is no free market in transport in
London (or indeed elsewhere), nor is there a semblance of fair competition
between modes.

* Second, it is also obvious (and has been well documented by Government sour
ces among others) that the effects of transport provision on users and non-
users alike are very large indeed, specially in urban areas. Grudgingly, the
Statement begins to accept this.

* Third, judged by the free market approach, it is the road system which is
having an easy ride (as it has for many decades).

These factors mean that the Government cannot Impose its free market philosophy
on London's transport as a whole. On the other hand, it has a massive road
programme in London (perhaps as high as £3.5 bn), public transport investment is
needed, and the functioning of London, specially the City, as a major business
centre and as a high density capital eclty is absolutely reliant on public
Lransport.

So, given these circumstances, the Government implements market forces in a
plecemeal, opportunistic manner, for example deregulating buses and canvassing
private money for road and rail infrastructure. It knows that subsidies are
required, but again adopts an approach which lacks coherence, setting objectives
as it goes, rather than trying to start out with clear objectives as its own
committee of experts [SACTRA) recommended,

The Statement next discusses various plans and possibilities for the future, but
these lack a consistent, unifying vision of how London's problems are to be
solved. In this vital respect, the Statement is a great disappointment, giving
no clear lead to those attempting to find realistic solutions. It is most EUrp-
rising that the work of LPAC, although reporting to a separate Government Depar-
tment, is so little mentioned. Could it be that the answers given by DTp's own
model to LPAC were not to DTp's liking?
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The Private - Public - Private Cycle

Having seen how London's transport planning has lost any semblance of ration-
alicy, we should note the way arguments about transport have become bogged down
in @ doctrinal conflict about the balance between public and private control.
As @ result, London's transport system has undergone many orgenisational changes
through the years, but real chenges in trensport provision have been few. It i3
pot surprising that a Borough Chief Planning Officer recently called London's
system 'neanderthal’ and that others compare It with a 'third world elty'.

56 years ago buses and tubes were owned by private companies, then  publicised
ithe opposite of privatized) as London Passenger Trarsport Board in 1933,  That
peme then changed to London Transport when the Greater London Council ok it
over [n 1964, with yet another change to London Regional Transport (which it is
not, because BR is excluded, and the 'Region’ extends far beyond London} when
the Department of Transport took it over In 1884, IF it is soon privatised,
full circle will have been achieved. Publicisation could recur soon after that
if, as seems likely, privatisation does not work for users. :

These historical cycles are graph-
ically illustrated by this diagram
(Flgure 2] from Srl Lanka, weighing
private  against public  enterprise;
it suggests a perpetual cycle dev-
olving from some countries' inabil-
ity to depoliticise  fundamental
transport {ssues (Diandas 1988).

The view that changing ownership distracts those trying to make real progress is
also supported from sources closer to home. The prime minister's economic advi-
ser some years ago, when discussing natlonalization of road freight by Labour
and privatization by Conservatives, said: "We denationalized the trucking ind-
ustry .. the reason was that many people thought that in private hands they
would be more efficient .. 1 tried to examine the objective evidence,  The
strange thing was the original opponents of nationalizing (said) the natlonaliz-
ed trucking industry had been better than the privately owned industry ... this
was the dispassionate evidence, | don't think one can judge whether a nation-
alized Industry is efficient or inefficient just like that .. one has to look
8t the facts, look at them with a cool head.' (Walters 1961)

Integration or Disintegration?

Whatever political aims are achleved by changes in organisation terms, London's
transport is one vast system which must be considered as s whole, It Is one
system because each means of transport interacts with all the others. The deci-
sion to use @ car drastically affects everybody. The decision where to put a
new station can have a major impact on where people decide to live and work.
But it iz wrong to categorise travellers so steictly. If yoo decide to go shop-
ping by car you have to walk to where it is parked, drive, [ind somewhere to
park, walk again to specific shops, all of which is reversed when you return
home: you are therefore half pedestrisn hall motorist.  Other journeys are more
complex: walk to BR train, then bus or underground, then another walk is very
typical, and it may have a 'kiss-and-ride’ car addition at the bome end. All are
made eesier by having direct, safe and reliable interchange between types of
transport,  Lomdon s poor on interchange l(and It could become worse, without
market intervention, after bus deregulation), so many journeys become more
difficult, and people transfer to cars.  Good interchanges may be found in
Bradford, Stockholm, Oslo, all large Germen cities, Lyons, Lille, Vienna... But
Newcastle's good Metro ; Bus interchanges disappeared after deregulation.
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4 WHAT DO OTHERS SAY?

S0 London's transport planning is In a8 mess. While the GLC may not have been
wholly successful, it was frving to draw the essential elements of transport
planning together. Now control is fragmented, rail Investment is not related to
road bullding and neither is related to land use planning, the key to traffic
generation. The Department of Transport appears to accept this unintegrated
approach, but what do others think? This section highlights cogent conclusions
of groups who range from respected professional bodies to commentators with
different wviews. Despite their diversity, their arguments are remarkably simi-
lar, At the end of Section § their recommendations are compared.

The Institution of Civil Engineers (ICE)

This conservative professional body was highly critical of the first stage of
the London Assessment Studies (ICE 1987).  Instead of concentrating on road
corridors the studies should have examined London's transport as a whole,  But
they had not looked at public transport, the possibllley of trying to  restrict
traffic, enforce tight perking control, nor options such as park and ride. By
concentrating on rosd transport the studies had complecely neglected the needs

ICE argucd that solutions should be bascd on  traffic  restramt,
public transport, banning company cars, better  involving the public,  and,
crucially, better mtegrating landuse and  transport planning.

The Association of Londen Borough Engineers and Surveyors (ALBES)

Another professional body not known for radical opinions was equally critical
of the Assessment Studies (ALBES n.d.) The fact that transport in London was
nat being examined as a whole was seen as a major failing. The road options
examined were too coarse, igroring thelr own generative effects and the possi-
bility of policies to make public transport more sttractive. ALBES recommended
that the Studics cvaluate private  and public transport options on  cqual terms
and that more attention should be paid to the need for parking controls to
restram  traffic.  They called for coordmated  tromsport  plannng  for  London,

The Association of London Authorities (ALA)

The ALA (1983), representing London's Inner boroughs, spells out a set of prin-
ciples some of which apparently have little relevance for the Department of
Transport. Any transport system for London should be democratically controlled,
should improve access, the environment, safety and securlty, overall efficien-
cy, equality and equity and should maximise transport's contribution to the
ecconomy.  In practical terms this would mean more frequent  bus  services  with
well enforced  priorities, greater  capacity and  miegration for BR  and  the
Underground, extensive  traffic calming, parking control  and  better  faciliics
for  pedestians and  cyelists. Again,  the  meegration  of  landuse and  wanspon
planning & seen as vital,

The London Borough of Haringey

Haringey's ‘Blueprint for Transport' (1988) echoes many criticisms described
above, A good transport system should give everyone good access, it should be
efficient, environmentally sensitive and should provide good value for money,
Key to such o system  would be improved public transport. More frequent bus
services. would run along  well  enforced  Dws  routes  with  priority  al  junctions.
New signalling and addmonal lmes would increase BR and  Ungerground  capacity,
while light rail could be wsed on alveady busy surface rootes. At the same time
traffic  restraint  would  encourage  freight 0 wse ral, water and  smaller vehic-
les, and rmoad  spacc would be reallocated o buses, pedesirians and  evelists,
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Company cers and subsidised parking spaces would be ended.
The London Strategic Planning Unit {LSPLY)

LSPU (1986) regarded most of London's transport problems as symptoms of a lack
of integration between landuse and transport planning. It pointed to the
transfer of London Tranmsport from GLC control to the Department of Transport
and the subsequent abolition of the GLC., The fragmented nature of the DTp's
current  studies of London's transport typified the system's failings. LSPU
outlined  eight essential principles for a good transport system (see Section
§). In its advice for London Boroughs, it suggested they should lobby for =
better way of managing the caplial's transport, and that individually they
should recognise the relationship between landuse and transport.

The London and South Fast Regional Planning Conference (SERPLAN)

As an interesting counter o the Government's bellef that transport users
should bear the costs of new investment, SERPLAN (1988) argued that in the
South East expenditure on transport Is above the national average, and conti-
nues to rise. But shifting costs onto the consumer ignores the importance of
London for the national economy. SERPLAN argued that despite a number of high
profile projects, overall investment has failed to match the growth in travel
demand. It suggested that good accessibility for all, safety, environmental
quality and the optimum use of different transport modes should form the basis
of tramsport planning. Within London, SERPLAN favoured a mixture of policies
including new investment  substantially 1o improve  public  transport,  limited
road building to divert imaffic from fown centres and  allow  orbital movement,
well enforced  parking  control, iraffic  management to  assist  public transport,
and environmental improvements to favour pedestrians and cyclists.

TEST

Two studies by TEST examined transport and environmental problems in Central
London (1985,1986). Problems created by road congestion were out of all propor-
tion to the number of people who travelled to work by car. The first problem
was the high proportion of traffic which merely passed through parts of Central
London adding to congestion, accidents etc.  Second, the studies showed that
many car users were subsidised by the State. Most of that car use was inessen-
tial, and could easily transfer to public transport. TEST proposed measures
like traffic celming, pedestrianisation and better public transport which would
limit traffic, improve the environment and thus enhance the local economy. In
another study, TEST investigated the effects of the company car subsidy more
deeply (1984). It concluded that company cars were megalitinan  and  were @
major cause of road congestion. The report proposed a series of measures
designed o remove the subsidy for company cars,

Other people have focussed on particular aspects of the transport problem:

Mogridge (1985) argued that in areas such as London there is so much suppressed
demand for cer use, any additional rosdspace will fill up with newly generated
trafflz, and the equilibrivm which previously existed will recur.  While road-
building has little effect on road congestion, it affects public transport bec-
ause patronage falls. Turning conventional arguments on their head, Mogridge
argued that the hest way of relieving traffic congestion is by increasing the
speed of public transport - by creating continuous high capacity bus lanes and
taking away roadspace from private vehicles,

Donald and Pickup's study (1988) of the effects of bus deregulation In Mersey-

side provides useful lessons for London.  Contrary to Government claims, In
Merseyside the result has been a deterioration in the level of serviee for con-
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sumers,  Waorst hil  are already deprived low-income families who have to contend
with higher [ares, frequent timetable and route changes, lack of information
and unreliability.

Goodwin and Jones (1989) examined the concept of rvad pricing. When compared
with other measures designed to restrain traffic, road pricing seemed the most
effective way of limiting road congestion. Provided that charges vary accord-
ing to location and time, road pricing can be a very effective way of control-
ling traffic levels and abserbing rising car ownership. It is most successful
when combined with other restraint measures and better public transport. How-
ever, the authors do admit that the most difficult aspect of road pricing is
getting public approval. Not only are there concerns sbout equity and fair-
ness, but the possibility of an invasion of privacy is an understandable worry.

This s just a sample of the wide range of professional bodies, assoclations
and academics who have directly or indirectly criticised the direction of cur-
rent transport 'planning'. Also there has been intense media interest in Lond-
on's transport problems, no doubt incressed by tragic, but symptomatic disas-
ters at Kings Cross and Clapham, Articles have appeared in The Times, The Ind-
ependent and The Observer, and current affairs programmes like Nature, Panorama
Newsnight, Equinox and Radio 4's Today programme have also contributed to the
debate. The result is that transport is now a key political issue in London.

5 WHAT DO OTHERS DO?

A problem with much of British transport planning is its insularity. There is a
pronounced reluctance to look beyond our shores to see how other countries have
dealt with problems we face today. In fact, Britain has lagged far behind its
neighbours in adopting new and imaginative ways of tackling urban problems.
This section provides a selection of the lessons our transport planning should
embrace. A fuller analysis of the measures adopted by different cities is
included at the end,

The United States

The US obsession with the motor car is an object lesson in how not to plan! By
excluslvely catering for the car, many downtowns lost any vestige of attraction
for shoppers and therefore retailers. A Los Angeles planning report typifies
the approach: 'The pedestrian remains the single largest obstacle to free traf-
fic movement' (Gruen 1964). Retailers responded to the deteriorating environ-
ment and the traffic congestion by abandoning city centres for locations on
freeway intersections on the edge of town. Office employment followed, creating
mint - downtowns round urban areas, but weakening or killing the original centre,

* In Milwaukee, Wisconsin, new roads serving the city centre led to a decrease
in the number of trips made there as the environment was destroyed and
economic activitles chose to relocate (Gruen 1964),

* Downtown sales as a proportion of metropolitan sales in a sample of 59
Metr;lplita.ﬂ Areas plummetted from 34.6% in 1948 to only 7.9% in 1972 (Lord
1988

* Despite their freeway locations, "suburban downtowns' are now creating thelr
own congestion, only this time it extends right acress the road network,
p&ne;ratlng residential areas and extending into the open countryside (Orski
1987).

Even where the car is so enshrined in national culture some surprises exist. In
New York (assumed Manhattan morning peak journeys) 72% of people travel by rail
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and only 12% by car (compared with London where the proportions are B4% public
transpart of all kinds and 14% car) (Armstrong-Wright 1986, DTp nd}.

Frefburg

This city of 175 000 nesr Basel has adopted a low-cost approach to trafflc
restralnt. It has established a large pedestrian network in the city centre,
traffic calmed areas of considerable slze In surrounding residential areas and
introduced an 'Environmental Travel Card’. This was the first city in Germany
to encourage travel by public transport in order to safeguard the environment.
For adults, the policy has effected am 18% switch from car, motorcyele and
bicycle.  Another policy of low car parking provision in the city centre has
resulted in only 14% of people shopping by car; 58% walk or cycle there.

Lyans

Operation of public transport In Lyons provides an  interesting alternative to
the kinds of deregulation and privatisation that look set for London.  Although
the metro operator is a private company, it comes under the control of the city
comncil who malntain ownership of infrastructure and trains, and determine the
wrasbne  #imarahlas  and  fora  obmseboree Thit rernrnises the farr that  nahlic

REWUER] PR S RELLEE R Rk R 1= Ean I L e e I T *

was necessary, yet it was realised that by doing this the town's environment
would be shattered. So instead of blindly accepting the forecasts, the cily
followed an  slternative course hased on  pedestrianisation, excellent  public
transport {much of which is light rail) and wafflc celming. Hanover succeeded
In changing the course of events. Whereas nationally the use of public trans-
port fell by 4% between 1970 and 1986, In Hanover it grew by 22%. There was
glso 8 dramatic growth of cycling.

Stectgart

As the hesdquarters city of both Porsche and Mercedes, it ls mot surprising
that Stettgart has been slower than some other German cities in its attempls to
restrain the car. Yet even here there have been substantlal Improvements in
public transport complemented by traffic celming in inmer city residential
gress and city centre pedestrisnisatipn.  This traffic restraint has benefitted
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the city cenire which has to compete with five prosperous town centres, and
many out-of-town developments, in the hinterland.

fraly

Here again is & country where manufacture of the car is closely linked to nati-
onal [dentity. Yet the threat that high wvolumes of traffic pose to historic
town centres means that many places have already adopted, or are adopting traf-
fic restraint. In the 19708 the communist council of Bologna introduced a
complex  street  hierarchy 1o limit wvehicle access in order 1o preserve  the
ciy's heritage and 10 boost the ‘common good.  Squares that were parking lots
are now revealed in their Renaissance splendour, and the city has begun  to
achieve its slogan - 'a city for living',

In 1388, Florence introduced a traffic ban in its historic centre. The aim was
to protect Its Renaissance treasures and improve public health. The results
have included much improved public transport, falls in pollution and noise
levels and a major shift from the car o walking or cycling.  Other Italian
cities adopting traffic restraint Include Siena, Brescia and Lucca.

Ciramingen

This Duich town adopied restraint based on the traffic cell concept.  Although
the initial effects of its introduction were mixed, within a2 fow years retail
trade stabilised and Improved. Immediate benefits were achieved in terms of
town centre road congestion, accident levels and air and noise pollution.

Crithentirg

Another city where imffic cells  were introduced to discourage  through traffic
and improve the environment, only here it has been complemented by public tran-
sport improvements.  The aims were to improve the environment, hbolster city
centre  trade, to increase the city centre population and 10 ol accidents. The
alms were achieved by the drop in traffic and the shift to public transport.

Other places try to discourage car ownership (Goodwin and Jones 1959):

* in Bermuda ownership is limited to one small car per househald.

* in Japan residents of large urban centres have to prove they can park their
car off-street before they are allowed o buy one.

* in Hong Kong a trebling of the annual licence fee and a doubling of
registration tax In 1982 led to a 25% drop in car ownership during the next
two years, though in practice this led to reduced traffic levels in the
least congested areas rather than in the city centre!

* high import taxes on cars in Denmark have contributed to a fall in car
ownership and use since 1979 (TEST 198R).

.and road pricing is an Increasingly popular option (Goodwin and Jones 1989):

* experience in Singapore highlights the very effective control over traffic
volume and patterns that can be achieved

* In Stockholm plans for some form of road pricing are being revived after 20
years of indecision

* in Bergen and an area licensing scheme has been introduced as a means of
raising revenue, Oslo s considering a similar scheme

ANALYSIS - Who says what? Who does what?
Table 3 summarises the main methods that these agencies would use to solve

London's transport problem. Key differences between the Department of Trans-
port and other commentators include:
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£ the need for a London wide transport planning strategy
* the need to build roads
£ the need to make public transport price attractive.

Table 3: Who says what?

DTp DTp LPAC SER- LSPU ICE  ALBES HARIN- ALA

1 2 PLAN GEY

Link landuse and

transpt plang MO TES YES YES YES
Strategic auth MO YES YES YES YES
Cut public trans

subsidy ¥YES YES
Low fares option  NO NO YES YES YES
Mew BR/LRT lines YES YES YE5 YES YES YES
Impr Public Trans YES YES YES YES YES YES5 YES YEE YES
Bus lanes

+ prioricy YES YES
Bus frequencies up YEE YES
Deregulation NO
BR/LUL capacity up YES YES YES YES
Integrate tickets YES
Better links to

alrports YES YES
Better links with

Channel Tunnel YES, YES, YES
Build new roads YES LTD™ LTD NO
Mew Parking YES
Control parking YES YES YES YES YES YES
Restrain traffic YES YES YE& YES
Road Pricing TES
Cut Company Cars YES YES
Lorry Ban YES YES YES
Freight transfer

road to rail/water TES YES
Impr facilities for

pedestrlans + cyc YES YES  YES
Improve environment TES
Expand regional

airports YES YES

* Agency argues for limited use of this method

OTp 1 = Department of Transport ‘Transport in London'

Tp 2 = Department of Iransport “Central London Kall Soudy
LPAC = London Planning Advisory Committes

SERPLAN = London and South East Regional Planning Conference
L5PU = London Strategic Planning Unit

ICE = Institute of Civil Engineers

ALBES = Association of London Borough Engineers and Surveyors
HARINGEY = London Borough of Haringey

ALA = Association of London Authorities

On the flirst point, the Government's posivion could mot be clearer., By abolis-
hing the GLC, and taking control of LRT, it has ended strategic transport plan-
ning in the capital. Arguing that an owverall trensport plan is unwieldy, the
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Department of Transport instead undertakes and recommends solutions to indivi-
dual problems, what other agencies describe as symptoms of a larger problem.
The net result is an transport system which is planned and developed in an
unrelated and piecemeal fashion,

Despite some hints that the Department of Transport is beginning to accept the
argument that new roads fill with newly generated traffic, roadbuilding still
prominantly features among Government policies.  Other bodies generally only
support road comstruction on a small scale or where It aids orbital movement.
Otherwise they realise new roads in London are sell defeating, creating envir-
onmental destruction and additional pressure elsewhere on the network,

Key to the Government's proposals for public transport is that bus rail and
tube services should become more and more sell financing, while users of public
tranzport should themselves pay for lts  improvement. This argument, which
ignores the fact that (to follow Mogridge's argument above) road users too will
benefit from public transport improvements as motorists transfer to the better
services, is inconsistently applied. Why do motorists using the M25 not pay
for that ‘improved' facllity, and why is road-pricing seen In such & poor
light? The argument also disregards the fact that transport costs in the South
East are already a significantly higher proportion of personal income than
nationally, and that London plays a significant rdle in the national BCOTINMY,
Other sgencies argue that fares subsidies, when combined with other MEas|res,
are en important means of restraining traffic. They also help ensure equity.

Table 4 (over page) draws on material collected during TEST'S research into
European examples of traffic restraint. The table summarises the range of
measures that have been implemented, or were planmed. An essential element of
the approach Is flexibility, with different combinations of measures being
applled in different locations.  Thus while a city the size of Vienna has
metro, light rail and bus networks, in Groningen, a relatively small markst
town in the Netherlands, bus services are considered enough to handle the
increase in patronage brought about by traffic restraint.

In all cases however public transport has undergone significant improvement,
both to cope with new demands and also actively to encourage its use. Bus lanes
frequently allow public transport to move quicker and more directly than the
rest of the traffic which has to contend with elaborate one-way systems. Public
transport is invariably allowed to cross traffic cell boundaries. In many cases
fare levels are set to encourage a switch from private to public transport.

some cities, such as Bologna, rely on a serles of traffic cells which deter
through-traffic, while others, such as Hanover, reduce the capacity of existing
streets by implementing traffic-calming measures such as  street narrowing,
speed humps and semi-pedestrianisation.

Most of the cities In the Table try to discourage car wse at a oumber of
different levels. Bologna for instance has been improving its bus services In
residential areas so people are less likely even o start their journeys by
car.  Park and ride facilities are a popular measure, allowing people from
outside the city to travel to its edge and transfer to rall or bus.  Strict
traffic calming in the city centre, together with limited parking nearby can
ceter for those drivers not already deterred.

An important element of all the schemes is the improvement of the environment
for pedestrians and cyclists. Where pedestrianisation and traffic calming are
extenslve, pedestrions invariably benefit - not only do they have more space,
but the air is cleaner and the noise levels lower. Cycling is also encouraged,
either by having designated cycle routes, or by allowing the use of streets
where normal traffic is not permitted,
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6 SENSIBLE OBJECTIVES

We need non-partisen goals and objectives. If we adopt the road lebby's, many
will suffer. Similarly, if we adopt those of the Pedestrians’ Association, or
the Freight Trensport Association, many will suffer. We need to ensure that
everyone gets a fair deal, lives longer, has a better quality of life.  These
essentials gre to do with people rather than the obsessively used term 'marker’.

We considered many sets of objectives, amnd selected those developed by a team of
people who had moved from the GLC at abolition to the London Strategic Planning
Unit. Thelr findings, with a few amendments, are reproduced below. There are
many points where they parallel the objectives of the London Assessment Studies,
themselves agreed by =&ll the London Boroughs, though democracy, equity and
equality appear to be missing (see MTRU 1980). Eight areas are important:

*  Accessihility - to promote a transport system for people to gain access to
employment, to goods and sevices and to each other. Should be measured in
person trips (accessibility) rather than passenger-kilometers {mobility).

* Democracy - to ensure 8 democratically elected London body is responsible for
decizion making on transpart and urban planning in London.

¢ Efficiency - to make the most effective use of available resources to meet
the transpart meeds of Loodou's pupulaiion, visitoes, industry and commerce,

and to take account of transport externalities,

* Employment - to support socially useful employment and promote economic
development in London,

# Environment - to protect and eshance the quality of the environment.

# Equality - to ensure freedom of access to London's transport system for all.

* Equity - to ensure that benefits from the design and operation of the
transport system are available to all, and to redress imbalances.

* Safety - to minimise the risks and fear of personal injury, assault and
harassment while using transport in London. To reduce the number, risk and
severlty of road traffic and other transport accidents.
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7. Asign of the times in Munich
... total interchange

0. A calm street in Dusseldorf 10. The next Richmond train

(Richmond California, that is!)
el TRARETT YT A

11. Not a bad pedestrian environment!
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Fig 5 A New Structure for London's Surface Transport
Case Study : North London
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7 SHORT-TERM TRANSPORT PROPOSALS

Short-term is mow ... and the next couple of years. What can we do now? What
does not cost a great deal of meney? If it does not require new legislation, so
much the better. This Section is divided as follows: first it looks at measures
which concern understanding and organisation, which need initiating now, though
it would take a few years to get them accepted and working to everyone's hene-
fit. Then there are various measures which have a rapld and perceivable pay-off
to users of trensport in London,

The first short-term measure concerns the establishment of a high level impar-
tial Commission with three major tasks:

a. To consider the optimal way of achieving a body elected by Londoners with
responsibility for transport, and related urban, planning in London.
b. Starting from the premise that there has to be a restriction on car access to

large and small urban centres, to investigate all aspects of road pricing and
supplementary licensing for London. The Commission will wish to SatIsry
itsalf on who controls the pricing system and for what obfectives, and how
individual privecy will be safeguarded.

. To consider allocations of movement space within London which satisfly access
requirements of all who live in and visit the capleal, provided the ohject-
ives in Section § are satisfled. (As an example of suboptimal distribution
of movement space, according to the number of peaple moved, there exist wite
spatial disparities between cars, pedestrians and cyelists),
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The second measure has been quietly, progressively, but far too slowly, addres-
sed by the Chancellor over the last few years. It concerns company-assisted
motoring: the government has said it will finally remove all tax relief In
March 1930, but some are sceptical about this. Most often the perk takes the
form of the company car, provided to an employee whether s/he wants one or net,
or already has one. For two-thirds of all those with a company car it is fquite
UMMECEsS for the performance of the job. Those with company cars (or using
their own) may also benefit from free petrol, servicing, payment of fines and
provision of a parking space at the workplace, We recommend:

All company cars which are not essential to & person's job, should immediate-
Iy be taxed at the full rete, or sold and retrospectively taxed, as should

all additional perquisites. Payment of fines etc by a company for an emplayea
should be made illegal,

The third measure concerns high mileage allowances to those using their own cars
on official buslness. They should be considerably reduced s0 as not to encour-
age car use in situations where an alternative is available.

The fourth measure concerns buses. Figure 5 shows part of north-east London
whose road network has been adapted to provide an example of our policy recom-
mendation.  Existing bus lanes are made continuous, with bus-actuated signals.
On these trunk routes buses would stop infrequently, and travel faster than now
lup to 50 km/h) between transport interchanges. At the interchanges (for
example, Muswell Hill, Archway, Finsbury Park and Stamford Hill within the map
area) there would often be BR or London Underground; there would always be
minibuses (or larger ones) which both served the local area and 'fed' the trunk
routes.  All ticketing would take place off-bus and all tickets would be inter-
changeable [see below). New buses should be introduced reasonably quickly -
image is important. Some aspects of this recommendation would need to extend
into the medium-term. Finally, these bus measures would have tp be associated
with parallel measures that reduced other traffic - company car reduction and
parking restraint, for example. This is because continuous bus lanes would red-
uce junction capacity (with traffic flows as they are today), sometimes causing
unacceptable delays to vehicles other than buses.

The fifth measure concerns car parking and the reallocation of movement space in
congested areas. On street car parking needs to be restricted to current author-
ised spaces, or cut back. We support all the London Boroughs' calls for on
street parking control to be devolved to them individually. lllegal parking
should be dealt with not by clamps which induce lengthy occupation of valuahle
road space but by 'jumbe' fines on tickets, payable within 7 days or an automa-
tic endorsement (plus the fine) at a Magistrate's Court. As the policy  takes
effect, the carrlageway should be narrowed or reallocated to other modes (bus,
cyclist, pedestrian). Public off-street parking should be reduced, as should
private off-street parking when legislation is available to do  this, Maturally
these measures must be accompanied by radically improved public transport - the
third measure above, as & start. Private off-street parking would lose much of
its present glamour through the company car curbs and other restraint measures.

The sixth measure concerns pedestrians and bicyclists, and is related to the
first and fifth measures above. High density pedestrian activity must lead to
pedestrian  priority measures compatible with bus access;  where the density is
lower to traffic-calming; where it is wvery low, to footway-type pedestrian
networks. Suppressed demand for cycling should be satisfied, safely, Routes
through parks and back streets, special junctions, split footways which have
been extended into the carriageway - part walking, part cycling - are effective
in German and Swedish cities.

The seventh measure is about control, particularly of public transport  pricing.
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First, we must say that deregulation in London is premature and ill-conceived,
A contribution by the private sector could be made on the Lyons principle where
the public sector malntains ownership of the bus fleet. On pricing for services
we recommend:

+ all ticketing takes places off vehicles and is time-stamped when boarding
the vehicle***

# all tickets allow ane or more journeys to be made with changes between bus
and rail as needed to complete the journey; a single-journey ticket would
have a time limit of perhaps one hour**®

+ pricing which encourages off-peak travel should be continued and even
enhanced; conversely, peak-time travel should be more expensive
off-peak tickets should be attractive to families and other groups
instead of potentially dangerous barriers, experiments should take place on
the 'open-station' approach, as with many continental systems. Periodic
checks would be made on and off trains, with heavy on-the-spot fines for the
ticketless., Staff displaced from barrier controls should be relocated to
security functions to protect the traveller from assault***

*#* o difficult or impossible under deregulation

The eighth measure derives from the seventh, and concerns the collection and
utilisation of publicly-achieved money. First, fares should be carefully con-
sidered in relation to their function of transferring people to public transport
from cars in congested situations and then giving them a satisfactory service;
if necessary there should be revenue subsidy, but fare increases should never
rize ghove the level of Inflation. Fares are related by transport users to
expected quality of service, not to preparation for privatisation. Mor  should
they be expected more than modestly to finance major transport upgrading anid
other large investments. There are ways of funding major investments that are
scarcely felt: in Germany, a small tax on motor fuels raises enormous sums lor
public transport, as does the small employment tax in Parls.

The ninth measure i3 sbout traffic calming, This should progressively De applied
kg all residential roads. It would slow all vehicles by speed humps, and accom-
modete residential parking, playspaces and vegetation.

The tenth messure concerns the integration of land use and transport planning.
For example, development control should be able to stop superstores and other
large non-retail facilities from locating where their traffic generation would
be adverse.

Some Details and Costs

If company-assisted motoring tax relief were removed, and these perks properly
taxed, then a figure upwards of E1.0 bn would become available. This figure
rocognises  that the Chancellor is progressively Increasing tax on  company-assis-
ted motoring and that the extent of car fleet reduction which would take place
is not known with any precision. TEST's view of tax gained is that it should be
Invested in public transport improvement and not into relieving income tax.

Hounsell (198%) has provided some costs of a London-wide bus-actuated signal
system. This concept originated in the Greater London Council; they authorised
gn experiment in Hounslow in the early 1980s, and followed that with support for
its introduction in the Selkent Area - basically south-east London. 150 buses
gnd 56 signalled-junctions were adapted. Adapting all of London to the system -
5 000 buses fitted with transponders, and 330 signalled junctions would cost £3
million, which would pay for itself through bus time savings in one year (using
COBA or Cost-benefit analysis). Marking out bus lanes and providing roadside
signs costs £45 000/km; E90 000/km if coloured surfacing is used (LRT 1989). 8
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8 LONGER-TERM TRAMSPORT PROPOSALS

The future i notorlously difficult to predict: most people who have tried this
have been unsuccessful because what appeared to be robust predictions have col-
lapsed through one or more events that had not been conceived - a war, famine,
earth resources shortages, manipulation of international financial marketz o
excessive speculation, breaking protective layers around the earth through cons-
picupus consumptien, political impacts on fertility rates, and =0 on. The other
problem i that while & technological future can reasonebly be predicted,
societal changes rarely are in step with such a future: one slides over the
other like plates in the earth's crust, and the relatlon of one to the other is
at best ill-defined, at worst catastrophic.

The most important aspect of the future is the present. One reason why it is
difficult to predict transport futures for London is that little experiment has
taken place - there is therefore little to learn from.  The ideas floated in
Section 7 sbove allow rapid action: it can be built up where successful, and
rejected where not, without excessive use of public funds.

S0, the first longer-term measure is likely to have evolved from the first meas-
ure in Section 7: Road pricing should be introduced to control lorry routeing
and to safeguard bus lanes. Buz lanes would be priced so high that they would
rapidly become self-enforcing.

Whether road pricing should be extended to all vehicles will agaln have evolved
from the measure in Section 7. There are many factors Involved. For example, if
residentlal roads have been traffic-calmed by this time, rat-running through
them would not be worthwhile. Furthermore, if inner area parking has been cut
back, many erstwhile car journeys into congested areas will no longer be made.
These factors influence the extent of road pricing that may be necessary.

The second longer-term measure is to extend the bus 'revolution’ suggested in
Section 7. Mew buses should be introduced, and it may prove desirable to locate
a palr of lanes in the centre of a carrisgeway rather than at the side - as with
streetcars which may well be operating there by this time. This accommodotes
those who mmst occasionally stop at the kerb - emergency wvehicles and some
delivery wehicles.  Pedestrians joining or leaving buses and streetcars would of
cotrse have to have ahsolute priority when wishing to reach the footways.

The third measure concerns large-scale investment proposals, IF the bus quality
of service has been greatly improved, it effect shifts from BR and Underground
short to medium-distance jowrneys, to bus. The degree of success would sugrest
the extent of pew rall Investment required. TEST's  considered wiew I that
this could have been overestimated. The London Rall Study, and the Commission
of European Railways' Study show seductive proposals for new rail systems (see
Figure 1. Mot all of these may be necessary, but priorities might be given to

* Typnnelled connexions to Kings Cross/St Pancras of the Channel Tumnel high
speed lines from the point where they enter developed parts of Greater London

¥ the Chelsea-Hackney Line, because it brings into the tube system two ill- or
non-served areas, and beceguse It could give reliefl to the Victoria Line
between Victoria and Kings Cross

* Fast links to Heathrow and Stansted Airports. The Heathrow links could bene-
ficially split so part was routed Paddington-Kings Cross-City, and part
Victoria-Waterloo-London Bridge-Docklands, alternatively, an extension of the
Olympia and York Waterloo-Canary Wharf-Greenwich-rall link could link it to
Victoria and the Heathrow line

* Docklands Light Rail underlined as just that. Its réle should be to feed
trunk tube lines rather than pretend to be a high-capacity heavy rail system.
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Its extension to Lewisham, Greenwich and Thamesmead would seem sensible

The fourth messure concerns light rall and streetcars.  Light rail is already
proposed for the Croydon area. Parts could be implemented experimentally [East
Croydon BR via North End to West Croydon BR, all on-street, as an example) while
other parts of London were being studied. This would in fact be more like a
streetcar system as light rail normally has @ segregated right-of-way.

The fifth measure has not received any attentlon for several years: an orbital
rail system parallelling the Circle Line, perhaps roughly on the alignment of
the North and South Circular Roads. The existing South London Line could form
part of it, perhaps being linked with the North London Link.

The sixth measure relates to essential road building. Certain bottlenecks need
easing to allow for high speed bus lanes, and to make the part allocated to
other wvehicles work efficiently, within the constraints of Section 6 above.
There may even be cases where a modest amount of new road building is necessary.
This again would have to be within Section 6 constraints, and would be justified
on environmental grounds mainly. As with the West London Environmental Route
(WEIR) the justification collapses entirely unless measures specifically exclude
a substantlal amount of traffic from the surrounding area. Road tunnelling under
London i8 not part of our scemario. Its damaging potential is major: encourag-
ng car use; diminishing public transpert use just at @ time of great succoess)
and creating new congestion at entry and exit. Iovestment on thiz scale would
lessen private investment in socially needed projects elsewhere and, any road
scheme is acutely vulnereble to availability and affordability of vehicle fuels.

The sevenmth concept concerns the adoption of Innovative ‘high-tech' modes of
transport.  ‘Solutions' which allow the existing road network to accept higher
volumes of private vehicles (Autoguide, Scoot etc) will simply lead to conges-
tion elsewhere on the network and a greater risk of total seizure. We prefer a
more fundamental examination of the possibilities which modern technology offers
provided it is compatible with the environmental objectives of Sectlon 6.

In the new visionary period which is opened out above, an eighth measure should
be developed. It concerns future lifestyles and work patterns In relation to
transport: learning from, and perhaps adding to, the Rees Jeffreys Road Fund's
major new Initiative The Future of Transport and Society. The new strategic
trensport and planning agency for London  clearly should participate in this

important debate.
Some Details and Costs

The Central London Rail Study (DTp 1989) reviews costs and benefits of some of
the new routes we conditionally support, We like their combination of
the Chelsea-Hackney line and &n East-West Cross Houte: the two together give a
benefitzcost ratio of 1.1 - i@ the benefits just exceed the costs, We would
have preferred their Cross to have incorporated Canary Wharf as it links Dock-
lands more persuasively than does its Light Rail. Table 6 below shows some of
the Rail Study's costs (£ million).

Project Capltal const-  Total equival- Total annual  Benefit:
ruction cost ent anmual cost benefit cost ratlo
Chelsea-Hackney 1 000 150 130 0.9:1
East-West Crogsrail B70 85 140 1.6:1
Both comblned 1 870 35 270 1.1:1
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