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design to deliv  ery:

summar Yy points

Creating a new community pr  ovides a unique oppor tunity t o plan and
implement tr ansport syst ems in a r adically dif ferent w ay. Conventional
approaches will need t o be turned on their head in or der to create
lifetime places that pr ioritise people o ver vehicles.

Key points and pr ocesses

| Outcomes and benc hmarks: Outcomes and benc hmar ks should be
framed using ex emplars f or dif ferent modes fr om acr oss Europe.
They should be based ar ound hier archies of mode (w alking, cycling,
public tr ansport, and then other v ehicles) and accessibility
(pedestr ian and cy cling accessible str eets, public tr anspor t
accessible str eets, shared spaces, and full v ehicle access str eets).
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| Design principles: Overarching design and implementation
principles should be defined in or der t o achieve the desir ed
outcomes.

| Specific cont ext: Benchmar ks should r eflect the ¢ haracteristics,
oppor tunities and needs of the specific eco-t own, within the
context of its sub-r egion.

| Travel planning: The principles of tr avel planning should be applied
to the eco-t own as a whole. This is an it erativ e process, with the
starting point beingt o carry out a Transport Assessment.

| Travel plan p yramid: A travel plan p yramid can be a useful w ay of
thinking about measur es and actions needed t o deliv er the
principles and outcomes. This covers: location; physical measur es;
co-ordination; services and f acilities; and mar keting, promotion,
monit oring and r eview .

| Evaluation cr iteria: A set of ev aluation cr iteria should be dr awn up
to measur e progress and guide an y changes in appr oach.

| Funding mec hanisms: Funding mec hanisms should be dev eloped
from the star t. These may be drawn fr om wider appr oaches or may
be tr anspor t specific. They should be capable of funding capital and

revenue expendit ure and long-t erm manag ement. cont




transpor t w orksheet

I Overall appr oach: The overall appr oach and all stag es of the pr ocess
must be implementable and manag eable and must be embedded
int o the f ormal r egional and sub-r egional planning pr ocesses.
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Introduction

This Transport Worksheet supplements the initial guidance produced by the Department
for Transport in the form of a ‘Menu of Options ' and concentrates on outcomes and a
route map. It provides a ‘how to’ guide to steer those in volved in the planning and
implement ation of eco-towns through the processes, as w ell as establishing a
benchmark for what should be achieved. Both documents should be referred to and
together form part of the Government’s advice on transport for eco-towns. It also
needs to be remembered that from da y one each householder will need to be able to
reach essential services. It is essential that these ser vices can be accessed without the
use of a car.

chang ingthew ay w e liv e: esta blishing
transpor t pr inciples and outcomes

The eco-towns should be exemplars in the design and operation of their transport
systems. The challenge this presents is significant. A great deal of guidance is available
on what has been shown to w ork in other European countries (see Section 2.3) and
how that might be applied to this countr y. While some good practice exists in the UK,
activities have not generally been co-ordinated and implemented at a strategic level.

2.1 Outcomes

Transport underpins wider objectiv es. The strategic outcomes will seek to ac hieve
sociable neighbourhoods comprising: lower car dependency and the promotion of
healthier and sustainable modes of travel; reduced carbon dioxide (CO,) emissions;
infrastructure that is robust in the face of climate change; and equality of access. The
approach must be able to respond to growth, change and uncertainty; it must be multi-
functional, addressing a range of objectives, including health and well-being; and it
must give certainty in deliverability.

To achieve these outcomes, places and their infrastructure will need to be designed and
operated differently. Streets will need to be considered as part of a net work catering for
a range of different uses with dif fering priorities.

2.2  Principles

In the move towards low-carbon communities and sustainable transport systems,

transport planning approaches will need to be turned on their head:

I Planning for transport in the eco-towns should focus on creating lifetime places that
work.

| Street and place design should start with pedestrians and cyclists having priority and
with limited and managed car access.

| Speed limits should be very low on all streets, with some designated to be higher
where justified by their position in the access hierarchy.

I The use of public transport for journeys not suitable for walking or cycling should be
the norm.

I The distribution of activities — ser vices and work — should reinforce access by
walking, cycling and public transport.

Eadh eco-town will have unique factors that will need to be considered, including its
location, size, layout, social mix, energy sources and so on. The Transport Assessment
considered in Section 4.1 will point to eco-to wn specific outcomes that are desirable.
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transpor t w orksheet

2.2.1 Overar ching benchmar ks

At the beginning of the planning process each eco-town should est ablish specific
outcome targets covering the following aspects:

The necessity to trav
minimised as f ar asisr ealistic

6

An overall CO, emissions target for all sectors should have been set for the eco-
town as a whole. A specific emissions target for transport will need to be set,
informed by the Transport Assessment.

Infrastructure should be designed to function ef fectively, and should remain pleasant

to use, regardless of challenges posed by ongoing climatic changes. This will ent all

management of risks and uncertainties.

Transport provision across the eco-town should be designed to equal or better the

modal share for sustainable modes achieved in the most sust ainable European

communities. The modal split for different journey types may vary, but in exemplar
towns no more than a maximum of 25 per cent of all journe ys should be by private
car (e.g. as at Basle), with good practice being 40 per cent. Each eco-town should
establish stretching modal share targets prior to initiating any design work on the
town’s layout.

The necessity to travel by private vehicular transport, both within the to wn and to

other places, should be minimised as far as is realistic given other objectives (e.g.

equality of access).

The movement of freight to, from and within the eco-to wn will require the

management of distribution within the to wn.

The use of sustainable, equitable and accessible transport should be maximised for

all social groups using:

n The modal hierarchy of walking, cycling, public transport and then other vehicles.

n A hierarchy of access to and from the strategic net work and local networks:
pedestrian and cycling accessible streets; public transport accessible streets;
shared spaces; and full vehicle access streets.

The hierarchies should also support multi-functional benefits, addressing a range of

objectives including health and well-being. Emissions of harmful pollut ants from

transport should be reduced across the eco-town as a whole, and ‘hot spots’ should
be avoided. Layouts and design should encourage people to be physically active.l

Eco-towns should be able to accommodate change and grownth. Provision needs to

be made for integrating rail or other public transport systems into the communit v if it

is not justified from the outset.

All motorised transport should be able to utilise ‘st ate of the art’ tec hnology in terms

of low carbon emissions (such as electric power) where this is consistent with

climate change objectives.

el by private v ehicular transpor t, both within the to  wn and to other places , should be



2.2.2 Design pr inciples

At a more detailed level meeting these t argets will require the f ollowing:

A full range of hard and soft measures should be considered to manage mobility,
using a travel planning approad applied to the whole to wn. It is estimated that e very
£1 spent on ‘soft measures’ could bring £10 of benefits in reduced congestion. 2
The design and layout of the eco-town and the land uses of the neighbourhoods
within it should fully consider the need f or and implications of transport and
movement that is sust ainable, inclusive and accessible to all.

The design should utilise and integrate the best of European practice guidance in
relation to design for different transport modes. This includes filtered permeability
(see Box 1) within local communities and to other access pro vision, safe and
convenient cycling facilities (including cycle parking) to services and other transport
modes, and quality bus routes.

Reference must be made to recent research on shared surfaces.

Carfree (see Box 1) residential and mixed-use ‘ped-shed’ (see Box 1) areas should
cover a substantial proportion of the eco-town.

Transport should be visually subservient to other activities in the to wn’s design.
The design and operation of filtered permeability, carfree areas and ped-sheds will
need to accommodate different uses and users, including people with mobilit y
problems. Various users may require different levels of accessibility by particular
modes.

Priority should be given to convenient access from the home to w alking and cycling
facilities, as well as public transport.




2.2.3 Implementa tion and maintenance pr inciples

To ensure that the eco-town is ‘designed f or life’:

I Management of the whole transport sy stem should be considered from the initial
concept, and specific arrangements should be put in place.

I Spending should be apportioned according to the desired modal split.

I Transport provision should be devised to be financially sustainable. Ideally it would be
self-sustaining; however, since public transport is a public service some level of
subsidy is likely to be required from the public and/or private sectors. Subsidies will
be particularly important in the early years to enable the transport system to operate
even if under capacity, in order to establish sustainable paterns of behaviour. The
system can then evolve as the population and customer base grows.

I The transport provision and its relationship to people and place will need to evolve
and change with time — this need f or change and adap@bility should be an integral
part of the management and implement ation arrangements.

2.3 The need to aim high: using the best inter national
examples as benchmar ks for the eco-to wns

This Section explains why standards have been set so high by highlighting a few
examples of what has been achieved elsewhere. The examples demonstrate what has
been achieved and focuses on experience that is applicable in developing eco-towns in
the UK.

2.3.1 Augustenbor g, Malmd, Swede n®

Augustenborg has promoted w alking, cycling and public transport by focusing on safety
and comfort. Planners have sought to reduce local traffic speeds and through-traffic.
Although no specific targets were set for modal share, only 20 per cent of households
own a car, compared with 35 per cent across Malmd as a whole. A slight increase in
car ownership from 19 per cent in 1998 is very small considering that unemployment
fell by about 50 per cent during the same period. Approximately 80 per cent of roads
have a 30 km/h speed limit, together with traf fic calming measures, improved cycling
facilities and some measures to reduce through-traffic.

On a city-wide basis, work is under way to promote sust ainable transport. Around 40
per cent of travel to work within the cit y is by bike, the bus fleet runs on natural gas,
and biogas is being phased in, with experiments being conducted in the use of other
fuels. A low-emission zone operates for HGVs, and the city is experimenting with co-
ordinated logistics for council deliveries. The aim is to run 100 per cent of the council’s
vehicle fleet on clean fuel by the end of 2008. In addition, free parking is available for
clean-fuel and low-emission vehicles and a new underground rail link is being built.

A Green Line zero-emission electric street train ser vice aims to reduce car dependence
and improve the mobility options available to residents. The first ‘electric carpool’ in
Sweden was organised as a brm of local car-sharing in the city (the pool’s vehicles now
run on ethanol). The carpool had a fairly constant user group of about 40 households
until a recent increase in membership.

2.3.2 Freibur g — ca r-free de velopment 7

Began in 1998, the neighbourhood of Vauban in Feiburg was planned as Europés
largest ‘car-free’ development. The historic centre of the cit y was pedestrianised in the
1970s, and a network of cycle routes was developed over the next couple of decades.
There is also an extensive regional public transport system of integrated light rail and
bus services. There is little on-street parking in central areas, so those arriving by car
are required to pay to use public car parks.



Reducing the need to trav elis animpor tant aspect of the  Vauban r esidential de velopmentin Fr eibur g,
Germany

Freiburg’s cycle route network has been adcieved through a mixture of off-road cycle
tracks, cycle lanes on cariageways, and traffic calmed streets. There is space for 1,000
bikes in the cycle park by the main railway station.

The final population of Vauban is expected to be around 5,500 in around 2,000 new
dwellings. Most of the housing is in small apartment bloc ks, built to densities of

90-100 dwellings per hectare. Reducing the need to travel is an important aspect of the
development. There are nurseries, schools, small shops and businesses, and two
supermarkets within Vauban, providing 600 jobs, although many residents w ork outside
the neighbourhood.

There is a city-wide car club of around 2,500 people in Freiburg, with a large proportion
of members in Vauban.To encourage membership, the local authority worked with
public transport operators to broker a deal for a free family public transport pass for
households that gave up a car and joined the car club. Around 300 residents gave up a
car when moving to the area. Residents of Vauban are alloved to own cars, and around
54 per cent of households do so; but the principle is that the y must contribute to the
total cost of the infrastructure that use of a car requires. A parking space in one of the
car parks at the edge of the development must be rented or purc hased (at a cost of
approximately £12,500 plus a monthly management fee), and this cost is entirely
separate from the cost of bu ying or renting a home. Residents who choose not to own
a car are therefore not burdened with the cost of the infrastr ucture required for car
access and parking

A 30km/h speed limit applies to the main access roads into the de velopment, while
within the residential areas car access is only permitted for deliveries, and drivers must
drive at walking pace. There is some abuse of the parking arrangements, although most

9
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drivers observe the rules. Mode shares for Freiburg as a whole in 1999 were walking
23 per cent, cycling 27 per cent, public transport 18 per cent, car passenger 6 per cent
and car driver 26 per cent. Owing to the access and parking restrictions, there is muc h
greater use of streets by children playing compared with ‘normal’ residential areas and
‘home zones.

2.3.3 Further case studies

Further information can also found within other significant case st udies — e.qg.:

I Groningen in the north of the Netherlands is a ‘cy cling city’ in which the main form
of transport is the bicy cle.

See http:/lwww .globalideasbank.or g/sit e/bank/idea.php?ideald=378

I The EU funded Eco-City project considered transport as one component of
sustainable cities. A set of case studies are presented.
See http://lwww .ecocitypr ojects.net/index.html

I Through the Cycling Demonstration Towns project, Cycling England is working with
six local highway authorities to develop an exemplary physical environment for
cycling, supported by a comprehensive range of ‘soft’ measures to encourage more
people to cycle. The aim is to deliver a step-change in cycling levels in towns whic h
start from a low or moderate cy cling mode share. Brighton and Aylesbury are of
particular interest. See:
n http://www .cycling england.co .uk/documents/Inser t-3-Bright on.pdf
n http:/www .cycling england.co .uk/documents/Inser t-2-Aylesbury .pdf

I Research has recently been completed on personalised travel planning, and the
report published (Making Personalised Travel PlanningWork: Summary Report) sets
out the key principles for making this process effective. Bristol City Council has been
actively implementing this process.
See http: //lwww .dft.gov.uk/pgr/sustainable/tr  avelplans/ptp/

I The Department for Transport Sustainable Travel Cities Initiative is currently under
way and information should be available in due course.

Each eco-to wn should esta blish str etching modal shar e tar gets



Guidance on delivering travel plans through the planning process® to be published in the
autumn of 2008 will highlight the k ey relevant national policy statements. Consideration
will need to be given to anticipating the application of all relevant national policy at the
local level.

Close co-ordination is required with relevant bodies to ensure that transport proposals
for the eco-town are factored in as part of strategic plan-making and implementation
plans across the region or sub-region. It is possible that the Transport Assessment and
subsequent travel planning work will indicate problems with the design or location of
the proposed town in the conte xt of agreed regional or sub-regional priorities. Carying
out early analysis, liaison with key stakeholders and adopting an iterative process is
crucial. Early identification of problems may mean that they can be addressed.

The governance arangements for the eco-towns will v ary, as will the formal planning
processes to be followed, and this will impact on the deliv ery of the eco-town transport
arrangements. Depending on the nature of the governing body, plan-making and
infrastructure responsibility within the to wn may be co-ordinated by that body or may
be more fragmented across traditional bodies (such as the local authority or the
Highways Agency). Whatever the governance arangements, the following process is
likely to be required.

assessment and a pproach to design

4.1 Transpor t Assessment

The approad proposed in this Worksheet is based on the principles of travel planning,?
but applied to a new communit y rather than a site or area (see Figure 1). It will be
important to establish, from the beginning, stretching outcomes for the eco-towns in
terms of e xternal movement and internal patterns. These outcomes should be based on
the broad outcomes and principles detailed in Section 2. A thorough Transport

A Transpor t Assessment should consider curr ent transpor t pro vision f or all modes , curr ent
problems , and projected scenar ios based on a range of assumptions f or the eco-to wn

11



Assessment will consider cur rent transport provision for all modes, current problems,
and projected scenarios based on a range of assumptions for the eco-town.

The Transport Assessment for the town should follow the approach in Guidance on
Transport Assessments 10 for sites and the new Highw ays Agency policy advice. These
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guidance documents emphasise the need to manage demand by prioritising
sustainable modes and maximising their provision and use. Car use is seen as
acceptable for essential journeys that cannot be accommodated in any other form.

The Transport Assessment will need to consider the f ollowing:

I How the eco-town sits within the wider regional or sub-regional conte xt. This is a
tw o-way process and will both influence and be influenced by the statutory planning
and transport processes.

I The current baseline situation (including an assessment of CO, emissions,
vulnerabilities to climate change, public transport, walking and cycling, the road
network, and safety) and forecasts for likely future environmental, social and
economic impacts. 12 This baseline assessment should include a destination analysis
and should involve liaison with transport operators.

I How demand management can be achieved given the proposed characteristics of
the eco-town in terms of mo vement patterns and the transport options. This will
require some ‘social marketing’ as part of the Assessment to profile the communit y
and understand what is likely to work.

I If possible, a virtual consultation with a similar communit y, to establish what is likely
to be achievable.

I Indicators to help assess and manage performance and quality against the outcomes
and the principles identified in Section 1.13

| Different scenarios and their implications and robustness to ensure that the final
‘eco-town strategic travel plan’ and subservient travel plans are appropriate to the
specific locational characteristics. Consideration should be given to the short,
medium, and long term, to t ake account of the evolution of the communit y as it
grows, i.e. designing for life.

4.2 Design and e valua tion: stra teg ic scale

After the initial Transport Assessment, an iterative process should be followed,
considering the potential characteristics of the communit y and the full range of
transport options available, based on the outcomes and principles detailed in Section 1

A Framework Travel Plan should be used to address transport system design issues at
the scale of the eco-town. This is a long-term management strategy for the communit'y
that seeks to deliver sustainable transport objectives through positive action. It will be
articulated in a planning document and its contents will be implemented and
subsequently regularly reviewed and revised.

The eco-town Framework Travel Plan should set out the following: 14

I The outcomes to be sought.

I The indicators used and targets to be achieved.

I The means of achieving the outcomes and targets sought using hard and soft
measures in the form of an action plan, and the subsequent relationship with lower-
order travel plans, e.g. for particular activities or sites.

I The monitoring regime.

I The implement ation process, considering deliverability and accessibility for different
client groups and ages in relating to the location of services and facilities. The
Commission for Accessible Transport evaluation methodology should be used.1®

I The ongoing management arrangements for the construction, occupation and post
occupation phases to ensure long-term sustainability.

I The financial provisions.

| The review process.

The travel plan pyramid (see Box 2, beginning on the next page) can be a useful way of
thinking about the measures and actions needed to deliver the principles and
outcomes.

13
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4.3 Trav el planning belo  w the Frame work Trav el Plan

Lower-order travel plans will be needed for different land uses and areas.The types of
travel plans likely to be required include workplace, school, residential and visitor plans.
Each travel plan should be based around the travel plan pyramid and should nest with
the town Framework Travel Plan and other lower-order travel plans. They should be
mutually reinforcing. Guidance being prepared on Delivering Travel Plans through the
Planning Process and due to be published in autumn 2008 will cont ain further detail 8

4.4 Travel planf orums

Effective travel plans are those that have benefited from ef fective co-operation with
public transport operators, the local highway authority and other organisations involved
in travel planning. Local authorities can do much to facilitate travel planning by running
travel plan forums and liaising between developers, occupiers and other parties who
can help to improve sustainable access to the site (including other departments within
the local authority itself). Some authorities have negotiated special deals for members
of their travel plan forum, including reduced costs for public transport tickets and cycle
stands. Co-operation between different sites can also be helpful in achieving the critical
mass to support a bus service.

For further information on stakeholder engagement, consult Chapter 4: ‘Management,
monitoring and enforcement’ of the Department f or Transport guidance Making
Residential Travel Plans Work: Guidelines for New Development.16

evalua tion cr iter ia

A robust set of criteria f or evaluating transport proposals should be agreed early in the
process. These will seek to ensure that the transport sy stem achieves the principles
and outcomes and as far as possible ‘gets it right first time '. They should be used to
guide subsequent revisions to the Framework Travel Plan and lover-order travel plans.
Criteria will need to be tailored to the particular eco-town and can be split as follows:
I Planning criteria:
n The modal share across all transport modes — this should be specified across all
the eco-towns and be a standard methodology.
n The relationship between the convenience — cost, time, quality, directness — of
journeys within the to wn by sustainable modes and those by car.
The number of external destinations served by direct public transport connections.
The proportion of the residential or mix ed-use areas designated as ‘car fre€.
The relative cost of journeys within the eco-to wn by different modes.
The relative time taken for journeys within the eco-to wn by different modes.
The number of residents or businesses with access to alternativ e transport fuel
sources.
The accessibility of all areas of the eco-town for all societal groups.
n The proportion of homes with space and I T facilities so they can be used for home
working.
n Whether or not provisions are in place to ensure that the transport system and
management are self-sustaining.
n The level of provision of routes and parking facilities for cyclists, including
parking/storage facilities in the home.
| Operational criteria:
n How w ell the planning criteria have been met in practice.
n How the most import ant inter-city journeys by rail (direct or indirect) compare in
time and convenience with the same journe ys by car.
n The average waiting times for public transport and transport interchanges.

> 5 5 S S
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The number, length and destination of shopping, leisure and work related trips by
mode.

n The level of car ownership compared with car use.

n The level of satisfaction among users of transport facilities and the community as
a whole.

n Average speeds across different roads and modes in the eco-town.

n Whether actual transport related CO, emissions are better or worse than projected.

n The level of accidents for different modes.

funding process

In an eco-town the whole transport sy stem should be sustainable over the long term.

Public and/or private financing is likely to be needed for all or part of the system, particularly

at the beginning. A number of issues need to be addressed, falling within three categories:

I Funding the Transport Assessment and development of the v arious travel plans. This
is an integral element of the planning of the eco-to wn and the individual
neighbourhoods within it.

I Funding the initial investment in both capit al and revenue requirements.

I Funding the transport infrastructure in perpetuity. This will need to consider the long-
term viability of the transport net work and the degree to which developers,
landowners, the communit y at large and transport users can be expected to pay. The
fare structure for the public transport system needs to be thought through
thoroughly and periodically reviewed.

A number of funding streams arising from the de velopment of the eco-to wn are
available, from Section 106 agreements to multi-authorit y Section 278 agreements. It
will be import ant that any funding option includes sufficient fle xibility to allow for
unforeseen costs. More inf ormation can be found in Making Residential Travel Plans
Work: Guidelines for New Development 32 and Guidance onTransport Assessment.33

implementa tion and management

7.1 Implementa tion

Once procedures have been put in place to secure funding, travel plans can begin to be
implemented. It is vit al that responsibilities for implement ation are clearly set out in the
travel plans. Their preparation should consider the implications for delivery through
liaison with relevant bodies (e.g. public transport providers and operators, local
authorities, the Highw ays Agency and the police). This will help to ensure that tra vel
plan proposals are included in relevant plans and corporate strategies, and that key
elements of a plan thus happen at the right time.

Overall responsibility for implement ation will vary, depending on the arrangements for
delivering the eco-town as a whole. These will affect the arrangements for planning,
delivering and managing the transport elements. The range of stakeholders involved and
the nature of the development makes each eco-town both unique and comple x. Some
examples of delivery arrangements that could be in place in the eco-towns include:

I A publicly constituted development corporation (Urban Development Corporation or
New Town Development Corporation) dedicated to the delivery of the eco-town, with
powers to manage the transport element.

I A private development company or joint public-private development company set up
to plan, implement and manage all or part of the eco-town, including the transport
elements.

17



Table 1

During constr uction

Implementa tion activities

Post constr uction

Post full occupation

Implementing the measures
in the travel plans

Completing implementation
of the measures

Monitoring the ef fectiveness
of the measures

Setting up the ongoing
management ar rangements
for post construction

Establishing the management
arrangements

Reviewing the operation and
effecti veness of the
management ar rangements

Designing the mark eting
information

Training and/or informing k ey
personnel or future occupier s

Maintaining relevant
mark eting and other
information for occupier s

Establishing benc hmark data
and monitoring ar rangements

Under taking initial surveys
and setting up the database

Under taking regular
assessments of the impact of
the travel plan and modifying
the approac h if required

Securing ef fecti ve dialogue
with k ey parties

Maintaining ef fective
dialogue

Maintaining ef fective
dialogue and ev olving to fit a

changed situation

Source: Draft DfT guidance: Delivering Travel Plans thr ough the Planning Pr ocess

Development partnerships between regional and local stakeholders, possibly
including local authorities, Regional Development Agencies, the new Homes and
Communities Agency, developers, transport providers, and so on. These would have
no specific powers beyond those of the individual bodies themselv es.

I In addition to their roles in all of the above, Regional Development Agencies or the
Homes and Communities Agency could act as a form of Development Corporation
for the eco-town.

Implement ation is not a one-off activity. Things will need to happen during and after
construction, as well as in the long term once the eco-town is fully occupied. Table 1
describes these activities.

7.2 Long-ter m management options

Successful places require transport systems that continue to perf orm to high design
standards in perpetuity. This means that arrangements need to be put in place to
manage the transport’s operation, in terms of both its da y-to-day operation and longer
term planning to reflect gro wth and change in the eco-town.

Whatever the choice of management structure (e.g. steering group, communit y trust or

management company), its remit should include the f ollowing:

I A clear purpose and agreed accounibilities.

I A funding stream to support the deliv ery of ongoing measures and activities set out
in the travel plan.

I Mechanisms for communicating with all those af fected by the plan and by any
changes that may result from the monitoring and re view process.

I Clear ‘hand over’ stages as the developer completes the de velopment and passes
responsibility to occupiers or other responsible organisations as agreed.
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The following issues will need to be t aken into account:

The eco-town Framework Travel Plan and other travel plans are living documents, and
so all travel plans should be monitored and reviewed as part of overall management
processes centrally and in an integrated way.

Transport management should be agreed with rele vant partners at an early stage —
ideally when preparing the masterplan and prior to the granting of any planning
permissions.

A Total Quality Management approach to travel is needed. It should be co-ordinated
by a travel plan manager and co-ordinator the funding of whom should be secured
for the long term.

Management should become self-sust aining and integrated with other management
systems, such as energy or the overall eco-town management, e.g. as in Letchworth
Garden City.

Management arrangements should be able to accommodate the views of all relevant
stakeholders, including communities and transport users. A management structure
that can respond to different needs at different stages in the eco-town development
process should be established. A Transport Management Association could be used
to oversee the process.

As with emerging good practice in the management of other sy stems, such as
energy, it should be possible to empower the local community to manage a
transport system for their own benefit.

signposts to fur ther inf orma tion

In addition to the references cited throughout this Worksheet, the following sources of
information will be of use:

Hugh Barton, Marcus Grant, Richard Guise (2003) Shaping Neighbourhoods: Health,
Sustainability, Vitality. Spon Press: London

Through the Cycling Demonstration Towns project, Cycling England is funding and
working with six local highw ay authorities to develop an exemplary physical
environment for cycling, supported by a comprehensive range of ‘soft’ measures to
encourage more people to cycle. Its purpose is to deliver a step-change in cycling
levels, in towns whic h start from a low or moderate cy cling mode share.

WAG, CLG, DfT (2007) Manual for Streets. Welsh Assembly Government,
Department for Communities and Local Government, Department f or Transport.
Thomas Telford Publishing: London.

http: //www .dft.g ov.uk/pgr/sustainable/manf  orstr eets/

General information on sustainable transpor  t:

Sustrans: http: //www .sustr ans.co.uk/
Campaign for Better Transport: http://www .bettertranspor t.or g.uk/home
Carfree UK: http: //www .carfree.org.uk/

Transpor t and land use:

The Town and Country Planning Association has issued policy statements and
discussion papers on transport and density: http: //www .tcpa.or g.uk
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12

13

14

NICE (2008) Physical Activity and Environment: Guidance on the Promotion and
Creation of Physical Environments that Support Increased Levels of Physical
Activity. National Institute for Health and Clinical Excellence: London.

http: //www .nice.nhs.uk/guidance/index.jsp?action=b  yID&o=11917#summary
lan Anable, Alistair Kirkbride, Lynn Sloman, Carey Newson, Sally Cairns, Phil Goodwin
(2004) Smarter Choices — Changing theWay We Travel. Case Study Reports.
Department for Transport: London. http: //mww .dft.g ov.uk/pgr/sustainable/
smarterchoices/casest udy/smar terchoicesc hangingthew ay5765

PAMELA (2007) Testing Proposed Delineators to Demarcate Pedestrian Paths in a
Shared Space Ervironment. University College London Pedestrian Accessibility
Movement Environment Lab (PAMELA)/Guide Dogs for the Blind Association:
London. http:/mww .guidedogs.or g.uk/uploads/media/
Executive_Summary_of r eport_on_design_tr ials_at UCL_PAMELA.doc

The Transplus (Transport Planning, Land Use and Sustainability) project includes a
set of European case studies which can be searched by objective and policy.
Transplus is an EC supported project under the ‘City of Tomorrow and Cultural
Heritage’ key action, which is one of the four key actions under the European
Commission’s Energy, Environment and Sustainable Development research
programme. The aim is to address challenges of urban air quality, noise, traffic
congestion, waste, economic competitiveness, employment, security, infrastructure
and the built environment. See http: //iwww .transplus.net/

Llewelyn Davies (1998) Sustainable Residential Quality: New Approaches to Urban
Living. London Planning Advisory Committee: London

See http: //lwww .malmo .se/sustainablecity

See http://www .vauban.de/inf o/abstr act.html and

http://mww .cabe.org.uk/def ault.aspx?cont entit emid=460

DfT (forthcoming) Delivering Travel Plans through the Planning Process. Department
for Transport: London

DfT (2005) Smarter Choices — Changing theWay We Travel. Department for Transport:
London. http: /iwww .dft.g ov.uk/pgr/sustainable/smar terchoices/ctwwt/

CLG, DfT (2007) Guidance onTransport Assessment. Department for Transport,
Communities and Local Government. TSO: London. See alsoWAG, CLG, DfT (207)
Manual for Streets. Thomas Telford Publishing: London, and ODPM (2001) Planning
Policy Guidance 13: Transport. Office of the Deputy Prime Minister: L ondon
Highways Agency (Undated) Tackling Congestion by Influencing Travel Behaviour.
http: //www .highw ays.gov.uk/kno wledg e/9575.aspx

The companion guide to the Supplement to PPS1 on planning and climate change
(http: //Amvww .communities.g ov.uk) will provide advice on assessing the impact of
transport on climate change. Alternative patterns of urban development in terms of
their travel energy use and emissions can be tested using the Estimation of Travel,
Energy and Emissions Model (ESTEEM), developed by University College London.
It is capable of effective use at the sub-regional and urban scale and can be used
alongside conventional land use transport models. http: /iww .dft.g ov.uk/pgr/
sciencer esearch/t echnolog y/tr anspor tlink/

linkinlandsurf acetranspor tis1 938?page=38. For guidance on the conduct of
transport studies, see http://lwww .webtag.or g.uk/ . This includes information on:
setting objectives and identifying problems; developing potential solutions; creating
a transport model for the appraisal of alternative solutions; and how to conduct an
appraisal which meets the Department f or Transport’s requirements

Table 5.14 ‘Key performance indicators’. In DfT (2007) Making Personal Travel Work:
Research Report. DfT: London, p.76

DfT (2007) ‘The travel plan pyramid’. In DfT (2007) Making Residential Travel Plans
Work. Department for Transport: London, p.4
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Commission for Accessible Transport (2004) Towards an Integrated Strategy for
Door-to-Door Transport for Londoners. London Councils: London.

http://www .londoncouncils.g ov.uk/doc.asp?doc=14028&cat=1 798
SeeTransplus (ttp:/www .transplus.net/ ) — case studies for Bristol, Flemish
Diamond, Nantes and Barcelona

The concept of ‘ped sheds’ is explained and its implementation discussed in TCPA,
Urbed (2002) A City of Villages: Promoting a Sustainable Future for London’s
Suburbs. London PlanTechnical Report 11 Greater London Authority: London.
http://www .london.g ov.uk/ma yor/planning/docs/trl 1 villag es.pdf

TCPA (2003) Residential Densities. Policy Statement. Town and Country Planning
Association: London. http: //www .tcpa.or g.uk/policy_files/densities.pdf
SeeTransplus (ttp: /www .transplus.net/ ) — case studies for urban planning
around public transport include: Helsinki, Bristol, Cologne, Croydon, Dresden,
Flemish Diamond, Munster and Orleans

See Transplus (http://www .transplus.net/ ) — case studies for pedestrianisation
include: Bucharest, Barcelona, Tubingen, Orleans, Evora, Croydon, Bristol, Bilbao
and Helsinki

See Transplus (http: //www .transplus.net/ ) — case studies for mobility planning
include: Brussels, Dresden, Lisbon and Aalborg

ODPM, Home Office (2004) Safer Places:The Planning System and Crime
Prevention. Office of the Deputy Prime Minister, Home Office: London. DfT Traffic
Advisory Leaflets cover a wide range of transport-related design issues

http: //www .dft.gov.uk/pgr/r oads/tpm/tal/cur rentlist ofalltr afficadvis407 4

For more information on following the travel demand management process, refer to
DfT (2005) Smarter Choices —Changing the Way We Travel. Department for Transport:
London. http://lwww .dft.g ov.uk/pgr/sustainable/smar terchoices/ctwwt/

The Landscape Institute is the Chartered body for landscape arditects and can advise
on integrating green space into new towns. http://www .landscapeinstit ute.org/
Carfree areas offer a traffic-free immediate environment; have limited parking
separated from the residential areas; and are designed around travel by non-car
means

CROW (2007) Design Manual for Bicycle Traffic. CROW (Information and Technology
Centre for Transport and Infrastructure): Ede, Netherlands.

http: //www .crow.nl/shop/pr oductDetail.aspx?id=889&cat egory=90

See Transplus (http: //www .transplus.net/ ), which includes a case study for safety
in Bristol

See APaNGO (Advocacy, Participation and NGOs in Planning) — the EU funded
project’s purpose was to provide a better understanding of the practice of
community participation as it relates to planning and development. This then
formed the basis for making recommendations on how practice can be improved.
http: //www .apango.eu/

Carplus is the national charity promoting responsible car use.

http: //www .carplus.or g.uk/

See Transplus (ttp: //www .transplus.net/ ) — case studies for Bilbao, Bristol,
Brussels, Cologne, Craydon, Evora, Groningen, Lisbon, Merseyside, Rome,
Turbingen, Vienna and Barcelona

See TCPA (2006) Planning for Sustainable and Accessible Retail. TCPA: London.
http: /imwww .tcpa.or g.uk/policy_files/Planning-f  or-sustainable-and-accessible-
retail.pdf . See also the DfT funded ‘Freight best practice’ website.

http: //Iwww .freightbestpr actice.or g.uk/

‘Securing the travel plan through planning consent’ and ‘Specific mechanisms for
ensuring delivery’. In DfT (2005) Making Residential Travel PlansWork: Guidelines
for New Development. Department for Transport: London

CLG, DfT (2007) Guidance onTransport Assessment. Communities and Local
Government, Department f or Transport: London
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