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A : Introduction: Broad Overview:

Transition Exeter and Exeter Friends of the Earth have combined to produce these comments on the Local Transport Plan, because we regard this years plan as crucial. Its 15 year scope (2011 to 2026) takes into a period of great change regarding transport.

There are three substantive reasons why these changes in transport will be both fundamental and inevitable over the lifetime of the Local Transport Plan:

· Climate Change:  Transport cannot be exempt from playing its part in the need to reduce greenhouse gases.

· Peak Oil and Gas:  It is certain that both fuel and electricity costs will rise steeply at the point that Oil and Gas demand exceeds supply. 

· Wellbeing:  There has been increasing interest in measures of Well Being, as a more desirable measure of progress than the mixed-bag indicator, GDP.  GDP, the measure used for economic growth, is increased by crime, pollution and ill health and excludes many non-monetized costs and benefits.  It is thus a misleading indicator of prosperity, and we support moves for a Wellbeing Index to replace GDP/Economic Growth as an indicator of progress.

As a consequence resilience, local economies, and carbon reduction will have to play the major role in the development of transport planning.  This requires a rethink of the way that we have done transport planning in the past for the lifetime of this LTP and beyond 2026.

Social inequality:

With oil and electricity prices likely to rise substantially within the lifetime of this LTP, there is a concern about exacerbating existing social inequalities, with ensuing costs to the community, and to the public sector including local authorities.  The current focus on transport for business growth ignores the public transport needs of the disadvantaged communities in the lower Super Output Areas, of which Exeter has several that are in the country’s lowest 10% of the multiple deprivation index.  Only a radically improved public transport, cycle and walking infrastructure across the county - and not just to new housing areas and business centres - could address this deficit.

B:  Targets:
The LTP3 contains neither carbon targets nor any traffic reduction targets.  We consider that targets are essential to make a clear and measurable commitment. Such commitments will be needed to fulfil the terms of the Climate Change Act, and may in future be embodied in formal Carbon Budgets for Local Authorities 
The following Local Authorities have now adopted challenging targets of at least 40% reduction in CO2 emissions in their authority area by 2020.  Devon County Council, as a progressive Local Authority, should join them...

Bristol City Council (Lib Dem)

West Sussex County Council (Conservative)

Manchester City Council (Labour)

Newcastle City Council (Lib Dem)

Haringey Council (Labour)

Birmingham City Council (Con - Lib Dem)

Stafford Borough Council (Conservative)

Watford Borough Council (Lib Dem)

Kirklees Council (Labour)

Metropolitan Borough of Wirral (Conservative)

Cambridge City Council (Lib Dem)

City of London Corporation

Chesterfield Borough Council (Lib Dem)

Lewisham (Labour)

Northumberland County Council (Lib Dem)

Bournemouth Borough Council (Conservative)

York City Council (Lib Dem)
Islington Borough Council (Labour)

Stockport Council (Lib Dem)

Oxford City Council (Labour)

Durham County Council

Sheffield City Council (Lib Dem)

Lewes District Council (Lib Dem)

Brent Borough Council (Labour)

Leicester City Council (Labour)

Royal Borough of Kingston (Lib Dem)

Selby District Council (Conservative)

Craven District Council (Conservative)

Barnsley Metropolitan Borough Council (Labour)

Hartlepool Borough Council (Independent)

South Tyneside Council (Labour)

Liverpool City Council (Lib Dem)

Harrow Borough Council (Labour)
We recommend the following targets for transportation carbon reduction in Devon:

	Area
	Population
	Reduction in CO2 by 2026

	Devon and Torbay
	901,000
	60%

	Rural areas
	441,000
	30%

	Urban areas **
	460,000
	90%


** Cities and large towns as follows (Exeter, Torbay, Exmouth, Newton Abbot, Barnstaple, Tiverton, Teignmouth, Bideford, Sidmouth, Dawlish, Ivybridge, Northam, Tavistock, Honiton, Ilfracombe and Kingsteignton)
Our starting point for establishing the overall target emissions for Devon and Torbay is the Committee on Climate Change’s UK target of 42% reduction in greenhouse gases by 2020.
(see http://www.theccc.org.uk/pdfs/LaunchPressRelease01.12.08.pdf).

We have extrapolated this from 2020 to 2026, to give an overall target of 60% during the lifetime of the LTP (to 2026)
Because improvements in public transport, cycling and walking are easier to implement in large built up areas, it is clear that substantial carbon reductions in cities and large towns will naturally need to be made.

We have developed a carbon model for Exeter, which we will explain further in the section of Exeter.  This carbon model can be used to make assessments of the likely modal shift required in Exeter.  But the model can be applicable also to other communities like Torbay, Exmouth, Barnstaple, Newton Abbot, Tiverton etc.

C:  Comments on the Strategy:

Please note that we have only responded to the questions up to Q11.

C(i)
Question 1: Devon & Torbay LTP3 Strategy: Are the five goals clearly explained and do you agree with them?
We object to Economic Growth being the primary goal in the strategy.

We urge the County Council to adopt a different prioritisation for their 5 goals, such that “Support economic growth” is relegated to priority 5.

Our recommended priority is as follows:

1. Tackle climate change 

2. Improve safety and health 

3. Enhance our quality of Life 

4. Provide equality of opportunity for all

5. Support prosperity (reworded from “Support economic growth”)
It is extremely likely that measures that meet goal 1 (Tackle climate change), will also substantially meet goals 2, 3 and 4.

There are 6 reasons for de-prioritising the need for economic growth.
1: 
Climate Change (and the onset of Peak Oil) is now a major emergency which should be occupying all our efforts during the next 20 years.  It is certain that civilisation can exist without economic growth.  But it will not survive unless we all play our part in ensuring global temperatures are kept below 2 deg C above pre-industrial temperatures.

2:  
There is little proven linkage between the provision of transport infrastructure and economic growth.  The SACTRA report gives much evidence to support the absence of any significant link ...
“The available evidence does not support arguments that new transport investment in general has a major impact on economic growth in a country with an already well developed infrastructure.”

       The Standing Advisory Committee on Trunk Road Assessment (SACTRA). “Transport Investment, Transport Intensity and Economic Growth”.  (2000) 
3:  
There is significant conflict between the desire for economic growth and the necessary measures to reduce CO2 emissions.  Economic growth is the principal driver of CO2 emissions.  It is certainly true that there is a small annual improvement in carbon intensity (CO2 per GPD) of the order of 1% per annum, but this is wiped out if growth is 2%.  Where there are areas of conflict, the priority must be to deal with the most pressing problem.

4:  
Peripheral areas like the South West will actually experience little if any benefit “by increasing connectivity with London and the rest of the UK”.


Again, we quote from SACTRA:

“A second common observation is that transport improvements can harm a local or regional economy, by exposing indigenous firms to competition from stronger rivals outside the area - the so-called 'two-way road' argument.”
The Standing Advisory Committee on Trunk Road Assessment (SACTRA). “Transport Investment, Transport Intensity and Economic Growth”.  (2000)
5:  
Economic Growth does not lead to wellbeing. Research carried out by the New Economics Foundation has demonstrated that – since 1976 - the Index for Social and Economic Welfare (ISEW) has actually fallen whilst GDP rises.
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From:   T. Jackson, N. Marks, J. Ralls & S. Strymne: "An index of sustainable economic welfare for the UK 1950-1996", Centre for Environmental Strategy, University of Surrey, Guildford, 1997.

6:  
This is not surprising since GDP (Economic Growth) was not designed as a measure of general progress or even prosperity. It is a fact that the Deepwater Horizon disaster in the Mexican Gulf and building schools both contribute to economic growth.  Clearly one would want less of the former and more of the latter, but the single index of economic growth measured by GDP makes no distinction between them.
Revised Goal:  Prosperity not Economic Growth:
In view of the difficulties with the term “economic growth”, we urge Devon County Council to replace this goal with ‘Support prosperity’ a goal which can be achieved in a time of recession and with almost certainly rising food and fuel prices.  We would argue that prosperity requires:
· a high level of employment, 

· widely diffused economic benefits and greater equality in access to services and opportunity; 

· and improvements in well-being and quality of life. 

Economic growth does not necessarily translate into reductions in poverty, or to increases in the quality of life. Regional or local GDP or Net Value Added is therefore not a good indicator of what should be maximized and could be misleading; on the other hand even if, in conventional terms, economic growth in the area does not take place, improvements in quality of life are still possible.

Additional Goal:  Minimise Global Harm:
Among the goals of our Local Transport Plan it would be relevant to include also the goal to minimize the harm caused by our transport to people elsewhere in the country and in the world.   This is already included in respect of climate change with the goal to reduce emissions.  Similarly, the extraction of oil already carries high costs elsewhere.  The annual costs of oil spills on marine ecologies, coastal areas and in the Niger delta are considerable and are not reflected in the price of fuel.  Now, because of the need to find new sources of petroleum to meet our needs, exploration for oil is beginning in the deep Atlantic waters west of Scotland; this holds dangers both for workers and for ecosystems much greater than the wells in shallow water and on land.  Further accidents like that of Deepwater Horizon may be expected.  To state that ‘increasing traffic flows can be expected’ even with the measures proposed in the draft plan, is to accept that these costs to British workers and others, will continue and increase.

Additional Goal: Resilience:

The Report of the Devon Futures Group for Devon Strategic Partnership has drawn attention to the need to reduce the dependence on fossil fuels to achieve carbon emission reductions. Forecasts of the demand for and supply of energy, particularly the liquid fuels on which our transport system is so dependent, suggest that future years will see sharply rising prices.  The output of conventional crude oil is declining in many of the world’s oil fields and discoveries have not kept pace with production.  We think, therefore, that resilience in the face of rapidly rising fuel prices should be added as one of the goals of the LTP3.

Risk Analysis:

Risk analysis should play a more prominent part in the LTP3 Strategy document.  Clearly the risks from flooding and the effects of more severe weather upon the road network have been taken into account and we support the way that difficult choices regarding maintenance priorities have been faced.  However the benefits from major capital projects may also be at risk.  The valuation of these projects should be tested under different assumptions about future scenarios to reach a sensitivity analysis.  For example, would proposed projects have a positive net value if expected economic growth were not to materialise?  Would these benefits remain if petrol and diesel reached £2 per litre, or £3 or £4?
C(ii)
Question 2: Devon & Torbay LTP3 Strategy: Do you agree with the approach based on places rather than modes of transport?

Yes – it’s how people experience their world and it encourages and enables modal shift. The system should encourage people to make the best transport choice for each journey. The place-based approach also recognises that urban and rural areas have different issues and needs

We particularly support the statement “A place based approach to transport planning transport plays a role in contributing to sustainable communities.” (1.5.1). Sustainable communities need local shops, local services and local jobs as well as good walking, cycling and public transport links.

We would like to see greater moves towards integration e.g. bus and train ticketing and timetables; provision for bikes on buses and parking at bus stops. 

1.6 : We welcome the longer term of this plan, which promotes planning for sustainability; the plan needs to be flexible, but the need to reduce car use must remain core, on grounds of carbon emissions, air and noise pollution, congestion and the need for safe and friendly living spaces, conducive to building stronger communities. 

We strongly support item 1.8.3, integration of transport, land-use and infrastructure planning – transport planning needs to be done alongside other planning that affects development and the local environment. The strategy is looking for “resilience” – this should include making sure that new developments have adequate provision for sustainable transport.
C(iii)
Question 3: Devon & Torbay LTP3 Strategy: Are the Foundation and Targeted Capital Investment stages clear and do you agree with them?

Obviously ‘Value for Money’ is a very laudable aim for any initiative undertaken by local government which is funded by public taxes, especially in the present period of budget austerity.

In the context of this document and the paragraph 1.9 Value for money, we do not think the Foundation and Targeted Capital Investment stages are clear because there is no indication of how these are to be measured. For example 1.9.2 says that “Capital Investments will only take place where there are positive outcomes for the environment, society and the economy, and are linked to long term behaviour change” but how are these benefits to be measured and what weighting is to be given to the different elements.  This is very important because we consider that the goal of “Supporting Economic Growth” should have a low weighting for transportation measures.

There is much talk in the Local Transport Plan about ‘Sustainable Transport’: but what is needed is for all measures to be assessed with a sustainability index that will demonstrate improvement. The most obvious one would be the measured reduction in carbon in tonnes. As for positive outcomes for society and the economy these are extremely important but less easy to measure: we would urge the County Council to establish a Wellbeing/Happiness Index which measures the extent that the public begin to cycle or walk as they feel safer on car-less roads, or reductions in the stress levels of employees as they find their journeys to work quicker and easier.  (Please refer to Happy City Bristol - http://www.happycity.org.uk/)
There has always been a problem with costing the hidden impacts of products or services on the environment and society. The current economic paradigm tends to seek the cheapest and the quickest solution: in reality the best solution will often involve looking at factors such as wellbeing and the impact on society as a whole (not just limited, vociferous sections of it); also the solution needs to be long-term as the payback period may be sometime in the future where future generations will be the major beneficiaries. This is what we consider Value for Money.

In this time of austerity we urge Devon County Council to focus foundation and targeted capital investment towards means of generating ‘green’ jobs for Devon.
C(iv)
Question 4: Transport Asset Management: Do you agree with the priorities for asset management?

We object to the prioritisation of the Transport Asset Management Strategy: in particular we believe that the priority should be adjusted to give greater weight to those elements that will encourage sustainable transport and contribute to carbon emissions reductions.

We restate our contention (see answer to Q1) that Economic Growth should not be the primary goal. We definitely believe that tackling climate change is the most important issue and that precious resources should be dedicated to this task. The post-oil or sustainable economy will have quite different priorities and aims to the current economy, and support should be given towards its sustainable transport aims.

The goal of supporting economic growth is continued into the list of key elements (2.5.3) with “Maintain the strategic network…” being the main priority. The element that we would like to prioritise as the most important is “Support aspirations to encourage more people to walk, cycle and use public transport” and that this should be reflected in the capital investments programme.

We urge the County Council to adopt the following priority order:

1. Support aspirations to encourage more people to walk, cycle and use public transport.
2. Reduce energy costs of traffic signals and street lighting to reduce carbon emissions.

3. Minimise the impact of climatic changes, such as increase in surface water.

4. Maintain the strategic network to provide an efficient and reliable transport network.
The emphasis in this section is on maintaining the status quo while we believe it is time for more strategic thinking.

C(v)
Question 5: Transport Asset Management: Do you agree with the key elements of the Transport Asset Management Strategy?

The key elements are ones we agree with; however within the safeguarding of strategic routes, as we have mentioned earlier, we think that maintaining rural routes which allow commerce in food items is relatively more important than improving links to London and other parts of the country and increasing economic integration with the national and international economy, at the possible expense of reducing resilience.  Of course the maintenance of national routes is important, but this should not be at the expense of safeguarding the rural economy, as a form of insurance in times of recession or fuel crisis.

We also believe that greater priority should be given to elements which will encourage sustainable transport and contribute to carbon emissions reductions.  The most important element we believe is the last mentioned, to “support aspirations to encourage more people to walk, cycle and use public transport” as mentioned in 2.9, and this should be reflected in the capital investments programme as well as asset management.  Investment should be directed to improving facilities to increase the uptake of public transport use, cycling and walking, following the encouraging achievements to date.  Perhaps cars should be banned on more non-arterial roads and the roads converted to bus, pedestrian and cycle lanes instead.  We support the move to initiate more home zones.

We strongly support the strategies mentioned in 2.8 (energy efficiency measures).  We note that evidence is lacking that dimming or switching off street lighting for part of the night allows crime to increase, and there is some evidence that crime is reduced in dark areas.  However the fears of residents of areas where lighting is reduced need be patiently responded to.

C(vi)
Question 6: Transport Asset Management: Do you have any other comments on the Transport Asset Management Strategy?

We are facing an imminent environmental and economic crisis from the combined effects of climate change and dwindling oil supplies and that these will have extreme consequences for the present reliance on car travel in Devon. We believe that we should be moving towards local, low carbon economies, and this transition should be well under way during the period covered by this Local Transport Plan.  The overriding aim of this Local Transport Plan therefore should be to support measures that get people out of their cars to travel by sustainable means: public transport, by cycle or on foot.

No more money should be invested in the road network and all new residential developments should be postponed until a sustainable transport system is in place.  Investment should be directed at maintaining and improving those facilities that increase the uptake of public transport use, cycling and walking.

Importantly, the inevitable reduction of cars and lorries on our streets will ensure that the heavy cost of maintaining A and B roads will be much reduced, allowing for maintenance funding to redirected to enhancing sustainable modes of travel.
C(vii)
Question 7: Strategic Connections Strategy: What are your views on the priorities?

We urge the County Council to alter the Strategic Connections Strategy priority order as follows:

1. Make best use of the existing transport network.
2. Manage pressures on the road network at peak and seasonal periods.
3. Support growth with a reliable and efficient transport network.
4. Improve connections with London and other major cities.
Strategic Connections Strategy Vision:

Whilst we object to the idea that the strategic transport network plays any part in supporting economic growth (3.1.1), we do support the implementation of “low carbon measures” and “promoting sustainable communities”
Low Carbon Measures:

Low carbon measures can be delivered through technological changes, and through changes in our lifestyle.

It is important to recognise that an over-reliance on technological change (e.g electric cars and Carbon Capture and Storage) is beguiling because it enables a business-as-usual strategy, but it does carry high risks.  The nature of the problems that we face mean that technical fixes over the next 15 years will only play a small part in the solution, the major part of the solution being how we respond over the next few decades in changing our lifestyle to become more sustainable.  The development of a traffic carbon model demonstrates that even with a challenging 70% efficiency improvement in overall technology we will still need to reduce car traffic by at least 70%.

Promoting Sustainable Communities:
This involves reducing the need to travel to a minimum.  For this to happen each community (which – for cities – would be equivalent to a county ward) would need to have a balanced mix of residential, employment, leisure and retail zones. This would significantly reduce travel distances such that more journeys can be cycled and walked.  This is one of the most important functions of town planning in the future, and it is essential that this kind of planning is integrated with transportation planning.

C(viii)
Question 8: Strategic Connections Strategy: Do you agree with the key elements of the Strategic Connections Transport Strategy?

The 15-year timescale of this plan means we must look ahead to greatly increased costs for all oil-based fuels. We need strategic connections that are resilient in the face of more expensive petrol, diesel and aviation fuel.

We support improvements to the rail network, but object to road improvements or expansion on air travel.

We would prioritise improvement in broadband/ICT over improving physical connections. 

Improve connections with London and other major cities:
We strongly object to the South Devon link road, which is not a sustainable solution to the problem of congestion on the A380. This scheme has already been debated for many years – it is yesterday’s solution, when we should be looking for tomorrow’s solution. We note from the Implementation Plan that even if there is funding from central government, Devon and Torbay will still be making a “significant financial contribution” – we argue that this money would be better spent on projects that will encourage more people to use alternatives to the car, such as travel  information and cycle safety.

We support the need for electrification of the rail network (3.9.4) – it offers a more attractive service which can  encourage modal shift and reduces reliance on oil.

We also support the other proposals relating to the development of rail – rolling stock 3.9.5, Cranbrook station  3.9.6 (and we’d like others, as in the Devon Metro scheme), rail freight 3.9.7.

We object to the expansion of air travel, given rising oil prices and the lack of alternative fuels as well as the high carbon emissions associated with air travel. 
Emissions from Exeter Airport in 2007 were 107,000 tonnes (Ekos Consulting – “Informing sustainable aviation policy for the South West” - Report for the South West RDA - January 2008).  Compare this with road transport emissions from Exeter as a whole in 2008 of 114,000 tonnes.  (DECC – “Local and Regional CO2 Emissions Estimates for 2005-2008” by AEA - Sept 2010).
3.9.9.  “The majority of the airport passengers arrive by car”. So give them alternatives instead of building roads and car parks!  There should be a system for monitoring the carbon impact of travel to the airport. 
Make best use of the existing transport network:
3.10.2 “commuters need to be able to make an informed choice about the best mode and time for their trip”  - so do business travellers and tourists.  Modal shift needs to be encouraged among all users of the network. 
3.10.2 “in the case of the road network, minor changes to alleviate congestion points” – these should prioritise traffic flow for buses and cycles. 
We support 3.10.3 “development of Broadband and ICT technology”, which can reduce the need for both business and leisure travel. This could include providing high quality video conferencing suites for hire by businesses. 
Support growth with a reliable and efficient transport network:
This statement should refer to a SUSTAINABLE, reliable and efficient transport network. Any growth in housing and jobs must be conditional on development of sustainable transport provision. 

We are pleased that the plan recognises the need to reduce private car use. 

We object to the need for even modest improvements on the A30/303 (3.11.6), and we are pleased to see that this does not seem to appear in the Implementation Plan. 
Manage pressures on the road network at peak and seasonal periods:
3.12.1 We mildly support “park and share” sites as a good way to get people thinking more flexibly about their transport, especially as fuel costs rise. But this needs to be a transition arrangement – in the longer term long commutes by car will not be consistent with carbon reduction targets. 
3.12.3 “In reality, the majority of tourists will continue to drive to Devon & Torbay with all of their luggage and equipment such as bicycles and surf boards.”  The County Council has a responsibility to be more imaginative.  We should be providing ways for people to come here without driving – possible examples are luggage transfer services; low-cost electric car hire; on-street bike rental in town centres; bikes with carrying capacity provided at holiday cottages and hotels. People travel abroad without their cars, why do they have to drive to Devon? People who come without all their ‘kit’ (and food) will spend more locally. 
3.12.4 & 5 Road improvements should always have a low priority. 
C(ix)
Question 9: Exeter: What are your views on the vision?
We strongly object to the parts of the vision for Exeter relating to the development of Exeter as an “economic focus supporting growth throughout Devon and Torbay”. If we are serious about the priorities of meeting the challenges of climate change, peak oil and improving wellbeing, we need to develop a vision that avoids congested, noisy roads and promotes healthy alternatives. 

We support the need to “pro-actively manage additional travel demand” in the East Exeter development. We also urge that the LTP3 includes “pro-actively managing travel demand” throughout the whole of Exeter.

We support the last sentence "Sustainable transport will play a key role in people living more active, healthy and inclusive lives in a vibrant and prosperous city."
Currently – because Exeter has been designated a growth point – 30% of the workplaces in Exeter are taken up by people living outside of Exeter.
(Exeter Labour Market Profile - http://www.exeter.gov.uk/CHttpHandler.ashx?id=8555&p=0)
The situation with Retail is even worse with Exeter being a shopping magnet for the South West.  This imbalance creates huge CO2 emissions from both the number and length of journeys for shopping and employment in Exeter.  This is exhibited strongly by high levels of congestion experienced in Exeter, substantially as a result of journeys beginning outside Exeter. 

The LTP3 needs to address this imbalance as a priority, both by improving alternatives to the car and by making car travel less attractive. We support workplace parking charges, 4.7.3, and would like to see them become mandatory in all parts of the city. 

Compare DCC’s Vision for Exeter with that of Transition Exeter:

“In 2030 the city of Exeter is a much safer, healthier and less noisy place than it was in 2010. Local communities and facilities have been revitalised, and residential streets are once again places where people meet and children can play”.
(The full vision is attached as Appendix 1)
A Traffic Carbon Model for Exeter: 

In order to evaluate the necessary changes for modal shift that would need to occur in Exeter over the next 15 to 20 years, it is essential to establish a model.
We have created a preliminary Traffic Carbon Model in order to clarify our thinking about our vision for traffic in Exeter.

The model calculates traffic emissions in Exeter from the various travel modes (Cars/Vans, Motorbikes, Buses/Coaches, Trains, Bicycles and Walking).  The modal split has been obtained from Exeter Travelsmart (2008).  The emissions factor for each mode has been obtained from the DEFRA Guidelines (2009).  The average distance for each mode has been calculated from the National Travel Survey (2009).

The spreadsheet allows modelling of future scenarios by making manual adjustments to the modal percentages for the travel modes.  In addition values for the following assumptions can be entered:
· Reduction in fuel usage.
· Reduction in journey length.
· Reduction in trips.
· Increase in population.
The “Exeter Traffic Carbon Model – V2” is available for download from here:

http://www.eclipse.co.uk/exeter/2020vision/Exeter%20Traffic%20Carbon%20Model%202010%20-%20V2.xls
Full details are given in appendix 2. The chart on the right (below) shows the modal split in 2008, and a typical range of modal splits that would achieve a 90% reduction in CO2 emissions. 
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The likely range of modal splits associated with a 90% reduction in CO2 emissions is as follows:

· Car/Van
between 8% and 20%

· Motorbike
1%

· Bus/Coach
between 6% and 15%

· Train

between 3% and 8%

· Bicycle
between 25% and 40%

· Walking
between 30% and 45%

One important conclusion from using the Exeter Traffic Carbon Model over a large number of scenarios is that car journeys are likely to need to be cut by at least 70%.
C(x)
Question 10: Exeter: Do you agree with the priorities for Exeter?

We recommend that the priorities for Exeter should be re-ordered as follows:
1. Encouraging Smarter Travel City Wide

2. Delivering Major Development within Exeter

3. Improving access to the City Centre

4. Unlocking Major Growth East of Exeter

5. Protecting Exeter as a Gateway

For the following reasons:

1.  Encouraging Smarter Travel City Wide:

Smarter travel choices (that focus on walking, cycling and public transport) are the most important priority to meet the needs of responding to climate change, peak oil, and to lead to more wellbeing.  In times of economic difficulty, smarter travel choices deliver the best value for money.

2.  Delivering Major Development within Exeter:
It is more sustainable for the city to grow within its city boundary, because that it where the travel routes are well established and most flexible.  Reducing car travel is essential here in order to provide space for the sustainable travel options.
3.  Improving access to the City Centre:

Providing sustainable access to the City Centre offers the greatest challenge.  The High Street is probably close to its capacity in handling bus journeys into the centre of town, and locals trains are frequently overcrowded, and there are questions about the capacity of St Davids station at certain times.  As a result there needs to be a rethink about how the city can develop with more regional centres to relieve the central bottleneck.  In which case the focus needs to placed on orbital bus routes that link up residential areas, employment, shopping and leisure zones.
We support the elements of the vision focussed on smarter travel by foot, cycling, bus and train, such as 4.5.2, 4.5.4, 4.5.5 and 4.5.6.
4.  Unlocking Major Growth East of Exeter:

The developments to the east of the City represent some potentially unsustainable developments, and it is crucial to ensure that these developments (if they actually happen) do not create additional long distance journeys.  This means that this area must be internally balanced with respect to residential, employment, shopping and leisure uses.  It is fundamental that transportation measures do not assume that the Cranbrook area just becomes a dormitory for Exeter.
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5.  Protecting Exeter as a Gateway:
We are not entirely certain of why it is important to create Exeter as a gateway.  We are convinced though that the South West will become an increasingly important holiday destination.  We are also aware that the twin pressures of climate change and peak oil will mean that more people will travel to Devon and the South West by train.  We seek a return to the heyday of south west tourism as evidenced by the British Rail posters extolling the virtues of travelling by train to your holiday in glorious Devon. Far better than being stuck in a traffic jam on the A38.
C(xi)
Question 11: Exeter: Do you agree with the key elements of the Exeter Transport Strategy?

We examine the Key Elements in turn...

The Foundation and Targeted Capital Investments are dealt with together under the same headings.

Improve Access to the City Centre: (Priority 3)
Improving the comfort, journey reliability and cost of rail travel by lobbying the train operators:
We support this.
Developing a new park and ride in the south west and build on the success of the current sites:
We object to new Park and Ride sites being developed for Exeter.  In the past Park and Ride has been seen as a solution that reduces traffic in the City, but recent research suggests that any benefits delivered to the city are counterbalanced by disadvantages as a result of induced traffic and damage to rural bus services.
There are a number of concerns about Park and Ride sites:

· Their potential to remove traffic from cities has been overstated.  “there may be some removal of vehicles from the road network downstream of P&R sites, resulting in vehicle speed gains, but this will be offset by the induced traffic utilising any freed road space”. “Redefining car-bus interchange to reduce traffic” (2010) - Stuart Meek.
· The presence of freely available and cheap parking will induce additional rural car journeys which would most likely have been carried out by bus.
· Park and Ride sites are usually located in sensitive and attractive areas with local designation.  This is especially the case with the Alphington Park and Ride proposal.
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The best alternative to Park and Ride is “Link and Ride”. (See diagram on left)
This is where any car parks that do exist are smaller, and are located closer to where people start their journey.

From G Parkhurst “Opinion on proposals for Park and Ride and a guided busway at Hoole Road Chester.”
In addition, we would recommend “Bike and Ride” which is where safe and secure cycle parking is located close to rural bus stops

Delivering the hierarchy of cycle connections between key locations. (Include cycle map):
We support this.  But we also would like to see a more visionary approach to cycling which ensures that there is a complete “Third Network” for cycling.  This would include the integration of off road segregated routes with cycle routes that use the road network.  In order to achieve this it is recommended that road space be reallocated to cycles to enable the complete network to be both safe and efficient.  We recommend the following measures:
· Maximum carriageway width of 3metres for motorized traffic.
· No dual carriageways in the city dedicated to cars.
· No filter lanes for cars at right turn junctions. (But a smaller filter zone for cycles)
· No multiple lanes leading up to junctions. This will preserve the cycle lane up to the advance stop line.
· Consideration of one way streets, in certain key cycle links where there is insufficient space for cycle lane.
· Road closures in selected areas, which will create quieter streets.
· Limited turning options on junctions for road vehicles, to create quieter streets.
· More ‘home zones’ in residential areas.  Including minimal physical techniques to slow traffic.
Improving bus journey times with a particular focus on the High Street:
We support this measure, but it must be borne in mind that the High Street currently is close to capacity, and there is a need for more orbital routes, to reflect the journeys that people want to make. (Many journeys are a combination of one radial journey into the city centre and a further radial journey out). 
Improve parking enforcement:
The availability of car parking has a strong impact on traffic growth.  There needs to be a concerted car parking plan which seeks to reflect the fact that car journeys in the city will be reducing by up to 5% a year.  This will be a combination of increasing car parking charges, together with the progressive removal of car parking spaces over a period of time.
In conjunction with this, the Workplace Parking Levy must be implemented in Exeter as soon as possible.  This will have the effect of reducing car journeys, as well raising revenue to be ring-fenced towards spending on some of the sustainable smarter travel choices.
New urban developments should be car-free if close to the city centre or on a major bus route, or should typically provide a low on-site parking requirement (0.2 spaces per household) with priority given to disabled parking and Car Club parking spaces; the majority of residential parking spaces should be located at the edge of the residential area, which would allow a traffic free zone within the residential area.
There should be an overt policy to encourage more Car Clubs city wide, and a programme of car parking spaces for car club cars should be initiated.
In order to prepare Exeter citizens for this, these measures need to be discussed and debated well beforehand.  Parking restrictions are controversial, but given the inevitability of climate change and peak oil, they are essential, and Devon County Council must be courageous to be open about it.

Develop a traffic management strategy:
We support this, although - in the long term – a traffic system of predominantly sustainable transport modes will use the network more efficiently, and therefore will not need management.
Further development of the Cycle network with an increased network of high quality segregated routes:
We support this measure, but consider that the extension of cycle routes should always be part of the Foundation measures, because they deliver high value at low cost.

Enhancement to the bus service:

We support this measure.

Smartcard technology:
We support this measure.

Real Time passenger information:
We support this measure.

Enhanced bus priority new bus routes:
We support this measure.

Additional park & ride capacity to the north west of Exeter:
For reasons we have explained above we object to any further Park and Ride capacity.
Deliver the East of Exeter development: (Priority 4)
Assisting in the delivery of the key access roads and rail station:

We support the development of the rail station at Cranbrook.
Developing a long term area wide travel plan with parking charges:

We support this measure.  Again, this is a measure that needs to be extended across Exeter as a whole.

Developing high quality bus and cycle connections:
We support this measure.
Deliver Major Developments within Exeter: (Priority 2)
Developing an area wide travel plan with consideration of parking charges:
We support this measure.  Again, this is a measure that needs to be extended to other areas across Exeter as a whole.

Enhancing the walk and cycle links between the city centre and the main development areas:
We support this measure.

Review to operation of key junctions:

We support this measure.  Consideration should also be given to identifying some junctions with a cycle-only phase, which will allow cyclists to negotiate tricky junctions more safely.  In addition there should be recognition that pedestrians should be able to use the junctions more easily, and not have to wait long periods because motorised transport gets the priority.
Create new rail stations at Newcourt, Monkerton and Marsh Barton to further enhance the rail network and link up employment and housing:

We support this measure.  In addition we would recommend a station at Exminster. We would also recommend investigating proposals for an Exeter Metro serving stations between Pinhoe, Newcourt and Marsh Barton:  a shuttle service that would fit within the Exmouth, Honiton and main line timetables.
Improve frequency to Cranbrook and Exmouth:

We support this measure.  
Invest in infrastructure improvements that will offer positive outcomes for other modes of transport and free up the road network to improve journey time reliability so that businesses can operate effectively. These include: 

· Ring Road - Alphington Cross,  and Bridge Road.

· East of Exeter development link road including bus only routes.

We object to these proposals.  If road traffic is decreasing by up to 5% a year in order to reduce car dependence to meet the twin challenges of climate change and peak oil, then additional main road capacity will not be needed.
Encouraging Smarter Travel Citywide: (Priority 1)
Supporting a continued programme of travel planning with retail, leisure, schools and employers making it easier for people to walk, cycle, use public transport or car share, and provide better information about transport options. 

We support this proposal.

Improving access to education and training by working in partnership with the University of Exeter, Exeter College and schools.

We support this proposal.

Ensuring that all users of the transport system in Exeter can travel safely by raising awareness, maintaining high safety standards and by using high quality design in all transport schemes. 

We support this proposal.

Protect Exeter as a Gateway: (Priority 5)
Support low cost improvements to the trunk road network to improve safety and network resilience:
We support this.
Work with the train operators to improve connections to London and the rest of the UK:
We support this.
Support the electrification of the main rail connections to London and to the rest of the UK:

We support this measure.
Support improvements to the Strategic Road Network with a managed motorway scheme around Exeter in school summer holidays:

Managed Motorway Schemes have two main elements to them: variable speed limits and hard shoulder running.  Great care must be taken to ensure that putting vehicles onto the hard shoulder does create unacceptable risks.
D:  Appendix 1:  Transition Exeter – Transport Vision for Exeter:

In 2030 the city of Exeter is a much safer, healthier and less noisy place than it was in 2010. Local communities and facilities have been revitalised, and residential streets are once again places where people meet and children can play.

Traffic speed is limited to 20 miles per hour within the built up area of Exeter (as now beginning in Alphington and throughout Portsmouth). With little speed advantage over the bicycle, far more people choose to cycle than to drive within the city. A range of very light weight electric vehicles is available for those with mobility impairments. 

In the city centre, the segregations on the street which favoured road traffic and allowed it to travel too fast have been removed over a gradually widening area, together with pedestrian crossings and traffic lights – pedestrians always have priority over bikes and cars. Now it has become automatic behaviour to drive very carefully in the city.

Exeter is served by a system of zero-carbon buses (perhaps these are electric, recharging at certain stops, perhaps they employ flywheels – a number of technical options need to be evaluated), running with high frequency on urban and suburban routes, and able to carry bikes, baggage and goods. For those who need door-to-door transport or to carry heavy luggage, cycle rickshaws and electrically powered taxis or vans can be hired. Taxis are typically shared and cheap. Cycles can be easily hired at bus and train stations. Electric bikes are also popular, providing a boost when needed on hilly terrain, especially when travelling with a child passenger or a laden trailer.

Pedestrians and cycles predominate on residential streets, so there is space for trees, shrubs and fruit bushes and public seating. Some of the redundant larger car parks in the city have been turned into new mixed housing developments with community facilities including local shops. There are now more people living within walking distance of the city centre, but overall there has been a re-ruralization of population as the labour needs of agriculture have increased. The spread of the city into the countryside, which looked such a problem in 2010, has stopped altogether. As long distance transport costs have increased and the price advantages of supermarkets diminished, a great deal more food is being produced in local gardens and on the urban periphery. Small independent shops are better able to source produce locally and have thrived, revitalizing local shopping areas within the city. Local shopping areas are often adjacent to railway station/bus transport connections. Heavitree and St Thomas, with five minute bus services, are attractive local shopping centres, the fresh air scented in spring by cherry and apple blossom. Local schools cultivate former car parks as vegetable gardens.

Long distance freight travels mostly by rail now, and the two rail distribution depots at St David’s and Exmouth Junction are very busy. Here the mini-containers are transferred from rail wagons to the city’s fleet of electric delivery vehicles that can take them on to their final destinations. Like all other traffic in the city, these vehicles are limited to 20 miles per hour. Local post and parcel deliveries are usually made by small cycle vans, again connecting to the railways. There is far less freight overall now that Exeter can meet a lot more of its needs locally, but the railways are still busier than they have been for a century, and there have been some changes to accommodate this. There is a large depot for heavy goods for rail/lorry transfer at the edge of Exeter.

Long distance transport is quickest and most comfortable by train.  The building of more passing loops has enabled far more freight trains to be accommodated on the pre-existing and extended double-track railways, and new platforms at some stations have allowed the passenger train frequency to increase as well. Fast trains and stopping trains alternate on all the main lines, and are timetabled to connect at main hubs, where buses also connect with the trains. Connections are quick and seamless and through tickets are always available. Exeter itself is served by a light rail Metro system running every 15 minutes, with new stations at Newcourt, Alphington, the Met Office, Science Park and Cranbrook. All the main lines and many branch lines have been electrified, enabling the trains to run off local renewably generated power and to save energy by regenerative braking. Many local railway stations on the main lines have been re-opened and some new stations have been built. Many of the lines closed back in the mid-20th century are now being re-constructed, and Ottery-St-Mary, Sidmouth and Tiverton have already been re-connected to the railway network, with more places to follow. The Okehampton - Tavistock line has been re-opened. 

Water-borne freight transport has also started to play an important role again, assisted by sail and technical advances in other motive technologies. The docks at Exeter and Topsham have started working again and the Exeter canal is carrying commercial traffic after a break of many years. Most of the traffic carried by water is regional and national freight, as international trade of bulky goods is much reduced.

On the national road system, since the oil peak the volume of road traffic has been much reduced. Speeds are limited to 50 miles per hour to improve fuel efficiency and safety and to reduce pollution and noise. Few people can afford the fuel to travel far by car, but long distance coaches run from the hub at Sowton, with its excellent local bus connections and affordable taxi services, to similar hubs at national destinations, without the need to traverse city centres. Many of the lanes in the old motorways have become redundant and are being replaced with cycletrack, separated from the road by a linear forest with a mix of native species of trees and bushes for fuel, biodiversity, and food for passing cyclists. Overnight stopping places for long distance cyclists with accommodation and food have given useful income and employment for many small communities near the old motorways.

In rural areas, transport is organised around connections to the railway stations or hubs with regional bus services.  Local connections include community run minibuses, mostly electrically powered, and multi-purpose post vans which carry goods and passengers as well as mail in areas without other bus services. Communities often have car clubs, so that travellers can choose the size of vehicle, and lift-sharing is very common. With so much less traffic on the roads, many people choose to cycle to the local hub or station, sure of being able to find a place to park the bike at the station, or to take it on the bus or train. Through ticketing is always available, and tickets are priced on a marginal cost basis, overheads covered by annual subscription (e.g. a busrider licence, as with a road licence for a car), or by rates, taxes or local precept.  Although it takes longer to get to town than it used to by car, the villages don’t feel cut off because the local shops are once again thriving, and the public transport is better than ever before.

E:
Appendix 2:  Exeter Traffic Carbon Model:

The Exeter Traffic Carbon Model has been developed to explore scenarios.  The screenshots show desired outcomes, but show possible outcomes dependent upon certain assumptions being made.
For example the following scenario assumes a challenging 70% improvement in fuel technology (which would include a take up of electric cars – however refer to the proviso below).  It also assumes that public transport doubles.  Adjusting the modal percentages this means that car use has to go down to 20% to deliver a 90% reduction in CO2 emissions...  (Many other scenarios would show an even lower percentage for cars).
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Proviso:  Electric cars and vans should be part of the mix, but they cannot simply replace current petrol and diesel vehicles. There are two reasons for this: 
1. A shift to electric vehicles will not address concerns about congestion, road safety.
2. A large-scale take-up of electric vehicles will require development of a smart grid and considerable expansion of renewable energy resources, which will need both time and considerable capital investment. Even if nuclear power is considered acceptable, it is unlikely to make a significant contribution in the 15 year lifetime of this plan.

Note that the modal split percentages above concur very closely to the modal split produced by the SUSTRANS report “More Haste Less Speed” – 2010.
(see diagram on right)
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