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INTRODUCTION
Nearly everyone walks everyday, but in transport planning walking is often left
until last or even left out altogether. In many new estates winding traffic
calmed roads have footways on both sides, and walking direct from an origin
to a destination is impossible without a major detour. We have developed a
phobic and fear based system of living in which actual communities never
really interact; they have been replaced by virtual communities, or interactions
at schools, shopping centres etc all of which often need vehicular based
travel. This paper sets out the reasons why people should and can be
encouraged to walk and cycle and the ways in which streets and public
spaces can be designed and marketed to do this in a practical way.
Delivering high levels of walking and cycling is becoming increasingly
important, especially within urban areas. Nationally and internationally, recent
events have served to highlight the importance of increasing the proportion of
journeys made by walking and cycling. Globally, the peak oil crisis has had a
dramatic impact on the cost of motoring, together with the recognition by
developed nations1 that we cannot continue to use vehicles at current rates.
The UK Government’s recent commitment to reducing carbon dioxide
emissions by 60% (set out in the Climate Change Bill) can only be achieved
by encouraging more journeys to be made by sustainable modes, especially
as 52% of trips are of 5km or less2. These journey have become the target for
achieving key policy aims3.
Our nation (the UK) is the fattest in Europe4, and the inactivity of our young
people combined with poor diet or overeating is creating real concern. Key
concerns include the rise in Coronary Heart Disease5 and the obesity and ill
health of the school age population6. Whatever has caused this rise in obesity
over current years it has mirrored the rise in vehicular traffic. The school run
itself has become a major target for interventions to get far more children
walking part or all of the way. Indeed, levels of cycling in some schools have
climbed to above 40%.
Tackling obesity and inactivity in the adult population is a lot less coherent and
effective. The old predict and provide approach to building roads has left us
with a society where it appears for most of the population that the most logical
thing to do for most journeys is to take the car. The option to use public
transport, walk or cycle appears to have been designed out in the past and
now we face an uphill struggle to design those options back into the space
and crucially back into people’s minds.
Taken as a whole, the last 20 years have seen a dramatic shift in transport
planning away from a concentration on increasing road capacity towards a far
more constrained capital programme. However, for many there are still too
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many examples of major road building projects given their propensity to
generate an increase in vehicular traffic7.
The Manual for Streets8 *(in England) has been part of this recent policy shift
as it provides a new emphasis on designing streets and public spaces with the
needs of the local community in mind. The Scottish version is eagerly awaited
this year. Where previously streets were designed for motorists’ needs first
and all other users second, now is the time when streets should be planned to
give pedestrians and cyclists priority over vehicular traffic. Whilst the Manual
for Streets only formally applies in England and Wales, this paper examines
how its principles will help authorities in Scotland to ensure that the
investment made in pedestrian and cycling facilities will contribute to real
improvements in levels of walking and cycling.
This recent policy emphasis on sustainable development and encouraging
walking and cycling provides added impetus for local authorities to spend
more time and money planning for pedestrians and cyclists. The levels of
funding available for sustainable transport initiatives are increasing although in
Scotland the removal of ring fencing has caused some uncertainty. But how
can local authorities ensure that the money they spend will result in a real
increase in walking and cycling?
This document is split into 2 sections, Encouraging Walking and Encouraging
Cycling.
ENCOURAGING WALKING
The majority of journeys that are made of under 2km distance could be made
on foot. Often people choose to make these short journeys by car because
there are specific problems that prevent them for walking. For example,
having to cross a busy road where there are few pedestrian facilities, walking
through an area where they feel unsafe or having to make a detour because a
direct walking route is not available to their destination. Also, most signage
refers to distance and it can be more helpful to show the estimated time to
common landmarks or destinations. The majority of these problems can be
tackled, often with minimal cost and time spent.
When thinking about the important factors that can help to enhance the
‘walkability’ of a street or neighbourhood, there are five key principles that
should be taken into account9.
Connected
Ensuring that walking routes connect each area with key destinations, for
example shops, schools and doctors surgeries. Routes should also connect
both at a local and district level, forming a complete network. Figure 1
illustrates the difference that improving connectivity can make to an area.
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Figure 1 - Albion Wharf – before and after improvements

The porosity of any neighbourhood to pedestrians is important to stimulate
walking and in some cases security measures have had a direct influence on
the amount of walking. Enclosing schools and allowing only one entrance
point can quite often make a direct walk of a few hundred metres into a detour
of kilometres. A comparison of risks caused by inactivity and driving with the
risks to personal safety in these instances would be very interesting. New
walking and cycling routes quite often involve quite difficult meetings with local
stakeholders who are afraid that opening up the area will lead to an increase
in crime. Where these routes have opened it is usually seen that the amount
fear and in many cases actual crime decreases as the area has a greater
natural surveillance from passers by.
In planning new estates it is possible to radically change the design so that a
heart of direct cycling and walking routes is put at the centre and the
motorized traffic routes are created around the periphery. Such a design was
used for the Staithes South estate in Gateshead although the focus was not
just on sustainable transport, it was more on creating communal spaces that
neighbours could interact in10. However the routes are structured if walking,
cycling and community are planned in at the start it is much better.
Convivial
Walking routes and public spaces should be pleasant to use, allowing social
interaction between people, including other road users. They should be safe
and inviting with a variety of activities and continuous interest at ground floor
level. The provision of benches and public art can encourage pedestrians to
spend more time in a space, increasing levels of social interaction. In highly
trafficked streets social interaction is low and householders are far more likely
to use rooms in the rear of their houses. In less trafficked streets social
interactions rise and householders are far more likely to spend more time in
rooms at the front of their houses11. In many communities walking has virtually
been eradicated and replaced by car trips to amenities and for many parents
much of their time is spent ferrying their children around.
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Conspicuous
Routes should be clear and legible, if necessary with the help of signposting
and waymarking. Street names and property numbers should be
comprehensively provided. Where areas are well used by tourists, key local
attractions should also be signposted. Signs can be provided to fit in with the
urban design of a space. The example below illustrates signage provided for
pedestrians on the Millennium Walkway which is inlayed into the floor.
Figure 2 - Innovative signage – the Millennium Walkway, London

Comfortable
Walking should be enjoyed through high quality pavement surfaces, attractive
design and architecture, and as much freedom as possible from the noise,
fumes and harassment arising from proximity to motor traffic. Opportunities for
rest and shelter should also be provided. Provision of benches or seats is
especially important in encouraging mobility impaired users to spend time in
an area12.
Convenient
Routes should be direct and designed for the convenience of those on foot,
not those in vehicles. This should apply to all users, including those whose
mobility is impaired. Road crossings should be provided as a high priority
located in relation to desire lines.
The principles outlined above can be achieved through improving different
aspects of the pedestrian environment. A good way of finding out the
problems with an existing area that prevent people from walking is to involve
the local population in street audits. This can often uncover issues that are
easily solved. For example the provision of a crossing facility in the wrong
location or lack of provision of signage and information that makes it difficult
for people to find their way to a destination.
Reducing clutter
Reducing the level of street furniture, especially on busy high streets can
make it easier for people to walk. A good example of how an improved street
layout and a reduction in street furniture can make a significant difference to
the pedestrian environment is Kensington High Street (See Figure 3).
Reducing the number of lighting poles and signs can also make streets more
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legible – if your destination is within your line of sight it is much easier to
navigate towards it.
Figure 3 - Kensington High Street – before and after improvements

ENCOURAGING CYCLING
In much of the UK, multi-million pound investment in cycling by national
governments is recognition that cycling policy is maturing. In England the level
of investment is now programmed at £60m per year for Cycling England13 and
not to be outdone, the mayor of London has programmed £50m for each of
the next 10 years14. The programmes are ambitious and visionary, to create a
connected network of cycling superhighways and a comprehensive bike hire
scheme in London, and across England to create a further 10 Cycling
Demonstration Towns and a Cycling City. This is along with a major
programme for schools and skills based training.
However we look at the targets for increasing cycling the new cyclists will
have to exhibit a major shift in mindset from the current popular view of
cycling. In the past we have often listened to those who already cycle for
guidance but in doing this we are often in danger of not understanding the real
perception of cycling. Cycling by the non-cyclist is seen as dangerous and
difficult, and requiring specialized equipment, infrastructure and training.
There are four critical measures that bring more cyclists onto the network –
safe routes, secure storage, information (including publicity) and training.
Although providing any of these is helpful quite often not providing the others
can render the intervention ineffective. Experience is showing that all of the
components are important and the synergy between them can create a real
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boost to cycling. However, it is also high level leadership and commitment
locally that has created the impetus for Cycling Demonstration Towns in
England.
Safe routes
The successes of the major off-road routes tells us that people that don’t cycle
are far more likely to be convinced that cycling is a safe viable option by new
segregated or traffic free infrastructure. The success of the national cycle
network and the building of linkages from it have given us a blueprint for
developing the safe routes that new cyclists demand.
Also providing a mixture of different cycling infrastructure is far more likely to
succeed and provide for the real mix in cycling ability and confidence. A good
example of this is in London where the LCN+15 (See Figure 4) network allows
for interactive mapping of cycle routes and differentiation of the network for
different users.
After recruiting new users to the network and helping them to grow in
confidence they could be expected to progress to using more on road
facilities. Such on road facilities may well need to learn from the innovative
design standards employed in London and elsewhere in Europe.
Figure 4 - segregated 2 way cycle lane in London
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Figure 5 - cycle lane in Odense

Continental European examples of urban and city centre cycle lanes exhibit
many examples of innovative use of textures and ways of delineating cycle
facilities. Our work in Cambridge on their Transport Innovation Funds bid
allowed us to scope an expanded network and begin to look at innovations
such as hybrid cycle lanes.
Figure 6 - Hybrid Cycle Lane design for Cambridge

Secure storage
Safer Routes to School surveys combined with anecdotal evidence shows that
one of cyclists’ main fears is having their bike stolen and therefore this
influences where they park their bike. Commuting cyclists also like to know
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that at their workplace that they will have access to other facilities such as a
lockers and access to a shower. However, it is in the public realm and at
interchanges where the most significant effort needs to be directed as the
largest and most consistent volumes of cyclists are found here and, as a
consequence, expenditure is increasingly being programmed for this.
Research into existing facilities at Cambridge Station and other continental
European examples has shown that there may be a need for several different
types of storage at interchanges to cater for differing demands:• Bike Shop – high level paid for storage and maintenance – often long
stay
• Lockers or paid for high security storage
• Free storage – covered if possible
• Short stay – for using station facilities but not necessarily travel
The demand for cycle parking in Cambridge has meant that the new station is
likely to have a multi-storey bike park akin those seen in Holland.
Figure 7 - Cycle parking at Amsterdam station
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Information
Changing mindsets involves far more than building
infrastructure and facilities. Changing travel behaviour
involves lifestyle type choices and to enable such
change needs both information campaigns and
marketing. The media also need to be engaged so that
cycle facilities are less likely to be mocked and cyclists
themselves far less likely to be presented as extraordinary.

Figure 8 - Green wave in
Odense

Although it is possible to plan quite expensive and
innovative features like green waves (this innovation
shows cyclists whether they can expect to get through
traffic lights ahead) and interactive cycle counters (such
as in Odense) simple things done well are often more
cost effective. In Aylesbury the gemstone branding of
cycle routes and information signs that show the time
rather than the distance have contributed to a major
growth in cycling.
Our understanding of travel behaviour has advanced
considerably in recent years. It is now clear that most peoples travel decisions
are made by habit and those not made by habit are generally made by
heuristics (e.g. if its raining I’ll take the bus but otherwise I’ll cycle). However
there are times in most peoples life where they actively think about travel and
targeting information to life events can be more efficient. We also know that
changing travel behaviour is often quite difficult and requires discussion and
support and this is probably one of the reasons why personalized travel
planning has been effective in Cycle Demonstration Towns (Brighton and
Darlington).
Training
The development of the National Standard for Cycle Training from 2002 and
the launch of Bikeability in 2007 have led to a major shift in cycle training. The
professionalisation of instructors with accreditation of instructor training has
been a major development and Scotland has shown a lead in this area.
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Figure 9 - Bikeability badge

Cycle training is now outcome led and differentiated into 3 levels that can be
taught to all ages (from about 6 upwards):• Level 1 – taught off road to enable cycling on traffic free routes
• Level 2 – taught on road to enable cycle journeys like safe routes to
school
• Level 3 – usually taught 1:1 to enable cycling on busy roads for all
journeys
In England over £3m grant funding will be distributed to local authorities and a
further £1m through school sports partnerships to develop Level 2 training.
This funding has enabled 50% of authorities to convert to Bikeability training in
the first year with a target of 75% in 2009.
The marketing of Bikeability – “Cycling proficiency for the 21st Century” is
likely to create a significant consumer demand for training. It is through the
provision of Level 3 training that the most significant growth in cycling has
been seen, for instance in London
5,000 of the 22,000 training places in 06 – 07 were for adult Level 3 training
and London has already exceeded its cycling growth target for 2010.
CONCLUSIONS
To fill our streets with cyclists and pedestrians we need to understand how
they are perceived and how we can change that perception. The world is
changing rapidly and the influence of external factors is already creating a
considerable push to increasing walking and cycling. The policy framework is
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largely coherent although delivery of significant changes to journeys under
5km is only seen in a few places.
Experience from England is showing that high level leadership combined with
delivery of safe routes, parking, information and training can bring significant
numbers of new and lapsed cyclists onto the network. Just providing any
single component often does not lead to success, and certainly without
information and marketing only a small number of people will switch to cycling.
If the needs of pedestrians are designed into streets and spaces, the levels of
walking in that area can be dramatically increased. Streets which are pleasant
places to spend time will attract people, which can be especially important
where café’s and shops are located. Encouraging people to walk to their local
shops or to a local restaurant can have environmental and health benefits that
far outweigh the costs of improving the facilities for pedestrians.
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