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B
y the year 2025 the clim

ate w
ill have 

changed irrevocably, m
ainly as a result 

of greenhouse gas em
issions. The 

tem
perature is predicted to be, on 

average, half a degree w
arm

er and w
ill 

fluctuate to a greater extent. Rainfall 
w

ill have reduced but w
ill also becom

e 
m

ore extrem
e. Resources such as 

energy, w
ater and food im

ports w
ill 

be in shorter supply and transport 
w

ill be constrained; partly as a result 
of clim

ate change but also due to 
regulations aim

ed at preventing global 
w

arm
ing. In this series of im

portant 
and tim

ely books the Edge explore 
the im

pact these changes w
ill have on 

our lives in the future. G
lobal in scope 

and far reaching in its im
plications this 

series exam
ines the significant social, 

environm
ental, political, econom

ic and 
professional challenges that w

e face in 
the years ahead.
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INTRODUCTION
BILL GETHING

M
o

re than alm
o

st any o
ther asp

ect 
o

f o
ur current lifestyle, the link 

b
etw

een transp
o

rtatio
n and

 carb
o

n 
d

io
xid

e em
issio

ns fro
m

 b
urning 

fo
ssil fuels co

uld
 no

t b
e clearer. 

W
here else is the co

m
p

actness and 
p

o
tency o

f the ancient sunlig
ht 

sto
red

 as fo
ssil fuel so

 essential as in 
its use fo

r transp
o

rtatio
n; p

articularly 
so

 fo
r air travel and

 the free fo
rm

 
p

erso
nal ro

ad
 b

ased
 transp

o
rtatio

n 
system

 o
n w

hich o
ur current lifestyle 

is b
ased

.

The p
incer m

o
vem

ent o
f ever 

rising
 em

issio
ns and

 ever red
ucing 

“safe” lim
its fo

r atm
o

sp
heric C

O
2  

co
ncentratio

ns has g
enerated

 an 
increasing

 sense o
f urg

ency in rising 
to

 the challeng
e o

f clim
ate chang

e. 

This has been reflected in a tightening of targets such as the 
U

nited Kingdom
 (U

K) governm
ent’s 60 per cent reduction in 

C
O

2  em
issions by 2050, as set out in the 2003 Energy W

hite 
Paper, w

hich is to be interrogated by the new
 C

om
m

ittee 
on C

lim
ate C

hange, w
ith every likelihood that it w

ill be 
increased; perhaps to 80 per cent.

There is a grow
ing frustration w

ith long term
 targets such as 

these in that they appear irrelevant to decisions that need 
to be m

ade today. H
ow

ever, they are useful in defining the 
order of m

agnitude of the overall challenge ahead and set a 
m

ore radical agenda than sim
ply assum

ing that the necessary 
change can be achieved by increm

ental im
provem

ent. Rather 
than think about how

 to cut 80 per cent of our em
issions, it 

m
ay be m

ore constructive to consider how
 to use the 20 per 

cent m
ost effectively in achieving a genuinely sustainable 

lifestyle. C
learly, our transport habits and system

s w
ill need 

to be very different in this context. The challenge, of course, 
is to plan an orderly transition from

 our current situation 
to that sustainable future, m

aking best use of the existing 
netw

orks and technologies available to us. To take a building 
analogy, this m

ust be a conversion, not a new
 build project. 

The M
ayor of London’s C

lim
ate C

hange A
ction Plan has 

adopted a shorter tim
efram

e; setting a target of a 60 per 
cent reduction by 2025 that relates conveniently to the tim

e 
span of this series of these Edge com

m
entaries. 1 Breaking 

this target dow
n still further im

plies som
ething of the order 

of a ten per cent reduction by 2010 (just tw
o years aw

ay…
) 

and som
ething of the order of 40 per cent reduction by 

2015, given that w
e w

ill sensibly take advantage of relatively 
easy w

ins by reducing w
aste in the system

 as soon as 
possible and that reductions w

ill progressively becom
e 

m
ore difficult. The urgency of m

aking dem
onstrable and 

im
m

ediate progress in reversing the seem
ingly unstoppable 

trends of increasing em
issions is m

ade abundantly clear 
w

hen set in these tim
efram

es.

IN
TROD

U
CTION

1 A
ction Today to 

Protect Tom
orrow

—
The M

ayor’s C
lim

ate 
C

hange A
ction 

Plan, London: G
LA

, 
February 2007
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The governm
ent is in the process of producing 

transportation strategies and consultation program
m

es 
and these are review

ed in som
e detail by H

ank D
ittm

ar. 
H

ow
ever, it feels that the prim

ary focus of these strategies 
and the reports that support them

, how
ever authoritative, 

betrays the dangers of trying to deal w
ith the transition to 

a low
 carbon lifestyle in a piecem

eal w
ay. The Eddington 

Transport Study, for exam
ple, takes as its fundam

ental 
principle that “transport’s key role now

 is supporting the 
success of the U

K’s highly productive urban areas in the 
global m

arket place and enabling efficient m
ovem

ent 
of goods”. C

lim
ate change is referred to but only in the 

context of noting that “transport prices m
ust fully reflect 

environm
ental externalities, and transport planning m

ust 
take account of likely carbon prices”. 2 

In setting out its agenda in this w
ay, the report 

im
m

ediately lim
its the prim

ary contribution that transport 
can m

ake to a m
ore sustainable lifestyle to im

proving the 
efficiency of the system

 rather than the far greater im
pact 

that a coordinated approach to planning and transport 
could m

ake on overall sustainability or carbon efficiency. 
The integration of land use, density requirem

ents and 
transportation planning, arguably the m

ost pow
erful 

com
bination of tools for sustainable planning, is excluded 

as being outside the scope of the study—
although it 

is acknow
ledged that: “W

here there is significant new
 

developm
ent, then it w

ill be im
portant for transport and 

land use to be developed together.”
3

Sim
ilarly, the D

epartm
ent for Transport’s discussion paper: 

Tow
ards a Sustainable Transport System

, w
hilst it refers to 

the im
portance of a local role for encouraging m

odal shifts 
and reducing people’s need to travel, its fundam

ental 
thrust is belied by its sub-title: Supporting Econom

ic 
G

row
th in a Low

 C
arbon W

orld. 4 Surely a m
ore balanced 

approach is needed using the full range of available 

2 Eddington 
Transport Study 
Executive 
Sum

m
ary, 

D
epartm

ent for 
Transport, O

ctober 
2007, p. 11 

3 Eddington 
Transport Study 
Executive 
Sum

m
ary, 

D
epartm

ent for 
Transport, O

ctober 
2007, p. 45

4 Tow
ards a 

Sustainable 
Transport System

, 
D

epartm
ent for 

Transport, 2007

planning tools in a coordinated w
ay to deal w

ith the new
 

challenges that face us. W
ould it be too m

uch to hope that 
the next D

fT strategy paper m
ight be entitled: “The Role  

for Transport System
s in Supporting a Sustainable Low

 
C

arbon Lifestyle?”

Fundam
entally, there are lim

ited options available to us to 
reduce transport em

issions:

UÊ
/�ÊÀi`ÕViÊÌ�iÊ>�

�Õ�ÌÊ�ÀÊv�ÃÃ��ÊvÕi��i`ÊÌÀ>Ûi�

UÊ
Ê/�ÊÕÃiÊv�ÃÃ��ÊvÕi�ÃÊ�

�ÀiÊivwV�i�Ì�Þp
LÞÊÕÃ��}Ê�

�ÀiÊ
efficient m

odes of transport, developing m
ore efficient 

engines and vehicles and m
odifying driving behaviour 

(according to the M
ayor of London’s C

lim
ate C

hange 
A

ction Plan, five to ten per cent savings could be 
achieved by the latter alone!)

UÊ
Ê/�Ê`iÛi��«Ê>�ÌiÀ�>Ì�ÛiÊ��Ü

Ê�ÀÊâiÀ�ÊV>ÀL��ÊÌÀ>�Ã«�ÀÌÊvÕi�ÃÊ
(w

ithout adversely affecting other essential aspects of 
our collective lifestyle—

for exam
ple com

peting w
ith 

food production in term
s of affordability or availability)

O
f course it is possible that a technological m

agic bullet 
m

ight em
erge that w

ould enable us to carry on exactly as w
e 

are. To rely on this w
ould not only dem

onstrate an excessive 
faith in technology but also m

iss the opportunity to review
 

the w
ay w

e organise our lives to see if the challenge suggests 
w

ays to im
prove our quality of life w

ithout significantly 
reducing econom

ic prosperity.

G
iven our addiction to cheap, easy travel, our im

m
ediate 

reaction to the concept of travelling less is to see this as 
a restriction rather than a benefit. H

ow
ever, for exam

ple, 
reducing the distance and tim

e betw
een the w

orkplace and 
the hom

e offers the possibility of im
proving our w

ork/life 
balance, as w

ell as im
proving our health and fitness and the 
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social cohesion of our currently fragm
ented com

m
unities 

once they are transform
ed from

 sterile dorm
itories into 

anim
ated neighbourhoods that are accessible by w

alking 
and cycling.

Im
proving com

m
unication technologies offer the potential 

for m
ore sophisticated and responsive approaches to 

dem
and-led shared transport, m

ore efficient alternatives to 
routine shopping, electronic alternatives to business travel 
for m

eetings, etc., and for m
obile w

orking as an alternative 
to location specific w

orkplaces. O
f course som

e of the 
“opportunities” w

hich w
e currently take for granted m

ay be 
less available: access to cheap holiday destinations in far off 
places, som

e lim
itation in the choice of w

ork available or 
the opportunities of experiencing the w

ider w
orld. Even the 

m
ost sophisticated electronic technologies are lim

ited in 
their ability (at present) to transfer the essence (the sm

ells, 
the character, the culture and the atm

osphere) of exotic 
locations dow

n a w
ire.

Reduction in som
e apparent freedom

s and lim
iting 

choice through m
easures such as congestion charging 

or prioritising road use for public transport m
ay, at first 

sight, appear restricting to the individual but could reap 
significant collective benefits w

hich w
ill in turn result in 

individual benefits. 

It is clear is that w
e need radically to change the w

ay w
e 

behave, individually and collectively. In order to m
ake the 

change w
e need a financial and legislative fram

ew
ork that 

encourages and, if necessary, com
pels us to do so. It is a 

key responsibility for our elected representatives to set that 
fram

ew
ork: prioritising the use of lim

ited resources (or, in 
the current circum

stances, prioritising the right to pollute) 
for the com

m
on good. Key to the fram

ew
ork w

ill be a 
m

echanism
 the redress the failure of the m

arket to reflect 
the true cost of carbon as noted in The Stern Review

 in 

O
ctober 2006. This fundam

ental issue has been reiterated in 
all the strategies and governm

ent reports that have follow
ed it, 

how
ever, as yet the governm

ent has been silent on w
hat form

 
this w

ill take.

H
ow

ever, w
e also need a collective vision (or visions) of a 

different and desirable w
ay of life that w

e can all sign up to. 
W

ithout this it w
ill not be possible to guarantee the political 

m
andate for the consistent long term

 policies that w
ill be 

essential in m
aking the transition to our low

 carbon future.

This book offers one such vision of life in 2025, setting it in 
the context of our current transport system

s and policies. It is 
supported by a current case study that illustrates a range of 
analytical and consultation tools that can be used in devising 
a shared approach to the m

aster planning of a tow
n centre. It 

dem
onstrates how

, in a relatively contained urban situation, the 
com

plex interrelationships betw
een transport, density, social 

and econom
ic issues can be understood in sufficient detail to 

allow
 a genuinely holistic approach to devising such a vision. It 

concludes by outlining som
e of the pitfalls of current strategies 

and som
e pointers tow

ards the kind of com
prehensive policies 

that w
ill be necessary to tackle the challenges ahead.

The need to change is clear. W
hat is considerably less clear 

is the event or set of circum
stances that w

ill convince us to 
change the habits of the past 100 or so years in tim

e to  
m

ake the transition to a low
 carbon future anything other 

than m
essy and painful. If w

e are w
orthy of the nam

e of our 
species, H

om
o Sapiens, w

e w
ill be able to use our intelligence 

to m
ake an ordered transition into a different phase of our 

developm
ent, building on the platform

 that abundant cheap 
energy has given us. H

ow
ever, if w

e sim
ply rely on our m

ore 
basic instincts and ignore the m

ounting challenges of the 
future, w

e can only expect a future that w
ill indeed be low

er 
carbon, but sim

ply as a result of a chaotic breakdow
n of a 

redundant industrial society.

IN
TROD

U
CTION
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A VISION
 FOR TRAN

SPORT AN
D 

N
EIGH

BOU
RH

OOD
S IN

 2025
H
AN

K D
ITTM

AR

The Seym
our H

ousehold
, Peterb

oroug
h,  

A
n A

verag
e D

ay in 2025

N
ig

el and
 Sally w

o
ke to

 the g
entle 

so
und

 o
f the ho

use w
aking

 itself and 
everyb

o
d

y insid
e w

ith the ap
p

ro
ach 

o
f the new

 d
ay. C

o
ffee w

as b
rew

ing
, 

lively p
o

p
 m

usic w
as p

laying
 up

stairs 
o

n the child
ren’s flo

o
r, and

 the 
To

d
ay Pro

g
ram

m
e w

as m
urm

uring
 in 

the b
ackg

ro
und

. It w
as an o

ffice d
ay 

fo
r Sally, and

 w
hile she enjo

yed
 the 

chance to
 see co

lleag
ues o

nce a  
w

eek, she g
ro

aned
 as she tho

ug
ht 

ab
o

ut selecting
 a sm

art suit to
 w

ear. 
N

ig
el w

as the cheery o
ne in the 

m
o

rning
, and

 he hum
m

ed
 as he 

slip
p

ed
 into

 a p
air o

f jeans and
 a  

shirt to
 w

alk the child
ren to

 scho
o

l. 

U
pstairs Ben and A

ndy w
ere squabbling as usual, in that 

affectionate yet irritated tone that tw
ins often seem

 to adopt. 
W

hile they looked forw
ard to each day at the A

cadem
y, it 

w
asn’t on to let the parents or each other know

 that, and so 
they com

plained as they got ready. D
ow

nstairs, N
igel found 

fresh m
ilk, bread and eggs on the doorstep, delivered from

 
the local shop by pedi-cab each m

orning. A
fter a hurried 

breakfast together, the fam
ily all left the house, w

ith Sally 
rushing to catch the tram

 and N
igel and the boys w

alking the 
ten m

inutes to school.

Sally’s guided bus trip to the station w
as uneventful. It w

as 
standing room

 only, but for a ride of less than 15 m
inutes, 

that w
asn’t a problem

. She hurried to the platform
 to catch 

the express to London on the M
ain Line. It cost a bit m

ore to 
take the high-speed but the 30 m

inute journey tim
e m

ade 
it w

ell w
orth the expense. The 200 m

ile per hour trains w
ere 

show
ing their age, having been introduced in 2015, but 

replacem
ent train sets w

ere supposedly being introduced 
next year, reducing the journey tim

e to 20 m
inutes. It w

asn’t 
so bad, as she only had to endure the com

m
ute once a w

eek 
on office days. She had tim

e for a cup of tea before the train 
pulled into King’s C

ross, and then she had to jum
p a tram

 
dow

n to the C
ity.

 
�}i�Ê>�`ÊÌ�iÊL�ÞÃÊÜ

>��i`ÊÌ�À�Õ}�ÊÌ�iÊ��}�ÌÊ`À�ââ�iÊÌ�ÊÌ�iÊ
school, w

hich w
as located at the neighbourhood centre next  

to theirs. A
fter saying good-bye at the playground, N

igel 
stopped in at the neighbourhood clinic, located in the 
sam

e com
plex, for his physical therapy session. Back at the 

house, N
igel stepped out back to the studio at the back of 

their garden. W
hen they had bought the house, they had 

considered the live-w
ork option, w

ith ground floor office and 
house upstairs, but had opted for the separate studio space 
in the back. N

igel som
etim

es saw
 clients at hom

e and he 
preferred them

 to enter through the m
ew

s door. A
nd the sm

all 
apartm

ent upstairs generated som
e extra incom

e. H
is C

A
D
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technician w
as just logging into the office system

, and N
igel 

stopped to look at the changes his partner in M
um

bai had 
m

ade to the plans overnight. They had a design review
 that 

m
orning w

ith the client.

Sally’s tram
 ride to her office off H

olborn w
as quick as 

London’s congestion charge had been succeeded by the 
controversial central London peak period personal car ban 
in 2020. The tram

s autom
atically triggered the signals, and 

took precedence over the black taxis, electric scooter and 
tricycles and bicycles that now

 ruled London’s streets.

Ben and A
ndy’s school day included a virtual lecture by 

one of the curators at The British M
useum

. They’d been 
studying Egypt that w

eek, and so it w
as w

icked to see and 
sm

ell the m
usty odour of the m

um
m

ies through the Virtual 
Reality (VR) kit. A

fter lunch it w
as a sports day, and they 

enjoyed the track and field com
petition. N

igel m
et them

 at 
the end of the school day, and they w

alked together to the 
park at the edge of their neighbourhood for the tw

ins footie 
practice. N

igel took the opportunity to put in a good 40 
m

inutes pulling w
eeds in the fam

ily’s allotm
ent nearby. H

e 
picked som

e rocket and som
e early peas for dinner. O

n the 
w

ay hom
e they stopped at the butchers for som

e sausages 
as w

ell.

The tw
ins w

ere finishing their hom
ew

ork on the com
puter 

w
hen Sally returned from

 w
ork. She’d w

orked late and 
had to settle for w

arm
ed up dinner, but the fam

ily joined 
her for pudding and hot chocolate. O

ver their drinks they 
discussed the plans for their sum

m
er holiday. The children 

w
anted to go back to N

ew
quay for a w

eek on the beach, 
but N

igel favoured a high-speed train trip to the south 
of France, pointing out the carbon allotm

ent for the very 
efficient high-speed train w

as only a little greater than the 
older trains to the Southw

est. In the end Sally voted w
ith 

the children for surfing in C
ornw

all.
 

A
fter quick baths, the children got to bed. N

igel had a late 
video conference call w

ith his partner Vivendra in M
um

bai, 
to go over the decisions reached in the m

eeting w
ith the 

client, and discuss w
here he’d left the design by the end of 

the day. They hoped to have the next subm
ission ready for 

review
 by the end of the w

orkday in India. W
hile N

igel w
as 

on the call, Sally did the carbon tallies for the last m
onth, 

and authorised the electronic paym
ent from

 their account. 
They w

ere w
ell w

ithin their budget for the m
onth, and in 

fact w
ere on track for a rebate from

 their energy coop if 
they didn’t blow

 the budget w
ith holiday travel, or through 

overuse of household appliances.

Sally and N
igel signed off their respective com

puters and  
w

ere off to bed, as the house autom
atically pow

ered dow
n  

for the night. 

H
ow

 w
e g

ot there
A

 low
 carbon day in 2025 w

ill be m
uch like a high carbon 

day in 2008. Technology w
ill have increm

entally im
proved, 

and cleaner technologies are in m
uch w

ider use than in 
2008, but there hasn’t been a technological breakthrough or 
radical change, except in the w

ay w
e behave. A

nd the w
ay 

w
e behave hasn’t changed that m

uch: fam
ilies still squabble, 

people still grum
ble abut overcrow

ded trains and still skate 
too close to the edge w

ith household budgets—
and they 

look for w
ays to beat the system

. W
hat has changed is that 

people are w
illing to change: prom

pted by an econom
ic 

system
 that m

akes w
asting energy personally expensive and 

a set of convenient and pleasurable green choices.

The collapse of the truckers and farm
ers protests in 2009, 

coupled w
ith a grow

ing aw
areness in the business com

m
unity 

that responding to the environm
ental crisis could be 

profitable, led to a braver politicians. By 2009 governm
ent 

realised that it couldn’t have its cake and eat it too; that 
a strong carbon credit and charging system

 had to be 
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accom
panied by an effort to link planning and developm

ent 
choices w

ith investm
ent in greener transport and energy 

infrastructure. The Q
ueen’s Speech in 2009 proposed the 

first post-carbon budget for the U
K, and this tim

e it w
as clear 

that the governm
ent had decided to stick w

ith it, no m
atter 

the consequences. O
nce it w

as clear that the party in pow
er 

w
asn’t going to back dow

n the other parties cam
e along 

as w
ell, and the carbon charging and national road pricing 

program
m

es w
ere adopted. 

H
ousehold and corporate carbon budgets w

ere w
idely 

adopted and the new
 A

ccounting for Sustainability corporate 
reporting standards w

ere a required part of all annual 
statem

ents across the public, private and N
G

O
 sectors. 

O
n the planning and developm

ent side, it becam
e illegal 

to build an urban or suburban house m
ore than 400 m

etres 
from

 a bus stop w
ith frequent service. A

ll new
 grow

th 
allocations w

ere accom
panied w

ith an assessm
ent against 

land value for the construction of green infrastructure: tram
s, 

rapid buses, bikew
ays and interchange im

provem
ents, as 

w
ell as renew

able energy and sustainable drainage and 
along w

ith an increase in density to m
ake the infrastructure 

feasible. N
ew

 cost benefit analyses for local transport 
schem

es factored in developer contributions to local and 
regional public transport as w

ell as fully accounting for 
avoided em

issions, and the principle of the m
ixed-use 

w
alkable neighbourhood as the core of the accessible region 

becam
e not just policy but practice.

U
biquitous sm

art card technology allow
ed for tim

e of day 
congestion charging in all the m

ajor cities, w
ith the funds used 

to m
atch developer contributions for green transport schem

es 
for public transport, w

alking and cycling. H
om

e-based w
ork 

flourished as a result, and it becam
e popular for business to 

offer em
ploym

ent packages for such w
ork, w

ith one or tw
o 

days per w
eek in the office, and the rest w

orked at hom
e or in 

satellite w
ork centres w

hich sprang up in bookshops and cafes 
across the country. Em

ployers offered incentive program
m

es 
w

ith banks and building societies for the conversion of garages 
and lofts into accessory units and w

orkspaces to encourage 
the trend, and em

pty upper storey space above retail w
as 

converted to flats, reducing the need for new
 construction.

The opening of the high-speed service into St Pancras Station 
opened up the eyes of m

any in the U
K to the progress that had 

been m
ade on the C

ontinent in the provision of high quality, 
high-speed intercity rail service, and the evident econom

ic 
benefits for business travellers becam

e evident as w
ell. The 

overall quality and attention to consum
er experience contrasted 

sharply w
ith high prices, overcrow

ding and unreliability in the 
British rail system

, and a popular consensus began to dem
and 

im
provem

ents in service. The Trans-British N
etw

orks w
ere 

announced as a com
plem

ent to the Trans European N
etw

orks 
in the 2009 m

essage as w
ell, w

ith a new
 high-speed alignm

ent 
north, as w

ell as high-speed service to C
ardiff from

 London. 
C

opying the exam
ple of Sw

iss Rail, high-speed trains now
 run 

on the half hour and hour in every m
ajor British city.

The advent of the aviation carbon charging schem
e and the 

individual carbon budget sounded the death knell for cheap 
air travel, and as high-speed rail across the C

ontinent and 
w

ithin the British Isles becam
e m

ore prevalent, there w
as a 

m
ode shift for journeys under three hours. Video conferencing 

w
as increasingly used for business m

eetings and fam
ilies 

began to take holidays closer to hom
e.

From
 the perspective of 2025, it is hard to see that it could 

have ended up any other w
ay. C

hange w
as necessary, and 

hum
ans have alw

ays adjusted. M
any of the changes feared in 

2008 ended up adding to our quality of life here in the U
K, 

and in fact w
e eat better, are healthier and have just as m

any 
choices as those turn of the century people: they are just 
different choices!

A VISION
 FOR TRAN

SPORT AN
D
 N

EIGH
BOU

RH
OOD

S IN
 2025



TRAN
SPORT AN

D
 N

EIGH
BOU

RH
OOD

S
16

17

THE VIEW
 FROM

 HERE:  
TRANSPORT TODAY

The d
aily life o

f the fictio
nal Seym

o
ur 

fam
ily in 2025 co

ntrasts sharp
ly w

ith the 
averag

e B
ritish ho

useho
ld

 exp
erience 

w
ith transp

o
rt and

 co
m

m
uting

 in 2008, 
altho

ug
h the seed

s o
f the transfo

rm
atio

n 
m

ay have alread
y b

een p
lanted

.

In p
resent d

ay U
K

, the averag
e fam

ily’s 
transp

o
rt and

 energ
y co

nsum
p

tio
n is 

am
o

ng
 the hig

hest in the w
o

rld
, b

ehind 
that o

f the U
nited

 States and
 A

ustralia, 
b

ut ahead
 o

f m
o

st o
ther co

untries.

In 2006, there w
ere 33.7 m

illio
n licensed 

d
rivers in the U

K
, and

 33.4 m
illio

n 
licensed

 m
o

to
r vehicles. Fo

r m
any 

d
ecad

es, transp
o

rtatio
n analysts w

arned 
o

f the eco
no

m
ic im

p
act o

f the saturatio
n 

o
f the d

o
m

estic auto
 m

arket as the ratio 
o

f d
rivers to

 cars neared
 o

ne to
 o

ne.  

But the nation has already reached the supposed saturation 
point, and the num

ber of vehicles ow
ned has continued to 

grow
 steadily—

by 70 per cent betw
een 1980 and 2006. 

N
ow

 cars are seen as lifestyle objects, and m
any of us 

appear to require m
ultiple vehicles for our m

any faceted 
lives. In 2005, 75 per cent of all households had access 
to at least one car, and 25 per cent of all households had 
access to at least tw

o cars. The w
ealthier a household is 

the m
ore vehicles it ow

ns. 

D
uring

 the last 25 years, the country has exp
erienced 

a continued
 exp

losion in car use, p
articularly in the 

1980s, w
hen car traffic g

rew
 from

 215 m
illion vehicle 

kilom
etres travelled

 to over 300 m
illion. G

row
th in 

d
riving

 slow
ed

 after 1990, b
ut b

etw
een 1980 and

 2006, 
car use g

rew
 b

y 87 p
er cent, from

 215 m
illion vehicle 

kilom
etres to 402 m

illion kilom
etres. There w

as a d
rop 

in travel in 2004–2005, b
ut b

etw
een 2005 and

 2006, 
car traffic g

rew
 ag

ain.

Transp
ort is a g

row
ing

 p
art of the clim

ate chang
e 

p
rob

lem
. A

s em
issions from

 other sectors of the 
econom

y have d
eclined

 in recent years, transp
ort’s 

carb
on em

issions have continued
 to g

row
 from

 14 
p

er cent of the U
K

’s C
O

2  em
issions in 1980 to 23 p

er 
cent b

y 1997. A
ccord

ing
 to the U

K
’s Environm

ental 
A

ccounts, household
 use of p

rivate vehicles accounted 
for 40 p

er cent of g
reenhouse g

as em
issions in the 

transp
ort sector in 2005, having

 seen a 12 p
er cent 

increase since 1990. Road
 freig

ht transp
ort em

issions 
have g

row
n b

y 38 p
er cent over the sam

e p
eriod

. 

A
utom

ob
ile b

y-p
rod

ucts includ
ing

 b
rake and 

tyre p
articulates, air toxins and

 p
ollutants and 

road
 chem

icals, run off into g
round

w
ater and

 are 
increasing

ly acknow
led

g
ed

 as a m
ajor source of b

oth 

TH
E VIEW

 FROM
 H

ERE: TRAN
SPORT TOD

AY
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g
round

 and
 surface w

ater p
ollution. A

nd
 im

p
ervious 

surfaces p
revent rainw

ater from
 p

ercolating
 into 

g
round

w
ater, lead

ing
 to increased

 levels of runoff into 
canalised

 river system
s, and

 increasing
 flood

ing
 risk.

A
lthoug

h the num
b

er of p
eop

le killed
 or seriously injured 

in road
 accid

ents has d
eclined

 sig
nificantly since 1980, 

d
ue p

rim
arily to safer vehicles, 31,845 p

eop
le w

ere killed 
or seriously injured

 in the U
K

 in 2006. 

The recent U
K Foresight Tackling O

besities: Future C
hoices 

report by the G
overnm

ent O
ffice for Science and Technology 

looked at the alarm
ing rise in the incidence of obesities in 

the U
K, concluding that by 2050 60 per cent of adult m

en, 50 
per cent of adult w

om
en and about 25 per cent of all children 

under 16 could be obese, leading to increased chronic 
disease risk from

 diabetes, stroke and coronary disease and 
econom

ic costs to society and business of over £49 billion in 
today’s currency. The report concluded: 

 
 hum

an b
iolog

y is b
eing

 overw
helm

ed
 b

y the 
effects of tod

ay’s ob
ese-og

enic environm
ent, w

ith 
its ab

und
ance of energ

y d
ense food

, m
otorised 

transp
ort and

 sed
entary lifestyles. 5

Ind
eed

, althoug
h d

octors recom
m

end
 30 m

inutes of 
m

od
erate p

hysical activity p
er d

ay, the actual am
ount  

of tim
e B

ritons sp
end

 w
alking

 and
 cycling

 has d
eclined 

from
 12.9 m

inutes in 1995–1996 to 11.8 m
inutes in  

2005–2006, a d
ecrease of eig

ht p
er cent in just a d

ecad
e.  

The Foresight rep
ort conclud

ed
 that there m

ig
ht b

e a  
w

in-w
in solution:

 
 M

any clim
ate chang

e g
oals w

ould
 also help 

p
revent ob

esity, such as m
easures to red

uce traffic 
cong

estion, increase cycling
 or d

esig
n sustainab

le 
com

m
unities. 6

6 U
K Foresight 

Program
m

e Tackling 
O

besities: Future 
C

hoices, p. 5

5 U
K Foresight 

Program
m

e Tackling 
O

besities: Future 
C

hoices, The 
G

overnm
ent O

ffice 
for Science and 
Technology, 2007, 
sum

m
ary, p. 2

Sig
ns o

f C
hang

e
A

ll is not g
loom

 and
 d

oom
, how

ever. In the p
ast d

ecad
e 

it is p
ossib

le to see that p
rog

ress has b
een m

ad
e in 

d
ealing

 w
ith the social and

 environm
ental im

p
acts of our 

transp
ortation system

, and
 d

oing
 so in a w

ay that d
elivers 

econom
ic b

enefits. W
hile the overall trend

s m
ay not yet 

b
e p

ositive g
overnm

ent urb
an p

olicy has b
eg

un to realig
n 

around
 sustainab

le new
 com

m
unities; Lond

on has led
 the 

w
ay in shifting

 consum
ers tow

ard
 p

ub
lic transp

ort, w
alking 

and
 cycling

; there is a Europ
e w

id
e trend

 tow
ard

 increased 
intercity p

asseng
er rail travel; and

 there is som
e evid

ence of 
a d

ecoup
ling

 of econom
ic g

row
th from

 its long
 relationship 

w
ith g

row
th in travel b

y car.

C
hang

ing
 U

rb
an P

olicy
A

 num
ber of forces cam

e together in the 1990s to bring about 
a change in governm

ent policy tow
ard new

 developm
ent: the 

success of the Prince of W
ales’ developm

ent at Poundbury and 
the grow

ing influence of the U
rban Villages Forum

 sponsored 
by Business in the C

om
m

unity, the report from
 the U

rban Task 
Force by Lord Richard Rogers of Riverside, and the grow

ing 
influence of the N

ew
 U

rbanism
, a U

S-based design m
ovem

ent 
cham

pioned here by form
er D

eputy Prim
e M

inister John 
Prescott. 7 A

ll of these diverse forces prom
oted a return to m

any 
of the design attributes of the traditional city, and aw

ay from
 

the car dom
inated, functionally separated m

odel encouraged 
by governm

ent in the post-w
ar period. The diagram

 on the 
next page graphically depicts the tw

o developm
ent and road 

netw
ork paradigm

s.

The differences can be characterised in this w
ay:

UÊ
Ê/�iÊÃÕLÕÀL>�Ê�

�`i�ÊÀi��iÃÊÕ«��Ê«�ÞÃ�V>�ÊÃi«>À>Ì���Ê�vÊ
differing uses—

houses, shops, schools and w
orkplaces—

��Ì�ÊÃi«>À>ÌiÊâ��iÃ]Ê>�`ÊÕÃiÃÊ>ÊÀ�>`Ê�iÌÜ
�À�ÊL>Ãi`Ê

upon cul-de-sacs and channelling through traffic onto 
a lim

ited set of higher capacity routes. This increases 

7 Tow
ards an U

rban 
Renaissance: Final 
Report of the U

rban 
Task Force, London: 
E&

FN
 Spon, 1999
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distances betw
een activities and forces reliance upon the 

m
otor vehicle for m

ost trips. B
uildings are separated by 

parking lots and the streets are faced w
ith parking, further 

disadvantaging the pedestrian and cyclist.
 UÊ

Ê-ÕÃÌ>��>L�iÊÕÀL>��Ã�
ÊÀi�iVÌÃÊÌ�iÊ��Ì���Ê�vÊ

segregating uses and instead m
ixes housing, shops, 

schools and w
orkplaces into w

hat is called the 
w

alkable neighbourhood—
w

ith shops and higher 
density activities on the m

ain street and all uses 
interconnected by a perm

eable and w
alkable street 

netw
ork. D

aily needs should be accessible w
ithin a 

five-m
inute w

alk.

These principles have been enshrined into governm
ent policy 

through Planning Policy G
uidance, and are increasingly im

bedded 
into standards such as those prom

oted by the C
om

m
ission 

for A
rchitecture and the Built Environm

ent and sustainability 
checklists developed by the Building Research Establishm

ent w
ith 

several of England’s Regional D
evelopm

ent A
gencies.

Pioneering projects such as Poundbury, the Prince of W
ales’ ow

n 
developm

ent w
ith the D

uchy of C
ornw

all in D
orset, w

hich w
ill 

accom
m

odate 5,000 people, and already has 700 people w
orking 

and 1,200 people living there, have show
n that m

ixed-use, m
ixed-

incom
e developm

ents centred on w
alkable neighburhoods can 

succeed in the m
arketplace. Poundbury challenged conventional 

paradigm
s for street design, reducing w

idths and sight distance, 
elim

inating road signs and forcing drivers to respond to the urban 
environm

ent rather than tailoring the urban environm
ent solely for 

the car. Its innovations and sim
ilar efforts by English Partnerships 

w
ith The Prince’s Foundation at U

pton and elsew
here, have 

inform
ed the D

epartm
ent for Transport’s new

 M
anual for Streets, 

w
hich incorporates m

any of these ideas. 8

A
 step beyond the notion of the reintroduction of the 

w
alkable street netw

ork is the idea of public transport 
orientated developm

ent, w
hich argues for concentrating new

 
developm

ent around new
 railw

ay or tram
 stops. London’s 

Passenger Transport A
ccessibility Level (PTA

L) approach 
to allocating housing near areas of high public transport 
accessibility reflects m

any of these ideas. G
uidelines for 

transport-orientated developm
ent have been developed by 

m
yself and colleagues in a U

S-focused publication called 
N

ew
 Transit Tow

n. 9 This 2004 book docum
ents the boom

 in 
construction of new

 tram
, rapid bus and com

m
uter railw

ay 
system

s in the U
S. 37 of the 40 largest cities are building 

new
 railw

ay services at the present tim
e—

as a fram
ew

ork 
for accom

m
odating m

etropolitan area grow
th. Voters in 

D
allas, Texas, D

enver, C
olorado and C

harlotte, N
orth C

arolina 
have all voted to tax them

selves to build new
 rail and guided 
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E VIEW

 FROM
 H

ERE: TRAN
SPORT TOD

AY

8 M
anual 

for Streets, 
D

epartm
ent for 

Transport, M
arch 

2007

9. D
ittm

ar, H
ank 

and G
loria O

hland, 
N

ew
 Transit Tow

n, 
W

ashington, D
C

: 
Island Press, 2004
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bus system
s to create highly accessible green netw

orks to structure 
regional grow

th. In this country, the N
orthstow

e “eco-tow
n” outside 

C
am

bridge, prom
oted by English Partnerships and designed by 

A
rup, is aligned around a rapid bus system

, as is the Sherford N
ew

 
C

om
m

unity, designed by The Prince’s Foundation and Paul M
urrain. 

Sherford, an extension to Plym
outh on the edge of the South H

am
s, 

w
ill eventually accom

m
odate 5,500 affordable and m

arket rate 
hom

es, a traditional high street and em
ploym

ent w
ithin four w

alkable 
neighbourhoods. A

n analysis of accessibility ensured that daily needs 
could be accessed w

ithin a five m
inute w

alk, m
any other needs w

ithin 
a ten m

inute w
alk, and other activities could be accessed by rapid, 

convenient public transport. It is organised around green infrastructure 
including sustainable urban drainage, green corridors to a county park 
w

hich include flyw
ays for bats, a serious com

m
itm

ent to renew
able 

energy and energy conservation in building, and local sourcing and 
food strategies. Sherford w

ill be built according to a tow
n code, 

ensuring that the streets w
ill rem

ain w
alkable, build quality w

ill be high 
and m

aster-plan com
m

itm
ents w

ill be follow
ed.

A
 significant opportunity for such public transport orientated 

developm
ent also exists at the Ebbsfleet C

hannel Tunnel Rail Link 
station, both around the station and at the adjacent Eastern Q

uarry 
developm

ent. The potential for transport orientated developm
ent 

is hindered, how
ever, by the lack of financing tools for constructing 

this kind of new
 infrastructure at the local or regional level and the 

reluctance of central governm
ent to consider anything other than 

narrow
 cost-benefit criteria related to travel w

hen assessing new
  

transport projects.

A
 Look at London

London has been in the forefront of cities dealing w
ith sustainable 

transportation globally, largely due to form
er M

ayor Ken Livingstone’s 
leadership in proposing congestion pricing, and in using the funds 
generated by pricing to im

prove London’s bus services. A
t the sam

e 
tim

e, London has England’s m
ost w

idespread and accessible public 
transport, its areas of greatest density and a street netw

ork that 
precedes the developm

ent of the suburban cul-de-sac system
.

TH
E VIEW
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SPORT TOD
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Streets at Poundbury 
in D

orset (Photos: 
Richard Ivey for the 
Prince’s Foundation)
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10 N
ational 

Statistics and 
D

epartm
ent for 

Transport, Regional 
Transport Statistics, 
2006 Edition, p. 15

O
ne only needs to com

pare the share of total trips by public 
transport in London w

ith other British cities to learn that G
reater 

London is starting from
 a m

uch higher base. In the U
K as a 

w
hole, tw

o thirds (64 per cent) of all trips are taken by car, as 
com

pared to London, w
here less than half of all trips (43 per 

cent) are m
ade by car. 

For C
entral London, the public transport share is even greater, 

w
ith only nine per cent of w

ork trips to C
entral London being 

m
ade by car, despite the fact that C

entral London w
ork journeys 

continue to increase. In fact, the num
ber of people entering 

C
entral London by car has fallen by 40 per cent since 1995, 

w
hile bus journeys have increased by 83 per cent. Rail use in 

London has increased as w
ell, particularly light rail use, w

hich 
has grow

n five-fold w
ith the introduction of the C

roydon tram
 

and extensions to the D
ocklands light railw

ay. 10

Bus use has been declining in m
ost regions across the 

U
K even as this turnaround in bus travel in London has 

occurred. A
ccording to the D

epartm
ent for Transport, m

ost 
regions have seen a decline in bus patronage, w

hile service 
kilom

etres have rem
ained steady over the last decade. The 

num
ber of households w

ithin 15 m
inutes of public transport 

service has declined over the last decade in a m
ajority of 

British regions as w
ell.

The answ
er to London’s surprising success in increasing bus and 

rail use seem
s to be sim

ple: the congestion charging schem
e 

has depressed car travel into C
entral London and generated 

revenue w
hich has allow

ed an increase in the provision of 
public transport services, as w

ell as im
provem

ent in cycling 
and pedestrian accessibility. A

t the sam
e tim

e, authority for 
m

ajor roads, public transport service levels and policy has 
been devolved, w

ith this funding capacity, to the G
reater 

London A
uthority. The London Plan has pushed up densities 

and pushed dow
n provision of car parking, as public transport 

provision has increased. A
s a result, the utility of the public 

TH
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transport and its accessibility have increased and users of the road 
netw

ork have begun to pay som
ething closer to the full costs of 

private transport by car.

The devolution of sim
ilar authority and funding capacity for public 

transport to the m
etropolitan scale across the U

K is a hotly debated 
topic, but at this tim

e im
provem

ents in public transport service 
are rare outside London, as the governm

ent is slow
 to invest in rail 

or tram
 projects, and bus services are run by com

petitive private 
com

panies w
ith little incentive to im

prove overall accessibility or 
cooperate w

ith local authorities. The ideology of privatisation has 
penetrated deeply into the public transport sector, and the public 
utility aspect has declined w

ith overall accessibility levels in m
ost 

British regions.

Trans-European N
etw

orks: A
 Revival of Rail Travel 

The long aw
aited arrival of the first Paris train into St Pancras 

Station in London aw
akened m

any to the renaissance in high-speed 
high-quality passenger rail service on the European C

ontinent. 
H

igh-speed rail service has becom
e a feature of daily life in London 

over the past decade w
ith G

erm
any’s IC

E trains, the Thalys service 
from

 Paris to Brussels and A
m

sterdam
 and high-speed Spanish 

services joining France’s fam
ous—

and grow
ing—

TG
V netw

ork. 
This expending netw

ork is reducing journey tim
es and im

proving 
connections all over Europe, and it is com

ing about as a result of 
European U

nion policy to designate Trans-European netw
orks.

The use of passenger rail has been grow
ing across the European 

U
nion, but the U

K rail patronage per inhabitant lags behind 
that of other leading European nations. G

erm
ans travel 865 rail 

passenger-kilom
etres per inhabitant each year, the French travel 

1,231 rail passenger-kilom
etres per person annually, w

hile the 
average the U

K resident travels only 674 rail passenger-kilom
etres 

per annum
. The average of EU

-nations surveyed is 812 passenger-
kilom

etres per annum
. It should be noted that rail travel per capita 

in the U
K is grow

ing, from
 592 passenger-kilom

etres in 1997 to 
674 in 2002, a 14 per cent increase. 11

11 Eurostat, 
Energy, Transport 
and Environm

ent 
Indicators, 2005 
Edition, p. 120
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The increase in inter-city rail travel is the result of efforts to 
im

prove services, and the extent of high-speed service on the 
continent is striking, especially w

hen com
pared to the U

K. 
N

ew
 high-speed trains on new

 or com
prehensively im

proved 
alignm

ents are com
m

on, as are im
provem

ents in capacity and 
running tim

es for regional services. In 2007, Europe’s high-
speed rail operators joined together in a program

m
e called 

“RailTeam
” to prom

ote interoperability and to prom
ote the 

netw
ork as a European netw

ork. The only portion of the British 
rail netw

ork participating is the link from
 Paris to London, as the 

RailTeam
 m

ap show
s.
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The governm
ent published its w

hite paper Tow
ard a Sustainable 

Transport System
 in July 2007, som

e m
onths before their transport 

proposals. The report counsels against m
oving tow

ard high-speed 
services before 2014, arguing that consum

ers value reliability over 
speed. Instead the governm

ent proposes increases in train and 
platform

 length to accom
m

odate m
ore passengers, and suggests 

that m
ajor plans to im

prove infrastructure be deferred until the 
future is m

ore clear, perhaps after 2014, arguing that: 
 

 
 

 it w
ould not be prudent to com

m
it now

 to ‘all-or-nothing’ 
projects, such as netw

ork-w
ide electrification or a high-

speed line, for w
hich the longer-term

 benefits are currently 
uncertain and w

hich could delay tackling the current 
strategic priorities such as capacity. 12 

W
hile it is clear that im

proving the perform
ance and capacity of 

existing services is critical—
and netw

ork perform
ance is vital as 

Railtrack cause over half of all delays—
achieving a step change 

in rail use and a shift from
 short distance air travel and car use 

to rail travel w
ill necessitate integrated thinking and planning. 

The trend is clearly tow
ard rail travel, as the governm

ent 
acknow

ledges: “Rail has seen dem
and grow

 by 40 per cent in 
the last ten years, and a further 30 per cent grow

th is projected 
for the next ten years on the base scenario. Taking the tw

o 
decades together, dem

and w
ill have grow

n by over 80 per 
cent. In fact, in the last decade the rail system

 has regained all 
of the passengers it lost in the 40 years since Beeching’s cuts to 
the rail netw

ork in the 1960s. Early in 2008, it w
as announced 

that rail travel in England had reached an all tim
e high. It is 

interesting that this increase in rail travel has happened in a 
period w

hen the costs of m
otoring have declined in real term

s 
and the costs of rail travel have increased by over 40 per cent.

W
hile the governm

ent defers spending and even planning until 
the future becom

es clear, governm
ents all over the w

orld are 
investing in m

ajor im
provem

ents to railw
ay services.

12 Tow
ard a 

Sustainable 
Transport System

, 
D

epartm
ent for 

Transport, July 
2007, p. 11
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THE TRANSPORT  
POLICY LANDSCAPE

The g
ap

 b
etw

een the p
resent and

 o
ur 

visio
n fo

r 2025 w
ill o

nly b
e clo

sed
 b

y 
p

o
licy refo

rm
s, and

 this C
hap

ter seeks 
to

 assess recent p
ro

g
ress in m

aking
 the 

p
ro

fo
und

 shifts in p
o

licy req
uired

 to
 g

et 
to

 a lo
w

 carb
o

n netw
o

rked
 transp

o
rt 

future. M
uch o

f the research b
ackg

ro
und 

is in p
lace, and

 m
any o

f the p
o

licies as 
w

ell, b
ut there rem

ains a fund
am

ental 
d

isco
nnect b

etw
een hig

h-level p
o

licy 
and

 p
ractice. A

 lo
o

k at fo
ur recent 

p
o

licy d
o

cum
ents reveals ho

w
 m

ud
d

led 
o

ur thinking
 is ab

o
ut sustainab

le 
co

m
m

unities and
 transp

o
rt.

The Stern Review
: The Econom

ics of C
lim

ate C
hange

Perhaps the m
ost influential review

 in the past few
 years has 

been Sir N
icholas Stern’s report on clim

ate change and the 
econom

y. The Stern Review
 had a m

ajor im
pact on thinking 

abut clim
ate change for it lodged tw

o argum
ents: first, that 

the econom
ic consequences of failing to act quickly w

ith 
respect to clim

ate change w
ould be disastrous, but secondly 

that acting quickly could lead to positive econom
ic returns. 

Stern argued for a m
ix of actions: the introduction of carbon 

m
arkets to set a price for carbon, technology introduction, 

but also the rem
oval of barriers to effective im

plem
entation. 

In particular Stern cited the need for regulation, better 
inform

ation and financing.

Stern pointed out that m
arket im

perfections created m
ajor 

obstacles to the im
plem

entation of m
itigation m

easures, and 
noted that individuals and firm

s do not alw
ays act to m

ake 
the m

ost cost-effective decisions and choices. In particular he 
cited the need for im

proved building regulation, advice the 
governm

ent has already taken to heart, w
ith the com

m
itm

ent 
Ì�ÊâiÀ�ÊV>ÀL��Ê���

iÃÊLÞÊÓä£È°Ê7
�Ì�ÊÀiÃ«iVÌÊÌ�ÊÌÀ>�Ã«�ÀÌÊ>�`Ê

developm
ent, The Stern Review

 notes that:

 
 Spatial and strategic planning can affect patterns of 
energy consum

ption. H
igher density urban environm

ents, 
for exam

ple, typically consum
e less energy for transport 

and in buildings. In addition, land use controls such as 
restrictions on the availability and pricing of parking 
Ã«>ViÃ]ÊÌ�iÊÕÃiÊ�vÊ«i`iÃÌÀ�>�Êâ��iÃÊ>�`Ê«>À�ÃÊ>�`Ê�>�`Ê
ÕÃiÊâ��>�ÊÃÌÀ>Ìi}�iÃÊ­��V�Õ`��}ÊV��}iÃÌ���ÊV�>À}��}®]Ê
have the potential to support integrated public transport 
to reduce the use of private m

otor vehicles. 13 

Stern thus calls for actions to “prom
ote efficiency through 

strategic coordination of key m
arkets, for exam

ple by reducing 
long-run transport dem

and through integrated land-use 
planning and infrastructure developm

ent.”
14 

13 Stern, N
icholas, 

The Econom
ics of 

C
lim

ate C
hange, 

The Stern Review
, 

C
am

bridge: 
C

am
bridge 

U
niversity Press, 

2001, p. 384

14 Stern Review
, 

2006, p. 381
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The Barker Review
 of Land U

se Planning
H

ard on the heels of Sir N
icholas Stern’s review

 of the econom
ics 

of clim
ate change cam

e econom
ist Kate Barker’s review

 of land use 
planning and the m

arket, issued in D
ecem

ber 2006. The Barker 
Review

 exam
ined the role of the planning system

 and recom
m

ended 
a num

ber of steps aim
ed at im

proving its efficiency, transparency 
and using it to deliver ‘sustainable econom

ic objectives’. Early on in 
the report Barker notes: “planning plays a role in the m

itigation of 
and adaptation to clim

ate change, the biggest issue faced across 
all clim

ate areas.”
15 Barker’s report proposes that rather than local 

authorities being responsible for determ
ining w

hether there is a 
need for a proposed developm

ent, developers m
erely need to 

dem
onstrate there is dem

and for the developm
ent, effectively 

reversing the presum
ption inherent in British planning law

 since the 
passage of the Tow

n and C
ountry Planning A

ct in 1948.

A
s soon as Barker brings up clim

ate adaptation and m
itigation, 

how
ever, she dism

isses it as irrelevant, except for speeding the 
perm

itting of renew
able energy installations. In a direct conflict w

ith 
The Stern Review

, The Barker Review
 concludes that:

 
 In this context it is im

portant that the planning system
 not 

be asked to bear a disproportionate w
eight of the overall 

approach to this issue. In term
s of transport em

issions, for 
exam

ple, the evidence on the link betw
een urban form

 and 
em

issions is com
plex and contested, w

hile planning often 
influences behaviour, requiring a site to be accessed by public 
transport does not m

ean that it w
ill in fact be accessed that  

w
ay…

. Pricing m
echanism

s, on the other hand, could result  
in w

idespread behavioural change even in the short term
, and 

do so in a direct w
ay by altering incentives. They m

ay therefore 
be m

ore efficient and effective tools for m
itigating clim

ate 
change im

pact. 16 

Stern argues for a m
utually reinforcing and holistic regim

e that 
backs pricing signals and technology introduction w

ith regulation, 
better inform

ation to aid m
arket decisions and financing. Barker 

15 Barker Review
 of 

Land U
se Planning, 

D
epartm

ent of 
C

om
m

unities and 
Local G

overnm
ents, 

2006, p.3

16 Barker Review
, 

p. 34

prefers to rely on m
arket signals alone and dism

isses applying the 
Stern proposals to the planning system

s. W
ith respect to Stern’s 

proposal for coordination of planning w
ith infrastructure investm

ent, 
by directing grow

th to areas w
here public transport investm

ent 
is planned—

he cites the C
hinese exam

ple of D
ongtan—

Barker 
m

erely cites the need for expedited approval of m
ajor transport 

schem
es through an independent com

m
ission.

The Eddington Transport Study
Sir Rod Eddington’s review

 of transport’s role in sustaining the U
K’s 

productivity and com
petitiveness w

as released in 2007, and seeks 
to underpin the governm

ent’s approach to delivering a sustainable 
transport system

. Eddington unabashedly puts com
petitiveness 

and productivity at the top of the sustainability pyram
id, reducing 

the environm
ent and social dim

ensions to secondary roles. H
e 

concludes that the U
K transport system

 “provides the right 
connections, in the right places, to support the journeys that  
m

atter in term
s of econom

ic perform
ance”. 17 

Eddington approvingly cites The Stern Review
, and indeed Sir 

N
icholas Stern chaired the A

cadem
ic Friends group convened 

to assist Sir Rod Eddington w
ith the report. In the context of the 

environm
ent, Eddington proposes that all environm

ental costs 
and benefits be analysed in m

aking transport decisions, and the 
report attem

pts to develop a fram
ew

ork for doing so that review
s 

available policy choices.

Eddington focused upon im
proving the perform

ance of the  
existing system

, rather than building m
ajor new

 infrastructure, 
based on rate of return on investm

ent m
easures across a series 

of studies of m
ajor schem

es. H
e favours targeted infrastructure 

investm
ent w

here high returns can be dem
onstrated, and 

em
phasises congestion m

itigation rather than new
 connections. 

N
otably exem

pted from
 Eddington’s critique of big projects—

w
hich 

seem
 m

ainly to refer to rail and urban public transport schem
es—

are a num
ber of trunk road im

provem
ents and investm

ents in 
airport and port infrastructure.

17 Eddington 
Transport Study, 
H

M
 Treasury and 

D
epartm

ent for 
Transport, 2007, 
p. 3
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The report tends to favour sm
all projects over large ones, noting w

ith 
EF Schum

acher that “sm
all is beautiful”, and suggests that projects 

focused upon w
alking and cycling can deliver positive returns due to 

their environm
ental benefits. A

long w
ith Barker, Eddington proposes 

a national Independent Planning C
om

m
ission to expedite decisions 

on m
ajor projects.

In looking at the relationship betw
een transport and the econom

y, 
Eddington puts it sim

ply: 

 
 the relationship betw

een transport dem
and and G

D
P grow

th in 
the post-w

ar years, illustrates clearly the very close relationship 
betw

een transport and grow
th. 18 

Eddington notes, how
ever, that these historic relationships w

ere 
largely driven by the provision of the system

—
and I w

ould argue by 
the shift tow

ard personal autom
obile travel—

and that as the system
 

m
atures, com

plex m
icroeconom

ic drivers com
e into play. These 

include increased need for reliability due to just-in-tim
e logistics, the 

role of urban transport in supporting agglom
eration, and the role 

of transport in supporting international trade. I w
ill argue later that 

these enable us to decouple G
D

P from
 increased use of the transport 

system
, and that it is possible to im

prove the econom
y w

ithout 
increasing Vehicle Kilom

etres Travelled.

Eddington’s view
 that environm

ent and social factors are externalities 
rather than core pillars of a sustainable society colours his approach, 
how

ever, for he never addresses the need to fundam
entally increase 

the m
ode shares for the greener m

odes of rail, subw
ay, bus, w

alking 
and cycling. A

nd w
hile Eddington proposes that the governm

ent 
ought to direct new

 housing to areas of existing transport capacity, 
he never proposes a m

ore strategic approach that w
ould increase 

public transport capacity in order to facilitate increased developm
ent 

w
here it can be accom

m
odated in a sustainable m

anner. For 
Eddington, try as he m

ight to shed it, is still locked in the m
odel of 

transport responding to dem
and generated by the econom

y. For 
exam

ple, he view
s road pricing principally as a tool for dealing w

ith 

18 Eddington 
Study, p. 14

congestion, arguing that from
 a congestion perspective, a national 

system
 needs to be in place by 2015, but doesn’t address its value 

in actually reflecting environm
ental costs and creating a m

ode shift 
to public transport. 

Tow
ards a Sustainable Transport System

19

In O
ctober 2007, Secretary of State for Transport Ruth Kelly 

introduced the governm
ent’s response to The Eddington Study 

and The Stern Review
. W

ith respect to Stern, the subm
ission to 

Parliam
ent points out that Stern has dem

onstrated that action  
on clim

ate change is not only necessary but also attractive, and 
refers readers to the forthcom

ing C
lim

ate Bill. W
ith respect to 

Eddington, the lesson learned by governm
ent is that new

 cross-
country links are not needed, but that targeted investm

ent can 
produce attractive returns.

The governm
ent has set tw

in m
ajor goals, w

ith the econom
y com

ing 
first. The transport system

 should m
axim

ise the com
petitiveness 

and productivity of the econom
y, through effectively using existing 

netw
orks, m

aking target investm
ents and delivering im

provem
ents 

m
ore effectively by im

proving decision m
aking, speeding approval 

and reform
ing planning. The second transport goal is to deal 

w
ith clim

ate change, by putting a price on carbon, by investing in 
Research and D

evelopm
ent and by rem

oving barriers by im
proving 

urban design and providing good public transport. Three further 
goals are proposed: safety, security and health, im

proved quality of 
life and im

proved equality of opportunity.

W
hile the paper is positioned as the integration of The Stern Review

 
and The Eddington Study w

ith respect to transport, it is notable 
that the econom

y com
es first, and that the presum

ption rem
ains 

that transport helps the econom
y by prom

oting m
obility. From

 this 
set of assum

ptions it is but a short step to the policy directives, 
w

hich seem
 prim

arily aim
ed at m

anaging the existing system
 m

ore 
effectively, and m

aking targeted investm
ents in adding capacity 

on the national netw
ork—

including C
rossrail, Tham

eslink and new
 

railw
ay carriages. 

TH
E TRAN

SPORT POLICY LAN
D
SCAPE

19 Tow
ards a 

Sustainable 
Transport System

, 
D

epartm
ent for 

Transport, 2007
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A
t the level of urban netw

orks, the governm
ent proposes new

 
evaluation tools that w

ill accom
pany regional funding, w

ith the 
em

phasis on bus stations, guided bus and tram
, local road schem

es 
and traffic m

anagem
ent. Incentive funding to encourage the adoption 

of pricing regim
es is proposed, along w

ith an em
phasis on travel 

behaviour change and education program
m

es to encourage greener 
m

odes and m
ore sustainable school travel. The paper also proposes 

that the D
epartm

ent for Transport w
ill w

ork w
ith C

om
m

unities and 
Local G

overnm
ent to ensure that new

 hom
es and ‘eco tow

ns’ are 
located on transport netw

orks, but doesn’t suggest that new
 netw

ork 
capacity should be provided—

railw
ay stations, tram

s or guided 
buses—

at places w
here m

ajor urban extensions or new
 com

m
unities 

are to be built. There is no proposal to dram
atically expand public 

transport netw
orks in cities outside London or to achieve a quantum

 
level of change in w

alking and cycling through investm
ent and  

urban design.

In fact, rather than favouring the green m
odes, the new

 plan for a 
Sustainable Transport System

 endorses the “m
ode neutral” approach 

proposed by Sir Rod Eddington, suggesting that investm
ents in 

public transport, w
alking or cycling should only be undertaken if 

the econom
ic benefits—

once ‘externalities’ are included—
justify 

them
 over road or traffic m

anagem
ent alternatives. The cost-benefit 

analyses proposed do not at this point appear to take into account  
the ability of public transport investm

ents to support enhanced 
density, for exam

ple.

W
hile pricing is cited throughout as key to changing behaviour, the 

com
m

itm
ent to pricing and congestion charging is only to offer 

incentive grants to local authorities to undertake pilot schem
es, 

leaving the political challenge to local councillors. 

For the long term
, the paper proposes a detailed process to set 

m
easurable objectives, take input, establish evaluation m

ethods and 
generate and evaluate options, all leading to a long-term

 plan to be 
adopted in 2012. For the period to 2012, the fram

ew
ork outlined 

above, w
hich largely relies upon existing com

m
itm

ents, w
ill be used.

In sum
m

ary, then, the paper Tow
ards a Sustainable Transport System

 
concludes the follow

ing:

UÊ
Ê�ÌÊ�ÃÊ«�ÃÃ�L�iÊÌ�Ê�>ÛiÊ>ÊÃÌÀ��}ÊiV����

ÞÊ>�`Ê>``ÀiÃÃÊV���
>ÌiÊ

change and other goals in transport policy.

UÊ
Ê/�iÊÌÀ>�Ã«�ÀÌÊ�iÌÜ

�À�Ê`�iÃÊ��ÌÊ�ii`ÊvÕ�`>�
i�Ì>�ÊÀiv�À�

]Ê>�`Ê
the right connections are largely in place. “G

rand projects” are 
generally not needed.

UÊ
Ê�
Ê�
�ÀiÊÀ�LÕÃÌÊ>�`ÊV��

«�iÝÊ«À�ViÃÃÊv�ÀÊiÛ>�Õ>Ì��}ÊV�ÃÌÃÊ>�`Ê
benefits of transport projects is the fundam

ental change needed, 
and such an evaluation schem

e should account for externalities 
and be m

ode neutral.

UÊ
Ê,�>`Ê«À�V��}Ê�ÃÊ�iÞÊÌ�ÊV�>�}��}ÊLi�>Û��ÕÀÊ>�`ÊÃ��Õ�`ÊLiÊ
im

plem
ented by local authorities. The governm

ent’s role should 
be lim

ited to providing incentive grants for pilot projects.

UÊ
Ê�
�ÃÌÊ�vÊÌ�iÊÀ�}�ÌÊV��

�
�Ì�
i�ÌÃÊ>ÀiÊ��Ê«�>Vi]ÊLÕÌÊLÞÊÓä£ÓÊ>Ê

new
 long-range plan should be adopted. M

any of these 
com

m
itm

ents include schem
es to add capacity to the 

m
otorw

ay system
.

In the next chapter I w
ill present a case study from

 w
ork The 

Prince’s Foundation has done w
ith the London Borough of 

W
altham

 Forest to try to dem
onstrate the im

pact of a coordinated 
approach, linking planning for grow

th, public transport provision, 
and provision for w

alking and travel behaviour change. H
opefully, 

this w
ill support the argum

ent that a m
ore fundam

ental change 
in thinking is needed and that a new

 kind of netw
orked approach 

is required: one w
hich looks at w

alking, cycling public transport 
and sustainable com

m
unities as a single netw

ork, and one w
hich 

replaces the transport idea of providing m
obility w

ith a com
m

unity 
goal of providing accessibility. In this context it is clear that w

e are 
still w

aiting for the fundam
ental shift in transport thinking that is 

necessary to take us tow
ard our vision for 2025.

TH
E TRAN

SPORT POLICY LAN
D
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CASE STUDY—AN OUTER LONDON 
TOW

N CENTRE GROW
S UP

In 2007, the Lo
nd

o
n B

o
ro

ug
h o

f W
altham

 
Fo

rest and
 The Prince’s Fo

und
atio

n fo
r the 

B
uilt E

nvironm
ent entered into an agreem

ent 
to w

ork together to craft a new
 vision for 

W
altham

stow
 tow

n centre. 

The Borough w
as concerned about com

petition 
from

 other outer London centres, especially 
Stratford C

ity, and their im
pact upon the retail 

offer in the tow
n centre. H

ousing stock in 
W

altham
stow

 w
as under increasing pressure, 

w
ith its predom

inantly tw
o-storey Victorian 

stock being rapidly converted into flats. A
t 

the sam
e tim

e, the London plan w
as calling 

for increases in housing and for reductions in 
carbon em

issions, largely due to W
altham

stow
’s 

high level of accessibility. Local residents w
ere 

concerned about the pace of change, about 
the reduction in fam

ily accom
m

odation, the 
prospect of new

 high-density high-rise flats and 
about the quality of the retail offer.

In order to address these concerns the tw
o parties agreed to 

undertake an Enquiry by D
esign for the W

altham
stow

 tow
n 

centre in order to engage stakeholders in the creation of a 
holistic vision and action plan for the area. W

ith support from
 

the London D
evelopm

ent A
uthority, the goals for the tw

o 
step effort w

ere to increase housing supply, im
prove the retail 

offer and offer em
ploym

ent opportunities in W
altham

stow
 

centre, w
hile addressing com

m
unity concerns and taking 

advantage of public transport accessibility to create a low
 

carbon w
alkable eco-centre. The Prince’s Foundation used 

an urban design technique called Enquiry by D
esign, w

hich 
it had pioneered w

ith English Partnerships for the creation 
of Sustainable U

rban Extensions at U
pton in N

ortham
pton, 

A
ldershot B

arracks and Telford, and adapted this technique 
to fit the em

erging requirem
ents of the new

 planning system
. 

This required a m
ulti-stage process, w

ith the generation 
of options w

ith stakeholders, the testing of these options 
through a form

al consultation effort, and the refinem
ent of 

these options into a preferred option through a second stage 
of an Enquiry by D

esign in order to reflect com
m

unity input.

The entire planning effort took place in W
altham

stow
 at a 

church hall, allow
ing continuing attendance from

 C
ouncil 

staff, local business people and m
em

bers of the public. A
 

form
al consultation w

as undertaken by Renaisi on the results 
of the design w

orkshops and resulted in the engagem
ent of 

both active and hard-to-reach constituencies, and resulted in 
the selection of a preferred option. A

s part of the process the 
Foundation engaged the support of an A

m
erican N

G
O

 called 
the C

entre for N
eighbourhood Technologies, to advise on 

both im
plem

entation m
echanism

 and to build a data base for 
assessing the clim

ate im
pacts of changes in built form

. Space 
Syntax studied connectivity issues and A

lan B
axter A

ssociates 
analysed transport issues. A

nother A
m

erican firm
, Seth H

arry 
and A

ssociates led the design and engagem
ent effort to look 

at the future of the Selbourne W
alk enclosed shopping m

all.
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CASE STU

D
Y—AN

 OU
TER LON

D
ON

 TOW
N
 CEN

TRE GROW
S U

P

E
nq

uiry b
y D

esig
n: W

hat is it?
The Enq

uiry b
y D

esig
n (Eb

D
) 

p
rocess b

ring
s tog

ether the 
key stakehold

ers in a p
rop

osed 
d

evelop
m

ent—
statutory 

ag
encies and

 authorities, 
land

ow
ners, the local 

com
m

unity, voluntary g
roup

s and 
rep

resentatives of em
p

loyers 
and

 retailers—
to collab

orate in 
articulating

 a vision for a site 
throug

h an intensive w
orkshop

, 
facilitated

 b
y a m

ulti-d
iscip

linary 
d

esig
n team

.

C
urrent g

overnm
ent p

olicy sees 
the effective eng

ag
em

ent and 
p

articip
ation of local p

eop
le, 

local g
roup

s and
 b

usinesses 
in the p

lanning
 and

 d
esig

n of 
their com

m
unities as a crucial 

com
p

onent in m
aking

 successful 
p

laces in w
hich p

eop
le w

ant 
to live and

 w
ork and

 w
hich w

ill 
stand

 the test of tim
e. 

Enq
uiry b

y D
esig

n, b
y b

ring
ing 

tog
ether everyone w

ith 
know

led
g

e ab
out, or interest 

in, a p
lace to create a new

 
vision, im

p
lem

ents this essential 
collective ap

p
roach. Enq

uiry 
b

y D
esig

n is not just a m
eans 

of inform
ing

 the com
m

unity 
ab

out a p
lanned

 d
evelop

m
ent 

b
ut actively eng

ag
es them

 in 

the p
lanning

 and
 d

esig
n of their 

com
m

unity, help
ing

 to b
uild

 up 
the confid

ence and
 collective 

enthusiasm
 to allow

 the vision 
to b

e taken forw
ard

 after the 
w

orkshop
 has b

een com
p

leted
. 

The Eb
D

 w
orkshop

 is an intense 
p

rocess w
hich routinely p

rod
uces 

innovative and
 d

ynam
ic solutions 

to key issues. Such success 
is attainab

le b
ecause all key 

d
ecision m

akers, stakehold
ers 

and
 those w

ith technical 
exp

ertise are tog
ether in the 

sam
e room

; p
rob

lem
s are 

d
iscussed

 and
 resolved

 as and 
w

hen they arise. 

Enq
uiry b

y D
esig

n shares 
sim

ilarities w
ith other typ

es of 
p

lanning
 w

orkshop
s. H

ow
ever, 

the d
ifference lies in the d

eg
ree 

of technical inp
ut; fund

am
ental to 

the Eb
D

 p
rocess is the intensive 

d
esig

n enq
uiry w

ithin w
hich 

every issue and
 p

ossib
le solution 

is tested
 b

y b
eing

 d
raw

n, and 
is p

resented
 to the rest of the 

g
roup

 for com
m

ent and
 analysis.

The Enq
uiry b

y D
esig

n seeks the 
involvem

ent and
 com

m
ent of 

everyone in the local com
m

unity 
and

 as such, offers the chance 
to all interest g

roup
s to eng

ag
e 

ÓäÊ�
��ÌâV�>Ü

]Ê����]Ê
Robert C

lear, H
ank 

D
ittm

ar, D
avid 

G
oldstein and Peter 

H
aas, “Location 

Efficiency: 
N

eighborhood and 
Socioeconom

ic 
C

haracteristics 
D

eterm
ine A

uto 
O

w
nership 

and U
se“, 

Transportation 
Planning and 
Technology (Vol. 
25:2002), p. 35.

w
ith the p

rocess and
 find 

rep
resentation for their voice 

throug
h it, alb

eit to varying 
d

eg
rees. The num

b
er of d

ays 
for an Eb

D
 can vary, and

 b
y its 

very nature there can b
e no 

such thing
 as a ‘g

eneric Eb
D

’ 
since every site is d

ifferent, 
how

ever it is norm
al for an 

Enq
uiry b

y D
esig

n to run 
for five w

orking
 d

ays. The 
uniq

ue and
 inclusive nature 

of the p
rocess m

akes a q
uick 

The clim
ate analysis built upon w

ork undertaken by a team
 

in w
hich participated in the U

S in the 1990s, in collaboration 
w

ith the C
entre for N

eighbourhood Technology and the 
N

atural Resources D
efense C

ouncil, w
ith funding from

 
the U

S Environm
ental Protection A

dm
inistration and the 

Federal Transit A
dm

inistration, during the C
linton-G

ore 
A

dm
inistration. The research effort, led by physicist John 

�
��ÌâV�>Ü

]Ê����i`Ê>ÌÊÌÀ>Ûi�Ê«>ÌÌiÀ�ÃÊ>ÌÊÌ�iÊ�i�}�L�ÕÀ���`Ê
scale by exam

ining m
illions of data records for auto 

ow
nership and use at the neighborhood level in three 

m
etropolitan areas (the San Francisco Bay A

rea, the C
hicago 

region, and Southern C
alifornia). Researchers analysed 

>Ê�Õ�
LiÀÊ�vÊv>VÌ�ÀÃÊ��V�Õ`��}Ê��V��

i]Ê��ÕÃi���`ÊÃ�âi]Ê
net residential density, transit accessibility, quality of the 
pedestrian environm

ent and existence of neighborhood 
retail, and developed an algorithm

 for predicting auto 
ow

nership and use and household transportation 
expenditures. The study found that, “observed differences in 
density and transit can explain over 3:1 variations in vehicle 
m

iles driven per household for a constant level of incom
e 

and household”. 20 This relationship is depicted below
.

d
elivery p

lan far m
ore achievab

le 
than seeking

 out the m
ore 

conventional p
lanning

 routes. B
y 

the end
 of the fifth d

ay, at the 
close of the Eb

D
, the p

rod
uct of 

the w
eek is a vision for the site 

w
hich is shared

 b
y everyone w

ho 
is linked

 to the d
evelop

m
ent, 

includ
ing

 those resp
onsib

le for 
g

ranting
 the p

lanning
 p

erm
ission. 

This m
akes a q

uick d
elivery of the 

p
lan m

ore achievab
le in a shorter 

sp
ace of tim

e.
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The key variables for m
easuring location efficiency, once 

��ÕÃi���`ÊÃ�âiÊ>�`Ê��V��
iÊÜ

iÀiÊV��ÌÀ���i`Êv�À]ÊÜ
iÀiÊ 

found to be:

s 
 H

ouseholds per residential acre.

s 
 Zonal transit density, w

hich com
bines transit service 

frequency and proxim
ity to the stop or station.

s 
 Pedestrian/bicycle friendliness, w

hich m
easures street grid, 

age of housing and bonuses for traffic calm
ing m

easures. 21

The research has profound im
plications for clim

ate protection, 
for w

hen one m
aps these relationships in term

s of vehicle 
travel as carbon em

issions from
 household travel; it becom

es 
clear that urban form

 is key to clim
ate m

itigation. The follow
ing 

chart prepared by som
e colleagues of m

ine at the C
entre for 

N
eighbourhood Technology, a C

hicago based think tank, for a 
project on transport and clim

ate change, m
akes the point quite 

CASE STU
D
Y—AN

 OU
TER LON

D
ON

 TOW
N
 CEN

TRE GROW
S U

P

clearly. The chart depicts greenhouse gas em
issions for the 

C
hicago region on per square m

ile basis, m
aking cities look far 

dirtier than the suburbs and farm
land. But w

hen one recalculates 
on a per capita basis, a very different story em

erges: on a per 
capita basis, city centres contribute m

uch less carbon to the 
atm

osphere than do suburban areas.

These characteristics add up to som
ething called “location 

efficiency”. Location efficiency, w
hich can be quantified, is the 

com
bination of greater residential density, increased pedestrian 

and bicycle friendliness and access to public transport. Im
proved 

location efficiency results in reduced vehicle travel, low
er carbon 

em
issions and reduced household transportation expenses. 

The Prince’s Foundation effort at W
altham

stow
 sought to 

develop sim
ilar inform

ation for London, and to build a tool 
to allow

 local authorities and urban designers to calculate the 
clim

ate im
pact of changes in urban form

. A
s a first step, and 

w
ith the assistance of Transport for London, the C

N
T researchers 

collected data on vehicle ow
nership and use, residential density 

and transport system
 characteristics and use. 

The m
odel w

as built using a m
ulti-dim

ensional linear regression 
analysis of the London m

etropolitan area. Vehicle ow
nership and 

driving distances are m
odelled separately. Both geographies are 

defined by the N
ational Statistics; how

ever, given the sam
ple 

Ã�âiÊ�vÊÌ�iÊ/À>�Ã«�ÀÌÊv�ÀÊ���`��Ê�/�
-]Ê�ÌÊÜ

>ÃÊ�iViÃÃ>ÀÞÊÌ�ÊÕÃiÊ>Ê
larger geography to m

odel distances. 

42

D
riving

 vs R
esid

ential D
ensity
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Tw
o V

iew
s of cities and

 C
O

2

C
entre for N

eighbourhood Technology
C

O
2  G

enerated by A
utom

obiles in the C
hicago Region per Year

Trad
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iew
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C
ities produce large am

ounts of G
H

G
s.

D
aK

alb
D

aK
alb

Tons of C
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K
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K
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M
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enry
M
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Lake
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K
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K
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W
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W
ill

D
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e
D

uPag
e

C
ook

C
ook

C
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o

Em
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ing
 V
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C
ity dw
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 am

ounts of G
H

G
s.
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 Rail Line

             C
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O
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er 

Sq
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             M
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             C
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O

2  p
er 

H
ousehold

 p
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     11.5 Tons
     10.5 Tons
     10 Tons
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inputs of any of the variables to reflect 
potential changes. The chart below

 
depicts the relationship betw

een 
vehicle ow

nership and residential 
density in London.

The chart clearly show
s that as density 

increased from
 suburban density levels 

to m
ore urban densities approaching 

50 households per hectare—
w

hich 
is the average density required by 
London planners—

vehicle ow
nership 

declines.

The sam
e relationship w

as found 
w

ith respect to vehicle travel: that as 
residential density increases in London, 
vehicle travel declines. The curve 
flattens as one gets to hyper densities. 
The study clearly dem

onstrated that 

the location efficiency effects w
ere 

found in London as w
ell as in the U

S. 

A
s a final step in building the m

odel, 
the researchers m

apped carbon 
em

issions from
 driving across 

London, to analyse w
hether carbon 

em
issions declines w

ith increases in 
residential density. They found that 
annual C

O
2  per household produced 

from
 driving is m

arkedly less in areas 
w

ith location efficient qualities. This 
m

easure increases considerably the 
further from

 central London one 
travels. These findings are consistent 
w

ith the urban patterns found w
ithin 

U
S cities, w

here com
pact location 

efficient neighbourhoods allow
 

households to ow
n few

er vehicles 
and drive less. 
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D
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D
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The Location Efficiency m
odel 

utilises nine independent 
variables. Six of these variables are 
categorised as built environm

ent 
and three are categorised as 
household characteristics. The built 
environm

ent variables reference the 
actual characteristics of a place and 
include household density (both net 
and total), vehicle travel distance, 
job density, percentage transit, and 
road concentration. Percentage of 
public transport users is used to 
m

easure access to fixed rail or readily 
available bus service. The road 
concentration variable is used as a 
proxy to m

easure w
alkability, as m

ore 
roads typically im

plies a grid street 
netw

ork that yields m
ore w

alking and 
bicycle opportunities. The household 

variables are w
orkers per household, 

Ã�âiÊ�vÊ��ÕÃi���`]Ê>�`Ê>�Ê��V��
iÊ

indicator for distressed com
m

unities. 

To calculate vehicle ow
nership the 

independent variables are regressed 
against the dependant variable of 
auto ow

nership collected by N
ational 

Statistics. To calculate the driving 
distances the independent variables 
are regressed against the dependant 
variable of annual driving distances 
derived from

 the Transport for  
London LTD

S.

Splitting the household and built 
environm

ent variables apart allow
s 

m
easurem

ent of the im
pact of the 

built environm
ent versus household 

characteristics, as w
ell as to enable 

Relationship betw
een household

  
density and vehicles ow

ned and used
D

aily H
ousehold D

istance from
  

M
otorvehicle Trips (D

erived from
 LATS)

3020100
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A
pplying Location 

Efficiency to W
altham

stow
 

Tow
n C

entre
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Based on the London A
rea 

Transportation Survey for 2001, 
w

hich only m
easures the direct 

distance of any trip not the actual 
distance driven and for only a 
sm

all sam
ple of households. 

A
ssum

ing this sam
pled distance 

represents the average distance 
driven by households in the 
M

SO
A

. That distance is scaled so 
that the average annual VKT per 
H

H
 for G

reater London is 17,160 
KM

/year. This auto use is then 
scaled by an em

ission factor of 
180 gram

s C
O

2 /km
.

C
O

2  From
 A

uto U
se in G

reater London:  
C

ity D
w

ellers Produce Less G
H

G
s per H

ousehold

A
nnual C

O
2  Per H

ousehold
 From

 A
uto 

U
se b

y M
SO

A
 - Tonnes C

O
2 /H

H

     5.22 to 8.96
     3.9 to 5.22
     2.75 to 3.9
     1.74 to 2.75
     0.46 to 1.74

                    M
ajor Roads

                    O
ther Prim

ary Roads

                    Railroad

                    A
irport

                    Borough

kilom
eters

0
5
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W
altham

stow
 Tow

n C
entre—

M
asterp

lan O
p

tion B
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A
rm

ed w
ith this inform

ation, The Prince’s Foundation and 
The W

altham
 Forest team

 undertook its effort to m
aster-plan 

W
altham

stow
 Tow

n C
entre. The first Enquiry by D

esign w
orkshop 

produced three options: a status quo option in w
hich developers 

and the local authority responded in a reactive fashion to one 
another, a m

arket orientated option, in w
hich developm

ent w
as 

largely driven by developer and landow
ner preferences, and a 

sustainable developm
ent option w

hich balanced London plan 
objectives w

ith qualities identified as essential to W
altham

stow
 by 

com
m

unity residents.

The tw
o key options w

ere O
ptions B and C

, w
ith O

ption B 
reflecting the developer preference for opportunistic intervention 
at key parcels, as w

ell as the current preference in the industry for 
the construction of one and tw

o bedroom
 flats in tow

er buildings 
for the buy-to-let m

arket. The m
aster-plan and m

assing diagram
 for 

O
ption B is depicted on the previous page.

O
ption C

 w
as an attem

pt to reflect com
m

unity preferences, 
London plan goals and national policy, as w

ell as the m
arket 

dem
ands, in an integrated fashion. Instead of tow

ers, an attem
pt 

w
as m

ade to increase density by developing a connected set 
of blocks replacing the parking lots and industrial land in South 
G

rove and then, over tim
e, phasing out one-storey shopping 

m
alls and building a m

ulti-storey retail-led m
ixed-use com

plex. 
H

eights reflected heights found in denser parts of London such 
as K

ensington and C
helsea and Sw

iss C
ottage, w

here four-and 
five-storey terraces and six- and seven-storey m

ansion blocks 
predom

inate, reflecting a precedent analysis w
hich found that 

these areas accom
m

odated significantly higher num
bers of 

dw
elling units w

ithin a 400 m
etre radius of the transport hubs 

than did W
altham

stow
 Tow

n C
entre. The O

ption C
 plan show

n 
overleaf accom

m
odates over 2,500 dw

elling units.

In 2007, The second phase Enquiry by D
esign w

as held, w
ith the 

goal of using com
m

unity input to craft a m
ore detailed preferred 

option for acceptance by C
ouncillors and further public input in 

the autum
n. The public input w

as overw
helm

ingly in support of 
O

ption C
, w

ith 52 per cent favouring O
ption C

 and only 20 per 
cent favouring O

ption B, although m
em

bers of the com
m

unity 
and other stakeholders favoured aspects of all options. 

The Enquiry by D
esign w

as a five day exercise culm
inating 

in a preferred option, w
hich called for im

proved w
alking 

connections through the Tow
n C

entre, the retention and 
realignm

ent of the popular outdoor m
arket, the developm

ent 
of a new

 m
ixed-use neighbourhood on largely vacant 

and underutilised land at South G
rove, and the phased 

redevelopm
ent of the single-storey city centre shopping m

all 
into a connected, lively m

ulti-storey m
ixed-use centre w

ith 
retail at the ground floor and em

ploym
ent and residential 

uses above. O
ver 2,400 housing units w

ere provided, w
ith 

a large am
ount being three and four bedroom

 units, and all 
being accom

m
odated either in three-to four-storey terraces 

w
ith gardens or five-to seven-storey m

ansion blocks w
ith 

internal courtyards. Residential density per hectare in the 
Tow

n C
entre w

ill be increased under the plan.

The resulting final m
aster-plan, w

hich w
as adopted by 

the C
ouncil as its preferred option for a second round of 

consultation, is depicted on pages 56 and 57.

H
eights are lim

ited to seven storeys throughout, and the 
m

aster-plan provides for significant retail including a large 
food store, for im

provem
ent of the street m

arket, im
proved 

pedestrian and bus connections to and through the centre, 
as w

ell as for em
ploym

ent land uses. A
 school, play areas 

and open space w
ere also provided and a Tow

n C
entre 

business im
provem

ent district w
as proposed both to m

anage 
the public realm

 and to oversee environm
ental issues 

including the im
plem

entation of travel behaviour plans for 
new

 developm
ent and integration w

ith provisions of the 
London C

lim
ate C

hange A
ction Plan for im

proving the energy 
perform

ance of existing buildings.
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W
altham

stow
 Tow

n C
entre—

M
asterp

lan O
p

tion C
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tion
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W
altham

stow
 Tow

n C
entre C

ase Stud
y

A
n analysis w

as perform
ed of the im

pact on carbon em
issions 

as against outer London average densities using the London 
location efficiency m

odel. The results of the analysis w
ere 

significant, finding annual reductions of three tonnes of carbon 
per household.

The next steps w
ith this m

odel w
ill involve the developm

ent  
of quick response forecasting tools to test various scenarios 
for developm

ent, incorporation of finer grained travel data,  
as w

ell as building a m
odule w

hich looks at both housing and 
transport costs on a local area basis to assess affordability 
im

pacts alongside clim
ate im

pacts, for a m
ore integrated  

picture of sustainability.

1.1

1.0

0.9

0.8

0.7

0.6

0.5

4.5

43.5

32.5

21.5
5

25
45

65
85

105
125

145
165

185
205

225
245

265
285

305
325

345
365

385
405

Vehicles per Hh

Tonnes CO2 per Hh

H
ousehold

s p
er D

om
estic H

ectare

Waltham Forest 
Residential Density

Current Development Area 
Residential Density

Final Plan  
Residential Density

Greater London 
Residential Density

Outermost areas 
Residential Density

A
utos/H

h

Tonnes C
O

2 /H
h

Efficient C
om

m
unities R

ed
uce G

H
G

 Em
issions

The W
altham

stow
 case has m

uch to tell about reform
ing 

transport policy in this country, as it dem
onstrates four  

key points:

s 
  The linkage of public transport access and new

 
developm

ent through transport-orientated developm
ent 

can be a pow
erful w

eapon in the clim
ate change cam

paign;

s 
 There is considerable opportunity to develop near existing 
transport capacity as a w

ay of m
eeting developm

ent goals 
sustainably, if this is undertaken in concert w

ith im
prouved 

w
alkability.

s 
 M

id-rise developm
ent densities can achieve needed 

clim
ate and housing im

pacts w
ithout disrupting existing 

neighbourhoods and destroying their character and 
liveability. O

ne can have greater density and fam
ily housing.

s 
 A

 next generation of transport thinking that view
s 

com
m

unities, w
alkability and public transport as a single 

green netw
ork can help to resolve the conflict betw

een the 
econom

y and the environm
ent that plagues policy m

akers.
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TOW
ARDS THE SUSTAINABLE CITY: 

POLICY AND IM
PLEM

ENTATION

D
esp

ite the urg
ent need

 fo
r transp

o
rt 

p
o

licy that ad
d

resses sustainab
ility issues, 

g
o

vernm
ent seem

s to be pursuing an 
increm

ental approach: addressing capacity 
issues w

ithout even m
eeting forecast dem

and 
on the railw

ay. 

It appears that w
hile the D

epartm
ent for 

Transport abandoned the “predict and 
provide” approach over a decade ago, the 
policy they have put in place instead is one 
of “predict and then don’t provide”, as 
recent capacity increases o

n the railw
ay 

netw
o

rk d
o

n’t even keep
 up

 w
ith current 

o
r fo

recast increases in rid
ership

. Instead 
the D

ep
artm

ent p
ro

p
o

ses a m
ulti-year 

evaluatio
n p

ro
cess, in w

hich all id
eas are 

ind
ivid

ually scrutinised
 thro

ug
h a lens o

f 
co

st-b
enefit analysis, and

 o
nly tho

se w
ith 

hig
h sco

res are p
ursued

. 

N
etw

ork effects and synergies seem
 to be ignored, as is the notion 

of a set of reinforcing policies and practices, all sacrificed upon the 
altar of better and m

ore rigorous econom
ic evaluation.

It is clear that increm
entalism

 of the sort proposed by Sir Rod 
Eddington derives from

 the proposition that the U
K is basically on 

the right track w
ith respect to transport. If one does not believe that 

this is the case, then a different end state m
ust be visualised, and 

then steps taken to m
ove tow

ard that end state. A
 new

 approach 
w

ould begin w
ith a set of new

 assum
ptions, w

hich w
ould help to 

define a set of linked policies and investm
ents. These underlying 

principles can be described as follow
s:

s 
 Sustainable transport requires a sustainable city, and this 
im

plies a linking of transport policy and investm
ents w

ith 
planning and developm

ent.

s 
 Sustainable cities rely upon accessibility, rather than  
m

obility, reducing the need to travel by car, particularly 
for local trips. This im

plies a city of short distances, and 
also im

plies increasing blurring of the boundaries betw
een 

inform
ation netw

orks and physical netw
orks, so that trip 

substitution becom
es a norm

 rather than an exception.

s 
 A

n em
phasis on accessibility m

eans that G
ross D

om
estic 

Product is not seen as being linked to grow
th in personal 

m
otorvehicle travel.

s 
 Transport is a public utility, and the passenger transport 
system

 m
ust be view

ed and m
anaged as a coordinated 

netw
ork: reasonable levels of public transport accessibility 

m
ust be provided.

s 
 Provision of sustainable transport infrastructure, especially 
fixed guidew

ay system
s such as streetcar, tram

, guided 
busw

ay and railw
ay stations, w

ill increase accessibility and 
drive up land value. M

echanism
s that capture this increased 

land value can help to fund the infrastructure.

TOW
ARD

S TH
E SU

STAIN
ABLE CITY: POLICY AN

D
 IM

PLEM
EN

TATION
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s 
 The w

alkable m
ixed-use neighbourhood is the foundation  

of the sustainable city, and of a successful public  
transport system

.

s 
 M

arket based strategies including road pricing are 
essential, but not sufficient: they m

ust be accom
panied 

by investm
ents in new

 public transport coordinated 
w

ith developm
ent orientated to it and by program

s to 
support changes in travel behaviour. Vehicle technology 
is an essential fix, but not the long-term

 solution. Travel 
behaviour change program

m
es are essential com

ponents of 
a strategy of m

utually reinforcing and synergistic m
easures.

s 
 The scale of the problem

 dem
ands im

m
ediate solutions, 

and technology fixes, w
hile attractive cannot deliver in the 

short-term
. Relying upon technology is very high-risk, as the 

lead tim
es are long and the likelihood of payoffs uncertain. 

By the tim
e w

e find out a technological fix hasn’t w
orked, 

further clim
ate change w

ill have happened. For the sam
e 

reason, w
e cannot afford to w

ait for the developm
ent 

of new
 evaluation tools before w

e begin to plan for 
sustainable transport future, as Eddington has proposed.

The policies and investm
ents needed are com

m
on sense, and the 

successes in London’s transport policies over the past decade are 
the surest indication that a coordinated set of reinforcing policies 
w

ill w
ork. W

hat is needed isn’t m
ore analysis: w

hat are required 
now

 are leadership, investm
ent and coordination.

In his recent book U
nsustainable Transport, Professor  

D
avid Banister, w

ho heads the Transport Studies U
nit at O

xford 
U

niversity, described the sustainable city:

 
 The city is the m

ost sustainable urban form
 and it has 

to form
 the location w

here m
ost (70–80 per cent) of 

the w
orld’s population w

ill live. The key param
eters of 

the city are that it should be over 25,000 population 

22 Banister, D
avid, 

U
nsustainable 

Transport: C
ity 

Transport in the 
N

ew
 C

entury, 
London: Spon, 2005

23 Bertolini, L and T 
Spit, C

ities on Rails. 
The Redevelopm

ent 
of Railw

ay Station 
A

reas, London and 
N

ew
 York: Spon/

Routledge, 1998

(preferably over 50,000), w
ith m

edium
 densities (over 

40 persons per hectare), w
ith m

ixed-use developm
ents, 

and w
ith preference given to developm

ents in public 
transport accessible corridors and near to highly public 
transport accessible interchanges. Such developm

ents 
conform

 to the requirem
ents of service and inform

ation 
based econom

ies. Settlem
ents of this scale w

ould 
also be linked together to form

 agglom
erations of 

polycentric cities, w
ith clear hierarchies that w

ould allow
 

a close proxim
ity of everyday facilities and accessibility 

to higher order activities. 
  

 The intention is not to prohibit the use of the car as 
this w

ould be both difficult to achieve and it w
ould be 

seen as being against notions of freedom
 and choice. 

The intention is to design cities of such quality and at a 
suitable scale that people w

ould not need to have a car 
and they w

ould choose to live in a car free location. 22

D
aily life in this sustainable city w

as described in the first 
chapter. W

hat are needed are a linked set of policies and 
investm

ents to take us tow
ard this clear vision. Such a linked 

set of policies m
ust prom

ote not only greener travel m
odes 

such as public transport and cycling, but also the reduction 
of the need to travel through the area of m

any of one’s 
daily needs w

ithin w
alking distance and trip substitution 

through telecom
m

uting. The city m
ust be view

ed in netw
ork 

term
s, w

ith neighbourhoods being view
ed as both liveable 

places and as nodes in a m
etropolitan public transportation 

netw
ork. The linking of node and place, defined by European 

researchers Luca B
ertolini and Tejo Spit in their book C

ities 
on Rails, is the w

ay that w
e w

ill reconcile local identity and 
character w

ith a global econom
y in the sustainable tw

enty-first 
century city. 23

This notion of integrating developm
ent w

ith public transport 
interchanges is called transit-oriented developm

ent in the U
S, 
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and a body of scholarship has grow
n up to docum

ent the 
econom

ic and travel reduction benefits of directing grow
th 

tow
ard railw

ay and busw
ay interchange points, including a 

book edited by m
yself and G

loria O
hland, The N

ew
 Transit 

Tow
n: B

est Practises in Transit O
riented D

evelopm
ent. Like 

m
any of the other policy proposals contained herein, it is 

sim
ply com

m
on sense, and reflects developm

ent patterns 
evident through England as our cities grew

 up around 
railw

ay and public transport stops. 

This netw
orked approach w

ill require a com
prehensive set of 

policies across governm
ent, involving both its departem

ents 
for C

om
m

unities and Local G
overnm

ent and Transport, and 
requiring planning support at the level of the regions as w

ell.

To reach a sustainable transport vision by 2025, a set of 
actions is needed now

, including:

s 
 Linking transport and grow

th, so that no new
 

housing is perm
itted that is not w

ithin 800 m
etres 

of public transport and w
ithin 800 m

etres of a shop. 
N

ew
 com

m
unities or eco-tow

ns m
ust be located at 

m
ajor public transport hubs, and related to regional 

em
ploym

ent concentrations in a conurbation, and built 
around the concept of w

alkable neighbourhoods.

s 
 The concept of “com

m
unity infrastructure levies” being 

proposed by the governm
ent to replace the Section 106 

agreem
ents should be extended to allow

 partial funding 
of sustainable transport infrastructure and sustainable 
drainage under a theory of value capture, including tram

 
system

s, rapid bus system
s, rail stations and transport 

interchanges and facilities for cycling and w
alking.

s 
 C

arbon taxes and road pricing should be adopted, not 
for the sole purpose of lessening congestion but for the 
purpose of supporting the shift to greener travel m

odes 

24 C
om

m
ission 

for Integrated 
Transport, 
“Planning for H

igh 
Speed Rail N

eeded 
N

ow
”, Septem

ber 
2004, view

ed at 
http://w

w
w

.cfit.
gov.uk/pn/040209/
index.htm

and a reduction in the need to travel, through land use 
strategies and travel behaviour change program

m
es.

s 
 Program

m
es to reduce the energy consum

ption of rail, bus 
and tram

 should be undertaken along w
ith program

m
es to 

regulate fuel econom
y; both through vehicle technology 

fixes and changes in driving behaviour.

s 
 The grow

th in rail travel should be continued, w
ith 

expansion of high-speed rail system
s from

 Europe into the 
U

K, including both a north-south high-speed link from
 St 

Pancras and a service from
 London to the W

est. In 2004, the 
C

om
m

ission for Integrated Transport recom
m

ended that 
governm

ent begin planning for a high-speed rail netw
ork, 

w
arning that the alternative w

as “higher fares w
hich w

ould 
be both unfair and drive passengers back on to an already 
crow

ded roads netw
ork”. The C

om
m

ission noted that 
there w

as scope for considerable savings in costs, w
hich if 

im
plem

ented could result in benefits outw
eighing costs by 

three to one. 24

s 
 Public transport links to outer London stations should be 
considered to relieve bottlenecks com

ing into central 
London, and increm

ental im
provem

ents in speed and 
capacity should be continued, along w

ith m
ajor investm

ents 
in stations.

s 
 N

ot only London but also all of the U
K’s m

ajor cities m
ust be 

view
ed as polycentric m

etropolitan areas, and as the hubs of 
econom

ic regions, and land use-transport visions should be 
developed for all of them

, em
ploying the backcasting approach 

used herein. Such regional strategies eschew
 the predict and 

provide plans of the past to engage com
m

unities in deciding 
w

hat future they w
ant for them

selves and then identifying 
the policy package necessary to achieve that future. Peter 
C

althorpe and W
illiam

 Fulton described this approach in their 
2003 book The Regional C

ity, and C
althorpe and colleague 
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25 C
althorpe, Peter 

and W
illiam

 Fulton, 
The Regional C

ity: 
Planning for the 
End of Spraw

l, 
W

ashington, D
C

: 
Island Press, 2003

John Fregonese have undertaken these kinds of sustainability 
plans for C

hicago, Southern C
alifornia, Portland, O

regon, 
Louisiana and A

ustin, Texas in the U
S. 25

s 
 Strategies to im

prove the w
alkability of existing 

neighbourhoods and introduce m
ixed-use should be 

im
plem

ented alongside program
m

es to retrofit existing 
buildings for energy efficiency. It is essential to reduce carbon 
em

issions from
 both buildings and transport.

s 
 Travel behaviour changes, already being piloted by 
governm

ent, should accom
pany all new

 com
m

ercial and 
residential developm

ent, w
ith introductory inform

ation 
and public transport discount packages provided to new

 
em

ployees and incom
ing residents alike. Studies have show

n 
that the m

ost effective interventions in travel behaviour 
occur im

m
ediately after relocation. Such program

m
es can be 

m
andated as part of planning approval, and adm

inistered by 
Business Im

provem
ent D

istricts (BID
s), housing associations 

and com
m

unity benefit corporations set up to m
anage new

 
developm

ents.

s 
 The greenest travel m

odes are w
alking, cycling and avoiding 

travel altogether, and program
m

es need to be in place for 
these m

odes too. A
s Eddington notes, often the sm

aller 
program

m
es can have high payoffs, and the creation of 

continuous cycle netw
orks, interconnected w

alkable streets, 
and the encouragem

ent of flexible w
orking, job sharing, and 

satellite and hom
e-w

orking all w
ill play a m

ajor part in this 
change tow

ard a netw
orked, sustainable city.

A
dding it all up: G

etting to 2025 
The idea of a netw

orked approach and that set of synergistic 
policies im

ply that there is an additive effect: that one plus one 
m

ight truly equal three. Evidence to this effect w
as provided by a 

recent study that took the backcasting approach em
ployed here. 

The study, undertaken by Robin H
ickm

an and the aforem
entioned 

D
avid Banister, looked at tw

o alternative policy packages, and 
their ability to m

eet a 60 per cent C
O

2  reduction by 2025. The 
policy packages included one called “N

ew
 M

arket Econom
y” 

focused on m
arket forces and technology breakthroughs, and 

one focused upon “Sm
art Social Policy” w

hich em
phasised 

public transport, w
alking, cycling and behaviour change. 122 

m
easures w

ere analysed, and then assem
bled into policy 

packages that w
ere m

utually reinforcing. The analysis revealed 
that the m

arket/technology scenario could not deliver the 
required reduction of em

issions, but that “the 60 per cent C
O

2  
reduction target in 2025 can be achieved by a com

bination of 
strong behavioural change and strong technological innovation. 
But it is in travel behaviour that the real breakthrough m

ust take 
place and this should be im

plem
ented now

.”
26

There are a series of stark choices ahead of us. A
s the evidence 

about clim
ate change m

ounts, it has becom
e ever clearer that 

the tim
e for action is now

. Yet lack of funding and a paralysis of 
analysis have led to a point w

here the approach being taken 
to transport is to allow

 road transport real costs to continue to 
decline w

hile studying the alternative, w
hile the public transport 

costs rise and the system
 becom

es intolerably m
ore crow

ded. 
C

om
m

on sense w
ould dictate dram

atic im
provem

ents to 
the overtaxed netw

orks for rail, public transport and cycling 
funded from

 road pricing or carbon taxes, yet com
m

on sense 
is sacrificed upon the altar of cost benefit analysis and fear of 
driver backlash.

W
hat is needed is courage and leadership, and a clear  

statem
ent of vision for w

here w
e w

ant to get to by 2025. A
s 

w
e have seen, the vision for 2025 is one in w

hich quality of life 
is im

proved rather than degraded, and the changes are ones 
w

hich can im
prove one’s interactions w

ith fam
ily, w

ith colleagues 
and w

ith com
m

unity. The alternative can also be clearly seen: 
crow

ded roads and trains, longer com
m

utes, and higher costs to 
fix the problem

 if w
e fail to act.

26 H
ickm

an, R and 
D

avid, Banister, 
“Looking over the 
horizon, Transport 
and reduced C

O
2  

em
issions in the U

K 
by 2025”, Transport 
Policy 14, 2007,  
pp. 377–387
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M
uch is already know

n about the state of the w
orld 

15 to 20 years from
 now

. A
lm

ost all the buildings and 
infrastructure are already in place or in developm

ent—
w

e 
replace our buildings etc., at a very slow

 pace. The great 
m

ajority of the population w
ho’ll be living and w

orking 
then, especially in the U

K
, have already been born and 

w
ill have been educated in a school system

 that is fam
iliar 

and predictable. The global population, how
ever, w

ill have 
increased from

 6.7 billion in July 2007 to approxim
ately 8 

billion by 2025.

The clim
ate w

ill have changed, m
ainly as a result of the 

em
issions of greenhouse gases of the past 50 and m

ore 
years, but not by m

uch. The tem
perature is predicted to be, 

on average, half a degree w
arm

er, as w
ell as varying over a 

greater range than at present. But, m
ore significantly it w

ill be 
understood to be changing, resulting in a strong feeling of 
uncertainty and insecurity. Rainfall w

ill have reduced but w
ill 

also becom
e m

ore extrem
e, i.e. tending to drought or flood. 

Resources, w
hether energy, w

ater or food im
ports, w

ill be in 
shorter supply; partly as a result of clim

ate change but also 
due to regulations aim

ed at preventing the effects of global 
w

arm
ing becom

ing w
orse. Transport w

ill be constrained as a 
result but other technologies w

ill have greatly im
proved the 

ability to econom
ically com

m
unicate.

These changes form
 the context for this first series of five 

Edge Futures books, but it is not their subject: that is the 
im

pact of such changes and other developm
ents on our 

daily lives, the econom
y, social and education services 

and the w
ay the w

orld trades and operates. D
ecision 

m
akers are already being challenged to act and form

ulate 
policy, in the face of the change already apparent in the 
years ahead. This set of books highlights how

 critical and 
im

portant planning for the future is going to be. Society 
w

ill expect and require policy m
akers to have thought 

ahead and prepared for the best as w
ell as the w

orst. Edge 

Futures offers a series of critical view
s of events, in the 

next tw
o decades, that need to be planned for today.

The five books intentionally look at the future from
 very 

different view
points and perspectives. Each author, or 

pair of authors, has been asked to address a different 
sector of society, but there is inevitably a great deal of 
crossover betw

een them
. They do not alw

ays agree; 
but consistency is not the intention; that is to capture a 
breadth of vision as w

here w
e m

ay be in 20 years tim
e.

Jonathon Porritt in G
lobalism

 and Regionalism
 exam

ines 
som

e of the greatest challenges before the planet, 
including clim

ate change and dem
ographic grow

th, 
and lays dow

n the gauntlet to the authors of the other 
books. Porritt’s diagnosis of the need to establish a new

 
balance betw

een the global and the regional over the 
years ahead and to achieve a ‘C

ivic G
lobalisation’ has 

an echo in G
eoff M

ulgan’s call in Living and C
om

m
unity 

for strengthening com
m

unities through rethinking 
local governance and rebuilding a sense of place. B

oth 
are—

perhaps professionally—
optim

istic that the clim
ate 

change is a challenge that w
e, as a society, can deal w

ith, 
w

hile not underestim
ating the change that our society is 

going to have to undergo to achieve it.

H
ank D

ittm
ar, w

riting in Transport and N
etw

orks is less 
than certain, that currently, policies are adequately 
joined-up to deal w

ith the issues that the recent flurry of 
m

ajor reports from
 the U

K
 G

overnm
ent has highlighted: 

“Planning” from
 B

arker, “C
lim

ate C
hange” from

 Stern 
and “Transport” from

 Eddington. H
e notes B

arker’s 
com

m
ent that “planning plays a role in the m

itigation 
of and adaptation to clim

ate change, the biggest issue 
faced across all clim

ate areas”but that she then goes on 
to dism

iss the issue. In its approach to all these review
s, 

the governm
ent has show

n that it is m
ore concerned w

ith 
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econom
ic grow

th and indeed it has already concluded 
that the transport netw

ork needs no further fundam
ental 

reform
. D

ittm
ar believes otherw

ise, he calls for im
m

ediate 
solutions to support the developm

ent of the accessible, 
sustainable city. 

Sim
on Foxell in Education and C

reativity sees an even 
bum

pier ride ahead, w
ith progress only being m

ade as a 
result of the lurch from

 crisis to crisis. Such discontinuities, 
w

ill allow
 the U

K
 to address m

any longstanding problem
s, 

from
 the personalisation of education to addressing 

the increasingly cut-throat international com
petition in 

creativity, innovation and skills—
but not w

ithout a great 
deal of pain and chaos. B

ill M
itchell, in the sam

e volum
e, 

outlines a w
ay of reconfiguring educational practice to 

develop just those skills that successful creativity-based 
econom

ies are going to require.

In W
orking, Frank D

uffy sees the end of road for the 
classic ‘A

m
erican Taylorist’ office and the unsuitability of 

its counterpart, the European social dem
ocratic office. In 

their place, he proposes a new
 typology—

the netw
orked 

office—
that w

ill m
ake better use of the precious resource 

that is our existing stock of buildings and allow
 greater 

integration into the life of the city. A
nd, it is the city that 

all the authors com
e back to as a central and unifying 

them
e—

the dom
inant form

 of the m
illennium

, the place 
w

here the m
ajority of m

ankind now
 lives. Perhaps this is 

because, as D
eyan Sudjic, D

irector of the D
esign M

useum
, 

has w
ritten recently; “The future of the city has suddenly 

becom
e the only subject in tow

n.”

It is about the largest social unit that m
ost of us can 

im
agine w

ith any ease and is a constant challenge 
econom

ically, socially and environm
entally. If w

e can 
w

ork out w
hat a sustainable city m

ight be like and how
 

to deliver it, then m
aybe w

e can sleep easier in our beds, 

less afraid that the end of civilisation, as w
e recognise it, 

m
ay be w

ithin our childrens’, or our childrens’ childrens’, 
lifetim

e. A
ll the com

ponent parts of the Edge Futures 
studies com

e together in the city; w
here the com

m
unity 

m
eets the office buildings, the schools and transport 

system
. The city is the hub of the regional response 

to w
orld events and needs to becom

e a responsive 
participant in form

ulating a w
ay out of policy log-jam

.

A
s this first series of Edge Futures show

s, the task is 
urgent and deeply com

plex but also not im
possible. It is 

only, assum
ing that w

e need to m
ake the transition to a 

low
 carbon econom

y w
ithin ten to tw

enty years, in G
eoff 

M
ulgan’s w

ords: “extraordinarily challenging by any  
historic precedent.”
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