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Abstract

Transport Policy in the United Kingdom from the 1950s to the early 1889$8een focused on
increasing car usat the expense of investment in public transport services and infrastructure
This has culminated in a poorly integrated puliiansportnetwork that has seen continued
decline in use outside of Londofhe Competition Ac{1998) hasexacerbatedhis, as public
operatorgisked prosecution if theyere seen taollaborate. A policy shift in 1998 introduced

the concept of Local Transport Plans, Organisational Travel Plans and Quality Partnerships as
local policy tools for developingnd implementingravel solutions using the planning process.
Travel Planstoday are viewed by the UK Government aslocal delivery tool fotransport

policy, inspired bythe successsin Europe and the United States in changing individual travel
behaviour, where the Smart Growth Agenda has emerged as a mass transit based planning
regponse to urban sprawl. In the UK, success in delivering significant modal shift away from
private car use has seen limited succlheace the rationale for this research

Using this wider policy context, this research uses the Universityeotfordshireas a case
studywith the objective to research the development and implementation processeaeéla
Plan The research condwsch review of travel behaviour within the case study, providing
recommendations for implementing altematnterventions tacarbased travel. Making use of
national policy toolsusing insights from kb Smarter Travel SmarterChoice agenda the
research includes théevelopment process of @mmplex city wide Quality Partnership a

delivery mechanism for travel behavioumagige incorporating multiple stakeholders

This thesis uses an embedded and reflective critigtist@pproach to resrching Travel Plans
from theperspective of a Travel Plan Coordinator. Through applying a-meithod dimension

to empirical data ctdction, the use of structured quantitative commuter surveys, semi
structured qualitative interviews and supporting secondary data sourca @iktsed Using
suchan approach providethe research with the flexibility for reporting complex social and

empirical data, including the researcheros

An evaluative matrixd | ehas lieen developed for reporting back the multitude of factors,
including identifying Critical Success Factors and Key Performardieators that underpin the
success or failure of such travel planning approaché® research culminates in the
development of a Travel Plan for the Universityy Hertfordshireand a voluntary Quality

Partnership for the City and District of St Albans




A conclusion is drawrbased on the unique perspective of an embedded refleesgarcher as
an activepractitioner in the field of travel planningn lorder to be successfalTravel Plan
should feed into the wider quality partnership structdoesmutual benefitwhere multiple
stakeholders are able to influence the developmemtefventions at the local leyelvhich
could lead to significantravel behaviourchangesit is argued thathis will ultimately help
Travel Plans and quality partnghips achieve their key performance objectiaad help meet
government policy agenda
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Chapter One - Introduction

1.0 Introduction

This research project is concerned with the development and implementation processes of a
Travel Plan (TP) for the University éfertfordshireusingan embedded approantade possible

by the appointment of the researcherthe University $P Coordinator for the duration of the
research. Such an approach will be shown to be innovasiveseels to fill a currentgap in
research o Travel Plans (TPs)namely a practitioner focused reflective analysis of the
developmentaind implementatioproceses This, it is believed, willadd to the understanding

and utility of TPdor the future both in terms of research and application

The enbedded approach allovisr the development cdin iterative research process to legp
whilst at the same time, making use of tagditionalcase studies to inform the process. This
further allows for a comparative approach to emerge in the developmém dP. The two
additional case studies used ar@uality Partnership (Network St Albans) withire City and
District of St Albans a second tier local authority comprisingraulti-sector complexransport
network, and Vauxhall Motors Ltda large comrarcial firm. Combining these two case studies
with a public sector organisation facilitates a wider resedr@mework that will provide a

unique, reflective and analytical review of TP development and implementation.

The University of Hertfordsire islocated in Hatfield and ia major employer withithe county

with over 2,40 staff and a turnover 231 million. As a large Higher Education Institution

(HEI) within the UK, he University is a leading businegs&ingorganisatiorand is regarded as

an exemplarnof thistype(t he Uni versity won The Times Hi
award in 2010). With a community of over 27,700 students including more than 2,900
international students fro®5 different countriesthe Univergy has a global network of over

170,000 &aumni (UH Annual Report, 2011).

Network St Albans is a (Voluntary) Quality Partnership (QP) based in the City and District of St
Albans. The researcher acts as the Executive Assistant (EA) to the Chair of theheQP. T
University has strong historical ties with the area, having had a campus located within the
district. The EA role facilitates and manages both the development and implementation of the

QPs aims and objectives.

Vauxhall Motors Ltd. is a large privatecter manufacturing organisation originally based in
the Borough of Luton. At the outset of this research project, the company was actively engaged

with the University of Hertfordshire to undertake the development of their TP. The researcher




was employed fiothis specific task. This had been the original focus of the research, but
subsequent events that | ed to the cl@®Bre of
2000) meant that the TP was abandoned in the early stages of the research. Howéniiglt

scoping and development phasskich included qualitative interviews with employeesmain

useful tools for informing the development of the TP for the University.

The three case studies were used by the researcher for a comparative anadysier to
address the robustness of a TP when considering political, economic, sociological, technical,
legislative and environmental impacts on their development and implementation. Furthermore,
the role that the researcher played in each case stmiig Itself to a unique perspective that
provides a real and distinctive contribution to knowledge, namely an approach that at once
combines a comparative study within a reflective, embedded narrative. The three case studies
provide the setting and sourcis collection of both primary and secondary data, using both
guantitative and qualitative methodologies. This is exemplified by the use of primary qualitative
data obtained through the use of seiniictured interviews with representatives from a rarige o
sectors and organisations, including Hertfordshire County Council, Matra British Aerospace
Dynamics, the John Lewis Partnership and London Luton Airport Ltd.Iddsion of these

primary data collection sourcesgeographically represented in Figuré.1.

+ Hertiorashirs County Councli

Jobn Lenis

- Luton Arport
b + Matra SAs
5

‘ + Universky of Hertfordshire (College Lane)
+ Vauxhall Motors (2 inferviewees)

Il rteeny of seroroshie
2t Alans City

2t Abans District

Figurel.1 Geographical Location of Primary Quantitative and Qualitative Data Sources




An additional reason for approaching external sources, other than the primary case studies, was
to identify if commonalities or differences arose from TPs being developed and implemented
within different organisations and sectors. Thus, the research aimed to further the existing
understanding of the complexity of TPs.

Throughout this thesis, for the purpose of analyaigyritical narrative discussion has been

i ncorporated and the term &bdcomplexityéo has
embedded narrative aims to provide a critical commentary surrounding the complexity of issues
that emerged throughout the raseh process, and to further the existing understanding and

knowledge of TPs, from the perspective of an embedded researcher.

11 Background to Research Development

Within initial discussions at the onset of the research, management at Vauxhall Motors
recognised their Corporate Social Responsibility (CSR) obligations to their stakehuldens
dealing with the companyds environment al i m
then Chairman, Nick Reilly (199600 1) , i ssued Vau xehta |Affaiiss (th
Department a challenge to:

Afind a way to publicly demonstrate

concern for (Reiy,189)vi r onment 0

One of the outcomes of this challenge was to implement an Environmental Management System
(EMS) to manage thenvironmental aspects generated by the company and impacts imposed as
a result of them. Within this framework, this research project was jointly commissioned to
develop and implement a TP in collaboration with the University of Hertfordshire. Broad
objecties for the collaboration were for Vauxhall Motors to have a TP strategy developed and
where possible implemented. The researcher, through applied investigation would have access
to this process, al beit actingousesas acasestydy er n ¢
to undertake research. The researcher would not be directly employed, or completely embedded
within the organisation. The basis for undertaking this project is an interest in identifying and
understanding t he vivedwtpflrsedevelbping, and theniingagluciagsa i n
TP within a large organisation, that previously did not have one. This opportunity provided a
chance to report a unigue insight into the processes and issues that impact on this development

and implemerdtion phase of a TP, within the business environment.

! Stakeholders include, staff, shareholders, customers, local authorities, etc.




Through initial project development discussions with representatives from Vauxhall Mot
the researcher, | proposed that | be directly based within the company. The intention be
| posiionmy sel f within the dédactingd6 role of

achieve some meaningful results, | needed to fulfil the role as an employee, for the pur
undertaking an applied and embedded approach, as proposed by the phibas
underpinning of the research. As the researcher, | felt this to be important in developing
possi bl e, to i mplementing a fully work

experiences gained from working directly for an organisation.

However, my organisational supervisor based at Vauxhall stated that | would not have
the position or title of TP Coordinator within the organisation, and that it would be unlikely
such as role would emerge at the end of the research. | woerdely have a role as a resear
advisor to developing possible aspects of a TP, and that implementation of any pr
measures emerging from the process would need to go through the Environmental Affai
[the department responsible for enviromta issues in 2001]This arrangement concerned n
as it gave me little opportunity to implement andfamitor change.

Reflective Diary BoxL.1 Developing an Embedded Approach

During the initial stages of the research, it was also made clear at subsequent Steering Group
meetings that the focus of the work was changing from researching commuter based research
into TPs towards that of freight. This emerged without any directiamylgrovided by the
research process, but rather by internal political events. As freight was deemed the biggest issue
for the company, commuter travel was regarded as less important and bholdss of a

priority. It was often said at these initial miegs by my work place supervisor

Anfreight is what we do  (persieomms. Baley|2000)concent

From the outset, | was concerned that the research focus was shifting away from the i
topic that | was interested in researchingwvas aware that instead of being directly enga
and involved in the development and direction that the research was taking, it was insteg

led by events. At the time | was not aware of the impact these would have on the final ou

ReflectiveDiary Box 1.2 Developing a Research Direction




With the closure of the Vauxhall manufacturing plant announced in late 2001, it became clear
why it was difficult to become embedded within an oigation that was making half of its
workforce redundant. Commuter transport was no longer a major concern for the organisation,

and the research project was no longer of great importance to the company.

From my perspective as a researcher, whilst | stdhted to continue research into commu
TPs, | felt despondent and without a case study. My paha@ppervisor had also jug
announced she was moving on, and | felt in a difficult position about what to do and tl
research was going nowhere. | fanger had an organisation to embed myself in, althou
felt this was not being achieved at Vauxhall in any case.

| had to search for another organisation for a case study where | could continue the res
Until such a time | had to suspend the rasbaprocess and look for part time employmg
Fortunately, by undertaking my scoping exercise with other organisatirkned further in
Chapter Four)| was able to secure a part tim
emerging Environment Teams in 2002 the organisation required a TP outline to be wri
for planning consent for what would become its new de Havilland campus. This for
opportunity led my research down the path it has since taken and from where the ol

emerged.

As a result of writing a TP for the Uni
Uni versityds TP Coordinator because of
reengagewith the research, and ultimately to embed myself wiHarge organisation. For th
purpose of both developing and implementing a TP, the original aim of working within g
organisation and being embedded, whilst undertaking my research was eventually a

nearly four years after beginning the resglaprocess.

Reflective Diary Box1.3 Research Suspension and Case Study Substitution

Business and political changes occurred that altered the focus of government policy and with it
the cours of the research. One substantial change occurred with the amendment to the
Transport Act in 2008. The Actiavigorated the concept of Quality Partnerships (QPs) and
Quality Contracts (QCs), for the provision of public transport services. This Achesitli
through guidance, the mechanisms by which Local Authorities and public transport operators
can work together in partnership. Such QPs or QCs are aimed at improving public transport

provision within a defined area or public transport corridor (DfT,80This new legislation




revision has provided this research with the opportunity to position itself within the process of
establishing and developing such a QP within a Hertfordshire district (St Albans City and
District Council- SADC). Thus,to engagen researclhhat aims to investigate linking individual
organisational Ps with the development of cityide multi sector TP, linking these within the

framework of QPs.

This policy development could not be ignored in the context of large companies, such as the
University of Hertfordshire developing thei
TP will be contextualised in the light of recent changes to thid#gigis, and more specifically,

by using a case study of the development (and initial implementation stages) of such a voluntary
QP. This aspect of the research begins to bring together, in an applied manner, the model of
using TPs, set within an area widedel. This fits in with the proposals set out by the North
American SMART Growth Agenda (Reeds, 2011), European models to local transport delivery
(as outlined by Whitelegg, 2011; Ry e, 2002)
(Cairnset al., 2004 & 2008). All these approaches promote possible solutions to solving local

transport issues within towns and city environments (Whitelegg, 2011; Sloman, 2006).

This thesis provides eritical narrative on how a major organisation, such as the Uniyebi
Hertfordshire, fits into the new 6l ocali smb
If successful, this integrated approach to TP development and public transport improvements
within QPs, could provide a real and viable alternativevhich employee commuter travel
could benefit, and thus meet modal spilt targets set within such organisational TP documents.
The approach used has wider implications, in that it attempts to provide an exemplar case study
for local authorities and centrgbvernment to learn from. If successful, then future national and
local transport policy, with its real or perceivedl r a f f, has thel pmtenéal to achieve real
change to travel behaviour and a reduction to its associated carbon emissions (Rdeds, 201
Docherty & Shawet al.,2008;DfT, 2007;Sloman, 2006Cairnset al, 2004& 2008). This can

at least begin to be addressed through the implementation of such delivery frameworks and

mechanisms, as are proposed from this research.

1.2 Research Framewok

In order to understand the issues that surround developing and implementing measures within a
TP, a multi methods (triangulation) approach was adopted from the perspective of a Critical
Realist. Using a specific case study as a reference point, otlpartog case studies were also
included as part of the research. The researcher employed an embedded position as Travel Plan

Coordinator within a specific HEI case study setting, utilising an iterative and emergent process

r



for reporting, using a reflectivearrative within an applied methodological framework (as
outlined in Chapter Three)This triangulated approacko researchmakes use of both

gquantitative and qualitative methodological tools (as outlined in Chapter Four).

The impact of research@osgtionality within the research process and government policy are

also considered and discussed within the context of TPs. Researcher positionality and
government policy (Chapter Two) feed into and form the structure for the conceptual
framework developed fahe whole research procesthe aim being to improve understanding

and develop greater knowledge of TPs, especially with reference to their limits and validity.
This part of the research provides the contextual and philosophical underpinnings forithe thes
Developing from this conceptual framework, the methodology applied then follows an
6out comes approachoé for reporting results [
collection methods. Methods adopted are outlined within Chapter Four, withie Fig

providing a diagrammatic overview of the data sources.

Results are reported back in the analysis se
within the research and conceptual frameworKk
Five & Six) provides the framework under which the broad themed headings for data
presentation are analysed and discussed. The remaining chapters (Seven & Eight) within the
thesis provide the discussion and conclusions. Recommendations for implementingrea TP
reported here (Chapter Seven) with conclusions, evaluation andfettion completing the

final section (Chapter Eight).

1.3 Case Study

A case study focuses on a particular phenomenon, with the researcher aiming to provide an in
depth account oévents, relationships and the experiences of processes occurring in a particular
instance. The use of a case study allows for the researcher to buy into a set of related ideas and
preferences which, when combined, give the approach its distinctive engctoutlined by
Denscombe, 2007 for further detail see Chapter Four). The primary case study for reporting
within the framework of the research has been the University of Hertfordshire. However, as the
embedded Travel Plan Coordinator role developedhe University, the researcher acted in an
external role as Executive Assistant to a developing Quality Partnership in the local City of St
Albans (Figure 1.1). This additional case study provided a wider research context setting for the

emergent outcomdesign that the research adopted.




1.3.1 University of Hertfordshire

As a major employer and business in Hertfordshire, the University has a significant impact on
the environmental, social and economic aspects for the local Hatfield area. Since bexoming
HEI in 1992, theUniversity became a large traffic generator, which has led to a significant
impact on the environment, quality of life and economic diversity of the local area. The
University has recognised transport is a significant issue and is cmhnidt working in
partnership with local authorities and stakeholders, in order to achieve a reduced impact from
transport in its surrounding district. This has resulted in the culmination and development of its

own bus company, branded UNO (Section 6.4).

In addition, as part of its campus-adevelopment, the University had to secure planning
permission through the production of a TP to look at ways of reducing its negatia¢ and
environmental aspects. Prior to developing a TP in early 2000, the Eitbjvemployed an
Environmental Manager to begin to develop an Environmental Strategy, to include a policy and
a mechanism for delivery in the form of an Environmental Management System (EMS). It is
this structured system that provides the continual impneve framework for developing a TP

and reporting its progress within the Univer

Prior to developing a formal TP document, the University set up its bus company (UNO) in
1992 as an intercampus shuttle to meet the need for sé&rving Uni ver si t y 6 s
Hatfield, St Albans, Hertford and Watford. In addition, bus services were created to provide
student nurses with attractive and viable alternatives to the private motorcar, for accessing major
National Health Service facilitieshroughout Hertfordshire and into North London. This
additional mode of transport also provided the University with an attractive alternative to the
private car for travel to the Universityods c

providing the local community with a public transport service (pers. colMaters, 2009).

Beforesetting up the bus company, the University did try to negotiate with private bus operators
to provide extra services, but found this to be an expensive optidtm¢avitpanies unwilling to
engage in providing the required network. Therefore, in 1992 the University made the decision
to establish its own bus service and network. Universitybus (as is was known then) developed a
route network to the major towns aroundtfi¢dd, including Watford, Welwyn Garden City, St
Albans, Luton, Hertford and into North Londahid.) (see Figure 6.4)

In 2005, the bus service washer anded 6 UNOO®6 and has become a
Central Hertfordshire, with 97 buses atdisposal to provide Park & Ride/intercampus shuttle

services for the University and commercial services over the areas ouittiiced UNO is now




the second largest commercial bus operator in Hertfordshire and is probably the largest
university bus opeation in the worlgdbigger even than many of the services run by the giant US
universities ¥pid.). In addition, the University, UNO and the researcher have been major
partners in the devel opment of the UKvass fir
launched in April 2009. This partnership is outlined and discussdépth as an emergent

multi sector etwork case study. It is this QP thelso forms the basis and direction of this
thesis.

With the development of its campuses on the former dellbiagtiBritish Aerospace (BAe) +e
development site, and latterly the opening of its new Student Forum Building in September
2009, and Law School in 2011, the University has provided the opportunity for this research to
undertake a cordinated approach tcedeloping and implementing a set of TP initiatives. This
opportunity has allowed for the linking of these initiatives with the embedded research
undertaken and outlined in this thesis. The overall aims of the University TP are to develop and
enhance alteative modes of transport to that of the private motor car, through promotion and
provision to its stakeholders, whilst reducing the impact of single occupancy car use in the local
community, through changing behaviour and more latterly through reducingncamissions.

The Universitydos TP has been developed with
act as an environmental champion within its local community, whilst building on the success it

has already achieved in tackling the travel issakdead to its campuses, prior to this research.

Detailed methodological approaches for development of the TP are outlined in Chapter Four.
Employee and student commuter surveys were conducted betweer2@M)2with results
presented and critically analysewithin the analysis section (Chapter Six). Qualitative
interviews, internal company reports and external consultancy data have also been utilised and

reported throughout the the¢Bhapters Five & Six)

1.3.2 St Albans City & District

The study areaof this case study partnership is based within the historic Cathedral City of St
Albans, which is approximately 10 kilometres North West of the London boundary and 30
kilometres from Central London. St Albans City is one of a series of settlements in South
Hertfordshire, all of which have a population of between 20,000 and 100,000. They iheude
towns of Watford, Hatfield, Hertford, Hemel Hempste&t Albans and Welwyn Garde@ity

(HCC, 2011)

There is extensive travel between these various towns with the outer London suburbs just to the

south (bid.). There is a motorway network including the M25 and radial motorways to the rest




of the country transecting the area, together with variable addspiead traffic congestion
(Reeds, 2011). There are also the main line railway lines tantdkands, thenorth and
Scotland, as well as local commuter lines. Apart from the high frequency train services to
Central London, Harpenden, Luton and Bedforddhe relatively limited public transport. In
particular the bus services available have been shaped over recent years by UK lethalation
has focussed on how the bus indusipgrates rather than haervicesareprovided. There are

also limited eastvest transport connections across the county.

I n addition to developing and i mplementing
was developed witthe St Albans City and Distrittocal Strategic Partnership (LSP) as part of
role of working with thelocal community. The LSP identifie gaps (listed below) for
partnership work to be conducted within the city and either takes a lead or delegates th

partners.

i.  Providing accessible facilities and activities for young people
i. Helping to build the capayi of the voluntary and community sector to provide
preventative and support services
iii. Encouraging and promoting community engagement and participation
iv.  Promoting sustainable local economic development
v.  Meeting the needs of an ageing population
vi.  Reducing envisnmenal impact

vii.  Reducing inequalities

After initial discussions were held with the LSP, it was agreed by partners that a Voluntary
Quality Network Partnership would be developed (as opposed to a statutory one), to begin to
outline a strategy for impleméng change to local public transport delivery. It is the process of
setting up the partnership, and the resear (

ultimate implementation, that is presented within the &éaork of this research thesis.

The data provided by the case stadgin the form of a commuter survey undertaken in 2007,
minutes of partnership board meetings and subsequent working groups, which developed as a
result of the partnership. This also provides qualitative data for megand analysing the

p ar t n®work in theocontext of local transport planning.

1.3.3 Vauxhall Motors Ltd.

Vauxhall Motors is owned by the American car manufacturing company General Motors (GM)

and is integrated into GM Europe (GME). The company beganufacturing vehicles in




London in 1903 moving to Luton in 1905, where it manufactured vehicles for domestic and

internatioral markets YauxhallMotors, 1999).

The company owned four sites: two production and assembly facilities, one at Luton,
Bedfordsire, which closed in April 2002 and the other at Ellesmere Port in Cheshire. The
company has an administration headquarters (Griffin House) situated inEBasithuton, and

an Aftersales Centre at Toddington, North Luton, which is responsible for spastqrage and
distribution to UK and EU dealerships. In addition to these sites, IBC Vehicles has a plant

|l ocated adjacent to Vauxhallés Luton site. I
being owned by General Motors. There were roughB0®8 people employed by Vauxhall
Motors/IBC Vehicles within the UK. Just fewer than 4,200 people were employed between the
Luton sites, 2,662 at IBC Vehicles, 741 at Aftersales and 800 within Griffin House. The
remaining 4,000 are employed at Ellesmerd Rmrs. comm.Moxey, 2001).

Vauxhall runs its own freight vehicle fleet of 43 tractor units that are leased from Scania, and 62
trailer units leased from Transamerica (pers. cqoniawton, 2001). These are based at the
Luton and Ellesmere Port sites. Whall also sukcontract out freight services to Caratrans and
Christian Salvesen. Previous initiatives implemented by the company in relation to freight have
included goods movement by rail freight, driver training and schemes to improve fuel
efficiency. Fom initial discussions at meetings with the Freight Logistics Manager, it was clear
that there was no overall strategy at Vauxhall, which coordinated such freight initiatives.
Vauxhall has implemented and supported various sustainability initiatives 40801EMS,

BIE, Sigma and Stakeholder dialogue,), and was keen to be the first car manufacturer to develop
and i mplement a comprehensive TP, with the c
environment al f, Moxayt 2000), Asea lge mamufactunmng company the
potential to gain economic and environmental benefits from implementing such a strategy were

greater than if a small organisation were to be studied (Coleman, 2000).

At the outset of the project, it was envisaged that for theeldpment stages of the TP, data
would be collected to include employee commuting, business tfdlegt management and
freight transport. However, owintp the unforeseen closure of the plant, this proposed data
collection did not occur for this caséudy. Interviews with company representatives were
undertaken and included for reporting and discussion purposes within Chapter Five. During the
initial scoping out phases of the research project, it became clear that whilst an attempt to cover
all aspectof transport (commuter, business travel & freight/fleet) would initially be attempted,

the primary focus of the thesis is concentrated on the commuting aspect. This became the




primarily focus once the Vauxhall case study was replaced by the Universitg agin case

study for reporting against.

1.4 Research Aim

To investigate the development and implementation processes afval Plans within the

context of large organisations using an applied and embedded (emergent) research approach.

15 ResearchObjectives

Specific djectives of the research are:

i) to determine the key alternativend most appropriateoptions in developing and
implementing TavelPlans

i)  to identify theCritical Success Facto(€SF) andKey Performancdndicators (KPI¥or a
specific Travel Plan

iii) to assess the implementation of individirderventionsand identify the specific issues
that affected the development of these initiatives within the context of a Quality

Partnership.

1.6 Thesis Structure

The t hesi s i s presented usi ng ei ght chapt
background, research framework, an oi@mof the case studies involveaid the overall aim

and objectives of the research. National UK Transport policy since 195Misxtalised

against modal trends, behavioural change and environmental issues. The historical background
of TPs is placed within the wider debate for delivering improvements to local transport within
the context of SMART Growth and the Smarter Choiceggbibhies. This debate, alongside the
introduction of localism within the Planning Framework and the introduction of the Local
Sustainable Transport Fund, are covered within Chapter Two. Chapter Three addresses the
philosophical underpinnings and researcanfework that form the methodological design
process. The chapter outlines in detail the approaches used in designing the applied, embedded
(emergent) research framework. Methodological tools developed for data collection and
analyses and the limitation§ the research, are outlined within Chapter Four. Chapters Five and

Six provide the focus for analysis of the case studies used. Chapter Seven presents further
discussion and a forum for outlining the contribution of this thesis in furthering the
understading and knowledge of TPs within the wider business environment. Chapter Eight

provides the final conclusions to the research project, anttvaluation andecommendations




1.7 Summary

This chapter has set out the overall background to the researcidimyavresearch framework

and an introduction to the case study organisations (University of Hertfordshire) and the wider
complex network Quality Partnership (Network St Albans) that the researcher became
embedded within. The aim and objectives are statetithe overall conceptual framework is
outlined. Finally, this first chapter provides a structure for the thesis that follows, in order to
help in its understanding. The chapter that follows provides a contextual focus that places this
research into TPwithin the wider context of local transport policy and provision. The impact of
urban sprawl that has resulted from historical transport policy, underpins the international
sustainability agenda. This international context leads into the issue of sustdinedl
solutions, in which organisations and individuals have to respond. Corporate Social
Responsibilit CSR)and Environmental Management SystdiEkiS) are considered as part of

this section, in terms of the organisational structures to WiRdtanbe appended.




Chapter Two i Contextual Literature Review
2.0 Introduction

This chapter outlines existing research within the framework of organisational Travel Plans
(TPs), government policy and impacts imposed tognsport activities undertaken by
organisations and their employees, in order to inform and contextualise this thesis. Further, the
historical underpinning that has shaped transport policy is outlined in order to provide a
contextual basis from which txglore contemporary issuegor instance, transport planning at

a local level with the introduction of TPs into the workplace.

Transport Planning is concerned with preparing, assessing and implementing central and local
government policies, plans apdojects in order to improve the way in which transport systems
and their supporting infrastructure is delivered and managed (Sloman, 2006). Many academic
authors have identified limitations with the governance, finance and delivery of change to this
trangort infrastructure and provision of these network systems. These are considered as key
issues in creating sustainable communities through integrated networks within these locations
(Reeds, 2011; Dennis & Yr, 2009; Docherty & Shaw2008; Sloman, 2006Carns et al.,

2004). These issues will be explored and expanded on in this chapter.

In order to begin to improve on this situation, there is a requirement by any policy maker or
transport planner to acquire knowledge of how the current situation devel®peshdly, an

understanding of the wider policy document and current legislation (including historical
legislation) that provide powers to deliver change is required. Finally, how this knowledge is

utilised and the tools needed to implement change is itlteaibpect to consider.

Placing theabove into context, the prospectitransport planner then needs to consider the
wider social, economic and environmental factors in which they work, and how they impact on
what is trying to be implemented. In transptatms this would refer to issues such as those
between central and local government policy makers, which include civil servants and their
political minister and members and the issue of managing infrastructure and policy delivery
between (private) motorideversus other modes. In addition, there needs to be a consideration
concerning whether a market led or interventionist approach should be adopted. In transport
terms whether a o6épredict and provideb6 road
demand management approach (interventionist) or vice versa, are all issues in which the

transport planner has to operate (see Dennis & Urry, 2009).




2.1 Background to the Current Situation

The first UK road related legislation was the Statute of Wincheste286, which was directly

aimed at ensuring safe passage for travellers, elements of which can still be seen in current day
legislation as part of UK law. This Statute was superseded by subsequent legislation from the
19" through to the 21 centuries ad has placed the responsibility for managing and
maintaining public highways within the jurisdiction of local government, albeit overseen by a
central government department of state (Webb & Webb, 1913).

An important piece of legislation from the"™@entuy is the Local Government Act of 1888,
which provided for directly elected councils (such as the likes of Hertfordshire and other county
councils) This Act created 62 county councils, 61 borough councils as well as the London
County Council. These new county councils became responsible for highways and their
maintenance, and remaihsoadly true to this dagsee Webb & Webb, 1913 for analysis of the

nineteenth century reforms).

At the same time as the new elected bodies were being created in the 1880s, two other major
developments were introduced to the United Kingdothe first motor cars and the modern
bicycle. The latter was initially responsible foraclging social habits by increasing the
geographical distance individuals could travel in a shorter timeframe; the latter would
exacerbate this trend to an even greater extent from the 1950s to present day. Prior to the
explosion in car use from the 1950@sads played a secondary role to other modes of transport
and communications, such as intercity trams and railway systems, the telegraph/phone, cycling
and walking (Dennis & Urry, 2009; Hoyle & Knowles, 1998).

In 1909, the Roads Board was set up to bud noads and maintain existing infrastructure, but
this failed to deliver its spending targets and was replaced by the Ministry of Transport in 1919,
which has evolved into the modern day Department for Transport (DfT). Although county
councils are respoiide for local A and B roads, the Trunk Road Act of 1936 provided the
legislation under which the modern day Highways Agency (HA) is responsible for managing
and operating the strategic motorway network. The Truck Act 1946 added an additional 8,190
miles d highway, which began the trend of increasing the road network for an ever increasing
demand for private motor vehicles in the years following the war. By the late 1930s there were
over one million private mot orouteofrttereachofthe i t ai
majority of the population, who still relied on walking, cycling or making use of buses and
trams Bressey, 1938fT, 2010).




2.2 The 1950s to 1970s

A combination of factors led to the mass use of the private motorcar in the6Q85These
included: the mass production of affordable cars, which the Ford Motor Company had begun in
the 1920 onwards; the expansion of the motorway network beginning in 1958 with the Preston
Bypass, with an additional thousand miles completed by B&Xailway cuts from 1963 based

on the Beeching Repodt The Res hapi ng ,oebultiginimbre tham 4,60@ rilesva y s
of railway track and some 3,000 stations being closed in the decade following the publication of
this report. These closures &didup to around a 25 per cent reduction of track and 50 per cent of

all stations (Beeching Report, 1963).

The 1970s until present day have been characterised by the tensions outlined at the beginning of
this literature review. This period witnessed an éase in tensions and fluctuating political
views between those supporting road building set against those in favour of promoting other
mass transit modes, and their supporting infrastructure. At the beginning of the 1970s the first
beginnings of an envirenental movement began to emerge (Friends of the Earth for example),
who began campaigning and protesting against expanding the road network (including Aire
Valley, Hornchurch, Epping among otherBefinis & Urry, 2009; Sloman, 2006; Docherty &

Shaw, 2008Hoyle & Knowles, 1998).

In addition to environmental protest groups, the 1970s also witnessed the emergence of the
O6middle classesdé6 challenging government roa
extension. The 1973 oil crisis increased concernsutalsecure oil supplies and price
fluctuations, and promoted the then government to acknowledge that energy efficiency and
conservation should be a national objective. In direct relation to this, no recognised legislation

or policy was set out regarding erlhatives to the inefficient consumption of the private motor

car (bid.)

However, the late 1970s witnessed two interesting, if not significant developments to
government policyFirst, theDoT White Pape(1977) Transport Policyidentified for the first

time that promoting walking and cycling as modes might warrant development; Secondly, the
Secretary of State outlined plans to place greater responsibility for planning and securing
integrated local public transport on local authorities, they being ibebieposition to assess the

local needs of how best to implement them. Despite these developments, more roads continued
to be built (including the M25, M11 & M6) into the early to riii80s, when other events also
impacted on the provision of public trawmsp services (Dennis & Urry, 2009; Lysn&
Goodwin, 2008).




2.3 The 1980s up to 1997

The 1985 Transport Act deregulated the provision of bus services and also privatised the
National Bus Company, with its constituent operations being sold off. The stgedive of

the 1985 Transport Act was to improve public transport and let private sector competition
deliver what was required to meet the public
time was strongly prcar, against planning and againstdbauthorities and any public bodies
having more than a residual role (Maclgeal., 1995). This act is often quoted (outside of
London and Northern Ireland), as the main obstacle to planning integrated and easily
understood public transport networksoWding multi operator ticketing (and joint marketing
material) were in an instant considered, or at least perceived to lmenpetitive behaviour if
provided by any operator or local authority. The risk of prosecution by the Office of Fair
Trading, unér the Competition Act, was threatened if operators were seen to be working
together. The Act also reduced the coverage of the bus network through large bus companies
acquiring smaller companies, and closing down less profitable routes that were sulpsidised

to 1985 CBT, 2007).This has worked against the introduction of such products into the market
(outside of London). Integrated ticketing has been proved to increase the use of public transport,

outside of the UK $harabyet al.,2012) and is therafre a disable intervention to pursue.

Following the 1985 Transport Act, in the late 1980s the then Conservative government
published a White Paper, entitlel,lRo a d s f o r(1989). dhis paper wds pased on the

mar ket principles of O6épredict and provideo
demand from private transport users. It predicted that an increase in privatafi@ady up to

142 per centvould be witressed by 2025 (DfT, 2009). This predict and provide policy, was
judged necessary by the then government in dealing with the associated traffic congestion, then
seen, as now, on many major road corridors. This policy came with a price tag, with total road
expenditure increasing from £1.64 billion in 1990 to £2.48 billion in 1994. Road expenditure as

a percentage of public expenditure rose from 1.8 tp&rsenbetween 1985 and 1993.

This policy would see some 500 major road schemes implemented, efieciowddling the

trunk road programme, but it would be abandoned by thel88@s for a number of reasons.

What this policy failed to predict was the public outcry and in some instances prolonged
protests, in termsf the impact on the environment and on Hueial fabric of communities

directly affected. In addition, an influential report published in 19T r anspor t : Th
Re a | argued&hat, it was fundamentally flawed to build more roads and that such a policy
could not keep up with the pace in tiafffrowth. In effect, the report argued that building more

roads, generated more traffic (Goodwiral.,1991).




There were additional signs of a consensus against the continued policy of road building. In
1994 the Standing Advisory Committee on Trunk Réadessment (SACTRA) reported that
induced traffic did occur, although its size and significance would be dependent on local
circumstances. In essence, a road scheme would only temporarily solve traffic congestion,
before it would increase to levels highban before the scheme was implemented. This report
recognised that the volume of traffic was in part a result of policy and that road capacity could
not be matched to forecast demand, and that demand was not always a given. It was at this stage
thatthe6 pr edi ct and provided mar ket | ed approac
approach within the political arenByrnellet al., 1999). A number of publisidereports, prior

to this, mosmnotably the Buchanan Report in 1963, had recognised the limke®etproviding

more urban road spaced and incrédasaffic level, but this hagone unnoticed at the time.

In addition to the 1994 SACTRA Report, several important transport related publications began
to appear, i ncluding i n Ervigodndental Poblutiod: Bighyeanth Co m
Report on Transport and the Environmentd&. Th
impacts associated transport. Therefore in terms of government road building policy, 1994 was
pivotal in terms of a major pay turnaround(cited in Glassonet al., 1999). The then
Conservative gvernment announced that simply building more roads to deal with the growth in
road traffic was no | onger t he wa)yRoadlsdfar war d.
Pr os p é98) tand Gvas a major step in developing what was to come in the following
decade from future government transport po{RgT, 1989).

During the mid to late 1990s, a shift begamteerge with then Conservativexgernment, under

John Major 6s ¢ghevhenrTranspont Secretanh(BrrBrian Mawhinney) began to
engage with the environmental lobby. In 1995, the Secretary of State for Transport launched a
debate on transport, with the objective being to reassess the balance between economic growth
and envionmental protection, whilst still supporting personal choice. This culminated in a
consul t atTramsport: phe WayrAheédddé bei ng publ i shed in 199¢
the O6Great Debat ed, three devel op meonat Ar wer e
Quality Strategy, the publication of Sustainable Development Indicators and the launch of the

National Cycling and Walking Strategies (pers. comm. Wilkinson, 2011).

The National Cyclingand WalkingStrateges (DoT, 1996; DoT, 1998 respectiveladiopted
ambitious targets for the doubling of cycle journeys by 2005, and then doubling this again by
2012.Similar targets were set for walkinghese targets had no basis in legislation with neither
central nor local government placed under any legabatibn to implement them. However,
6,500 miles of national cycle paths-ealinated by the charitUSTRANSresulted from the




strategy. This included a £42m grant provided by the Millennium Commission. The strategy
was innovative in that it was the firdbcument from government aimed at increasing levels of
cycling; it placed cycling as a mode within a wider transport framework that could provide
convenient and an accessible environmentally friendly way of travelling locally within urban
and suburban arspand it aimed to work with organisations and individuals in positions of
influence to encourage greater physical, attitudinal and organisational outlooks for cycling. This
provided a role to cycling and environmental groups to help deliver change. B 199
responsibility for delivering this was handed to the National Cycling Strategy Board, which was
replaced by Cycling England in 2006i¢l.).

2.4 Transport Policy & New Labour (1997-2010)

In May 1997, the New Labourogernment came to power and JohnsBott was appointed as
Secretary of State for the new integrated Environment and Transport Department called the
Department for the Environment, Transport and the Regions (DETR). Prescott immediately
began preparing a new transport white paper basedevieavrof transport policy, consultation
papers and a series of national seminars. Academia, business, local government, trade unionist
and environmental representatives were appointed to help develop the paper, with the aim to go
further than previous pape Its main outcome was aimed at integrating rmtidal transport
infrastructure and networks, whilst promoting real alternatives to single occupancy car use. This
paper b e c a me Integrated Mranspert WhiteePapér: A New Deal for Transport;

Bet er f or (DEVTReX998p ne 6

Prescott was quoted as saying:

'‘Developing an integrated transport policy represents a major shift in
direction. We don't just want to stop traffic problems getting worse,
we actually want to make things better for people and goods on the

move.(John Prescott, 1997, Cited DETR, 19p8)

Defining integration in terms of transport is simply to say that the government wanted to plan
road, rail, air and waterways throughnioig policy together with land use planning as one

strategy. Prior to the White Paper, the publication in 1994 of the Policy and Planning Guidance
Note 13 incorporated sustainability into transport planning. Its subsequent revision in 2001,

linked land us@lanning with transportation, the first time that this had happehiet) (




This shift was the first indication of t he
transport planning by large organisations in the form of Td.Y. This would form pdrof a

planning consent required by large organisations developing new or redeveloping current sites.

In summary, the White Paper was seen as a revelation in terms of what had gone before. It
proposed: placing a requirement on local authorities to dradiwapyear plans to cover all
modes of transport; ekeunking of the trunk road network with local highway authorities
becoming responsible for these sections; introducing lower speeds of 20 mph in residential
streets and areas used by cyclists and péaiestpowers for the new Mayor of London; formal
quality bus partnerships in local areas, which would include powers to force bus operators to
deliver multroperator ticketing schemes.

Local Transport Plans (LTPs) were divided plans that were to be deddbypcounty councils,
unitary authorities and passenger transport authorities, which when prodecedto be
submitted to the DfT andlocal Implementation Plans (LIPs) for London Boroughs were
submitted to the Mayor of London. Transport Policy for ScatlaVales and Northern Ireland

were devolved to the regional assemblies, where different arrangements applied. The first LSPs
covered 2002006, the second 28011, with LSPthreedue to run between 202016, but

the Coalition Government discontinued R, leaving local authorities to decide how to
proceed, based on the new localism agenda. Most, including Hertfordshire County Council have
continued to produce such plans, in the face of limited alternatives (pers. comm., Wilkinson,
2011).

The Ten Year RIn, Transport 2010 (published in 200 provided more policy specification on

the framework put in place by the Transport White Paper (1998). This plan stressed the role that
partnerships between local government and the private sector could brimggéwnising the

UK transport networ k. I't details the Governn
modernising the transport system over the following decade. It outlines how schemes tackling
transport related congestion, pollution, as well asililey ways to increase viable choices for

all users alongside improving safety.

This document stressed the importance of planning the transport network, using a more
integrated approach than past approaches in order to bring different modes of ttagspoet

for goods and passengers. The document stressed that past increases in economic development
increased demand for transport; that essentially the two go hand in hand. The increases in traffic
congestion and pollution resulting from this relatiopshave to be tackled, with the Plan

making a commitment to reducing traffic congestion at the then current levels (2000). In




addition, a commitment was made to reduce global warming greenhouse gases and improve
local air quality levels through the introdion of local air quality management areas. Whether
such goals are likely to be achieved is debatable if past growth trends in all modes are realised
in the future. Only if a major investment and effort is made across all areas of transport to

reduce traft demand will such goals be achievable (Loffler, 1999; Hoyle & Knowles, 1998).

Docherty (2001) casts doubt on whether increased spending would have any significant impact
on reducing car use. He argues that investment directed at road projects wilth geast

policies, increase travel demand, plus stresses that government structures are too weak to

i mpl ement the planbs objectives. He <concl ud

promote travel (parti cul arelentunoexassany siabijity. but v

The decade between 2000 and 2010 witnessed a major leap forward in the promotion of
sustainable transport when the Transport Act 2000 (DETR,’R0@G enacted. This Act gave
Local Authorities powers to introduce work placekiiag charges and road user levies, creating

a direct impact on business. Under this Act, Local Authorities were also obliged to develop
Local Transport Plan (LTPs) Strategies, many of which formally incorporated TPs into planning
obligations (pers. commWilkinson 2011). This amended Act also introduced the concept of
Quality Contracts (QCs) and Quality Partnerships (QPs) between Local Authorities and bus
operators, outside of the statutory environment that existed (and still exists within London and
Northern Ireland). These partnerships would be encouraged to develop and improve
infrastructure and service frequency along public transport corridors by LAs and operators,
entering into a statutory agreement. However, because of the complexities of thei@Gmmpet
Act (OFT, 1998), (which in terms of public transport was introduced to increased competition
between operator, and in theory to drive down ticket prices) no QPs and only a handful of QCs

were taken forward (Davidson & Knowles, 2006).

Quality contract have been seen as difficult to develop, expensive to set up and likely to
generate conflict between operators, while statutory partnerships have been seen to be complex
and legalistic. That said, Hertfordshire County Council did succeed in creatinguatavgl
partnership on public transport information provision encompassing the whole county and all
operators. This Al NTALI NKO par tpere commm3ykes,has ¢
2010).

Missing from all this legislation was the concept of pulbtansport as a network that could
compete with the car in terms of cost and convenience. The Office of Fair Trading and the

Competition Act (1988) made this difficult to achieve in practice. The Act effectively prevented




multi-operator cross ticketing @mo-operation on regular interval or metro style services. This,
and the 1985 Transport Act, combined with a lack of-farged funding and eordination
between different tiers of local government, has led to the decline in bus use outside of London
(CBT, 2009).

This lack of integration was further exacerbated by the wider impacts imposed from increased
use and dependence of the private motor car. However, wider global issues, including climate
change, local air quality and pollution, as well as traffiegastion in urban areas began to alter

the focus of policy. Successive Government policy documents have emphasised the importance
of tackling these issues and providing a good alternative to the car. As already noted, a first
attempt to reform the 1985 Trsport Act was made in the Transport Act 2000. This was
characterised by strong lobbying between LA interests and public transport operator interests on

opposing sides.

However, when it became clear that the Act had produced little change, Ministersddiecid
attempt a second reform. APutting Passenger s
of measures thatould make it easier to create quality partnerships and contracts. A subsequent
draft Bill led to the Local Transport Act 2008. This sigeahtly changed the application of the
Competition Act to bus services, by allowing LTAs to certify in certain circumstances that if co
operation between operators was in the public interest, then partnerships could develop. It also
removed the threat ofifnes f-oo mpfeatnittii veo behaviour and
contracts a more realistic option, though there are still reaparadived obstacles (DfT, 2006

& 2008). In practice therefore, the Local Transport Act 2008 encourages partnership, breaks
down the division between ficommercial 6 and ft
options for improving bus services (Local Transport Act 2008 this change to the Transport

Act (2008) that provides a narrative and reflection within this tHesithe implementation of a

case study Quality Partnership (Network St Albans). This framework for improving public
transport within a defined region (St Albans City & District) also provides a framework for
building in TP development and implementatians espoused by the Depar
6Smarter Ch Cairosetal§200dge nda (

However, with most voluntary partnerships, a major stumbling block was the operation of
Competition Law with respect to bus services, applied under successipetitam acts and
latterly the Competition Act of 1998. These acts have been interpreted narrowly by the Office of
Fair Trading and competition authorities to give priority to the interests of possible extra
operators on the basis that competing serviceddvncrease frequency and reduce fares (CBT,
200).




With LTPs and LIPs promoting the uptake of sustainable and integrated transport, and with
global concerns beginning to take centre stage, this Act came at an ideal time in terms of the
wider sustainabity agenda. The Earth Summit in Rio de Janeiro in 1992 (and again in
Johannesburg in 2002) provided the first detailed concept for working towards a sustainable
framework, with Local Agenda 21 proposed as providing local solutions to global problems. In
1997, The Kyoto Protocol aimed at limiting global greenhouse gas emissions. By 2007, 175
nation states had ratified the Protocol, with 26 of these agreeing to legally binding targets for
reducing targets. More recent climate conferences in Copenhagen §2@0®) Durban (2011)

have attempted to increase pressure on national signatories to deliver on their targets, whilst
engaging with developing countries on their
Climate Change Act¥ECC, 2008) to achievera80 per cent reduction in G@missions by

2050, with an interim target set at 26 per cent by 2020.

External government reviews, including the Stern Review and the government commissioned
Eddington Transport Study, were both published in 2006. The farometuded that in order to

avoid the worst impacts of climate change, action needed to be immediate and international.
Lack of action would have long terms economic implications, perhaps costing bet@egreb

cent of global Gross Domestic Product (GODPyorse than the combined effect of the great
depression and the two world wars. The Stern Review argued that in contrast to doing nothing,
the cost of action to reduce emissions and their possible impacts would be limited to circa one

per cent of global GP each year.

The Eddington Transport study concluded that the UK's transport network was broadly
adequate, and that the government should not build new infrastructure, includirspééaghrail

links and crosgountry motorways, but look to improve eximjiroad and rail networks. Key
pressure points on the existing network needed improvements and that parts of the network, that
are vital to economic success should receive investment. These included congested and growing
cities, interurban corridors, maime ports as well as airports. Their full cost to the
environment, including their contribution to climate change, should be paid by all modes of
transport. The study also stated that Eddington supported the gradual introduction of road
pricing when the glitical environment allowed for it, and that reformation of the planning
system was required to speed up the building of large infrastructure pr&ddiadton 2006
Websteret al.,2008.

A government report,Towards a Sustainable Transport Systewes published in 2007
following Stern and Eddington. This report focused on the decarbonising of transport and

outlined ways to decarbonise road transport by 2050. It concluded that around 90 per cent of car




related greenhouse emissions could be reducemghrthe introduction of electric vehicles, the
charging infrastructure to support it and other fuel types alongside it. It stipulated that emissions
should be reduced to avoid the worst effects of climate change. Between 1990 and 2005 the
Uni ted Kémsgahofellésemeixper cent , but transportés
just overten per cent, with no clear policy (either national or local) to reverse it (Riexjew

2007).

In 2010, the Coalition government published a list of commitmentsnglad transport. These
included a national electric vehicle (EV) recharging network; supporting sustainable travel
initiatives; encouraging joint partnership work between bus operators and local authorities;
embedding a low carbon economy on the backafsit led development; High Speed Rail 2

(HS2). Interestingly, there was little about highways, aviation and shipping.

IN201f, t he DfT published a white fhatpasaimed@r eat i
promoting low carbon economic growth, thgh increasing the uptake of public transport,
walking and cycling within urban environments. Thikite paper announced a fund of £560m

over a four year period (between 2011 & 2015) directly for supporting local sustainable

transport projects (this fundas called Local Sustainable Transport Fund).

2.5 Sustainable Development

Transport allows the movement of people, goods and services between geographical locations at
a regional, national and international level. Furthermore, the ease of access toesegourc
essential for a nationds economy to grow and
growth is currently at the expense of the natural environment (Brundtland Commission, 1987).
This environmental concern has prompted a governmental respoisiinating in the Climate

Change Act (2008) aimed at reducing the impacts imposed from carbon emissions by sector

(including transport) on the wider environment.

The broader basis of environmental legislation arose from the concept developed aabohd th
sustainable development, whose principals were first put forward at the Stockholm Conference
(1972), as part of the United Nations Conference on the Human Environment (Brundtland
Commission, 1987). It was this conference that began to place envir@inssues within the

context of economic and social concerns about the way resources were being consumed at an
unsustainable rate. However, it was not until the Brundtland Report, published in 1987, that the
concept of sustainability was brought into timainstream of international political policy
thinking. It was this report that linked human activity with resource consumption and with long

term thinking about 6future generHélman @086 bei




Ericksonet al., 1999; Hughes, 1993; Brundtland, 1987). This report provided the first real
example of defining sustainability, which is outlined later in this chapter.

A detailed concept of sustainable development arose from the World Commission on
Environment and Development in 1983, from which the Brundtland RePart, Common

Future was published in 1987. Its purpose was to propose-termg global strategies for
achiving sustainable development up to and beyond the year 2000. From a political stance, the
EU is placing a great deal of emphasis on the concept of sustainable development. The most
common definition of this is provided by the United Nations World Comonssin

Environment and Development as:

fiensuring that humanity meets the needs of the present without compromising the ability of
future gener at i on s (BtuatlandeCemmissidn @987, p.2wn need

I n addition to the nrokesusainabie sdevdiopnaedt!nmone eletaidee f i n

objectives were outlined as:

social progress which recognises the needs of everyone
effective protection of the environment

prudent use of natural resources

= =4 =4 =4

maintenance of high and stable levels of economic gramthemployment.

The outcomes of the Brundtland Report were far reaching and have become important
component parts of developing many areas of government policy, as well as planning the future
for transport policy. The difficulty with implementing the otfijges set out by Brundtland in
terms of transport policy, are that past transport activities and the policies that have driven them
have often gone in the face of its ideology. This links the three pillars of sustainability; social,
economic and environme together in order to achieve a balance between economic growth,
social equity and environmental matters (Hillman, 20Q&rl et al., 2003; Worsford 2001,

DETR, 1999; Loffler, 1999; Boyle & Ardill, 1998

Increased road transport has detrimental impactsociety, economy and the environment but

there are still many factors restricting enforceable combat measures from succeeding. Goodwin
(1999) sets out the main issue as individu
amount they wish to tr& for work and leisure. He also highlights the negative attitudes
towards public transport and sceptical attitudes towards perceived health risks and the true

impact of CQ on global warming (Lyos& Goodwin, 2008).




Global warming is a natural phenomenadded to by anthropological carbon emissions from
industrial outputs (including transport, farming and agriculture) (DfT, 2009; Dair & Williams,
2007). The effects, although difficult to directly measure, have the potential to affect local
environments athe global scale (Marsden & Rye, 200€arl et al., 2003. United Kingdom
emissions from transport account for around 24 per cent of domestic emissions, out of which
about50 per cent derive from thgivate motor car, or around t@er cent of all UK engisions

(DfT, 2010). Contributing to these increasing levels in GHG emissions are both private car use
and ownership. Both have increased rapidly since the end of the 1950s within the UK (Gardner
& Abraham, 2007). The biggest challenges in terms of GHGcareusage levels, the rapid
expansion of aviation and the increase in road freight (DfT, 2004; Lenzén2003).

As a response to the continued rises in anthropological carbon emissions, the UK government,
through signing up to the Kyoto Agreementli®d7 began to develop carbon reduction policies.

As a result th&€limate Change Aatame into law in the United Kingdom from 2008. It placed a

legal commitment on the government to ensure that net UK greenhouse gases would be reduced
by at least 80 per cewnf the 1990 baseline year, by 2050. The Act was aimed at enabling the
United Kingdom to become a leearbon economy and provided central government powers to
introduce a range of measures necessary to achieve the targets. An independent Committee on
Climate Change was created under the Act to provide advice to the Government. These national
targets, to be met from all sectors, aim to reduce carbon emissions from a 1990 baseline by
some 20 per cent by 2020 and a further 60 per cent by 2050 (Stern, 20065tefn Review

argues that these targets are ambitious, but are inadequate to stabjliseni€€ons at the
required 450ppm, which are necessary to reach the requirement of 80 per cent below current
levels by 2050ibid.). In order to begin to achieveishdesired reduction in GQargets set for

2050, Chapman (2007) argues the necessity to constrain all activities that produeadCO

other GHG, including reducing the number of journeys by car or other modes of transport. Such
a restraint may well havecenomic impacts that most governments would find difficult to
implement. However, the Stern Wew argues that economic growth could still be achieved
through a change to a more low carbon economy. To achieve such a complex change, the report
argues that me per cent of Gross Domestic Product (GDP) per annum would need to be
invested by all governments in alternative low carbon technologies, in order to avoid the worst
environmental effects of climate change. The report continues that, a failure tohesessims

could lead to a reduction in global GDP of up to twenty per cent by 2680.(

The degradation of the natural, social and economic environment as a result of activities and
processes undertaken by industry, home owners/occupiers and traisspurtv widely
acknowledged by the scientific community (Hillman, 2007; Monbiot, 2007; Worsforal.,




1996; Hughes, 1993; & Brundtland, 1987). This degradation, which manifests itself as flooding,
gales and unusual temperatures, has potential untoldquamrsmes on both natural and human
systems. As Worsford (2001) implies, the logistics (or freight) industry will not be immune to
such consequences, and has to face up to meeting the environmental challenges ahead in order

to make the industry sustainabterheet the needs of future generations.

If the concept of sustainable development is accepted, and the consequences of not following its
ideology are also accepted, then the distribution industry will have to change its current
practices of resource comsption and environmental degradation, as outlined (Loffler, 1999;
Worsford,2001). However, it could be argued that distribution is meeting the consumer demand
for more goods and services, and that it is this activity itself that has to change, if ifrmracts

distribution are to be reduced.

During the 1980s and 1990s government policy at national and international levels began to
respond to local communities concerns about the impact of manmade industrial activity,
including the increased use in privatedafneight vehicle use (Figure 2.1), were placing on
natural environments and processes. There is a healtgpiog debate from the scientific
community about the true extent and impact that these activities have, and how much occurs
from natural processésloyle & Knowles, 1998). This is the whole debate around the issue of
climate change, which is becoming widely accepted as occurring by the scientific community,
even within the United States of America, where the administration has failed to sigrhap to t
Kyoto Agreement for reducing GQGemissions to those of 1990 levels. The issue has now
evolved from the debate on whether climate change is occurring, to that of what extent human
activity (including transport) is adding to this natural process. Thedirpat the transport
sector has on this process is a debate that is growing in significance, and practices that reduce its
impact are growing in their importance. The impact that local organisational TPs can play has
yet to be proven, but there has certabeen a shift in government thinking to that of promoting

such tools.

Worsford (2001) points to the many environmental reports, guidelines, directives, and codes of
practice, regulations and legislation as an indication of the change to UK and EUngenern
thinking and policy. This has begun to manifest itself in legislation imposed upon all industrial
sectors, including the transportation and logistics sector. Measures from the UK and EU will be
instrumental for the industry by management taking therabenvironment into consideration

in a more positive and sensitive manner. On the ground this will mean implementing and
demonstrating environmental credentials by word, deed and action, by becoming integrated as

part of a c¢ompany @smitganathraughyfor exampke,gCerpoeate tSocial




Responsibility (CSR) and/or Environmental Management Systems (EMS) (Letiahe2010;
Staib, 2005; Erickson & King, 1998arrow, 1999.

Staib (2005) argues that good environmental and business prastcefien compatible, and

that for a large, medium or small company to have in place an environmental policy or EMS
with targeted actions should be considered as an integral part of quatiagement. In this, the
researcheis in agreement. If a compargccepts what Staibe{ al) argues, then managing
impacts on the environment through the implementation of an EMS is a viable option. Only
with a positive commitment to improve the environment by a company/organisation, and by
individuals themselves, cam arganisation hope to improve its overall performance. Through
continued planning, monitoring and target setting, as well as reporting (whether internally or
externally) a company can achieve a management system to reduce its environmental impact,
whilst potentially increasing profitability through best practice. This is achieved by way of
continually reviewing its current operations to find ways to reduce its overhead costs by means
of developing internal management systems that allow for such plannpmgviements to be

encouraged among managers and individuals involved with transport operations.

2.6 Sustainable Transport

This section focuses on the published academic material that highlights the need and potential
for changing travel behaviour. The isasingly high use of the private car, it is argued, needs to

be reduced and that encouraging behaviour towards the greater uptake of less environmentally
impacting (i.e. public transport) and sustainable modes (i.e. cycling and walking) for travelling
and commuting needs to be promoted. This approach is espoused by national and global
movements, including international insights that are proposed by the Smart Growth and Smarter
Travel agenda from North America and Australia respectively (2009). The European
perspective on transport planning, and in the UK the development of Sustainabléd$td

on town wide Smarter Travel are also outlined. To conclude, Organisational TPs are placed into
this wider international and national transport context, as onebp®s$sol for the delivery of

behavioural change and carbon reduction approaches.

2.6.1 SMART Growth & Smarter Travel T An International Perspective

Smart Growthas an urban planning and transportation theory first appeared as an alternative to
urban sprawl and car dependent communities in the last 20 years. The theory works on the
principle of reducing urban sprawl through the introduction of Tram&ntated dvelopments

(TODs) that concentrates growth in compact urban centres that are pedestrian friendly. The term

'‘Smart Growth' is particularly used in North America. In Europe and particularly the UK, the




terms 'Compact City' or 'Urban Intensification' haveéeonfbeen used to describe similar
concepts, which have begun to influence government planning policies in the UK, the

Netherlands and several other European countries.

Smart Growth is centred on holistic planning of the spatial, transport and community
envronment. A robust regional planning policy, assisted by the localism philosophy and the
increasing need to reduce energy used transporting people and goods are part of Smart Growth.
For decades transport policy has been based on improving road andvairkseind keeping

public transport just about afloat. In his bo&@mart Growth: From Sprawl to Sustainability

Reeds (2011) discusses the need for fixing transport within cities, as opposed to between large
conurbations. This, he outlines, is where fosl depletion is at its highest and most polluting.

With ever increasing low density sprawl, where workers live far from their employment, they
are totally dependent on low quality bus services or the motoibda).(

Reeds argument is that fixing hdmansport is currently delivered in many UK cities, is the first
requirement to delivering a Smart Growth Agenda. The current spending plans for High Speed
Rail and motorway improvements for imi@an transport are not the urgent areas for
investment, bt urban city transport isibid.). He continues on to state that the £19 billion
proposed cost for providing High Speed 2 (HS2) from London to Birmingham would provide

the beginning for light rail networks in all UK conurbations with over 250,000 inhdbita

In North America, Smart Growth has begun to reverse some of the effects of urban sprawl. With
increasing fuel prices and the house price crash, people can no longer afford to commute the
long distances to work encouraged by suburban developmempiscks such as Baltimore and
Denver, the Smart Growth agendee beginning to increase the density of towns around rail
based urban and inter urban transit hubs, with the fashion for car only transit beginning to be
replaced by mass transit options (Re&fxl 1), with similar trends being observed in Canada

and Australia, as part of the Smarter Travel agenda emerging there.

2.6.2 Transport Planning & Travel Plans i The European & UK Perspective

TPs have been used as a management tool in the Netherlareld 889 (Rye, 1999 and are
specifically aimed at tackling problems caused by car commuting and business travel, but are
increasingly including other transport sectors, such as freight. TPs have a longer history in both
the United States and the Netlagds, than in the United Kingdom. It was only in the late 1990s
and early 2000s they started to be developed and implemented within the latter (Rye, 2008 &
1999). As such most research has been carried out elsewhere, with early TPs focused on

employee comuting initiatives ipid.). TPs have not traditionally included research on business




travel and freight initiatives (Loffler, 19
been entirely positive, with the number of private businesses implemehéngin the UK

around only 4 per cent (R al.,1998). The figure in the Netherlands is significantly higher at

15 per centibid.). A possible cause for this difference could be owing to the greater time span

for TP development in the Netherlands, cangovernment funding and also the tradition of
employer contributions to employee commuting costs, an aspect that is lacking in the UK
context. Whitelegg (2011) suggests that current local authority structures are too weak to deliver
the much needed stwwral and infrastructural changes, like those found in Northern and

Southern European cities.

TPs are now important in UK government thinking on transport since the publication of the
Transport White Paper (1998), as they are seen as the means of intiplgngenernment

policy at the local level. In the UK there have been a number of major transport planning
initiatives that have begun to influence local transport policy. These are based on the Smart
Growt h/ Tr av®rmarared pBHosophiése $e8e include Sustainable Travel
Towns and Cycle Demonstration Towns, as well as Travel to School, Personal Travel Planning

initiatives and the introduction of the Local Sustainable Transport Fund (LSTF).

Sustainable Travel Towns have been developed inBeetrrgh, Worcester and Darlington on a
town wide basis using the O6Smarter Choicebd
cycling over a five year period (DfT, 2004). Results indicated an increase of around 14 per cent
for walking, whilst cycling inceased over 100 per cent and a decrease of around nine per cent
for car use was reported over the same period. Around 84 million km of car travel was removed
from the road, and around 17,000 tonnes of €4¥ings were made. The findings also reported
that there was no overall reduction in the number of personal trips made, which remained
constant BUSTRANS 2009).

In 2005, Cycle Demonstration Towns were developed in Aylesbury, Brighton and Hove,
Darlington, Derby, Exeter and Lancaster/Morecambe as patiagePOne. This phase received
around £7m from Cycling England and has seen increases in cycling in sorsetaprio 27

per cent (DfT, 2009). Phase Two, introduced in 2009, saw an additional 11 towns chosen for the
renamed O6Cycl e T omovesl the project framaa tpilotvdemonstnation towards

full conception.

The O0Travel to Schoold initiative has funded
resulted in 81 per cent of schools in England developing a school TP (as of Margi{gz089

comm., Wilkinson, 2011). There have also been a number of projects providing Personal Travel




Planning, with over 300,000 UK household being targeted. This approach, which is expensive
and time consuming, aims to provide individuals with persaedlisavel advice and options for

their commuter and personal travel. This particular scheme is promoted under the Smarter
Choice agenda (DfT, 2004).

The VLocal Sustainable Transport Fund (LSTEF)
Car bond WR0L1).eThiPfang amed to provide English Local Authorities (outside of
London), with financial help to develop local transport solutions to support economic growth
and reduce carbon in local communities. The funding available is both capital anderevenu
compared with previous funding schemes (such as the Kickstart Fund, which was capital only)
and supports initiatives that improve cycling, walking and integration between modes, improved
public transport and traffic management schemes. Interestingdyutid attaches importance to
community participation in decision making and delivery alongside local authorities. The
purpose is to draw ideas and expertise from the community and voluntary groups and develop
joint funding opportunities with private ong@ations, including public transport operating

companies.

Set against these transport initiatives, there are many examples of authors and academics that
promote measures and discussions in terms of how best to deal with traffic congestion and
traffic gromth (Reeds, 2011; Dennis & Urry, 2009; Rye, 2008; Sloman, 2C@énset al.,

2004). Much of the literature focuses on the need and potential for changing travel behaviour
away from ever increasing private car use, to more sustainable modes (i.e. @S,

cycling and walking) for commuting. Some provide a controversial debate concerning a post car
system, as espoused by Dennis & Urry (2009), although all highlight the need to work towards
high density, transit based development. Reeds (2011) begihlgghlighting past trends in

national road building policy and that continued expansion of the network is only restricted by
the lack of cash, with £2 billion worth of building plans dropped in 2009. The alternative

i nvest ment pr opoisregld imn érhajrar srhotud rdeay s, wou
on speed frontraffic congestion by around three and a h@df cent (Goodwin, 2009 cited

Reeds, 2011 pages 2290). In his report entitled;he Strategic Road Network Needs Strategic

Policy Appraisal Goodwin points out that road schemes are only ever appraised in isolation and
that the effect road building has in and on cities is nearly always over looked. He suggests that
appraisals should consider car users whole journeys, not just the motorwantelenterms of
sustainable planning within cities, Goodwin recommended that road or traffic congestion
charging be implemented; hist(al 6smarter choices6 agenda (|
planning) be adopted (s&gairnset al., 2004); improvemets to public transport, cycle and

pedestrian facilities be made; that road spaces be relocated to the most productive and needy




users; real time information systems be installed, improve land use planning (away from urban
sprawl); and that Information Teablogy (IT) for teleworking, online shopping and transport

management be increased.

Whilst other sectors of the economy are currently working out how to make reductions to
carbon emissions in order to meet targets, transport is still lagging behingoA fer the
European Environment Agency (EEA, 2Qli@vealed that 87.5 per cent of UK passenger
transport is by car while rail attracted 6.1 per cent. Buchan (2008) estimates that UK transport
carbon emissions are higher than those quoted by the UK goeetr{around 24 per cent). If

refining fuel and manufacturing vehicles are included, this figures rises to over 28 per cent.
Adding international goods and passenger movements increases this to around 33 per cent, with
road and aviation making up 70 and [&r cent respectively. The motor car, Buchan claims,
accounts for around a half of this figure. Whatever the exact emissions figures are, the fact
remains that transport, along with perhaps procurement (which in itself includes transportation
of goods andsupplies), remains one of the largest contributors to be addressed in UK climate
policy. However, governments of every political persuasion, continue to avoid the issue. In the
UK governmentdéds national strategtyifiheaching! i mat
an 80 per cent carbon reducti on, meant hitti
cuts would have to be met elsewhere. Both Goodwin and Buchan espouse simple behavioural
changes, which forms part of both the Smart Groavth dmaderCh oi cesd phil oso
terms of quick wins for carbon reduction in transport terms, the Smart Growth philosophy offers
potential solutions here (Reeds, 2011). Both these approaches are closely linked, with broad
policy packages which shallinclude; a public transport accessibility standard for -lasel
planning; a national public transport city traeard, smarter choice schemes for workplaces;
higher development densities; rail electrification and capacity improvements; air travartaxati
consistent planning for transport schemes; changes to fuel duty and vehicle efficiency; road
charges for heavy goods vehicles; develop rail / road interchange sites; and investment in rail

freight.

Authors such as Sloman (2006), provide many examplies t he gover nment so |
policy in her bookd Car . Silemk & hi s, she st at-garPlanh(2000) t h e
talks about cutting traffic in large urban areas by up to 8 per cent, whilst traffic levels have
increased during this ped by up to 10 per cent. Several other authors raise the issue of
planning policy and transport policy in terms of their respective impacts on promoting
alternatives to the car. From an Australian perspective, Mees (2000) argues that local planning
for puHic transport infrastructure and services should be based on the density of urban areas. He

arguesforad Smar t approach tolurdan and transport planning (as detailed previously by




Reed, 2011), which espouses both concentrated high density urtiees aehnich avoid urban
sprawl and which encourages greater use of public transport, walking and cycling. Mees argues
that public transport can be successful at altering individual behaviour away from greater car
use, but that urban sprawl encourages anmemches ever higher trends in car growth.
However, opponents @mart Growthargue that planning has no impact on transport demand,
but instead this demand is derived from individual wealth and income, which is the main driver
behind the move towards gtea use of the private motor car, and the sprawl that has

accompanied it (Echenique, cited HenscB6604).

Other authors argue the need to change individual behaviour choice away from single
occupancy <car us e, throughrtbeeastresadact oon
uptake of more long term sustainable modes, at the expense of the private motor car. These soft
measures, termell S ma r t e r have lthe potemtial € reduce traffic congestion and carbon
emissions from transport as well amproving community cohesion and mobility (Ly©&

Goodwin, 2008; Sloman, 2006; Caires al, 2004. Such initiatives include organisational

ATr avel Pl ansd that dirSenaptremotCéhadi aes patCharmd
Tr avand subsequendt Ma ki ng Smar t e agen@ah asi pcoposed kyotmekUK
Department for Transporib{d.).

ATransport is generally regarded as one
sustainable development. It is one of the fastest growing sectors of the
economy in all pas of the world, and is strongly linked to economic and
social aspirations, but it takes a growing share of energy consumption, and
isamajorsourceofC&and ot her polluting emissi
(Worsford 2001 p.23).

Road transport is perceived by the publid argarded by scientific research to be a major
polluter and area of conflict between different priorities (Lyons & Goodwin, 2008; Hughes,
1993). Such conflicts manifest themselves as road congestion, car park demand management
issues, air and water emisss, land contamination as well as traffic accidents and
environmental intrusion (Lyons & Goodwin, 2008; Schipper & Fulton, 2003; Worsford, 2001;

B MA, 1997, Hughes, 1993) . As early as the
highlighted at the timean approach to town planning that stressed the need to separate vehicles
and people through planning and land use of new towns and housing estates. This in itself
indicates historical issues that have increased the influence of negative factors, seers today

impacting on society as a result of past planning practices.




In terms of past practices leading to the increased use of the private motor car, these are now
beginning to be quantified through €émissionand other compounds (CO, Volatile Organic
Compounds (VOCs), and PM10 levels) emitted from transport vehicles as well as noise decibels
and visual intrusion from traffic. Hughes (1993) argues that the prospect of global warming, a
direct result from human activity, including personal mobility, t@sat concerns for the future

of mankind. He suggests that transport is unlike matimer fundamental human activities,
insomuch that in most cases movement is a means to an end, not an end in itself. The prime
reason individuals travel is to engage inaativity in a different location and thus transport is

something that is necessary to achieve this.

There could be an argument put forward that people do like to travel, and that the increase in
personal mobility, particularly car use since the 1950s &@@d<l suggests this to be the case
(Figure 2.1). Certainly, political push and pull factors imposed on transport infrastructure
provision, such as the Beeching railway closures in the 1960s and the construction of
motorways during the same period, has tgreater degree encouraged a move by people to
undertake, whether through desire or necessity, more travel in the last quarter 8f¢aatasy

and the first decade of this, than at any other time (Dennis & Urry, 2009; Docherty & Shaw,
2008/3; Hughes, BB; Cullinane, 1992; Whitelegg, 1992). Purneli,al., (1986, republished
1999)argue that in addition to these push factors, away from public transport usage, are the pull
factors that encourage greater individual mobility. They argue that simply lguddinway out

of increasing greater use of the car, through more roads, just adds to greater road traffic use, and
in turn results in less public transport investment and poorer service provision. In essence, what
these transport researchers, practitioaes authors argue is that, if funding and investment is
biased towards the motor car, then the public transport infrastructure and networks suffer, thus
leading to a feedback loop pushing more people towards using the private motorcar (Wooton,
1999; Campsi et al.,1996). If this continues, then the consequences and impacts of transport on
global warming will only grow in significance. Mogridge (1990) conjectures that the only way

to reduce traffic congestion within major urban centres, and thus imprthengrovision for

public transport, is in fact to invest more in public transport and infrastructure and network
provision at the expense of private vehicles. This view is supported by other authors, including
Reeds (2011), Dennis & Urry (2009), and Slon@2®06), among others.

Transport trends since the 1950s, to the-t8@80s were dominated by rapid growth in demand

for private modes (i.e. cars, vans and taxis), and a decline in the most sustainable transport
modes (including bus, cycle, walking and rgifigure 2.1). Since the mitil990s, there have

been changes in the total overall demand for travel, which overall is still increasing, but which

has decelerated since the early 1990s in relation to the growth in Gross Domestic Product




(GDP). Each increada percentage point GDP growth has been accompanied by a significantly
small er increase in the movement ofRoagsofards art
Pr o s pwas publighéd in 1988 (DfT, 2009).

Traffic on UK roads increased by over eight pent after the Labour government came to
power in 1997, with predictions of traffic growth by the Department for Transport indicating an
additional increase of up to 17 per cent in the years 2008 to 2018 (DfT, 2009). Commuter trips
add heavily to the vaime of traffic congestion (Pooley & Turnbull, 2000), with more than a
quarter of all miles driven by car or van. Thus there is real potential to tackling local transport
congestion through traffic demand management techniques focusing on the busingss secto
(DfT, 2010).
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Figure2.1 United Kingdom Passenger Transport Modal Split (12620) (DfT 2010)

Since the midl990s, the railways (despite major incidents such as Hatfield in Oct 2000) have
seen fastegrowth than that of road, whose market share peaked in the late 1990s. Rail is still a
minority mode, and likely to remain so because there are many types of passenger and freight
movement for which rail is not a viable option. The railways have the faitenprovide a safe

and lower CQ emitting alternative to private modes for commuting as well as for freight

movement, as opposed to those currently undertaken by road (DfT, 2010).

The small growth in rail may be down to many factors, including the ehemgompany car
benefits in the late 1990s. This change instigated a move away from the requirement for
employees to undertake up to 35 thousand miles a year, in order to receive tax concessions. The

system was altered away from mileage based claims dewarcarbon emission by vehicle




model. The Campaign for Better Transport (previously Transport 2000) argued at the time of
the changes, that such a shift was a possible consequence of these chiamdes, h o u g h
measuring this after the fact would be difficu§pers.comm, Joseph2010). In addition, the
increase in mobile telecommunSmartartChocedss agaes dwe

over this period and since, may influenced some of the trend observed.

The recent government White Paper (Ma2€1i0) represents a policy shift towards high speed

rail (HSR). Interestingly, although whether such a move represents a real shift away from the
Predict amodel (per motorwayeconstruction) for road travel is debatable. In his
address to the Hse of Lord, the then Secretary of State for Transport, Lord Adonis also
outlined the widening of the M25, therefore in terms of achieving an environmental carbon
benefit from (HSR) appeared to be an opportunity missed. HSR appears to be an addition to the
UK increasing the need for long distance travel and is unlikely by itself to help deliver a smarter
choices based sustainable transport network or railway, as discussed by Preston (Docherty &
Shaw (eds.), 2008, cited im T r a f f).i Since Ihe 1EDO0s, dneases in demand have been
largely accommodated by improving existing road and rail networks, including motorway
widening and the £9 billion upgrade of the West Coast Main Line. The £6 billion roads
programme includes investment for the five years to 26t4videning a large part of the M25

and the extension of hasthoulder running across the most heavily used stretches of motorway.
There are also plans to electrify the Great Western Main Line from London to Bristol and South
Wales, with a recent annowmoent that the Bedford to Birmingham line would be electrified. In
addition a £250m investment in the Strategic Freight Network was also iniade (

In terms of party political differences and their respective position on transport policy, there is a
gereral consensus among the parties in terms of their election manifestos for the May 2010
el ections. There appears to be a realisatio
continue to build roads (@8 Roads f or (1989 preppsed) totggtdt of traffic
congestion. Priorities are tending to focus on carbon reduction measures and incentives to

change behaviour and reduce car use.

AThe striking thing about the 2010 el ection
on the need to duce private car usage and the impact on the environment, especially climate
change. The debate focused on how to do

(pers. comm.Joseph2010)

Cycling and walking are often séémg asustheain

modes for travel. Both have seen a decline in their use for commuting purposes, as the




popularity of the private motor car increased, and commuters began to live greater distances
away from their workplace (DfT, 2009; & Kinghast al., 2003). The UK has a history of
declining bus use outside London, particularly in the major English metropolitan areas, along
with nonrmetropolitan and rural areas (Figure 2.2). Various legislative attempts have been made
to reverse this trend, but so farrio real effect in most instances. The Local Transport Act 2008
attempted to address the provision of public transport services, by providing Local Authorities
with a range of new powers to influence bus service provision directly, through the introductio

of Quality Partnerships and Quality Contracts (DfT, 2009). It should be noted that the system
for managing public transport in London is totally different, in that public transport services are

tendered out by the Mayor of Londondés office

2,500
2,000 - /
@ / ——London
()
£ 1,500 1=
S /bvé/_ = English non-metropolitan
o areas
S 1,000 English metropolitan areas
=
V»
Wales
0 T T T T T T T T T T T 1

© 0O O N < © 0 O N & ©

0 0 O O O O O O O O O O

~ -~ -~ ~ ~ ~ -~ =~ ~ =~ ~ -~

N~ O d M W~ O o M W N~

W 0 0 O O O O O O O O O

D OO OO O O O OO O O O O O

S o d Hd Hd H Hd 4 N N N N

Year

Figure2.2 United Kingdom Bus Patronage (million passenger journeys/annum) (DFT, 2010)

The impacts that post war national modal split trends have had on the wider social and
environmental fabric, are a direct resoitpast and current government transport policy (both
nationally and locally). These issues are difficult for politicians to directly influence, owing to

t he publ i cds |l ove affair wi th the mot or c

practitiones, as well as the general public, often debate these contentious issues vigorously.

I n their PwblliiccaAt toint, y dyers & Goodwin r(2008) qutbnedt tidat
attitudes to transport are often highly complex and are affected by manglatiag issues.
These include attitude to lifestyle, aspirations, age, gender as well as peoples changing

aspirations. Often debates are influenced, not by facts, but by how the media negatively portrays




events that occur on the public transport netw@ften reporting reinforces the perception of

public transport (which are not always realised), or biased towards road and private motorcar
use at the expense of alternatives, such as rail and bus services. Such negative reporting plays
on peopl eddbscrfeeaatress anml se perceptions, but c
everyday experiences through their interaction and use of public transport systems. Peoples own
political and/or social belief systems and prejudices also influence how such issaeslare

with politically. Certainly, the researcher is aware that they too are prone to such biases, and as
such, is at pains to stress that from the transport issues outlined above, accepts that impacts are

real and growing problems for the individual amder society (DfT, 2008).

From an environmental perspective, emissions to air formed during fuel combustion are a major
hindrance to achieving the goals of sustainable development. Emissions from vehicles, for
example, PM10s and G@ause serious healtisk and add to environmental degradation. If
agreed upon, Loffler (1999) & Worsford (2001) argue that the logistics industry should
introduce 6greener & measur e ssulphsrdiesél fud, datteryy t er r
power and encourage greatese of alternative modes (rail and water), which links with what

the government set out in i®ustainable Distributiopublication. Loffler (1999) and Worsford
(2001) both argue for a O6greener®6 approach
tecmology and practices to achieve this shift. However, the practicality of successfully
implementing such initiatives needs to consider economic, social and practical barriers to

achieving such a goal.

Use of sustainable transport could and should alsadbpted for the commuter journey and
organisationsd® business travel needs. I f sus
be dealt with, as was argued previously by Goodwin (2008); and in the past by the BMA (1997),
Whitelegg (1993), and Hugh€4993), that government policies have to be far reaching and
encompass all elements of the transport sector. Just concentrating policy on freight, whilst an
important sector, is irrelevant, if similar issues concerned with commuter and business transport
are not collectively taken forward in a coherent manner. Without directly tackling political,
organisational or individual behaviour through a cultural change, merely looking at physical
infrastructural or real alternative public transport and other medidikely fail in achieving a

real change. This was recently recognised by the National Business Travel Network (NBTN), a

government lobby group (2009).

Simply indicating that commuter, freight and other transport sectors need to implement such
measurs, is a limited argument, as it does little to tackle why government and other

organisations have not implemented measures in the past and why individuals have not adopted




&marter Choices . I mp | eoh&andpertt initiatives, for whatever mode, ragsi a
complex consideration of factors (finance, political, environmental, behavioural, to name a few)
and has to consider the complex intelationships at and between political hierarchies, for
example, the political climate at the time, the financitlasion, the current best available
technology and future investment in place, as well as tharbfrgm modal users. All of these

factors affect transportation planning at the organisational and individual level.

Understanding how decisions are madthatlocal level, and the barriers and obstacles, whether
organisational or individual (or both), and whether they are real or perceived, is what needs to
be further researched and understood. | f S L
managing thedecision and implementing making process of such initiatives, is yet another

obstacle to be overcome.

2.6.3 Organisational Travel Plans

The above sections outline the policies and the resultant transport trends that have formed the
basis behind transporplanning since the 1950s. The next section attempts to place
Organisational Travel Plans (TPs) within the framework of government policy, and outlined
some of the impacts imposed by transport behaviour undertaken by organisations and their

employees.

It is intended by national and increasingly local authorities (under planning regulations), that
TPs be developed and implemented by employers, partly to meet a wider need of integrating the
local planning needs with that of the transport planning agenda, (8309). The Commission

for Integrated Transport (CfIT) has recently publishedi®l anni ng f or VWebstain
tool, which sets out eleven key issues in terms of joining land use planning with transport
planning. In summary, these issues ineltlde consideration of strategic development location,
transport network improvements, population density (as outlined previously by Reeds, 2011,
Sloman, 2006; Echenique, 2004; & Mees, 2000), accessibility, mix of uses, neighbourhood

design and layout, articaffic demand management measures.

The Commission argues that a significant proportion of households are 'reluctant car users'. This
group is forced to drive due to the real lack, or perceived lack, of viable alternative modes to the
car for commuting.The complex rationale for travel demand, including but not limited to,
changing development design, highlights the critical importance of viewing conventional land
use and transport planning, as part of a wider strategy for fostering attitudinal ancbbethavi
change that are consistent with national sustainability objectives (CflIT, 2009; Levinson &
Krizek, 2008; Banister, 2008; Cairasal.,, 2004).




A TP aims and objectives are aimed at altering current employee commuter habits for a
particular organisan, usually in isolation (CfIT, 2009; Rye, 20a8TLR, 2002). The principal

task is to combat an organisations trend towards greater demand for travel and instead move
towards more sustainable practices, away from the motor car, specifically single nmgcupa
journeys. Such local level practices need to be set into a wider context both spatially and
temporally, in order to assess their likely impact on the sustainability of the wider environment
(CfIT, 2009).

TPs are a key policy tool aimed primarily at wethg car dependency for commuting, but
progressively consider other transport areas such as business travel and freight in their
development. For companies to consider these issues in such a way is relatively new and as such
the terminology is far from aged.Green Transport PlanGTP) andGreen Commuter Plans

are terms widely used (Coleman, 200mE, 1992, although for the purpose of this research,
(sustainable) travel plans have been adopted, because it was felt by parties involved in the
projecttoe ncompass a wider remit than just tradi:Ht
pl ace, and to include business and freight
context of the business environment (see Chapter Five).

ATPisatoolthat mmages and brings together a eompan
ordinated (or integrated) strategy (Steer Davies Gleave, 2000). At the local level, since the mid

to late 1990s, TPs have had an important role to play in altering the travel patterns of
commuters and in establishing sustainable transport practices throughout business (Business
Travelwise, 1997& 1999. Examples include companies encouraging employees, through
policies and initiatives, to actively use alternatives to the car, if alteesative available to

t hem. For commuter s, t his cocatrad henitthradu gvhe si

designated car sharing spaces at the workplace, and encouraging greater use through

i mpl ementing what i s t er tmeedThi® could be kn dhe forenafs ur e
i ncreased car park charges, but asstigkf ear eus

rarely used to discourage car use because they are deemed too politically sensitive; they could
affect the decision makers gi®portionately, and viable alternatives are often perceived or not

considered feasible.

The Government 6s Ten Year Transport Stratec
Similarly PPG13 1994, revised 20013tates that a Local Authority should satgets for the

adoption of TPs by organisations, and that TPs should be submitted alongside planning
applications for developments likely to have significant transport implications. For example, all

state schools must have a TP in place by 2@Bds(comm., Hertfordshire County Council




Officer (anon.) 2008). This approach, although a useful tool to encourage development of TPs,
does not necessarily encourage the successful implementation of such a strategy or to achieve its
given objectives of reducinghé¢ negative environmental impacts imposed from organisations.
Ryebs (2002) evaluation of the effectivenes
commuter modal shift, but argued that any measures within them required continued support
and marketig to reduce relapse to the continued rise in use of the private motor car. Regarding
implementation, Rye was critical of TP development being based purely on the planning
requirements of LAs, suggesting organisational TPs were needed within inner capohttn

areas, where their uptake was not as prevalent.

Without any real monitoring of targets set, and ways to determine if they are met, it is unlikely
that organisation will take TPs seriously, owing to their lack of understanding of staff and wider
commuter planning. With companies whose business involves substantial freight distribution,
their everyday planning should tackle such issues. However, with the limited integration of
transport networks and planning from central and local government, ritssdficult to
understand how such companies can plan their own needs alongside those of others, in order to

tackle the national transport issues outlined.

At present, the national and more specifically, regional UK government policy, in the form of
Local Transport Plans, focuses on encouraging large organisations to develop and implement a
site specific TP, rather than small and medium sized enterprises (SMEs) (Coleman, 2000). It is
debatable if this approach will be successful in achieving the aimatdgy government, due to

the fact that the UK business sector is increasingly becoming a flexible economy, based on
smaller business units (Banisktr al., 1998). If this trend continues, and meaningful changes
are to be made to transport demand on UKisp#hen these organisations need to be brought
into planning their transport requirements, in the form of local business park TPs, or indeed
city-wide TPs, as opposed to solely individual TPs that in themselves would be unlikely to

achieve a major shifiveay from the car.

However, if TPs are to become more widely known outside the area of transport researchers,
operators and government policy makers, then it needs to be recognised that large employers are
more likely than their smaller counterpartsrtgplement successful TPs in the short term, as the
wider benefits are more likely to be seen (Rye, I99he greater opportunity of achieving a
reduction in car us&om this groupprovides the justification for current government policy to

focus on thisarea. There has been little research undertaken on understanding the views of
employers, especially the smaller employers, regarding TPs (Coleman, 2000), which is a

concern, given that employers are regarded as their key implementers.




The majority of orgaisations preparing TPs are concerned with developing procedures aimed at
adhering to local planning regulations, rather than focussing on and understanding the more
complex economic, social and environmental factors that influence them within the coahmerci
business environment. However, evidence from this work indicates that TPs are becoming
important aspects to organisations, rather than just being completed at a superficial level to meet
planning obligations, under section 106 of the PPG13 on land nedransport planning
(Worsford, 2001Coleman, 2000

Publications on TPs have tended to focus upon the mechanisms used for their development,
rather than at the barriers that may constrain their implementation and effectiveness. These
include, but are rndimited to, issues such as internal/external support, data interpretation and
usefulness for benchmarking/monitoring, focusing the plan and understanding the complexity of
interrelating issues. This is reflected by the large amount of literature ogtldifferent
methods for TP formulation (Steer Davies Gleave, 2000), some of which have been applied to
this study, compared to the lack of detailed information regarding TP implementation as a local

transport management tool.

In 2002 the Department for Twas p o r t publi shed a conmakinghensi
Travel Plans Work . Thi s provided background case s
importantly, details on how funding could be achieved, as well as how to use the planning
system to secure the futuof TPs(DTLR, 2002). Following on from this, one of the most
influenti al TP docume iBinater Choigds,i Changing thev\Way We h e

T r a (Gairndet al, 2004). The acclaimed authors of this paper stated that initiatives such as
TPs could reduce peak urban traffic from betwe@1 fper cent and nationwide traffic between

211 per cent. The authors coi ned orhdentifyilgr m &s
transport initiatives that could form the basis for developing organisational TPs. Whilst no
rigorous definition of such measures was provided, they argued that there was a growing body
of practical experience and theoretical understandinth® role for such measures within
transport policy. They argued that O0soft mea
reliable public transport information, better informed traveller attitudes, and more efficient ways

of travelling for commutes.

The document concluded by making recommendations for government implementing transport
policy that promoted 6soft factorso, as a
O6predict and ptheopsast. tnplémentirg Isiiclc & soft fawdransport policy

agenda, they argued, provided the framework against which a wide range of different objectives

could be realised. These included reducing road traffic congestion, increasing revenue for public




transport oper at o rhealthbyenpouraging nme physicat activitydnrtheid

journey to work, improving social inclusion, and reducing environmental damage and saving on
commercial costs for employers. They concluded that the most important feature linking these
different polices together, would be the potential to impact on reducing the overall use of the

private motor car, and with itheimpacts imposed by this mode on sustainability.

The authors also put forward argument thain implementing soft factors, there would dde

be i mplemented alongside these, demand mana
benefits from such measures. Only then, they argue, would such measures, if well designed,
have the beneficial effects on travel choice and road traffic conslitidthough were unable to

provide real quantifiable evidence. The effects of soft factor policies would be dependent on the
scale of implementation chosen. In addition other effect factors would need to be considered
alongside these, including central alwtal government transport policy, associated and
interacting this with other policies being assessed, including prices, public transport service
improvements, traffic control and management, as well as infrastructure changes €Cairns

2004).

In temms of soft factors, organisational TPs are seen as directly fitting the mould of providing the
much needed framework for delivering this DfT agenda at the local level. However, Roby
(2008) argues that in order for TPs to properly deliver on soft meassgesused by the
Smarter Choices agenda, they need to move away from merely achieving an organisations need
for planning requirements. She argues that this is beginning to occur, in that organisations are
beginning to align their TPs with their environmdnéad Corporate Social Responsibility
(CSR) agendas. These claims back up research by Kadesh and Roach (1997), who stated that
both mandatory and voluntary TPs seem to work best when employers and employees recognise
the need to reduce transport. Thesedeeare identified through reducing local traffic
congestion, improving local air pollution (including reducing carbon emissions) and on site
problems such as the lack of car parking space or business travel needs (1997). Uptake in
developing TPs is also @e when employers and employees benefit from a reduction in car
commuting such as shorter work journey times (Rye, 398%en when companies recognise a

need and potential benefits, they are often reluctant to take the initidiidg. (However, Rye

(1999) argues that administration costs mean that employers are more willing to implement low
cost (soft) TP initiatives, such as car sharing databases and cycle facilities. These low cost
initiatives depend on locality, and are not always effective atciegiuthe impact of single

occupancy commuter journeys.




2.6.4 Organisational Drivers & Barriers

Organisations increasingly recognise that implementing an environmental policy that covers
transportation, and merging this into business practice as padtm@tegic plan, can add value
towards a companyb6s effectiveness and profic
2001). Such drivers, as outlined by Steer Davies Gleave (2000), can include:

better management of staff, time and resources
a potetial reduction in running costs
remaining profitable and competitive

keeping abreast or ahead of environmental legislation

= =4 -4 -4 -

i mproving a companyds image and mar keti ng
and wider society
1 forming part of a commitment to continual improvement in the context of an

environmental management system.

It can be argued that such factors influence the bottom line of any company, although there are
practical and financial limitations to achieving environtaérgoals that are imposed by the
nature, diversity and structure of the transport industry and bias in governmental fiscal policy.
This includes issues that companies can directly influence, for example, improving driver
practices and vehicle operatiomabgh education and training programmes in relation to freight

or providing employees with free bus passes when commuting to their place ofyerapt

(Potter, 2008; DLR, 2002). The last of these have tax implications themselves, reducing the
impact of acar reducing initiative, as discussed by Rye (£p3ithin the UK context, unless a
specific tax exemption is provided by the government, employer support for staff commuting is
treated as a taxable 6édincome i n aeiaaidtpand Comm
therefore if the employer were to pay for, or support their employee in any way, this would
potentially be a taxable benefit. This is the opposite position for business travel expenses
(Potter, 2008). It should be noted that for fmployees (students, visitors or customers), any

TP benefits implemented by an organisation on their behalf are not liable to tax. In terms of
business travel cost incurred by any employee as part of their working practice, payments made
to them through the corapy payments system are also tax exempt, provided limits are not

passed on or that a private benefit is provided in its place.

Up until 1999, the only major tax exemption that employers provided for staff commuting to
their place of employment was car kiag, which at a minimum is worth circa £500 per annum.

This value rises considerably depending on geographical location, but overall to this day, still




provides a lucrative incentive for employees to commute by a private car to their place of work.
Howeve, since 1999, certain additional TP measures have become exempt from Income Tax
and National Insurance contributions (NICi)id.).Such exemptions, in addition to car parking

and business travel, include provision for bicycle parking, employer providdd Wuses (with

over eight seats used specifically for commuting). Occasional use for other trips such a
lunchtime shop run or station runs permitted under the existing HMRC rules (2009).
Additionally, if an organisation runs a car share scheme, ladlifte service for emergency trips

(up to 60 per year) is also exempt. Finally interest free loans can be provided through the
employer. These loans alloemployees to purchase season tickets, a bicycle, a car or anything
else that aréegal (up to £5,00Gsiallowedwithin a given tax year).

The provision of bicycles, electric bicycles and associated safety equipment (helmets, lights,
carriers, locks, repair kits and clothing) up to the value of £1K, has been tax exempt since 1999.
In addition, employers caprovide breakfasts to cyclists as a tax exempt benefit, but cycle
maintenance and rescue seegavould be liable (DLR, 2002). If employers were to pay bus
operators to improve a service to their site(s) as part of an employee TP benefit, then this would
not be tax liable. Such entitlements could also include discounted or free fares for employees.
Employers could also subsidise a season ticket for a specific bus route or service. However, a
difficulty or complexity arises with this exemption in thatstlimited to a specific bus service

for which the employer provides the financial support to. If there was not a specific contract
with a service provider, or the employees journey involves the use of a network (i.e. more than
one route), this would be li¢e to taxation (HMRC, 2009; Potter, 2008).

Other benefits which may be provided as part of a TP, and which would be liable to taxation,
include a payment to give up a car parking
payment 6. Vdies © traonl team, arsd widerground service tickets, as well as other
cash incentives, including prize draws would also be taxable. The latter less so, in that HMRC
would regard such benefits as trivial, although technically they would be liable tata¥ati

provided on a large scalibid.).

If an employer wished to provide a flexible voucher or points scheme for rewarding commuters
who do not make use of the car for all or some of their commuter journeys, this would need to
be designed carefully to abthe employee being liable for taxable benefits. Such a scheme
could find all aspects of the benefit(s) package taxable if it were to contain taxable and tax
exempt measures$b{d.). However, it has to be recognised that there are many indirect issues
that an organisation does not have influence over. Alternative fuels that pollute less may be

desirable, for example, but if they are less efficient, or even not available in theuagttity or




region, a company would not be able to implement such an initiative. Initiatives have to be
practicably viable and economically sound if an organisation is to give thehggd ao

implement them (Loffler1999).

Companies involved with logists (or distribution of goods) are limited by a number of factors

that impose themselves on the sector. Companies are responsible for a number of facilities
including transport, warehousing and offices, with transport often perceived as the most
damaging evironmentally (Potter, 2008). Factors that can reduce the environmental impact of
logistics activity often remain in the hands of manufacturers, government and other groups.
Examples include technological and design changes to vehicles and fuels (Fadtr, 2
Worsford, 2001). These organisations often play a key role in shaping environmental legislation

t hat i mpacts the industry. A companydés pur c|
has the potential to play an important role in speeding apigd in environmental

improvements, in order to achieve economic savings.

Other barriers to improving the environmental performance of a company can include the nature
of the industry in relation to its diversity in transport mode use, distribution tarage of a
wide range of goods. The realities of the business, both practical and managerial, can prevent
the achievement of set environmental targets and performamee, sf which are outlined

below.

1 Recent trends show that larger logistics companiesantinually restructuring which
gener&es instability and uncertainty.

1 Management turnover leads to a logslirection, focus and purpose.

1 Continued price compi@bn and industry undercutting.

1 Changes are required to company rased and culture.

As ar esul t of some of these issues, the envi

transport activities can often be |l ow on a m

2.7 Commuter Travel

Commuting by car to place of employment, accounts for around-a@ndyper cent of total
commuter journeys in the UK. Walking and cycling comprise 13 per cent anid prapisport

15 per cent. 8@er cent of car journeys are single occupancy (DfT, 2010). The average person
travels 12.8 miles to work. In the DfT Low CarbStrategy (2009), carbon emissions related to
transport account for circa twenty six per cent of all UK emissions, having incretaselily

from about 1&er cent in the early 1990Fi§ure 2.3). This increase can be likely attributed to

the decline in ta manufacturing base and the continued increase in car use during this period.




As suggested by Dennis and Urry (2009), commuter taaadunts for about 2der cent of this
figure, with business travel accounting for around thirteen per diidt)( Thee was an
increase over the previous decade in car commuters and a decrease in walkers, cyclists and

public transport (bus and train) use. These trends are a result of:

)] the flexibility that individuals have when choosing how to travel

i) increased caownership, which has helped increase distances between home and the
workplace(urban sprawl)

i) past government transport policies that have focused primarily on promoting car use
(Docherty, 2001).

Since the Rio O6Earth Summwiupa Jolfahn@sbzg) (2002p thete i t s
has been a shift in UK government policy towards more sustainable policies, although this has
only had a superficial impact in practice. The Rio Summit was the catalyst that set in motion a
framework for developing moreustainable ways of living through Local Agenda 21, by
bringing decision making to the local level (Brundtland Commission, 1987). TPs have evolved
directly from this agenda, and their success has yet to be quantified, if, in achamgmg

world, they evecan be.

Most of the research into travel behaviour has addressed individual behaviour and attitudes
relating to car commuting (Lyons & Goodwin, 2008; Banigtieal., 1998) and green solutions
(Golobet al.,1998; Tertooleret al.,1998), or environmentand geographical factors (Naests

al., 1996; Bannisteret al., 1998). Research work has also been undertaken on the travel
planning tools themselves (such as TPs) as well as on ways in which to manage changes at the
organisational or individual level thugh using the planning system to secure the future
direction of TPs (DTLR, 2002). In late 2011, the Social Research and Evaluation division at the
DfT published a behavioural insights tool kit in order to provide practitioners with a way of
better undetsnding why individuals behave in the manner that they do in terms of transport
choice. The methodology within thBehavioural Insights Toolkidraws on insights from
behavioural theory, providing guidance on designing transport initiatives that enable
behavioural choices thasupport policy objectives. The approach identifies that patiaking

involves dealing with human behaviour, through implementing sscale measures or
O6Nudgeso6 (i . e. through minor i nf riafermatiamct ur e
provision) to achieve more desirable travel behaviour change (DfT?)2ate background to

this, suggests that whilst hard TP measures are important in providing viable alternatives to the
car, the psychological and behavioural choices that result also have to be considered. The toolkit

has since been used to help inforrmeats of Hertfordshire County Council Local Sustainable




Transport Fund Application (LSTF), which has been used to provide discussion and insights
within Chapter Six.
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2.8 Corporate Social Responsibility& Environmental Management Systems

Loucheet al (2010),Staib (2005), and Gilbert & Gould (1998) have helped define the elements

that make up a Corporate Social Responsibility or Environmbf#ahgement System as:

T a strategy or policy statement i ndicatin
and reporting on financial, social and environmental aspects

9 aspects can include resource conservation and protection, waste minimisation, pollution
control and continual improvement

I a set of plans and programmes to implement the system throughout the organisation,
including through to suppliers and customers

i integrating the system into the daily operation of the organisation, developing
techniques irorder to minimise environmental impacts

1 the measurement of performance against set plans and progrénaoiting (internal
and external) and reviewing progress towards achieving the policy and its stated targets

1 the communication of information, edu@atiand training to improve understanding of

environmental issues.

These elements combine to provide a systematic and structured management approach to
environmental performance. This in turn allows continued improvement to practices through

monitoring whatis happening and putting in place measures to make improvements, should




there be a lapse in performance. The effectiveness of such a system depends on the correct
management and implementation of the systéid.]. ISO 14001 is an international eco
managment standard specifically relating to environmental management and improvement
systems. Focusing on the environment al ef fe
services, the standard is a result of the Local Agenda 21 ideal, which ememethdr&io
6Earth Summitdé (1992). Re gi s tby-@inpamyrbasis,@and|l S O
applies to environmental aspects that the company can control or influence. The standard
requires a company to communicate progress on their environmentey polisuppliers,

customers and the wider community (Erickson & King, 1999; Gilbert & Gould, 1998).

It was the intention of this research to place TPs within the CSR and/or EMS framework for
delivering and embedding a TP within a large organisation. Thitgesd extent to which this

was successfully achieved are presented in the following chapters.

2.9 Conclusion

In conclusion, the above discussion of literature emphasises the more proactive government
policy stance taken in regards to local transpodvigion since the mid990s. This was
opposed to the previous supply and demand model followed since the 1960s, until-the mid
1990s (includingd Roads f o). AtRhisdime i was tegognised that the market led
approach to deliver ever more grovitiiough major road building programmes, could not keep

up with the latent demand for road spaerfell et al., 1999). More recently, the revised
Transport Act (2008) was a response by government to further promote partnerships between
LAs and public opeators for improving local services and local urban planning. Even more
recently, under the banner of localism, the new National Planning Framework (punished in mid
2012) aimed to further promote Ogr eciatides or 06
throughout urban areas. This framework seeks to reduce the impact of modal behaviour from
that of ever increasing car use, and its associated impacts (local and regional traffic congestion,
air pollution, noise and transport related carbon emisgiofs the proponents of both the
6Smart Growt ho6é &nd géeda@eetdse2011;Chimsalc2064 &2008).
Examples include measures that promote and encourage the use of public transport modes, new
electric vehicles infrastructure, improved mass transit developments as well as walking and
cycling schemes as part of a Smarter Choice agenda (pers. ,cdéfitkimson, 2011; Sloman,

2006; Cairnt al.,2004 & 2008).

This thesis seeks to provide some new insights into the views of large employers, in so far that it

aims to look at the issues involved with the development of, as well as the implementation of




TP initiatives in regards to improving the understanding of barriers to their development and
possible implementation. It examines how organisations manage this impact within the context
of TPs, developed from local and regional government Local TranBfzort(LTPs) strategies.

These strategies emerged directly from Transport Act 2000, as a result of international
sustainability debates in previous decades, since the 1970s. The research uses both quantitative
and qualitative data collection methods to batwvelop a TP framework, as well as to
understand further the barriers to effective implementation within organisations. The

philosophical approach is discussed further in the following chapter.




Chapter Three 1 Theoretical Framework

3.0 Introduction

Epistemology and methodology in broad terms refer to the philosophy of how research or
researchers come to know, develop and apply knowledge especially within the context of
research projectTgochim, 2000. The latter is specifically concerned with how knowledge is
developed using specific tools, or methods that can be used/applied to try to better understand
the world. Essentially epistemology and methodology are intimately related, the fovwiges

the philosophyof how we come to know the world and the latter involves gractice of
knowing it (ibid.).

Following on from the literature outlined in Chapter Two, it is evident that philosophical
approaches used by researchers in the studyPsfhave tended to follow what is termed a
deductive positivism paradigm (as outlined by Lindsay, 1997; Flick, 2007). This essentially
means that empirical data are collected in order to identify patterns within and between datasets.
In this case, itretaes t o employeesd commuting behavio
usually relies on an objective collection of empirical data through a process gquantitatively
measuring o6real I i f ed phennmakng use ofiools such dse r t
catgyorical questionnaires (Patton, 2002). A positivist holds that anything beyond this, such as
emotions and thought cannot be measured in any scientific sense and thus is irrelevant and
should be ignored (Trochim, 2000).

From the perspective of this reseapehject, the researcher wanted to understand the process of
developing a TP, using the positivist approach outlined above by Trochim. Therefore defined
tools were adopted for developing a TP (i.e. categorical commuter questionnaire). However
I i vi nrge atlh el i & e 60experienged byrtHe draveliPlanner, was also an aspect that
warranted reportingnot least because of a clear research gap here. As such a qualitative post
positivist perspective (as outlined by Greell, 2007) has been adopteshd appropriate tools
designed and utilised (i.e. reports, interviewsinute$ that will allow for the experiential
aspects of TP development and implementation to be explored using a reseantobdded

approach to this research.

At this point it is worh providing a definition of qualitative resear@s describetly Denzin &
Lincoln, 2005, p.3).




AQualitative research is a dreseancherjretie werld.tti vi ty
consists of a set of interpretive, material practices thake the world visible. These practices

transform the world.

AiThey turn the world into a series of repr
recordings and memos to self. At this levahlgative research involves an

interpretative, naturalistic apprazh to the world.

AThis means that qualitative researchers study things in their natural settings,
attempting to make sense of, or interpret, phenomena in terms of the meanings people
bring to themo.

According to Creswell (2007), there are broadly fiventrasting qualitative approaches to
undertaking research; Narrative Research, Phenomenology, Grounded Theory, Ethnography and
the Case Study (Critical Realist). Narrative Research focuses on exploring the life of an
individual, whereas Phenomenology fees on understanding the essence of experiences.
Grounded Theory seeks to develop theory grounded in the data from théAflald 2003
Strausset al., 1990; Martin et al., 1986. Both Phenomenology and Grounded Theory studies
primarily rely on intervizr's as data. Ethnography describes and interprets a esitaring

group, and the Case Study (Critical Realist) approach develops-daptim description and
analysis of a case or multiple cases, highlighting participant observations and interviews in

paricular.

Narrative Research, Phenomenology and Ethnogramieyfocused on life orthe lived
experiences of individusal or groups as well asthe essences of experiences from cultural
settings andhe reporting on them. Grounded Theory and Case Studies are more interested in
building theory and describing settings from the perspective of the individual reseancher
from the settingof the research. In philosophical terms, it is apparentttieapprach most
relevant to this research thesis terms ofits philosophical underpinnings that ofthe Case

Study (Critical Realism).

31 Case Study (Critical Realism)

A critical realist approach distinguishes between the events that are experieneséntaahat

happen regardless of experience amdhat which produces events. Thiey rejecta rather
restrictive scientific or positivist positoph nst ead pri vil eging an 6ope
is that rather than using scientific enquést within a laboratory setting to produce a TP, an

open and iterative process to rasd was used involving mamjverse characters (including an




embedded researcher), situations, and places, that can more usefully be studied at a comparative

level, that allavedfor an evaluative understanding of real causes and effects (Say#x, 200

Postpositivist Critical Realists, as viewed by Trochim (2000), believe that there is a reality
independent of thoughthat is in contrast to the pegbsitivist subjectivistihe of thought (that

no external reality exists), and that individuals exist in their own right. Constructivist post
positivists believe it possible to construct a view of the world based on individual perceptions
and observations (Creswel007). Even though these are fallible, constructions can be made
from them butheseare accepted as imperfect. This school of thought believes that all methods
of measuring phenomena contain errors/angdeaknesses, and that theory is thus revisable in
this light. In essence, the goal is to obtain knowledge as close to reality as possible, even though

research can never truly achieve ti@sgswell, 20077 rochim,2000.

I n his paper relating to Critical kRe aleitsme,en
soci al theory and empirical research, out | i
realism theoryd as the <cl earest bl ueprint 0
range theory provides for the creation of sociological patbvifagt link concepts, allowing for

them to be drafted into an explanation of diverse social phenomena. Pawson argues that
Mertonébés theory is only half complete, i n th
in practice, and thaWerton'stheory concentrated on the ends rather than means. In essence
Pawson argues that O6middle range theoryd pro
but was not clear in the application of appropriate design approaches. He goes on to describe
that researches , need to identify o6key issuesbd in
initially formulating problems and hunches from their chosen research topic, which leads them

to select cases for study, and then develop methods of data collection arsisakiéih new

research topics being developed using an array of social settings, Pawson argues that researchers
need to understand how to build a research design that generates explanations and insights that
build on 6mi ddl e r an gneargies that Mertén. provided aeistsreaf ¢ e ,
how to i mpl ement mi ddl e range theory, but n
hypot hesi s. I n short, accordi ndjowmd Pwuiwesw nt, h &
not provide a framework thdtelps the researcher generate hypothesis. Further criticism of
middle range theory by Layder (1993), argues that proximity by the researcher to what is being
researched I imits the theoryds devel oped by
dfd i ned by the variables it is concerned with
which the research is taking place. However, Pawson suggests that such criticism is misplaced,
in that mi ddl e range theor yagengric frameworf fornct i c

explaining diverse empirical research areas, but which are not mapped systematically to




describe the complex strata that makes up society. The-laydtied 'social reality' could
include attitudes, identities, individuals, intefans, practices, relationships, collectives,
experiences, cultures, texts, discourses, rules, ssigéms, order, change, structures, systems,
etc. The researcher therefore needs direction to inform their specific research design. These
could include vinat poplations or cases to studyhat the appropriate unit of analysigght be

whether to 'qualify’ or to 'quantify’ and so on and so forth.

The approach that was adopted throughout 't he
Therefore, thigesearch is based on the qualitative perspedtiat researchers adopt a matu

setting for collecting datavhere participants experience the issue or problem under study. This
approach to collecting information through talking directly to peoplegemng them behave

and act within the real world settings a primary characteristic of qualitative research
(Creswell, 2007) and has been extended to also include the role of the travel planner/researcher

in this process.

32 Triangulating Methodological Approaches

As a whole, pospositivism as a theorgupports the view that objectivity is difficult to achieve
and therefore puts forward the notion of o]
(Creswell, 2007; Silverman, 2000; Halenson, 1988)After overcoming the controversy
regarding combining qualitative and quantitative methodologies (Creswell, 2007; Denzin &
Lincoln, 1998) the application of multiple methods for triangulation is currently well accepted
(Flick, 2004; Johnson & OnwuegbuzieQ@). This proposes the use afmultiple methods
approach to try to deal with the unique errors that each method has. Triangulation has been
defined as the combination of two or more theories, data sources, methods or investigators in
one study of a singlphenomenon (Denzin, 1989). Johnstone (2004) suggests that using mixed
methods can triangulate, complement or expand the contribution of a single approach.
Combining quantitative and qualitative methodologies is associated with a high degree of
complexity as these methods belong to different paradigms, with fundamentally distinct
frameworks (Foss & Ellenfsen, 2002). Silverman (1993) argues that triangulation is problematic
as it can lose the context through which alternative meanings are derived, sasnesisome
convergence on objective reality. Although this thesis accepts this argument, it does attempt to
make use of the strengths that triangulation provides in making use of quantitative and
qualitative data methods, whilst presenting a narrativénofrfgs within the context in which

they were derived, namely the University of Hertfordshire.




The methodological basis of this research uses a participant observational perspective. Creswell
sets out the characteristics of qualitative research, by bagimvith the researcher actiaga

key instrument in collecting data through examining documents and interviewing participants.
Often aself-designedtool for collecting data is used, with the researcher responsible for
gathering information. Often multipl sources of data are gathered, whidm include
interviews anddocuments, rather than relying qgust a singledata sourceOnce data are
coll ected, the researcher builds patterns, C
organising data it more abstract ursiof information. A research process is emergent, in that

the initial research plan cannot be tightly prescribed, and that all phases of the research can shift
after entering the field to collect data. An examplehi$ is that individuals and sites studied

may be modified as the research develops. The key point of qualitative research is for the
researcher to learn about the problem or issue from participants and to address the research
appropriately in ordeto obtain thatinformation. Creswell (2007) proposes that qualitative
researchers use a theoretical lens, in which to view their studies. This can involve the study
being organised around identifying the social, political or historical context of the issue under
study. hterpretations are made by the researcher of what teeyaar and understand. With
this process, reader s, participants and the
produced, enable multiple views of theblem to emerge. Finallghe quéitative researcher
attemptsto provide a holistic and complex picture of the issue under study. This part involves
reporting multiple perspectives, identification of the factors involved in the situation alsitst

trying to provide a general overview what emergefthe outcomes)The qualitative researcher

is not bound by cause and effect relationships, but through identifying the complex interactions
of factorswithin any situation (Creswell, 2007).

From the researcher being embeddeidhin the orgargation, the development of an
organisational TRvas usedas an emergent approachllowing for orgoing monitoring and
evaluation &s espoused benscombe, 2007). It has also meant that the changes that have
become necessary to this thesis the reseancprogressed chief amongst these was the
closure of Vauxhall Motors in Lutomave been incorporated and adapted and hence the need to
use an alternative case study. Furthermore, transport policy and legislation constantly changes
or updates: an emergemethodology allows for these developments to be incorporated into the

research.

33 Researcher Positionality &Reflexivity

Reflective accounts of the researcher often occur at the end of a research process, owing to its

very nature in being reflective. However, through the research process it was important to




understand how the researcher fitted in and was positioned withiovdrall research project.
Reflexivity takes the process of sedflection and sets it within osé personal ideological
framework, allowing for seléxploration of the factors that aid in constructing our own
identities within a social orderTéylor etal., 2 01 0 ; O 06 L)e Bhe proces @ Belf
reflection and exploration, allows the researcher to recognise his or her own role as a social
actor and how this itself influenced the research prodes®enscombe (2007) identifies, the
researcher canever stand outside the social world that they are studying. Within this thesis, it
was important for the researcher to recognise the potential influence of existing knowledge and
insights in the area being investigatd achieve a degree of reflexivitthis research has
utiised6 r e f | diarytboxeset® enable the researcher to acknowledge and doclivednt
experiences and thas reflect upon themThis reflexivity aids research through providing more
authentic interpretations, leading to moreaiele and valid research, which is important when
using qualitative approaches (Tayédral.,2010).

Throughout writing this doctoral thesis, it proved challenging to bring together the applied
aspects of the research with the academic and theoreticatsagdaving started the research
processn theyear2000, the only experience of the working world was a yé#rin industry,
working as an assistant within a Transport Research Group. Whilst this provided the experience
to develop an interest in transpospecifically Travel Planning, it did not allow any applied

work as a Travel Planner within a real world setting.

Providing a qualitativeeflectivenarrative alongside the pure quantitative datallected as part

of the role as University of Hertfdshire TP Coordinator, has helped to begin to breach the gap

in terms of the challenges observed and expe
small change on the ground terms of developing and implementing a TP, and its associated

measires within a large organisation, and its wider environs.

The success of TPs at meeting set targets, based primarily on positivist methods and target
setting, has thus far relied upon the collection of structured quantitative data, without attempting
to urderstand any underpinning inductive qualitative processes that influence/affect TP
development and implementation of their measures. Quantitative data, by their very nature, are
analysed by their sudivision into categories and sigooups for statisticaBnalyses and
significance tested for associations and patterns between the variables empigyedn(

2008; Robson, 2008Kumar, 200%. Generalisations are made from a sample population based
on these analyses and used to make wider generalisationsratdaidual behaviour. It is these
results that are used to set targets for TP documents and monitor specific initiatives within a TP

of a given organisation.




However, this thesis rejects this approach as the only meaningful way of researching TP
developmat and monitoring their impact. Although positivist methodologies are utilised in the
construction of the TP for the University of Hertfordshire, this thesis also makes use of a more
postpositivist emergent paradigm approadrhe research into TP developnmt makes usefo
unstructured and seratructured methodologies (i.e. sestiuctured interviewspartnership
minutes, company reportsnage$. This research is concerned with understandm@ greater
extent the development and implementation stageBRs, and what organisational barriers aid

or restrict their success, if any at all. Ppssitivist (and generally qualitative) methodologies

aid this, using insights from positivist quantitative approaches.

It is this multimethods approach, using medlsoderived from both deductive positivist and
inductive posipositivist theory,that this thesisapplies, whichtherefore coucheit within a

Critical Realist Theoryframework The thesis uses these approaches to construct a greater
understanding of the 6édcomplexitiesd that su

wider area transport strategy.

34 Critical Realist Conceptual Research Framework

O0A concept waversthermaimfeatumes df a case
study and their gBrymanu2008d.1498 el ati onship

Cana critical realistresearch approach demonstrate not just whethewbdik, butfor whom,
in what wayswhen and ho®

This research attempts to link bajhantitative and qualitative methodologies in order to form a
conceptual overvievior reportingresearch outcomessing a triangulabn approachas a way
of combating the pogiositivist view that objectivity isdifficult to achieve The component
parts of this researchhave focusedn three evaluative elementspntext, mechanism and
outcomes relating to thehenomena of TRbatwhen combined attempt to set out a triangulated
approach.This evaluation approach isllustrated using a framework (Figure 3). The
framework consists ofhe three repding elements representing thentext, mechanism and

outcomes that influence the development and implementation of TPs.

3.4.1 Context

From Table 3.1 belowthe &contexbis identified as thelement providinghte driver(s) (whom
and/or what) behindachcase study. CreswgP007)proposes using a theoretical lens in which

to undertake research. This research uses a case study in which to focus the theoretical research




lens within the real life setting of a Trfthe University of Hertfordshiréand beforehand

Vauxhall Motors)in whichto help identiywhom and/or whathe key drivers are.

In terms of the University, the primary focus for developingPaat the outset was to obtain
local planning consent under fction 106 agreemenihis was therefore identified as an
immediate driver for the organisatiaddowever, additional drivers included reducing the effect

of on street parkings a way of building good relationships with the local communiith the
emvironmental impactessevidentat the outsetThe environmental context gained importance

in the light of new and emerging legislation, particularly surrounding Scope One to Three
carbon emissions affecting the HEI sector. The University, through its emerging EMS,

increasinty wanted to demonstrat®gd practice within this field.

For Vauxhall, the main drivesind CSFRvereseen as aorporate governance issue, in order to
demonstratéhe organisationsnvironmentakredentialgo the wider community (both locally
and nationally) This driver changedtowards an economic focusnce the viability of the
businessvas the organisati@ main priority. herefore the focus of the research shifted away
from commuter transport towards freight and the finance of logidtiesSTP was develagl or
delivered for \auxhall and therefore no K®ivere identified not even in the development

process

Through the emergentsearch settinghe contextprovided bythe Universityresultedin a

wider transport strategy being evolved within the local city community of & Here the

main drivers werenore diverseand broadly focussedbut none the less included dealing with

an arrayof key drivers from the perspective of multifpitgerest groupsrFor local politicians the
drivers were about tackling social inclusion agmvironmental concerns in the form of Air
Quality Management Zones resulting from local traffic congestion. Bus operators were focussed
on the bottom line, and increasing patronage on their declining routes, whilst local business
focussed on economic isssl resulting from local transport congestion. Each of these case

studies provided a distinct and diverse setting in which to undertake the applied research.

3.4.2 Mechanism

The element outlineth Figure 3.1as Mechanism, refers twow and whenspecific approaches
have been utilised in order tevelopa delivery toolfor each case study settiagappropriate.
For the Universitya Critical Successful Fact¢€SF)to embedhe strategy within University
reporting structures was identified thrduthe useof an Environmental Management System
(EMS). This EMS allowed forthe emergent TRo provide a framework foreporting

management informatiostructures throughout theorganisation.Within EMSs, KPIs are




required to beleveloped and reportedndas such modal spliairgets were set within the TP for

reporting to internal and external bodésthe key motivatian

The buy in of multiple partners, including local politicians, Local Authority Officers and
importantly local transport operators waes as the major CSF, without which the partnership
could not have &en formed. In order to achietld@s, a Memorandum of UnderstandifigloU)
(see Appendix 4yvas developed as a KFlThe MoU was one of a numberkPIs underpinning

the partnership which dso include a reporting framewarkesulting in aboard andworking
grours tasked todeliver the partnerships aim and objectivéhis structure was used as a
reporting mechanism to the wider primary and associptethers thaevolved out of this
model.All were keyfactorsto success.

3.4.3 Outcomes

The research adopted an outconasproach thatwas importantfor reporting both the
development of and implementation processes involved withQH2sIn each case, thKPI

was the successful formulation of aP for the University/Vauxhall Motorsto each
organi sationds specific requirements. I n th
delivery framework(MoU) for the implementation of a Smarter Choices agenda to travel
planning. In the case of the University, a developing and working TP is outlined and reported
(chapter Seven). For St Albans, the detailed development and implementation of the QP is
reportedprimarily within chapter Sixwith insights from a commuter travelirvey undertaken

in 2008 There is no TP for Vauxhatiwing to the closure of the organisation a year into the

research.

All three evaluatiorlements are applied to thiferent case studiesettingsin this research

The &Contexb element describeéite dr i ver sd behind each of t
relaingt o t hned dawhdothatiw behind@eveloping an individual organisatibor area

wide transportstrategy. Th&Mechanisndrefers to the approaeb (how and when) adoptéd

terms of developing and reportitige applied element§hed@utcomeé r ¢olthe methods

and processesmployed for developing and implementing TPs$Q&tlined in the thesiEach

of these when combinel together form a whole in termsof what is required in order
successfullyto devise, develop and implement individual or area wide TPs. In his discussion of
Critical Real i sm, Pawson (2000) refers to f
i ssues 06 b te socmkeamdenpoicalhesearch approachese(®ion 3.1). Figure 3.1
attempts todraw together thee key issues within broad elementfirough the application of

both qualitative quantitative methodwith the inclusion of a reflective narratier reporting




Philosophical Approach

findings. This attemits to bring together theesearchinto this particular phenomengrsing a

triangulaton approach (as outlined ire§tion 3.2)

Context

(Drivers- Who
&/or What)

Triangulation

(Qualitative,
Quantitative &
Reflective
Narrative)
Outcomes
Mechanism (development
(Delivery-

Implementation
How & When)

Figure3.1 Critical RealistConceptuaFramework lllustrating thénterconnecting Elements of
Travel Plan Development and Implementation

A reporting frameworkhas been developagsing a matrix (Table 3.1) in order tegin to
outline theinteraction,connectionsand motivations behind TPs within each of the case studies
Key Performance Indicators (KPIs) and/or Critical Success Factors (@#thg) each case

studyhave also been highlighted

60



Table3.1 Comparative EvaluatioGase Studyatrix
ks _Study Compara_ltlve Context Mechanisms Outcomes
Setting Analysis
University Estates
Management Internal & External
Whom Travel Plan Stakeholders, Staf
Local Community | Coordinator (CSF)| Students and Loca
Community
Planning Officers
Planning consent
(Section 106)
(KPI) Travel Plan
University of EMS (CSF
Hertfordshire BT On stree®& ( ) (KPI Modal Split
Organisational CampusParking Target3
Travel Plan Management
avetia Demand(KPI)
Ongplng Annual reporting &
When - Continual biennial
Improvement I
(CSF) monitoring
Stakeholder
How - Engagement and -
PartnershigCSF)
Local Politicians
. Quality Partnershig
Whom E)Ubl'c Transport Coordinators Local Community
perators (CSF)
Business
Air Quality
Managemen(KPI)
Traffic Congestion
(KPI)
Network St Quality Partnershig Delivery
Albans What Social Inclusion (Voluntary) Framework (MoU)
(KPI)
Complex . (CSF) (KPI)
Multi-sector g‘g\t‘;ﬁ'g%
SEITEEE Patronag€KPI)
Economic(KPI)
QuarterlyMeetings
When -
(KPI)
Board &Working Annual Report
How Group Reporting
(CSF) (KPI1)




Travel Plan Internal & External
Company & Local . Stakeholders, Staf
Vauxhall Whom Community(CSF) Cootggﬁgr (CSF) Students and Loca
- y Community
Corporate
EMS or CSR:
What Governance Travel Plan flodal
c Large : (CSF) Split Targets KP)
ST Economic(KP1)
Firm On-going
Continual
When i Improvement )
(CSF)
How = = =

The matrixaboveattempts to draw together the context, mechanisms and outputs of developing

a TP within different case study settingfhe matrix provides a visual aid dfiesethree

elements and their overlapping interaction with each other. It is this interaction that represents

the complexity and dynamic reseh, which the critical realisipproachundepins

It is the dynamic interactiorbetweenthese elements that provides the focusstady, through

the application ofppliedresearch usinghixed quantitative and qualitative methods witltizse
study settingsfrom the perspective of an embedded redesr Adopting a critical redist
approach allows foidentification and thenbetter understanding of thateractions between
these elementthrough analysing both empirical and social data obtained from the methods

employed.

The &ontexb setting for developing a TP strategyithin each locationdiffers. For the
t he

number of factors, primarily obtaining planning consent for building its de ldadilCampus.

University of Hertfordshire, reasons,

A KPI resulting from this wathe development dd transportdemand management strat€gg.

a TP).This resulted in the TP being developedw hi n t he O mechani smd

required andutpud tarfet setting througlannual reportig and biennial monitoringi.e.

A

6wheThédwhat 6 obtheematexprovides areportingframework for evaluating the

success of target setting to both ie r n a | and external
developedIn the case of the Universjtthis included Estates Management (including sequrity
related to car parking dentad managemer{ibn and off campysand in the case of the external
stakeholders the local communityand local planning officers the TRs impact on street

parking. Th e h @ mdé me ¢ h a nvereignthef T@ rat the @Jhiversityesulted in a TP

stakehol c



Coordinator post (embedded researcher), who was responsildelif@ringthe TP within the

EMS, on an omoing, full time basis (i.e. when)achieving this through stakeholder
engagement and partnership (both internal and external to the Univéregydrigoing nature

of the work, is also seen as a CSF, because without this element the TP would not have evolved

to the extent is has.

Similarly, in St Albans in termef Gvhabwere the reasons behind developing a complex multi
sector partnership QP, the complexity increaseingto the number of stakeholders (whom)
that wanted taeffect a changethrough interventionAir quality issues resulting from traffic
congestion, as wedlls social inclusion issues within the ¢ityere the focus of local politicians.
Increasingousrevenue patronageand economic growth weidentified asKPls as a result of
any transportinterventionsimplemented In terms ofdvhat® mechanism could delkér this
change, a voluntary QP was established, usingahteomé of a delivery framework (Mol)
from which a full time QRoordinator rol§ CSF)was established to manage the delivery of the
partnershipWithin the deliveryframework, a quarterly boaahd stakeholder meetingsovide

the feedback mechanism, from which an annual report is produced as the outcome. These are
then reported back to the main QP partners and stakeholders at board sneatithg QP

coordinator.

Finally, in terms of Vauxhall, reporting is limitdubcause ofhe case studgnding prematurely.

However for reporting purposes, the elements have been partially completed based on initial
involvement in the processnd learning from the Universityn terms of wit ways the TP

would benefit Vauxhall, this was primarilpecause otorporate governance issues, and the
companybés wish to be seen at isitslocalivicigty, but s t r
also its national reputation. This issue soon altéceeconomic concerns when the company
entered a diffiult phase within its businesgcle. Certainly, like the University, embedding the

TP within its existing EMS and/or CSR was the mechanism that would have been developed for
embedding the sdtegy wihin this organisation, kich should have led to oigoing continual
improvements and annual reportiagainst TP KPI targets a® @utcomé In this sense, a

similar patterrto that developed at the Uniggty would likely have emergeifl this case study

had beercompleted T h e s g6 whvemat éand dhowd el ements wou
framework for the development and deleéVaux hal | 6s TP, for repo.

external stakeholdgrwhichshould have completed tlemntinual improvement cje.

The evaluation matrix forms a central link between the qualitative and quantitative
methodologies that will be adoptdeixamples of the types afpproachesvailable & outlined

below (Section 3.5), whilehe specific quantitative and qualitative mixed methods adopted are




further outlined in Chapter FoulThese methods have then bestopted and reported in the
analytical chapters (Five & Six). The utilisation of the evaluation matrix will itself be evaluate
in Chapter Eight as part of the conclusion of this research along with a reflection of

effectiveness of critical realism as an underlying conceptual framework for this study.

35 Research Approaches

Research approaches for studying organisatemeseith e r Oprobl em/ pr aotri c
6psychol ogiThisreskarch followmsdahe former,. as it is looking at an issue/problem,
using organisations as case studies. Hussey
that outlines the wholeresearch process. This approach is based around business or
management research, which is usually problem/practice orientated. The approach is based
broadly around the pogsitivist paradigm using exploratory inductive logic to generate new

theoreticainsights about the nature off® as gphenomenon.

This research follows the problem/practiméentated approach, whereby a research problem
has been identified and a theoretical framework and methodology have been developed. It is
recognised by thauthor that certain research elements also fit well with the psychological
research approach outlined above, and as such have been included where apEragteaby.

Smith et al. (1991) define the three broad research approaches as pure, applied amd acti
research. The latter two of these are what this research are broadly baseswimmpto its use

of humanistic elements to problem solving and a critique of the methods used in data collection

during the process of research.

Applied research aims togtiover solutions to specific problentor credibility, explanation

needs to be given as to what is happeriisgopposed to merely providing a description of it. It

is important that the applied researcher is critical of ideas and methods used andstmside
quality of evidence introduced in support of an idea. Results need to be reported to the client as
well as journal publications aimed at practitioners. Confidentiality of results is paramount
(Blaxter et al, 1996; EasterbySmith et al, 1991). Action researctshould lead to change, and

this should be incorporated into the research process. Stakeholders are actively involved with
the researcher in the process, with the latter not necessarily the expert (Blaaited996).

From the philosophal descriptions briefly outlined above by Easteith & Blaxter, it is

clear that the research approach used throughout this thesis, makes use of applied/action
research, whereby the research seeks to discover greater understandirsy thfoligh the

process of developing one using case studies. Action research is also most usefully suited to




emergent methods approaches, where the researcher acknowledges that exogenous changes take

place that affect researcstheresearch is undertaken.

36 Case Stuly Theory

Kumar (2005, p . 113) outlines a case study
involves an investigation of a particular contemporary phemam within a real life context.

The case studgrovidesan OG0 oppor t uni tayalysisofrmany bpecific detaile ofteni v e
overl|l ooked by other methods6. Furthermore, a
the specific case within its own context, with every case study being unique (Kumar, 2005;
Ritchie et al.,2003; Robson 2008 . A case study approach to r e
and 6whyd questions are posed and the resear
Denscombe (2007) asserts, this case study approach allows the understanding of the case as a

whole, and a discovery of how the many parts affect one another.

Researching a case study or studies has provided this research with the opportunity to study TPs
within the working, or real life scenario. Although aeaxh case study can encompass
individual, group, neighbourhood, service, an institution or many other bodies, this often makes
it difficult to defi ne wh a2008tfsigletcase studyontag s e s
represent an extreme or unique case, or the case study may be described as a revelatory case
(Yin, 1994). In the case of this research, the opportunity to observe and analyse a phenomenon,
that is, TP development within an orgatica, makes use of case study examples. A single

case study may involve more than one unit of analysis, which includes outcomes from different
projects within the case study being researched. In an organisational study, such as this,
embedded units may kia the form of meetings, roles and/or locations. However, units are

selected; the resulting design is called an embedded case study design (Yin, 1994).

The holistic design strength is when no sulits are identified and when relevant theory
underlying thecase study is itself holistic. Problems with this desigclude; examining

specific phenomenan detail are often avoide@dn entire case study may benducted at an
abstract level anthcking clear measures or data. Another weakness with the hobsignds

that the entire nature of the case study may shift during the course of the study, and research
questions being asked may not be being addressed when such a shift occurs. One way to reduce
such problems is to have a set of -suilits that serve a@n important device for focusing a case

study. This sulunit approach is termed the embedded design and is more complex than a
holistic approach (Gibbs, 2007).




The embedded design has its own advantages and disadvantages.-lihiéssathd significant
opportunities for extensive analysis, which improve insights into the case study. A major
disadvantage occurs when a case study is focused on thmisldvel but fails to return to the
larger unit of analysis. For example, when the-gni involvesindividual stakeholders, the
researchneeds to take into account thftone stakeholder changes, the whole focus of the
6| ar g &inthia instahcéhe TPi may changéoo. This research aims to explore how this
disadvantage may be overcome usimged mehod triangulatiorapproaches (quantitative and

qualitative) makinguse of more than oe case studgetting

A case study may contain more than a single case, in vitdtancea multiplecase design

must be used. Multiple case study designs have distitvetintages and disadvantages. Evidence
from these is often seen as more compelling and more robust (Hetratt1993, cited Yin,

1994). However, often the rationale for single case studies cannot be met by multiple cases, and
conducting a multipkeas study can require extensive resources and time, which are often
beyond a research student.

Research undertaken using a case study can bstrpotured or emergent, depending on the
nature of the resedrcbeing undertaken. Robson (2D08eaks these twapproaches down
suggesting that if the purposd# the research is exploratofye. trying to gain an insight or
understanding of what is going on in a new situatiamere there is little or no guide of what to

look for), then a tight prstructured approach would not beatable. Therefore, although this
research employs positivist methods, it also makes use oppsitivist techniques using an
emergent, applied nitircase study design. This is achieved through the use of a series of
methodologies for collecting different data types, referred to as triangulation (see above, and
Silverman, 2000).

If the case study is being used to confirm previous work or outcahms there is a need to
adopt a prestructuredapproach. However, Robson (20@8rthers his argument byiggesting

that a case study does not need to limit itself to confirmation of suggested relationshgas

also be embedded in a wider study thatsato throw furtheright on potential relationships.
These can even suggedternative views on the phenomenon. Miles and Huberman j(t2&d
Robson, 1993), outline four main aspects to approaching case study. desége include
requiring a conceptl framework; a set of research questions; a sampling strategy and methods

for collecting data. These willll be utilised in this research.

Outlining a conceptual framework around which the case studies can be researched, provides a

structure around whichnalysis can be conducted. For the purpose of this case study research, a




conceptual framework has been developed and ddtdiFigure 3.1) Research questions,
sampling and the methods to be employed also play an important part in the design of
techniqus for researching the case study. Within this case study design, there is a framework
around which the methodologies to be developed can be structured. However, the framework
provides the researcher with the flexibility to modify and change focus through®study
(consistent with an emergent approach). This approach is inherently more arduous than having a
design outlined at the beginning of the research, as with experiments and surveys, in which any

deviation from design would involve starting agaiith perhaps elements of redesign.

37 Conclusion

The research method utilises an emergent and embeditézhl realist approach. Data have
been analysednd presentedsinga matrii n or der to construct 6 a
arising andimpacting uponthe development ral implementation processes of case study
specific TPs. Although this thesis does not totally reject the deductive positivist paradigm to
researching TPs, it recognises that positivist research within the area does miEtrabrsinore

subtle influences that individual thought and belief can havdeseloping and implementing

TPs. The thesis accepts th#te inductive pospositivist thought paradigndoes takethese

issuednto account and attempts to provide discussiothimn

With the overallconceptual framework developed and pgiosophical underpinnirggandthe

research areas identified, the next stage was to develop a set of specific methodological research
approaches for collecting the data. The methodologies used in the construction of this thesis,
include both quantitative and qualitative tools &omin the focus for the next section.hEse are

outlined ingreater detail within Chapter Four




Chapter Four 7 Sources & Methodology

4.0 Introduction

This chapter outlines the various sources and methodological tools used duringdihénst
order to answer the overall research aim and obgsctas outlined in Chapter Onee¢8ons
1.41.5). The methodological approach uses a selection of standard quantitative tools for
developing a TPthat broadly speaking are based on a positivist approach to research. However,
in addition to these traditional methods for developing a TP, this research specifically makes use
of qualitative tools, for example, the use of samicturednterviews(Appendix 3) company
reports,minutes of meetingand gates This is in order to further understand and inform the
development and implementation of TPs, which are based onpg@sitivist research
approachessge Creswell, 2007; Denscombe, 2007is thislatter part of the research, using a
postpositivist approach to researching TPs in an embedded participatory way, which ferms th
focus of the previous chaptdn additionthis chapter also providea critique of positivistic
research approaches$here is little evidence or sufficienattention given to posipositivist
approachesn the existing literatureespecifly within transport geographyThus this thesis

helps to fill a gap in the research that will add a more holistic dimensithe understaing of

TPs

4.1 Methodological Approach

The methodological approach employs a muléithods (sometimes referred to as a
triangulation of methods) approach usingpfied/Action Research (Hoggaet al, 2002; Yin,
1994; Flick, 2007). These approaches waresen owing to the practical nature of the research,
allowing for flexibility to evolve and respond to the natural business envirahimewhich the
research is set. This approach was appropriatedtere tp as opposed to the moraid
methodologicalaboratory approaches offerég pure science (Creswell, 2Q0Fowler, 2002;
see also Yin, 1994).

Through the processes of developing these dataisé&tscame apparent that the majority of
research methodzovidedby transport practitioners for develogiTPsrely to a greadr extent

on guantitative approaches to data collection (see Steer Davies Gleave, 2000). Subsequently
such methods are the main focus for TP developemnget setting and monitoring of measures

or interventiongput in place under thauspices of TPs. Such methodological approaches have
been adapted for this research, and are outlined further within this chapter. Approaches used are
critiqued within the analyses chapters (Chapters Five & Six) as a means of formulating

discussion of aditional data collection methods to developing TPs. Furthermore, additional




data collection tools have been developed using qualitative approaches as a means to further
understand how organisations approach the development and subsequent implemerdation of
TP (Figure 4.1).

Methods to accomplish the component parts of the research outlined below vary, and are broken
down into three distinct subategories. These categories are defined aststed quantitative
methodsunstructured and seratructured qalitative methods. These three distinct categories

for data collection and reporting are further broken down by the use of what are termed internal
and external reference points. These are purely used to provide a distinction between data
collected duringhe course of the research, sigiify data collected within the primary case

study, with those external to it.

Quantitative Methods Qualitative Methods

- Unstructured -

1 Minutes (QNP)

- Structured - 1 Company Reports

1 University Employee Commuter Survey el EET T e e

(20052011)
1 ImageéPlates
- - Semi Structured - -
- Structured -
9 Interviews (3 I Interviews (4
1 St Albans City & DistrictCommuter _ University (1) - Herts County Council
Survey (2008) - Matra BAe
- Vauxhall Motors (2) - London Luton Airport
- John Lewis Partnership

Emergent Outcome(s) Approach to Analysi

(Chapters 5/6)
Key Internal Case S.tudy
Reference Points
Figure4.1 Multi Methods Approach (Triangulation) External ReferenceCase
Study Points




The first stage of research was to access relevant data that existed in formal reports, academic
literature and fronprevious studies undertaken (if an@nce the extent axistingdata relating

t o empl oy eersnitenpodes mexer cgllatedurther tools for primary data collection

were developed. In regards to the quantitative approaches for developing a i&jsnwetre

relatively structured, and included anmoyee commuter questionnai(@ppendices 1 & 2)
Qualitative approaches employed less structured methmaaiisding semistructured interviews

with seven individuals, three within the primary case studies four from external
organi sations. Mi nutes taken within the O0Ne
meetings have also been utilised in presenting findifgese dataprovided the baseline

evidence of thénternalworkings of the QNPthroughdevelopment to implementation

4.2 Quantitative Methods i Structured

Quantitative research involves the systematic collection of numerical informatien under
controlled conditionswith the analysis of the information using descriptivel statistial tools

(Polit & Hungler, 1995). Based within the positivist approach to social research, the discovery
of patternstrends and regularities found within thecial world makesuseof scientific method
provided bythe natural sciences (Denscombe, 200/he quantitative methods employed
within this study include the use of employee and student commuter surveys from the main case
study (University of Hertfordshire), as well as insights from a reworked secondary,sotitge

wide commuter survewas outlined in lgure 4.1

4.2.1 Employee Commuter Surveys

In regards to quantitative methods adopté® main data collection tool developed was a
categorical commuter survey. This tool is in common use for develgidgnonitoring the
impact ofa particular or setof initiativedinterventionswithin organisationall Ps (Steer Davies
Gleave 2000). The tool is also appropriate in attempting to determine existing commuter
patterns and to try and quanttipw a populatiorcommutedo a given siteand wiat influences

these patterndata obtained from these surveys often undsrairget setting and monitoring
against such targets. This data collection method formed the baseline from which the
Uni versityds T P(Chaptes Sehea)ritiatives enplenerdea and monitored.

Undertaking commuter surveys were important in order to identify physical barriers-tmmnon
use. This alsdnelpedbegin to develop clear ideas as to the alternatives available to commuters
so that recommendations could bade to develop a baseline TP. In addition, it is important to
identify sustainable transport alternatives interventionsto the car, and identify possible

initiatives where improvements could be implemented. Data obtained from a site survey




provided a bseline against which th@P was developd a s part of t he L

Environmental Management SystglaMS) (Appendix 6) This EMS provided a continual
improvementframework within which the TP evolved and in which it is now situated for

reporting.

Fourlongitudinal canmuter surveys (Appendix Onerere undertaken over a period of six years

at the Uhiversity of HertfordshireThis built on an initialcommutersurvey undertaken by the
University, prior to ther e s e a rdicett évolvesnent. Results fromish2002 survey have

been included as part of thaselinedevebpment for the Wiversity TP andto include inwider
discussions. These surveys provided temporal data for the setting of appropriate modal split
targets from 2002011.The University surveywsere distributed via internal email and intranet
sites, using electronic survey toolBypically, response ratefor employees rangebetween

twenty five to fory per cent, which for the purposes of validity was considered representative of
the populatiorsampled(Bryman, 2008; Robson, 200Benscorbe, 200F). Student responses
ranged between five to ten per cent, which equated to circa-23@D over the period that the
surveys were conducted. It is not knmowhy studentresponses were lower thahat of
employees, but for the purposes of analysis, the numbers involved were again deemed valid
(taking into account thdimitations of obtaining a representative sample wherdertaking

quantitativesurveys (ibid.).

A second city wide commuter surveyas undertaken(in 2008) within the District City of St

Albans as a result of no secondary data existing within the LTP or other sdirisewas
conducteda s part of t he Uwork vaad irsvdlvenyedt swithwihedlecal T P
commurity. This work has ben included to provide a comparative analysis and discussion as
additional casstudy materialThe SADC commuter questionnaire was distributed to some 678
businesses within the central city limits (one mile radius from main city centre) using a self
adminstered questionnaire (Append®) . Businesses were initial
6Poi nt of I nterestodéd database, which was pro
Businesses were asked to distribute the survey amongetmpiloyees using a eer letter.
Questions relating to commuters main mode of travel into the city, as well as attitudinal
questions were posed. A total of 2,000 hardcopy questionnaires were distributed by mail shoot.
An online link to an electronic version of the questionaairas also provided in order for
additional ®F copies to be downloaded by larger organisati@mployees that participated

were advised that their personal allst would be kept confidentialsing a password secured
digital database and that hardcopy questionnaires would be destroyed upon their input into the

digital database. Participants were also advised that should they wish not to include any




personal detils, they were not required tdhis was only a requirement shoulkeywish to be

included in the prize dravas anincentivefor completing the questionnaire.

Using both the University and city widecommuter questionnasevas importanin orderto

begin to build an understanding htlwese employee groupsvelled to and from worlas well
aswhy they doose to travel in thisray. These data heddinform and develop the TP for the
University of Hertfordshire, as well as inform the development and launch the Quality
Partnershipn St Albans Questionsas todvhodwould be able and willing to change their travel
behaviour in favour omore sustainable modesind what measures would be most popular
among employeeswere includedwithin the questionnaise scope In later versionsof the
University survey questions relating to environmental factors, such as ScopamBnuter
carbon emissions, were also includadorderto begin to develop an understanding of carbon

related emissions from commuter travel within the case studies.

Analysis wa undertaken on these data sets using the analysis tool, Statistics Package for the
Social Sciences (SPSSnaking use of bvariate statistical analysis toolsspecifically Chi-

square Chi) andthe studentT-test (as descriloeby Bryman, 2008Denscorbe, 2007 Fowler,

2002.

The Chf is anon-parametrichi-variate test that makes use of two nominal variables for testing
statistical significance. This test is applied in order to establish a condittarel of the trends
displayed within the data tablealled the contingency table) in terms of making generalisations
or inferencegrom the sample to a population as a whole (Bryman, 2B68ter, 2002;Robson

2008. This is the most appropriate test to apply to the data collected from the commuter
surveys,due to the majority of variablaa the surveyproviding nominal datdalso known as
categorical data, due to the sub categories to which the variable comfBiseaan, 2003
Kingham et al (2003), in their analysis of similar commuter data collected on a large
manufacturing organisatiomsed the same test in analysamd presentingheir findings.The

use the CHiis further justified bythe fact that it helps the researcher to placeval lef
significance between the obsendataagainsthat which would be expecteshould everything

be equal. The test has been applied in relation to this work, with analysis and interpretation of
commuter surveys collected from the University commgtavey (2011), as well as the St

Albans commuter survey (2008).

The student Testis abi-variateparametrictestthat was appliedo continuousdata variables
(also referred to as interval or ratiti¢l.)), namely time and distance travellethe T-test

allows for the use of a single nominal based variable (for example age, gender, mode) to be




applied against a single scale variable (such as distance, time travelled) in order to determine if
there is asignificantdifference reported between theminalcategory mean#\ normality test

using Skewedness and Keosis measuregRogerson, 2006; Gregory, 196®@gre applied and
histograns plotted relating tothe scale variables (miles and minutes) prior toirtgsfsee

example Figure 4.%or distanceime distributiors). This process determingfithe data were

normally distributed for reporting purposesi t h a 0006 kewednesdndicating on t |
the histogram is symmetric about the meiaid().When thisdistribution test waapplied tothe

datased collected as part of this research, the majority were close to a zero reading (Table 4.1).

Applying the Kurtosis distribution, gives an indication of how flat or peaked theadgtin

terms of its distribution when plotted on a histogramrecording of >3 on the Kurtosis
distribution measure indicatea flat histogram, <3 a high degree of peak&l(). Therefore

has beermssumedhat the majority of scaldata were normally distributed about the mean, and
that a parametrittest could be used itese instancesiaving established thisoth Chi* and

T-test statisticahnalysis have been undertaken in Chapter Six, which have provided insights for
developing the TP outlined within Chapter SevAnalysis of the data using three or more
variables weg investigated for possible multariate analysis between the case studies, but this
proved difficult due with the various differences between the data collected. This demonstrates
the difficulty in combining the multitude of data transport sets, ever &nsmall scale research
project. Securing recent LSTF fumag (£9.67m) within the researchreawill help develop
monitoring and evaluation tools, which should help fill this data gap void, particularly using

time series data prior to implementing inemtions and recording wider impacts.
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Table4.1 Skewednesand KurtosidNormality DistributionMeasurs Relating to Case Studie§ime and Distance

University Commuters

2002 2005 2007 2008 2009 2011
Miles  Minutes Miles Minutes Miles Minutes Miles Minutes Miles Minutes Miles  Minutes
Skewedness 1.029 22.023 2.488 1.359 2.068 1.972 12.003 1.518 4511 7.920 88.57 3.646
Kurtosis 1.787 489.242 8.992 2.100 5.786 5.465 166.315 3.076 38.174 118.825 135.744 34.670

Key
University of Hertfordshire Survéy

St Albans Commuter Survéy




The surveys conducted did not ask any attitudinal based questions which would have made use
of the MannWhitney U test. This is an area that needs consideration for future research,
primarily through the application of personalised (before and after)l tsaveeys(Chatterjee,

2009) This would be of particular use in soliciting individual attitudes relating to specific

interventiondeveloped within each case stuatga

Excel spreadheetswere utilised when calculating carbon emissions from the dasdysis
obtainedusing SPSS. Statisticadross tabulations between categal variables in the datasets

was undertaken to determine modal spbiver time,providing a useful reference poirior
discussion ofTP targetbeing met (or not). In addition, alysis of modal use, behaviour and
alternatives to current transport choice were undertaken and presented for discussion in
Chapters Five and Six. A comparative analysis between case studies has also been presented.
Where possible, Geographical Informati®ystems (GIS) analysis of the data sets has also been

incorporated to provide spatial information for discussion and analygi®ses

In broad termsGIS are tools that can be applied for the input and processing of spatial data for
decision making inhte many fields of geograph@(msbyet al., 2010;Heywoodet al., 2006;

Longey et al.,2005;DeMers,1997. Within this thesis,somedata obtained from thex@loyee
commutersurveys at the University, as well as the St Albans City & District comnsuteey

have been inpued into a GIS. Employee home postcode data have been mappedtheing
nationalgrid referencesystem Against this, public transport routes were digitised as shape files

as a separate spatial data lay€hese layered spatial datahere then overlaid over a
downloaded geographical Ordinance Survey map of Hertforddbigimap, 2009), to provide

a graphical context for the postcodes and public transport layered data. GIS plots created using

this approach are presented and analysddm@hapter Six

In addition, supporting the evidence base of the commuter survey, company reports referring to
car park utilisation and estreet parking surveys undertaken to suppdniversity TP
developmentis presented within the analysis sectionbis providel further insights into the

issue of whether organisations should increase or decrease stippiikiog in order to meet
demandan approach espoused by the 6Roads to P
existing or new car parkprovision should managelemand within the context of TPs, for
example,usingthe6 Smart er Choi ced de man €Carmatmlazp@dnent
The issue of whether increasing supply to meet demand (as discussed bl d2wahel 999)

leads to aincrease in overall vehicle numbers is discussed.




A source of secondary data available to the reseamhsrprovided by theder t f or d s hi
Traffic and Transport Data Report (HCC, 20hd 2000/2006 which results from the

Local TransporPlan. The repd is high level in its findings, and therefore does not provide
detailed data for drilling down to the district level for comparison in either of the case study
locations. It doeshowever allow for a broad modal split comparison of the case study data

of St Albans and the University, with that of the rest of Hertfordshire. In addition, ahtion
transport trends are also compaagginst theseithin Chapter Six, so as to help inform the
thesis in terms of the impact of widsrcioeconomic trends impaciy ontravel patterns, in

the absence of TPs.

4.3 Qualitative Methods Unstructured

In addition to the quantitative data collected on commuter habits and patterns, unstructured and
semistructured qualitative data techniques have been developed armmyedplithin the case
studies used. These qualitative methods invotheduse of minutes from Quali®artnership

board meetings, University and other company reponage documentatiomplates, as well as

from personal communications with relevamdividuals within organisations. These have been
included througbut the discussion and analysis sections. These ,lattiéen informal
conversationswith individuals working within the case studyganisationswere included

within theresearcHindings,as they helped formpart of the triangulation approadsdescribed

in the preceding chapter.

4.3.1 Minutes of Meetings CompanyReports, Personal Communicatiors & Images

At the outset of the research, meetings were set up with employees throughtagettetudy
organisationwho were involved with transport operations from a mamid or operations
perspectiveThe aimwas tocollate as much existing data on transport patterns and obtain a

broad understanding of current practices.

Two types of datavere collected, formal mutes and reports of meetingstla¢ University of
Hertfordshire, the Quality Partnership, and less structured notes of meetings held by the
researcher with individuals who wattwithin thesecase stuigs These notes provided ights

from personacommunications with individualthroughout the research and are interjected as
part of the analysis sectiorBoth informal and formaimeetingcommunications provided the
frameworkfor recognising individuals who would ultimately bepeasible for developing and
implementing TP relatedinterventionsat the organisational or arewide level This initial
approach was adopted prior to developingae formal interview approach. This was uged

order to provide a quick argimpleapproachfome et i ng i ndi vi dual s and




p | aily térms of the types of initiatives that had been implemented previously, and to try and
identify the extent to which they had been successful and the reasons for this. Hand written
noteswere made during these informal meetings and the qualitative data obtained from them
has beempresentedas personal communications (pers. oojn where appropriate within the
analysis sections of thithesis. This provides additional input to the more strctured data

obtained from the formal interviews and quantitative datkection methods

Minutes of meetings were taken in order to provide a brief overview of what was discussed.
These took the form of hand written notes, outlining those present aacethef discussion. In

the case of formal meetings (for example, QNP Board andv@uking Group Meetings) these
minutes were typed up and formally logged and agreed within the partnstshifure These
informal meetings also provided a useful meamddentifying individuals within each internal

and external case study for the more formal interviews that would be developed to ask more

detailed angbrobing questions.

The qualitative methods outline above refer to text based data. As Ddnes(2007) eéscribes

there arealsovisual data sources for social researchers to make use of, as data in their own
right. Visual images (or plates) can be valuable to research in that they add factual information
relating to the specific information that they conta@ind that they represent evidence of a
phenomenonilgid.). In terms of this research, Plates are used to present evidence of specific
University travel planninginterventions implemented brief qualitative analysis is provided

alongside their inclusion.

In developing the University TRhere are both internal and external reference points that have
been used to infan this process (Figure 4.1The @ is clearly an external reference point and
theMinutes of the ® Board meetings have been used (seet€h&ix) to illustrate the ways in
which the management group make decisions that help inform the developmeitie of
partnershipwithin the context of area widaterventions(that is, multioperator ticketing,
marketing of public transport networks, real time informagtr). It would have been unlikely
that such reasuresvould have been developed or implementéithout the researchesxorking

in partnership within the widerommunitygroup Examples of area wide TP interventipeach

as those mentioned, are presented and discussed in the analytical ¢aagter#\ppendix 5)

In termsof the delivery of TRnterventiondor the University, the work of the @@lity Network
Partnershiphas help to inform and indeed deliver additional TP measures that would have
unlikely been achieved through solely working through the context of the Univefsity

Hertfordshire




4.4 Qualitative Methods - Semi Structured Interviews

Following the chosen philosophical underpinning of the research as an emergent, applied case
study approach, serstructured qualitative intervieswvere developed (Appendi®.3The aim

for undertaking these interviews waprevibus hel
gquantitative and qualitative data metkpdoutlined in Figure 4)1provided for analysisAn
attempt t o helwas athieved dhopegh inténeewingasevén individuals from
across a wide variety of organisations, from freight opesatwcal authority officers to
individuals directly involved with TP development (and implementation) within their respective
organisation. This aspect of the research process was to help provide and enrich the narrative
and understanding of the other madological approaches outlined and used throughout this
research.

The aim of collecting this data was to help build up adpth picture of how and why
individuals working in the environment of TPs construct, interact and develop TPs measures to
reducenegative transport impacts (as outlined in Chapter Two). By interviewing individuals in
depth, the research allowed for individialsomments to be deconstructed and then
reconstructed against the other partoacktopant s
developing theories as a way of describing and explgisbcial issues (Creswell, 2003ibbs,

2007; Silverman, 2000; Heltenson, 1988). This provided asdéional triangulateameans for

findings using different methottmical and sampling stiregies (as outlined by Miles &
Huberman1984).

According to Spenceet al (2003) one underlying concern within qualitative research is the
relationship of the researcher, to the researched. They suggest that reflexivity is one technique
that should be used to enhance the quality of qualitative data. The authors define reflexivity as
showing awareness ofthe importance of the researam the researcher and vice versa,
recognising how values, assumptions #melpresence of the researcher may impact on data.
Relating reflexivity to this aspect of the thesis was impoytgiven the reseahers existing

knowledge and views relatirig the subjectas asserted by Holloway (1997).

It is important that researchers are reflective amchre oftheir own potential to make
unwarranted assumptions throughout an interview. Therefore, it is imperten undertaking
interviews, that the researcher openly acknowledges their point of view (Hollowayl&del

2001). This was approached using an analytical framework to ensure that the final analysis

providedthe basis foa sound narrative.




4.4.1 Identifying & Sampling Participants

Participants for sertructured interviews were identified on the basis of their role within the
organisation for potentially developing and implementing TP initiatives. A total of seven semi
structured interviews werendertaken with individuals. Three were withirethesearch case
studies and fouwith external oganisations. As Holloway and Motook (2001) assert, sample
size in qualitative wor k -riisc hndotc aasse si, mpaonrdt atn
regpondents were selected. As Foseewl, (2002) assert, qualitative samples are often small,
as the researcher is not trying to generdliseor herfindings, butinstead taachieve a depth of
exploration. In terms of case study research, usually no tharefour to five cases are dse
within a study. Creswell (200&uggests that this number should provide ample opportunity to
identify themes from the cases researched, as wekiag ofuse to conduct cross case theme
analysis. He goes on to describat when selecting case studies, maximum variation sampling
should be used where feasible so that multiple perspectives are represented, usety afva
data. In the situatiowhere such critical case studies are difficult to engage, then using a mixed
sampling strategy is appropriate.

This study employed a purposefdmpling approach that is often a requirement ofittigke
research (Creswell, 200Turtis et al, 2000). Purposeful sampling is a concept often used
during qualitative research by threguirer. Individuals and/or sites are selected because they can
6purposefullyd inform and help furthemonunde:l
under study (Creswell, 20pMarshall and Rossman (2006) suggest four aspects to sampling as
events settings, actors and artefacts, noting that sampling can change during the course of
research, and that the researcher must be flexible in his or her approach. Ga&8vethen
describeghat sampling takes place at the site, event or procegsaaticipant level, suggesting

that qualitative studies often have one or more present. This approach to sampling involves the
selection of relevant cases that will infotime research aims (Patton, 2DORumar (2005)
suggests that this type of samplingpaticularly useful when the researcher wishes to describe

a phenomenon or develop something about which little is known.

The following outlins the various sampling strategies used for qualitative data collection
during this research design and procckhese are identified as 0
6critical cases o0, provitlei forha mixddeon triaogulatddi appeodch to
sampling. Maximum variation, as a sampling technique is popular in qualitative research, in that

it consists of the resezher determining criteria in advance, and then selecting sites or
participants that are differemd the criteria (Creswell, 200.7Critical case sampling provides

specific information relating to the research problem. Using these two sampling strédegies




the qualitative aspect of the research (i.e. maximum variation for selecting participant semi
structured interviews and critical case sampling for the embedded case studizsctapp
provides for a flexibldgriangulated approach to researching a ph@mwn, and helps to meet
multiple interest and rese@h needs (Miles & Huberman, 19&ited Creswell, 200, p.127).

In addition to the interviews within the case studies, further interviews external to the case
studies were identified using a purposefampling strategyin order to provide a wider context

for the development of the THhereforemeetings were set up on an individual basis and
initially handwritten notes were taken. This sestiuctured approach is similar to the
Applied/Action researchapproaches previously outlined. Participantso were considered

expert in or knowledgeable of local transport issuese approached to undertake semi
structureli nt er vi ews. I ndi vidual s can be classifi
views oftheir specialised field, or that experts often occupy authoritative positions. Agtseich
researcher would expect the information they provided to be clear, consistent and accurate,
although this is rarely the case (Lindsay, 1997).

This research adopteal semistructured approach to interviews that helped the research to
develop a more comprehensive approach to data collection, than that provided by the approach
adopted thus far. To achieve this, ateimiew schedule (AppendiX) 3vas developed. This was
structured around identifying issues that affect specific TP initiatives that were considered

successful or unsuccessful and their successful implementation.

The University of Hertfordshire and Vauxhall interviews were undertaken with the
Environmental Akirs Manager [Respondents E & A respectively] and a [Freighthnsport
Operations ManagefRespondent B]. These individuals were interviewed due to the relevance
of their roles and therefore to the broad scope of the research. Respondent E & A, as
Environmental Managers in their respective organisations were directly in charge of all
environmental issues and planning atirtteeganisations, and as such wéhe first source of
information.

Out of the four external individuals intervieweddepth, the aganisations they represented
included a Local Authority [Respondent C], an Airport Authority [Respondent D], a large
manufacturer for the defence industry [Respondent F] and a Freight Distribution Operator for a
large department store [Respondent G]. THeae additional interviews were undertaken with

these external organisations because they had either developed or were implementing a TP, or
had undertaken similar transport activities to that of the research case studies, and were deemed

useful for compeative analysis.




Respondent C was approacheging to her background in transport policy and interest in
promoting the benefits of TPs to large, medium and small organisations (SMESs) within

Hertfordshire. Although as Respondent C stated:

Al am natn dihraercgtel yof devel oping and i mpl em
(Respondent C)

Respondent Cébs input was deemed cruci al and
success of t he Council 6s own i nt er nlevélthelr P, b
likely future success of regional government involvement in travel planning with different
organisations. This is a vital objective for investigation for this work. The fact that the council
employees commuter habits impact heavily on the laea was also of interest to this pci,

as the council is deemedarge employee within Hertfordshire.

The remaining four interviewees were included because of their roles as working directly within
large organisations that impose a great deal on theoement from transport activities,
whether from freight [Respondent G], commuter travel [Respondents C, D, F], or from business
travel. All respondents were directly involved with the development/implementation of a TP
strategy for their given organisati or were implicitly involved with transport planning or

management issues.

Respondent D is employed by the Airport Authority as their:

AéPl anning and Access Operations Manag
Airport Oper a(Respomdent@i mi t ed é o

This individual was approached to be interviewed @rnumber ofreasons. Firsthe is

employed by London Luton Airport Operations Ltd, whithh uns t he concessi o
London L ut [Respodent P].oThi$ arganisation is responsible for developing and
implemen i ng the airportés access osditeemplayapyas whi c
well as customers flying from the airport. Secondly, the fact that this organisatfosituated

on thedoorstep of Vauxhall Motorsvas deemed a useful s study fromwhich to obtain

detailed information for TP development and implementation.

Respondent F was interviewed because of his employment at a large manufacturing
organisation. Although carrying out contrasting manufacturing and research activities to
Vauxhall in regards to transport, this organisation had similar impacts, and the fact that they

were undertaking activities as part of a TP was also a factor in approaching the respondent for




interviewing. As with pr ev spongisilitiesertenged beiyoadve e s
travel planning as the individual was employed as an Environmental Manager to the

organisation.

Respondent G was approached as a freight ma |
in house freight operations. It is interesting tha tespondent had no knowledge of how TPs
worked and that his organisation had no such TP in place, but as part of his role his organisation

implemented costavingand environmental initiatives.

All the external individuals were interviewed for thegdosition within their respective
organisation, being linked in s@ way to tavel planning, policy or managemerithe fact that
the majority were actively developing or looking to develop TPs was another reason for
approaching them. This in itself is amportant point to makelhere was not great deal of
organisationsctively developingTPs at this timéas outlined by Rye, 1999and as such when
one wadocatedimplemerting one, they were approached due to a lacitefnatives available
Hence this waswhy a purposeful sampling strategy was adopted in selecting external case

study interviewees.

4.4.2 SemiStructured Interview Analysis

Despite the justifications for adopting a qualitative approach to explore this subject, qualitative
researchissnet i mes considered to be a O0soft optior
potential bias (Chapple & Rogers, 1998). Several authors have suggested that this criticism
stems from a lack of detail presented by the researcher as to how thgdfiadiarged from the

data (Polbck, 1991, Clarke 1998 Crist & Tanner, 2003). It is therefore vital that qualitative
researchers clearly illustrate the stages taken to arrive at their descpiitpnsnterpretations.

For such reasons, this study haspel oy ed Bur nar ddiage frame®@kifgr thd o u r t
analysis of interview transcripts in qualitative resegithble 42). One possible approach to
analysis of the data obtained through the s&micturedinterviewswas the use of a computer
assisted qualitative data analysi®l (CAQDAS). Denscombe (2007) identifies a number of
advantages to using CAQDAS to manaige¢a, whichincludes the flexibility of storing the data
andallows for copies to be made readily sstdred safely. Secondly data can be easily coded

for both indexing and categorising as a preliminary part of the analysis. Thirdly, data can be
retrieved and the search facilities of such software allow data to be easily located once it has
been coded. Hoawer, this thesis takes into account three limitations to using a CAQBDAS
qualitative analysis. Firstas identified by Tesch (1993), the computer is unable to make

conceptual decisions in terms of words or themes on which to focus the research around.




Secondly, there is a risk that computer software provides only superficial content of ttatext
could lead to further deontextualiation ofthe databeinganalysed. Thirdly there is a risk of
overloading and creating complex codes and connectiorns c@hidistance the researcher from

the datahatmakes it more difficult to become familiar with(benscombe, 2007)

Consideration was given to the most suitable framework for the analysis of the qualitative data
collected. Aternative frameworksverereviewed to gauge their appropriateness for the material
gathered through the sesstir uct ur ed i nt E978)iframework hasS bderawidely i 0 s
used for interview based research and involved six stagpsh seek to enable the researcher to
generateghemes through the extraction of significant statements and phrases that pertain to the
experience under investigation. This framework is often favousihg to its logical approach

to data analysis and emphasis on moving back and forth between metmtéments and
successive hypothetical l i sts unt il t hemes
framework is primarily used within phenomenological research where the aim is to present a
phenomenological description that captures the essencepfdhet i ci pant sd 61 i f e
has been widely used in health and social care research where in depth, and often unstructured,
interviews are conducted farther understanding of peopl@ersonal life experiences and their
responses to them. In thikesis, whilst there waslearlya f ocus on wunder st a
experiences of travel planning, it was not phenomenological in its approach. The selected
framework needed to provide a logical approach to coding and theming data, rather than using
meaning statements to provide awerallp henomenol ogi cal descripti

framework was disregarded apossible analysis framework

As discussed, Bur nar déedto analgse the) qualitae datacgatteredk wa s
from the semistructured interviews. Burnard (1991, p.465) himself proposes that researchers
mu st 6start somewhere6 and attempts must be
others in a systematic way. In accordance with Johnson (1995), the researched hikigeve
framework to be O6clear and unpretentiousé, p
analysis. The framework illustrates to the reader the processes undertaken to arrive at the final
narrative, and thus avoids the criticism of some cpial# research whereby conclusions are
drawn with little opportunity for the reader to follow the trail of the researcher. Burnard (1991)
recommends that his method of analysis cannot be used in a simple ‘do by numbers' way
(Clayton & Thorne, 2000), highghting the need for the researcher to remain open to
complications involved in the process. Therefore, as described bglélyeon and Thorne

whilst the analysis did progress along the stages of the framework, a number of stages were

revisited during th@nalysis process as part of a checking mechanism.




Tabled2 Bur nar dés (-sta@efrhrhewdriofar the amadysis of interview transcripts
in Qualitative Research

Stage One

Notes were taken followingach interview regarding key topics discussed.

Stage Two

The typed transcripts were then read and notad: on key themes found within them. T|
stage was concerned with &é6i mmersiond in
processofenterng a personbés o6frame of refereng
socal | ewdorélldd& e

Stage Three

The third stage involved seading the transcripts and producing as many headings as neg
to cover all aspects of the content. At thiage, dross; that is unusable fillers in conversa
(Field & Morse 1996)wasexcluded. This process of open coding, involved the free gene
of categories.

Stage Four

This stage was concerned with grouping categories together under high ordeg$aadithus
reducing the number of categories. This demanded the researcher to highlight similar cg

and collapse them into their broader categories.

Stage Five

At this stage a final list of categories was produced by removing repetitious or $ieaittings.

Stage Six

At this stage in the analysis, Burnard suggests the introduction of two or more coll
independently to generate themes of their own. From this, it is possible to discuss th
independently generated lists of themend make djustments as necessary. Clearly {
approach has benefits in minimising research bias. There are, however, numerous ¢
support the involvement of only one researcher, and as Cutcliffe and McKenna (1999) 3
is unlikely that two people wiihterpret the data in the same way, and form the same cate

or themes. This they claim is especially true if one researcher has been involved in eve




of the research process. It was therefore believed that for the purpose and resources iav

the analysis and writing of this thegdisat the latter was adopted.

Stage Seven

At this stage, transcripts werenead alongside the final list of categories, to ensure that ch

categories covered all aspects of the interview material.

Stage Eidnt

This stage involved working through and coding each transcript in accordance with the
categories. As advocated by Burnard (1991), a colour code was assigned to each cate

transcripts were highlighted accordingly.

Stage Nine

Each codednterview section was cut from the transcript and all extracts of the same
collected together. At this stage it was important to use the complete and original int
transcripts to ensure that extracts of material were not removed from their aragiteit.

Stage Ten

Coded extracts of text were then pasted onto separate sheets under the appropriate cate

Stage Eleven

This stage suggests that emergent categories and themes be returned to the intervieweg
to determineif they were approprat e t o the ori gi nal i nt
However this stage was omitted as Cutcliffe and McKenna (1999) suggest that interview
unlikely to all concur with the emergent themgisen that they have only added a small par

the oveall findings.

Stage Twelve

All sections were filed together at this stage and were thus accessible for reference in the

of the final thesis.




Stage Thirteen

This stage was concerned with writing up the findings. Burnard (1991) suggests th

process should be dealt with in a section by section approach, which this thesis adopted

Stage Fourteen

The final stage in the framework is the presentation and interpretation of findings. One
suggested by Burnard is to present the findings imiigol, followed by a separate comparis
to the already existing literature. This it is claimed is perhaps the purist manner to pres
findings and was thus most appropriate for this thesis.

4.4.3 Undertaking Interviews

Oppenheim (2001) suggestmt ndertaking an interview requir@sgreat deal ahterpersonal
skill. A key skill requires the intervieweplacingthe individual responderstat easeby asking
questions in an interested and interestimanner Taking hanewritten notes or recordingotes
digitally needs appropriatonsiderationThe permission of eacimdividual needs to be explicit
beforeresponsegrovidedare recorded in a particular way order to reduce the likely hood of
upsetting the flow of conversatioffhe qualitative resgcher or interviewer must be able to
give supportthroughout the processithout introducinghis or herown biason the interview

material being provided

Oppenheim (2001) suggests there are essentially two kinds of interview techniques.

1. Exploratory inteviews, depth or frestyle interviews.
2. Standardised interviews suchthsseused in public opinion polls, market research and

government surveys.

The former are regarded agsdamal and the latter formal (htdsay, 1997)Lindsay arguethat

the important difference between these two interview techniques is the level of interpretation
that takes place. In the case of informal interviews the researcher typically does the interpreting
after the interview, with the framework long constructed teethe interview took place. With
informal interviews, one of the important tasks is to identify appropriate directions to take

during the interviewor the process of data collection.

The informal exploratory interviews are essentially heuristic, deirglojppleas and research
hypotheses rather than gathering facts and statistics. They are concerned with trying to

understand how ordinary people think and feel about the topics being researched. Therefore




these were most appropriate for this thesis in déteimn g r e sipwlvethenn t s 6
perceptions and experiences in relation to organisational TPs. Exploratory interviews help
formulate the research problem. Formal standardised interviews are essentiaHycédege

surveys interested in collating large amtsuof data.

4.4.4 Interview Schedule Design

An interview schedule was developed (Appengjixusing nine questions, with sub questions
underpinning them. A senrsiructured schedule was developed in order to prosidgcient
structure for feedig into he analysis sectiondt also neededto be flexible enough task
additional questions of those being interviewsabuld such questions arise through thedftyi

of the interview questions, includirthe complexity of the area and variety of the indigidu
approached for the interviews (Silverman, 2000; Lindsay, 1997).

Questions one and two began by asking the individupbsition within their respective
organisation, and how that position was linked to transport. This was an effective way to gain
important background information about the respondents and to address the issues of
6apprehension phased, which is common at t !
Whiting (2008).Respondentsvere then asked to formally provide a description of what they
thought a TP was and their overall knowledge o &R a localtravel planning tool. This

provided the researcher with a clearer understanding of the context in which the respondents
were involved with the area of transport within their particular worléngironment gee

Lindsay, 1997).

Questions three through to six then asked the individuals whether they had been involved in
developing and implementing past, currentplanned future Tknhterventions Question four

asled respondentsto list and then exdain the background to their development and
implementation. The interviewees were then asked to say whether they thought that initiatives
that had been implemented had been successédhievingtheir aims, and again their overall

involvement.

Questios seven and eight asked more probing questions about why the individuals thought that
specific initiatives that had beenidentified during theinterview had been successful or had
failed. This was in order to identify themes and-#wtmes within the analysis chapters of this
thesis, to tryto understand from a pepositivist perspective, why certain initiatives succeed
and others fail (Silverman, 2000). tien nine concluded the interviews by asking each

individual to add any further comments on the issues discussed.




Ethical approval was obtained from the University of Hertfordshire Faculty of Natural Sciences
Ethics Committee (since superseded by the $Sthad Life Sciences Ethics Committee with

Delegated Authority)and a protocol number provid@dS1/4/03B.

4.45 SemiStructured Interview & Researcher Postionality

With regards to undertaking the interviews, a researcher position was taken wherelbethgs
interviewed were regarded as the professional practitioners in their field, anchagugstions
wereaskedima manner as to try to understand where
Pl anningd. I ntervi ewi emgployebsat theinplaeeef work reigfarceca | ¢
this position. This was intended to provide the participants with a familiar environment in which
they would feel comfortable to express themsehass recommended by Burns and Grove
(2005) and Clarke (2006racticalities such as time availabilitglso had to beonsideredn

that participants had working commitmeiatsd other constraints placed on their involvement

Such commitments meant that fitting interviews around work activities had to be planned with
interview times arranged well in advance. It is important to note for the purpose of this study,
that such a working environment may in itself have made those being interviewed unwilling to
express their true thoughts about the subject, if any sensitiaiang or issues were raised

during the interviews.

However, it is accepted by the researcher that answers given during this process were generally
given in a professional manner, in that when personal opinions were given, the participants
often separated u t these responses from o6tdheevi @d fi foindi
achievedby the researcher nurturiray trustingprofessional relénship with these individuals

as part of the procesalthough the extent to which such professional relatiormssinpacted on

the answers given is difficutio qualify. It was felt that the interviews undertaken with all

intervieweesvere natural, comfortablgith extensive answers provided.

The main outcomes derived from the research pramessutlinedwithin seven broadthemes

that emergedthrough the analysis phase. Thesere 6 Tr av e | Pl ans & P
Government Policyo, 6Business Cli mated, 0 E
6PeoEInggagement , Culture & I ndustrWaRkpt eanghb
ando Tr av el Pl an Measures & Infrastructureo

45 Limitations & Conclusiors

Near the beginningf the research process, several issues occurred that had a dramatic impact

on the direction the research was to take stsded earlierthe reporting of the closure of the




Vauxhall Plant early on in the process meant that the perceived importance of developing and
implementing TP initiatives, let alone a complete, Was not what it had been at the outset.
The whole environmental agendgithin Vauxhall, which at the time was based in their
Environmental Affairs Department, was downgraded, and many of the individuals the research
relied on within the organisation, either left the company or moved to other locations.
Ultimately Vauxhall clsed down in Luton completeip 2002and moved to Ellesmere Port.
From a practical perspectiaehievingthe researciwvas near impossible and a decision to move

on from this case study was takedowever, insights from early engagement with Vauxhall

have telped informed the eventual direction of research.

The issue caused a great deal of difficulty in terms of the processes and methods developed for
data collection, in that, data on freight and business travel, which had been two areas for
focussing theTP, could no longer be fully undertaken. This led to two methods, which had
begunto be developed (freight review and business reviewglmiperseded. As a direct result

of this issue, the research was suspended until such a time that an alternatitadyase s
approach could be used for developing ifiierventios, and researching their overall impact

and success. Eventually, a rofeTd® Coordinator arose with the University of Hertfordshire, to
which a TP would need to be developed and implementedrasfpa planning requirement. As
such, the researcher applied fbis role and was successful in being appointdtbwing
researchio resume(albeit on a paftime basis). This opportunity allowed for the research to
develop focusingpecifically on deweloping anemployee commutefP for the University of

Hertfordshirefrom an embedded researcher perspectige Chapter Seven).

The implications for the thesis in not being able to undertake all the planned methods within the
original case study organtsan, led to a loss of research time and effort at the outset of the
research. Whilst some of the communications made with representatives have been alluded to
within the thesis, much of this has had to be excluded, and a more generimgepf this dad
presented. Hfilling the role of TP Coordinator within the University of Hertfordshire has been

a useful opportunity to provide a platform for the research subsequently to emerge. At the
outset, the researcher perhaps naively thought that organisatoit embrace TPs and their
respective initiatives, and that this would be a straightforward subject to research. Even working
within an organisation, implementingterventionson the ground, whilst researching them, was
found to be not astraightforwardprocess. However, this thesis provides an ampraa
organisational T®, their vicissitudes and their slow progress as tools for implementing the
6Smart Growtho6é and 6Smarter GCaineetat,@d4. agenda




Using an emergerapproach to research from the outset, has allowed for a rich and diverse
knowledge base to be developed. Certainly the reseaioh@s attempt tawvercomemany of

the difficulties of the research procebas helped evolve TPs in new ways and directidfith

the emergence of a Quality Partnersf{@®), it may mean that TPs fit into wid@P measures

rather than the more traditional single organisational approach.

The methods outlined above and summarised within Figure 4.1, provide the basis of a multi
methods approach to data collection. In terms of analysing and presenting these data sources
both qualitative and quantitative approaches have been used. Qualitative data sources are
presented using an O6outcomes apagppraachcwndrebyt o ar
categories and subsequent $abmes are identified through the analysis of interview scripts.
These categories are then used to provide a framework against which to present a narrative of
the qualitative sources. Quantitative methodgehbeen presented usistatistical,graphical
andtabular as well asGIS analysis tools in ChapteixSThis process provided a structured
approach to feedback and analysis of the variousmathods used (see Gihl2907; Limbet

al., 200272007 and Rdvson 2008. These findings are covered in depth within the next two
empirical ChapterEive andSix.




Chapter Five - Qualitative Data
5.0 Introduction

This chapter aims to present and discuss the findings from thessectured interviews
undertalen as part of the initial stages of the resealthaddition, reflective diary boxes are
embedded within the discussion, to provide an insight into thes e a refiebtiger tlibsghts.
These diary boxes have also been used to highlightddatutcomes to be usedd inform the

development of a TR the University(outlined in Chapter Seven).

As detailed previously in Chaptéro u r B ur n a stagé BamdéwbrR ®ak pppliéddto

the analysis of the interview data. In summary, this firstplved the transcribing of the seven
semistructured interviews into writteman<ripts, which were then read through thoroughly by

the researcher. This initial stage allowed the researcher to gain familiarity with the data, from
which it was possible tgenerate a comprehensive list of themed categories. At this stage, the
ri chness and diversity of the participantso
of categories were generated. Following on from this, each transcript was then codad with

specific colour, in accordance with the list of generated categories.

When assigning these <colour codes, it was |
related to more than one code. In these instances the comments were assigned to the most
relevant code for the purposes of reporting, althougbkhituldbe notedthat throughoutthe
chapterthere is crosseferencing between the categories, and these are reported and discussed
where necessary. From this, it was possible to collate related casedesiding to the
emergence of seven key themes. The seven themes that emerged from this procéss weaev e |

Pl ans & Pé&oweptnimemad Pol i cyé6, 6Business Clim
& Travel P IT &mgagément,CBIteire & Indeistke pr esent ati ond, 6C
& Mar k adé higadv e | Pl an Me a s. Uheseven &enlesifave Geert usadc t u
to provide a framework for reporting the findings of the interview process as presented within

this chapter.

5.1 Travel Plans & Perceptions

One of the aims of this part of the researc
organisational TPs, and the extent to which their roles were linked to delivering transport related
measures within their specific organisation. This Mduwelp determine the way the questions

would evolve towardghe development ointerventions whether they had been implementasi,

well as understandinthe issues surrounding this proce®@svingt o r espondent soé r

their organisationghere wa found to be much variation in both their understanding of what




TPs wer e, as well as respondentsd6 percepti ol

their respective organisations.

When asked to broadly define a TP, respondents placed varyirgasisipn the elements that
could be incorporated within them. This was because they were all employed in areas ranging
from environmental to freight magers within their respective organisations. From, this
became apparent that there was a focus onmuding, some business travel and freight.
Employee commuting to work was cited most commonly as being the primary focus for
developing and implementing TPgerhapshecause traditionally this is their focus within the
applied and academic fields. Resportdef, E, F & G all considered commuting as the main
transport related issue for their own organisatibat they themselves experiencedilore
specifically, they highlighted the importance of reducing the numbers of single occupancy car
commuters to theirite(s), as a key indicator for their organisational TPs. This is a classic
indicator for Travel Planners to provide as part of a TP application to local communities (Steer
Davis Gleave, 2000).

In interviewing Respondent A, he acknowledged that the empbfaBRsbeing on commuting

coudbeseeas a O0traditional viewdé of defining th
restricted a definition in this individual 6s
il feel that it is traditionaslly a plan
Vauxhall is concerned, | think it goes f

working onjfis] really starting out at looking at the environmental impact,

and on that basis, the day to day employee commuting comes bottom of the
| i éRespondent A)

Respodent A highlights the view that Vauxhall wanted to move beyond the traditional
approachof TR t o a holistic one, focused Jidahisats uch
the time of the interview was i nanogtlnedifoat o t h
TP. As the aim of this thesis was to gain a better understanding of the issues and requirements
of the company, using an iterative process of analysis allowed for issues that arose to be
incorporated if deemed appropriatéo do so This initial interview provided an idea of
developing arP within an EMS (as suggested by Staib, 2005) (see Appendiaig) help use

thislearningpas a o6 pr odd f o withdueure nferviggesn g t hi s i dea

Respondents B & F identified a more narrow fotursTPs, as concentrating more specifically

on the aspects important to their rglest just the commuter aspect. In the case of Respondent




B, the focus of a TP waspecifically concerned with freight vehicles entering and exiting a
plant (although it waaccepted that commuter travel would also be encompassed within a TP).
Whilst it was acknowledged that this view was a broad outline of what a TP should be, the

respondent reported that his knowledge was quite limited, stating that

Ait reallrycersn®mot my co
(Respondent B)

This may wel |l be related to this individual
fleet of the organisation. This provided an insight to the research that indididualso | e s wi t
originations can creata silo mentalitywhen looking at complex issues. Individuals are not
always willing to look outside their own sphere of influence, or to change their own behaviour,

let along their own organisation, if they do not see, or want to see the bigger picture (as outlined
by McCalman & P#&on, 1992).

Respondent F considered the primary aim of a TP to reduce the number of people driving alone
to work by car, thus insinuating that a TP should principally focus upon the commuting aspect.
There was no further expansion by this resfmnt in terms of defining the role of a TP. When
asked about his knowledge of a TP, Respondent G was unable to provide a defiwitigrip

the fact that this individué role was based within freight distribution. When prompted further,

he believed tat the focus was on commuting and proposed that a TP would be concerned with:

iféeéas regards the information you have h
is how we are to get people out of tt}
(Responden®)

It is important to note tha&Respondent A considered the impact of freight and business travel to

be more significant for a TP to address than commuter travel within their organisation.
Furthermore, the same respondent acknowledged that the purpose of a TP was to reduce the
businesscosts associated from organisational travel, as well as to minimise the environmental
impact. It was considered that reducing employee commuter travel would have little impact on
reducing business costs, when compared to freight and business travékesctihis view

seems to contradict itself from the point of view of environmental impact. During this study,
calculating carbon emissions for the University from comminsaelindicated that this activity

had an indirect impact of contributinig the region of twethirds of the total emissionsf that
particularorganisation. Whilst the researcher accepts that this figure may alter between different

sectors, it seems that including indirect carbon emissions within management systems is a




diffi cult concept for individuals and organisations to consider or accept. It appears more direct
emissions, such as Scop Emissiongrelatingfrom estates and business trayate easier to
calculate and influence. This point brings into focus thmllerging issue of reducing
organisational and individual contributions to carbon emissions by commuting activity.
Calculating emissions, whilst challenging in itséd only the first stage, prior to raising
awareness to individuals. Changing behaviour tos/égss polluting modes is yet another angle

that a TP can use to encourage change, but this in itself is unlikely to achieve the desired mass
modal shiftrequired(Dennis & Urry, 2009 Marsden & Rye, 2009; Dair & Williams, 2007;
Sloman, 2006).

The impact 6 transport activity on the environment, and more broadly the concept of
6sustainabilityé also featured in other resp

sustainability by stating:

ASustainability is the auwseofthecarhi ng t hi n
is going against what sustainability
(Respondent E)

Respondent C went further by highlighting the importance of a more holistic and planned
approach to Transport Planning, with the aim of achieving a more desaadblsustainable
situation for alternative transport modesthat of the private motor car. This opinion was
clearly based on the broad concept of sustainable development put forward by the Brundtland
Report (1987), whiclindicated that this individual haal good knowledge of the wider impacts
imposed by théransportsector

What was clear from this stage of interview scepalysiswas that there was a broad range of
understanding and knowledge surrounding TPs by practitioners in their respectiveTigdds
proved to be a trend throughout the research, whether through working with individuals
developing the TP, or through working with individuals and trying to change their travel
choices. A great number of people have varying issues and opinionsafiorreio their
professional and personal travel habits. Often, the personal requirements of individuals would
impact on their professional decision making or were unwilling to change tried and tested
methods to managing transport provision (as discussedMd&@alman & P#on, 1992.
Overcoming this was a continual issue within the research and applied process, with change
management surfacing as an approach to TP development through delivering effective

leadership and management of the process of engagueiitiestakeholders.




One of the key aspects of my research was to develop a better understanding of ing
within organisations and how they went about TP development and implemenitdtaped
that insights gainedrom this processauld help informthe overall development of a gene

TP (see chapter Seven

At the beginning of the research, | often went into an interview or a meetmguwvindividual
t hat would benefit or i mpact wupon the g
more about the subject than myself. At the end of my research, | have learned that mg
than not, this assumption was incorrect. This was made apparent within the formal
structured interview process, when a number of the respondents did noamaweorking
knowledge of T®and that often assumptions were made based on subjective persona

and desires, rather than objective needs for the organis@®outlined by Sloman, 2006).

The role that the individudieldhad alarge impact on thiknowledgeand this had a significan
impact on the direction that a transport strategy, or TP would take within a given organig
For exampl e, Vauxhall and John Lewi s r

perception of their TP to be foceskon that area.

What was important to me as a researcher, even at the early stage of scoping the resed
the variety of answers gained from the perceptions of a TP. Commuting, business tra
freight were all areas that &P could encompass aritiese were the first outcomes from

interview process.

Outcome: 5a

The role of individuals, their perceptions and knowledgeall have potential toimpact on
the direction of a specific organisational TP.

Reflective Diary Box5.1 Travel Plans and Perceptions

To implement alternative transport options for commuters, Respondent C identified the
importance of looking at these alternatives and in particular how they would relate to their own
organisation. The issue of providing alternatives to the car was atsssksl by Respondent E,

wh o referred t o (aa distussed byoSlomaa, n2006; Caidtsalk ZD04;
Docherty, 2001approach to travel planning.




fifltfi s al so about providing carrots and
actually got realisticéaffordabl eéacce
them to use these alternati vesc

(Respondent E)

This respondent furthered this, syuggesti ng t hat auld ba fpemswre r i at
proper car parking charges, which representead¢heal cost of managing car parks. However,

this respondent e cogni sed t hactarad apmploeatcen dveorutlid be
that there would always be some commuters who woal@ no alternatives available to them,

other than the private motorcar. Such an approach has been discussed by Lyons & Goodwin
(2008 andCairnset al.,(2004) and would ideally incorporate the implementation of transport
policies within an organisatiomy indeed a region that would first develop real, affordable and
realistic alternatives to the motor car, whilst also bringing in financial and physical constraints

on the use of thiparticularmode (bid.).

As a researcher, | found an interesting pasadinto TPs gained from the Univers
interviewee She outlined some aspects to consider when developing a TP (specificg
commuting), namely the key issus changing behaviouthrough the use o€ar parking
chargeg(i.e. a stick approach)

That marticular organisation was the only one thaurrently charged for parking. Sh
i ntroduced the term 6stick and carrot 6,
managing the car parkShethen went on to suggest that charges would be seen a-@a a
and that any TP needs to accept that some commuters would have no alternative aval
them.

This to me as a researcher is the key issue and outcome from this aspect of the i
process. None of the other participantould even cosider car park charges as political
acceptable within their respective organisations, but at the same time not one of the part
seemed to consider that there could be commuters that had no alternative but to ust
transport or sustaiable moes (cyclingand/or walking).lt seemed to me as a researcher, t
car commuters werthe onesonsideredy the majority of respondents to be ttensport poor
and nd those using other mosle




Outcome:5b

Develop an organisational Travel Plan thatintroduces behavioural change through a
6stick and carrotd approach. Such an a
management , charges that are not seen a
organisation, whilst promoting and develping affordable and realistic alternative modes|
to the car.

Reflective Diary Box5.2 Travel Plans and Behavioural Change

Respondent A highlighted the difficulty of implementing rediernatives as part of an
organisational TP strategy from a freight perspective. He provided the example of a supplier to
his own company based in Ellesmere Port (The Wirral, North West England), where the remote
geographical location of the site was litselimiting factor. Sustainability was also recognised

by Respondent D, who cited various factors of sustainability that needed to be balanced within

their business.

ATher e ar e ma n)sustamdbility] wetaregemtanlyof t hi s
trying to embracehe sustainability of this, as regards political, economic
concernsetc.[sic]. Sustainability certainly contains all of the areas |

have |just (Respandent®ned. 0

Once | had gained a better understanding of the respondents and the context irthsfi
worked, it was important to begin to gain an appreciation of how the process of mal

change within a organisational TP or how specific transport measures were development

Throughout the research, there were maagtdrs that had an impact dmoth progress ang
outcomeof the TP. Mt least changes in personnel and managemethtin the case study
Whilst this was at times frustrating, and it even halted the research (as in the case

Vauxhall Plant closure) it provided a real life criticehse study for reflective reporting.

If a TP can be developed withéxistingorganisational structurg it becomes a living docume
that provides its own justificatioand begins to delivea real stepchange andhen develop
underits ownsteam If personnel leavehe organsation, then the structuras place canbe

continued by subsequesinployees

The interesting outcome from this was the organisational structtoesmanaging TPS




internally wereoutlined by several respondents &nvironmental Mangement Systems f
narrow focus or Corporate Sustainability Responsibility strategies for more holistic strat
Not all par t i cadrgarasations &id such management structures in place, but wh
concluded from this was that target setting and icoral improvement emerged as themes
developing keyerformanceindicatorsfor improvement. For example, the University, Coy
Council and Matra BAe employees highlighted the importance of reducing Single Occ
Vehicle (SOV) users as an environnaémmpact, whereas John Lewis and Vauxhall outli

the importance of more holistic approaches, usually under the banner of CSR strategies.

Outcome: 5¢

Develop a Travel Plan within the context ofan Environmental Management System
(EMS) or a Corporate Social Responsibility (CSR) strategy. Either approach shoulg
reflect a process ofcontinual improvement and target setting within organisational Key

Performance Indicators (KPIs)

As the researcher, having developed an outcome for placing TtRi& veind EMSor CSR
(Outcome B), this provided a foundation for the development (and eventual implementati
a TPusing this structureThis outcomerovidedthe longer term validitand addedrobushess
to TP development All organisations continually experiencea change inpersonnel ang
managementOften, as with this research, if there was not a manager or an indiv
championing the TP, then little or no progresas madeTo embed the TP in an EMSing a
reporting and developmenrdtructure helped to mainta progress thatwas lacking at the

beginning of the resednc

Reflective Diary Box6.3 Travel Plans and Environmental Management Systems

In terms of the broad concept of sustainabiligspondents also discussed aspects relating to
financial, wider community (socialiltural) and environmental impacts imposed from transport.

Ot her i ssues such as empl oyee recruitment,
organisational needs, wer¢és@ noted. These aspects fit well within wider Corporateiaboc
Responsibility (CSR) agensladHowever, tackling these myriad issues within SRot a legal
requirement on any organisations. With economic pressures on business and organisations such
6 a @ ahae not always at the forefront of managers or busksésstimes ofan economic
downturn (as outlined Louctet al, 2010; Erickson & King, 1999). This was later proved true

at Vauxhall Motors. At the outset of the research the TP was importanthbages to

leadership and economic pressures forcing a plant closure, the focus and driver for a TP




changed, to the detriment of the TP development, and prior to any transport provision changes
begin achieved.

5.2 National & Local Government Transport Policy

Travel planning at the local leved highly influenced by nationand increasingly European
Transport Policy. Several respondents discussed the impact of national government policy and
legislation on their organisationahd employeeattitudes. Thigs a direct resulof the impact

from past central government policy impacting at theal level of transport delivery. An
example to emerge through both the research and literature review, was the impact of
privatisation of the bus industry (outside ldom and Northern Ireland) (CFIT, 2009) and public
attitudes towards alternatives to the car (Levinson & Kriek, 2008; Lyons & Goodwin, 2008;
Banister 2008).

Respondent A outlined the impact that a change in management had within the structuring of his
organisation in terms of environmental management having to become a justifiable activity, like
all other activities. This is because the organisation was experiencing a difficult period in its
business cycle, and thattivity was seen as a potential for teaving activity.This respondent

stated that:

i i[environmental managemerig]increasingly becoming much more of a
day to day business with the increase in legislation that environment is not
ésomething which sits on the edgeésomet
i nt e g (Raspoadetri A)

Respondent D also identified the importancdegfislation in discussing the development of
TPs, pinpointing the 1998ntegrated White Paper on airport access strategies. This was an
attempt by government to begin to set out a framework for each individual airport to develop an
approach to managing tr@l demand to and from their sites. This was important in identifying
why this particular organisation was engaging in the TP process, primarily from a planning and

funding perspective. The respondent went on to explain that these strategies aim to:

i d eel inckeases in the proportion of employees and passengers that
come to airports imoncarmo d e s 0

(Respondent D)

Two further respondents (E and F) highlighted the impact of legislation in the shaping of their

organisations, particularly in relation toaphing permission for the development of their




specific sites. In the case Bfespondent E, this related to the building of a ndnwersity
campus, which was to incorporate teaching accommodation and halls of residence. This
participant emphasised the de® demonstrate how transport would be managed on site in the
future, in order to obtain planning permission. What emerged from this procasalgsiswas

that the primary focus for all the organisations engaged in the process of TP development, was
planning requirements imposed from Section AgBeements (2001). Similarly,eRpondent F
stated:

At he or i gi n dthe TRWas to obbam the perdhissioh to
redevel op the si(RespondemeF) had t o have i

When prompted as to whether a TP Woliave been developed if it were not a requirement of
local planning permission, the respondent was unable to comment, as he was not with the
company at the time. The issue here is the extent to which transport issues for organisations
would be tackledfrom purely environmental or altruistic reasons, if such a planning
requirement were not in place. As Louatteal., (2010) outline, CSRtrategies areot a legl
requirement on organisations. CSKknot somethingrganisationsare compelledo do, and

with changes to leadershiprganisational structures, througkilled personneleaving and
fluctuating economic conditions, i an area that is increasingly at risk of badiggolvedas a

core activity.

Despite respondents reacting to the importance tiaaisport planning requirements and
legislation places on theirespectiveorganisation, it was clear that a degree of mixed
government messages were creating uncertainly among two of the respondents (C and D). One
example provided by respondent C was aften perceived link by planners and governme

for increasing road capacigtongside the need for expanding Gross Domestic Product (GDP)

(as discussed yurnellet al.,1999) This respondent captured this by saying:

fi t h leas l@en such a close link since the 1970s with the ever increasing
need for road space and road transport, and the fact that economic
[growthjc annot take place without it.

(Respondent C)

She furthered this in proposing the need to unlink economidajewent with road transport,
suggesting that this is one of the key issues for taking forward sustainable transpoifspelicy
Section 6.1) The interviewer prompted respondent C further by asking if economic growth is

primarily to do with the car. In resnse, she suggested that transport professionals have to go




further than this simple statement. She believed that suitable arguments have to be developed
along the lines of economic development can be achiealedgsidethe development of
sustainable trasport policy. This is an area that previous government pigraoted as part of

their political agendas. Th@ Ro a d s f o0 rageRda fromm1 389 vias an @ttempt to develop
economic growth through a road building prognaen This approach was later prave
ineffectual at delivering the economic growth promisedhasiicreased induced trafficdléo

market externalities that reduced the impact of the gains (Pwhall, 1999).

This perception of mixed government messages was also held by respondenglBtion to

business approach to modal use by their employees. It was stated in summary, that there was a
need for government policy to be clearer with respect of transport policy and delivery by the
business sector. Whilst he acknowledged the aiesscstrategy for airports delivering on TPs

had been successful in his organisation developing and implementing a transport strategy, he
questioned the governmentdés commitment to ro
sectors. This raises thguestion of national policy development and the ability of central
government to implement policy at the local level. Moreover, the respondent continued by

questioning the governmentds commitment to t

fi | f errgnent is not going to take an interest in what we are doing,

where is the commi (RespondentD)\what i s t he |

He went on to report that whilst his organisation provided modal split figures to the government
as part of his organisations Air Sack Strategy, he queried the extent to which this
documentation was actually read, again highlighting the impacemtralisedpolicy makers
having real impact on local transport provision and policy. Respondent B also highlighted the

extent to wich thegovernment prioritises transportation within the UK. He said:

i |[& positive image for transpornteeds to come from the government,
and we are just not their number one priority. All governments do have
their priorities, and | do not think th
priority, exc¢t peopl e | i ke meo

(Respondent B)

This issue of low priorities &as furthered by this respondent who noted:

AThi s g oattetimen theinterviewj as been in since whe
[ 1 9 9vielhave had 8 ministers of transport. It maybe shows what

i mportance they put dof{RespondentB)hat parti c




Therespondent stressed that this was seen as &tanding issue, which was not unique to the
government at the time, but rather a feature of all governments of whatever political standing.
Respondent D then went on to raise the issue of government fufwdinigansport related
measures. He reported that, the only financial assistancecaliit be sort througthocal
government funding, was that of capital projects rather than reyvenake as the running of
employe suppored bus services. This perhaps skow lack of knowledge of funding
opportunitiesthrough LAs, in that the government has provided access for local transport
funding, previously througtKickstart and latterlythe Local Sustainable Transport Fund
(LSTF), funding that this research has beegaged in obtaininthrough the QP aspect of this
research Respondent F provided an example of the DfT capital funding available for cycle

shelters to be installed, stating:

iwe were actually able to gain a grant
Transport to helpmplement thospbicycle shelterspn site. Basically,
the grant were money set aside by the Department for Transport to
encourage people to cycle to worl

(Respondent F)

Overall, there was a perception that legislation was increasing (as reported dndezgp A,
D, E and F) and respondent A stated that organisations needed todmiygpas opposed to
reactive. This individual considered his organisation to be primarilyapgtige towards

legislation, and attributed this to the wide number of isagesciated with it.

It was proposed by respondent B that in terms of legislation, the European Union was
increasingly imposing restrictions on the working practices within organisations. He
specifically raised the Working Time Directive and Electronic Ta@caphs as examples. He
stated that these were gradually having a major impact on working times allowed for Heavy
Goods Vehicles drivers. This directive restricts the working hours of drivers to a 44 hour week
and therefore also their earning capacityefestingly, the average hours worked by drivers
within his organisation were around 50 hours per week and thus the respondent commented on
the longstanding practice of drivers working overtime to increase their basic earnings.
Increasing European legislati, such as that of the Working Time Directive, was seen to add to

the already existing shortage of Heavy Goods Vehicles (HGVSs) drivers.

Following on from driver working hours and the impact of the working time directive,
respondent B discussed the impiet government transport policy was having on the overall

road traffic levels. In particulawhen asked about the extent to which legislation is increasing




the amount of freight on the road network during peak times, he reported that in his opinion,
this was not an area that had been properly considered by ministers and their advisors. He
gueried the extent to which the Road Haulage Association (RHA) and Freight Transport
Association (FTA) influenced government transport policy.

As a TravelPlan practitioner, | was asked by management (within the University and ini
Vauxhall) to justify the TPs existence, in terms of cost savings and how it added

organisation meeting its legal requirements.

In order to instil organisatioal and a cultiral understandingf a TPsimportance, | wanted t
begin to unpick what the respondents understood of national and local government trg
policy. There was a view that there had been a long term underinvestment (capital and rg
in local transportservices and infrastructure, and that government often gave mixed meg
National Transport legislation and Local Planning Authorities encouraged the developrm
TPs, but often contradicted themselves. An example cited wasnyd@DP on the back g
expandingoad capacity, therefore linking econangrowth to that of the cagt the expense ¢
the Environment-or the University, the local authority would set TP targets and sign thern
but as soon as the University required planning permiss®imitial stance was to tell thg
EstatedDept.to solve on street parkingy increasing on campus parking capacity. To take §

a coursewouldrenderexisting and agreedP targets null andaid.

Outcome: 5d

Develop a justification for the Travel Plan to include costs savings; legal requirements;
organisational and cultural understanding; national and local transport policy;

investment in alternatives to local transport services and infrastructure.

Reflective Diary Box5.4 Travel Plan Justification

Some respondents (B and D) emphasised the need for local planning in order to achieve the
needs of their own organisations, as opposed to relying on central gewtrtnamsport policy.
Respondent B commented that although he had attended various transport committees within
his field:

ithe problem is always that every compart
its criteria on this and that, and t

(Respondent B)




He therefore believed that transport planning should be addressed locally and that a generalised
plan or policy imposed by central government would not be suitable for all organisatiiss.

is because in order to deal with specific isstiesy require local solutions. This is an aspect

that the new planning framework is attempting to pronmRéspondent D also briefly identified

his organisationés attempt to involve 1l ocal
initiatives, yet hedid not provide any further commentary as to how this could be taken

forward.

Respondents E and F outlined their organisations need to develop a TP based on the
requirements of the Local Planning Authority. One such example provided by respondent E
was theexistence of a site master TP (on the former British Aerospace site in Hatfield,
Hertfordshire). Respondent E reported the need to adhere to the modal split targets set within
this site master TP, although acknowledged that some of these targets waldy poss
Gspirationd . This plan had been previously <creat
between theHatfield Business &€k contractors (Scott Wilson) and the local authority
(Hertfordshire County Council). This plan stipulated that any organisébicating to the
developing business park, would need to have a TP submitted as part of local planning

requirements, under Planning Policy Guidance (PPG13), section 106 agreements.

Respondent C was asked the extent to which the LA, for whom she workeshgeas in the

TP process on thebite(s). She acknowledged a greater involvement in the development of
initiatives and attributed this to the potel
engagement with organisat@iP implementation. I highlighted two points here, one being

the need for the LA to set an example in Opi
the value of gaining insights and experience to enable her organisation to better understand the

needs and barriers implement sucessfulTP initiatives within local organisations.

iit has been a bone of contention in the
not able to do a lot of the things that we are asking other people to do
and they go off and do them more successtulgh us éWe need t he
experience of dealing with these issues to find out what works and what
doesnd6t, so that we can go out to ot he

(Respondent C).

Two respondents (D & E) both identified the role of the LA in the imposition ofliendor

nonsubmission of a TP, for either a new build or redevelopmenexidting facilities.




Respondent E continued that if agreed TP targets were not achieved within the stated time

period, financial penalties would be also imposed. He suggested that

AiThe penalties areéto come out of the | o
perform badly, you won §offundirglewilf undi ng. Th
be r e dRespendentD).

Respondent E added to this poiby questioning what the LA action would be, shibher
organisation fail in delivering on agreed TP targets. She proposed the following:

i Woul dthettAlemgke us tone down the campus? |
w o u |(Rkspondent E)

However, despite her misgivings as to the extent to which the LA would impose actual
penalties for th@on-deliveryof TP targets, it was clear that the profile and importance of a TP
had been recognised by her organisation as an essential part of thmgland future

development of the site.

The key elements to comt this section for developing then i v e r s wdreyiderdified &
local planning conditions (PPG13All of the organisations that were actively involved in {

stage were doing saud to the requirement of a planning consent.

In terms of the University, targets had already been set via the organisation being locaté
business park. The Hatfield Aerodrome regeneration site had overarchingstafgédper cent
SOV use, which would provide the base tarfjetsr t he Uni ver si tyads

As the researcher, an important aspect of this sub theme would be to test if such targe
appropriate to the organisation, and if indeed they were achievable. The Enwvirathi
Manager at the time had suggested that

such a target was set too low.

From my research perspectivbetUniversity had set it6P targets arbitrarily, and not base
on empirical data or informedosirces. My first role, therefore, was to ascertain whether :
per centtarget for staff SOV was appropriate, achievable and realistic. Latterly | collg
empirical data to establish the true SOV figure to base fullRdargets within a realistig

framework (see Section 7.4.1)




The moral of thisis that a TP target must be based on evidence rather thigger in the air

approachi anall too common problem in early TP development.
Outcome: 5e
To developSMART targets for a Travel Plan

External stakeblders were often challenging individualsinternal to theUniversity At my
first Local Authority district meeting as University TP coordinator, the LA and public trans
operators representatives eagerly went about outlining all the problems ofttacaport in
the area. Thegeemed to place the Univers#iglely responsible for albcal problems| then
pointed out that the University had invested heavily in a public transport operation that g
the local community, and that issues such ast@esparking, associated with the Universi
had to be dealt with in partnership with the local authority, as they had jurisdiction ove
matter. It was then pointed out to me, that the University was unfairly subsidising th&wsN
operation,tothce o st of the ot her operatorsé the
for some time. The essence of this meeting to me was to talk about local transport issue

agenda, but to come up with no viable solution to them!

| was not popular whens uggest ed what were the dédout
order tobegin to tacklehe issues outlined. | was told that the meeting was just that, a me
to discuss the issues, something that was to be a long term frustration to me. Prior tim
involvement in developing a Quality Partnership in St Albans, meeting with local partners

the hall mar k of o6éparalysis by anal ysi s

Another key sub theme to emerge from the interviews was thedamymof local solutions t
local transport problems/barriers. Participants stressed that TPs or transport strategies
take into account the priority of the organisation, but that best practice needed to be de
and shared. This was interesting my research, as it suggests a partnership approag
information sharing and joint funding of travel planning initiatives, whilst still tgkinto

consideration the needs organisationgsee Section 6.6)
Outcome: 5f

To develop the Travel Plantaking into consideration a partnership approach to wider

community travel issues [such as a QNP].

TP development within the organisations sammlad linked to planning consent. Therefdre




main penalty for not havingeveloped a TRvasthat of nothaving planningconsent. From ar
embedded researcher perspective, the prospect of not having a TP was a useful moti
embed a TP document within the organisation for future planning consent. However,

that beyond the initial document developméné external monitoring of TP implementati
was less straightforward or understood. This was a concern for the longer term develop
initiatives to meet targets, because if implementation was not going to be monitored, t
very essence of TP loering change could be questionleginternal personneln other words,

could the WRskhe nbdoexeerci se.

It was somewhat disheartening to discover that the principal motivating factor for estab
a TP was for gaining planning consenttlrar than any environmental imperative. Mg
disheartening still is that in all my TP implementations, there has never been any e
validation of the data | have used or submitted to the Local Authorities, which col

considered indicative of a liebox culture.

Outcome 5g

Link the long term survival of a Travel Plan to gaining planning consent.

Reflective Diary Box5.5 Travel Plan Development
5.3 Business Climate

A trend among respondents (A, B, and G) was apparent in terms of them raising the issue of
6continual changed within the business envir
discussing the relevance of TPs to thespectiveorganisation(s)Respondent A identified a
number of business related changes as important when considering the development of a long
term TP strategy. These included changes to fuel type(s), Working Time Directives, delivery
routes and associated deal@s in the casefd/auxhall). Consequently he went on to describe

the need for a flexible approach to TP development:

néit is a very flexible system, once you
it i sS not fixed; you have to be flexibl
(Respondent A)

However, this respondent reported that his organisation was much more successful in coping
with these aforementioned changes, as opposed to the more commuter based initiatives. He

explained that:




Al t hi nk tebaase of tharglatiiegdrthnceof the two
systems to the company. Freight transport is what we do. Employee

commut i n(BesporgdenbA) . o

Respondent B provided another example along these lines, in discussing the outsoureing of in
house freight transport facilities as artd within the UK. It is thi®n-goingoutsourcing that he
believed tobe thedriving force behind the continued existence of the freight fleet within his

specific organisation.

AfWe went through a major exerciseéTo | us
should keegoing, and | have to do an exercise which proves that we are
doing the job a lot more efficiently and economically than our outside

o p p o s i(Respondentd)

Respondent G adds to the discussion on transport having to continually respond to market
changs. He provided an example of arranging a successful system of backhauling goods with a
supplier. However, market trends resulted in the retailer discontinuing a product line and thus
the use of that particular supplier. This example underlines that eff&dd measures can end

due to chages in the business environment, such as the case of the Pfizer Plant ipdfgnt (
comm, Elliott, 2011).This reinforces the point raised above by respondent A, who discussed
the importance of a flexible approach to TRsalso highlights the extent to which the road
haulage sector provides a flexible delivery network for differing business needs, and questions

the potential of rail to provide a real alternative delivery infrastructure to road haulage.

Throughout the @urse of the research, continual change within organisations and the bu
environment meant | had to take a flexible approach. Therefore an important outcome ffi
business climate section was for me to take into account the business cycle gatisatons
or wider economic environment.took into accountthe aspirations ofbusiness thatvere
deemed important to incorporate into the TP development process from the beginnin
respondents outlining the different aspects important to their respective organis
(commuting, business travel and freightinyy TP, would need taconsider he relevant

requirements afhe organisation

Outcome: 5h

Develop a Travel Plan that considershe business climate, developing SMARTnitiatives
to be implemented within an appropriate timeframe.

Reflective Diary Box5.6 Travel Plans and the Business Cycle




Respondent G discussed at length the impact of the volume of freight vehicles on the road

network. In terms of his own organisation he stated:

AWe do 33, 000ar&@luheremosr é nyau yeean get off
the better. I't is somethingéwe are al/l i
traffic out there f onRetptndenttGpbad system t

He furthered his comments by discussing the extent to which rail could meethisa ni sat i o
delivery needs. At present, in terms of thenaroundimes for the picking of product lines at

the warehouse and their subsequent delivery to retail outlets, rail could not achieve the same
timescale as that provided by road freight. In addition, he identified that road freight vehicles
exceeded the storagapacity provided by those of rail containers, which was another aspect to
consider in terms of ®. He concluded his comments butlining his enthusiasm for the

development of regional railheads by suggesting:

il t lraillnskgood for a business, and great for the nation as a
whole. | am a bit of an idealist; | think that there should be a freight
rail head set (ReppondentG@very townao

However, he acknowledged that his ideals were a long way from being re@liseshtly his
companybés operation would have to use a rai/l
direction for the majority of freight vehicle movements. Participant B, also a freight manager,
echoed this positive view of using rail to a greater rmxie the future. He acknowledged that

where railheads served existing plants (such as their Ellesmere Port Plant, The Wirral), it was
more suitable to operate using rail freight than in their other plamesewno such railheads

were in place. In additioto the lack of suitable railheads, Respondent B reported the general
inefficiency of rail operators in the UK as a major barrier to the expansion of freight movement

by his organisation. He added:

AWe dondt seem to have t hdeinthiem me pr obl e m:
country, of getting sufficient trains to actually move the product when we
w a n t (Resporident B)

With the increasing movement of materials from Eastern Europe and Central Asia, such as
Kazakhstan, it was expected that rail freight would playnere important role in the
organisations future import of component parts, as well as the export of finished products. He

gave the example of the transportation of finished goods to docks within the UK, for export




abroad. Currently he believed that thissmundertaken completely by road, yet a desirable

future TP measure would be a move towards rail:

il do see that changing, it really has

ago our finished product éwas not moved

regression,itisui | i sing a facility that has not

(Respondent B)

Respondents (C, E and F) also r ai s edbartieche i
thathad to be overcome. Respondent C identified the conflict between her facilities department
and the funding of wider community O6SMART®
between representations from facilities arguing that the allocation of funding for travel related
initiatives should be for the County Council estate, against thosematoin the county wide
Travelwise initiative, who believe funding for community initiatives should be the priority.

Respondent E also identified the funding ofififérventionsas an issue.

She described the situation of there being no direct budgeiatdld purely for TP initiatives,

yet she noted that a specific budget was set aside for the maintenance of site cahjzaiks.
because of the priority organisations place on the provision of parking over facilities for other
modes(Rye, 2008; Slomarg006; Cairnst al, 2004& 2008).

In the coursef Travel Plan development, the issue of funding arosedimlgiime again. Fron
the ouset identifyingappropriateinitiatives was the easy part, bastablishingfunding was
difficult. A key finding throughout this process was that of coming up against a fundin
Funding was often available for maintenance of car pddtslaying grass inmid-summeh)

from a capital funding pot, but when it came down to findind @5for installing some covere
cycle shelters, this proved to be a long term difficultye culture within the organisation ws:
that this could be paitbr by another department. Not having access to significant funding

been a hallmark throughout the research.

Outcome: 5i

Developing a cultural and organisational shift for funding SMART Travel Plan initiatives

Reflective Diary Box5.7 Travel Plans and Organisational Culture/Funding

«
<



5.4 Environmental ManagementSystems& Travel Plans

Respondents discussed the ways in which targets were set and monitored in terms of TPs.
Respondent C reported the importance of target setting and monitoring within the context of an
EMS, as this formed thedsisfor continual improvement and task setting. Such as approach is
ideal to implementing a TP as it embeds the strategy within a framework that allows for
monitoring of specific tasks and targets set for a given time period and allows for reporting
within an or@nisational structure. Erickson and King (1999) state that a M not only

allows for good record keeping, report writing and internal and external communications, but
more importantly how the culture of environmental management is integrated indaithe
operation of the organisation. From a research perspective, this aspect of buill@wgthin

an existing environmental management structure from the outset, helped in building the TP
within the culture of the case study because of the structyypobach an EMS uses to

implement change within an organisatigee Section 7.2 & Table 7.3)

However she proceeded to highlight the fact that within her own organisationitoring of
TP measures to that point had been mostly anecdotal rathethifvaph usinga strategic
approach. This piecemeal approach to TPs was further discussed by respondent E, who

commented:

Aféein the past, we have had transport str
bits of paperéalthough we have been doi |
have been (RespondentsEy f ul . 0

She cotinued further on this point, bgescribing the fact that at that time there had been no
formal designatd Travel Planner [coordinatoifonsequently a number of different personal
spread across the organisatioad been involved in managing transport related issues. She

further stated:

Aéit i s mgnvijoronentafadvisdr to &y and promote
alternative transpoUniversitymd systemséacrcC
coordinated mannero

(Respondent E)

Respondent A alsdliscussed the difficultly in measuring the impact of specific initiatives
implemented. He stated the difficulty lay in objectively measuring the impact of each initiative,

and provided an example with video/teleconferencing and its overall impact inngdQ:




AWe tend toécalculate the amount of carb
estimate. You can only show the improvements by decreasing the
numbers. Unless you were to look at every teleconference you took part
in, the amount of business travel saveditonwpuld just be an exercise

that would not be worth the efférd (Respondent A)

This is an important observation, because if a TP is to implement ais&troéntiongeither
| arge or smal | )Smar tpearr agehdd espoelsssd bywdaetal;, (2004
& 2008), then their impact needs empirical evidence for reportuccess or failure in

achievingeither behaviour change areduction in carbon emission.

As discussed in Section 5.2, Respondent A reported the increasing impactlafidegmn the
reporting of environmental aspects by organisations. This legislation is important as it increases
the overall integration of environmental issues throughout the organisation, to which TPs can
be incorporated. However, Respondent C identifiegt the integration of environmental
management, including that of TPs, was not always apparent within each department, but rather

seen as the work of the Environmental Department within her organisation:

féwe actually have a Uedind e depart ment
Environment Department and is concerned with the environment, and
these initiatives tend to come from that
seen as integral to other parts of the business, aninwayrelating to
other parts of the business. It is seen as very much an Environmental
Department thing. o
(Respondent C)

Respondent C was asked to consider how the issue above could be overcome so that any
department or company would have to manage tranepmé effectively as a business cost. In
response, she identified that larger companies in particular were beginning to look at the issue
as part of their Corporate Social Responsibility (CSR). Through these management systems, she
outlined that organisatits were better able to begin to understand and identify how much they
were spending on the activity of transport for business travel purgdsess because reporting
structures are in place, against which cost savingdeaset(Kotler & Lee, 2005;Erickson &

King, 1999. These comments were further evidenced by Respondent G who considered
transport planning to provide both economic and environmental savings. In relation to the latter,
he raised the issue of environmental management for his organigatiom the context of

CSR, saying:




AThere i séenvironment al benefiteéwhich is
quite keen on. We have actually got a corporate department, which is

call ed Corpor a(RespoRlens@onsi bility?o

Developing a TP and impleanting it was of great importance to me a® embedded
researcher. This was due to the fact that | wanted to develop an emergent narrative ar
such processes.

A key sub theme to emerge from the interviews with representatives engaged in transg
other ewironmental issues were from those organisations working on thieormental
management systems withimider Corporate Social Responsibilitggendas From a
researcher perspective, | found this to be an opportunity to engagéwvatterto develop a

TP within an EMS framework.

What was ideal with this approach is that it allowed the research to embed itself with
strategic continual framework for improvement of environmental aspects. As the literg
review (Chapter 2) suggest, transport has impdremvironmental impacts (G@&missions,

| ocal air pollution, on street parkingé
EMS, as an environmental aspect it would begin to develop a TP within the structureg
culture of the given organisatiqas suggested by Ericksonkéng, 1999).

Reflective Diary Box5.8 Travel Plan as Strategic Plans
5.5 People- Engagement, Culture & Industry Representation

One of the most pertinent themes to emerge from the interviewees was theewtgioh TPs

were highly influenced by organisational culture and individuals perceptions, beliefs and
attitudes.This is becausef the impact that this has on the developmend implementation of

a systems led approach to managemenis applied to both the development of organisational

TPs as well as individual s6 engagement with

5.51 StakeholderEngagement

One of the key aspects repartey Respondents (A, C & E), was the importance of support and
commitment of senior management for developing and implementing a TP. Such support varied
between organisations with Respondent A reporting that his current Managing Director did not
have the ame O6dri ving interestdéd in environmenta

organisation had regressed in terms of its commitment to implementing ensirtahim




initiatives. When prompteds to why this may have occurred, he proposed that the Managing

Di rectorb6s financi al backgr ou nhat ofihis mredécessod h i m
Moreover, the current economic climate and its effect on the motoring industry, was seen to be
the overriding focus for his organisation. The issue of chantgadership and the expertise of
individuals capable to ensure the survival of a TP through such change, impacted on the
research throughout . Without this support 0 «
or even stopped all together. This sitoat occurred several times whilst working at the
University. A total of three estates managers were involved throughout the period of the
research, with supporting individuals replaced by indivisludio wanted to make their own

mark. Each time this occuard |, t he r esear déaddopiogide a judlifeadiaheasd r o |
to why the travel strategy was important on delivering a continual improvement agenda. The TP
being situated wit hi rEMS$ dided tHisrpiocess rofsrobtisinégss whene v e |

changes occurred within the organisation.

Respondent C also recognised the importaiceanagerial support for TPs biating:

fiéthis appliesévadeycwimhet mend o©Ps managenmn

senior | evel i s vi(@Respondemt€ght across t|

Respondent E likewise reported the importance of this senior management support and provided

an example of how this had been demonstrated within her own organisation.

Aféwe have actually had a major commit men
now, we are goingtohav a Tr avel Pl an Coordinator ét'l
is a full time job, to work with partner organisations, to look for funding,
actually coordinate with all these diffe
something which staff and students are actually going to takecx@ o f 0

(Respondent E)

Respondents A & F also highlighted the importance of working effectively both within their
organisations and with partners, such as LAs and public transport operators and other
organisations. Respondent F provided an example ofte#ecross departmental working in

the devel opment of a é6Green Transport Week?q,
their workforce. In this, he reported the development of a Steering Committee, which involved
representatives from a number ofepartments, including Human Resources, Finance,

Communications, Facilities and Health & Safety. This contrasted with the experience of




Respondent C who reported the difficulties in engaging with other departments on their TP and

its initiatives, as dis@sed in Section.S.

Another aspect of engagement reported by Respondents B & E was the role of Unions. Both
respondents outlined that Union representatives had actively been involved in the development
of TP policy and initiatives in terms of both freigitd commuting. Respondent E provided an

example of positive Union involvement in the car parking charging policy. She reported:

AT hlmawvelgroupg i ncl udes likethdénion peopl e,
repr es e meyare allvesysingdved in it, because at the

Universityt he cost of <car parkingéis quite a
i ssue, which is whyRespondentENi ons are inv

Shewentontooutlinetheni on representativeddi aemesniaby &s afg
to reducing car use, believing the union to recognise the significance of reducing the demand
for car use in the future. Respondent B also highlighted the positive relationship that had been
built up with the unions within this organtgan in keeping transport costs down. He stressed

that this had been done against a backdrop of seeing a plant of 3,000 employees laid off in the
precedingyears. This had made it easier to talk with shop stewards on a monthly basis about
keeping costs dow He outlined an example of shop stewards reporting a specific freight cost

saving initiative that in previous times would have led to drivers obtaining overtime. He stated:

fi T h[the unionsjcan see a lot more positively ndihe shop stewards
suggestd] why not put those sl¢delivery]t i mes back an hour ét he
those two trucks can be in and out much quicker! They would not have

suggested t hat(RespondemtvB) years ago. 0

However, he did forecast differences with the unions in the future in tertt®wf gaining
their members maximum benefits for when the Working Time Directive impagissed from

Europe were implemented.

The issue of stakeholder engagement and involvement with developing a TBewfutdime
importance throughout the research.found as a TP practitioner that working wit
stakeholders, whether management or emplaogfesdlengingat best and at worst frustrating.

Often | bund that individuals internal and external ttte organisation were more than hapj

to engage in the debataround excessive car parking and its associated problems (sta




being able to find @apace where they wanted one;street parking in the local community
poor infrastructure on site for alternativodes lack of information on public transport t
name but a fe&). However, viaen it came tdmplementing changesuch as a daily car park
charge, suddenly the situation was not deemed bad effough s uch a o&6dr
Employees, iseemed weralready paying for their parkindgthe University imgements an
annual permit scheme based on a tiered wage strudioeg]shold not be asked to pay an
more, so that the University could make even more prafitlbns often used the issue of Ig
paid earners as justification for charging low rat¢€hager Six provids further insight into
the cost of providing car parking spacésle Appendix 7)

Through development of an internal structure for managing the UnivemBitocument, there
was a continual changing of employees within the organisation (including the EMS man
and as such developing the TP within this structure proved a long and laborious pr
Whilst management were happy to sign off an environmeolial/pwhen it came to providing
a budget, or signing off a change to the car park policy, they were less obliging. Th
engagement with Union representatives, | had many discusshane there was agreement {
develop soft/carroinitiatives, but wheiit came to discussincgr parking charges, these shou
be set as low as possible so that lower wage earners were not discriminated against. T
wage demographic would be used time and time again by both union and manag
representatives when disssing possible solutions to the car park charges and increq

them, or altering them to a daily charge.

Outcome: 5j Develop a Travel Plan that considers low wage earners.

Reflective Diary Box5.9 Travel Plans Carrots & Sticks
5.52 Culture

An important subheme to emerge from the analysis process was a belief by a number of
respondents that a large scale change in behaviour, at both organisatibiraligidual level

was required. I f TPs and tinteeentionsforrmodalrcipaoge at e d
are to be successful in achieving a change towards more sustainable modes, then the current
attitudes ofa large proportion of commutespecifically car users towards alternative transport
would need to alter (Ly@® Goodwin, 2008)(see Section 6.5)

The issue of culture was raised by Respondents D, C & E. The latter discussed the impact of
culture at the individual level, reporting théfidulties in changing behaviour away from car
use, suggesting that people will always find or provide a reason or justification for using their

car. Likewise, Respondent C also raised this issue in reporting that a number of employees




living within a mile of her organisation were known to bring a car onto site every day. In terms
of motivating individuals to amend this type of behaviour, she advocated a reward system for
people walking to work. However, she acknowledged that it was difficult to idehtifetstaff

that walked, and also to devise an effective way to managed and rewardRémspondent F
likewise raised the issue of incentivising alternative modes to single occupancy car use. In
particular he talked about a car sharing initiative, which lieeh successful on a small scale.

He noted that unlike other schemes within his organisation there were no direct incentives
provided for staff to engage in its uptake. However, he did not comment furthewhstteer

this was significant tahe degreea which the schemeould be regarded as havimgen

successful.

In addition, Respondent C commented that implementing flexible working hours prosided a
TP initiative, but went further than thisaying it wouldenhane staff morale. This in itself was

seen as an incentiygovidedby management

Respondent E mentioned the importance of geographical location and the impact this imposed

on her organisation in saying:

AwWe all want to provide training for cyc
things that peop often state, that they do not feel safe cycling around

Hatfield, as Hatfi el d(RespondgmtE)mar i |y bui l

In addition, she discussed the significance of car park charges in promoting behavioural
change, by drawing a comparison betwéemdon (where she quoted the average parking
charge to be £5 a day) and her organisation where the charge was less than 30 pence a day for
employees. Despite these low charges, she reported employee resentment at any incremental
increases to car park chagy Furthermore, at an organisational level, Respondent D reported
that within the context of managing a business site, there was a conflict between implementing

a TP that restricted car ysehilst meeting organisations expectatioffe outlined this by

stating:

iSome companies on site are constrained

needs, as respect to walking or otherwise, and they think that it is an

automatic right that each employee shou
site, and thatistheipo |l i cy . 0O

(Respondent D)




This illustrates the cultural and organisat:i
reduce traffic demanfiom car use. Following on from thiRespondent C also discussed the

i ssue of O6freed par kionportthat a degjréeef car pagkrrestricBon e  w-
had been considered, however the design layout of the car park had itself been a barrier to
implementing demand management measures. She also highlighted the impact of commuter
travel in terms of organisatis implementing flextime, hotdesks and home working
initiatives. At the organisational level, such TP initiatives had heglementedyet had been

subject to departmental and some managerial resistance. She illustrated this by stating:

i a v er yhemdaat dpskingihat started to be rolled out was
ultimately slowed down and then stopped, as it was felt that is was not
appropriate for officers not to be pres
tele-working initiatives did not succeed because of the milbfithe

organisation that frequently managers and members were unhappy

about peopl e ndRespbndentrtCy i n at wor ko

A large scale change to cultural car use behaviour at both the agamnal and individual
scale came through from the interviews undertook. During both the engagement w|
stakeholdersas part of my embedded approach and during interviews, one concern tha
prominent from the output was that SOV users always find or provide either subjeciime

objective reasons or jusitftion for using their car.

Therefore, | made a main outcome for the research to develop a mechanism (in parti
with stakeholdes) that would be dynamic enough to take into account individuals desi
drive, providing real alternatives as a vialgtions, whilst balancing environmental concer
with the organisatio®s and individual economic situation (i.e. low income groups and the
that the University would only consider low capital expenditure for any solution put forw
Such a system winli have to be robust enough not to enable either the individua

organisation representative to ignore the fairness reflected in the solution.

A theme fronmy research outcomes to taf@ward would be to develop suitable transpg
initiatives and reward (carrots) tononcar users, whilst trying to develop some meaning
charges (sticks)Without coming up with an effective solution to begin to deal with this ig
there would be no significant movement in changing behaviour, or in reducing c:
emisions through the application of a TP strategy within an organisation, rendering
research limited in its findinggsee Appendix 7).

Reflective Diary Box5.10 Travel Plans developing a delivery mechanism




5.53 Industry Representation

Several respondents discussed the role of external organisations in influencing TP development
and implementation. As maathed previously in section 5.Respondent C identified the role

of transport professionals in creating suitable arguments for business to engage with the
sustainable transport agenda. She went on to emphasise that larger organisations are becoming
more aware of this agenda but that Brb@ medium sized enterprises (SMEs) were less well
informed. She stressed that for the wider sustainable transport agenda and more specifically TPs
to have a real impact, organisations and individuals need to understand that they can have an

impact.

Regondents B and E identified a number of external bodies that their specific organisations
were aware of, or indeed they themselves were members of. Respondent B, the Freight
Manager, identified three such organisations, the Freight Transport Associafidy), (F
Confederation of British Industry (CBI) and the Campaign for Better Transport (CBT). This
respondent was asked a specific question relating to an initiative that had not succeeded because
of infrastructure problemsThis identifies a key issue betweeantral government policy and

the delivery of this policy at the local levé@lhe use of compressed natural gas (CNG) had been
raised as a possible alternative fuel source for the fleet and the interviewer was keen to
understand why it had not been intnoed. Respondent B had replied that it was due to the lack

of local refuelling sites. When prompted by the interviewer as to how this may be overcome at

the local level, respondent B stated:

fiwe are working through the Freight Transport Federation and the
Confederation for British Industry, so we are putting our opinions

forward in thosééResgpandent8) of groupings.

Although this Respondent had identified the CBT as a campaigning organisation for transport,
he did not elaborate any further on thigdfic organisation other than to say that they were

members of the FTA and they had more in common in that area.

In terms of other external bodjdRespondent E highlighted two that she was aware of, these
being the Environmental Association of Univaestand Colleges (EAUC) and the Higher
Education Funding Council for England (HEFCE). In terms of the former, the Respondent saw
this body as being important to lobby on behalf of the University for funding opportunities in
environmental issues. Due to ithsize and the impact they have on local travel, she stressed
that the university sector should lobby governmanthe local and national level. This is

because tackling these issues as a setterfelt was more likely to deliver changeShe




concludedthat through joint lobbying with external bodies such as the EAUC, it may be
possible to secure joint funding for educat

students to undertake research on sustainable transport alternatives. She stated:

ATrying to get people to think about wh

really need to get someone to do researchon all ofthis ( Respondent E)

Within section 5.5.1Respondent E stated that the University was looking to employ a Travel
Plan Coordinatortander t ake this research to inform
transport strategy. As this opportunity arose and simultaneously a plant had closed within
Vauxhall (thethen primary case study for this thesi the outset of the reseajchhe
reseacher was able to apply for and secure this role. This position thus provided the researcher
with the opportunity to use the University as a surrogate case study from which to gain insight
into the development and implementation processes of a TP witAigeaorganisation, albeit

from the Higher Education sector as opposed to the manufacturing sector. These insights were
utilised to inform the development of a broad transport strategy framework Tét (see
chapter 7).

5.6 Communication & Marketing

The various approaches used by organisations in terms of-depsstmental working had a
significant influence on the way that TPs were communicated across an organisation. The

degree to which these approaches were suttéss been previousiddressed.

In terms of the marketing of specific TP initiatives, Respondents C, D, E and F outlined some of
the media that their organisations had adopted. Respondent D provided the example of using
departmental notice boards as well as the intranet and internewvedisel As previously
discussed in section 5.5.2, Respondent D had highlighted the difficulty in getting companies
interested in the sustainable transport agenda. He stated the financial constraints, differing
organi sational n e e ab sssuesithdt ndeded to Berbalapded and addresseda r k
He concluded t hat tjustagettigg tleanessage 6utp r R d ponn dvearst
asked how he attempted to get other companies on site interested in various TP initiatives he

was trying to impgment. He responded by outlining his approach:

AWe did draw up a commuter plan whiché
principles that we were |l ooking for com
third of companies signed up eventually. Some companies would just not

signup,tee't was a bi t(ResdondenhD)obst acl eo.




He went on to discuss the complexities in communicating with organisastatiagthat whilst

email was used for many communications, some organisations did not even have a PC. Often
he had to rely on an inddual contact within a company, although this presented difficulties in
itself due to meeting up on site with many organisational representatives on site at a particular
time. He concluded

Al't i s a | ogi{Respandem D) ni ght mar eo

WhateverTP measure or initiative that was developed through the course of my emb
research this had to be marketednd its profileincreasedn order for potential ugrs to think
about making use df. | found this to be the most important aspect of any ofighees
experienced throughout my time within the organisatixamples of thisnarketingmaterial

are presented in Chapter Seven and AppendasHossible examples that any budding trg
planner can apply to their own situatioh d on 6t dsantaehesis sdlely onprarketin
however to underestimate its impact on chiaggravel beraviour, would be a error. Other
than to say continued use omultimediaplatforms are the key to any success when at
implementation stage. Being out and abamd becoming the face of transport within t
organisation, allows for many an interesting discussion with mainly disgruntled car, bus

and the vocal minority cyclist.

Reflective Diary Box5.11 Marketing Travel Plans
5.7 Travel Plan Measures & Infrastructure

Respondents were asked to discuss what TP initiatives had been implemented within their
organisations, and if possible to try and explain ttiere to which these had been successful. It
became apparent thafew meaningfulinitiatives had been or eve being developed. Whilst the
majority were commuter based, some respondents reported wider transport initiatives for freight
and some business travel. It was evident that some of these initiatives, notably all of the freight

based initiatives, had noebn part of a formal TP.

5.8 Summary of Findings& Conclusions

Overall respondents had varying perceptions as to what areas TPs covered. The majority
considered commuting to be the primary focus, but freight and business travel also emerged as
themes. Sstainability, in its broadest sense was also a main theme to emerge from this process,
with the majority of respondents discussing this concept within the overall context of TPs. The

issue of providing real, viable transport alternatives to the mototvaygh SMART target




setting, monitoring and incentives were raised. In addideweral of the interviewees outlined

the complexity and long term vision required when developing and implementing TPs.

It was also believed by many of the respondents thateasing European legislation was
impacting on delivering real change to transportation across the board because of the
complexity in delivering an integrated muttiodal network. Often national government
delivered mixed messages between concerns faroemeental issues set against economic
pragmatism, with a number of interviewees stating that transport as a whole did not received
enough government attention, or indeed funding. Set against a background of an uncertain
business economic climate, partiips stressed the need for flexible local transport services
and infrastructures. In addition the uncertainly for capital and revenue investment were seen as
a major hindrance to implementing TPs for organisations. This is because most investment by
govermment is capital as opposed to revenue. With the introduction of the Local Sustainable
Transport fund in 2011, this issue was partially dealt with by central government, as it
promoted local transport solutiethrough partnership led approaches. This foathe at an

ideal time for the development of the Quality Partnership that emergied) doe course of this

research, and can be seen as a major outcome of this research process (see Section 6.6).

Whilst analysing the interview scripts, it was clear thgaaisationghat had developed a TP
haddone so in an uncoordinategy, oftenusing a piece meal approach. However, a couple of
respondents highlighted EMS a@5R as important aspects for their organisations, but that
these had yet to fully embrace Tétdets and monitoring mechanisms. This angle provided a
focus for the research to develop a TP along the lines of an EMS using this continual
improvement and structured mechanism for delivery of environmental management (as
outlined by Staib, 2005; Eriks& King, 1999)(see Section 7.2 & Appendix.6)

There was a general consensus that managerial support for TPs and their initiatives was
important, because without it SRvould essentially nateliveron their targetsThere were also
varying degrees to wtilh organisations and departments engaged with the processes of TP
development, funding and the marketing and communication of their initiatives. A major
barrier to emerge to Tihterventionswas embedded organisational and individual cultural
behaviour. TFs issue is discussed in detail by Reeds (2011) within the Smart Girdvrban

Sprawl Agenda andalso as part of the academic and practical based Smarter Glysoea

(as outlined byCairnset al., 2004; & Dennis and Urry2009 in their bookd Rer the cad.

What is clear from allof these authors and practitioners, is that the current cyltural
organisational and individual attitudes towards a pro car stateéhe expense of locpliblic

transport systems and netwsrkvhich is not sustainableThey all argue to some extent that




viable, affordable and reliable alternatives for commuting to places of employment are

increasingly important with peak oil and fuel prices on the risd.}.

A number of external transport interest groups and repmasentodies were identified by
respondents, arareseen to have a role in voicing organisations concerns and issues around the
local and national transport agenda. Organisatiaokiding the Campaign for Better Transport
(CBT), have a place in lobbyingational and local government tackle bothreal and
perceived cultural barriers to changi behaviour away from car use towards thaiochl

public transportservices anchetworks. They have a strong interest in using locally based
initiatives as exemnlpr case studies for consideration at the national level. In terms of this
research, the CBT was engaged directly in the development of the Network St Albans
Partnership, with their Director (Dr Stephen Joseph) Chairing the QP, with the researcher
acting & his Executive Assistant.

I n terms of organi sat i cmater Choicano ( as g defb,mme U e |
2004), it was apparent that the vast majorityntérventionshad been implemented on an ad

hoc basis. Howeverincreasingly these initiatives were beginning to form the basis for
organisatioal TPs, but nowithin overall systems based stratedgigsch as EMS or CSRThis

was emphasised by Respondent vého outlined her organisation developing a more
coordinatedand systematic approach to managing transporttaidrelated initiatives as part

of a wider TP. Within this, she discussed the increasing engagement with both internal and
external stakeholders as part of this process. In particular, the cost of pyasédiparkingset
against the amount that employees contributed in real tevassbeginning to accelerate the
need for providingviable alternativesto the car Political and cultural barrieraeedto be
overcome,if real and sustained travel behaviour changes and its implications on carbon
emissions are to be met (Reeds, 2011; sy&nGoodwin, 2008; Goodwin, 2008; Sloman,
2006; Cairnst al.,2008).

Respondents had highlighted cultural (both organisational afididoal), behavioural change

as well as physical infrastructural issues as barriers to implementing demand management
measures in restricting car uskhis is likely due tothe complexity of issues, such Hwe
perception that c a,rmixedanessages &romebottdlbcal gavernchenhamd b y
local planning adtorities, as well as the lack ffunding alternative measures. Sloman (2006)
discusseghe objective and subjective barriers to implementing local transport solutions. She
states that oftethe objective measures (infrastructure) are challenging to implement, but that

the subjective changes needed by individuals are evendifficalt to change or influence




Returning to car parking chargepecifically,as a key barrier to achieving orgsational and
individual travelchange, wenRespondent C waasked to describeow implementing car park

changesvas an integral part of a TP strateglyestated:

il feel that is quite a tricky one, ebegycause
much longer term, | would see some form of parking management which might involve
rest r (Respdndem G)

This part of the researcprocess proved interesting at gaining insights ittis organisation,
and at helping to develop a setaftcomesl| washowevera little disappointed at the lack g
substantial travel measures within the organisatjoas | had hoped to be able to colle
meaningful empirical datato follow up the interviewsHowever, as my research deveddp
and other aras of interest emerged, it became apparent to me that working as a 1
Planner within a specific organisation would be the best approach to researséoific TP

interventions As this was one of my initial research aims, | would have to use the @eab

case study to answer this specific objective.

| found that my work had to flexible and dynamic enough to take otothplexity of issues
involved withthe role. Continually, new ideas would emerge from my everydeglvement
(embeddedess) with the wrk, to encompass new ideas faterventiors for the Universit
However, working in isolation, more complex measures could not be developed or
forward. For i nstance, devel opi ng Real
whilst a desiratle measure for promoting this alternative, would not be viable (ei
financially or practically) without taking into consideration the wider public transport netw
operated by other organisations. This was an interesting aspect of the work, asdt lirifge
home to mgust how much the impact thatast central government polidyad hadon
implementing change tcal publict r anspor t services i n.At
suitable example to relalyereis that of the Transport Act 1985 and its mwpon integrated

services, information anjint ticketing.

As a Travel Planner, | wanted to provide up to date, simple and clear information o
alternatives available to the University demographic (staff and students). Increasingly
role, | found this challenging. Bus operators by law could not work hegdb deliver such
information, other than through the Local Authority. Hertfordshire County Council (HCC

provide a central point for information on public services and some county wide ticket of|

between operators, through its INTALINK partrfeps Involving myself in this partnership,




became clear that it was npromotingjoined up thinking in the delivery of local transpg
services. The partnership was more a county wide talk shop for operators to bemo
difficulties in running profiable services, and not a partnership for change. The same
that had arisen in the local borough meetirg3NVelwyrHatfield Council | was determined tg
try and break this pattern odINTAPNKpartngrship
beame a delivery agent for changeThis essentiallywaswhere the beginning®if the first
Quality Partneship in the Hertfordshire region would emergethe City and District of St
Albans. Thispartnership developettom the themes that emerged on parthgrsbuilding,

from the initial stages dhisresearchproject

Developing this wider travel plannindpemewould evolve into a partnership approattmat

included joint funding applications(yet another theme that emerged from the interv
process) Thiswould helpprogress my own rolefork at the University by feeding back in
larger scale transport infrastructure, ticketing, marketing, public transport netw
development and indeed transport planning for Small and Medium business (as part o
fundel O Fr es h Way s) This aspéctrokny repearchjbecante vital to enhan
the University travel planning activities that would otherwikely not have happenetirough

working in isolation. Towards the end period of my research, these iveatvould include,
the introduction of a multi operator ticket, route network and marketing rex@ments, real
time information andmobile miticketing (among others)nitiatives thatl could only have
dreamed of implementing at the beginning of the ptojéhese and other initiatives ar
outlined and discussed further within Chapt8isSeven

Reflective Diary Box5.12 Travel Plans and Partnerships

This chapter has drawn together some of the factors that underpin the qualitative aspects of

TPS.The key themes to emerge from thisalitative analysisvill be used to form the basis for

evaluation in conjunction with themes that emerged from the qteinte data (Chapter Six)
This in conjunction with the critical realist evaluation matrix (Table @:dl) help inform the

conclusios. The next chapteprovides an overviewfdhe processes involved developing a

TP from the perspective of an embeddedearcher. Empirical primary and secondary data
sources are presented relating specifically to the Univesstyvell as a city wide commuter

survey. I n addi ti on, a narrative of t he

Partnership in th€ity of St Albans is provided.

€



Chapter Six - Quantitative Results

6.0 Introduction

The Uni VR mas beenydéweloped through an iterative partnership approach between
internal and external stakeholders. ThE Coordindor (as an embedded researchdras
produced the following strategy using a variety of source material (quantitative and qualitative)
supported by a personal narrative surrounding the evidpresented This informs a final

report to the University in support &frtherimplementingits travel stratgy up until 2020, as

part of anEstatés MasterPlan redevelopment for its two prinepcampuses at College Lane

and de Havilland.

The TP sets out what the research has uncovered as the core transport implicatiissifer
redevelopment, providing evidence on car parking, travel planning and background evidence in
general on transport issues that impact on the organisation. Through critically evaluating this
processissues that required attention for future as@yhave been identified to support the

travel planning aspect for gaining the required planning application.

The TP strategy developed for the University has been based on the following key issues that
underpin the approach required to achieve a mordtadel and sustainable approach to
transport This takes into account aspects of the Smarter Choice philosophy, throughout its

development stages (Cairasal.,2004).

The University, as part of its Corporate Social Responsibility (CSR) and Environmental
Strategy(UH, 2011) intends to provide an efficienand effective University with distinctive
campusexperience that improve on the current environmental operational activities of the
organisation. This effectively means any development proposalsavitesult in any increase

in car park capacity for staff and/or students than existed prior to 2008 (when previous
redevelopment of the site took place). Within the proposed redevelopment, no major
infrastructure changes will be taken in terms of existiglgicle access and exiting points, other

than the consolidation of the car parks around the campus into a couple of larger car parks. This
aspect of the redevelopment has been vital to the success of the TP strategy culminating from
the research. Prior the redevelopment, the spatial distribution of small andlimen sized car
parksaround the campuses meant that any effective control management would have involved
costly capital expenditure, and thus reduced the likelihood of the proposals takinglmplace.
effect, asmall number oflarge car parks located around a site are easier to admiaiste

manage.




The Universitydéds TP prime objective is to r
two main campuses. To achieve such an outcameview of parking policies and supply wer
undertaken, in addition to biaial employeeand student commuter surveys required as part of
the initial Section 106 agreement. These internal data collection surveys were a requirement
placed on the Universitwhen the de Havilland campus was developed in 2002. This initial
planning requirement was a vital aspect in employindldifoe Travel Plan Coordinator. This

role provided the basi® work with University Estatégepresentativein developing a culite

to implement an operational TP. Without these two planning requirements, the work presented

as part of this thesis, would not have achieved the TP outcomes proposed.

Effectiwely, as the Travel Planner, the statutory positilbat the TP holds has had beutilised
throughout the lifetime of this research, to convince stakeholders (internal Chief Exe
Officers & Estates management and external Local Authority Officers), of the impoita
developing and promoting sustainable travel options. ®\ithholding the position of T
coordinator, such points would unlikely have been rabadng the site redevelopmephase
The evidence of this is provided by the construction of the de Havilland Campus in 2002
a great deal retrofitting of soft &avel planning measures hamcehad to take place, as a resl

of them not being included in the initial build.

In 2010, when the initial proposal for the-development of the main Collage Lane cam

were put forward, the new Estates manager started the meeting off by stating;

6The Local Aut hority (Wel wyn Hatfie
we[the University] must solve the on street parking issues within the local

communi ty. 0

A reasonable individual in my mind at this stage, he then went on to state

6l f this means to obtain our planni

additional car park spacesandnotch ge f or t hem, t hen

Having been embedded within the organisation for just over five years at thistetegassueg

came into my mind:

i) the local authority signs off the Universify? targets as part of a five year revigthe current
beingset for 2008L3], buttheyhadthemselvegone against their own standards, in org

to try and resolve a community issjperceived or real] on street parking from dalil




commuters to the organisation.

i) that the priorities of an organisation are gréatinfluenced, by organisational needs a
individual stakeholders values and understanding of the issues involved at that tin
that environmental aspecfscluding transportjare quickly forgotten in the face of su

demands.

iii) that an organisatbn will quite happily consider spending millions on building infrastruct
that supports greater car use, at the expense of other modes. In addjiematea car
park chargingscheme thafurther re-enforces behaviour towardsvengreater car use

and hus ceating athe negative feedback loop for ever increasing car parking.

With thispositionset out at the beginning of the redevelopment process, | had to bring to
all the evidence collatethroughout the researchrocessto develop an approach that met t
needs of the organisation [i.e. to obtain its planning permission for site redevelopment],

at the expense of increasing car parking spaces. The approach would build on the qus
semistructured interviewdata obtained from the individual experiences within ot

organisations, as well as commuter surveys and empirical evidence from the research.

Reflective Diary Bo6.1 Travel Plan Coordinator Role a Critcal Success Factor

The strategy that emerged from the analysis presented is based on the absence of implementing
a Controlled Parking Zone (CPZ), within the immediatenifgiof the University. In 2006uch

a proposal w&srejected by the local communipn the basis that local residents did not want to

pay for permits, which was the requirement insisted upon by Welwyn Haffiefdugh

Council. A transport officer at the time stated that

6t he di st r i c tbsidisasuch@schemg,therefale itiheedssou
be selfs u s t a(pensicamgn MDistrict Officer, 2006).

In 2008, he University had provided funding for the survey work, undesutcessfuSection

106 planning application fahe redevelopmertdf its stidentunion building the Forum). Whilst

on street parking is considered an issue within the local community, from a University
perspective it undermines any attempt 1iso bri
because if charges are set tagh, individuals not wanting to pay the charges could instead park

on surrounding streets, which is free to use. This has the knock on effect of creating tensions
between the local community and University. In addition, if on campus parking supplgés ma

available, it has the possibility of releasing latent car user demand, leading to ever greater car




use, without solving the issue. This in effect works against the TP and its targets. This latent
effect has been observed when the University Park & Ridiéity opened in 2006. Initially a
reduction in on street parking was observed, but without any on street enforcement, just over ten
per cent of car users still admittéal parking inthe surroundingstreets. This was despite no
charges being applied. Rey outcome of this latent demand phenomenon was developing a
working relationship with Estates management, in order to overcome this issue of providing
more on campus parking. Without tackling the issue of on street parking and car parking
charges, angignificant attempt to changeavel behaviour through TP interventions would be

continually undermined.

From my perspective, as soon as | proposed any form of onsite charging regime for cg
the argument put forward was that students (and staff) would park in the local street, th

compounding the current issue.

The paradox of this approach walsat without bringing in a daily charge, any attempt
develop a TP that could meet its targets was undermined. This became a key issu

proposals that | ultimately developghd present in chapter Seyen

With the key issues set out above, andntakhto account the insights gaihrbughout my
research, | seabout developing a TP strategy that took into account as many of th

principlesoutlined in the section above.

Reflective Diary Box6.2 Travel Plan Barriers

The next section provides a commentary on the existing travel behaviour of the key
stakeholders of the organisation (that of staff and students), in addition current car parking
demands (orsite and in the surrodimg community) are calculated brief summary of the
proposed redevelopmephasesre summarised in Table 6.1 in order to provide context for the
TP proposal. The decked car park is highlighted, as this forms an important gavetdping

the proposal for the next phase of TP developed, discussed later within this chaibent
considering transport and its implications for parking, ndeeelopment could take place. This
indicates the importance of embedding the principla ©P at the early stage, because without
doing this, the likely outcome would have seen the University increasing its parking supply.
This would have ended in the same rethétt was recordedhen the Park & Ride openeéd

2006 which undermined the Tiargets.




Table6.1 University Campus Redevelopment Projects & Delivery Timescale

Project Phase Delivery Timescale

Multi -decked car park Spring 2013

Learning & student zone Spring 2014

Student Accommodation & Energy Centre Phased between 202016

Science Building & Boulevard Spring 2015

Engineering & Senate Building Autumn 2017

Main Building refurbishment & new lecture theatres  Aytumn 2018

Teaching building Autumn 2019

Conference Centre Spring 2020.

The Universityodés two main campuses are | ocat

highway networks, which primarily run in a nobuth direction, as illustrated withFFigure

6.1. The mainline railway network does not directlyveethe organisation, but these are linked

via commercial bus services provitiby the UNO Bus network. A key aim of the-re
development is to house a greater proportion of students on site at its main College Lane
campus, attracting them from the immedietgion and further afield. This approach has the
potential to reduce demand for parking from daily commuters, and thus reduce issues from on

street parking.

The TP has developed and evolved since its initial inception in 2003. Prior to this date, the
University had developed its own bus company (Univdrsigysince rebranded UNO), which

in itself could be considered a travel planning intervention measure. Indeed, this network
(shown inFigure 64 andlaterdiscussed in depth) does provide a comprehemsiixgork as the
backbone for the currefitP. Since 2003, howevebjennialreviews have taken place provide

a baseline against which additional travel measures have emdrged developed and
implemented. Historical and longitudinal empirical evideimmtudes data up until 2011. These
datsetshave provided the basis for developing a working dialogue with both internal and
external stakeholders for evolving the travel strategy to date (January 201y avitich a
further strategic approachas beenet out up until 2020, as part of the University Estates

vision.
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Figure6.1 Locations of University of Hertfordshire Campuses and Associated Transport
Infrastructure (UH Annual Report, 2011)

The followingsections present empirical data under the following sectigmsersity Parking:

Provision, Charging Policies & Standards; Historical Parking Data; Modelling Projected

Parking Supply & Demand; University (UNO) Bus Operation; Travel Planning Proposals

Impact an Trips & Parking Provision anBummary & Conclusions.

6.1 University Parking: - Provision, Standards & Policies

This section provides the context behind curmntampus parking supply (as of 20143 well

as the current parking policy and charges that apply for their use. Additionally, the theory
behind establishing current parking demand figures are also outlined in order to present on
overall account of how the TP has been developed.

6.1.1 University Parking Provision (as of 2011)

As part of the overall review to feed into a TP strategy, parking supply and demand have been
calculated and triangulated using thiennial staff surveys, in order to obtain a better fix on
suppy and demand. Table 6dlitlinesthe totalexisting supplyof car park spacess 3,686The

figures are inclusive of 350 spaces set aside for residential parking on the College Lane
Campus. Under planning restriction set in 2002, there is no resideatikdhg on the de
Havilland site on the condition of it being a residential car free site.
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Table6.2 Summary of University Parking Supply (on campus and off site Park & Ride facil
Campus Location Car Park Supply (Nos.)

College Lane 2,055

de Havilland 699 (includes new Law Building parking of 79 spaces)
Administration Sites 176

Park & Ride Facility 786

Total Car Park Nos. 3,686

The issue of whether to provide residential parkiagbeen a ongoingand contentiougssue
between both myself atdhiversity employees based within the residential services. The
were keen to retain residential parking provision at the main site, in order to make
attractive option for students wishing to britigeir car to University As theTP Coordinator,
on the surface this seems to work against the whole ethos of reducing car travel to and {
University. However, as working partnerships developed, | found that to take on somg
would work againsthe holistic approach that | was developing with internal stakeholde

terms of a Travel Plan strategy.

If | had insisted on no cars being brought onto site by residents, then the likely hood w
these students would only add to the on streeess outlined previously. | took this angle, ba
on the fact that the TP needed to focus on the daily commute and not ussaalweekend
travel. As most students living on campus would walk to their lecturers, this group wou
little in terms of keir daily travel behaviour or carbon emissions associated with daily|

commuters.

Reflective Diary Box6.3 Stakeholder Engagment
6.1.2 University Car Park Charging Policy

The University currently implements a pernliased car parking charge regime for staff
campusand a daily charge for students. Parkaffycampususing thePark & Ride facility is

free to park, but incurs a 50 pence charge for using the shittke permitfor staff policy

ity)

on

effectively chargessmployeesusing a tieed waged regime, with the lowest earners (under

£12k) paying a nominal £15 per annum. Higher wage earners (over £100k) pay £400 for a

permit. Intervening earners pay sums between these two figuiteghe majority paying circa

£60 per year for a permit. As part of the Estates 2020 redevelopment vision, this TP pl

ays an



important role in achieving planning permission. As a direct result, an interim solution to the
charging regime is being proposdatiat will effectively begin a phased approach to
implementing a daily charge for both staff and studdgAtspendix Seven) Without the
embedded position of the reseachit would be unlikely that such a result would have
occurred. Instead, (as outlined Reflective Diary Box 6.1), the Estates management team
would have taken steps to increase capacity and provide it free to thRyeset. al (2005) are

t hat if barriers to car parking charging car
to 20 per cent reduction in car uSéne Estates 2020 vision now takes a considered approached

to parking demand and supply as a direct result of having a travel planner informing their
decisions. Without such a role in the organisation, a more typical apptoaar park supply

(i.e. supply and demand) would have prevailed.

From my perspective as the University Travel Planner, this historical payment for an ¢
permit reinforces car user 0aanbalsbworks againstcg
sharing. Effectively this policy provide® incentive for staff to change thedurrent travel
behaviouraway from car useas the annual permit actually encourages and heavily subg
car drivers, as the expense of other modal users. Overcomingnki@gted policy towards
implementing a daily charge system would ultimately need to form the basis for a fut
strategy, but | would also need to consider the impact of such a policy impacting on
parking.

Reflective Diary Box6.4 Travel Plans and Historical Barriers

It is an important lesson that current and future parking policy needs to consider a level that
encourages the use of alternative modes (including car sharing), lpatitowards the UNO

bus network. Any increase in bus useuld ensure greater financial viability of this seryice
which could result in greater investment bioth service quality and frequency. Thughis
creaesa virtuous cycle of increasing bus usel&ervice/frequency improvement (pers. comm.
Waters 2009).

6.1.3 Local Authority Parking Standards

The local planning authority (Welwyn Hatfield Borough Council) apploarking standards
using a zonedsystem that are aimed at imposing appedpr paking restraint. The zoned
standards allows fgparking supply to be calculated based on accessibility, economithend
geographicatontext of a site. In 2004, the University was identified by the local authority as

requiring a parking standard of betweB@75 per cent of the maximum standards. This




calculation placed the University with Zone 3, which meant that the higher level of car park
provision outlined could be applied. A review of these standards andwheCounci | 6 s
guidance onfP developmenindicatesthat improvements madto campus accessibility allow

for zone 2 parking standards (i.e-2® per cent) to be proposed (or argu&dhen considering

that local authority officers were insisting on the University increasing its parking stock, they
were advising against their own standastating that the issue of local on street parking took
precedence over these. This has mamstimplications for organisations, because LAs have
local political pressures that impagh policy directionand often policy and standards do not
relate to each other. Local elected councillors do not (often) have training in transport or travel
planning issues, but do desire to beslected. If they can use a local transport issue (such as on
street parkinggs a political tool, then this can cause problems for local officers who have to
deliver change. More often than not, officers havadbere tahe line of elected members and
therefore council policyThe practicalities ofligning the needs of the ordgaation and local
community in respect tonanaging local transport issues #nereforemademanifestly more
difficult. The implication for local delivery implementation mechanisms, such as a TP, is

thereforedependent on this interplay between politicd practicality.

| recall shortly after the opening of the new University Park & Ride, attending a local cg
meeting. At this event a newly elected councillor stood up and went about reprimand
University about the on street problem and statimat the University should build a Park ai
Ride facility to solve it.

He was most surprised when informed that the new facility had opened just a year bef
that no charges were implemented. He could not seem to understand why people still

park in the local streefthe Park & Ride facility is locatedbout500 meters from the mai
campus] and that building more spaces were restricted byolia authorities local planning

standards.

This highlights the difficulty for a travel planneshenlocal political pressures often overrig
the tools put in place to aithemin achieving targets set for such a plan.

Reflective Diary Box6.5 Politial Influences on Travel Plans

In this specific case for the purpose of the TP, theéd Zonedparking standai(set at 50 per
cent of total demanghas been used for calculating car park sugplyapplyingthe local
authorily standards. This was vital for assessing whether the standardbdhatal authority

were using (and i oavertidngthetd wéresappropriate fortre TR targets




set for the 2008.3 period Car parking spply figures were calculated using Universiil time
equivalent (FTE) staff and student numieincluding residential students (this allowed for the
previously agreed car free de Havilland residential planning condition). Therefore a 50 per cent
maximum standard equates to circa 2,713 car park spece$ 2011 (Table 6.3). This 50 per

cent standrd can then bdirectly compared with car park supply (3,686. Table 6.2), which
indicates a historical over supply of some 973 spathkis provided a strong argument that
previous planning applications (that had led to increased parking supply), hadebesental

to achieving the targets set out in the TP. If a TP is to be meaningful and robust in being able to
realistically achieve its aims and objectives, then targets have to be based on current and future
supply of car parking. Setting an arbitratgrget separate from parking supplwhich is
considered only amspiration, will ultimately ledto a TP becoming irrelevant to the context in

which it operates.

Demandhas beeralculatedusing bothcommuter survey data and car park users count data in
order totry and get a fix olemandagainst supply. What these figuyg®veis that the original
view stated by th&states Manager as:

6l f this means to obtain our planning re

additional car park spaces and not chargettoem, then so bel @

is completely oppdte to both the parking standards of the local authority amlde actual

demand for those spaces. Thisiglinedbelow in section 6.2.




Table 6.3 Parking Standardsbased on Existing FTEs and On Campus Residential
Accommodation (2011)

Car Park Spaces at Car Park Spaces at

Site FTEs 100% 50%
(standards provision) (Zones 23)
Main Campus - Staff 1,800 1,800 900
Main Campus - Students 7,464 1,493 746
Main Campus - Visitors 500 300 150
Total 9,764 3,593 1,796
de Havilland - Staff 308 308 154
de Havilland - Students 6,375 1,275 638
Total 6,683 1,583 792
Total FTEs 16,447 5,176 -
Main Campus -
Residential 1,500 230 129
de Havilland - Residential 1,500 0 0
Total 5,426 2,713

6.2 University Historical Parking Data & Trends

This section brings togethéuistorical empirical demand data provided by consultancy work
undertakerby WSP in 2004which wasundertaken as part of the Student Forum Development
(commissioned ir2006). In addition, an oveiew of on street parking is provided by work
commissioned by the University in order to calculate the extent of this issue. This was
undertakeret the same time the Universitybiennial commuter survey was undaken. Tl

aim of this section is to @hgulate different primary and secondary data soumcas attempt to
provideindicative figuresas to the validity of assumptismade concerning both on and off
campus parking demargkt against supplyithout wnderstanding the implications of total
parking supply and the demand from cars users, a TP targets will be undermined. If such targets
are not set at an appropriate level to reduce overall car use, any changes achieved by
subsequently implementing TP intentions could not be measured and reported within a

continual improvemeriEMS.




6.2.1 Access & Parking Strategy(2004

This next section has been consideaedmportantsecondary data sourt¢e be incorporate

within the wider discussioof this sectionThis is diein partto its contextual relevance to the
development of the T,Rset against a culture @fcreasing parking supply. Theend seento
increaseparkingsupply, has been one of the major objective barriers (as described by Sloman,

2006) thathe research experienced.

As part of the Student Forum developmenmhiCh openedin 2008) WSP consultancy were
commissioned in 2006 to prepare an Access and Parking Strategy to project an increase in car
park demand up until 2010 (prior to the new 202@ates Vision). This work made e®f
Supplemerdry Planning Guidance (SP®) respect of the University by WEI(1999) as well

as an accessibility survey undertaken in March 2004 (which was used to estimate future parking
demand). When this review was urtd&en, there were a total of 2,472 on campus car parking
spaces (640 at de Havilldrmand 1,832 at the Main Campus)l spaces at this timeere being

utilised at peak times. The report also calmdathat there were potentiald35 University
staff/stuaknts parking in the surrounding streets, with just under 100 people using the then Park
& Ride (located at Stanborough Lakes, around 1.5 miles north of the University). Total peak

demand was calculated as 3,002 (2,472+435+95), including on street parking.

WSP consultancy also considered projected growth of the University and dpphégarking
standard factors in order to predict campus and on street parking demand. A summary of this
report is outlined in Table 6.4, which cdmged that the projectedDO0 space increase in supply

(from 3,002 spaces to 3,617) would reduce on street parking to zero, and that any increase in
further demand increase would be met by this supply increase (i.e. the construatibarkf&

Ride containing 800 spageghichopenedn 2006).




Table6.4 WSP Consultancy Car Parking Demand and Supply Projections-220M)

SPG in 2004  Sept 2006 Sept 2008 Sept 2010

Projected Parking Demand
(WSP) (based on 2004 survey

demand plus 2per cent 3002 5120 3237 3359
growth)
On campus parking 640 640 640 640
Residential 350 350 350 350
Park & Ride 95 800 800 800
On street 435 200 0 0
Other (Admin buildings) 1,482 1,644 1,447 1,827
Total Parking Provision 3,002 3,634 3,237 3,617

From a TP perspective, the above analysis makes no allowance for any success in reducing the
use of car use through soft or hard measureing implemented. The figures above are
important, as they help frovide a context in which the organisations TP developed. Between
2004 and 2010overall University parking provision increased by circa twenty per cent. The
University did not expand during this timayt it didexpandprovision of car parkingwhich led

to a release in latent demand terms of the TP, commuter survey data during this period
observed an increase in students commuting by car, from around a quarter in 2005, to over a
third in 2011. Thereforethis indicates alink betweenincreasingsuppy and subsequent
demandbasedourelyon the trend datset againsactual supply of car parking.

This increased demand is set agaimétler community on street parking issuest being
resolved adequately (i.e. on street parking still egjstlespite imreasingon campussupply)
Solving this issue was the direaeim of providing this additional parkingas Table 6.4
indicates) In terms of local travel planning artle TP, until managers and organisations
understand thatreating additional parkingupply, results increatingstill further demand, local
politics and misinformed managemeate continually going to undermine the lot@nsport
officers andpractitioners working to solve theery issuesthey themselvesare looking to
resolve If hard solutions, such as the proposed CPZ are not politically acceptable, then it is
highly unlikely that TR can deliver their targeteven if they are capable of providing a

comprehensive set of smarter chasoft measures.




6.2.2 On Street Parking Demand (2007

Building on the supphgectionabove, n 2007 Traffic Data Centre (TDC) were commissioned
under the authority of th&P Coordinator(working with the Estates departmgnb suvey on
campuses parkindemandevels. This was undertakatongside ontseetbeatparking surveys.

The specific aim of these data, were to better understand the extent of demand on campus and
off it, post the opening of the Park & Ride in 2006. The data would help inform the TP in terms

of the impact this facility had had oneeting projectedemand.

The beatsurveys were undertaken over two time periods, one during a peak term day and the
other during dJniversity holiday. These data provided a comparison between the two periods,
in order to calculate the extent of daily in commuting traffarking within local streets

surrounding the University

A full survey of on campus parking using beats every two hours ¢eetW®w7:0a19:00 hours)
recorded the occupancy levels of each car park. At the time of these surveys, dnrcantpag
capacity was identifieds (Table 6.5):

Table6.5 On & Off Campus Parking Capiac (UH, 2011°)

Site Capacity
Main Campus 1,925
de Havilland Campus 848
Park & Ride 786
Total 3,559

The beat surveys identified a total demand for 2,973 cars parked withniversity defined
parking space, suggesting a surplus of 586 spaces. Thisragdorces the findings outlined
above in the parking standards (section 6.1.3), that therersateglevel of parking supplied

than demaned. The most important finding relating to on street parking beats swsgiest

t here ar e s o megonBtreal at any one tinte $WSP, 20t cin be concluded

from Figures & and 63 respectively that when comparing a peak parking period (at 13:00),
190 visitors were recorded during term time and 120 in the holiday period. These data provide
an indcation that there was an increase instreet parking demand in 2007 that could be
associated with daily commuting ljniversity stakeholders. This varied between abott GD

of cars parked in any one hour, suggesting a level of vehicle replacemermghituib the day.
When comparing these data with the WSP calculations of 435 (in 2004) and 200 (in 2006) on




street vehicles, themas a significant reduction between 2004 and 2007. This correlates with
the opening of the 800 space Park & Ride in 2006, siggea significant displacement, but
not total, of parked vehicles from the local street surrounding the University.

These data hedal toprovide a reasonable fix on tiesue ofon street parkinglt has helped to
inform the next stage of TP developmetaiwardsa charging regime that considers the wider
impacts. In terms of charging, the main tool open to a TP is to consider a daily charge
mechanism as a financial penalty to encourage a change in behatben, and if, an
appropriate daily charging meanismis deemed politically acceptable acah be implemented

as part of a Tihtervention then the impaodf such an approach cée measured against this
baseline data.

A TP and itsassociatedneasures need tme quantified and qualified, so théte success of
future measures can be justified against empirical evidence. Without this, any Travel Planner

does not have the evidence to back their argument for changing their organisation.
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Figure6.2 Peak OnStreet Parking Demand from University Commuter Travel during
Term Time (Source: TDC, 2087
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Figure6.3 Peak OnStreet Parking Demand from University Commuter Travel during Holiday
Period (Source: DC, 2007)

6.3 Modelling Parking Demand

In parallel to these on street and car gagltsurveys, the biversity biennial survey has been
utilised to inform the estimation of parking demand, providing anothefdotdiangulating the
resulting model.Through applying the resulting modal split figures against typical staff and
studentnumberson siteat any one time usintull time equivalent (FTE) data, a simple car
parking demand model has been built. In 2007, the Travel Réamiblsurvey data recorded a

car per person ratio of 0.353 (35.3 per cent) cars per FTE student. For staff, this figure was
calculated as 0.726 cars per FTE. Building on this model further, the University calculates that
there are circa 70 per cent and 31 pantof staff and students respectively, on site at any one
time (thesepercentages were providéy the Human Resources Department using electronic
signing in data)Applying these FTE figures to the 2007 data above, it is possible to provide an
estimate btotal car parking demand of 2,901 vehicles. This demand includes aticwif-site

demand (i.e. on street parking).

As previous demand in 2007 was calculated as 2,973 vehicles, with on street demand calculated
as circa 70 vehicles in any one houratatemand can then be calculated as 3,043 in 2007. The
Parking Demand Model calculation has therefore underestimated the potential peak demand for
parking by about foufive per cent (this being the difference between 3,043 and 2,901). The
final Parking Denand Model therefore takes into consideration these anomalies and takes the

following form in equation 6.1 below.




([Staff FTE*Staff Attendance*Staff person per car ratio] +
[Student FTE*Student Attendance* Student person/car
ratio]) *1.04

[Equation6.1 Parking Demand ModEl

Therefore the above equation, based on figures provided lojetmeialsurvey provides a total

parking demand (cBite parking), but does not include off street parking. The University
surveys the number of people parking on street, simply by asking them. These data are included
in the following section, to further enhance the Parking Demand Model presented. This model is
important, as it tries to bring some meaning to the empiriatd dollected throughout this
research project. Without empirical evidence or some form of modelling, managers are unlikely
to take arguments put forwardext face value. Even if anecdotal evidence is presented,
arguments against change seem to prevaéréfbre in terms of presenting a policy change for

the organisation from implementing a TP related intervention, the empirical data that backs the
argument needs to be coherent and clear.

6.3.1 Parking Supply & Demand (2011 to 2020)

The marking andsupply model has been pled to provide an estimatiofor future parking
demand at the University, taking into account that the University does not plan to significantly
expand (in staff or student numbers) up to 2020. Data from #wendi survey in 2011
identified that the car/person ratio for staff and students commuting to the campuses were 0.706
(70.6%) and 0.366 (36.6%) respectively (including those who car shared). As set out previously,
the University estimates the total number of employees adérgiion site at any one time as

70% and circa 31% respectivelyH, 201%). Table 6.6 provides an estimated parking demand
model resulting from these assumptions for the years-2020Q.




Table6.6 Estimated Parking Demand (262020)(Source:Copsey (author) & Ellitt, 2011)

On site On site
_ _ ) 2011 cars
Site FTEs population population
parked
(Staff) (Students)
College Lane Staff 1,800 1,260 - 890
College Lane Student 8,964 - 2,779 1,017
de Havilland Staff 308 216 - 152
de Havilland Students 6,375 - 1,976 723
Other sites 200 140 - 99
Visitors 50 50
Total 17,697 1,476 4,755 -
Total parking Demand - - - 2,931
Plus 4 per cent (not 3,046

applied to visitors)

Total demand in 2011 (as shown in Table 6.6) is calculated as 3,046 on site car park spaces
(including 50 for visitors) required up to 2020, and includes on street parking demand. This was
calculated from the 20l1biennial surveythat identified that 12.9per @nt of commuting
studentspark on local streetalong with0.2 per cent of staff. Applying these figuresiggest

that circa 226 people say that they park on statdeastsomeof the time during the day.
Including car sharerghis figure increaseto 247. Therefore the resulting current on campus
parking demand for 2011 can be calculated as 2,799 spaces-23,D48Nith 3,686 spaces
available on site, the above calculation enforces the wviethe travel planner andhat the
research processmsproved that there is a large surplus of unused car parking available at the
University. This surplus is estimated as 887 spaces (2689), or 640 spaces (3,68(46)
assuming that the 247 car drigsgrarking on local streets can be encouddgeparkon campus

(or indeed use other modes promoted byTiRg The key conclusion tdraw from the above
analysis is that despite the pressure from WHBC, and the initial view of the Estates Director to
increase supply, there is no need to do so. In fact, ther¢heoretical scope to reduce overall
supply and if targets set for the TP are to be achieved, a further reduction is supply could be
justified. Thi s additional reduction i n suPtprgets i s [
of 60 per cent and 20er cent for staff and students respectively. This is discussed further in
Section 6.5.




At this stage, it is worth pointing out that primary data obtained through my role as Univ
Travel Planner (from t@nnialtravel commuter surveys) has been incorporated with secor
empirical data sources. In order to bring some relevance to the material presented, |
work with colleagues to develop a Parking Demandi&oThis model attempts todarigulate
secondarydata with the researchers primary data sources, in order to build a simple car
demand model for making projections from the varied sources. This was deemed an in
aspect of the work, as the model used various data points to attempt to boldeh osing

data triangulated from various sources.

Whilst the resulting Parking Demand Modsl not 100 per cent accuratet did provide a
platform for informing the TP development from a parking demand and supply aspect.
then use this simple el to assess if the targets of the TP were appropriately set, or

being undermined by current parking policy.

Reflective Diary Bo»6.6 Parking Demand Model
6.4 University Bus Operation (UNO) i An Overview

One of the key as ptawlofferingi$ thatithoemns B ioperateadust y 6 s
company (UNO). Therefore, this section provides the background context to this travel planning
measure and how it fits into the organisafoiP. The University established its own bus
company in 1992, making use of the powers set out in the Transport Act (1985), when bus
operations outside of London were privatised. At the time, the incumbent operators were willing
to work in partnership witithe University to develop a public transport netwdok the
University, but it was deemed too expensive and would not be able to expand and be as
inclusive as the University required (pers. comm., Waters, 2009). During this period, the
University was chaging from a Technical College, basen the aerospace industry towards
more service l@ training courses, including nursing. The bus network was required to move
students between campuses and hospitals, where their applied training took place. In order to
assistthis, an intercampus service was expended to serve the logafalosThis network of

over 100vehicles ha expended and now servisitfield, North and Central Hertfordseé,

South Bedfordshird\lorth Londonand most recently Northampton

This University owned public transporervice provides theestablishmen{and indeed the
travel planner and researcher) wathrea) attractive and viablalternative to the private motor
car for travel to the University for commuting, but also provides thd mmamunity with a

public transport networkif the Universityhad chosen this optiort would have likelygone




down a more traditional tendering and procurement route with local operators (pers. comm.,
Waters, 2009) and therefgiie could be arguethatit would not have been able develop the
operation it has

In 2005, the UniversitfjusCo mpany was rebranded OUNOO6 and
central Hertbrdshire, serving numerous rouf@ge Figure @). In addition to the commercial

public roues, the company also operates the Park & Rideiraidsive intercampus shulttle.
Facilities include an up to date bus depot with a 100 bus capseiiyice bays for six vehicles

anda cleaning and r&uelling facility. Bus stops from which UNO serviceseogte are provided

and maintained by the Local Highways Authority (Hertfordshire Highways). As part of a wider
partnership project, UNO and the University have been working with the authority to establish a
real time scheme, whichitially launched in October2 0 1 2 . The University
Facility is being used as a trial for this schetimat is further outline and discusd in the TP

section (@apter Seven).
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Figure6.4  The University Bus ComparfNO) Netwak i Covering Central and North
Hertfordshire, South Bedfordshire and North London (SowésO, 2011)

As a travel planner, being able to work alongside and directly influence a bus operation as part
of informing a TP, is most likely unique withthe context of Travel Planning (certainly within
the HEI sector). This has allowddr both the UNO bus network and University it serves to
develop routes that mutually benefit each atlieamples of this coordination include specific
initiates for netvork and route development, but also the wider quality partnership approach, to
which both UNO and the University Travel Planner are primary parthéosk specifically
related tospatial GS analysiswas undertaken to inform UNO route development, witk th

specific aim of developing routes to support the UniversityHigure 6.5)




These GIS analyses hagigectlyinfor med t he Uni ver sdhelyibfeamthee dev
bus company in terms of where staff and students live. As a result additional bus routes have
been created (such as those highlighted to the North of St Albans and the East of Stevenage
(Figure 6.5). The spatial analysis tool can perfamg number ofpatialqueries. The example

below illustrates a computer quye it relates to the number of Universigmployees (and
students}hat live within 500 meters of bus stop that is served bjnabus. The query plots

home postodes agaist Herfordshire bus stops (note: thayer cannot be made out hehee to

it being concealed by other data layees opposed to just bus routes. This guedicates that

just over a quarter of the University population could catch a bus at some poinirfgyuimey

to work. At present just over ten per cent of staff and around twenty three per cent of siidents

the total of these groughoose to do so

There has also been a focus for the TP in working with UNO to increase service frequency to
better meet the requirements of employees and students. This has resulted in an overall growth
of Uno bus user patronage between 2002 and 2009 (see Figures 6/§. &&ere has been a
recorded decline in employee bus use between 2009 and 2011, although trends indicate that
these groups have returned to using the car, or even the train as their main mode. Both trends
may well be the result of the increased parkingpu seen at this time (see Table 6.4). The
increase in traimsemay be as a direct result of a soft measwiegimplemented as part of the

TP.

In partnership with the mainline train compafiirst Capital Connect)a joint train and bus

ticket offer was developedas a multimode through ticketsolution This measure allows
University commuters to buy a ticket directly to the University as a destination from all First
Capital Connect ticket machinéscations A ticket machine is located on campus (Hd&te

6.1), which allows for reverse ticket purchases. This TP measure, in effect includes a bus ticket
as an addition to the train journey, which has the added benefit of reducing boarding times when
catching a busnfore detailsrelating tothis TP measue are outlinedvithin Chapter 7 Section

7.5.5.

From the perspective ofmy research, this measure provided an insight into how be
implement a specific measure through partnership. The train operator wanted to
patronage from North London into H®rdshire and Cambridgeshire. Most of their passeng
commute the opposite direction. Through working together to develop a simple me
commuters to buy a traiticket that included a bus ticket (amite versa), a ticket machine w.
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@ Tickets

Plate6.1  First Capital Connect (FCQYulti-modal Ticket Machine- located on campus
which allows for joint train andbus interticketing to bothmainline train tations
that serve the University (Source: Author, 2012)
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In Hertfordshire, the people highlighted are 500m from an
Uno BUS STOP. In North London and Luton, the people
highlighted are 500m from an Uno BUS ROUTE.
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6.4.1 UNO Charging Structure & Patronage

Often the costs of alternative modes (specifically public transport) are quoted as being too high
to be viable as an alternative to the car. Here, an overview of the fare charging structure of UNO

is outlined and considered in relation toirtgact as a TP measure for teiversity.

UNO is the second largest commercial operator in Hertfordshire (after Arrth@ Shires)

(pers. commWaters 2011 It operates a two zone fare system, vilelwyn and Hatfield
providing the core for zone onadall remaining areas outside this core, charged at zone 2 rates
(Table 6.78). This pricing structure is important to informing the &Rd to it working as

prices are comparatively high when compared with car parking charges. A daily return ticket is
typically £4 for an employee/student. The highest charge for a car park spacenmfy pay

less than this. If an individual chooses to purchase an annual bus pass, the cost reduces to circa
£1.80if used daily Whilst this begins to compete with a £harge, it is based on the

assumptiorihat the bus user commutes every day.

This approactdoes noseem tqorovidethe flexibility to travel and does not effectively provide
individual choice to the user on a daily basis. Through the development of ableosiolution,

the issue of bringing together an organisational transport strategy, that merges car parking
charges with that of charges for other modes, has been at the fore front of the TP. With the
research being able to draw upon its direct involvenmewbrking with a bus operator, this was

made easier when informing the TP.

Table6.7 UNO Public Fare Rates (UNO, 2011)

Adult Fare Concessions Period
£5 £3 UNO day
£20 £10 UNO Week (return)
£65 £33 UNO Month

Table6.8 Staff & Student Bus Charges (UNO, 2011)

Adult Fare Concessions Period
£4 £3 UNO day
£20 £10 UNO Week (return)

£400 £400 UNO Annual




In terms of University bus user patronage, the present break downieersity (staff and
student) and public use is estimated as 34 and 66 per cent respettieetyrrent total annual
patronage is circa 6.5 million (of which over 2 million are staffl students). This equates to
about 18,000 passenger journeys per day on the UNO network. It is worth noting that of these
6.5 million journeys, approximately one million result from the University Park & Ride (which
result from mainly students initiallgpommuting to the facility by car). This therefore reduces

the overall modal split and carbon impact of the bus operation in this particular respect. If a Park
& Ride charging regime reflects the cost of parking, then if even a percentage of these car users
could be encouragdo moveonto thebus, this would help achieve TP targets, and increase the
usage of UNO. Building more parking capacity detrimentally affects the bus operation.
Therefore, if the TP can work witbniversity Estates and UNO when setticbarging rate

both could benefit. The Estates Department would directly benefit from reduced parking
demand (particularly on street parking), and the bus company from increased patronage and

income.

The Park & Ride facility is presently at operating acify at peak times, but its demand is
mostly restricted by the capacity of vehicles at the faciRresently car sharing at tharR&

Ride is negligible, which could be encouraged through incentives. However, increasing the use
of car sharing among useat the facility, whilst having a positive environmental impact, would
have a negative impact on the capacity of the shuttles tdhalkadditionapassengers. The TP

has to encourage behaviour change, but at the same time it has to recognise titgt capac
constraints can limit its impact. The aim would be to look at a daily charging regime that could
be administered when using the shuttles. If the cost is set too high it may encourage greater on
street parking, and if individuals each pay to board thettle, car sharing would be
discouraged. Chging for parking would solve this issue, lmitargingby car reduces the likely
income for contribting to shuttle bus costs. Tresontradictory issues hate be considered,

and the bestit solution developé to meet the requirements for changing behaviour.

The majority of UNO servicesperate at around 90 per cewith three routes at full capacity
(pers. comm.Waters, 2011). From a Travel Planning perspective, the UNO operation provides
a real opportunityfor targeting additional numbeifor daily commuters to the University to a
less environmentally impacting mode to the car. In addition, if car drivers could be endourage
into using this mode, then this has the added bafiuselpingwork towards achievig TP
targets. Further work on the potential to move SOV users towards using this difque
organisation initiativeis outlined latein this chapter. However, such a network does have its

constraints, which are worth outlining here.




6.4.2 Route Developnent, Procurement & Marketing

UNO operatesn a commercial environmetihat meanst has to competwith other operators
(outside of the Universitydo develop and operate on a specific corridoroate. Theseoutes

can be purely commercial, tegréd sevices or the routeare subsidised by an organisation on
their behalf(pers comm, Waters, 2009)Whilst the University is the main organisation for the
latter, other (local) organisations provide subsidies for their employees to use the UNO network.
This is subsidised by the employer and paid to the operator. UNO provides a number of routes
specifically for other organisations. North Hertfordshire College (NHC) is an example where
this occurs, results of which are outlined later. This is an example w¢@ and the
University benefits by being able to operate additional routes, at the expense of other
organisationsThis approach benefits thniversityd s T dMployaesand studentare able to

take advantage of theselditionalroutesthat are subsidised externally by other organisations
This is a beneficial situation for the operation of the TP, in that developing and expanding the
Uni ver si ty dm the bask ofnothér wrganigationsas the potential to enhance the
futureviability of theTP and its viability in achieving its own modal targets.

As of early 2012, the whole UNO fleet was fitted with a new digital ticket machine (provide by
a German companyNIT). This digital system also operates a real time information systa
street screens, but more importardigart mobile devicesAs atravel planning tool, this will
enhance the user experience in terms of both real time informatioeorting back delays to

the operatoto its operation. Whilst too late to report detail the impact on modal use within
this thesis, it is worth noting that the worktbé researcher up to this stageolved developing

on site screens for the dissemination of real time information (see Pat@s@art of the TP
development phaselhe systembegan implementationin October 2012 starting with the
University Park & Ride facility.




Plate6.2 Real Time Ready Digital Screemll on campus University Bus Stops have
been installed with R¢Ti me Oreadyd screens, as par
scheme to introduce this digital technology, from October 2012. (Source:
Author, 2012)

This complex and technical TP measure has evolved over a period of six years fron
involved from the earlystages of the research. It outlines two important things; that
measures can be simple or complex, but through perseverance and working in partnersh
i ssues can be wor ked t hrough t o deve
organisations ae around for this extent of time to develop such measures, is not always
and therefore this may indicate how robust a TP can be in imptergetime consuming

initiatives such as real time systems.

The approach adopted within this thesis, has bEemake use of existing organisatior
management and reporting structures. This has added much needed robustness tq
process, and has added a timescatginst which projects can be reported. Even if a




measure is not progressing, it has beerordedagainst whichprogress can be reported.

Reflective Diary Box6.8 Real Time Information Systems

In the spring of 2012, UNO procurétwo hybrid buses through the Green Bus fund. This fund

was applied for and secured to help reduce particulate matter within its St Albans operation.
These vehicles use a dual diesel and battery operated systietm reduces overall emissions.

Whilst too late to report the operation performance of these leshigthin the thesis, it goes
someway to outline the future success of the UniveiBRyin securing external funding for
devel oping specific 6softdé measures to worKk
these public transport specific measures Heeen the TP coordinator working in close
partnership with the University bus company and with wider local transport partners and

delivery agents.

As a main operator within Hertfordshire, UNO is a primary and establishing partner of the
Quality Partnersip (Network St Albans) based in the City after which it was named (see
Section 6.5 The development of this partnership has formed a large part of the res@archer
work and the direction in which the thesis has emerged. The partnership has s#cared
£11.5million of funding to further develojits success, in addition tits work on real time,
mobile phone mnicketing, route and bus stop specific information, a rapgrator ticket
(which from the University TP perspective, includes Hatfield), a pukdicsport INTALINK
information app (launched November 2011), public transport infrastructure improvements
well as QR codes at bus stops (for reading witlart phonesnd other devicgsFurther detall

on Network St Albans is outlined following sectons.

A key understanding to emerge fratme research outlined in the above section was
University seekingto increase car park capacity (which was the stated aim of the [
Authority and Estates management) without fully understanding the empirical evi
Throughout my research, thelmost panicresponse to a perceived issue (i.e. not end

parking tomeet demand), was the key factor to undermine the work of the developing TP

Internal funding sources for soft measures were highly limited thautghe research proces
In order to securdunding a great deal of partnership work had to be undertalkédy.direct
involvement in establishing the Network St Albans partnership was based @acthbat
funding would be soughty the partners in order to implement area wide local trans

initiatives, such as the ones outlined above. Without this apprabehextent of the wor




presented within the thesis, would have been restricteditdiat e d a mo unedsureq

that, in my mind would have achieved littletearms of behaviour change or modstlit away

fromthat of single occupanaar use.

Reflective Diary Box6.9 Impact of Funding Travel Plan Inititiaves
6.5  University (2002-2011) & St Albans Commuter Survey (2008)
6.5a University Results

Modal split data is the primary source at monitoring and evaluating a TP. In terms of the
University, Figures 6.67 provide a graphical accouat current (2011) and historic longitudinal
data (2002 2009) relating to primary modes used by University eygbs and studenfEhese

data are important, as they provide an indicative understanding of modal split trends. Whilst
they cannot be assumed to be one hundred per cent aqfeatzorbe, 2007, they are the
prime source of data available to a TP Cauathr for informing on the progress of a TP.
Whilst only general interpretations can be made from the datdtsets, data help to inform the
future development ahe TP and its measures, but do not provide specific interpretations on the
success of spdic measures. This is a major limitation on using this type of quantitative data
collection method. Whilst this data collection technique is a cheap option for gathdaimg
amount of categorical data relating to travel trends, data interpretatida tenbe highly
deductive, meaning it is difficult to build theory and make specific recommendations from. In
terms of informing a TP the data is limited in thaitsitmore appropriate for reporting on the

trends observed, than understanding why they occur

In terms of the University survey data, curreijtigt over two thirds (68 per cent) of staff and a

third of students commuted alobg carin 2011. Eight per cent of employees comniuby

bus, down from eleven per cent in 2009. The overall trendrfigrioyees indicates that SOV use
declined from a high of eighttgvo per cent in 2002, reaching a low of sixty four per cent in
2009. This figure has since increased back to a relatively normal level of circaigixtyper

cent (where it was in 2006). The decline in 2009, excluding the issue of data reliability, could

be attributed to the economitownturn (i.e. the credit crunch), as well as a number of
employees (about 200) being made redundant around this period. The resulting increases in bus
and waking as primary modes in 2009 may indicate that more employees opted to use these
modes at the expense of the car. In terms of informing the TP, these figures careimdbe

upon for total accuracin reportingsuccess obpecific TP measures. They drglicative of

trends occurring due to the limited response rates and issue with collecting such data. However,
they do provide a useful insight into the process of monitoring TP targets. The only data that th

LA requires, as part of a biemhiupdate, idased on such data.




To this day, neither the process of designing, administrating the survey or analysing tf
has been independently or externally verified. This begs the question, how reliable arg
the empirical evidence provided for their monitoring is not vexlifby either locahuthority.
There is nothing to stop data presented being manipulated to show targets being met. C
as an embedded Travel Plan Coordinator, | have not been asked internally or exterr
provide justification for this processSurely, if TPs are going to provide a local transp
planning tool for modal shift, greater external analysis and a critical review of the da
which they are monitored needs to be considered. From my perspective, if my wages we
on achieving tegets,with noexternal verificatiorthere is nothing stopping data being falsifie
To date,there has been no external verification, but then targets are not directly relaf

income, and data has not been falsified.

Reflective Diary Box6.10 External Validation of Travel Plan Successes/Failures

In terms of the datall modes for both stakeholder groups have witnessed fluctuations between
2002 throughto 2011. These could be attributedrtomerous factors impacting on individual
choice. The biggest impact on modal changayafrom car use was observen both staff and
employees between 2002 and 2005. The intervening years saw the opening of the new de
Havilland Campus, which centralissdh e Uni versityb6s geographic
increases in bus use, car sharing and walking by staff and student were recorded, as well as
increases in cycling and train use by the lattemographic A decline in bicycle and train
commuting by stdfwere observed between 2002 and 2005, although both modes have since

increased slightly to circa five per cent and three per cent respectively.

This increase could be a result of TP measures for cycling andbiaig implementednd
marketed for thesgpecificmodes (See Chapter Sections 7.5.1 & 7.5)5From such data it is
difficult to attribute such trends to specific initiatives. As mentioned above, with this type of
survey data, it is difficlh to make specific assumptios to why trends havatered or not.

The lessongearnedirom a TP perspective, is that whilst these datsymetvide an indication of

what isoccurring they cannot be totally reliedpon. From a TP monitoring perspective, what
needs to be considered is a way of monitorigg time travel data, through the use of a daily
charging regime and or digital technology (such as Smart Cards or Automatic Number Plate

Recognition)A model of how such an approach could operate is outlined in Appendix.Seven




This would allow for the tditional commuter survey to be triangulated against other data sets.
Unfortunately, such expensive data collection tools are likely to be beyond the budget of any
Travel Planner. Until such real time data resources are available, it is likely thatilTP
continue to be monitored using the limiteakdmial commuter survey, which constrains their
reporting effectiveness.

The student variationseported mightalso be attributed to many individual and interacting
variables that influence personal travel bebar (as previously outlined by Lyons and
Goodwin, 2008). However, the overall trend is that from a high of thirty seven per cent in 2002
and a significantleclineobservedn 2005 to around a quarter of all modal use, the trend has
mostly beerpositive SOV use by students in 2011 is recorded at about thirty four per cent. All
data for SOV use by employees and stuslignticatethat reaching the sixtgnd twenty per cent
respectivelr P targetare unlikely, based on current trends. If targets are to bevach then the
University needs to adopted more interventionist approaches (as discussed by Docherty, 2001),
which includes the use of hard and soft measures. As a culmination of the embedded research
work, an outcome proposes the implementation of a&lrstvategy that blends together the car

paik policy of an organisation, with that of othewodes The pr oposal out | i
rewar dé madsdoatlined and haitiaulated at the end of Chapter Séwed in detail

within Appendix Seven)This model provides a mechanism that could help lever individual
travel behaviour, away from the recent trends observed, towlaatlof encouraging greater

uptake of alternative modés SOV use
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6.5b St Albans Resultg2008)

As outlined in the methodologiChapter Four, &ction4.2.1) businessswere sampledn St

Albans within the centralimits of the city, concentratingprimarily on the main city
thoroughfare (St Peters Street) and surrounding radial routes into andtloaitity (Catherine
Street, Ledon Road & Victoria Street).

Out of the 2,000 questionnaires sent out, 330 surveys were returned completed. These
represented some 117 businesses of differing types and sizes. The responas thé&sefore
calculated as 16.9 per cemit all surveys senout. Thereturn ratio indicated that 65 per cent
were female, 35 per centale and that the agenge was distbuted as roughl\L6 per cent

under 25, with 2815 abou#5 per ceniand over 46 year oldsccounted foabout30 per cent

Commuter modaskplit for the city of St Albans, as calculated from this sample, indicates a
majority (63%) commuigalone by car (oby othertype ofmotor vehicle) The average for the
whole of Hertfordshiren 2009 as recorded in the Hertfordshire County Travel Suyrwag 69

per cent(HCC, 201}, with the nation average at 61 per céRigure 6.8) Thereforethis
indicaesthat fewer people in St Albans commute by car alone, than the rest of Hertfordshire
which could be an indication of the limited parking and alitves available to workers in the
city. It is a little higher than the UK average, which provides further evidence that Hertfordshire

is seen as a car based county.

80
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50 m St Albans Commuter Survey
2008
40 mHCC 2009
30 NT Survey 2010
20
10 .
0 _‘ J | L_
us Train  Bicycle Walk  Other

Figure6.8 Comparison of St Alban$ierfordshire and United Kingdom Modal Split




In St Albans, caswith more than one person per vehielecouned for seven per cent of all
commuteljourneys An interesting finding was that a considdeaminority walked to work (15

per cent and that a igpaterthan national average (eight per esimmuted d the city by bus

Both of these figures are greater than the Hertfordshire mean average of 13 per cent and six per
cent respectivelyFrom some basic GIS analysis, it was calculated that from the sample
population, thirtyone per cent of respondents liviedver than two miles from their workplace,

which naturally leads to the assumption that commuters are less reliant on pristaie
vehicles. An additional twentstwo per cent of respondents lived withiivef miles of their
workplace, with the next 18er centresidingup to ten miles away. Nearly one quarter

respondents lived more than t@iles away.

Two-fifths of car drivers livedewerthan five milesawayandthe overall majority (circa 66 per
cen) of SOV commutergesidedwithin ten miles of theiwork place Just over half (55 per
cen) of all commuter respondents liyevithin five miles of their workplace, the majori{41

per cent being SOV users, (nine per cent car sharers), with walkakirg up nearly a third

(31 per centandbus users just over a tenth (11 per pent

Out of the commuters that lived over fingles away, the ast majority were SOV users (83 per
cen), with car sharers, train users and basymutersfi{ve per cenrespectivey) making up the
remainder. When concentrating on car drivers alone, their mean journey distances were just
over ten miles, significantly less than husers(about16 mies) and train commuter jourrey
(about32 miles). This indicates that if train or services were either frequent enough or
indeed existed to serthese car drivershena largeproportion of commuter have the potential

to change away from commuting by catoviding sufficient investmentin objective or

subjective transport alternedis (Sloman, 2006) could be made

Respondents were posed the questioh,s t here a bus service ope
your home that all ows you (The resuttsaindieate thatgusti | y
over twafifths of all commuterand55 per cenbf current car user@about ningoer cent of car

usersd i d n 6 ) statech that ther were no suitable bus servicdsis indicatesthat up to
threefifths of all users and 4ger cenof all current car users have the potential to use a bus, for

at least some of their commufeurneys. At present, around 8 per cerdke use of a bus for
commuting as their main mode, suggesting tisiihg some elemeiary analysis, an additional

50 percentgrowth in bus use facommutingcould occur with the right conditions in place.

Hertfordshire has one of the highest car ownership levels in the UK at 82meompared to

73 per cent nationally (HCC, 203. Within the UK, commuters are as a wiomake up the




lowest vehicle occupancy group per private vehicle (1.2 people per vehicle) when compared
with other journey groupings (such as education, shopping, leisure and personal business). As a
whole the mean for all journeys is 1.6 occupants phicie and declining, meaning that as
individuals, people are increasingly travelling alone for their journeys, (B3I0). When first
considering the potential for modal shéftvay from car useSOV users living within 5 miles
would be seen as a prioritgihographic groufo focus on, as this group has the greatest impact
on traffic within the city and surrounding ared.aking these trends into account, targeting
commuters who currently commute alone by private modes, could reduce overall vehicle
numbers wihin the district, leading to a reductionrecordedraffic congestion. Such targeting
would have to be accompanied by a witige transport strategy that would also target
improvements to all other modes, private and public transport infrastructutes fpabsport
network frequency and ticketing. Such improvementdd lead to an integrated and structured
framework thatwould create theconditionsfor reducing both traffic congestion and carbon

emissions, set out within SADC Local Development Framkwor

As a group, 42 per cenf all SOV users live withitive miles of their placef work, of whom

one sixth (16 per centvould be willing to car sharevith just over a quarted ¢ o niagbadre r
sharing in the futureThis suggestthat betweeright andl6 per centof local SOV users could

move to an alteative mode (deit still car users), providing suitable conditions could be
createl. Respondents within this target group stated the following as issues that would
encourage a change from curréd®V use Help in finding suitable car share partners,
preferential parking spaces, financial incentives (details not provided) or a guaranteed lift home

in unforeseen circumstances.

A significant minority (37 per cepbf respondents that currently use S3Id commuting to St
Albans stated that they knew that they could use a bus service instead of their current mode
This indicakesthat there isa considerabl@otential tomove from high carbbo modes, to less
carbon emittingnodes (such as buses). With St @il total carbon emissionsdm transport
totalling some 60 per censuch a move (although difficult to measure) would ragfiver
National Indicator 186 targets, set out within the Local Area Agreement. However, in order for
commuters to make this stepange, current behavioural patterns would need to be tackled. Car
users stated their current mode wasmo st ¢ oonthe® mio s n t &mode Bvailableetd
them. Individual behavioural change is the biggestlleufor government and transport plarme

to overcome, if past and curregar growthtrends are to be reversed.

Possibly reflecting its relatively rural nature, and dispersed settlement pattern with a network of

mediumsized cities, transport in the East of England is dominated by the pdaateCar




ownership levels are high with 1.29 cars per housefdid is significantly higher than the
Great Britain average of 1.14 cars per household and is the joint highest nationally along with
the South East and South West (DfT, ZD1Trips per peson per year bgithercaror van (as

either a passenger or a drivare also high at 707 trips. Again this is significantly higher than
the UK average of 624 trips and second aiythe South West (DfT, 2010 In terms of niles
travdled per person perear by cafas either a driver or a passerjgénis areds the highest in

UK at 6,601 mileswith the Great Britain average being just®l3niles (DfT, 2019.

BasedoraO6 busi ness a sassurmptioad ircluding unadedying goowth pressures and
assumptions on transport investments, forecasts from the East of England Regional Model
owned and developed by the Highways Agency suggests this pattern could be exacerbated with
the model forecasting 41 per centgrowth (central estimate) in vehicle kilometres between
2006 and 2031 (Atkins, 2009)his clearly has implications for carbon emissions.

The East of England Transport and Carbon Study (TraCS) sought to examine these implications
(ibid.). The study noted that, in the UK as a whole domestic transport emissions account for
around 24 per cent of total G@missions and that these increased by 11 per cent between 1990
and 2007. In the East of England, road transport emissions accounted for @madbkird of

local CQ emissions in 2007.

Under the Obusiness as wusual dé scenario the
significantly. People are expected to travel further on average each year and this, combined with
predicted longer terngrowth in population, housing and economic activity, will result in
additional transport demand only partially being offset by improvements in vehicle efficiency
resulting in an overall growth in transport sector,@@issions in the East of England of 33

cent between 2006 and 2031 (Sadéieal, 2010). The study suggested, however, that significant
cuts in transport sector emissions in the East of England could be achieved through a mix of

interventions including vehicle and fuel efficiency, behavichuange and pricing signals.

Car users, when asked to make an alternative choice for their commute, suggested a large
proportion of SOV uses could use public transport (35 per ¢esrtwalk (22 per cent). Train

(ten per cent), car sharingife percent) and cyclinggx per cen} alsoappear as possible
options. Although some commuters could be encouraged to cycle from greater distances,
personal choice and distance are more likely factors that would encourage greater uptake of
public transport. When asked what public transport initiatives might encourage a change
towards their use for commuting, respondestated greater frequency (44 per Ledirect

routes (35 per cent), discounted fares (41 pel) égrtt mproved overall reliability (38 per cgn




as the major improvements they would like to see in place. However nearly one sipér (13

cen) of respondents stated that not even these improvements would encourage a modal change.
Interestindy over one third of all cars users would charyer toexisting bus servicei they

no longer had the use of a private car. Therefore if further enhancements suggested by
respondents could indeed be implemented by operators, there is potential for significant
numbers of car users to make the switch from S@&suo public transport. In general, results
indicate that commuters do not see infrastructure or physical changes to public transport
network (these include bus lanes (five per cent), improved shelters (12 per cent) rail stations and

links (eight per cet) as important as frequency, reliability, direct routes or fare structures.

A large minority (48 per cehtof respondents stated that they would never be encouraged to
cycle or walk to work. When solely looking at car users, this figliceeases to 58qp cent
Various reasons were given, including health reasons, child care responsibilities, work trips
during the course of work or the distarmtween home and place of work. Out of the 15 per
centof walkers, many stated that they lived close enoughdiv workplace that they preferred
walking and felt safe using it, compared to other modes open to them. In terms of increasing
cycling, improvements to cycle facility provision, in the foohimprovedparking bays and

cycle routes into the city were n@popular than being provided with finandiatentives, such

as cycle loars or discounted tax cycle schemes, which can be provided by employers to

employees ttough government tax incentives

Respondents were asked questions relating to potential fuiareges in transport provision,
and how, if these changegcurred travel behavioumay alter. Ovewone third (37 per cent
indicated that they would like tawork from home to a greater extent than they currently did.
The DfT estimateghat three per cemtf employees workrom home duringgome pdod of their
employment (2009)This could increase to asuch as ten per cenwerall, althoughbehaviour

changds dependent omdividual organisatiamand the type of employment undertaken.

Discountel fareson public transport (30 per cérats well as other (uteted) financial incentives
(28 per cent were statedas options in helping individual change theirtravel behaviour.
Interestindy, with the current focus on increasing fuel prices, nearly a qua@agrer cent also
stated that the cost of fuel would directly influence their choice. With rdughoprices at the
pumps, it remains to be sette extent to which real term fuel priaad tax increases impact on

individual behaviour.

Respondents wereslkeed questions relating to what they felt were the biggest transport related

issues facing the City & District of St Albans, the possit@mand managemeot traffic onthe




main thoroughfare (St Peters Street), as well as possible restriction on peakaties/ within

the city centre locations.

In terms of the future issues facing the city, the two largest issues highlighfidviogre traffic
congestion (74 per cornd parking provision for cars (g@r cen)t. Additionally, enforcement

of existing tansport regulations (3fter cen} (St Albans has a Controlled Parking Zones in
operation within residential areas surrounding the city centre), the locatioisth@ car park
facilities (21 per ceftand inadequate public transport facilitids per cent) were the main
concernsinterestingly the majority of commute{44 per centyvere in favour of restricting car
movements within the city, through some forrdefmnand management tre main retail street

in the city.A significant minority (39 per cehivere opposetb this increasing ligghtly among

car users (41 per cgniwhich was thdargest grouping within the aeographic. A majority of
walkers(56 per cen} were also in favour. It has to be noted, that this survey does not include
the views of r&il outlets, local residents and school users, and therefore further research would
need to be conducted in order to conclhde such a largénterventionwould impact upon the

city in terms of traffic congestion, carbon reduction or economic benefit.

A large minority (44per cent of commuters were in favour of the introduction of staggered
opening hours for organisations within the city (such as schools, public sector organaadions
retail outlets), as a direct means of managing the traffic generated at peak times. Additional
comments of respondents outlined the impact that many commuters felt the school run
contributed to the increased peak traffic flows, particularly in the momisly hour. Again
further detailed research would need to be collated on scpewsling timestravel behaviour

and attitudinal data, which currently do not exist within this location.

In terms of widerrestrictions being placed on private vehicles withiadity, in addition to the
possible demand managemesit the main thoroughfare, this proved less popular among
commuters,with a significant minority (48 per censhowing their opgpsition, to those in
favour (36 per celtOne in ten respondents did watre either way. Whetonsideringcarusers
driving alone, a greater proportion (53 per g¢emere not in favour of such measures being

imposed on their use of the cafthough a large minority (31 per cewtere in favour.

The vast majority of respondentelt that the individual (6per cenf and central government

(53 per cenf should be responsible for reducitigir personatarbon emissions from transport,

as opposed to the County Council (&8 cent or the District Council (2per cent). A minorit

(five per cent stated that they thought no one was responsible for making such reductions.

When asked whether environmental concerns could influence or change respondents future




transport choices, a small majority (B&r cent indicated in the affirmate. This indicates that
individual transport behaviour is to a certain extent within the conscience of half of commuters,
in terms of the environmental impact peoples choices have. This figure glatyssimaller for

car users (49 per cgnbut still male up thdargestgroup.

6.5.1 University & St Albans City Commuters - Time & Distance Travelled

Taking the University population as a whole, males are more likely to use other modes to the
car when commuting to the University, whilst females habhehea tendency to drive alone or

to car shar¢hanto use public transportycle or walk (CHi 65.689, df5, p<0.001Table 6.9.

Males commute further (14.2 miles)datake significantly longer (3éins), than females (12.1

miles & 32 mins respectively) (t=2.157, df919, p<0.03Table 6.1). The same trend was
observed when comparing staff and gender against modal choice7(Ch60, df5, p<0.001
Table 6.1}, although males commutesignificantly further (8.5 miles) anddok longer (38

mins) than their female counterparts (12 miles ahdminutes respectively) (Timé=3,094,

df470, p<0.002; Distance: 2803, df411, p<0.005; Table 6)12

When comparing the gender of students with their preferred modal choice, no significant
difference wa observed between males and females’ @826, df5, p<0.139; Table 6 13 he

same result was observed for time taken to commute (34 & 35.5 mins) and distance travelled
(10.6 & 12.3 miles) (Time: t0.603, df483, p<0.547; Distance-1=202, df615, p<@30).

Thesedata andfigures are useful at providing an indicative overviefvhow individual
demographic groupsommuteby case studyThis level and type ofdata however have
limitations in providing detailed analytical information in terms of undaditey whether or not
individual interventions hava direct impact on changing behaviour. This can only be achieved
throughdevelopingmore in depthpersonalised travel planning approesto data collection,
which the structures develeg within each case study would manade both the Smarter
Choice agenda and the cycling demonstration town suggastné et al., 2008), providing
travel information to individals can significantly altetheir behaviourin terms ofinforming

the TPor QP, this is an area that needs to be taken forward in the future, if significant
behavioural changes are to be achieved, and sustained. Up until 2011, thalfic@mstiraints

on the TP budgetave limited marketing to providing traditional hard copy anujitchl

information of the alternatieavailable (seel@pter Sor examples).

These trends, whilst dependent on personal travel journey could be explained by a number of
factors affecting journeys to work. First, males take longer to commute to worlethates,

because geographically they live further away. In addition, the fact that they are more likely to




use alternative modes to the car, it could be expected that other choices do in fact take longer

for the commute journey from origin to destination.

Male employees commute further (16.5 miles) than their student counterparts (10.6 miles),
whereas female staff and students commute similar distances (about 12 Thied)nding
indicates that males in full time employment are more willing to travéhéu distances for

their work commute than their female full time equivalents. Males in higher education live
closer to their education, which could be a result of financial or logistical reasons (i.e. they live
closer to where they study because it isagher to do so or because they have specifically
chosen to study at a local establishment). Students living in halls also affect this trend, because
around a third of students live in halls. With the University Estates 2020 Plan aiming to
increase on siteesidential accommodation, this could have a positive impact in reducing daily
car commuting to the sitd&here was no significant difference between St Albans commuters
modal choice based on gender (Chi355, dfl, p<0.552; Table 6)4although males
commuted shorter distances (8.3 miles) and took less time (28 mins) than females, the
difference was minimal (9.1 and 28ins, respectively; Time: t8.583, df154, p<0.561;
Distance: t=.0.383, df201, p<0.702; Table 6)1T his specific city commuter groupatelled
considerably lesglistance, than either of their Universitpunterparts (staff and students),
which could be a resudif individualés economic circumstances. Whilst this cannot be directly
proved from these studies, privately employed commuterSttAlbans can demand higher
wages than their University counterparts, and therefore they have the opportunity to locate
themselves close to one of the most desirable losatiothe United Kingdom (St Albans).
University employees, particularly malesaynhave no choice but to live in cheaper locations
and commute. This is a particular issue that needs consideration, when developing urban and
travel planningnterventions Asking people to live close to centres of employment to reduce
urban sprawl, andhtis to alter their modal choice towards less carbon emitting modes (as
outlined by both Smart Growth and Smarter Choagsndy, is difficult to achieve when high

land prices effectively price out lower earning workers. This particular issue was cdptinual
raised byunion representatives at the University in terms of bringing in higher parking charges.
The Unions argued that lower earners have to live further away from their place of
employment, and that any daily charges placed on them would not bedapared with

higher earners that could afford the extra cost. This element has been important in informing a

future approach to TP development (see Chapter 7).

Table6.9 Gender of University Staff &tudents with Modal Choice Preference




What is your primary (usual) form of transport to th
University?
Train (+
Car Share| other from
Car (drive,| (driver or | station to
Bicycle| Bus | onown) | passenger] University) | Walking | Total
What gende Male Count 40 | 97 266 23 30 89 545
are you? Expeted | 19.6 | 79.7| 323.0 27.5 23.5 71.7 | 545.0
Count
Female Count 14 | 123 626 53 35 109 960
Expected| 34.4 | 140.| 569.0 48.5 41.5 126.3 | 960.0
Count 3
Total Count 54 | 220 892 76 65 198 | 1505
Expected| 54.0 | 220.[ 892.0 76.0 65.0 198.0 | 1505.
Count 0 0
Chi-SquareTests
Value Df Asymp. Sig. (2sided)
Pearson ChBquare 65.689 .000
N of Valid Cases 1505

a. 0 cells (.0%) have expected cofawerthanfive. The minimum expected count is 1




Table6.10 Gender of University Whole Sample compared with Time / Distance of Commute

What

gender are

you? N Mean
How long do you spend travelling to the Male 585 36.25
University (i.e. one way) on a usual day, Whe o q1e 1028 | 3254
usingyour usual form of transport? ("in
minutes)
How many miles is it betwegrour home and Male 585 | 14.196
the University? ("one wday Female 1028 | 12.101

t-test for Equality of Means
t df Sig. (2tailed)

How long do you spend travelling to the University] 2.156 | 919.604 .031

(i.e. one way) on a usual day, when using your us{
form of transport? ("in minutép

How many miles is it betweeroyr home and the 1.864 | 887.562 .063
University? ("one way'




Table6.11 Gender of University Staff & Modal Choice Preference

What is your primary (usual) form of transport to th

a. 0 cells (.0%) have expected cofewerthanfive. The minimum expected count is 12.65.

University?
Train (+
Car Car Share| other from
(drive, on| (driver or station to
Bicycle| Bus own) passenger] University) | Walking | Total
What Count 34 35 199 13 22 29 332
gender are Expeted 15.1 | 24.2 | 240.3 17.9 12.6 21.8 332.0
you? Count
Count 9 34 485 38 14 33 613
Expected | 27.9 | 44.8 | 443.7 33.1 234 40.2 613.0
Count
Total Count 43 69 684 51 36 62 945
Expected | 43.0 [ 69.0 | 684.0 51.0 36.0 62.0 945.0
Count
Chi-Square Tests
Value Df Asymp. Sig. (2sided)
Pearson ChBquare 71.160 5 .000
N of Valid Cases 945




Table6.12 Gender olUniversity Staff compared with Time / Distance of Commute

Std. Std. Error

What gender are you N Mean [ Deviation Mean
How long do you Male 353 37.81 39.599 2.108
spend travelling to the
University (i.e. one
way) on a usual day,
when usingrour usual Female 640 30.77 21.615 .854
form of transport? ("in
minutes)
How many miles is it Male 353 16.549 | 29.3561 1.5625
between yar home
and the University? Female 640 11.992 11.3962 4505
("one way)

t-test for Equality of Means
t df Sig. (2-tailed)
How long do you spend  Equal variances
travelling to the University not assumed
(i.e. one way) on a usual
: 3.094 | 470.207 .002

day, when usingagur usual
form of transport? ("in
minutes)
How many miles is it Equal variances
between pur home and the not assumed 2.803 | 411.385 .005
University? (one way)




Table6.13 Gender of Universit

Students & Modal Choice Preference

What is your primary (usual) form of transport to th
University?
Train (+
Car Car Share| other from
(drive, | (driver or | station to
Bicycle| Bus | on own)| passenger] University) | Walking [ Total
What gender Male Count 17 62 67 10 8 60 224
are you? Expeded 20.7 | 559 | 77.0 9.3 10.7 50.4 | 224.0
Count
Female Count 39 89 141 15 21 76 381
Expected 35.3 ] 95.1| 131.0 15.7 18.3 85.6 | 381.0
Count
Total Count 56 151 208 25 29 136 605
Expected 56.0 | 151.0| 208.0 25.0 29.0 136.0 | 605.0
Count

Chi-Square Tests

Value df Asymp. Sig. (2sided)
Pearson ChBquare 8.326 5 139
N of Valid Cases 605

0 cells (.0%) have expected cofeverthanfive. The minimum expected count is

9.26.




Table6.14 Gender of St Albans Commuters & Modal Choice Preference

What is your usual form of
transport when commuting to

work?
Public
Car based travel | Transport Total
What is your gender Male Count 59 12 71
Expected| 57.4 13.6 71.0
Count
Female Count 126 32 158
Expected| 127.6 304 158.0
Count
Total Count 185 44 229
Expected| 185.0 44.0 229.0
Count
Chi-Square Tests
Value df Asymp. Sig. (2sided)
Pearson ChBquare| .355 1 552
N of Valid Cases 229

a. 0 cells (.0%) have expected cotawerthanfive. The minimum expected count is.&3.




Table6.15 University Staff and Student Awareness Levels of Environmental and Sustain
Marketing Material

Did you know there is an
Environment Team website ar
dedicated email for informatio
on environmental and
sustainabilityissues at the
University?
Yes No Total
What is your  Staff Count 649 262 911
role at the Expected 492.7 418.3 911.0
University? Count
Undergraduate Count 90 334 424
Expected 229.3 194.7 424.0
Count
Postgraduate Count 29 56 85
Expected 46.0 39.0 85.0
Count
Total Count 768 652 1420
Expected 768.0 652.0 1420.0
Count
Chi-Square Tests
Value df Asymp. Sig. (2sided)
Pearson ChBquare 305.958 2 .000

a. 0 cells (.0%) have expected cofewerthanfive. The minimum expected count is
39.03.

6.52 Single Occupancy Vehicle Users &lternative Modes

University SOV users were asked what alternatives they amddon days when they did not

use the car, and how often they used this alternative. A similar question for the St Albans
commuter survey was not posed and therefore a similar compansth riotbe attempted.

This is a weakness of using a secondary éatasd reworking it for comparison reasons. If a
future city based survey is conductdtgn ensuring it poses questiagisiilar to the University

survey, will allow for directed variable comparison.

In terms of the University dataset, fortyne per centeplied that they had a viable alternative

available to them, which equates to about 8,100 individuals out of the total 16,600 people that




commutel alone by car. This group of 8,100 individuals need to be targeted for marketing in
order to change their @mred mode choice away from the car, towards other viable modes.
When asked what alternative mode was available to them and how often they used it, around
eleven per cent car shared (890 individuals) at least once a month. In terms of public transport,
just over five per cent (400) commuted by bus fewder than three per cent (240) used the

train.

When considering gr eend modes (cycling and wal king),
less than one per cemtalked (60) to work.Out of the total 8,100 individuals thdtave an
available alternative mode to their camployeesnumberedabout900 and studest7,200.

These two figures represent just over ttydive per cent ofotal Universitystakeholders (staff

and students together). ditefore, in terms of meeting tiséatedUniversity TP targets, there is
clearly a large pool of cars commuters with the potential toottser modesThis means that

the University TP measures need to specificatipsiderthis groupto address the barrgto

them changing behaviour

Personalised Travel Pl anning, which works on
TP measure to empldgr both the University and QNP arekhis resource intensive approach
provides the individual with informatiorelating to their own travel choices, based orirthe

origin and destination. Results from similar work undertaken in cycle demonstration towns
(Peterborough, Worcester and Darlingtoimdicated that up to a third of local trips could be
modified throughhis approach (per comm, Sloman, 2012

In terms of national trends for commuting journeys, the University commuting trends are not
exceptional in terms of its geographical location. Commuting by car to work accounts for
around sixtyone per cent ofourneys in the UK. Eighty per cent of all car commuter journeys
are single occupancy (DfT, 2010) . Compared
modal split of sixtyeight, can be seen as a success. Walking and cycling comprise thirteen per
centof commuter journeys, which is similar to University employees (accounting for five and
eight per cent, or thirteen per cent when combined). In terms of public transport (bus and train),
nationally these comprise fifteen per cent between them, but thisliéscurban centres within
these figures. Bus use for the University is perhaps still a relatively ggoaeption (outside of
London)in that employee commuting constitutes jiester thanten per cent for staff and over

a third for students. For a relatly rural location, this can be seen a&Psuccess

The average persocommutesl2.8 miles to work nationallyDfT, 2010) therefore female

University employees fit closely with this trend, whereas male employees are significantly




higher. Again, withousampling individuals, it is difficult to determine why this is observed. St
Albans commuters, both male and female commute significantly less distances (<10 miles),

comparé with the national level.

These data trends are again useful at understandinghtelying patterns behind behaviour.

The have helped inform both the development of the University TP ar@Rhea the broadest

sense. A great deal &dirther analysis can be undertaken on these data sets to inform specific
initiatives prior to their development and are presented here to provide broader context for this
researchHowever, without speaking directly to individuals about the psychological reasdns
barriers changingheir behaviour, it is difficult to awstruct complex mdels that would help
change their behaviour. Simple categorical survey data provides some trend data concerning a
particular population, but it limits what the TP can do. Again, as mentioned preyiturgher

in depth before andfter studies, that catted data on individuals involved in personalised
travel planning, is an aspect of further reseala is being consideredithin the QP study

area, as part of the LSTHhaseTwo bid to the partmenfor Transport

6.5.3 On Street Parking

In termsof on-street parking, the 201dniversity commuter survey asked respondents whether

they parked in local streets. Around thirteen per cent of students (900) admitted to doing so at
some point. If the University is going to reduce the negative social impacie{ped or real)
relatingto on-street parking, then measures designed to encourage this group to use on campus
parking, or even alternative modes need to be developed. Without tackling this issue, the
University risks having future plannirapplicationscalled in or rejectetby the local planning
authority (which could be contested in court). However, the University sish&ork with the

authority to tackle the worst offenders, becaokis interest to appear to do so. In addition, if
this 6 firnete oaft upsoe 6 par king capacity i s ma n
implementation of an effective TP strategy. This is because it would reduce the likelihood of
people circumventing a charge. If a daily charge scheme, or any meaningful chargeasable
brought in to affect travel behaviour (usi ng¢
TP initiatives), then this alternative parking supply needs to be managed through reducing
capacity or removed altogether as an alternative to peopldimyaharges. If no change is

made to the current on street parking supply situation, even a limited Controlled Parking Zone
(CP2)in selected stregetmay be a suitable optn for the local authority andniversity to take

forward in the interim. Anytravel planningmeasure that pushes SOV users towards using

University parking brings these individuals under the auspices of th@fi®.increases the




potential forgreater numbers of individuals using alternative modes, bediaitag supply

makes them deast considealternatives (including car share options).

6.5.4 Car Users Reasons for Commuting by Car

Car users in both case study areas were asked the main reasons for using the car for their
commut e. Al t hree gr oupse high (betwleend3d and 82 parb | e
cent), with o6comfortd seen as more i mportant
groups (50 of car users stated this option). These reasons are similar to the barriers suggested by
Lyons and Goodwin (2008). Hegge st s t hat i ndividual sdé attit
generally negative and that attitudes towards perceived health risks and the true impact of CO
on global warming of car use are highly sceptical (Lyon&&odwin, 2008). Therefore, the

results of the commuter survey results suggest a similar trend. However, in terms of carbon
emissions58 per cent of University car users abitiper cent of St Albans car commuters stated

that they could reduce the amouhéy used their car in order to reduce their carbon footprint
(Table 6.16). Employees and postgraduates were statistically more likely to agree that using
their cars less would reduce their carbon footprint, when compared to undergraduates. The
reasons behd this are unclear, other than to suggest that undergraduates are more sceptical on
global warming, than employees and postgraduate students lasy o n s and Good
findings outline previously2008) It is worth noting, that the majority of car usersll groups

did agree that this was an option for them.




Table6.16 University stakeholders compared against whether individuals would be willi
reducing their car use

Reducing the amount yol
use your car

No Yes Total

What is your role at the Staff Count 285 399 684
University? Expected Coun]  290.6 393.4 684.0
Undergraduate Count 86 86 172
Expected Coun| 73.1 98.9 172.0

Postgraduate  Count 8 28 36

Expected Coun 15.3 20.7 36.0

Total Count 379 513 892
Expected Coun 379.0 513.0 892.0

Chi-Square Tests

Value df Asymp. Sig. (2sided)
Pearson ChBquare 10.212 2 .006
N of Valid Cases 892

a. 0 cells (.0%) have expected cotewerthanfive. The minimum expected count is

15.30.

In addition, commuters were asked the reasons fogascar to commute (Figure 6.9
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therefore see the alternative as an uadtitve alternative. Other reasons important to both

University groups were personal trips during the day, and after work (with both ratedCover

per cent of all car drivers). Status was rated low by all three demographics, between the study

areas, which @y indicate that car use foormmuting is seen as a necesséther than a status

symbol. What these findings suggests, is that inversely, around half of St Albans that commute

by car, and between half to sixty per cent of University stakeholdeggest they have

alternative modes to commute to their respective destinations. In terms oftfauaiglanning

research these groups need to be targeted for personal travel planning advice, to further

understand their subjective and underlying reas@or their current use of the car for

commuting. Whilst comfort, cost of alternatives and personal trips during and after work rate

highly, being able to further qualify individual behaviour and develop research around personal

(



travel panning options wold be an ideal way forwarlleyond the quantitative data collection
undertaken within Travel Plan surveys (as outlined by the Smarter Choices agenda bgtCairns
al., 2004& 2008).

The above trends are useful for informing a TP. However, it must be actkatetianging

some factorghat influence an individuald sommuter habitswill necessarily change their
behaviour. Push and pull factors all have an impact, and certainly with the current economic
climate leading to current high fuel prices, there isemtgr need for TP and city wide strategies

for implementing affordable alternatives to the car.

Personal safety
Comfort

Care responsibilities

Working late

Personal trips (before, during or after wor
Personal trips (before, during or after wor
Need car for business trips during working d
No viable alternatives availabl

Cost of alternatives

Status

0 10 20 30 40 50 60

St Albans Commuters m UH Students m UH Staff

Figure6.9 University & St Albans Commuters Reasons for Commuting by Car

6.5.5 Carbon Emissions

Since 2007, the University commuter survey collects data that allows for the calculation of
carbon emission by mode and vehicle engine size (see Question 8 & 14 respdghpehdix

1). At present the Higher Education Funding Council for England (HEFCE) skbnca
reduction targets that only include Scope 1 and 2 emissions (E&tdtet Vehicles, See
Table 6.17. However, the carbon reduction policy document recognises the need to develop
consistent methodology for reporting Scope 3 (which includes commntebusiness travel)




emissions and commits to measuring a baseline by December 2012 and setting target(s) for
these emissions by December 20W81i( 2011). Therefore, as part of the University wider CSR
and environmental agendas, the Travel Plan commsuteey has devel@u these questions as

part of a future methodology for calculating commuter carbon emissions.

In addition to being affected by the HEFCE targets, the University is also obligated to take part
in the Government 6s Ow(CRQ Bnergyetlicieady Schame, @loiammi t n
is designed to assist the organisation to reduce its carbon emi€3E@€, 2009) From April

2012 the University will be required to purchase carbon credits equivalent to the building
energy carbon footprint. Atrpsent the cost of credits is set at £12/tonne and therefore in April
2012, when the University will have to pay for the baseline year, the total cost veildog
£360,000. The cost of credits is likely to continue to increase and as such this prdéuitlesra

incentive for the University to reduce carbon emissiats, 2011).

The Climate Change Act (2008), and therefore the HEFCE taagetsased on Scope 1 and 2
emissions. In addition to Scope 1 and 2 emissions all organisations release gregabesse
through other indirect activities and these are termed Scope 3 emissions. Further information on

the activities covered in Scope 1, 2 and 3ssions is detailed in Table 6.17

Table6.17 Activities of Scope 1, 2 & 3 Carbon Emissiom35CC, 2009)

Scope Activities covered

1 Direct emissions that occur from sources owned or controlled by the organi
including combustion in owned or controlled boilers, furnaces and vehicles
Emissions from thgeneration of purchased electricity consumed by the organise

3 Other indirect emissions that are a consequence of the activities of the orgar
but occur from sources not owned or controlled by the University inclu

commuting, procuremeniyaste and water

The Universityodés original CMP outlined the b
have also provided institutions with a baseline for Scope 1 and 2 emissions. Due to variations in
emissions factors used to calculate these beesethere is some variance in the Scope 1 and 2
baselines provided by these two reports and therefore for the purpose of this revised CMP the
University has adopted the baseline provided by HEFCE. Therefore, in an attempt to place
Universitycommuter travierelated emissions into context for the organisation, an initial attempt

at calculating them has been presented for discussion purposes.




The University is in a unique position within the HEI sector in owning a bus company. As
outlined previously, the comapy provides a viable bus service to staff, students and the local
community. The company has grown considerably in recent years and in 2008/09 it doubled its
bus fleet to 95 buses taking carbon emissions from University owned transport up 2,600

tonnes in 2005/06 te. 5,300 tonnes in 2008/09 (when it purchased the St Albans City bus
network from Cemebus). This is compared to 622 tonnes, which were the second largest
transport relad emissions in the sector frobniversity owned transport in 20086 (UH,

2011).

Table 6.18has been collated using data from thenbial transport commuter surveys. When
Scope 3 is included with Scope 1 & 2 (33k tonnes of carbon in 2009/10), commuter travel
increases the University carbon emissions by about 75 per(88,286). The increase in
emissiors from 2005/6 to 2009/1i8 a direct result of developing the methodology behind the
data collection. In 2005 a general factor was applied to the data set (i.e. all car commuters used
a medium sized car). After 2007, a range of engine sizes and engine type wereedevelop
(Questian 14). Therefore, although this is an indicative figure, Scope 3 emissions, would appear
from a University perspective to be an important environmental aspect to tackle within future
TP initiative development for developing mitigating measures. HEFCE weeta publish a
methodological paper in 2012 that will provide an appropriate tool for calculating Scope 3
emissions. The University, through integrating carboriseion questions within its biennial
survey, will be in a strong positioowing to it alreadyapplying a simple methodology for
calculating these emissions.

Similar calculation for St Albans commuterssh@t been calculated, as no questions were
asked in relation to carbon emissions. This is a gap that will need to be developed in terms of
quantfying carbon emissions, and initiatives implemented by the Quality Partnership.
Quantifying either total carbon emissions within the city and the impact on reduction is beyond
the reach of this particular research project, but will need to be consideded the Local
Strategic Transport Fund, that the partnership in St Albans has secured. At present, the TP
reports the extent of Scope 3 emissions from commuter travé9,298 tonnes of carbon,
equating to fifty eight per cent of all emissions. Howewasrpart othe CRGC energy efficiency
scheme, there is currently no legislative imperative to include carbon reductions measures as
part of a TP. Having said that in 2012 HEFCE is publishing a guide to aid the sector in
measuring their emissions from Scdpé&missions. This methodology can be included in the
commuter survey for reporting. As part of the University TP, electric vehicle (EV) charging

points are being installed across the site, as part of an East of England (Source East)




infrastructure projectOnce operational, the TP aims to encourage the uptake of EV through a

reduced daily p&ing charge or incentive (see Chapter Sg¢ven

Table6.18 Summary of Scope 1, 2 & 3 carbon emissions in 2005/06 & 2009/1
Carbon emissions

Scope 2005/06 2009/10
Tonnes Per cent Tonnes Per cent

Scope 1 &2
Building energy use 19,485 27 27,640 23
Uno fleet fuel 3,821 5 5,479 5
Total Scope 1 and 2 (A) 23,306 32 33,119 28
Scope 3
Daily staff and student 47,739 66 69,208 58
commuting
Business travel 1,058 1 1,091 1
International students No data 0 14,000 12
commuting at the start available
and end of term
Other (including waste 504 1 987 1
and water)
Total Scope 3 (B) 49,301 68 85,286 72
Total emissions (A+B) 72,607 100 118,405 100

6.5.6 University Travel Plan Awareness

University staff and students were asked about their awareness of the organisations
environmental policy and practices, as an indication as to the effectiveness of marketing
measures. Asignificant majority of sti (71 per cent) that respondetiated that they were
aware, against a minority of students that responded (21 per cerftB(BH58, df2, p<0.001;

Table 6.1% When asked specifically about their awareness of the Travelj@amver a third

of employees and less than a quarter of studem® of its existence.

The difference in awareness between employees for environmental issues and the TP is difficult
to explain, because the Travel Plan is incorporated within the wiémoamental marketing
material. The student result is indicative of the difficulty in reaching the student population
within the University, whereas employees are provided with a detailed induction when they
started their employment. Interestingly, astgdithe Environment Teams marketing strategy, a
multi-media approach is used, which includes on screen, hard copy leaflets as well as student
induction by the Team (see Chapter SevenT®marketing). Clearly, the message is getting
through to staff grops for wider environmental issues, but the challenge will be to increase

awareness among bothtaff and student groups for transport. Developing individual




personalised travel planning is one area of work where further research can be undertaken. This
has implications for the way in which information is being distributed relating to the TP. Clearly
greater investment in time and effort, to get the messagssais required, despite the efforts
already made. If this cannot be resolved effectively, then implementing effective travel
interventions will not deliver a behavioural change. Certainly greater understandihg of
impact whenmarketing specific measwgds required, although making use of digital media,
through mobilep h o apgs @likely to begin to provide a digital use footprirAn INTALINK

public transport informabin campaign on campus, using é@p p 6 i s . lip &dditrom e d
promotion ofreal tme information and mobilen-ticketing products on the Park & Ride are
planned. The féectiveness of these campaignan be recorded through a digital footprint,

therefore success rates can be monitored.

6.5.7 Bus & Car Users Perceptions oPublic Transport

The results from the following section (and their associated Tables), provide further insight into
the differences and similarities of current bus users, set against car users. Saohusefalto

a Travel Planner, in that provides an indicatiorof the types of issues that could to be
addressed to encourage greater uptake of public transport within a specific area, or for an
organisationBus users were directly compared with car drivers in order to understand what
issues would encoura@OV usersto use buses to aaater extent for their commuteess than

five per cent wanted through ticketing, with no significant difference seen between current bus
or car users (Chil.424, di, p<0.233; Table 6.)9A significantly large minority of car users

(37 per cent) wanted to see better located bus stops compared with current bus uSers (Chi
6.153, dfl, p<0.013; Table 6.R0Owhereas cleaner and more comfortable buses were not
important for either group (Chil.910, dfl, p<0.167; Table 6.21A majority wanted to see
higher service frequency, but this was significantly greater among bus user8.@34i, dfl,
p<0.047; Table 6.22 Although a minority issue, bus users were significantly more likely to ask
for improved shelters (ChB.385, df1, p<0.002; e 6.23, whilst car drivers wanted to see
better connections between services in586, dfl, p<0.058; Table 6.24ust over a third of
respondents wanted to have discounted or annual passes, with significantly more bus users
asking for this as an dph (Chf 14.762, df1, p<0.001; Table 6 2%\ minority of both bus and

car users (twentgne per cent) wanted to see improvements to bus timetables and route
information (Chf 1.941, dfl, p<0.164; Table 6.2&0 per cent wanted to see more reliable bus
services, but current users significantly more so 2(0331861, dfl, p<0.001; Table 621 ess

than seven per cent asked for improved security’(@BRO, dfl, p<0.365; Table.29. These

results are interestingn that they indicate thatin many instances only a minority of

respondents wanted to see specific improvements, thelyodeverrepresent a significant




number of individuals. If improvements could indeed result in a modal change (based on the
fact that gople do not always do what they indicate they would), this could result in a

significant onroad impact.

Table6.19 A Comparism of Bus & Car Users and theirpe f er ence f or Ot
ti cketi ng d&oircreasabusueages ur e

Through ticketing

No Yes Total
What is your primary Bus Count 205 15 220
(usual) form of Expected Cour]  208.5 11.5 220.0
transport to the Car (drive, Count 849 43 892
University? onown)  Expected Courl 8455 46.5 892.0
Total Count 1054 58 1112

Expected Cour] 1054.0 58.0 1112.0
Chi-Square Tests
Value df Asymp. Sig. (2sided)

Pearson Ch8quare 1.424 1 .233
N of Valid Cases 1112

a. 0 cells (.0%) have expected cofewerthanfive. The minimum expected couist
11.47.




Table6.20 A Comparison of Bus & Cansers and thejor e f er ence f or &ém
stops6 as a measure to increase bu:
More conveniently
located bus stops
No Yes Total
What isyour primary Bus Count 158 62 220
(usual) form of Expected Cour| 142.2 77.8 220.0
transport to the Car (drive, or Count 561 331 892
University? own) Expected Cour]  576.8 315.2 892.0
Total Count 719 393 1112
Expected Cour] 719.0 393.0 1112.0
Chi-Square Tests
Value df Asymp. Sig. (2sided)
Pearson ChBquare | 6.153 1 .013
N of Valid Cases 1112
a. 0 cells (.0%) have expected coteawerthanfive. The minimum expected count is
77.75.
Table6.21 A Comparison of Bus & Car Users and th@ire f er ence f or o6n
comfortable busesd as a measure to incr
Cleaner and more
comfortable buses
No Yes Total
What is your primary Bus Count 191 29 220
(usual) form of Expected Cour] 196.7 23.3 220.0
transport to the Car (drive, on  Count 803 89 892
University? own) Expected Cou]  797.3 947 | 892.0
Total Count 994 118 1112
Expected Courl 994.0 118.0 1112.0
Chi-Square Tests
Value df Asymp.Sig. (2sided)
Pearson ChBquare | 1.91C 1 .167
N of Valid Cases 1112

a. 0 cells (.0%) have expected cotawerthanfive. The minimum expected count is 23.35.




Table6.22 A Comparison of Bus &ar Usersandthepir e f er ence f or on
as a measure to increase bus usage
More frequent
services
No Yes Total
What is your primary  Bus Count 79 141 220
(usual) form of transport Expected 92.0 | 128.0| 220.0
to the University? Count
Car (drive, on Count 386 506 892
own) Expected 373.0 | 519.0| 892.0
Count
Total Count 465 647 1112
Expected 465.0 | 647.0 | 1112.0
Count
Chi-Square Tests
Value df Asymp. Sig. (2sided)
Pearson ChBquare| 3.934 1 .047
N of Valid Cases 1112
a. 0 cells (.0%) have expected cotewerthanfive. The minimum expected count i¢
92.00
Table6.23 A Comparison of Bus & Car Users and th@ire f er ence f or 0
as a measure focrease bus usage
Improved shelters
No Yes Total
What is your primary ~ Bus Count 180 40 220
(usual) form of transport Expected 193.3 26.7 220.0
to the University? Count
Car (drive, on  Count 797 95 892
own) Expected 783.7 | 108.3 | 892.0
Count
Total Count 977 135 1112
Expected 977.0 135.0 | 1112.0
Count
Chi-Square Tests
Value df Asymp. Sig. (2sided)
Pearson ChBquare| 9.385 1 .002
N of Valid Cases 1112

a. 0 cells (.0%) have expected cofewerthanfive. The minimum expected count26.71.




Table6.24 A Comparison of Bus & Car Usersand th@ire f er ence f or 0
bet ween servicesO6 as a measure to
Better connections
between services
No Yes Total
What is your primary Bus Count 177 43 220
(usual) form of Expected Coun|  166.2 53.8 220.0
transport to the Car (drive, on  Count 663 229 892
University? own) Expected Coun] 673.8 | 218.2 892.0
Total Count 840 272 1112
Expected Counjy 840.0 272.0 1112.0
Chi-Square Tests
Value df Asymp. Sig. (2sided)
Pearson ChBquare | 3.586' 1 .058
N of Valid Cases 1112

a. 0 cells (.0%) have expected cofewerthanfive. The minimum expected count is

53.81.

Table6.25 A Comparison of Bus & Car Users and th@ire f er ence f or 0

ticketsd as a measure to increase

Discount tickets and
annual passes

No Yes Total

What is your primary Bus Count 113 107 220
(usual) form of Expected Count 137.7 82.3 220.0

transport to the Car (drive, Count 583 309 892
University? onown)  Expected Count]  558.3 333.7 | 892.0
Total Count 696 416 1112
Expected Count 696.0 416.0 1112.0

Chi-Square Tests

Value df Asymp. Sig. (2sided)
Pearson ChBquare | 14.762 1 .000
N of Valid Cases 1112

a. 0 cells (.0%) have expected cotewerthanfive. The minimum expected count is




Table6.26 A Comparison of Bug Car Usersand thepr e f er ence f or o6n
route informationd as a measure toa
More timetable and rout
information on bus
services Express servic
(limited stops)
No Yes Total
What is your Bus Count 167 53 220
primary (usual) form Expected 174.5 45.5 220.0
of transport to the Count
University? Car (drive, on Count 715 177 892
own) Expected 707.5 184.5 892.0
Count
Total Count 882 230 1112
Expected 882.0 230.0 1112.0
Count

Chi-Square Tests

Value df Asymp. Sig. (2sided)
Pearson ChBquare | 1.94F 1 .164
N of Valid Cases 1112

a. 0 cells (.0%) have expected cofawerthanfive. The minimum expected count is 48.5




Table6.27 A Comparison of Bus &ar Usersandthefir e f er ence f or 0
as a measure to increase bus usage
More reliable
services

No Yes Total

What is your primary ~ Bus Count 108 112 220
(usual) form of transport Expected Coun] 131.4 | 88.6 | 220.0
to the University? Car (drive, on Count 556 336 892
own) Expected Coun| 532.6 | 359.4 | 892.0

Total Count 664 448 1112
Expected Coun] 664.0 | 448.0 | 1112.0

Chi-Square Tests

Value df Asymp. Sig. (2sided)
Pearson ChBquare| 12.86F 1 .000
N of Valid Cases 1112

a. 0 cells (.0%) have expected cotewerthanfive. The minimum expected count it

Table6.28 A Comparison of Bus & Car Usersand th@ire f er ence f or O
busesd as inarcasedusssagee t o
Improved security on
buses
No Yes Total
What is your Bus Count 208 12 220
primary (usual) forr Expected 205.0 15.0 220.0
of transport to the Count
University? Car (drive, on  Count 828 64 892
own) Expected 831.0 61.0 892.0
Count
Total Count 1036 76 1112
Expected 1036.0 76.0 1112.0
Count
Chi-Square Tests
Value df Asymp. Sig. (2sided)
Pearson ChBquare | .820" 1 .365
N of Valid Cases 1112

a. 0 cells (.0%) have expected cotawerthanfive. The minimum expectecbunt is 15




6.6 Quality Network Partnership (Network St Albans) - An Embedded Perspective

As my role and research themes emergedkiwg within the local communitglongside Local
Authorities, public transport operators became a large aspect of my work. It was appare
many of the barriers to successfully implementing TP initiatives at the organisationakézee
influenced by external objective and subjexissues.

One of the most important travel planning initiativeshtveemerged from this research, w|
the process afny involvement ileveloping a Quality Partnership in the city of St Albpee
Figure 1.1].

Reflective Diary Box6.11 Exernal and Internal Factors

The overall process and delivery structures for the development and implementation of the
Quality Partnership are presented in the following section. The aim is to use insighthis

to inform Chapter Seven, for the wider developmerthefTP.

The case study ardar this partnership was developed within the historic Cathedral City of St
Albans which is approximately 10 kilometres North West of the London boundary and 30
kilometres from Central London. St Albans City is one of a series of settlements in South
Hertfordshire, all of which have a per capita of between 30,000 and 100,000. They include the
towns of Watford, HatfieldHertford, Hemel Hempstea&t Albans and Welwyn Garden City

(St Albans Urban Plan, 2010)

There is extensive travel between these various towns and with the outer Londins gugitto

the South (DfT, 2010 There is an extensivaotorway network including the M25 and radial
motorways to the rest of the countiyoughthe areaFigure 1.1) together with variable and
widespread traffic congestiafHCC, 201). There are also the main line railway lines to the
Midlands, the North @d Scotland. Apart from the high frequency train services to Central
London, Harpenden, Luton and Bedford there is relatively limited public transport. In particular
the bus services available have been shaped over recent years by U.K. legislation lo@ how t

bus industry works and how bus services can be proyidedsport Act, 1985)

A working relationshipvas developedvith the SADC Laal Strategic Partnership (LSP), as a

result of theUniversityp s wor k i n their TP. T he evelgpan e r 0
approach to dealing with the specific transport related issues (local traffic congestion and air
quality). The basis for this partnership work was the ISfe. LSPhad developed specifaims

for partnership work inSt Albans The partnershipidentified the following areas for

consideration




Providing accessible facilities and activities for young people

N

Helping to build the capacity of the voluntary and community sector to provide
preventative and support services

Encouraging and promoting comnitynrengagement and participation

Promoting sustainable local economic development

Meeting the needs of an ageing population

Reducing our impact on the environment

N o o b~ w

Reducing inequalities

(Source;SADC Local Strategic Partnership00§

After initial discussions were heloetween the University, District aridAs, the main public
transport operators, a forum partnership was proposed that would takeolmtarystatus(as
opposed to a statutory on€NP Minutes,2008). Quality contracts have beeregeas difficult

and expensive and likely to generate conflict with operators, while statutory partnerships have
been seen to be complex and legaligiers comm, Joseph, 2008}t was felt by all partners

that astatutory partnership would impose toonyaigid legal guidelines and therefore a less
structured and flexible voluntary partnership was deemed more suitable for this case study
(QNP Minutes, 2008)Voluntary partnerships allow for discussion between the partners without
the setting up of a legastatutory body.

This initial meeting provided some structure to what was being proposed. A3Pl
Coordinator, | was interested to let my role develop along this route, due to the fact th
measures developed through this partnership would patirive able to be implemented at t
University. As such | further embedded myself within this partnership as the Executive A
to the Chair. This role would enable a direct involvement in all aspects oérttexging

partnership

Reflective DiaryBox 6.12 Embedding a Travel Plan within a Quality Partnership Framework

In orderto structurethe partnershig Memorandum of Understanding (MoU) was drawn up by
the | ocal authoritieso6 | egal dirafiech andagreed,t s .
representatives of SADC and HCC, tréirst Capital Connect and Midland Mainling)d bus
operatorgArriva, Centrebus, Metroline and UNCG3nd representatives from the University of
Hertfordshire signed up to this ndemding documentThis group became knowas primary

partners (aopy of this MoU can be viewed in Appendix Four)




Owing to the @ not possessing bér legal powers of its owmor a permanent legal status, it

was designed to act as an organisation administered by one of the primary partners, in this case
the University of Hertfordshire, who provided some funding and a base for the Executive
Assistantrole. This document became of great importance later on in the partnership when
securing government and European funding. The MoU provided the contractual framework
from which the different partners could work togetivien makingoint funding bids, Bhough
additionalformal contracts betweethe Local Authority angartners would have toe drawn

up for delivering specific travel projectbthey were deemed in the pitinterest(such as the
multi-operator ticketing product and specifimprovements hrough the Local Sustainable
Transport Fund).

The QNP, through working with Hertfordshire County Council (HCC) as primary partners, are
actively looking to provide enhancements to core bus routes within St Albans through the use of
the Department for Traport Local Sustainable Transport Fund (LSTRitially the QP was

funded by contributions #iind from all partners and funding for the RQcoordinator was
provided by the University of Hertfordshire, Hertfordshire County Council and St Albans City
and District Council. Fiding is being sought for ciyide travel plan initiatives from the
European regional development Fund{edRDPF as well as Growth Area Funding (GAF) from
central government. In the longer term the aim is for the partnership to bedfdran
increased revenue obtained through sustained growth of the network and Section 106

contributions through planning.

6.6.1 Network St Albans Memorandum of Understanding

The MoU introduces theverall aim of the partnership, its stakeholders anddtia¢us of the
agreement. In addition it sets out how the partnership is organised and its broad objectives. In

addition, the area of operation and the duration of the agreement are included in the document.

Table6.29 Network StAlbans (QP) Aims (® MoU, 2009/1D

The aim of the St Albans Quality Network Partnership is that of creating an integrated
transport networkd through partnership,
real andattractive alternative for many of the journeys currently made by private car. Th
help SADC and HCC to cut traffic related road congestion, air and noise pollution
businesses in the <city recruit oaasdn atedtg

visitor destination.

The fully integrated approach being adopted by the QNP is to develop a network to ing




least the following.

Vi.

Vii.

Routes and corridors designated with a minimum service level based on demar
integration betwen rail and bus (where feasible)

Real Time/Automatic Vehicle Location (AVL) information on all routes serving
QNP area, with public display using screens, mobile and internet technology
suitable)

A common and interchangeable ticketing schemessipty incorporating smartcal
technology, for integrated ticketing between services and operators

Traffic management schemes, parking controls, street works orders and bus
schemes, supported by strong enforcement measures that allow bofesdaick and
punctual services at all times

Route specific marketing

Introduction of a wider city Travel Plan Strategy, which will develop axgaing set of
measures aimed at enhancing the QNP

Working with and integrating the new initiative for devetap and implementing

railway station Travel Plan Strategies at both the St Albans and Hatfield stations.

Partnershipmembersare brden into two distinct groupings, primary and associatgners

The formerare responsible for directly implementing QNP objectives, and are the signatories to

t he

i Memor andum of Understanding. 0 Associ

Reference Group by a designated representdfiviary Partners consist of the aw.ocal

Authorities of Hertfordshire County Council, St Albans City and District Council, operators are

represented by First Ciagd Connect and London Midland atige four bus operatar&inally

the University of Hertfordshire is also represented in therdh Associate Partners are made up

at

of representatives from Further Education establishments, Hertfordshire Constabulary, The

National Health Service, Primary Care Trust(s)/ Strategic Health Authority, Businesses,

Transport Users Representative and@ped Members (bcal Strategic Partnership (LBP

The P is made up of Partnership Board (Figure 6)ldbmprising of one representative from
each of the Primary Partners. The Partnership Board elected a Chair, in this casetex co
member to the partneiigh The Board and Chair are supported by an Execétsgistant. This

role (termed ® Coordinator) was jointly funded by both the University and the District Council




Analytical Review

LSP.This role was vital to the research process, because it allowed for the whole pfdbess

partnership being developed to be reported as part of this thesis.

Executive
Assistant

Local Authorities Operators Transport Experts

Local Strategic | |
Partnership ; Others

Hertfordshire Constab

Health Autharity,

Figure6.10 Network St Albans (QNP) Board Structure

This QP Coordinator role provided a resource for communication and the overall running of the
QP. This was a CSFko the initial stages of bringing the different members of the partnership
together. It also provided a main point of contact for any issues oiangest

The @ board formed subroups that were appropriate to consider particular issues.
Membership for these stdgroups was drawn frorassociate as well gwrimary partners. Sub

groups report back to the Partnership Board with the aim to arrive atodecks/ consensus.

This recognises that, given the numerical strength of the particular groupings represented on the
Board, any form of voting by majority would (or potentially could) disadvantage individual

members.

In addition, the Wider Reference Grounzludes a representative from each of éssociated
partners and up to three (3) otheramed members. These members are of distinction in the
transport field, an appointed representative of bus/train users and/or a person who is able to
represent thdnterests of the business, commercial and industrial commanitithin the
partnership aredll partners were involved ith the setup process of the ®as their differing

fields of expertise were invaluable to overcoming initial obstacles. Bus openatparticular

were initially concerned with the Competition Act and were not willing to enter into any

negotiations that could jeopardise their organisatidgnterest Therefore, all documents
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Analytical Review

(including the MoU) and relative measures were put in placevhen the Local Transport Act
2008took effectin December 2008. Once this process was completed, the partnership could
proceed without the threat of being prosecuted for attempting to create a public transport

monopoly.

Owing to the varying issues frommfrastructure challenges to namegrated ticketingit was
decided that, when theRQwasinitially launched, it would be necessary to set up four working
groups(Figure 6.1). They would be for addressing the problems and solutions in their relevant
areas as below. An additionahtd planning group has been addedincorporate auccessful
ERDF bid securedby the partnership for delivering Travel Planning to Small and Medium
Sized Enterprises (SMES)

Communications &
Marketing

Wwe¢2 RS f

internal/external

communications & marketing
///’ (iKS vth\\\

Infrastructure Ticketing & Fares

W5 S@St 2L £ S3l
s ieve changes in current
wez2 t221 FUog ﬂﬁgﬁmwwmammmm

long term infrastructure : :
Lo - - multi-modal, multioperator
Rl U Sy ElE 3 FNBL GARS

Network Planning Travel Planning

Review and develop the Wt N2E GARS ¢ NI
network system in order to Guidance & Advice to
improve frequency, reliabilit o0dzaAySaa
g LJdzy O dzt

Figure6.11 Network St Albans (QNP) Working Groups

The working groups are supported by terms of referethz outline the roles and
responsibilities and leader of each gy@s described below (Table 6)30
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Table6.30 Network St Albans Workingroups & Terms of Reference PQMoU, 20®/10)

(1) Communications and Marketing Group

This will be broken down into two stdroups, Communications and Marketing, however ¢
feed into each otmeand therefore make up one main working group.

Group Members

I Executive Assistant (Communications Group Lead)
9 Intalink (Marketing Group Lead)
1 HCC
1 SADC
9 Public Transport Operators (to be defined, smaller operators to have one represg
linkinwithoper at ords communi cation depart
Aim

This group will deal with internal and external Communications and Marketing/Branding
QNP.

The Communications Group will develop a three (3) year strategy for the creation of €
communications to anidom the QP. This will be led by the QNP Executive Assistant, how
all external communications must be agreed by the QNP Chair prior to being sent out.

The Marketing Group will deal with the development of branding strategy of the QP. Th
be led ly the HCC NTALINK Group feeding into the overall monunications strategy for th
QP. The group will also look at ways of marketing the network or parts of it, includi
current norusers

Quick Win - Its first role is to investigate the developmentdfh ondon Under
map and stoppecific information for the B area.

f N.B. A1,000 provided by University
Al bansé integrated map

(2) Infrastructure

Group Members

Y HCC - Rupert Thacker (Group Lead), Daniel Tancock

1 SADC
1 Public Transport Operators (to be defined, Infrastructure controlled mainly by UN
Arriva)
Aim

This group will look at short, medium and long term infrastructure challenges to help im




the passnger transprt network provision for the B area, including both highway and pub
transport infrastructure. This group will liaise with existing projects and promivéestructure
initiatives as a ® to improve facilities as a whole.

(3) Network Planning

Group Members

9 University of Hertfordshire (Philip Waters)
 HCC (PTU: Keith White)
9 Public Transport Operators (to be defined)

Aim
Review and develop the network system in the QP area in order to improve freg
reliability and punctuality of the publitransport network. To use existing data with
possibility of commissioning the collection of new data in order to develop a compreh

network plan including regular interval services on key corridors.

(4) Ticketing & Fares

Group Members

9 Public Trarsport OperatorsMetroline (others to be defined)
1 HCC (Intalink)
1 SADC

Aim

To develop the necessary legal framework in order to achieve changes in the current {
system, including mukimodal, multioperator and area wide ticketing.

(5) Transport Planning

Group Members

9 University of Hertfordshire
1 HCC
1 SADC

Aim

Set up on the basid the (P securing ERDF funding for warlg on developing TP for 8
SMEs, to back up the work of theRQ Thisgroup will work alongside the B in promoting
public transport to 8MEs in St Albans. The working grouprovidesassistance t&SMEsin
developing their owP.




The overarching principé of the @ is to allow the transport operators to improve operating
frequency and reliabilitylf this were achieved, this would help resource efficiefacimprove
frequencies at no additional cost and deliver higher punctuality and efficiency. Aharid
others are to provide infrastructure, traffic management, parking restrictions, bus priority
schemes and an enforcement regime to assistrihixchange, the bus and train operators will
invest in modern vehicles, staff training, information services and improved standards of
service. In addition they will consult the other partners on fardssarvice frequencies where

appropriate.

Table6.31 Network St Albans (QP) Objectives (QNP MoU, 2010

This partnershipbs objectives will thus

i. establishing what busetwork is appropriate to the partnership area inclug
routing, frequency, ticketing and bus priority, based on careful market reseg
users and potential users, andocdination of bus and train timetabling

ii. using the expertise of the transport opersito determine the measures neede
make the network commercially sustainable into the longer term

iii. negotiating within the partners and with other stakeholders an implementatio
for the creation of tha@etwork thattakes into account the delivery constraints
each partnerds input. The gener al
should not be required to deliver their service improvements until such time
other parties have provided the appragriainfrastructure, resources a
enforcement that are required to facilitate improvements to bus and train serv

iv.  agreeing an appropriate ticketing strategy to encourage optimal use and mog
(with the benefit of market research data)

v. working with INTALINK over branding and publicising the partnership and
services to customers

vi. assembling the resources required to facilitate the creation and sustainability
network whether from statutory sources, Section 106 Agreements or vol
commitment

vii.  developing and then entering into the Agreements with the transport operat
the provision of the network in the expectation that the network, properly plé
and launched, is commercially sustainable in the long term and takes into &
funding of socially necessary services

Viii. establishing mechanisms for funding network wide travel schemes, incl
partnership travel cards, -I® travel schemes, University travel schemes ang
fair distribution of revenues to operators

ix. considering any other @asures as may be requested by the statutory bodie
members of the partnership to enhance the activities of the partnership g
benefit of the wider community (adopted from MoU 2009)




It is recognised that to bring the objectives described abawat abll requirefunding sources
The @ did notinitially have funds of its own so the intention is that each QP member will be

responsible for funding its own work within the QP agreed plans.

In order to fulfil the aims and objectives set out in the MalUprimary partners have met with

the Executive Assistant in order to develop a timeline of activities. This timeline includes all
short, medium and long term measures relating to Infrastructure, Network Planning, Ticketing
and Fares, Marketing and Commications. It also includghe Transport Working Groupresh

Ways to Work travel planning projects part of th&€RDF.

The timeline is set out using these broad headlines against which specific tasks to be completed
areoutlined. The success of théP@iill be measured against the delivery of these projects. Set
against these deliverabldsPls will be developedhat will include metrics on environméa,

social and economic issues.

The @ was formally launched in the April of 2009. No overarching tadgeen objectives
have been set for the project; however each party has objetiat¢isey are seeking to use the

QP to realise.
i) Operators sethe (P has growing the market and contributing to their bottom line.
ii) The P is also seen as contributing dbjectives in a number of other statutory
processes, including St Al bans 6City

Communities Development Framework (SADC), the Local Transport Plan and
Urban Plan (HCC).

At this stage within the project, it is not considefedsible to calculate realistic cost benefit

ratios, this is because the specific enhancements, to various aspects of passenger infrastructure
which may be undertaken as part of this project, has not yet been fully assessed. However, once
a full programmehas been prepared, it will be possible to calculate the overall level of

passenger benefits delivered by the project.

Whilst it is not easily possible to differentiate precisely amongst society groups, it is generally
accepted that bus users for exanpee lower than average incomes, as such investment in bus

servicessuch as this are more likely to benefit particular groups.

Her Majesy ® Treasury Green Book (HMRC, 2009 highlights the need to consider
distributional issues of benefits and drawbaekth a view to enabling the promotion of social

inclusion.In accord with this it is considered that the scheme will positively encourage social




inclusion and in doing so provide a higher quality of life for some less advantaged society
groups in particula The improved linkages formed by the revised network, coupled with the
increased frequencies and consistency of routings will make the network more understandable
and user friendly this could be core to winning over potential new customers, for whem th

network is currently too confusing.

The success of the scheme will represent the first step in a move to help reduce the effects of
congestion, carbon levels, and noise and improve air quality within the city centre area in
particular.The extent and dgee to which it will achieve this will béependentipon the ability

of the respective authorities to identify and implement measures to ensure that this quality
service benefits from increased passenger accessibility and the possible introduction of
encanpassing citwide information points. The Bis managed on a-Bnhnual basis through the

board meeting with the primary partners. Updates are provided from leads of the five working

groups from which further actions are agreed and signed off by the Chair.

The individual working groups then work on the agreed actions set by the board and feedback
directly any progress and findings to the Executive Assistant whgsréhese to the Chair of

the QP. The ® ha official documentation where iWutes of board meigigs are taken and
actions agreed by the primary partners. The
which is a key outcome in the peoct management of individual RQprojects. The project
timeline is then developed between the working grommpgartnership with theExecutive
Assistant. This timeline is vital to the overall structure and progress of set measures to be
delivered and provides a focus for communication between the Chair, Executive Assistant(s)

and primary partners.

6.6.2 European& Governmental Funding

Network St Albans has secured European Regional Development Funding (ERDF), through the
East of England Development Agency (EEDA) fehat is called théd Fr esh Ways t o
project. The project was jointly deloped by Network Slbans (@) & Suffolk County

Council, plus local and regional business networks and government agé&mess.Ways to

Work is a free travel planning advice service specially tailored for SMEs, providing an

innovative packagef monitoring, information, tiketing and tax concessions.

Businesses in the East of England enjoy the benefits of free travel planning support from local
authorities Howevert this type of service is mainly used by larger organisations and until now

has not been adopted IBMEs. The low carbon business growth potential of the project has




enabled the leverage of this European Union funding, which affords new ways of the public

sector reaching SMEs as well as and individuals.

The joint project objectives include; delivering a sus@@sbehaviour change campaign to 160

SMEs in Ipswich and St Albans; to aim to reduce €aktEstransport CQ emissions byten

per cenbver a two year period including an annual saving thereafter of around £10k per annum;

and to share research into travieéhaviours and measures that successfully influence

SME/individual travel choice, across the East of England and beyond.

Table6.32 Fresh Ways to Work Project Objectives (Source: Fresh ways to Work, 2010)

A

o

)

Develop research to understand how to influence behaviour change by
population, and by Small & Medium Size Enterprises (SMEs), can be made th
marketing, information systems and technologies.

Delivery of workplacel P consultancy.

Facilitate SME gowth though efficiency savings, improved accessibility for staff
customers, and income generated’Byimplementation.

Development of brokerage services to advise SMEs about salary sacrifice scher
related mobile ticketing/tracking service andéntives to stimulate the local econol
and ease congestion.

Measuring success of SME engagement, take up of salary sacrifice,
ticketing/tracking and incentives schemes.

Strengthen existing business partnerships and develop an Ipswich voluntary
partnership with transport operatof® support business growth through reliable
easyto-use public transport services.

Reduce congestion and gémissions.

Share findings of the project regionally and nationally.

The Network St Albans partnershf@P) is currently reviewing the use of its working brand

O0Net work St Albansd identity for usAppendr

i ts

5). The partnership is keen to develop a @iige TP identity, for whih t hi s O new?d

identity c #NAALINIKKOG uits | asedxi ting and establi

Hertfordshire County Council, Public Transport Unit (PTU) for the provision of passenger

transport information and bus ticket6he funding oldined from theFresh Waysproject

provides the opportunity to develop a brand iderttiigt links the existing and new identities

and partnerships together.

S



6.6.3 Communications & Marketing

The creation of a final 0 N én¢ design land Broductoh bfa n s 6
materials required from the development of travel messon the ground within theRQcase

study area will be aonn-going process. Marketing the ®andfresh Ways to Worlproject to

business as well as individuals, requires tawelopment of a multi user functionality and

mixed media marketing campaign to influence behaviour change of employees within
businesses, as well asncouraging employett® firstly adopt and then begito developtheir

own business TP, to feed into tdeveloping city wide TP. Such a marketing mix will need to
include an array of commuting to work and business travel options and other incentives.
Furthermore the campaign will need to support digital information developments via internet

and mobile phonportals.

Once a marketing framework has been agreed, and marketing company taken on to deliver the
agreed objectives for a travel awareness campaign, market segmentation will need to be
explored in greater detail, to that undertaken in commuter survelsedupreviously in this
thesis. As part of theFresh Waysbid, HCC will have access to a piece of marketing
segmentation software, called Mosaic. This software allows for localised lifestyle behaviour,
such as transport behaviour to be input into the etamy tool, and for different marketing
messages to the extracted for different demogramoicors. Such a tool, allows for
personalised or individual travel planning to be undertaken to a high level, and specific targeting

of groups with differencing nelg, in terms of their requirements of local transport provision.

Where SMEs are willing to share staff addresses using the iTRACE travel planning tool, there
will be potential to use the Mosaic segmentation to provide additional insights to inform
localised marketing and direct marketimgindividualsspecifically. This projects allowfor the
potential development of a range of transport and travel planning measures, products and
services to be generated and delivered, either through or as a resudt pfojact, including

new organisations and future area wide partnerships.

6.7 Discussion &Conclusions

Taking both the University andity wide commuter surveys oémployeesclearly has
limitations imposed on it, both in terms of the limited number of respondents, its geographical
extent, as well as any meaningful results in terms of significance. However, what the surveys
providearean indication of broader commuter traypeitterns and the issues that help influence
these trendwithin these specific areak order to obtain a more-kepth and holistic picture of

trends and attitudes, future research on other transport user trends, including the school run, city




employersretailers, residents, as well as visitors to the city would need to be measured, in order

to better inform local transport planners and policy makers.

Having saidthat, from the findings of thessurveys, it is evident that there is room for
significant mprovements tde implemented that would encourage a move towards greater use

of sustainable modes, away from the high SOV use, currently seen.

Responses from those surveyed, suggest a greater need for integration of public transport
services for commuterchange their behaviouwith responses leaning towards integration,
reliability and cost as more importaio structural(objective)improvements, such as bus lanes.
Such infrastruct@ improvements would not be viable in a medieval city as St Albartheas

road network is based on narrow corridors and concentrated radial routes into a congested city
centre. In terms of providing a greater level of integration of existing public transport service
within the district, the idea of developing aP@bus) isapparent from tbse data. Such a
partnership would need to consider how it would operate within arewriated, non
metropolitan area, in terms of developing a public transport network that could provide
integrated routes, timetables based on high frequeorridors with interchangeable tickets
between the four main bus operators, as well as potentially train services, perhaps developing

upon the existing oyster card style cards used within the regulated London environment.

A city wide TP strategy would need to incorporate commuter data from individual
organisationalTPs such as the Universitgnd other drge city based companiesuch as the
District Council, National Health Trust, Faber Maunsell (a travel consultancy), Murco
Petroleum among othes could themselves undertake to develop an organisational TP. In
addition, Small and Medium Enterprises (SME who traditionally have not developed TP
under Planning Policy Guidelines 13, Section 106 agreements, coulchalfsao collate
employee travebehaviour, to feed into a city wide transport stratfdye Fresh Ways to Work
project is an example, where local travel planning projects can overlap and feed into an area
wide strategy, such as that proposed as an outcome from this resbés guoolirg of resources

in partnership between regional and district authorities, as well as working alongside businesses
of all sizes in developing individual TPs would aid first in collating commuter travel patterns,
and then bringing the results together agywide or regional area. Such data, when collated,
would bring together travel behaviour and trends between organisations, which would help
coordinate local authorities and councils transport policy, in essence providing TP measures for
cities and regions an integrated and coordinated manner, for all organisations, businesses and
individuals to make better use of the modal options available to them, which currently, all too

often are provided by the private motor car.




Proving incentives for different ndes (such as providing Smarter Choie¢he Network St

Albans network and route specific maps, as well as the introduction of the BusNet- Multi
operator ticket are such examplesid marketing these to both business and individuals would

be the initial sages of developing a cityide TP strategy for St Albanktroducing input from

SMEs through providingdirect support fromthé Fr esh Ways t o h¥ipte k6 p
development and implement their individuePs thatfeed into a wider strategyrhis is the

focus of the next chapter, which presenfERafor a large organisation, taking into accoant

holistic multi sector complegartnershigapproachsuch as that being undertaken in St Albans.




Chapter Seven Travel Plan
7.0 Introduction

This thesis has involved researching the processes in the development of a Travel Plan (TP) for

a major HEI organisation. The preceding chapters have shown the stages of this development,
and the methods and approaches adoptediteh the context of previous research and wider
policy debates. What f odububwofi n htiilsi ¢ helsa st em
large HEI organisation, set within a wider Quality Partnership. Owing to the nature of the
research beingmbedded within a specific case study organisation, it seems appropriate that the
culmination of the work should present a TP that has emerged from that particular case setting
(as previously discussed by Creswell, 2007 & Denscombe, 2007). As such ahterchill

simply relay the TP of the University of Hertfordshire in full, following the iterative and

emergent outcomes processes detailed in previous chapters, and illustrated below (Figure 7.1).

Table 7.1 provides reflective overview of the outcdhmmes that emerged from the qualitative
analysis wusing Burnardodés (1991) fourteen st a
a link between the TP that has emerged using an iterative process of analysis in the proceeding
empirical chaptersSomeof the outcomes achieved overlap in terms of the achievement within

the TP.

Table7.1 Reflective Outcome Themes

Outcome: 5a

The role of individuals, their perceptions and knowledge all have potential to impact

direction of a specific organisational TP.

This particular outcome has to be considered throughout the process of developmgé
implementation phase. Therefdrem my perspective as a Travel Planner, the key issue
was to consider developing a TP within the existing structures of the University. This

simple, but if such structures are not in place this can delay embedding the TP wit
culture ofan organisation. This was the case with the University, in that although an EM
itself being developed, it had not fully been integrated and roles defined. This provig
opportunity to merge the TP with the University EMS.

As such, the TP isrecode wi t hin the Universityods 06A
key document when implementing an EMS. This document is key to both internal and €
auditing processes, as this provides the baseline evidence against which auditors can €

University is fulfilling is commitments, made within its Environment and Sustainability P




(see Appendi6f or Uni versity O6Aspects & | mpact

Travel Plan).
Outcome: 5b
Develop an organisational Travel Plamat i ntr oduces behavi ou
carrotdé approach. Such an approach shou
that are not seen as O6ant. card6 and are

and deeloping affordable and realistic alternative modes to the car.

Thisoutcomewas to prove the most challenging, as it had to bring together a lot of the elg
discussd throughout the policy and empirical chapters. As such | have developed 4
mecha i sm, t er m&eward b € ifgaerndix 7) that attempts to bring ia daily
charge for SOV users, but that is not detrimental to either low paid employees or to indi
that do not have viable alternatives. In addition, bringing a daily reward isirthevative
element to the design.

A paper has been draft that is being sitted through the reporting structure (see Figure 7.2
the Chief Executive Group (CEG). The interesting outcome optperis that it includes inpu
from the Estates Dept. and Finance (which are key area to achigwe fioom). This paper is
going b CEG in March 203 (See Appendix?), and can be seen as a major outcome of

research process, to incorporate car parking charges within the structure of a TP.

Outcome: 5¢

Develop a TP within the context of an Environmental Management System (EM&
Corporate Social Responsibility (CSR) strategy. Either approach should reflect a pro
continual improvement and target setting within organisational Key Performance Ind
(KPlIs).

See restilof Outcome 5a and Appendix 6

Outcome 5d

Develop ajustification for the TP to include costs savings; legal requirements; organisg
and cultural understanding; national and local transport policy; investment in alternat

local transport services and infrastructure.




See result of Outcome 5a antd PAppendix Six and Seven) for relevant developmen

initiatives that deal with this specific outcome.

Outcome: 5e

To develop SMART targets for a TP.

SMART Targets have formed the basis for all the TP measures develop within the frame
this proje¢. Without this framework approach to managing this significant environm
aspect, it would not have been incorporated within the University EMS. Therefore, adopt

SMART approach was essential to TP development.

Outcome: 5f

To develop the TP takg into consideration a partnership approach to wider community

issues [such as a QNP].

What | feel is unique to my embedded research case study, is that it has looked b
specific case study and developed solutions that make use of a partnership approa
concurrent development of the Network St Albans Quality Network Partnershipdant tha
the University TP, researcher and organisation have benefitted from input from external ¢
and practitioners. This has led t@P measures that | could not have developedsolation
either through funding or expertise. These incluekd time information, the Network St Alba
Multi-operator Ticket as well as the network and route specific map. The Fresh Ways t
Project brought in funding to develop mobileticketing thathas been implemented in t
Uni versi tyo6s tlR.awithkout &e paitndrghip Being @éble to jointly bid for st
funding, then | would not have been able to implement it solely from working at the Uniy

due to the lack of funding available for such Digital Information Technology projects.

See Appedix 5 for marketing material relating to the Network St Albans rapgrator ticket

and associated network and route specific map

Outcome: 5g

Link the long terms survival of a TP to gaining planning consent.

Through developing internal relationshipsiwihe Estates Department, the TP has been al

prove its worth in delivering planning consent for past and proposed planning applicatior




Estates 2020 Vision requires a TP before any work can be taken forward. The Travel H
also provided thesvidence required for a reduction in car parking spaces. This eleme
proved to the University Estates Department the worth of the TP, as it will ultimately

capital spending for additional parking it does not need (See Chapter 6).

Outcome: 5h

Devdop a TP that considers the business climate, developing SMART initiatives 1

implemented within an appropriate timeframe.

Outcome: 5i

Developing a cultural and organisational shift for funding SMART Travel Plan initiatives.

This is an area that will berrgoing. To expect that an organisation and individuals withi
will accept a TP and its measures is not realistic. What my research has shown,
persistence, a long term view and a desire to look for alternative solutions to a problem
only subjective tools available to a TP. Without these, a prospective Travel Planner will 8

very little in a short time.

Outcome: 5j

Develop a TP that considers low wage earners.

See Outcome 5b & ppendix7 for TP measure to be taken forward.

The TP development process makes use of a systems approach to management, based on a
continual improvement Environmental Management Model (as discussed by Staib, 2005;
Gilbert & Gould, 1998). The TP uses a folefined framework to developing TPs, as oattin

by Steer, Davis &A GTraweldsPlpaml| Read u @iete 6Pac
published in 1999, on behalf of the now Department for Transpédj purposes of
presentation, the framework set out by this publication has been rework legdlaecher into a
graphical representation (Figure 7.1) showing the eight stages involved in the development of
the TP.

Stage One: Introduction sets out the organisations background and its business as well as
highlighting what a TP is, its benefits teetbompany and what it can achieve. It is important at

this stage for central and local government transport policy to be outlined in order to provide a



context for the organisationsd representatiyv

role ofthe document within the wider political environment.

Stage Two: Roles & Responsibiliti#sthis stage sets out who is ultimately responsible for
delivery within the company and how the TP works with respect to the implementation and

maintenance of indivigal transporinterventiors.

Stage Three: Transport Reviews (& Monitoring*at the development stage of a TP, this phase
provides a description of current employee modal split, business travel and freight/fleet
activities. It also highlights currefibest practice) initiatives that may be in operation within the
organisation, but that had not previously been part of a systems approach. This stage involves
collecting and collating baseline empirical data against which TP targets can first be set and
then compared against in future years. (*This stage is vital for developing a continual
improvement systems approach to TPs, and will form part of the monitoring of TP initiatives,

and therefore also forms Stage Eight in the monitoring of a TP.)

Stage FourRecommendationi as a direct result of empirical data obtained from Stage Three,
the TP will be informed by these data, from which recommendations for setting objectives,

modal split or other transport related targets and specific measures/initiatipesguo

Stage Five: Objectives, Targets & Measwdisis stage outlines broad objectives of the TP. It
sets headline targets and specific transport measures or initiatives, which must be understood

and agreed by the company.

Stage Six: Travel Plan (Geneiic Site Specificli once transport data relating to the relevant
aspects of an organisation (commuter, business or freight/fleet) have been collected,
recommendations can be made and then broad targets set. These can be used to form a written
TP documentAt this stage, this can be either a generic TP for a fsitéti operation, or
developed in the future to consider ssfecific requirements (such as geographical

characteristics, employee demographics and local planning requirements, etc.).




Stage One: Introduction
Travel Plan Principles

+  Organisation background Stage Seven:

Implementation —
Stage Three (*& Eight): ¢—— Communication &

Transport Review(s) Marketing

Stage Two: (& Monitoring)
Roles & — T
Responsibilities Commuter CurrentPatterns
Business Infrastructure Stage Six:
FreightiFleet BestPractice

Initiatives Generic or

1 Site Specific TP
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Stage FQUr_: Environmental Site Characteristics
Recommendations Management System Geography
l (EMS) Employee Categories
- Planning
Stage Five: | .
Objectives, Targets & Measures » | requirements

Figure7.1 Systematic Stages of Developing & Implementing a Travel Plan

Stage Seven: Implementation: Awareness Raising & Marketingnce a TP has been
developed, raising awareness of its broad targets, aimspaadic objectives (initial and future

measures) to employees is vital if targets set are to be achieved over a period.

Stage Eight: Monitoring as set out in Stage Three, this completes the continual improvement
process as part of a fully working systeapproach to T8 Adopting such an approach enables
transport issues to be embraced and integrated within an organisations Environmental

Management System (EMS) (as outlined in Section 2.8).

Following this chapter, a conclusion will be drawn reflectingtte development process of this

TP and the research undertaken, as well as providing a critical overview of the TP itself.

7.1 Travel Plan Principles & Organisation Background (Stage One)

This section is primarily written to explain the principles amaught processes behind TPs to
company staff and management and as a basis for any new considerations byGbhe TP
ordinator,which emerged from the analysis of the interview process undertaken with internal

and external individual involved with TPs. In daon, insights from work undertaken in

devel oping the University of Hertfordshire6

document.




For Travel Plans to work effectively there are five key issues to drive the required changes,
these are:

1) Achieving aculture or behavioural changén the organisation and amongst people.

2) Providing real incentives aticks and carrotg¢o encourage changes in travel behaviour
and to ensure that these are continued.

3) An integrated holistic approacho ensure that atheasures work in the same direction
and are fully joined up.

4) Total management suppoffor both the measures and to provide leadership example to
others.

5) A clear and continued objectivio achieve for a clear purpose to maintain focus for the
future.

In achieving a change of behaviour the stages can be described in seven steps:

1) Awareness of a problem, e.qg. traffic congestion, pollution, environmental damage,
example to the community, etc.

2) Accepting responsibility at an individual and corporate |&val everybody and every
organisation has its part to play.

3) A perception that alternatives are possible.

4) Evaluation, personally and for an organisation, to find which are the viable alternatives.
5) Making a choice, with the intention to modify behaviour.

6) Experimental behaviour, trying out new travel choices.

7) Habitual behaviour, long term adoption of sustainable modes.

Increasingly organisations and individsialare becoming increasingly aware of the
environmental issues that traffic growth and traffic gestion causes. Often management and
employees of an organisation may fail to make the connection between every parking space that
is used resulting in extra trips on the road network. Each extra vehicle causes a disproportionate
amount of congestion. A st reduction in traffic can reduce traffic congestion considerably.
That is not to say that the problems of environmental damage and global warming are solely
achieved by a small reduction in traffic, but a small reduction is a good start, with immediate

and visible benefits.

Wi thout a full under standing of t he O6whyo

implementation, on the cultural side, and on the acceptance of the need for incentives and




disincentives will not be recognised by staff or managenteatso has to be recognised that

not everybody can change and not everybody can change for all of the time. Small changes can
have big benefits; a sense of direction and what is trying to be achieved is essential. A transport
hierarchy is helpful. Thisan be expressed in the following table (7.2) supported by the image

of traffic lights. A small change from red towards amber or green on any day that anybody can

make a contribution is worthwhile.

7.2 Roles & Responsibilities (Stage Two)

This document dlines the individuals and committees responsible for implementing the
University of Hertfordshireds Environment al
through the structures put in place for the
signal off by the Director for the Centre for Sustainable Communities (CSC). Under section
106, the University employs a Full Time Travel Plan Coordinator, based withiaSReThe

scope of this role is outlined in Table 7.2 and includes;

Table7.2 Role & Responsibilities of a Travel Pl&@oordinator

I Overseeing the development and implementation of the plan

I Obtain and retain senior management commitment and support from senior ma
staff, unions and students.

I Design and implement effective marketing and awareness campaigns to promot
initiatives, including web site and other technology management.

I Report tathe Infrastructure and Sustainability Graup

9 Data collection, monitoring and measurement of traedlits and attitudes to assess
achievement of targets set as well as identifying new ones.

f Act as a point of contact or provid
requiring travel information.

1 Co-ordinate management of different asgeaf the travel plan by working closely wi
different departments such as personnel, estates, marketing and UNO.

I Represent the University and lease with external organisations and groups 4
Goodmans, Welwyn & Hatfield Council, Hertfordshire Businéssvel Wise and loca
transport operators.

I Present a business case to secure a budget for the travel plan development a
securing resources and funding from external sources.

1 Recommend improvements for business travel to reduce economic anchemvital
costs.

1 Recommend a car parking strategy which is-geifling to ensure car parking is n
being subsidised by core business as at present.




The reporting structure for environmental aspects (including Transport), is included within the
overall Environmental Management System. The TP has been incorporated within the
organisations overall reporting structure for the EMS. This allows for the TP Coordinator to
feed directly into reporting to an Estates and Environment reporting Group these gpmups re

to what is known as the Infrastructure and Sustainability Group (made up of organisational
finance managers, estates directors, information officers and the Environment Team (to which
the TP Coordinator is based). These working group striscneémportant, as this is where TP
ideas and measures are formulated, prior to being reported up the management chain to the
Chief Executive Group (CEG). This is where decisions are made on major transport related
issues (such as the proposed Charge Reward 8¢h&his structure has taken a long time to
develop, in terms of incorporating Environmental Reporting within the organisation. The EMS
and TP have evolved together, which has aided in developing the roles and regtarttuges

set out in Table 3.




Table7.3  University Environmental Management System Reporting Structure (inclusive of
Travel Plan Coordinatdr highlighted)

721 Board of Governoroés (BoG)

The Boar d of Governor o6s deter mi nes t hd

Infrastructure and Sustainability as a key enabler within the Strategy Plan fair 2018.

Board of Gosernors

L2
¥

Chief Executive’s Group

:

_w| Infrastructure and Sustainabality Group ‘_\\\

T
tf”’f 3 \““1
Estates Croup Information Hertfordshire Errvironment Group
Croup
Fy h. *
¥ ¥ ¥
Procurernent

Lowrareness and engagernent wia the FooBeps and Ersdronraental Working Group

Figure 7.2.1: Reporting structure for Environmental & Sustainability Issues

722 The Chief Executiveds Group

The Chief Executive Group (CEG) is principally concerned with the professional st
activities of the University and nesccademic corporate policy and strategy. The Group cor
of member of the Office of the Vicd8hancellor (OVC) in addition to other senior manager
is the role of the Group to:

- Provide resources to the Environmental Management System.

- Endorse the Universityb6és Environment

- Endorse the implementation of the Environmentahlslgement System.

- Raise environmental management issues at the level of the Board of Governors.

- Appoint the chair and endorse the membership of the Infrastructure and Sustai
Group.




Members of the CEG
Vice Chancellor (Chair)
Deputy ViceChancellor

Group Finance Director

Secretary and Registrar

Director of Marketing and Communications

Director of Human Resources

Academic Registrar

Director of Estates

Chief Information Officer

Pro Vice Chancellors (x5)

7.2.3 Infrastructure & Sustainability Group

The Infrastructure and Sustainability Group (ISG) is the Management Review Committeq
Environmental Management System and is chaired by the Group Director of Finance. |
Groupbs responsibility to:

- identify the resouresrequired to maintain the EMS

- ensure the EMS is estaliled, implemented and maintained

- monitor the performance of the EMS

- establish, review and revise the institubioe Envi r onment al an
objectives and other elements of the EMS.

Members of the ISG

Group Director of Finance (Chair)

Director of Estates, Hospitality and Contract Serviogs
Deputy Director Capital Projects

Chief Information Officer

Director of the Centre for Sustainable Communities (PV(
Regional Affairs acting)
Head of the Improvement and Planning Office

Sustainability Manager

Environmental Coordinator (by invitation)

Energy Manager (by invitation)

Procurement Manager (by invitation)




7.2.4 Estates Group,Information Hertfordshire Group & Environment Group

The Estates, Information Hertfordshire and Environment-ggaobps work together t
implement the Environmental Management System across the University. The EMS M
(Environmental Coordinator) leads ¢ime implementation of the EMS with support from
Estates GroupAlong with the members of the Environment Working Group there are a ny
of key employees who are involved with the delivery of the TP. This includes represen
from the Environmerat Strategy, the Estates Department, External Relations and the Pel
Department. Specific tasks include developing the Travel Plan and raising awareness
the Environmental Strategy, management of car parking through Estates and staff, silig
local community awareness through External Relations and consideration of staffing an

implications through the Personnel Department.

The EMS Manager:

- Reports to théSG on the functioning of the EMS.

- Implements the recommendations/correctivéoastfrom audits and the ISG meeting

- Coordinates environmental reviews.

- ldentifies and prioritising environmental aspects and impacts.

- Coordinates the setting of environmental objectives and targets.

- Organises the environmental management programme.

- Asdgns roles, responsibility and authority.

- Informs individuals about their environmental obligations, including suppliers
contractors.

- Manages the environmental training programme.

- Deals with internal and external communications.

- Compiles, updates, appes, controls, stores and distributes documents, suq
proceduresto those involved including suppliers and contractors.

- Ensures all relevant legislation and requirements are identified, listed and update

- Checks that the institution complies witheneant legislation and requirements.

- Organises the programme of internal audits and management reviews.

- Ensures internal EMS auditors are appropriately trained.

- Coordinates external audits as required.




Members of the Environmental Working Group are drawn from all areas of the institutio
EWG meets three times a year to:

- Discuss the implementation and maintenance of the EMS.

- Devise and promote initiatives to inform interested parties about envimahaspects
at the University

- Help the EMS Manager to regularly audit the EMS.

Members of the

Information Hertfordshire
Members of the Estates Members of the

Group (reporting to the IH

Group ) Environment Group
Senior Monthly

Management Group)

DeputyDirector Capital Chief Information Officer Director Centre for
Projects (Chair) Sustainable Communitieg
Deputy Director Facilities Data Centres Manager | Environmental Coordinato

Sustainability Manager (Chail  Chief Technology Officer _

_ Assistant Environmental
Head of Operations and

Energy Manager _ and Travel Plan
Customer Service

Coordinator

FacilitiesManager (de Head of Planning and o
_ o o _ EcoRep (by invitation)
Havilland & satellite sites) Administration
Facilities Manage(College Sustainability Manager (by
Lane) invitation)

Environmental Coordinator (b

invitation)

7.3 Review & Monitoring (Stage Three& Eight)

The development stages of a TP involve collecting data for employee commuting patterns for
reporting against targets. These data can also be used to help set appropriate targets at the initial
stages of development. Such quantitatie¢acan be collectedising predefined quantitative

mechanisms outlined in government publications (DEZ®0Q DLTR, 2002, although tools




can be altered where appropriate. An employee commuter questionnaire (Appendix One) was
developed using of the DETR (now DfT) sponsofiEd a v e | Pl an Resource Pe¢
(published by Steer Davies Gleave in 2000, updated 2006). The publishers intended the pack to
be astpopé resource for organisations | ooking
aim of the data collectiowas to set a baseline from which a TP could develop a strategy that
looks to monitor, reduce and manage the impact from transport, within the context of a
continual improvement EMS (as proposed by Staib, 2Gbert & Gould, 1998).

The Continual Improveant Programme sets out the next steps towards sustainable travel,
building on what has already been achieved t
section outlines the actions, initiatives and measures that the organisation is committed to
implementing as well as detailing recommendations and improvements that will further enhance
the TP. Since the adoption of the Universit
progress towards achieving the objectives of theiffRot the targetset (see Figures 6.6 &

6.7).

In order to measure the success of the TP it is essential to monitor changes in travel behaviour
towards the objectives and targets set by the University. The baseline information required to
measure progress for staff astlidents is collected through the staff/student travel surveys in
March /April biennially.

Additional spot check in terms of monitoring are conducted for on street parking as well as car
parking observation by security to assess use. These are repdasdtas in terms of formal
reporting. A report of the results will be submitted to both the Planning and Highways

Authorities by June of each year the survey is conducted.

The University intends to monitor change against the objectives and targets isesexttons
five and six. Key indicators have been identified that will enable the University to measure its

success against these objectives and targets:

number of people driving alone to the University campuses
number of people travelling by alternatvenodes
number of bikes parked on the University campuses

number of people registered on the car sharing database (when established
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number of people boarding and disembarking at the bus stops on the University
campuses

1 number of staff who have taken fipxi-working




1 number of staff days spent teA@rking

9 number of business miles claimed.

Completed and Ggoing

7.4

1 A detailed travel survey of staff and students conducted every two years, to be
undertaken at the same time of year on each occasion.

9 Biennialaudits of the car park and cycle parking facilities to see how many bikes are on
site.

1  Working with UNO (hire car use), the Purchasing and Finance departments to conduct
an annual audit of business miles travelled.

T Working with UNO to monitor quarterly passger levels on different routes to be
reported as percentages.

Objectives & Targets Stage Five)

Set objectives for the TP are set out for the organisation in order to provide a broad set or

overarching themes against which a TP can be mexitand gecific tasks set. For the

University these objectives include the following.
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Reduce environmental, social and business impacts associated with transport use by
reducing unnecessary journeys to and from University campuses made by single occupancy
passengr vehicles.

Implement measures which will maximise the number of people choosing to walk, cycle,
travel by public transport, car share or use other alternatives.

Make the campuses of the University more accessible, both physically and perceptually.
Seek @portunities to reduce the impact of transport associated with the delivery of goods.
Promote sustainable integrated transport and raise awareness of travel choices.

Work with, lobby and support our partners to seek alternative travel opportunities and
solutions.

Monitor and measure progress towards targets.

The key headline targets have been set in line with the five year target for emploglaesat

trips related to the Hatfield BAe redevelopment site Green Transport Master Plan. Car reduction

is themost important with the other categories being more flexible in terms of actual modal

split.




7.4.1 Travel Plan Targets

The University TP targets have been based on the need to reduce SOV use from the current
level of circa sixty eight per cent for empl@geand thirty five per cent for students. Original
targets set in 2002, were achieved prior to the University moving to its de Havilland Campus
(owing to a consolidation of its campuses into Hatfield). More appropriate targets have been set,
which would se a reduction in SOV by about 500 vehicles, if these revised targets can be

achieved.

Employee Journeys

Table7.4 Travel Plan Targets & Current Modal Split

Mode Target Modal Split  Time Modal Split
(2011)

Car 70% (60%) By 2007 (by 2013) 68%

Other modes (including car 30% (40%) By 2007 (by 2013) 32%

passenger, pedestrians,

cycles, public transport)

Student Journeys

Mode Target Modal Split  Time Modal Split
(2011)

Car 27% (20%) By 2007 (by 2013) 35%

Other modes (including car 73% (80%) By 2007 (by 2013) 65%

passenger, pedestrians,

cycles, public transport)

7.5 Travel Plan Recommendations, Measure& Progress (Stage Four & Six)
7.5.1 Cycling & Walking

Targets to improve walking argycling rates were set in relation to improving facilities, routes

and information.




Completed and Ggoing

1 Construction of a new cycle and walking route between College Lane and Roehyde
Way in conjunction with Welwyn Hatfield Council completed in 2006

1 The provision of University Cycle (UnCycle) and accessories to both staff and
students by local supplier with a X&r centnegotiated discount, witi40 cycles
purchased since this was launched in Oct 2010.

1 Cycle showers, lockers and shelters were reviesrati mapped for user information,
and supplied on the intranet site.

1 Six health walks for staff and students have been led by the Environment Team in
association with Health and Safety and are conducted each year of part of Healthy
living on campus campaign

1 The University runs a cycle scheme (called cyclescheme.com), to which employees can
purchase tax reduced cycles. As @ftdber 202, 267 employees had purchased a
cycle, since launch in 2008.

1 Twice annually a Doctor Bike event is run for staff and sttelém have a free service
on their bike (conducted October and April of each year).

1 Additional covered shelters (120 spaces) are being provided as part of the Forum and

Law Development

Future Work

1 The production of a cycle leaflet is being produced ttabached in 2012

7.5.2 Motorcycles

The University has continued to encourage safe motorcycling.

Completed

1 Free designated parking provides a financial incentive for motorcycles.
1 New motorcycle parking facilities (sheltered) have been provided at thenForu

1 New designated parking spaces provided at College Lane and de Havilland

Future Work

T Identifying areas and funding for additional sheltered parking




7.5.3 Passenger Transport Providing Integrated Transport

The Travel Plan Coordinator works closely withNO and other public transport providers to

ensure information about improvements to bus services and facilities are kept up to date.

7.5.4 Buses

Completed & orgoing

1 The University provides discounted bus tickets on all UNO services to its staff and
students, as well as annual passes that are heavily subsidised.

1 The distribution of timetables at key points around the University such as receptions
and LRCs.

1 In order to achieve efficient transport links to de Havilland from the Hatfield Campus a
shuttle bus service has been implemented between College Lane and de Havilland. The
service between the sites runs every 7.5 minutes between the hours df 08:00and
from 18:007 23:00 every 15 minutes. This journey uses College Lane to link the two
sites.

1 The addition of a new low floor double deck bus to provide the majority of journeys on
the busy 644 route.

New bus livery launched in Summer 2005 (launch efWiNO Brand completed)

The University has invested in a flat screen to display real time information provided by
bus operators as a trial in the College Lane Forumdan#iavilland Campuses (Oct
2012.

The University is represented at the local Hatbusmgrou

University helped develop the Network St Albans Quality Network Partnership in the
City and Distri¢ of St Albans (launched Nov 2009

1 New bus shelters at the Forum and de Havilland site are provided with information
screens in partnership with Hertsghways. These screens will allow Real Time
Information to be displayed, once this project has been signed off by Hertfordshire
County Council. The University is a full partner in the scheme, and has installed screens
at all shelters under its control (#eeinclude College Lane, de Havilland and the Park
& Ride) in order to provide this information once it comes on linaufiched in Oct
2012).

1 As the majority of student socialising facilities are located on the Hatfield campus a late
night student services provided. A late night bus service to ferry students in halls of

residents between the sites has been in operation since the opening of the student




Forum. Figures for the use of the shuttle are at present not accurate, but anecdotal
evidence proves isiheavily used. With the introduction oftioketing on the Park &

Ride, an electronic footprint of ticket purchases will help to better understand the use of
the shuttle from the Park & Ride.

Future

1 The introduction of micketing on the Park & Ride wilbe preceded by its roll out to
the whole of the UNO network throughout 20T he introduction of this technology to
the University community, can lead to reduced boarding times and thus increase the
reliability of the bus network. This in itself will helpromote the services provided by
UNO.
T Purchase of two O0Gr een(cBnplstadduly 2612)r t he St
1 Real Time on Park and Ride being investigafedtiated October 2012)

7.5.5 Train

The University TP and UN@ork with other publidransport operators to improve integrated

transport. Specific annual improvements include:

Completed and cgoing

1 The successful negotiation with Transport for London (TfL) of g@&0centdiscount
on public transport for students that reside within the M25 (known as-eaath has
circa 5,000 students take this offer up annually.

Continuation of UNO/Universitgupport of the INTALINK initiative.
New availability of integrated train andib tickets on the rail network (known as Plus
Bus) for staff and students.

1 In 2009, the train operator First Capital Connect and the University developed a
partnership, which led to the introduction of a ticket machine on College Lane for
purchasing trairtickets, which incorporated an UNO bus ticket to both Hatfield and St
Albans Train Stations. The uptake of this facility varies throughout the year, due to the
nature of the University terms (i.e. the summer holidays reduces sales). At present, on
average39 tickets are sold per month, although this figure is likely to increase with
further marketing of the service, which has taken place in the form of hard copy and

electronic posters and email adverts.




Future

1 In March 2011, a new ticket machine will rapé the existing one, currently located on
the bus terminal outside the Forum terminal. The new machine will be a card only
machine and be located within the Forum building to improve security for the user and
reduce the chance of vandalism. In additionsceeen showing train times to both
Hatfield and St Albans Train Stations will be installed over the machine, as part of the
overall marketing of the machine.

1 Investigating the use afmart and/or cashless-ticketing for tran and bus tickets, as

part ofthe successful LSTBid secured in July 2012

7.5.6 Park & Ride

Completed and cgoing

1 The park and ride facility is now built and well established on Angerland Common.
This comprises of 800 car parking spaces and parking is currently a fixed chagjé to st
and students of 70 pence for parking. A dedicated shuttle bus service, comprising of
five vehicles at peak periods, runs every Bninutes and links to Hatfield and de
Havilland Campuses.

Future

1 From February 2011, in order to encourage the use ohatiees to the Park and Ride,
as well as to reduce the financial burden to the University, a charge will be introduced
for users of the facility who wish to use the shuttle service to the College Lane and de
Havilland Campus. The charge will be levied mabile phone (known as-titketing),
with users able to purchase daily or carnet tickets. Chdogedaily tickets will be 50,
with carnet tickets being availabtmly as mticketsfor £2.5 (for five tickets) ancE10
(for 20 tickets).

7.5.7 Car Sharing

Completed and egoing

1 The University purchased and now runs a car share database through the company
liftshare.com. The software is introduced to staff at their induction, and is available
through the University Intranet (Studynet) software. Currentty dbOct 2012) one

hundred and twentgightemployees are registered on the scheme.




Future

1 In order to try and increase registration and uptake of car sharing, the current car
parking policy is being reviewed, and ways to encourage car sharing wiéveéoped
from this. At present a car share package is not offered as part of the University package
to the student body. This is will looked into and offered if deemed suitable. Other
measures, such as designated spaces and financial incentives to ganéodher car

sharing will be considered.

7.5.8 Car Users with Disabilities

Car users with disabilities would be exempt from this process but will still have to apply for
their free parking permit from the car parking management office. The promotion and
implementation of alternatives will include access considerations and integration for users with

di sabilities. These considerations wil/l be

7.5.9 Taxis

During the staff travel survey 2009, one per cefithe respondents said that they use taxis for
work related journeys. The option of using a taxi means that employees do not have to bring
their car to work and where possible employees should be encouraged to share taxis. The
University should review thisption as an alternative. It may be possible to reduce costs by
negotiating with UNO or a local taxi company to gain preferential rates through a business

contract. This company may also provide the guaranteed ride home for car sharers.

7.5.10 Tele-working, Flexitime & Timetabling

Completed

1 UH staff and students can access files and information via the Intranet site Studynet,
which allows for televorking remotely
Flexi-time is available to all staff on the discretion of the line manager.
In addition with he introduction of StudyNet and remote access to the Learning
Resources Centre, more students now take advantage of the new information
technology resources to conduct research and submit assignments without the need to
travel to the University campus.

1 Distance learning is becoming available to students




7.5.11 Business Travel

During the 2011 staff survey, 24 per cefitstaff said that they used the car during the day to
perform their job. In order to identify cost savings and environmental improvemdénisiness

travel audit needs to be conducted. In order to reduce the proportion of car use for business, UH
will conduct a business travel audit to identify cost savings and environmental benefits

including:

All use of company/private vehicles used fosimess purposes

Use of other modes for business travel

Identification of common journeys

Mileage and fuel consumption

Expenditure on business mileage in vehicles

Insurance costs associated to travel (including premiums and claims made)

Fares for publi¢ransport
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Mileage and time spent for any walking and cycling business mileage

Future

1 In the 20B survey, business travel questions vii#h incorporated in order to better

qualify the extent of business travel.

7.5.12 Visitors

It is essential that the Urersity promotes itself as accessible to visitors through the use of
alternative transport and to make visitors aware of limited car parking availability. Visitors
should easily be able to access informatfon example through the UH website to allowrthe

to plan their jourmay especially through the promotion of public transport links to the campus
they are visitingWhere a large influx of visitors is expected, for example, on open days and
conferences, the promotion of other modes of travel is essentietluce the impact from car

use. Publicising transport routes and visitor maps is critical to assist people with planning their
trip and to show that the University is easily accessible and proactive in protecting the

environment.

7.5.13 New Recruits

| t i s vital t hat new staff and students ar e

single occupancy car use and are provided with information on alternative travel. This is




particularly important to help overcome problems that arise at tjiariieg of the new term as
students come to register for the new academic year. Currently, there is severe congestion of
local roads and frustration of staff and students queuing to enter or leave University campuses at
this time each year.

The Environmerdl Strategy already provides some information through Staff Induction and
F r e s lra&rrafthsugh this should be reinforced at a departmental level and through the

Students Union when new students and staff join the University.

Travel D at aaremat avdilfible atshis stags, @ue to the Student Centre not wanting

the additional burden of collecting such data at this time of year.

7.5.14 Deliveries

In order to assist this process the University will establish baseline data on the number of
deliveries/freight movements to review how the level of transport movements could be
rationalised (Aug 2012). This is going to be undertaken as part of the overall review of access
and car parking strategy.

7.5.15 Parking Management Strategy

The University aleady has a parking permit system in place for staff and students while visitors
can park for free provided they receive a parking pass from main reception. This is managed by

the Estates Department and is enforced by a dedicated parking officer.

However,the University is among one of the lowest charging organisations for parking charges
compared to other institutions. The rates do not reflect the actual cost of car parking such as
maintenance and administration costs and thiedpgortunity cost of théand. This in effect

means that the University is subsidising car parking which is outside the core business interests
of the organisation. In addition, the present system favours driving to work every day once the

parking permit has been paid for and amyrease in charges is met with resistance from staff.

Charges should be made to reflect the actual use of car parks as well as bdimdsejf
representing the true cost of parking such as maintenance and management costs. Any excess
revenue made fra parking should be used to fund alternatives. Under the current system, once

a person has received a car parking permit, they are inclined to use it as often as possible in
order to make full use of their purchase. Under an integrated system, the nicdelofvould

reflect the use of transport required for that individual on a daily basis. For instance, one day

they may require their car and the rest of the week would be free to cycle, catch a bus or work at




home. In comparison, the cost of the averameparking permit is significantly lower than the

cost of the annual bus pass.

For many other Universities with successfits excess funds from car parking charges have
been ringfenced to provide an income stream to promote and implement altern@itiees.are

also many opportunities for the University to update its parking system in line with
technological developments to provide integrated travel, for instance through daily charging by
use of the smart cards or by number plate identification sysfEmese schemes would also

allow a variety of data to be captured including daily car park use.

The parking management strategy should aim to provide disincettitravel by car every day
when alternatives are available therefore creating choice. Howlewesystem will allow car

parking if the person must drive i3 prepared to pay the appropriate charge

7.6 Implementation, Communication & Marketing (Stage Seven)

The profile of the Travel Plan has been raised over the years to ensure tbat thev e r si t y
stakeholders, who include staff, students and the local community, are aware that the
organisation is investing in improving its environmental performance in relation to transport.

Specific achievements include:

1 The adoption of a successful aifrservice in 2006t{avel@herts.ac.9lor personalised
travel advice for staff and students to make suggestions/comments.

T A travel website with new updated web pages launched in autumn 2004
(www.herts.ac.uk/traveltouni).

1 University representation ateéhnew Welwyn Hatfield Transportation Forum and St
Albans Local Strategic Partnership.

Lecturesdeliveredto undergraduatend postgraduatgudents concerningPs
University representation at the Association of Commuter Travel (A@Velwise)
and Enviromental Association of Universities and Colleges.

T One stop shop for Travel I nformation i s
(started 2007), where information on car parking policy, permits, bus passes, student
photocard scheme and public transpoformation is provided.

1 Employees are inducted at the beginning of their employment, at which presentations
and information are provided to them on their option for travel.

1 Student Ecaeps man monthly stalls (aimed at students) with all transporiatown

available.




7.6.1 Staff, Student Consultation & Working with Partners

Consultation with staff and students on a regular basis is essential to help to raise awareness of
transport issues as well as overcoming resistance to change. Already a nucdrapaigns,

surveys and press releases have tghaocethat hasincreased awareness and consultation of
staff and students as to their views and travel habits. In order to keep staff and students

interested, this must be maintained to help sustain eagmsind momentum.

In order to contend with sensitive issues such as restrictions on car parking spaces, the
University will ensure that incentives and alternatives are in place to help reduce car use.
Opportunities to promote the alternatives will be takerthat staff and students are aware of

their realistic and affordable travel choices.

The University recognises the significant contribution it can make to reduce the transport impact
in its area and working with its partners will seek joint solutiarg @pportunities to help solve

the transport problem. For example the University attends the Hatfield Business Park Transport
Forum where it was recognised that there are many opportunities to pool resources in order to

implement initiativeghatwould bebeneficial to all organisations involved.

The University is also seeking joint solutions with local communities and authorities ever on
street parking, and provides £30K fundipgr annumto Welwyn Hatfield Council for
managing illegal parking.

The Univasity regularly consults and works with other members of the Environmental

Association of Universities and Colleges (EAUC) and the Higher Education Sustainability
Partnership (HESP) in order to establish best practice in finding solutions to the transport
problems facing the sector. The recently published HEPS Travel Plan Guidance for H&FEE,

sited UH as a best practice case study.

7.7 Conclusion

From the analysis conducted into current tra
and the evalation of public transport routes and facilities, it is clear that there is significant
scope to promote and improve opportunities for sustainable travel to the University of
Hertfordshire and the wider community. Through implementing a combination oftivesn

and disincentives through the development of the TP;@dioated approach to reducing SOV

use and meeting planning obligations can be achieved without detrimentally affecting the

financial operation of on org#sation. The proposed ChardgeewardSchemegsee Appendix 7)




is a culmination of the embedded and emergent approach that this research process set out to
achieve. As outlined in the continual improvement action plan, many of these initiatives need to

be in place for the redevelopment of theikeérsity campuses, under it 2020 vision.

An essential part of thEP includes marketing alternative transport to staff, students and visitors
to raise awareness of travel c htbigcontinsestobe 0s s

undertaken.

By working in partnership at a local level on transport issues and communicating with
stakeholders the University receives support to reduce its environmental impact as well as
gaining cost efficiencies through reduced congestion and possible fundingharinlg sof
resources to implement common goals. The review indicates that good progress has already
been achieved through integrated transport, however thisda-gaing process through which

the University of Hertfordshire can make a valid contribut@mmards sustainable development.

The TP is presented as a flexible working document for continual improvement and follows a
management system framework. This requires regular monitoring and reviews in order to check
progress towards targets set. The implerheat i on of the University
continue to provide the opportunity for modal change and help to ensure that the traffic impact
is minimised to all its campuses. This plan will continue to work alongside the Estates 2020
vision in terns of developing a daily Charge and reward Scheme (as outlined in Appendix

Seven)

The bulk of this chapter has been to detail a working TP, and as such marks in many ways the
culmination of this research project. The TP although specific to the University of
Hertfordshire, with modification can be used for any large institution of cabjgsize and
complexity. For instance, tHeEG could quite easily be replaced with a Board of Directors, etc.

in another large organisation. So rather than produce a generic TP, it was felt that as the
researcher was fully embedded in the TP procesgedtiniversity of Hertfordshire, it was more
appropriate to detail a TP specific to the organisation within which he was working and
researchingin the remaining chapter (Chapter 8), an evaluation andeftdttion of the TP

and the development process undertaken to bring the whole thesis to its conclusion.




Chapter Eight i Evaluation, Recommendations &Conclusiors
8.0 Introduction

The aim of the research undertaken in this thesis was to expedevelopment process ofsTP
from different contexts and circumstas in order to draw together common and differing
factors that influence thenthis will form the basis of a set of recommendatitireg could be
applied to improve the degi and development of future $kh order to refine the process and
make then moreeffectivein achieving their aimsAlthough TE have been in existencethe

UK since the late 1990sthey are increasingn complexity and in terms of reporting
requirementsas there is now a greater understanding of the need to plan for and provide
alternativemodalchoicesat the local levelThe intention is that the contribution to knowledge
made by this thesis wilhform those responsible for developing TPs to meet the current and
future requirements placed upon théon delivering local travel dations as part of the new

planningframeworkand localism agenda

This chapterdraws together the evidence obtained from thspecific case studies in the
development and implementation of TPs/QPgt also uses insights from additional external
data sarces The development of the thesiasused an embeddedsearcher approach to data
collection focussing on an emergent outcomes approach to analytkis data source#s such

an e/aluation matrix (Table 3.1)was developed forreporting onthe analys of the multi
methods employed in the collection of quantitative and qualitative d&e philosophical
underpinning ¢ the research emplsw critical realist approachwhichwill bereflected uporin
this conclusion interms ofits contribution to theoverall outcomesof this researchThe extent

to which this research has achieved its aims and objectives will be explored and discussed in
terms of their relative success or failufdis then leads oto theoriginal contributionthatthe
thesismakesto furtherknowledge and understanding of TPgigivering behavioural change at
the local levé Finally, the lessons learned agdod practicesthat can be taken forwarfr

future research are outlined in light of the latest pubboatiand funding opportunities

8.1 Evaluation Matrix

An evaluationmatrix developed for reporting the complexity of issues impacting on both the
develgpment and implementation of TPsuilds onthe critical realist conceptual framework
developed forthe reporting of mixed methods. The interaction ofeik &contextuad drivers
delivery dmechanisra andthereportingof 6 0 u t c, osing tsisocritical realist approach has
helped identifyCSF and KPIs$o understandbetterthe dynamic interactiambetweerthese three

elementsThe evaluation matrix forms an important link for reporting the mixed methodological




approaches adopted in the data collection. In terms of both quantitative and qualasaive
analysis, there was a diverse array of broad thenteswemerge with the potentialto impact

onsuccess of TPs. These are summarisecaaliated through discussibalow.

Developirg a TP strategy differed greathetween each of the case studies researched as a
direct result of the contexh which each wastudied. A the outset, th&J ni v e rpsmanty y 6 s
driver for developing a TRvas to obtain planningonsent and in doing so developRstrategy
thatmanagd demand fompariking, both on site anavithin the local communityln comparison,

V a u x h iaitial diiger wasto demonstrategood corporate governance, but as economic
circumstances altered, slid its drive and requirement for a TRHowever, loth of these case
studies were suited to developing their respective TPs within interna) EM& wasa shared

key critical success factatetermined from the researdelivery mechanism. As a result of
embedding its TP within an EMS structure, an outcome for the University waettireg of
SMART TP targets(KPI); an approach that Vauxhall could alsovéaadopted had their
circumstances not changdd. terms of embedding TPs within the structure of organisations,
EMS (or CSR) was seen as the most appropriate mechanism for achieving this within large
organisationsfrom the participants interviewed. Thifidme to emerge from the interview
process was developed further in the Univers
organisations EM$Appendix 6) This process has allowed for appropriate TP targets to be set
and reported on a biennial basisinternal and external stakeholders. However, whilst local
reporting against TP targets to internal and external stakeholders were regarded as important to
the structure of EMS, it was felt that there was a lack of legal or financial enforcement in
suppat of TP interventionsThis was evident througlut the researchy the fact that both the
delivery of interventions and their impact on achieving set TP targets have never been
independently verified by LA officers. This seems in part to be to be reatatbe loss of skills

and resources at the LA level. This research provaeiqueopportunity toembedthe TP

within the organisatiothat otherwisevould have been restricted to a paper exercise @xa b

ticking planning application without argxternalor indeedinternal monitoring.

The QPdeveloped from thembedded and emergent element ofrésearch procesas part of

the critical realist approachThe QP drivers for developinghis transportstrategy across a
complex multisectornetworkwere more diversthan eiher of the organisationatase stdies.

This wasin part owing to the multitudeof stakeholders that were to be engaged in the
partnership. Local issues provided tkey drivers for change, with air qualitypcal traffic
congesbn and the resulting social and economic implications acting as the main contextual

issues for developing the partnershifhatterjee(2009), in his review of implementing large




scale travel planning projects, provided a list much like the one genératethis specific case
study Unlike the two organisatioal case studiesan EMS was not suited to thipecificcase

study.

The QPtested existing legislation relating to transppartnerships. It had previousheen
assumed that such a formation would be deemed to beangetitiveunder the Competition
Act (1998) The initial stages of developinghe QP helped inform and revise legislation
provided by the Transport Act (2008),orderto establish itself ag voluntary QPThis revised
legal position wasa critical success factoto setting up the partnershiffhe revision was
directly informed by theCampaign for Better Transpovtho soughtlegal opinionto help
demonstratehat suchpartnerships could be rimedwith the aim of improvindocal transport
provided that they wersupportedoy theLAs, in terms of competition law impacting on the
multi-operator aspect of the partnership. Once established, the QP was managedtki@ough
structure ofa Board andWorking Groups (Figures 6.10 & 6.11 respectivelya delivey
framework (MoU)(Appendix 4)developed in conjunction with, and seghup to by all of the
partners washe main outcomef this work The MoU formed the basi
ability to urdertake the oigoing delivery of a variety ddctivitiesto improve the local public

transportservices anéhfrastructure

In all three case studigkhese unique, but in some cases overlappirigers provided the
framework for developind<PIs for reporting structures to internal and external stakeholders
through management systenrsdelivery frameworksln each case study (excluding Vauxhall),
either a TP or QRoordinator role emerged from the procas® ritical succesgactoréto the
developrent phaseand delivery of interventionset out bythese two casedVithout either of
these roles providing a delivery mechanism faking on the challengesf delivering
interventions vested interest groups and the perceptions arousdifli®ould be wlikely the
work would haveachievedwhat it set out talo. The examples demonstrate the importance of
having both a guiding role to emdinate, support and direct delivery activities and of setting
targets for achievement and reporting progress. &taggets form a subet of KP§ that are
applicable to their respective @rgsational/partnership context¥hese shoulddevelop and
change over time so that, as progress is madetargetsare set and achieved making the TP a

dynamic document his wasthe case for the University.

Perceptions and knowledge of TPs varied greatiyyng those engaged part ofthe research
process with a broad array of views presented. Whitommuting was viewed as the main

focus of a TR freight logisticsand businss travel also featured through discussas these




were seen as key business drivers for specific case studies such as Valiehalland
attitudesof individuals engaged with throughout the research had great influence on what has
emerged for the outpuThe research found that thkeowledgeof the individuals involved
greatly influence the development of specific TiAterventions, particularly those that have
impaced directlyon thoseindividuals themselves. Attempting to promote alternatives to the
car, through aplying hard measures to car usasoften rejected or barriensereinserted to

their developmenand implementationHistorical factorswere also seen tanderpin current
behaviourobserved As in the case of bbb the University and Vauxhall, for examplie
longstandingabsence of significant charging regimes reinforced the travel behaviour reported.
In the case of the University an annual permit scheme heavily subsidised car tiirigagh
oneannual paymengncouragingndividuals to driverather than to seek alternativé&eplacing

such unbalancedhcentives presentdifficulties for any Travel Plannetrying to promote
alternatives to the private cawhen the proposal is likelyo cost individuals more ¢
Appendix 7).However, vithout removingthesebarriers, it is difficult for TPs wittonly6 s o f t 6

measuresat achieveset targets.

Government policy wasalsoseen to have a major influence the success or failure of TPs,

with past and contemporary fpcies often contradicting each other. The examples cited
included promoting the DfT é6Smarter Choicebd
solutions, but at the same time central government encouraging greater use of the car through
road building pogrammes. At the local level, Is¥plae great emphasis darget driven TP

order for organisations to achieyganning consentbut then also push for more parking
provision, often against their own parking standards. This was witnessed and recithited w

the University, wherit was suggestedn additional 500 spacsbould be createdven though

the locala u t h oawh paykidgs standards suggested a decrease was more apprdpigte.
highlights a critical issue thatorganisational priorities are often highly influenced by both
internal and external stakeholders failing to recognise or understand the impacts on transport
behaviour that suchbjectiveinfrastructure projects can have subjective behaviour (Sloman,

2006) and thug P targets.Thiscanbe ei nf orced by | ocal politici
parking issues within their constituency by suggestimgeasedyarking supply as a solution.

Such a position has been proved false within this research héthcanstruction of the
Universitydés Park and Ride actually increasi
data demonstrates an increase fronp26centSOV users in 2005 prido the Park ad Ride

opening, compared to 34 per cent2011 (kgure 6.7). Staff figures have remained relatively

static during this periodFigure 6.6) althoughemployeesrarely use thisparticular facility




owingto its marginal locatiorailing to connecTP targets to that of car park provisj@actsas

a major baiier to their successful implementation.

Economic circumstances impacting on businesses and organisations vether anajor
motivation in delivering TP interventions. In the case of Vauxhall, the TP was seen as a
potential driver for making economic sags at a time when that organisation was going
through a major upheaval, but did not have the management support to ttdiveand as

suchwas dissolved early on in the research. With businesses having to change and evolve their
structures within theirespective busirgs cyclest was difficult to embed TPs as strategic tools

for changadue to lack of management sigp and supportOften TP interventions were seen as
something that other organisations shoattbpf or that it was the responsibility ofother
departments within an organisatohher e was certainly a view ¢t/

the bucld when it came to tackling local transport related issues.

When consideringr'Ps, both organisational repeentatives and individual@ortrayed asilo

mentality whenconsidering interventions thatowld necessitate a change in their behaviour

Both cohortshad their own priorities and percemt®of changehatled to a ack of individual

or crossdepartmental engagement in either developing orémphting TPslf interventions

were seeras anticar through the applicatioon f 6 st i c ks 6, they Thier e di
was a theme observed acra$e case studies. For example, at Vauxhétle case for
implementing a daily chargeas rejectedutright by senior management on the basis that it

was seen as artar (a difficult position for a car manufacturer to promoginmilarly at the
University, vested interest groumsich asaunions andndividualsin key positionsof influence

were opposetb such interventiongiting that any daily charge regime would compotima on

street parkingissue and therefore should be avoided/ithout tackling cheap and heavily
subsidised car parking, or promoting a similar subsidy for other modal users, TP &aegets
unlikely to alter significantly (as is seen with the University modal split figures from-2005
2011).l f soft or O6carrotédé interventions are pro
and organisations, as peoplee not motivated into havingo change their behaviour, without

suppl ementary 6éstickd interventions.

There was a vievgenerallythat alternatives to the car were often supported by poor quality
infrastructure and marketing. Certainly in the cases presented,quadity and a highevel of
parking supplyfor car users were always promoted within the case studies to the detriment of
other modal users. At the University, it took nearly six years to secure funding for sheltered

cycle parking as a cheaper alternatte providingcar parking During the same period, over




£9million was spenton providing increased parking capacity, which again works against the
successful delivery of TP interventions and the targets that underpin @uaartrolling ever
increasing caiparking supply, without a proper charge (ideally a daily charge) is a critical
success factor for any TP or area wide TRtegy to challengear use. The impact of such
behaviours are also noted and addressed within thésD#cently publishedehavioual
Insights Toolkit(2011), which proposes Personal Travel Planning as one means of addressing

these individual concerns.

In terms of communicating and marketing interventidhsyas clear from the quantitative
commuter survey data thatganisations reded to be more proactive and fnadt reactive to
providinglocal transport solutiongit the University, employees were more aware than students
of environmental issues, but only a minority of employees and students were aware that the
organisation had &P. This indicates that greater marketing and awarenesspexific
interventions is required. lthough it should be noted, thiat both cases significant numbers of
staff and student&82 and 65 per cent respectively), used alternatives to SOVs, snggestie
awareness of specific interventions, rather than the TP iteetérns of the QP, an array of
marketing material has been develofgede Appendix 5Yelating to the interventions being
developed in that location. It is too early to quantify thecess of such interventions, but with
proposed evaluation of the LSTHRat hasbeensecured, there is the potential develop
monitoling and evaluation methods in order to provide greater certainty of the partéership

Success.

Funding for local publidransport solutions was in issue raised throughout the research. In the
Uni versityaos case, n o slgble éor itereentidnawithdthenT® wa s
coordinator/resarcher havingo develop external partnership based funding opportunittes.
culminated in the QP securing phase one andU®®F. The Universityhas the potential to
benefit from such funding, as a direct result of interventions developed in the QP being taken up
by users of the University. Aexampleof this crosspollination of TP interventiondbetween

case studies wathe introdution of a multi-operator ticketin St Albans, benefitting the
University. Fundinghas beermade available to research cashless and/or smart ticketing as a
result of phase two LSTfinding This phaselao provides a future opportunity for integrating

this and other operator ticket offers across an area, to the benefit of the QP and University TP
(and other organisations in the immediate Hertfordshire vicinity). This joint partnership
approach toapplying for and securindgunding, beganto unlock thebarrier to delivering

interventionswhich washighlightedthrough the participant interviews.




8.2 Critical Realist Approach and Reflection

The critical realistmulti methodsapproach adoptedvithin the thesisprovides a unique
perspectiveof organisational TRawhich offersa real and distictive contribution to knowledge
through combining comparative case study settings within a reflective, embedded narrative.
Researching a Th detail involvesergaginga diverse set of stakeholders, sitolas and
events. herefore a case studypproachwas selected in order to provide an embedded setting
for the thesis. Making use of wider cases provided the basis G@mgarativestudy. An
evaluation frameworkas been developddable 3.1)to providean essential link between the
mixed methodologies adoptéd the researcls outlined by Pawsof2000) This provided the

thesis witha generic reporting framework to outline the diverse and comgpdeial stratato

better understandthe complex issues involved in developing amdplementing TPs. This
frameworkalsopr ovi ded the tool to build patterns,
perspective for reportinglhis flexible reporting process reflected the naturehaf emegent
research approachWith multiple processes, participants as well as the reseé&cbem
interpretations, the thesis has had to report multiple views of events, niooivand attempts to
outline complex interconnections and actionBeveloping and applyinghe evaluation

framework has allowed fa structuredapproach teeporting.

The critical realistapproachwas adoptedas a direct result afsing a triangulated approach to
data collectio. The mixed type of data collected using both quantitative gualitative
approachesgent itself to the critical realist approach for the reporting of thetrinedings. A
critical realist attempts to identify and report the missing links observed betarapitical
research and the complex social setting in which data is coll&ttedthesis presents the key
issues that underpin TPs using an array of souinesrder to build @ottom upview of the

phenomena.

By theflexible and iterativenature of theesearchwork has had to beevisable in the light of
changesto the process and experienagisthe embeddedresearcher withirthe real world

setting The critical realistapproachrequires that a lens be used to construct a view ef th
constantlychangirmg society and economy that a travel planmerst work within. This means
thatthe TP by necessity must Bexible enough in itstructure, to be able teconstruct and

then reconstructexplanations and insightsom this processFor example, breaking dm

mixed method data into component parts and themes, and from this construct meaning within
the context of the constant changEkis process of analystgas been applieit order toobtain
knowledge as close to realigs possiblein order forthis reseach to achieveits aim and

objectives Adopting this criticalrealist approachising a case studyasled to the construction




of a reportingevaluationmatrix (he lens).This aids in understandintpe compleky of issues
that underpin the relative sucsesr indeed failure ofhe TPs asindividual or organisational
behavioural change taol Applying the critical realistapproachwas most suitedto the
embeddedhature adoptedn that it provided the flexibility foresearchinghe phenomena (of
TPs) using different data collection methods, and then feadagginto the reporting matrix.
The investigation of TPs using solely empirically based research approaclupdasdo a
flexible, iterative approach) would have rendkitedifficult to explore the multiple factors that
underpin TPsThe lens itself was iteratively deloped using a matrixo encapsulate the
structuring of key themes and ideas to have emerged during the an@hsiembedded
reflectivity within the resarch has provided additional validation of the critical realist process
through the eyes of a practitiones; &dding in comment and reflection tfe issues, as they
impacted on the researdWithout this added reflective element, real life impacts ohtssand
issues experience by a TP coordinator would have been overlooked and not reported. This
unique perspective adds richness aggthk to the analysis that otinése would not have been
captured.The lenshas been invaluable focusng the preseration of the main themesgssues

and processés have emerged from the research.

8.3 Achieving the Research Aim and Objectives

Applied researchaims to discover solutions to specificoblems with an explanation of what is
happening. This approachas adoptedwvith the aim d furtheing the understanding of the
complexity in delivering TP#hrough an embedded and emergent apprdagpdcific objectives

of the research were to undertake a review of transport relatediglatathecollection and
reporting of employee modal split dasidongside that ohdditional qualitative data sources
analysis Thisapproachas lent itself taleveloping an evaluation matrix orderto understand
better and reportphenomenaDeveloping this matrix has been ugefn providing both a
structure for reporting the evidendesut also indemonstratingo whom, what, when and how

TPs (andlatterly QP$ are best suited. In addition, the identification of GBI their related

KPI have been outlined and connections destrated as to the motivations and polices that
underpin themin this regard, because of the complex nature in obtaining and then presenting
mixed methods data, this approach has been effective in drawing out the key contextual drivers
for TP, the appropaite mechanismfor their delivery, and theeporting of theoutcomes
achieved from thisesearclprocessThis embedded, critical approach has therefore contributed
to theoriginal aim of the research tmderstandnore usefullythe processes that underfdiR

development within large organisations.




With the research spanning a number of years, modal split data overyeeairgeriod has been
able to be utilised and reportedhese empirical data indicatbat over this period, the
University has made sonmnsiderable impacts on reducing the number of itsl@yees that
commute by car (a reduction @7 per cent), less so for students, although quantifying this
impact in respect to the TP is difficult from such dsets In this sensghese quantitativeata
collection tools are limited irtheir scope for allocatingause ad effect when considering

commuter behaviour. This area therefore warrants further research.

The first research objective was to determine the alternative options in developing and
implementing TPs. The analysis of data determined that for both organisational cases,
embedding a TP within EMS (or wider CSR) was the most appropriate option. The EMS
provides a structure against whi@MART TP targets can be set, monitored and reported to
both key internal and external stakeholder groupgerms of the QP that emerged from the
research processwingto its complex multstakeholdeand partnership structure, BMS was

not appropriatdor this model.Using the powerset outin the revisd Transport Act (2008 a

more appropriate toolwas to establish th partnership as a voluntary QPhis voluntary
structureresulted from the composition of the initial primary parsn®peratorinvolved in the
partnership were natsed to working in atatutory environmenthat would not have provided

the flexibility to develop ideas and solutions for the locality thatoastatutory partnership
necessitated. Forcing change on operators would not have provided the environment for
cooperation that hashuis far proved successful to developing the QP thatultamately
emerged through thismbeddedprocess.The administrative structurdsr the agreed model
eventually adopteavere written into a MoU, which determined the key drivim®ughaims

and objetives set out by thprimary partners.

The second research objective had been to identify KPI and CSFs for a specific travel plan
(namely theUniversity of Hertfordshirk CSFs were identified primarily within the diglery
mechanisms, as TBnd QP coordinators within the University (amitially Vauxhall) and
Network St Albansrespectively Without thesecoordinatingroles, work andagreedactions

from the working groupslevelopedoy each ofthe respective cases woude unlikely to have
achieved set aims and objectivebhis is becauswithout thedelivery mechanisnthat these
respectiveroles providedthere would not have been tleadership or suppotd push agreed
actions through teheir outcome deliveryi.e. without ownership, actis are easily ignored or

responsibility placed either on other organisations or departments as the case may be).

The research pointed to EMS (or CBRs CSF mechanisms asgnificantly the continual

improvements structures for reportikdPls. For the QP the setting up of the partnership within




a legal framework was a CSF in its initial succéss. each location a number of KPIs were
identified, notably in the reporting outcomes through modal split targets for the organisational
TP, with its knock on effect in reducing parking demand, and thus aclgjgdamning consent
requirementsFor the QPthe KPIwas that of having a MoU. This wassentiato setting out

the aims anabjectivesof the partnership faachievingbroader environmental, satas well as

economic KPI (as set out in Table 3.1).

These CSFs and K®lIprovide the initial framework against which both TP and QP will be
reported as success or failures. In light of the TP targets for the Univieesity reached for
2003/8for staff (not students)this could be reported as a success. However, as this thesis
demonstratessgeSection 6.3), TP targets have to be set appropriately. Through the revision of
its TPtargets forthe 2008/13period these are unlikely to be achieved for eitdemographic,

and therefore the interventions currently being impleegninder its TP could prove
unsuccessful. In this particular case, without tackling the barrier to implementing a proper
6stickd through daily c amlikgyaadklivecdnaettgrgetBor TP i
the QP, individual, or indeeal package of interventions nedadsbe properly measured, prior to
determiring the success in achieving desiiléBls. Through securing phaseo LSTF, the
potential to develop appropriagéed robust empirical datetsto assess whether economic and
environmental benefitere indeed deliveredorovides a useful opportunity in assessing the
success ofuture KPIs. Assessingthe impact ofindividual interventions is difficult in both
cases,and therefore is beyond the ogfing mechanism of this thesis, and therefore also

warrants further investigation.

The research has led to a number of TPKPHs being developed that have the potential to
make an assessment of their relative success.elrcdlke of thdJniversity, TP targets are
formally set within all planning requirements, and a biennial reporting mechanism agreed. The
extent to which targets are deliveradl continue to be questionable until such a time that
planningassessmenmestrids supplyof car parking. The implicationsf the TP targets not beg
metare at present unknown, but currently these are certairitye detrimenof providingreal

and viable intervention®r noncar usersThe introduction ofCRC Scope 12 emissionsnto

the reporting mechanisms thfeUn i v e rEMB provi@lesan opportunity to raise the profile of
TPs within large organisationsbut until commuter travels brought ino the reporting

mechanism, thempactof CRC on achieving modal split will be liraid.

The third research objective had been to assess the implementation of individual interventions
and then identify factors that affected their development within the QP model. When

considering the first eteent, being able to drilldowrspecifically to report the effect on




behavioural change impacting targets is at this stage ngiossible Without implementing
expensive before and after control surveys, using personalised travel data collection methods
means that this aim was beyond the scope for tiegowithin this thesis. This element certainly

warrants further research work in this field.

The second element of this aim, identifying issues that affected the development of
interventions within a wider QP context, has beartially completedhroughthe embedded
process that the researcher engaged in. The creation of a delivery MoU framework, QP
coordinators and a reporting mechanism viaBbard has provided the platform for assessing
the success of the mal of interventions, at least at a later stdgaving attracted LSTF funding

that requires an elemenf evaluation and monitoring dhterventions, the QP now provides

that structure against which this aim can be achieved to a greater extent, than aathikiged

stage in this thesis

As of November 2012 atget setting for the QP is still in itsfamcy, and ishased on broader
sociceconomic and environmatKPIs. Whilst the research has not been aflecessfullyto
implement a set odperationaKPlIs, the overall QP structure for setting area wide KPIs is now
at leastprovided as a result of this workindeed, if economic growth, social impacts and
environmental benefits from implementing a set of interventions aerdssrict such as St
Albans the® will needto be properly evaluatagsing appropriate data collectitwolsrelating

to economic, social demographic and environmental consideraliondate, thesdave been
far too expensive and beyond thedget in which this research was basewl @ suchthis has
limited the research ttbcalised commuter surveyshat would be better served by resource

intensive personalised travel planning for settingdérid assesing theiroverallimpact.

8.5 Successsand Future of Travel Plans

The overall ainof this thesis was to invegtte the development and implertaion process of
a TP within the contexdf a large organisation. Clearly part of this aim is to evaluate the success

of this process. This section attempts to do this.

If theinitial successeported within thighesis is continued into the future, in termseéuring
funding (particularly LSTF) and inontinuingto develop and thedeliver a variety of smarter
choice interventions, the QP has the potential to provide a real and viabilatatefrom which
employees within districts, or even counties could benefit. This would have the added benefit

for large organisations within these asdaeing able to potentially achietieeir modal split




targets thatmany(including the case of the Uransity) are failing to delivefas outlined by Rye
et al,, 2008 Roby, 2003.

In terms of progressing development of TPs within organisations, setting répairting
structures within EMSs crucial in providing the basis for reporting their relativecass or
failure (in terms ofachievingtheir targets) Whilst achieving their TRargets isat this stage
questionable, researching the University ®fer an extended period has provided useful
insights. Achieving theoutcomefor embedding the TP withinhe EMS has provided the
organisation with the opportunity to position itself as an environmental champion within its
local community which has primarily been built on evolvirige UNO Bus network andts
involvement in theQP. As TP ©ordinator, the art oEompromise, understandirgyholistic
approachto developing TPs beyond individual organisatjahsough developing stakeholder
engagement and local partnership building have all been CSFs in progressing theéhesek.
have all beeimportantlessons learneflom the embedded approach adopted.

The success of TPs in achieving their aims for reducing the impact of SOV use and promoting
integratedalternativesin orderto reach their modal split targets varies greatly by organisation
and by sectofas outlined bywhitelegg, 2011Roby, 2008; Cairngt al, 2008. Recently the
impacts of social media travel campaigns have been highlighted as key to interventions
achievingbehavioural change (Davies, 201Recent work on delivering gosrement policy
through stakeholder engagement, atgticate this as a way forwatd achieving greateshoice

for all modal users within urban settings (Baumann & White, 2012).

In terms of their impact at the macro level, particularly over time, thgseiatly limited by the
localised sample commuter surveys analysis against which targets are reported. Professional
travel plannergim to collate data that accurately assesses the impact of individual TPs on the
wider road network. At present this nsost usefully achieved through the publication of LTP

data (usually undertaken every two to three year, depending on the authority). Whilst there has
been a slight decrease in SOV use throughoutand in Hertfordshire since the lajmart of

the last decas] assessing the extent to which TPs have contributed to this recentigrend
uncertain Wider economic issues, such as the downturn are likely to have some influence on
these figures. One of the assessment tools likely to provide improved understandiegy on
impacts of TPs, or other interventionist apprastuch as the QP, is the use of personalised
travel planning for detailed assessment of before and after interventions, in terms of their impact
on behaviour change, and linked to this their associzddabn emissions. Such detailed, and

resource intensive assessments allow the professional travel planner/researcher to sample a




population by demographic background (age, gender, socio economic status), thus allowing a
greater understanding of the markegmentation that specific interventiotesn have impact

upon. At present, the tools of the organisational travel planner are often restricted to local
sample commuter surveys, which provide indicatiemds, but not a detailed understanding of

theissues that impact on the TPs targets.

The limited success of the case study TP within this tiresesms of it achieving its targetsin

be attributedto varying organisaticad and individual barriers to TPs. These are outline
throughout the thesis, drhave been focused through applying the critical realist What the
embedded aspect of this thesis has helpbt®e, is begin to draw oanhdto understandbetter

the multitude of motivations and varied factors that have ultimately restricted gaetithat
behavioural change interventions, both organisational and over larger geographical areas, can
impact on.The research outcomésat have been achieveshould in the future be applied to
bridging the gap between applied and academic researchaappsy such as the embedded

approach adopted in this thesis.

The overallaim of this thesis has been met, albeit with ohjective only partiallyso. In order

to achieve meet this fullyfurther work is needed. Specifically there neetb be the
development of evaluative and monitoring frameworkirough uing case studies such as the
QPwith data collection tools, like that of personalised travel planning, whilst also improving on

existing LTP travel survey data

8.6 Recent Changes and Future Work

With recent succesis HertfordshireregardingLSTF, there ae new opportunities tprogress
further the researchieportedin this thesis.The e&onomic casefor the proposegackageof
interventions (already being developed in St Albans undeaubpices of th@P), suggests that

the packagéeing proposed for the two neighbouring districts in support of the Network St
Albans model has the potential teeduce significantlyraffic congestion and carbcemissions
across thidid area.The bid outine suggest that eonomic growth will be delivered primarily
throughtraffic reductionbenefits to business and freight, resulting from the forecast removal of
over 5,500 trips by car each day in 2015, rising to nearly 6,000 by (#3G, 201%). The
reduction in car tripshas the potential tdeliver a reduction in carbon of more than 18,000
tonnes over the 3@ear appraisal period. The modelled economic benefite hanet present
value of £116mThe package delivers a strong benredist ratio of 6.6:1a BCR of above 2:1 is
consideredtoer esent 6 hi g h §ibidv).arheuackafeocatso lesean adgitjonal

£3.4m of local contributiog) primarily from local operatorsFor these projections to be




properly evaluated and monitored, the largeslaice expected to provide case studies relevant to
their work. The QP has been provided as this case study for evaluating the economic (GDP)

benefits and environmental (carbon) benefits.

In support of this bid, aadditional too] outlined previouslywithin the thesis is the publication

of the DfT Behavioural Insights Toolki(DfT, 201F). The toolkit drawson insights from
behavioural theory in order to provide guidance on designing transport initiatives that
enable behavioural choicdbat support policy objectives. The approach identifies that
policy-making involves dealing with human behaviour, and that relatively soalé
measurnnssgesd 6(i . e. through minor infrastr:?:g
information provisim such asmarter choices (Cairret al.,2004) can achievenodal shift
throughtravel behaviour ciinge. This is the approadiready beingadoptedby the QP

prior to the publication of the toolkiThis thesis has therefore contributed to the curresat loc

transport genda, under the auspices of a garachoice approach, making useL&TF.

In light of the attraction ofrecent LSTFresources and with the publication ofthe DfT
behavioural tool kitthere is the possibility foelements of the thesis (i.e. the Q&ypply for
collaborative ResearchCouncil funding with that ofother large successful LSTF bidsat
involve HEIls. This providegurther opportunitiedor in depthresearchinto smater choice
interventionsacrossand between larger spatial locationkhis thesis hasoughtto provide the
backgromd to undertakean applied ané&mergentapproach, whicthas ultimately positioned

itself at the forefront for researching alternative local transport intervesugiemda

In terms of the latest governmetransport policy drivers, at a meeting of the Universities
Transport Study Group (UTS@) November 2012the focuswastowardsthe impact of bie

fuel energy, transpdig wider impact on climate changadation of local trasport networks

and theirresilience as well as local air quality issues. Economic growth and how local transport
can drive this is also on the agenda, particularly through using existing infrastréctumrethe

social perspective, the impact of TPs on mnitidal behaviour and linking this to social media
are still seen as important mechanisms to drive governpadiat, with a particular focus on
demographics and demand for electric vehicles and ghs elithin local communities. Linking

the LSTF evaluation and monitoring to the successful large bids, was also raiséchpsrtant
aspect ofrecent DfT policy. To illustrate this, at a specific level the outcome of the
implementation of a muHbperato ticket in the St Albans QP (and key aspect of the
recommendations of this research) has contributed to current guidance by the DfT (DfT, 2012).

Multi-operator and fare integration has been proved to increase ridership in the international




arena $harabyet al.,2012) and therefore has the potential to work to increase ridership in the

UK if such policy drivers are able to be delivered

From the academic aspedhe Royal Geographical Society (with the Institute of British
Geographers2012 Conferencehad a focus on peak o#ndits various implicationsA follow

up event hel d with Trbadgisgphegatp 6S choett |pekogdand t ashieme
academic field, wheréhe St Albans case studwas reportedideally placed tis research in

meeting theaim of thisevent At the European Transport Conference in Glasgod2,a main

thread through the array of issues presented, was that of the extent to which electris vehicle
uptakein the UK was being achieved, and how the apparent low uptake will iropatite
government 6s aim to reduce car related CO

These latest policy driveracademic resear@nd conference proceeding®int to the fact that

this researcls firmly up to date in terms afddressinggovernment policy drivers, whilst at the

same time contributing new research perspectives, insights and understanding of daoad TP

QPs within the wder policy and academic agenda terms ofthe thesis contribution, first
adopting an embedded resdarapproach has added richness and depth to the process of
reporting the success of organisational TPs. Secondly, the use of a critical realist approach to
reporting and evaluating the success and failures of TPs using a lens to provide detailed focus
on the CSEKE/ KPIs and the motivations and polices that drive them, is unique in its application.
Finally, the development of the St Albans QP, as an outcome of this researchaeing fiis

within current macrescale government funding, as well as workingvdals developing
improved metris for the evaluation and monitoring for future success, is a key outcomesfor th
research process adopted.the modé developed, and reported within this thesis is proved
successfubs a working and applied QP, then it\ides the opportunity to extend inther
countiesand local authoritiesand thus provide the platform for largeganisations (both public

and private sector) as well 8MEsto develop theiown TP within similar structures.
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Appendix 1 University of Hertfordshire Commuter Survey

Win £150 worth University of Hertfordshire

U University of
Hertfordshire

of Vouchers

UNIVERSITY TRAVEL SURVEY 2011

The University of Hertfordshire is committed to reducing the proportion of staff travelling alone to its campuses by
car and aims to encourage the use of alternatives such as public transport, walking, cycling and car sharing. It 1s
essential that we look at how staff travel to the University and assess views about transport issues. The
questionnaire takes about 10 minutes to complete, therefore we would be grateful if you could take this time
order to help to inform future travel strategy.

All information will be stored on a password protected database and will be treated in the strictest confidence. To
enter the prize draw for £150 worth of vouchers for a shop of your choice, please complete the survey and fill in
vour details at the end.
Please return your completed questionnaire to either your line manager or through internal mail to
Scott Copsey, Care of Environment Team.
Thank you for your co-operation

Your Travel

If you never commute by car, please go to
Question 8

1) What is your primary (usual) form of transport to
the University? (Please select one)
. Car Travel
O car (driver, on own)
O car Share (driver or passenger) 5) If vou ever travel to work by car where do you
[0 Bus usually park? (Please select one)
Ll Bicycle O campus car park
O Walking [0 Park & Ride (Southway Road, Junction 2)
[0 Train (+ other from station to uni) [ Park on local street
[J Motoreycle [ Other (please specify)
O Park & Ride
[ Other (please specify) 6) If your primary travel is by car, what measures do
you think would help you to reduce your use of
""""""""""""""""""""""""""""""""" the car for your commute to and from the
2) How long do you spend travelling to the University? (Please select all that apply)
University each day using your primary form of
transport? [0 A car sharing scheme (help finding partners)
_______________ minutes [ Pool cars/car club for business travel use
3) How many miles is it between your home and the [ Better P“bh_c fransport (e.g. frequency,
University (one way)? network coverage)
miles [ Better public transport information (e.g.
"""""""" timetables, discount tickets, real time
4) Which if any, of the following do you use as information at bus stops)
sec_onda_ry forms of transport to travel to the ] More cycle paths
University and how often? (Please select all that
apply) 1-2timesa  1-2 times a [ Better cycle facilities (e.g. showers, lockers,
week month covered cycle racks)
Car (driver, on own) O O o
Car Share (driver or passenger)  [] O [ Cycle safety training
Bus 0 0 0 Would cycle or walk in better weather (e.g.
Bicycle O B during summer)
Walking d O [0 Encoura gement to work from home
Train (+other from station to un1) [] O [0 Financial incentives for other forms of
Motorcycle O O transport
Park & Ride O O O None
Don’t use secondary form o a [0 Other (please specify).........cooovveeeeneeinnnn,
Other (please specify)............ O [




7) What are your main reasons for using a car to
commute to the University? (Please select all that

apply)
Comtort
Personal Safety
No alternative available
Cost of alternatives
Child care responsibility
Need car for business trips during working day
Work late
Personal Trips
Status
Other. ..o

OOooooOoOooon

Car Sharing

8) How often do you car share to travel to the
University? (Please select one)
[ 4-5 times a week (go to question 10a)
1 2-3 times a week (go to question 10a)
O 1 or less times a week (go to question 10a)

[0 Never (go to question 9)

9) If never, would you be prepared to car share?

O Yes (go to question 10a)

[1 No (please specify why, go to question 11)

10a) How important would the following be in
encouraging you to car share? (Please select all
that apply)

Help find car share partners with similar
hours

Preferential car sharing spaces

Free taxi home if let down by driver

Does not apply as use other modes than the
car
Other (please specify)...........................

O oOog o

10b) Are you aware that the University has a car
share database that allows potential sharers to
find partners?

[ Yes
0 No

Public Transport

11) Is there a bus service within 500 metres of vour
home that travels to the University? (Please select
one)

[ Yes
1 No
] Don’t know

12) What changes would most encourage you to use
the bus to travel to and from the University?
(Please select all that apply)

More frequent services

Express Services

Improved security

Improved shelters

Cleaner and more comfortable buses
More reliable services

More timetable & route information on bus
services

More conveniently located bus stops
Better connections

Discount tickets and annual passes
Through ticketing

Does not apply as using bus already
Other (Please specify)

oooood ooooood

13) Would you like to know what time your bus will
arrive at the bus stop before you get there?

1 Yes
O No

14) How would you like to obtain up to date
information on bus services? (Please select all
that apply)

[ At the bus stop
[0 Mobile phone
0 Internet

15) Do you know what Real-Time Information is?
O Yes
] No (if no, please go to question 18a)

16) Would you use Real-Time Information if you had
to pay to use it via a mobile phone?

O Yes
O No (if no, please go to question 18a)




17) If yes, how much would you be willing to pay to
use it? (Please select one)

5 pence
10 pence

20 pence

o000

Other (please specify).........................

Cycling
18a) Are you aware that UH staff are entitled to a

10% discount on cycles and equipment from a
Hertfordshire Supplier?

[0 Yes
O No
18b) Do vou think the University should provide tax

free bicycles through a staff salary sacrifice
system?

[0 Yes
[ No

19a) Are you aware that the University has a staff
cycle pool available for all staff to use?

[ Yes
O No

19b) Are you aware that staff can claim a 12 pence
per mile cycle rate for business travel?

O ves
O Neo

Park & Ride/Intercampus Shuttle

20) How often do you use the University's New
Park & Ride facility on Southway Road?
(Junction 2) (Please select one)

Less than once a week
Once a week

Twice a week

3- 4 times a week

Every day you drive to University by car

Ooodooood

Never (If never, please state why below and
then please go to question 24)

21) How do you rate the quality of the New Park &
Ride facility? (i.e. Parking/Bus shelter) (Please
select one)

[ Very Good
[0 Above average
[0 Below average

[ Poor

22) How do you rate the quality of the Shuttle
Service between the Park & Ride and
University? (Please select one)

[0 Very Good
[0 Above average
[] Below average

[1 Poor

23) What are the main reasons for you using the
New Park & Ride? (Please select all that apply)

It is close to University and convenient

Stops me parking on the local streets

It is cheaper than on campus parking

Ooood

Cannot park on campus (therefore don't have
other choice)

Shuttle 1s quick, regular and reliable

aoad

Other (Please specify).................ooeii

General

24) Did vou know that there is a dedicated travel web
site and e-mail service for the University?

O ves
O ~No

25) Did you know that the University has a Travel
Plan and a Full Time Travel Plan Coordinator?

O ves
[0 No

26) If you drive to the University by car, what is the
size and type of your engine? (Please select one)

[0 Diesel Large (1.6 litres and over)

[0 Diesel Small (Below 1.6 litres)

O LPG (Liquid Petroleum Gas)

O PetrolLarge  (over 1.6 litres)

[J Petrol Medium (1.2 litres to 1.6 litres)

LI Petrol Small (below 1.2 litres)

O Other........................... ..

27a) What year was vour car registered?

[] Before 2001 (go to question 28)
0 After 2001 (go to question 27b)




27b) If registered after 2001, please select your tax
band? (Please select one)

O a 0 E
O B O F
O c O G
[ )]

(This will allow us te accurately calculate carbon emission’s

[from cars)

About Yourself

28) Please enter your home post code (or at least the
first element e.g. AL10)

29) Which campus do you usually work at? (Please
select one)

College Lane
de Havilland

St Albans
Zenith/Titan
Meridian House
Fielder Centre
Bayfordbury

ooooooaa

30) Which faculty or department do you work for?
(Please select one)

Aerospace, Automotive & Design
Engineering
Art and Design

Business

Combined Studies

Computer Science

Continuing & Professional Development
Continuing Education & Partnerships Edu’n
Electronic, Communication & Electrical
Engineering

Hertfordshire Higher Education Humanities
Law

Life Sciences

Music

Nursing & Midwifery

Paramedic Sciences, Physiotherapy &
Radiography

Physics, Astronomy & Mathematics
Psychology

Social, Health & Community Studies

o000 OO0O0O0O00 ooooooo O

Other (please specify)...................ooo..

31) What is your occupation? (Please select one)
Management

Lecturer

Administration

Research Staff

Retail/Service

Security

Technical

OO0O0OoO0oOooano

Other (please specify)..................coo

32) What gender are you?
[0 Male
[0 Female

33) How old are you? (Please select an age range)
Under 20

21-30

31-40

41 -50

51-60

Over 60

Ooo0oooOoa

34) Do you have a disability or long term medical
condition that restricts how you travel to the
University?

[0 No
[0 Yes

35) Do you work Full or Part Time?

[J Full Time

[ Part Time

36) How do you rate the University of
Hertfordshire’s overall travel and transport
offering?

O Very Good
[0 Above average
[0 Below average

1 Poor




Appendices

Snap Shot Question

37) How did you travel to University the week beginning 21st February 2011?

Mon

Tue Wed

—
=
=

o
=

Car (driver, on own)

Car share (driver or passenger)

Bus

Bicycle

Walked

Train (+ other from station to uni)

Motorcycle

Park and Ride

Worked from home

Worked elsewhere

Work part time

oo o oo oooood

Other (please specify)...................

oo o ooojoooio oo
Oo/oooloooooooo
o/oo oo ooo o oo

o oo oooooooonO

38) Do you have any comments or suggestions about your travel to and from the University?

Thank you for your time and effort in completing this questionnaire.
Please fill m your details if you wish to be entered into the prize draw.

Name: (please print)...............ccooeeviieiiieninnan...

E-mail: (please print).......................L.

Closure Date for Prize Draw 02/04/11

Please return to your line manager or to

Scott Copsey, Care of Health, Safety and Environment

252



Appendix 2 St Albans Commuter Survey

1} What is the full name of the company
: which you work for?

- ) ) 6) What are the main reasons for you to travel to work
~. 2) What is your primary (usual) form of transport when by car? (Please tick up to 4 boxes)

travelling to work? [0 Comfort
O Car - (as driver, on own) O Personal safety
O Car' share - (as driver/passenger) [0 No suitable alternative available
O Train [J child or person caring responsibilities
O 8us [J The prohibitive cost of alternative transport forms
O Bicycle 0 Late or antisocial warking hours
00 motorcycle [0 Health reasons or a disability
[J walking £1 Personal trips during warking hours throughout
O work from home the day
: [ Other [ Status
© 3) How long does your journey to work take in minutes O Other (please specify)

(one way)
Minutes.

. 4) How many miles is your journey to work? (one way)

Miles Where do you usually park your car in St Albans?

: [0 ©On the road with parking restrictions
3} On which days do you commute to St Albans? 2 O Drovers Way

0O Monday [ st Albans City Station Car Park

O Tuesday O The Maltings

£} Wednesday ; [ Westminster Lodge

(W] Thursday o O APprivate Car Park
1 Friday o U Other (please specify)
[ saturday

O sunday




An integrated travel card that can be used on all

forms of public transport on all networks (like a

London Oyster card)

[0 This question does not apply to me as | already
frequently use public transport

[ None of the above

[0 Qther (please specify).

8) How often do you car share for your
journey to work? (As passenger or driver)
0 Mever .

O Very occasionally (Go to Question 10)
1 Up to once a week (Go to Question 10)

[0 Once to three times a week (Go to Question 10)
[0 More than three times a week {Go to Question 10)

9) If you answered never to the previous question,
would you consider car-sharing as a travel option for
yourself in the future?

13) Which of the following changes would
most encourage you to cycle to work?

O Yes (Please tick up to 3 boxes)

£ Possibly Improved bicycle parking facilities i
0 No More cycle routes that are more conveniently sited
0 Don’t know Improved changing/showering and storage

facilities at your workplace

Discounted tax schemes for bicycle and
equipment purchase

Financial incentives

Bicycle loan schemes within the workplace

) Which of the following criteria would encourage you
or others to car share more rather than travelling in
a single occupancy car, to travel to work?
(Please tick up to 3 boxes)

oooo o ooo

[0 Assistance in finding suitable car share partners None of the above
[ preferential parking spaces for car sharers Other (please specify).
O FINancial iNCENEIVES e ——————teees e ssset st sss et oo
I Guaranteed Uift or taxi home in the event of
unforeseen circumstances 14) Which of the following changes would encourage you
[ This does not apply to me as | already use to walk to work more often?
alternative transport modes other than the (Please tick up to 4 boxes)
private car or car sharing O Greater priority given to pedestrians
[J None of the above [ Better lighting
[ Other (please specify)......... [ Better security
O A walk to work scheme
I Information of walking routes
[ Financial incentives
[ Information regarding the health benefits of
walking
1) Is there a bus service O This question does not apply to me as |
operating within 500 metres of frequently walk to work, where possible
your home that allows you to travel easily to your £ None of the above
workplace? [0 Other (please specify).
O Yes -
0 No b
] Don't know

@

15) If you had to commute to work tamorrow without the
use of a private vehicle (i.e. car/motorbike), which
alternative transport would you choose?

[ Bus

2) What changes do you think would most encourage you
to use public transport more frequently to commute?
(Please tick up to 4 boxes)

O More frequent services
0 More direct routes
] Discounted rail/bus fares
] Dedicated bus lanes
[ Express services
[J More accessible public transport information
services
I improved security
I improved shelters/station facilities
3 Improved reliability
[0 More conveniently located bus stops
[0 improved and extended rail links

Lift from another person/colleague

There would be no feasible way for me to
commute as there is no public transport network
near enough and | live too far away towalk or  :
cycle :
Other (please specify).

O
]
O Cycle
]
O

O




16} How long do you estimate your journey time would
be whilst commuting by the method you chose in the
previous question?

O (Minutes)

17) If your job allowed you to, would you be willing to
work from home on occasions?
O Yes
O No
O This would never be possible in my job role
0O Dpon’t know

: 18) What do you think are the most important transport
issues facing St Albans? (Please tick up to 3 boxes)
[ Car parking provision

O The location of parking facilities

[ Lack of effective parking enforcement

[ Too much parking enforcement

[J Traffic congestion

[ inadequate public transport provision

[ Poor Air quality

[J Road safety issues

Additional comments

[ETTTT TP T I PrSre

19} Which of the following do you think would have the
greatest impact on changing your commuting habits
in the future? (Please tick up to 4 boxes)

[J Shared company vehicles provided by your

employers

{J The ability to work from home
Financial incentives to use alternative transport
methods (such as train/bus/walk & cycling)
Discounted or subsidised public transport fares
Alterations to the routes of public transport,
making it more suitable for yourself to use
The price of fuel
Car sharing schemes
Park and ride schemes
More cycle route provision
Mone of the above
Other {please specify)

]

ooooono oo

B 20} Do you think the introduction of stagger
: times for businesses, offices and schot
city centre could be a viable opti
traffic congestion?

Additional comments

& the restricted zones

1) Would you be in favour of restrictions limiting the
number of vehicles permitted within the city centre
area to improve air quality/reduce traffic congestion?
O Yes
O Ne
[J Don't know
Additional COmMMENES.... e ceeeaeerecsereesseesees s ssessseens

2) Would you be in favour of any form of
pedestrianisation of St Peters Street?
O Yes
O No
[ pon’t know
Additional comments

- aan

= 23) Would you support restricted access by private
vehicles to St Peters Street during busy periods of
the day, in order to ease congestion?
O ves

O nNe

1 Don’t know

24) If pedestrianisation of St Peters Street were to be
introduced, how do you think it should be enforced?

[1 By means of physical barriers on the fringes of

O By means of vehicle registration camera
recognition to issue retrospective fines

O 1 would not agree with either previous option, as
I strongly disagree that access to St Peters street
should ever be Restricted

O Other (please specify).

P

O Yes
O No
O pon’t know
Additional comme




- 25) Do you think that concerns about environmental
. issues and carbon dioxide emissions could influence
your future personal transport choices?

27) What is your home postcode?

(Please state your full postcode, if you do not wish to

O Yes
0 No state your full postcode, please just state the first4 =
O Don't know digits, for example AL1-4)

28) What is your Gender?
O Male
O Female

26) Whose responsibility do you consider it to be to
reduce carbon dioxide emissions that result from the
transport sectar?

{Please tick up to 3 boxes)

You, the individual

O

29) Could you please indicate your age group?

LI st Albans City and District Council [ Under 20

B O Hertfordshire County Council L1 20-25
O Central government 0 26-35

+ [ Internationat government 0 36-45

- [ Individual businesses and organisations O 46-55
O Noone O 5665

- Additional comments O 65+

1

If you wish to enter the prize draw, please give your name and a contact telephone number, you are not required to
. give this information #f you do not wish to be entered to the draw :

= Your Namet....

* Contact phone number:

- If you have any issues or opinions that you wish to share regarding transport within St Albans, please use the space
© provided below:

Please refurn by Mon 25th
February 2008 using the self
addressed envelope or
alternatively posi to the
address printed helow:

-~ Universityof
Hertfordshire




Appendix 3  SemiStructured Interview Schedule

Research Title: An investigation into the Development and Implementation of a
Transport Plan within a company

Interview Schedule for Transport Plan Stakeholders

My name is Scott Copsey, a postgraduate student undertaking research on how transport
plan (TP) initiatives are first developed and subsequently implemented within an
organisation. The aim of this research is understand the issues that affect TP
developmet) and provide solutions to overcome them. Interviewing internal and

external stakeholders involved with TPs is essential to this process.

Information gathered will be used to understand problems encountered when
developing initiatives and to understand the extent to which stakeholders onpact

given initiatives. This will also be undertaken with local external organisations.
Interviews wil be recorded using a tape recorder. All the information collected will be
used in the strictest confidence and recorded material will be destroyed at the end of the

research projectinterview lengths will vary between stakeholders, although it is
expeced to take between 28D minutesof @ ar t | dimep ant 6 s

Question 1:

Briefly outline your position within the organisation and then can you explain how it is
linked to transport planning or related areas?

(i.e., freight, commuter, business travel)

Question 2:

Do you know what a Transport Plan is?

If so can you provide a brief outline of one?

Question 3:

Have you been involved with any past, current or future transport related initiatives that
have been or will be implemented within the orgation?




Question 4:

If so can you firstly:

list each of them

briefly explain the background to each individually

then provide some background to why they were developed?
Starting with

Past Initiatives:

Current:

Future: if any

Question 5:

Which of the initiatives you have outlined above where successfully implemented?
Question 6:

To what extent were/are you involved with developing and implementing initiatives?
Question 7:

For each of the initiatives* you have mentioned, can you ouilhreg problems/issues
you encountered firstly with their development and subsequent implementation.

*Successful

*Unsuccessful

Question 8:

For each problem you encountered, can you explain how these were overcome? If at all
Question 9:

Do you have anjurther comments to add on this subject?

Thank you for your time in helping with this matter. As a reminder, all tape recordings
are confidential, and results will be recorded so that individuals will not be identifiable.




Appendix 4  Network St Albans Memorandum of Understanding

MEMORANDUM OF UNDERSTANDING

COVERING THE ESTABLISHMENT OF A VOLUNTARY

QUALITY NETWORK PARTNERSHIP

FOR THE ST ALBANS AREA




Parties to the Agreement:

(1)HERTFORDSHIRE COUNTY COUNCIL of County Hall, Pegs Lane,
Hertford, SG13 8DQ

(2)ST ALBANS CITY & DISTRICT COUNCIL of Civic Centre, St Peters

Street, St Albans, AL1 3JE

(3)FIRST CAPITAL CONNECT LIMITED of Hertford House, 1 Cranwood
Street, London, EC1V 9QS

(4)LONDON MIDLAND of 102 New Street, Birmingham, B2 4HQ

(5)ARRIVA THE SHIRES AND ESSEX of 487 Dunstable Road, Luton,
Bedfordshire, LU4 8DS

(6) CENTREBUS LIMITED of 37 Wenlock Way, Leicester, Leicestershire,
LE4 9HU

(7)METROLINE TRAVEL LIMITED of Hygeia, 66 -68 College Road,
Harrow, Middlesex, HA1 1BE

(8)UNIVERSITY BUS LIMITED and UNO BUS LIMITED of Gypsy Moth
Avenue, Hatfield, AL10 9BS

(9)UNIVERSITY OF HERTFORDSHIRE, of College Lane, Hatfield,
Hertfordshire, AL10 9AB




St Albans Quality Network Partnership

1.0 Introduction and Aim

1.1 This Memorandum ofUnderstanding follows recent discussions between the parties
above directed towards creating a Quality Network Partnership (QNP) serving the District
of St Albans with the broad aim of creating an integrated public transport network
through partnership.

1.2 The QNP aims to provide residents of and visitors to St Albans with a real and attractive
alternative for many of the journeys currently made by private car. This will help St
Albans City and District Council to cut traffic related road congestion, airnaige
polluti on, hel p businesses in the <city r
position as an attractive visitor destination.

1.3 The fully integrated approach to be adopted aims towards developing a network to
include at least the following:

1 Routes and corridors designated with a minimum service level based on
demand, with integration between rail and bus (where feasible)

1 Real Time/Automatic Vehicle Location (AVL) information on all routes
serving the QNP area, with public display ussweens, mobile and internet
technology (where suitable)

1 A common and interchangeable ticketing scheme, possibly incorporating
smartcard technology, for integrated ticketing between services and operators

I Traffic management schemes, parking controlgestivorks orders and bus
priority schemes, supported by strong enforcement measures that allow buses to
offer quick and punctual services at all times

1 Route specific marketing

9 Introduction of a wider city Travel Plan Strategy, which will develop an
ongoing set of measures aimed at enhancing the QNP

1 Working with and integrating the new initiative for developing and
implementing railway station Travel Plan Strategies at both the St Albans and
Hatfield stations.

2.0 Stakeholders and Status of the Agreement

21 Thi s iMemor andum of Understandingo defin
Primary Partners (as defined below) committed to the operation of a QNP within St
Albans City and District.




2.2 The QNP will ceordinate the use of powers included in Transport Act 2000 and the
Local Transport Act 2008, and related guidance, which make provision for local transport
authorities to create and develop either statutory or volu@Rs The St Albans QNP is
voluntary, Its aim is to assist the partners t@rgase public transport usage through
improving services and implementing appropriate restrictions on the use of private cars,
whilst building upon the viability and sustainability of the commercial public transport
network.

2.3 The QNP will encouragend facilitate the use of both existing and new powers to allow
both bus and train operators to develop and enhance the commercial public transport
network, while supporting subsidised services where identified needs cannot be met
commercially, providing tb public with a viable alternative to the car for commuting,
retail and leisure journeys to and within the City.

2.4 The QNP will not possess either legal powers of its own, or a permanent legal status. It
will affect its objectives by gaining consendos particular projects, and promoting the
establishment of legaliinding agreement between groups of the Primary (and possibly
Secondary) Partners to achieve these objectives. It will be a voluntary association, hosted
by one of the Primary Partners. tlre event of the QNP needing to have bank account
facilities, these will be provideda the host organisation.

3.0 Organisation

3.1 The members of the partnership are broken into two distinct groupings. Primary Partners
will be responsible for directlimplementing QNP objectives, and will be signatories to
this AMemorandum of Understanding. o Secon
the Wider Reference Group by a designated representative.

3.2 Primary Partners:

1 Hertfordshire County Council

1 StAlbans City and District Council

1 Main Transport Operators (currently First Capital Connéandon Midland,
Universitybus, Arriva, Centrebus, Metroline)

1 The University of Hertfordshire

3.3 Secondary Partners, for example:

1 Oaklands College

Hertfordshire Castabulary

The National Health Service, Primary Care Trust(s)/ Strategic Health Authority
Businesses, Transport Users RepresentativeQiled Members (Local Strategic
Partnership (LSP))

= =4 =




3.4 Partnership Board and Wider Reference Group

3.4.1 The QNP shall be madewof a Partnership Board comprising of one representative
from each of the Primary Partners. The Board shall have powersat @alditional
members. The Partnership Board shall elect a Chair from amongst their number. The
Board and Chair shall be suppdtby an Executive Assistant role that shall be funded
by subscriptions from the primary partners or by equivalent contributions inTtued.
roles and responsibilities of these officers shall be defined in Annex A to this
Agreementlt is intended that # Partnership Board will meet quarterly.

3.4.2 The QNP will form sulbgroups where appropriate to consider details on particular
issues. Their membership may be drawn from Secondary as well as Primary Partners.
Subgroups will in due course report back to the Partnership Board. Within both sub
groups ad the main Partnership Board, the aim will be to arrive at decisions by
consensus. This recognises that, given the numerical strength of the particular
groupings represented on the Board, any form of voting by majority would (or
potentially could) disadvaage individual members.

3.4.3 In addition, a Wider Reference Group will be created. This group shall include a
representative from each of the Secondary Partners and up to three (3) @herdco
members. These members shall be persons of distinction trattsport field and/or
an appointed representative of bus/train users and/or a person who is able to represent
the interests of the business, commercial and industrial communities within the
partnership aredt is intended that This Group will meet twiagyear.

3.5 Resignation of a Partner
If a primary Partner organisation wishes to leave the QNP, it must provide six (6)

months® notice to this effect to the r ems

4.0 Partnership Objectives

4.1 The ovedarching principle of the QNP is that the Local Authorities and others will provide
infrastructure, traffic management, parking restrictions, bus priority schemes and an
enforcement regime which allows the transport operators to improve ogespéeds and
hence generate resources to improve frequencies at no additional cost and deliver higher
punctuality and efficiency.

4.2 In exchange, the bus and train operators will invest in modern vehicles, staff training,
information services and impred standards of service. In addition they will consult the
other partners ofares angervice frequencieshere appropriate

4.3 This partnershipbs objectives will thus

i establishing what bus network is approfgido the partnership area including
routing, frequency, ticketing and bus priority based on careful market research of
users and potential users, andotdination of bus and train timetabling;




1 using the expertise of the transport operators to detertnéneneasures needed to
make the network commercially sustainable into the longer term;

1 negotiating within the partners and with other stakeholders an implementation plan
for the creation of tha@etwork thattakes into account the delivery constraints on
eah partnero6s input. The gener al princi
should not be required to deliver their service improvements until such time as the
other parties have provided the appropriate infrastructure, resources and
enforcement thatra required to facilitate improvements to bus and train services;

9 agreeing an appropriate ticketing strategy to encourage optimal use and modal shift
(with the benefit of market research data);

T working with INTALINK over branding and publicising the pantgieip and the
services to customers;

I assembling the resources required to facilitate the creation and sustainability of the
network whether from statutory sources, Section 106 Agreements or voluntary
commitment;

1 developing and then entering into the Agreais with the transport operators for
the provision of the network in the expectation that the network, properly planned
and launched, is commercially sustainable in the long term and takes into account
funding of socially necessary services;

9 establishingmechanisms for funding network wide travel schemes, including
partnership travel cards, I® travel schemes, University travel schemes and the
fair distribution of revenues to operators; and

1 considering any other measures as may be requested by thergthtdies and
members of the partnership to enhance the activities of the partnership and the
benefit of the wider community.

4.4 1t is recognised that the objectives described above will require expenditure to bring
about. The QNP will not initially ha/funds of its own (though this position may change
if new legal powers make it possible for furadsing to be legally possible) so the
intention is that each QNP member will be responsible for funding its own work within
the QNP agreed plans.

4.5 The QNP recognises that, prior to its coming into being, a number dfased Transport
Plans had been in existence (for instance covering St. Albans and Hatfield railway
stations, and their surrounding areas). It is the intention that, while revsedmg these,
their objectives and activities will be noted and as far as possible integrated with the work
being undertaken by the QNP.

5.0 ONP Area of Operation

5.1 The QNP will focus its efforts on the area within the centre of St Albans, approximately
defned as being within a one mile radius o
core areao), together with the principal
the core area itself.




5.2 This definition is accepted as being imprecise andulghtlis prove necessary, will be
re-defined by the Primary Partners at a later date.

6.0 Duration of Agreement

6.1 This Agreement will remain in force for a period of three (3) years from the date of
execution.

6.2 During its third year of operation, gt will be taken either to renew the Agreement for a
further period or to replace it with some other form cbperative measure with the aim
of continuing the work initiated during the first period of operation.




Signed by:

Name (Print)

JohnSykes

Position Integrated Transport Services Manager
Date 5" March 2009

on behalf of Hertfordshire County Council
Signed by:

Name (Print)

Position

Date

Andrew Robertson

Head of Environment and Regulatory Services

5" March 2009

on behalf ofSt Albans City and District Council

Signed by:

Name (Print)

Position

Date

Larry Heyman

Integration and Partnership Manager

5" March 2009

on behalf ofFirst Capital Connect




Signed by:

Name (Print)

Gerard Burgess

Position Partnership Manager
Date 5" March 2009

on behalf ofLondon Midland
Signed by:

Name (Print)

Brian Drury

Position Commercial Director
Date 5" March 2009

on behalf ofArriva the Shires and Essex
Signed by:

Name (Print)

Position

Date

David Shelley

Commercial Director

5" March 2009

on behalf ofCentrebus Limited




Signed by:

Name (Print)

Richard Foster

Position Commercial Manager
Date 5™ March 2009

on behalf oMetroline Travel Limited
Signed by:

Name (Print)

Bill Hiron

Position Managing Director
Date 5" March 2009

on behalf ofUniversitybus Limited and UNO Bus Limited
Signed by:

Name (Print)

Position

Date

Philip Waters

Secretary and Registrar

5" March 2009

on behalf othe University of Hertfordshire




Annex A
Executive Assistant (Officer) to the St Albans Quality Network Partnership

The QNP is a partnership of local authorities, public bodies and transport acpdeaticated to
improve the quality of public transpdrt St Albans and along kegorridors serving St Albans.

The Partnership Board and Chersupported by an Executive Assistant (Officer) who will be
employed by one of the partners with the role built into their job remit and funded by the
Partners by aged financial arrangements.

The Executive Assistant wilupport the Board by preparing papers, takingthadcirculating
minutes The role will also involve undertakinafficial correspondence of the Partnership and
progressingliscussions and negoiians on behalf of the Partnershiphe role willbe expected
to work closely with the Chaiof the Partnershipaking direction as opired. The Executive
Officer will represent the Boarand Partnership at meetinigst ultimately will report to and be
responsible to the Chair

Ideally the Assistant should be well informed on transport and travel planning issues and be able
to communicate orally and in writing to a good standals Executive Assistant will organise

and facilitate meetings of swhorking groups which will be developed as part of the QNP
structure.




Appendix5  Network St Albans Marketing Material

THE
BUShet

UNLIMTED
BUS TRAVEL

IN AND AROUND ST ALBANS
ON ALL OF THE CITY’'S BUSES.

From j

For more information please visit

www.networkstalbans.co.uk

or pick up a Natwork St Albars Pocket Guide from your local Tourist Information Centre or Library

- Ly

Network St Albans BUSnet Multi Operator Ticket Poster- as advertised at Bus Stopand
Bill Boards
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Appendix Six: University of Hertfordshire Aspects and Impacts Register (Travel Plan Exert).

Appendix 6

University of Hertfordshire Aspects and Impacts Registry

Creadline

Updates (month added)

Tran_spnrt y Scope 1-2 have been calculated as part of
Bmissians to Caleulate Intemational traval the CRC- Ene efficiency scheme, with
air from To reduce the carbon by students and fleet Scope 3 emﬂbns [men:mmin alnd
4.1 business amount of Apr-11 emissions by Jun-10 5C JH completed Aug-10. trans E_} methadal hein demglu ed b
trawvel, fleat amissions to air type Commuting HFI;E:'CE RJEpan.i’:g?nn lhii shnuldpbe ¥
and completed Apr-11. .
commuting provided by HEFCE by Mov 2011
Reduce staff
commuting
alone to G60%
To develop and by 2013 Lluu?:li:?n;
Provision of 'mn':r':‘:_"‘?:t 2 system that SCETRE As part of the University's 2020 vision, a
4.2 | car parking on mechaﬁsng for takes into Jun-10 DM & Estates Oet-11 planning application is being placed with
campus managing car Reduce account Estates Local Autharity
afr‘: students envircnmental
P commuting CONCEIMS
alone to 20%
by 2013
) Advartice and Advertised through staff-net, leaflets and
Provision and Reduce single ote Junt0 SC, SR & Conti Conti events. New leaflet to be launched in 2011-
romotion of oCcupancy Reduce staff promate car un- ER GnHnuous entinuaus 12. Car share for staff advertised in Travel
F wehicle use - sharing Leaflet produced Oct 2011
43 mars through sammuting
sustainable implementation alone to B0% | A gyertice and Staff Tax reduce cycle adveriised in Travel
travel options of the Travel by 2013 promaote tax June11 SC.SR & Conti Conti leaflet and via digital media. As of Oct 2011,
and facilities Plan reduced cycle un ER ontinuous ohtinuous over 200 staff had purchased a cycle using
scheme this scheme since launch in 2008
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Advertize and
promaote public
transport
sarnvices to the
CAMpUSES

Jun-11

SC.SR &

Continuous

Continuous

UMO, other bus operators and train
operators advertised at intermational freshers
fayre, Environment Week and at all staff and

student inductions

Advertize and
promaote joint
ticketing deal
for train and
bus senvices

Jun-11

SC.SR &
ER

Continuous

Continuous

Mew ticket machine installed June 2011.

Run free cycle
maintenance
checks

Jun-11

SC.5R &

Continuous

Oet-11

Ewent held as part of Environment Wesek.,
being held in Oct 2011

Run
workshops to
raise
AWareness
among staff of
the IT options
available for
video/phone
conferencing
and
telecommunic
ations for
waorking from
home

Dec-11

5C

Continuous

Dec-12

3 workshops held on 14th December 2012.

Raise

awareness of
the new Trawvel

Flan leaflet

and

envirenmental

impacts of

travelling to
the University

Jun-11

SC,5R &

Continuous

Advertised through
staff net. leaflets and
events. Mew leaflet
to be launched in
2011

Leaflet produced with Estates to provide an
oveniew of all transport alternatives to
University stakeholders

Reduce
students
commuting
alone to 20%
by 2013

Setup a tax
reduced bus
scheme

Jun-10

SC.SR &
ER

Continuous

Investigations taken
place but not viable
at this stage. It will
be considered in the
furture.

5Siill not viable at this stage

Install electric
wehiczle
charging

Mlay-11

5C &
Estates

Feb-12

Mar-12

Sites have been located for between 12-14
sites and a plan of works is being drawn up
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Updates (month added)

Scope 1-2 has been calculated as part of the
I ional travel by CR.C- Energy efficiency scheme, with Scope 3

emissions (commmuiting and transport)
Calculate carbon emissions by fype Tun-10 sC H students and feet completed | hodology being developed by HEFCE.
11 Reporting on this should be provided by HEFCE
c@ Apr-11. by Nov 2011. Draft overview produced in

MNovember (Nov-11).

As part of the University's 2020 vision, a

Infroduce a new pricing system that takes | [ o SCETR & . oct11 Wm“ﬁmﬁbﬁﬂmﬁfﬁ
nto account environmental concems 1o DM & Estates states - onty. proposal for potents £e
scheme has been developed. to be sent to CEG in
December (Mov-11).

Advertised through staff net, leaflets and events.
New leaflet to be laumched in 2011-12. Car share
Advertise and promote car sharing Jim-10 SC,SE&ER Confimious Continuous for staff advertised in Travel Leaflet produced
Oct 2011, Advertise this in Feb-12 as part of car-
share week (Nov-11).

Staff Tax reduce cycle advertised in Travel
leaflet and via digital media. As of Oct 2011,

Conti . over 200 staff had purchased a ing this
Fm-11 SC. SR &ER ous Continuous scheme since launch im 2008 uumm
offered as part of the University 'choices’ package

(MNow-11).

Advertise and promote tax reduced cycle
scheme
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Advertize and promote public transport

UNO, other bus operators and train operators
advertized at infemational freshers fayre, freshers

services to the campuses fun-11 SC.SR&ER Contirmous Contimious fayre Environment Week and at all staff and
student inductions. On-going (Nowv-11).
Advertise and promote joint ticketing deal ) . New ticket machine installed Jume 2011. Cn-
for train and bus services Jm-11 SC.5F & ER. Contimaous Continuous going (Nov-11).
Event held as part of Environment Week., being
Fam free cycle maintenance checks Jm-11 SC.5R&ER Contimions Oct-11 held m Oct 2011. One to follow m April (Now-
11).
Bamn workshops to raise awareness among
staff of the IT options available for
video/phone conferencing and Dec-11 sC Contimions Dec-12 3 workshops held on 14th December 2012,
telecommmmications for working from
home
Faise awareness of the new Travel Plan A?;Eﬁ?ﬁ;uisﬁ;ﬂ Leaflet produced with Estates to provide an
leaflet and environmental mmpacts of Jm-11 SC.5R&ER Contimions leaflet to be lamched in overview of all fransport altematives to
travelling to the University 3011 University stakeholders. On-going (Nov-11).
Investigations taken place
, 8 but not viable at this stage. It : . . .
Set up a tax reduced bus scheme Jun-10 SC, SR &ER Contimons will be considered in the Sall not viable at this stage (Nov-11).
firture.
Sites have been located for between 8-12 sites
! ' . . and a plan of works is being drawm up. Sites
mstall elecmc velicle charging points May-11 SC & Estates Feb-12 Mar-12 have been identified. meeting on 29th o confirm
/ site sutability. £35.000 set aside for this (Nov-
11).
The University has helped secure £1.9%9m as part
of the government's Local Sustainable Transport
Fumd (LSTF). The CSC has secured £70k of this
. P i . fimding to manage the development and
Develop Quality Network Partership Jum-10 SC &SR Contimons Aug-12 implementation of Quality parmership in St

within local conmmmity

Albans, Watford and Hemel Hempstead CSC
currently working with partmers on phase two
fimding circa £10.75m, to be submutted in Dec 11
(Mov-11).




Appendix 7 Long Term University Car Parking Strategy (Proposed as an Outcome of Al Thesis)

University of Hertfordshire
Estates Hospitality and Contract Services
Proposed Car Parking StrategyPaper for Chief Executive Group- 2020 Estates Vision

August 2012

Purpose

In order to meet our Local Authority Travel Plan Targets and to assist in furthering our sustainability agend
changes to our existing car parking arrangements will be needed.

This paper sets out a propbdo replacehe currentstaff car parking permisystemto that of adaily charge and
reward schemeusing a three phased approach. Students would not be included within the reward scheme, |
continue to pay daily charges. This is because the scheme for University employees kiasigaed to incentise
non-car use whilst not adversely penalising car driv@ise prime purpose is to encourage a behavioural change
away from single occupancy car use to help meet th
car parking strategy witbur sustainability agenda; and to redtizeneed to build additional car parking capacity,
whilst managing the current demand for car park sp&asently single occugmcey car use by staff is stagnant at
68% andhe Universityhascommitted to al ocal AuthorityStatutory TravePlan target of 60 per cent

Key points

9 Align the car parking strategy withe sustainability agenda

T Align to t AravellPlan; o encosrage stedfieduce their car use where feasible
9 Align to the Estates@0 Vision to save capital expenditureamditional car parknfrastructure costs
1 Develop a sund financial business casetiwa 23 year payback period

Synopsis

The Charge Reward Scheme woukkan Automatic Number Plate Recognition System (ANR&ally working
alongsideexisting staff cardand/or signing in pointsThe system would operate by employees initially registering
their car (or carsphat would allow them usef University car park (currently employees register for a car permit
annualy). The database would work in conjunction with ANPR cameras located around the Unitersitprdcar

park use All employees would receive a daily reward through swiping their employee card, to register thei
attendance on site. It is important thatesthployees receive the reward element as this increases the likelihood of ca
sharing within the scheme.f an empl oyee has an issue with regist
they would not benefit from the reward.

The charge rewardystem would operate onpoints systenthrough employeeaccruing and deductingoints
(when wusing a car park) over a month basi s, wi t h
travel choices. The net effecttexable at the poiraf payment(ideally through the payroll systemlhe difference
between the deduction and the reward is the net charge, which can be altered based on agreed criteria (suc
concessions, disability requirements special circumstances etc., use of ktdutiesetc). Employeesvho do not

use the car parks are subject tomo i dedution andvould thereforebenefit froma daily reward. The rewards
would ideally be fed through the payroll system and converted to a cash payment after being taxeeksml an
benefit. This is important as it makes the system cashless, with employees either just having to swipe once a dg
receive their reward or, if they drivd@NPR automatically registers trappropriate charge. The benefit of this
system is that themployee should be able to pay for their car park charge through their gross pay, before tax as p
of the existing tax relief system that the University currently operates.system could be developed further to
consider dfferent chargesdhased oncar park locations (as is current practice at the Park & Ride). This could
encourage greater use of car parks on the periphery of the site. If staff were to use more than one car park in a
the charge deducted would only apply once per day with the high@ge being applied the car park used.

The cost to implement ANPR is circa £300K, with an annual maintenance charge of circa &j&bkte@net
revenue savings of approximately £k5per annumare anticipated througteduced staffime in maintainng and




monitoiing the current car parkingegime. Therefora paybackperiod would be projected to be achieved withid
years(Table 1)

The current annual payment system is heavily subsidised by the University and does not encourage individual:
think about the possible alternatives available to them on a daily Bdmscalculated costs for building and
maintaining a car parking space per person/car per day is between 84(Table 2). Staff members currently pay

for an annual permitvhich means thathey pay considerably less thaat it costs to maintain the spacerF
example staff within the salary band £17,50824,500 (the band with the highest number of staff) pay £55 per
annum for a permit, meaning they only pay £0.25 per space per day.

Under a charge reward schemeyptoyeeswould bebanded intahreedaily chargebrackets; Band Ataff earring
betweent5,000- £24,500 $8% of staffy Band Bstaff earning betweefi24,501- £60,000 (3% of staff) and Band

C staff earningE60,001+ (3% of staff)lt is proposed thadifferent daily chargesvould apply to each bandhll
employees would receive the same daily reward, but this would be taxed on individual income taxhgands
employee generata creditfrom theirreward

Revenue generated from staff permits in 2010/2011 was £151K (Table Bhe daily charge for each band has
been calculated so thattife Universityreached its requiretiravel Plan target 060% for staffdriving alone there
would be noreduction inrevenue compared to the current persgiitem(a £161K). Eachstaff band would pay for

car parking. Band A employees would pay £2/day however receive a £1 tbeeefbre onlybe chargedl/day to
park. Band B employees would pay £1.40/day after theyvetkeir £1 eward and Band C employees woplay
£1.8/day This equates to £1®/month (Band A)£26/month(Band B, and £3&nonth (Band Q respectively,
should emloyees drive alone everyddyalfle 4. (note: costings have been calculated on 220 darking yeal).
Worked examples of how employees commuting options would impact on how much in credit or debit they
would be after tax, are for provided for each salary band in Table 5.

Table 6 provides indicative comparative car parking costs for employleesach salary/tax band compared to

the existing permit system (if they drive alone every dayjor example if an employee currently pays £360 for an
annual permit, they would pay £396 per annum under the proposed scheme, an increase of £36 per ansusn. Thi
represented as +£36 in Table&ssome ofthe salary bands split across the national tax basdse employees
who may be on 20% have d&e classed within the 40% band, and likewise for those in the 50% tax band.

Risks

The introducton of shorttem me as ur e s t opatkihggolitleshartaernssiay cardgpark, student use of
college lane car parks and free parking at the Park & Ride) haveebgential in order to demonstratéVtielwyn
Hatfield Borough ©@uncil our commitment to addressjrthe parking issues that exist andaround the campuses.
However, it is the long term decisions that will help deliver real and sustained changes to staff travel behaviour.

If the proposal above is not taken forward, the University risks not achi@girggatutory Travel Plan targets
Moreover our Scope 3 emissions which includes commuting, come into effect in 2013 and will be materiall
impacted as will our People and Planet League table position. On street parking will only increase if viab
alterratives to the car are not encouraged and promatesl will hinder our community relations with staff, students
and visitors continuing to park on the streetse Proposabs set outvould enhance the University as a leader of
innovative approaches taatrel andenvironmental improvemernd its commitment to sustainability. The proposal
represents an innovative appr ardsabre dusiainable practicesnvwhicheifmat |
implemented would risk negative press, locally andhiwinational league tables.h e Uni ver si tyds
Plan target i$0 per cenbf employeecar users ammuting alone to the University; thtsirrent figure is static at 68

per centlf this continues the local authority has the power to limitetigyment on site under planning requirements.
Therefore the University needs an innovative approach to tackling its high modal split usage by its employees.

If the above 60 per cent target is achieved under the proposed scheme, an additioaapa@ispacesvould be
made availablgust through achievingmodal split targets. Adding these the currentcirca 500 above capacity
spaceswould reduce the Université reeed to buildfurther car parking infrastructureahus saung on capital
expenditureFurther evenue could be generated througékingcar park spaces availaliestudentsvho currently
have to pay for parkind-zurther spaces for visitors, functions and conferences would be made avEitaiolgraging
a greater proportion of employeeause UNO services would also genemteaterrevenue from that source




A keyrisk to this proposal is the possible adverse reactions of staff and the Recognised Trade Unions to tt
noticeable increases in car parking castthose that continue to commat daily by car to campus.

Another potential risk is an increase in parking in the surrounding streets, with staff then collecting a rewarc
OKNRdAK Wglt1AYya AyQd | 26SGSNI NB I dzivhoNishdimd iBdeifie a2eWardi K ¢
should have registered their car(s) on the ANPR system, security would be able to patrol the surrounding stree
using software called SCOOP which would pick up any car registrations that are on the system. A warning not
could then be administered, or dadtions applied from the credit scheme. Warning notices on cars would be a
Of SIFNJ @GAadzrt aAdy (G2 NBAARSyGa O2yFTANNAY3I GKS | yAg
through requesting staff to park esite or take public transpornifuture.

Recommendations
That a three phased approacbhedieveloped tantroducethe approach outlined above.

Phase One: 20124

1 That full ANPR costs be investigated prior to installati@nce installation is agreed upon car park cee
be monitored, but still under the current annual permit system.

1 Annual tiered permit be incrementally increased and tiered bands reduced and simplified to better refle
costs.

1 Develop the above works in partnership with successful ANPR tender, residents and authority to
develop a workable solution in order to reduce daily on street parking from University commuters.

Phase Twoi 201416

1 A sample of vlunteeremployeesan opt into theproposed daily charge and rewastfiemen order to test
software and payment methodhis would allow for data and research to be collattdm those
participating, in order to better understand a full roll out. Increases in annual permit could be used to pay |
reward element. Detailed pilatould need to be developed with Estates, Security, CSC and Marketing
Departments.

Phase Three: 2016 2020

1 Roll out and fully mplementDaily Charge and Reward schemed phase outf annual staff car parking
permitsby 2020.

The University could ahose to only implement Phase One of the scheme in order to reduce staff time required
manage car parks. Payback for installing ANPR as a management system would be achieved within 2 years.

The proposed Charge Reward scheme is pioneering and innowaitgeapproach to delivering real behavioural
change to daily employee commuters. No other university (or sector) in the United Kingdom is currentl
implementing such a model. However there is an increasing move within the sector towards implemetircguhigh
parking charges for employees. Even the proposed higher costs within this scheme, are in many instances lower
comparable sites. The reward element, coupled with a daily charge, is a scheme which other universities and I
organisations grapiplg with high demand for car parking could adopt if proved successful at Hertfordshire. The
University would be a leader in developing this unique approach, which it could undertake research into and ben
commercially if implemented elsewhere, with gisis from our experience.
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Table 1: Automatic Number Plate Recognition (ANPR) Capital Expenditure Requirement

Company Indicative quote Annual licences and maintenance
SAGOSS £204,360 £31,141
WYG £250,000 (approx.) N/A

Table 1 shows two indicative quotes provided by two different ANPR companies, SAGOSS and White
Young Green (WYG). SAGOSS have also provided an indicative quote for the cost of annual licences and

maintenance of the ANPR system.

Table 2: Cost of a ar parking space per person/car per day (see Appendix for full workings)

Park and Ride (including shuttle of circa £3/day/person) £9
Average surface level car park space on campus £4
Multi-Storey CalPark £8
Average cost of a car parking space across University £7
Table 3: 2010/2011 Car Parking Costs and Revenue Generation

Income from Pay & Display ONLY £217K
Income from Staff Permits ONLY £151K
Total income (Inc. Staff Permits and Pay & Display) £368K
Car park running costs £388K

Table 4: Car parking costs to individual and revenue generated if all staff drive (alone) every day

Modal o 68% 60% o o o Annual Monthly
split 75% (current) (target) 50% 40% 0% cost/person| cost/person
1,389

Band A (58%)

Charge £2.0 £458,370 £415,589 £366,696 £305,580 | £244,464 £-

Reward £1.0 £305,580 £305,580 £305,580 £305,580 | £305,580 | £305,580

Revenue £152,790 £110,009 £61,116 £- -£61,116 -£305,580 £220 £18.33
925

Band B (39%)

Charge £2.4 £366,300 £332,112 £293,040 £244,200 £195,360 £-

Reward £1.0 £203,500 £203,500 £203,500 £203,500 £203,500 £203,500

Revenue £162,800 £128,612 £89,540 £40,700 -£8,140 -£203,500 £308 £26
69

Band C (3%)

Charge £2.8 £31,878 £28,903 £25,502 £21,252 £17,002 £-

Reward £1.0 £15,180 £15,180 £15,180 £15,180 £15,180 £15,180

Revenue £16,698 £13,723 £10,322 £6,072 £1,822 -£15,180 £396 £33.00

TOTAL REVENUE £332,288 £ 252,344 £160,978 £46,772 -£67,434 -£524,260

Gain/loss to UH

compared to current

permit system (151K) £181,288 £101,344 £9,978 -£104,228 | -£218,434 | -£675,260




Table 5: Worked examples of typical commuter journeys per annum

Examples of weekly staff commuter journeys and their related annual charges/rewargger annum
Average One person
9 Based on 2 car sharing Based on 3 Walk 2 days | Cycle 1 day, car
current . - Bus user/ -
Example . Drive alone people car twice a week, people car and drive share 2 days and
- permit cost - L - walk/cycle all .
journey all year sharing all and driving sharing all alone 3 daysa drive alone 2
for each band . year
year alone 3 times year week days a week
per annum
a week

Band A

(20% £29 (-£220) £0 (-£132) + £58.67 (ea.) +£176 (-£44) (-£44)

tax)
Band B

(40% £159.75 (-£308) (-£44) (ea.) (-£220) +£26.40 (ea.) +£132 (-£96.80) (-£114.40)

tax)
Band C

(50% £309.33 (-£396) (-£88) (ea.) (-£308) +£7.33 (ea.) +£110 (-£149.60) (-£184.8)

tax)




Table 6 Increase/decrease in car parking costs, compared to the current annual permit system

Increase/decrease in car parking costs, compared to the current annual permit system

Number One person
of staff Current car sharing | Based on 3 Walk 2 days Cycle 1 day, car
o . Based on 2 : Bus user/ )
within % of annual Drive alone twice a week, | people car and drive share 2 days and
Salaryband Band . people car o . walk/cycle .
each Staff permit all year : and driving sharing all alone 3 days | drive alone 2 days 3
. sharing all year : all year
permit cost alone 3 times year week week
band a week

Up to £5k 401 17% £15.00 +£205 -£15.00 +£117 -£73.67 -£191 +£29 +£29
£5001 to £11,500 245 A 10% £20.00 +£200 -£20.00 +£112 -£78.67 -£196 +£24 +£24
£11,501 to £17,500 284 12% £26.00 +£194 -£26.00 +£106 -£84.67 -£202 +£18 +£18
£17,501 to £24,500 459 19% £55.00 +£165 -£55.00 +£77 -£113.67 -£231 -£11 -£11
£24,501 to £32,500 275 11.5%| £91.00 +£217 -£47 +£129 -£117.40 -£223 +£5.80 +£23.8
£32,501 to £42,500 303 B 13% | £128.00 +£180 -£84 +£92 -£154.40 -£260 -£31.2 -£13.20
£42,501 to £50,000 205 8% £183.00 +£125 -£139 +£37 -£209.40 -£315 -£86.20 -£68.20
£50,001 to £60,000 142 6% £237.00 +£71 -£193 -£17 -£263.40 -£369 -£140.20 -£122.20
£60,001 to £80,000 56 3% £258.00 +£138 -£170 +£50 -£265.33 -£368 -£180.40 -£73.20
£80,001 to £100,000 10 C 0.5% | £310.00 +£86 -£222 -£2 -£317.33 -£420 -£160.40 -£125.20
£100,001 + 3 0.01%| £360.00 +£36 -£272 -£52 -£367.33 -£470 -£210.40 -£175.20




Table 7: Percentage and number of employees better or worse diifiancially compared to existing annual permit system

Percentage and number of total employees better or worse off financially compared to existing annpairmit
system
Number One person car
of staff Current Based on 2 p . Based on 3 Walk 2 days| Cycle 1 day, car
o . sharing twice a Bus user/ X
within % of annual Drive alone | people car people car and drive share 2 days and
Salary band Band ; X week, and : walk/cycle .
each Staff permit all year sharing all o sharing all alone 3 days| drive alone 2 days
: driving alone 3 all year
permit cost year , K year a week a week
band times a wee
Up to £5k 401 17% £15.00 100% worse | 100% better|  93.5% worse 100% better| 100% better| 50.5% worse| 50.5% worse
£5001 to £11,500 245 A 10% £20.00 2,383 2,383 2,228 2,383 2,383 1,202 1,202
£11,501 to £17,500 284 12% | £26.00 Vv v
£17,501 to £24,500 459 19% £55.00 better better
£24,501 to £32,500 275 11.5% £91.00 worse worse
£32,501 to £42,500 303 B 13% £128.00 49.5% better 49.5% better
£42,501 to £50,000 205 8% £183.00 1,178 1,178
£50,001 to £60,000 142 6% £237.00 6.5%better- 155
£60,001 to £80,000 56 3% £258.00 worse
£80,001to £100,000 10 C 0.5% £310.00 better
£100,001 + 3 0.01% | £360.00 better
v v v \ 4

Table 7identifiesthe percentage and total number of staff who will either be financially better or worse off annually under the proposeatiiag gcheme compared to the
existing permit system.
Where employees would have to pay more annually under the proposed schempgated to the existing permit system, and therefore becoming worse off financially, this is
represented by the percentage of the total number of employees (x% worse), followed by the actual number of employeeaw neli@ates all those within eachlaay band
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currently pay for an annual permit) under the proposed system are represéntde: same way.
These figures have been calculated on the basis that there are 2,383 employees.
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