3/SE Confederation of Green Parties (7501)

Statement from the South-East Confederation of Green Parties 

MATTER 3
REGIONAL TRANSPORT STRATEGY  

3.1
How well does the RTS reflect and complement the proposed spatial strategy?

We do not support the growth aspects of the spatial strategy, for other than indigenous growth. However, the RTS complements the proposed spatial strategy rather better than the current proposals for transport projects in the SE.  There should be more public transport schemes, including rail and light rail, in the strategy. 

Mobility has traditionally been seen as the aim of transport. However we believe that accessibility, rather than mobility, should be the aim. We need transport in order to gain access to shops, work, leisure, friends, etc. By ensuring that people have access to facilities for shopping, work and leisure nearer to their homes we can improve accessibility but reduce mobility, the overall amount of transport that is required. Communities should also become more self-sufficient in order to reduce the amount and distance that goods need to be transported - local production for local needs.

Access to shops, health care and leisure facilities is becoming more difficult for those without cars. Many households do not own a car and two thirds of the population do not have access to a car at all times. Yet local facilities are being closed down and town centre shops are being replaced by out-of-town hypermarkets, often without public transport services.  This lack of accessibility puts those without cars, who tend to be the young, the elderly, women, the poor and the infirm, at a disadvantage.

We need to reduce the overall amount of travel required and shift to less environmentally damaging modes of transport. In the local transport context this entails reducing car use and increasing travel by other more environment-friendly modes of transport such as public transport, cycling and walking.

We are opposed to all of the road widening and new road schemes in the Regional Transport Strategy, except those that are exclusively for public transport. These road widening and new road schemes will simply result in traffic growth. This is a return to the discredited 'predict and provide' policy of the 1980's. The 1994 SACTRA report showed that increasing road space leads to more traffic rather than reducing congestion. More roads means more traffic which in turn means more carbon emissions. Instead the aim should be to manage the demand and avoid the growth in traffic. 
The Sustainability Appraisal NTS supports our view when it says in NTS 4.4:
‘The planned levels of housing development at regional level, supported by

the Regional Policy Framework, will place considerable pressures on transport

infrastructure and will cause greenhouse gas emissions, water consumption

and waste arisings to increase.’

In Table 7.1 The Sustainability Appraisal again states that the strategy will fail to reduce emissions from transport: ‘The Policy Framework seeks to promote sustainable transport alternatives to the car/lorry and more efficient, compact forms of development with good local accessibility to services but it is not yet possible to predict what transport demands are likely to arise from the Preferred Spatial Strategy but it appears likely that even with the investment in public transport which are being sought the policies will lead to an increase in emissions.’

The Stern report (October 2006) has stated that climate change is a serious problem that can be tackled without jeopardizing the economy. The SE Plan needs revising to take account of this important new report.

Green Party transport priorities for SE

Rail Network

  We need an orbital rail network as well as a radial network.

  The capacity and gauge (for 9' 6" deep sea containers) on rail freight routes between

Southampton and West Midlands and between Channel Tunnel and London must be

increased.

  Light rail (tram) schemes should be built in large urban areas.

  We support the proposed reinstatement of the Uckfield to Lewes rail line.

  Rail lines and stations in the Farnborough area should be altered to provide a new

interchange station, Farnborough Cross, where the SW main line crosses the Blackwater Valley line between Reading and Guildford. The Frimley line from Ascot should be re-routed to also serve Farnborough Cross. 

  Other rail schemes, which should be in the Regional Transport Strategy, include an orbital rail service in the same corridor as the M25, connecting with the radial rail services, and another SE orbital rail service further out from London. There are many possible routes for a SE orbital rail service and all should be evaluated. One possible route would be Harwich/Ipswich, Colchester, Witham, Braintree, Stansted Airport, Cambridge, Bedford, Milton Keynes, Oxford, Didcot, Reading, Farnborough Cross, Guildford, Redhill, Gatwick Airport, East Grinstead, Tonbridge, Ashford, (Dover). We support the East West Rail Link which would form part of the SE orbital.

  There are a number of other sub-regional rail links that could be built. For example, two short chords could be built, one near Maidstone and one near Strood, which would allow a frequent fast rail service to be provided along the Medway valley between Maidstone East and Chatham. 

 The Airtrack proposal for a link between Staines and Heathrow T5 should be taken forward, not only because it would provide more people with good public transport access to Heathrow but because it would also provide a link between towns in Surrey and Berks and parts of West London.

 There are some bottlenecks on the rail lines from the SE into London, eg East Croydon, Woking and Reading. These need to be relieved by either the addition of more tracks or building grade separated junctions.

Bus Network

  There needs to be more use of buses for local transport and more priority on roads for buses.

  Bus services in the South East should be re-regulated so that elected councils/mayors can set routes, frequency and fares, as in London.

Cars

  Car clubs, to reduce car ownership/use and associated parking problems in high-density urban areas, should be encouraged.

Road Network

  Road user charging should be introduced through out the South East. It has been hugely successful in London and other European cities and is a simple and effective way to deliver a wide range of social and environmental benefits.

Cycling and walking

  Facilities for pedestrians and cyclists need improving.

Air Transport

  There should be no expansion for Gatwick or Heathrow but better surface public transport access to both.

3.2
Should RTS include a more spatially specific policy on demand management in general, or road user charging in particular, having regard to the potential for raising new sources of revenue for transport schemes (Policy T6)?

There should be a stronger commitment to demand management on the roads. 

A modal shift is required away from roads and towards public transport, cycling and walking. In order to satisfy the desire for travel in all directions by sustainable means alternatives to the car must be provided. For short distances walking, cycling and buses are appropriate. However over longer distances walking and cycling become too time consuming and buses become less satisfactory because they are slow, due in part to road congestion caused by private cars. For middle distance journeys, say 10 - 30 miles, which are typical of many commuter journeys, the train is the most appropriate form of public transport.  

If a significant proportion of a person’s regular journeys cannot be made conveniently by public transport then that person may be tempted to buy a car. If that happens then not only will those journeys which would be inconvenient by public transport be lost to public transport but most other journeys by that individual and their family will also be lost to public transport. This is because, having invested a large amount of money in the fixed costs of car ownership, the purchase, insurance, tax, etc of a car, there is an incentive to use it for as many journeys as possible in order to spread those fixed costs over as many miles as possible and so minimise the cost per mile. And because the marginal cost of making the journey by car, mainly perceived as the cost of the petrol, will usually be less than the cost of using public transport.

It is therefore important to ensure that for most people almost all journeys can be made conveniently by public transport so that people do not feel that they have to own a car. While this may not be feasible in remote rural areas in a fairly densely populated area such as the South East, especially for those who live in  towns, it should be achievable. Improved local bus services and orbital and radial rail services are a necessary component to ensure that the majority of journeys for the majority of people can be conveniently made by public transport. 

Policy T5 fails to recognise the role that car clubs can play in assisting people to reduce car ownership, particularly the acquisition of a second car. Car clubs remove the financial incentive that car owners have to take the car when the bus or train would be effective, since car club members pay according to use and do not have the overheads of a car that act as a disincentive to using alternatives.

Car clubs should be considered as alternative to parking provision in new developments and examples are appearing across the country where these are being set up as part of section 106 agreements. This should be reflected in T7.
The 2004 CSDSE survey (The Problems of Success - Reconciling economic growth and quality of life in the South East by Julie Foley, IPPR) noted that there was a 20% increase in business and domestic road usage in the period 1993-2002. The region’s average travel-to-work times are amongst the highest in Europe. And this CSDSE research looked into the impact of different growth scenarios and estimated that an economic growth rate of 3.4% GVA per annum would yield a 28.8% increase in road traffic over the strategy period. The key message here is one of planning – by reducing the need to travel through provision of local facilities and employment close to home, the social and environmental costs of unsustainable transport can be dramatically cut.

Since the Labour government of 1997 was formed, we have seen changes in regulation and taxation that have allowed the real cost of motoring to decline, yet there has been an increase in the real cost of travelling by train or bus. This needs to be reversed.

The Sustainability Appraisal (p43) states:

‘Promotion of Sustainable Transport - The Sub-Regional Strategies recognise that this is a significant issue. Many of the strategies contain policies to encourage modal shift. They also contain detailed recommendations in terms of projects that would help to upgrade and integrate the transport systems in their sub-regions. The

strategies also stress the need for transport infrastructure to be delivered in parallel with development. This is largely conditioned by Central Government funding.

Without significant investment and policy action it is likely that private transport and emissions from transport will increase as a result of the strategies.’

There is little sign of the investment or policy action called for so transport emissions will increase as a result of the strategy. That clearly is unsatisfactory.

In T1 Delete new road and road widening schemes

3.3
Is the guidance on car parking standards, specifically for B1 uses, sufficient and appropriate (Policy T7)?

3.4
Does the Plan give enough emphasis to freight, logistics and distribution (Policies T10-T13)?  Should there be greater specificity on the location of inter-modal freight interchanges (Policy T13)?

We disagree with the emphasis on ro-ro for freight. This leads to too many HGVs on the roads to and from the ports. Ports should have better rail connections, larger gauge and more capacity, for landside transport.

3.5
Does the strategy provide an adequate framework for the development of ports bearing in mind the current Government review of ports policy (Policy T8)?

Major port expansion or new ports would cause significant environmental damage and so should be discouraged. See above re landside access.

3.6
Should the draft RTS have reflected to a greater extent the provisions of the Air Transport White Paper, particularly at Gatwick (Policy T9)?

We are opposed to airport expansion at the regional airports of Southampton and Kent, as well as at the international airports at Gatwick and Heathrow. The support for growth of airports in T9 and associated text conflicts with CC2 and should be removed.
Delete T9 i, ii and iii and replace with:

There should be no expansion of airports in the SE.
Caroline Lucas MP for SE England is the European Parliament’s Rapporteur or draftsperson for the Commission’s Communication on Air Transport and the Environment. She has made the case that the current growth in aviation demand is unsustainable. The government’s own figures show that the number of people passing through UK airports is due to double in the next 20 years – if the government were to try to meet this demand, it would need to build four new airports the size of Heathrow, or eight the size of Gatwick! The absurdity of such a proposition demonstrates the uselessness of the old ‘predict and provide’ model.
Moreover, aviation is the fastest growing source of greenhouse gas emissions.

While accounting for around 3.5% of emissions today, this figure could rise to

around 15% by 2050, if these growth predictions are fulfilled. Yet government policy

is in part responsible for this unrestrained growth, through the enormous public

subsidies which aviation receives – it pays no tax on its fuel, and no VAT on tickets

or new aircraft, amounting to a subsidy of around £9 billion in the UK each year.

In her Report for the Parliament, she called for urgent measures to reduce aviation

demand, and to protect citizens from the increasing noise and pollution associated

with it.1 In particular, she proposed an environmental charge on all flights arriving at, or departing from, EU airports. Such a charge could be implemented by the EU acting

alone, with no competitive disadvantage, since it would apply to all air carriers,

irrespective of national origin. This policy should be supported in the SE Plan.
We made our case against airport expansion in "Isn't There Another Route We Could Take". Since that report was written, the Tyndall Centre for Climate Change Research, at the University of East Anglia, has calculated that, if the aviation industry grows as predicted, all householders, motorists and businesses will have to reduce their carbon dioxide emissions to zero in order to meet the Government's climate change target of a 60% reduction in carbon dioxide emissions by 2050. 

The Royal Commission on Environmental Pollution has also argued for no new airport capacity, and for measures to constrain aviation, so that the Government's sustainable development goals can be met.
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