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1. INTRODUCTION
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The Brief

1.1 Steer Davies Gleave were commissioned by the Yorkshire & Humber Assembly to develop public transport accessibility standards to assist in the review of Yorkshire & Humber Regional Planning Guidance, RPG12.

1.2 Planning Policy Guidance Note 11 on Regional Planning lists among the main aims of the Regional Transport Strategy (RTS) that it should provide “public transport accessibility criteria for regionally or sub-regionally significant levels or types of development, to be set out in development plans, to guide the location of new development and the provision of new transport services or infrastructure”. This study will help develop the Regional Transport Strategy in Yorkshire & Humber to satisfy this requirement.
1.3 The brief stated that it was essential that a robust, quantified procedure for measuring public transport accessibility be developed which could be defended at inquiry where necessary. The criteria should distinguish between different standard land use types and also reflect that the location of a development may influence the appropriate level of service. The work should produce a set of quantifiable criteria.

1.4 The criteria should be accompanied by recommendations on how they should be applied. These should include recommendations on how to identify highly accessible locations and locations with poor accessibility, recommendations on where more restrictive parking standards might be applied because of high levels of public transport accessibility (and the converse of this situation), and to assist with regional priorities by determining the impact of RTS proposals on public transport accessibility.

1.5 In order to encourage full support for the use of accessibility criteria the brief states that it is essential that member authorities are fully consulted in their development and that the criteria reflect as far as possible the differing conditions in member authorities.

Definitions

1.6 Accessibility is not defined in RPG12. For the purposes of this study public transport accessibility is defined here as a measure of  the ease of reaching services, facilities and employment and leisure opportunities by public transport. It incorporates access and egress to public transport services, the level of service afforded by public transport and the destinations it serves, as well as the overall journey time. 

1.7 Although not dealt with at great length in the study, this definition also includes the concept of physical accessibility, or ‘micro accessibility’, which is the actual physical accessibility of bus stops, stations, buses, trains, interchange locations and their immediate environment. This includes, for example, the provision of lighting and other facilities at stations, the quality of information, ease of interchange, or provision of wheelchair-accessible buses.

1.8 Criteria refers to the factors by which accessibility is judged. An example of criteria could be maximum walk access distance, or the minimum frequency of bus services. The factors would simply be walk access distance or frequency of bus services.

1.9 Standards are what the criteria are judged against. For example, the acceptable standard for maximum walk access distance will vary depending on what accessibility is being measured for – the maximum acceptable distance for access to a bus stop may be 400m, and  for access to a rail station 800m.

1.10 A methodology is a system of ways of assessing the criteria – for example, the PTALs (Public Transport Accessibility Levels) methodology, which looks at walk access to the public transport network, and the frequencies of public transport services available.

1.11 A measure is the unit or level, for example the actual walk time to the bus stop expressed in metres.

1.12 A tool is any device employed to assist with the process of measuring public transport accessibility – for example, a Geographic Information System (GIS). 
1.13 What constitutes regionally and sub-regionally significant levels or types of development differs from area to area and depending on the type of development (and may even vary at different times, for example during an economic depression). 

1.14 Whilst it would be impractical to suggest a quantified list of development types, sizes and locations for which the above terms apply, there are guidelines that may be followed. The Proposed Maximum Parking Standards contained in RPG12 offers a general guide to the development types and size thresholds for which consideration should be given for classifying as regionally or sub-regionally significant. Also bear in mind that development that is relevant at the regional scale will generally be one that has a large catchment.

1.15 It is stressed that such guidelines should only form the starting point for any consideration of a development, and that also of importance will be the use of objective local knowledge held by local authority professionals and based on  experience.

Methodology

1.16 The study was split into a number of key tasks:

· Review of guidance, advice, research and best practice, in order to set the study in regional and national context, and compare progress made in the region to that made elsewhere in Britain.

· Review the current use of accessibility methodologies in Yorkshire & Humber, to be achieved through a postal survey of member authorities and a workshop. The main aim of the surveys and workshops were to help to develop a better understanding of current practice, keys issues, problems and needs in the region. In addition, as a result of the consultation process it was hoped to encourage  support for and increased use of suitable accessibility methodologies.

· Determining suitable accessibility methodologies, criteria and standards. Make recommendations on the kinds of approaches that will be suitable for different types of accessibility measurement, dependent on location and type of development, and the advantages and disadvantages of such approaches.

· Make recommendations relating to the identification of accessible locations and locations where poor public transport accessibility threatens to undermine the spatial strategy.

· Recommend possible changes to parking standards, to reflect the development of accessibility policy.

· Contribute to determining regional priorities.

2. POLICY CONTEXT

[image: image8.png]PROCESS CHECKLIST

Origin Access |
(Housing) |

77777 What is the measuretobe | ____
) used for?
| Destination Access |
' (Economic |
' Development) |
A 4
Type of Accessibility What are the minimum data Nodes in good quality public

from main urban areas

' 1
requirements? | transport corridors radiating |
: ;

v
Is the required data available
\ 4 and in a suitable format?
Acquire data
in suitable
format

Data Mgnagement

v

Carry out the relevant
process with reference to
the location and criteria | -~

quidelines

Type/Number/Sizel
Importance of services,

Origin Access (Housing)

! Population within |
| catchment andits |-
i i

Destination Access
(Economic Development)

characteristics

Other factors — quality, }
ambience elc |

Guidelines on factors
contributing to whether
criteria is met or not




The role of accessibility in planning

2.1 Accessibility has returned to the fore in transport and land use planning throughout the United Kingdom. In 1994 the Departments of Transport and the Environment jointly published Planning Policy Guidance Note 13 – Transport (PPG13).  This was followed in 1995 by the publication of PPG 13: A Guide to Better Practice. Both documents were designed to encourage more integrated land-use and transport planning both at a policy and a practical level.  Improving accessibility by walking, cycling and public transport are now seen as key issues in transport policies designed to reduce dependence upon car-use and improve the alternatives.

2.2 PPG13 was revised in 2001 and emphasised the role for accessibility analysis in delivering integrated transport.  By shaping the pattern of development and influencing the location, scale, density, design and mix of land uses, planning can help to reduce the need to travel, reduce the length of journeys and make it safer and easier for people to access jobs, shopping facilities, leisure facilities and other services by public transport, walking, and cycling. 

2.3 Consistent application of such planning policies may help to reduce some of the need for car journeys and enable people to make sustainable transport choices. A key planning objective is therefore to ensure that jobs, shopping facilities, leisure facilities and other services are easily accessible by public transport, walking, and cycling. Ensuring that the particular accessibility needs of all groups in society are met is also of increasing importance within social inclusion policy. Understanding accessibility is now central to planning decisions.

2.4 For RPG the key issue is access by road and public transport. The role of RTS in delivering the context for PPG13 policies is primarily:

· To set out public transport accessibility criteria for regional and sub-regional scale development; and

· to provide consistency on parking standards.

2.5 At the regional level public transport accessibility analysis can provide criteria to guide regional scale development and for integrating regional plans with RTS priorities. 

Accessibility measures

2.6 Several methods have been developed for measuring and using accessibility factors and one of the main tasks of this study was one of selecting appropriate methodologies and refining them to meet the requirements for Yorkshire & Humber, rather than developing new approaches. 

RPG12

2.7 Yorkshire & Humber’s Regional Transport Strategy (RTS) is represented by chapter 7 of Regional Planning Guidance RPG12. Several parts of the current RTS are of relevance to public transport accessibility, including the sections on the primary objectives, interrelations with other regions, the integration of land use and transport planning, policies for the transport system, personal transport, increasing travel choice, public transport, parking, reducing car dependency, making the best use of existing infrastructure, and transport strategy coordination.

2.8 RPG12 states that one of the primary objectives for the Regional Transport Strategy is “to improve access to opportunities in a manner that is equitable and socially inclusive”. Obviously, public transport has a key role to play in achieving this. 

2.9 The guidance includes a number of transport, employment and housing policies relating to accessibility -  policies P1 (planning), T1 (transport), E4 (employment) and H2 (housing) all refer to giving preference to particular locations in development proposals.

2.10 Policy T1 “Land use and transport integration” states that development that generates a large number of passenger movements should be located at or close to sites which provide ready and convenient access by public transport, and that development should be planned to enhance the viability of existing public transport services.

2.11 Policy E4 “Employment site selection and development criteria” recommends giving preference to land within urban areas (particularly previously-developed land), followed by land on the urban periphery well served by public transport, followed if necessary by sites at nodes within public transport corridors (see p.56 of RPG12 for more detail). 

2.12 Policy H2 “Sequential approach to the allocation of housing land” recommends using previously developed land/conversions of existing buildings to housing use within urban areas, other urban infill, extensions to main urban areas where the land is accessible to services and jobs by good public transport, extensions to market and coalfield towns where the land is accessible to services and jobs by good public transport, other development that supports the Regional Spatial Strategy (RSS) and which provides or has the potential to provide good public transport and non-car links to a wide range of employment and services. (see p.69 of RPG12 for more detail).

2.13 In terms of parking policy, policy T2 urges a consistent approach to the formulation of parking strategies across the region.

South and West Yorkshire Multi-Modal Study (SWYMMS)

2.14 The South and West Yorkshire Multi-Modal Study (SWYMMS) was one of several multi-modal studies being undertaken for the Department for Transport (DfT). The study examined problems of congestion on  the strategic road network and developed solutions involving all modes of transport.

2.15 The study recommended a review of current controls on land use development adjacent to the trunk road and motorway system, aimed at further inhibiting the location of developments generating large volumes of car traffic close to trunk road junctions.

Literature Review

2.16 Please refer to Annex A for a review of recent and current UK literature on public transport accessibility.

3. technical context


Introduction

3.1 Several definitions of accessibility exist.  Some measure population catchments within a predetermined distance or time of a location, some are concerned with measures of access by walking to the motorised transport system, others look at the number or scale of opportunities reachable from an origin location.

3.2 It is possible, and often more helpful in land use planning, to investigate general measures of accessibility from given locations to residents or other resources.  Examples include counts of the number of people living within a given access time, or access time weighted population counts, which give a broader measure of how many people are within “range” of a given site.  These can be calculated separately by mode, and are sometimes presented to demonstrate relative accessibility by car and public transport.

3.3 The types of methodologies examined within this study included:

· Accessibility to opportunities using the public transport system.

· Accessibility ratios (e.g. comparing accessibility for car available trips with accessibility for non car available trips).

· Methodologies involving the measurement of Opportunities and Values.

· Accessibility to the public transport system.

· Methodologies based on zoning systems.

3.4 The study here addressed the following issues:

· Rural public transport.

· Overall accessibility of a plan area.

· Other factors affecting accessibility.

Simplicity and complexity

3.5 Whatever measures are adopted, a crucial factor will be the ease with which they can be understood and implemented, with the need for methodologies that are flexible enough to meet the particular needs of any local situation. 

3.6 There is of course a trade-off to be made between the financial and resource costs of implementing a methodology, and the size or complexity of the site being studied.  A key task in this study has therefore been to review the various methodologies available, the outputs they deliver, the financial and resource costs of implementing them, how they should be used, and whether they are appropriate for supporting the review of RPG in the Yorkshire & Humber region.

The use of measures

3.7 Accessibility analysis is used in different ways by individual developers and Local Authorities and Regional Assemblies. Developers are generally interested in measuring accessibility to one site, with whatever data sources are available.  In addition to this function Local Authorities are also interested in assessing many types of accessibility to many locations.  This will increasingly be a requirement for Development Plans.  Likewise Regional Assemblies will be concerned with accessibility analyses of public transport for a range of sites.  A particular strength of accessibility analysis is that there is considerable flexibility to tailor the accuracy of the data collection and analysis to suit the local situation. 

Problems with conventionally used measures

3.8 Much past practice on accessibility has been fragmentary and this has caused confusion amongst some users. One requirement of this study is that the preferred approaches must be user friendly.  The key to much of this is the data that any methodology will require.  For example, at one extreme accessibility analyses have included zonal traffic models with familiar problems such as:

· they are very data hungry;

· they are very costly;

· they have an in-built bias against short distance travel (due to zoning); and

· they are difficult to understand.

3.9 Another well-known example is the use of Public Transport Accessibility Levels (PTALs) which use the level of service and walk/wait times to produce indices of accessibility to the public transport network - often shown as contours on a local map.  There are significant limitations to this, particularly outside major conurbations, because the places which can be reached are not included in the index, only access to a bus or rail service.  Nevertheless the main benefit is that the results are easy to compare and levels are easy to calculate if data on public transport routes and wait times are readily available.

Practical issues for accessibility in Yorkshire & Humber

3.10 It is vitally important that the accessibility standards recommended prove to be of practical benefit to supporting the review of RPG for Yorkshire & Humber.  

3.11 An important element of this study has been to demonstrate which types of accessibility measure can be used most effectively given data, resource and skills availability in the region. The potential use of different techniques and software applications has also been researched.

3.12 The study seeks to build upon best practice elsewhere and to apply this to the region. By building upon this work within the context set by the Yorkshire & Humber RPG, advice has been provided to help facilitate the application of accessibility standards in the region.
4. RESULTS OF THE SURVEY AND THE WORKSHOPS


Surveys

4.1 Surveys were sent to all members of the Yorkshire & Humber Region Technical Panel and the Transport Officers Group. See Annex B for the survey form itself. Seventeen replies were received – 12 from districts and unitaries, 2 from PTEs, 1 from County, and 2 from other types of organisations.  See Annex C for tables summarising the survey replies.

4.2 Whilst it cannot be claimed that the results of the survey are completely representative of the region, a number of patterns and trends in the use of accessibility methodologies can be detected.

Question 1: The ways in which accessibility is considered in planning.

4.3 This question asked: “Please think about the importance of each of the following criteria that may be taken into account when looking at areas suitable for different development types. In each column put a ‘H’ (High) against the three most important criteria, and an ‘L’ (Low) against the three criteria considered least important.”

4.4 In the first column, in development planning, town centres as accessible locations and public transport accessibility are considered important criteria by almost all, with closeness to major routes or corridors only slightly less important. Availability of parking in an area is considered the least important criteria.

4.5 In the second column, in planning decisions, town centres as accessible locations and public transport accessibility are again considered important criteria by almost all. Avoiding development in areas affected  by significant barriers and locating with respect to other major centres are considered the least important. Availability of parking was considered important by a third of respondents.

4.6 In the third column, in LTP considerations, public transport accessibility and public transport access provision are considered the most important criteria. Avoiding development in areas affected by significant barriers, and to a lesser extent grouping land use clusters are considered the least important. Overall, the availability of parking was not considered especially important.

4.7 Some interesting patterns emerge when comparing results, particularly between the importance of criteria for development plans and the importance of criteria in planning decisions. Although closeness to major routes or corridors is considered an important criterion in development plans, in planning decisions it is less important. Availability of parking in an area  is considered an unimportant criteria in development plans, but significantly more important in planning decisions.  Public transport availability is considered important by almost all in development plans, but less so when making actual planning decisions.

Question 2: Accessibility as a criteria in planning decisions

4.8 This question asked: “we are interested to find out whether accessibility is used as a criterion in non-householder planning decisions”. The first part asks “how often is accessibility a key factor in refusal of planning permission?” and the second part “how often are accessibility issues considered in assessing the transport needs in these situations?” The replies are ranked 1-5 from ‘always’ through to ‘never’.

4.9 Accessibility is not usually a key factor in refusal of planning permission, although four of those replying thought otherwise, answering ‘1’ or ‘2’ on the scale of 5. Most of the respondents answered favourably when asked how often accessibility issues were considered in assessing the transport needs in these situations, with 9 answering ‘1’ or ‘2’ on the scale of 5.

Question 3: Accessibility in the Local Transport Plan

4.10 This question asked: “to what extent is accessibility being used as a criterion in decisions relating to the direction of transport facilities and improvements in terms of:

a. Improving access to those in inaccessible locations

b. Improving transport networks to raise accessibility for all

c. Improving accessibility to public transport services”

Respondents were asked to answer ‘often’, ‘occasionally’ or ‘never’.

4.11 Almost all respondents said that they often used accessibility as a criterion in decisions relating to the direction of transport facilities and improvements in terms of improving transport networks to raise accessibility for all, and improving accessibility to public transport services. Slightly fewer answered ‘often’ for improving access to those in inaccessible locations.

Question 4: Use of quantitative accessibility methodologies

4.12 This question asked: “do you use any quantitative accessibility methodologies in your land use and transport planning related work?”. If ‘yes’, the respondent was asked which types, and given a choice of:

a. Measuring isochrones (lines of equal travel time) to locations

b. Calculating the number of accessible opportunities weighted by travel time or distance

c. A measure of the quality or quantity of opportunities weighted by travel time or distance

d. Measures of access TO the public transport network (along the lines of the PTALs approach)

e. Other measures

4.13 Half the respondents said that they measured isochrones to locations as part of quantitative accessibility methodologies, with very few using any of the other types of methodologies.

Question 5: Use and availability of data for use in accessibility measures

4.14 This question asked: “which of the following data do you have easy access to for your area?”. The choices were:

a. GIS data on facilities available eg education, open spaces, health, libraries, sports etc

b. Local data on residences and population

c. A zoning system for the LPA area

d. OSCAR road network data from the OS

e. Other  forms of data

f. Travel times and/or costs between zones or areas, for public transport
4.15 Over half of respondents had GIS data available on facilities and population, and a third of respondents had road network data. Very few respondents had any other kind of data such as a zoning system or travel time data for public transport. A few of the respondents had such data, but not in an electronic format suitable for use in a GIS.

4.16 The survey ended by asking: “do you have any staff who have developed specialist skills in the use of accessibility methodologies?”. Only three respondents answered ‘yes’, significantly less than the number who said they used quantitative accessibility methodologies. This may be because staff do not consider themselves to be experienced in using such methodologies unless they are using very complex measures.

Workshops

4.17 The following section summarises the main issues that arose at the workshops, which were attended by planning and transport professionals from local authorities, PTEs and other organisations in the region.

4.18 Various approaches to measuring accessibility are currently undertaken, ranging from quite sophisticated modelling to simple calculations, for example isochrones. There were varying views on the benefits and disadvantages of weighting accessibility measures by different groups and activities, and there was a significant interest in the ‘micro’ elements of accessibility, for example disabled access to public transport, and walkability of access routes to public transport.

4.19 Accessibility Criteria. There were varying views on the approach that should be undertaken in the future. Some attendees were in favour of using one unified methodology for the entire region, with professionals then using their own experience to make a final decision, whilst others disagreed with this, stating that criteria ‘thresholds’ had to differ between urban and rural areas and that it was not realistic to expect one ‘black box’ solution to cover everyone’s needs.

4.20 It was noted that in terms of general attitudes to measuring accessibility, it should be measured as part of planning for transport, as opposed to tacking it on later.

4.21 Lack of resources (equating to time). A widely held view was that any recommended relating to use of methodologies, tools and data should be proportionate to the available resources – where  ‘resources’ refers to any actions requiring more staff time, such as time spent learning new skills, measuring accessibility, updating techniques and data etc.

4.22 A number of comments were made about the form of any guidance. Many thought it should be regionally specific and different from national guidance i.e. that there should be a degree of regional flavour to any guidance; some wanted to see specific detailed guidance and warned that vague planned statements would not be of help to them, urging that unless ‘numbers’ were put in the guidance, it would not to be of any more assistance than the PPG13 guidance. Overall, many felt that they needed practical assistance.

4.23 Region-wide guidance and standards are required on detailed thresholds - for example, for walk distances to public transport. Guidance is also required on trying to define “locations well served by public transport”. However, there was recognition that different standards will be appropriate in the core urban PTE areas and in deep rural area tracts of, say, North Yorkshire.  

4.24 Alternative approaches to developer contributions were suggested, such as charging for their impacts on transport provision (i.e. developments close to a network) or charging for developments where the greatest investment is required (i.e. far from a network). On public transport corridors higher density development should be permitted alongside lower parking standards.

4.25 Some thought that management of datastreams had been very poor, and that transport data gathering was a neglected discipline, especially in non-metropolitan areas. They asked for guidance on which datasets should be held in order to get the required outputs for measuring accessibility. 

4.26 There are issues surrounding data sharing between different departments and authorities. A significant amount of data is collected but it is not always readily available; therefore there is a need to show other departments the benefits of data sharing/cross-working before they agree to it. In terms of use of software, local authorities have differing, and sometime limited ability to use tools such as GIS.

Implications for the study

4.27 To summarise, the implications of these findings for the study are that:

· Accessibility is of growing importance in the region

· There is a need for common standards and methodologies

· There is a need for improvements to data availability, collection and management

5. Policy recommendations


Introduction

5.1 It is recommended that a three tiered approach to integrating land-use and transport planning be adopted by Yorkshire & Humber Assembly:

· PPG13 (and other policy guidance) should be regarded as setting out the policy requirements to reduce the need to travel, reduce the distances travelled, minimise car travel, and provide a wider choice for travel by sustainable modes. 

· Public transport accessibility methodologies, criteria and standards should be used to identify potential locations that should be developed, and to identify improvements to the public transport system that will increase accessibility to sites currently with poor public transport access.

· All planning applications with transport implications should be subject to a transport assessment that demonstrates how the development proposal is supported by sustainable transport modes and with lower parking availability.

5.2 RPG12 should provide the context for future land-use development as well as revisions to Local Transport Plans (LTPs) by the relevant authorities in the Yorkshire & Humber region.  It should also set criteria to influence the location of different types of development in order that more sustainable travel patterns can be secured.

Parking Standards

5.3 The Proposed Maximum Parking Standards contained in RPG12 provide a useful starting point for the setting of maximum parking standards (see table below).  

Table 5.1
Proposed Maximum Parking Standards (RPG12)

	Use
	Rural areas / market towns / coalfield settlements
	Urban areas
	Regional centre
	Thresholds above which standard applies

	Food retail
	1 space per 14-20 sqm
	14-25 sqm
	18-25 sqm
	1000 sqm

	Non-food retail
	1 space per 20-30 sqm
	25-60 sqm
	30-60 sqm
	1000 sqm

	A2 Offices
	1 space per 35 sqm
	35-60 sqm
	60 sqm
	2500 sqm

	B1 Business
	1 space per 30 sqm
	30-60 sqm
	60 sqm
	2500 sqm

	B2 Industry
	1 space per 30-50 sqm
	50-75 sqm
	75 sqm
	2500 sqm

	C2 Residential institutions – hospitals
	1 space per 2 staff + 1 space per 3 daily visitors
	4-8 staff + 4 daily visitors
	4-20 staff + 4 daily visitors
	2500 sqm

	D1 Non-residential institutions
	1 place per 2 staff + 1 space per 15 students
	2 staff + 15 students
	2-4 staff + 15 students
	2500 sqm

	D2 Assembly and leisure
	1 space per 22-25 sqm
	22-100 sqm
	50-200 sqm
	2500 sqm

	Cinemas and conference centres
	1 space per 5 seats
	5-10 seats
	5-10 seats
	1000 sqm

	Stadia
	1 space per 15 seats
	15 seats
	na
	1500 seats


5.4 Application of these standards should ensure that excessive parking provision is avoided.  In parallel with the use of PPG13 as a guide to planning decisions it is recommended that lower parking provision should be permitted at sites with higher public transport accessibility.  Figure 5.1  illustrates the relationship between these two criteria.  Only developments with good public transport accessibility should be permitted, and lower parking provision should be required at these sites.  Sites with good public transport accessibility should not be allowed to also have high parking provision, while sites with low accessibility should not be developed until public transport has been significantly enhanced.  It is recommended that as public transport accessibility increases parking provision be reduced from the RPG12 recommendations.  

Figure 5.1
RELATIONSHIP BETWEEN PUBLIC TRANSPORT ACCESSIBILITY AND PARKING
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5.5 Although it would be not be practical to set out exact criteria for reducing parking in line with public transport accessibility levels, the following are guidelines to the types of conditions that may allow such parking reductions. A location which meets three or more of these conditions may be considered for a reduction in parking provision.

· In urban areas, public transport frequencies which allow passengers to ‘turn up and go’, as opposed to reading timetables and scheduling their time of arrival at a bus stop or rail station. This is usually a headway of 10-15 minutes or better. These types of services will normally occur along main road corridors, and may consist of the total frequency of more than one service.

· High total local availability of parking. This would apply to both off-street and on-street parking.

· High population densities in close proximity.

· Access times by public transport that allow passengers to reach their destination within a reasonable time. What constitutes a ‘reasonable time’ will vary depending on the size and type of the development, and its location (figure 5.2), but a total travel  time (including walk to/from the public transport network, interchange and waiting) of 45 minutes or less is reasonable in an urban area, one hour or less in a rural area.

· For housing, one means of reducing car dependency is to design new housing developments without allocating any space for car parking. Car–free settlements must be located where good accessibility by other modes including public transport is achievable. Various types of households, such as older people, younger single people or couples and lower income groups, may find car–free settlements attractive. Alternatively, car sharing could be encouraged, for example through the establishment of car clubs.

5.6 As discussed earlier, in the current RPG there is potential for standards to create a perverse incentive for businesses to locate in less accessible locations, and the Assembly should monitor the application of the parking standards in development plans and in decisions on planning applications to ensure that they do not undermine investment in central locations.

Figure 5.2
INDICATIVE EFFECT OF JOURNEY TIME ON THE ATTRACTIVENESS OF OPPORTUNITIES
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Proposed developments adjacent to motorway junctions

5.7 Proposed developments adjacent to motorway junctions present a particular challenge.  Many committed developments are likely to come into operation over the course of the plan, generating additional traffic both on the motorways but also on the surrounding roads.   It is also to be expected that other planning applications will be submitted during the plan period for new developments in these locations.  

5.8 The policies contained in RPG12 set out clear guidance on the type of development that might be acceptable.   The aim is to discourage development of office, retail and leisure uses in peripheral locations, and in particular close to motorway junctions, if such development is more appropriately located in town and city centres.  SWYMMS (the South West Yorkshire Multi-modal Study) argued that this policy should be strengthened.  

5.9 Two approaches are recommended:

· Firstly, accessibility criteria for freight generating activities should be developed as a precursor to permitting freight intensive developments to be located close to motorway junctions. This would assist in site selection so as to encourage the re-development of urban areas and not place further demands on the strategic highway network.  An indicative freight accessibility map is included (figure 5.3).  The aim would be to identify those sites close to rail or waterways that could be developed for freight intensive activities.

· Secondly, the policies should be applied to prevent any further planning applications at motorway junction sites except for freight intensive operations or those with minimal car traffic generation.  Development proposals expected to generate significant levels of additional traffic should be located in urban areas where access by public transport can be encouraged.  All planning applications should be accompanied by a transport assessment that demonstrates how the proposed access to the site can be guaranteed to be sustainable.  Proposals that are not easily accessible by non-car modes should be rejected.

Figure 5.3 ACCESS TO FREIGHT NETWORKS
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Guidelines on public transport accessibility criteria and standards

5.10 Annex D of this report includes detailed tables containing recommendations on public transport accessibility criteria and standards in the region, dependent on location and type of development. 

5.11 In brief, separate guidelines have been prepared for origin accessibility (housing sites) and destination accessibility (employment, health, education and leisure sites). For each of the three  main location types identified in the RPG (extensions to main urban areas, extensions to market/coalfield towns and nodes in good quality public transport corridors radiating from main urban areas) there are recommendations on  the accessibility criteria and standards which should be taken into account when measuring public transport accessibility to or from a development site or a particular location.

6. TECHNICAL recommendations


Data/GI Issues

Geographic Information Strategy

6.1 ‘Geographic Information’ (GI) refers to information or data that has a geographic element, allowing it to be related to a specific location (as opposed to a GIS, a Geographic Information System, which allows such data to be processed, analysed and presented). In the context of accessibility, geographic information may refer to origins such as populations or households, destinations such as jobs, retail, leisure facilities, educational facilities, or healthcare, or the means of getting from one to the other (for the purposes of this study, the public transport network).

6.2 Geographic Information Strategies cover a wide array of key GI data issues, many of which are relevant to the region and were raised in the study workshops and elsewhere. The European GI Strategy paper EUROGI (1999) recommended their use, stating: “a GI strategy includes awareness raising, promoting greater usage and capacity building … it also assumes that the main problems to be tackled are primarily political and institutional rather than technical in nature”.  Formulating and adopting  GI strategy for the region would form a strong base upon which all subsequent developments in accessibility measurement could build.

6.3 Such strategies can assist with avoiding duplication of effort, promoting and learning from best practice, adopting common data standards, providing guidance on confidentiality issues, promoting the use of data locators (for example, websites containing geographic information and data), encouraging the exchange of data, providing guidance and promotion for ‘joined up’ working, having leadership for GI, applying metadata standards, dealing with OS issues, promoting GI, providing guidance on strategies, and monitoring and updating data. As the regional planning body, the Assembly is ideally placed to play a central role in  the formation of such a strategy.

6.4 It is recommended that further research be carried out, concentrating initially on a review of current practices and any initiatives already existing or planned. A practical way of doing this would be to contact the regional representative of the Association for Geographic Information (AGI), who should be aware of the current situation. Furthermore, as part of a GI strategy, it is recommended that a regionwide body should have overall responsibility for managing datasets used for accessibility measuring purposes.

6.5 The benefits gained from the formation of such a strategy would of course be much wider than those relating specifically to the measurement of accessibility, and would have a beneficial effect on all aspects of geographic information use within public sector organisations in the region.

Data Requirements

6.6 Recommendations on the amount and quality of data required should be flexible enough to allow those with limited resources to carry out accessibility analysis, while ensuring that the quality of analysis is high enough so that it will stand up to scrutiny by other professionals.

6.7 The following is a list of the absolute minimum amount of data that authorities should hold (ideally, in an electronic format which may be geocoded and used in a GIS):

· Population data, at ward level.

· List of public transport services in the area, including cross-boundary services, detailing their routes and frequencies by day and operating period (AM Peak, Daytime, PM Peak, Evening).

· Lists of key facilities including hospitals, GP surgeries, locations with basic shopping facilities, community leisure facilities, education facilities, main employment centres. The exact contents of this list will vary depending on the specific requirements of those measuring accessibility.

6.8 Improvements to data should include:

· Addition of population data at a more detailed level (currently Enumeration District (ED) but scheduled to change when the 2001 Census is published this year); addition of other types of data such as elderly population, unemployed population, socially deprived population.

· Details of bus services by stop rather than by route, and therefore requiring detailed information on the location of stops. More detail on frequency of routes by operating period, for example frequencies averaged by hour throughout the day.

· Addition of further lists of facilities such as libraries, open spaces; classification of facilities by size/importance, in order to facilitate weighting within accessibility analysis.

6.9 It is probable that local authorities will already hold a significant amount of this data, albeit sometimes in a different, or perhaps difficult to use, format. This may include information on facilities (e.g. shopfloor area by settlement, employment centres and sites), and details of public transport services (often as part of databases aimed at giving passengers information about services). Procedures should be formulated so that this information can be easily accessed and used. One of the best ways of doing this is by establishing a central database where all data is stored in a common format.

6.10 As a rule, authorities should be looking to update data on accessibility annually – more often if they have the resources available. As part of a GI Strategy there should plans detailing how such data will be updated, and how often. Depending on resource availability, updating may include improving the quality and amount of data available. Authorities should ensure that the volume and quality of data is not too high as to make updating an unfeasible exercise.

Data Sources

6.11 A Service Level Agreement between local authorities and the Ordnance Survey has been in existence for a number of years, allowing low-cost access to high quality geographic data. Many authorities in the Yorkshire & Humber region will hold such an agreement with the OS, giving them access to many different types of data. One such product, OSCAR road network data, is particularly useful for accessibility measuring purposes as it can form the basis for the development of  a public transport network for use within a GIS. 

6.12 The Ordnance Survey are currently developing a new suite of products known as the Integrated Transport Network (ITN), scheduled for release late 2003/early 2004. The suite will probably include cycle lanes and footpaths, which will be useful for measuring local accessibility to the public transport network, and the entire data set is likely to be available to local authorities at a low price. 

6.13 The development of internet technology has resulted in the availability of an increased amount of data useful for accessibility analysis, often free of charge. Neighbourhood Statistics, a website run by the Office for National Statistics, allows access to local level data on population, households, unemployment, deprivation and many other topics that are useful for use in conjunction with accessibility analysis. Neighbourhood statistics for Yorkshire & Humber can be found at: http://www.neighbourhood.statistics.gov.uk/yorkshire.asp.

6.14 Rudimentary lists of local facilities may be formed by combining field survey work with internet resources such as Yell.com (the online version of Yellow Pages), which lists services and facilities by type and includes a postcode, simplifying the process of geocoding facilities into a GIS. It should be stressed that such resources are hardly ever completely correct or up to date, and therefore any work carried out in this manner should be backed up by an exhaustive system of checks.

6.15 Data on facilities can also be purchased from commercial GI data companies - useful data includes locations of important community facilities such as banks and post offices. Some additional data processing may still be required after the data has been purchased, and such datasets can be expensive as they are usually sold in ‘packages’ with the likelihood that there will be some data purchased that will not be used. 

6.16 See http://apps.mapmechanics.com/cat/products.php?c=Business%20Data,%20UK for an example of the type of data available for purchase.

Sharing information

6.17 Measurement of accessibility does not necessarily end at an authority’s boundary. Authorities will therefore need to share information, and a common data format will assist greatly with this. 

6.18 Original copies of data for use in accessibility should ideally be kept in a common data format (ideally, something accessible such as Excel spreadsheet or Access database), rather than a proprietary one such as one of the GIS formats (Mapinfo, ESRI etc). This will facilitate easier data sharing and encourage cross-working between different authorities or departments who may be using different systems. Again, a GI strategy would contribute to addressing this issue.

6.19 A significant part of the region, covering West and South Yorkshire, already holds high quality data on public transport networks, which are regularly updated, and are currently developing their facility databases. It is recommended that as part of a GI strategy other authorities in the region should investigate the possibility of adopting the same data standards as these areas for their public transport network data. This does not necessarily mean that data should be in the same proprietary format, but rather that there should be common standards relating to the structure of data, thus facilitating easier data sharing.

Software Issues

GIS

6.20 Most authorities in the region will have, somewhere in their organisation, a Geographic Information System (GIS). Such systems have developed over the last decade to become user-friendly desktop applications running alongside other ‘office’ applications such as Word and Excel.

6.21 The biggest hurdle to wider use of GIS for measuring accessibility is likely to be the entrenched practice of authorities employing small numbers of so-called GIS ‘specialists’ (often there may be only one or two per organisation, particularly in rural areas). Such specialists are skilled in use of GIS but may have little or no day-to-day knowledge and experience of planning and transport issues, making it difficult to share knowledge and develop practices involving the use of GI technologies.

6.22 Increasingly, the trend has been to move away from having specialists and towards empowering planning and transport professionals by giving them hands-on access to simplified GIS tools and techniques that can directly and flexibly assist them in decision making processes. Most GIS and data vendors now offer flexible packages allowing the purchase of large numbers of licences at low cost, for example 25 licences for 4 times the price of a single licence, and so software costs should not be an issue (although other factors such as data or training costs might be).

Specialist accessibility measuring applications

6.23 The relatively high cost of purchasing, developing, updating and receiving technical support mean that most authorities will not be able to consider this option. In areas containing both built-up areas (market towns) and deep rural areas (eg North Yorkshire) development costs may be even higher due to the possible need for more than one measure of accessibility.

Guidance on methodologies and techniques

Introduction

6.24 There are several different ways of considering accessibility for public transport, which affect the kinds of methodologies which can be used, including:

· Accessibility from a location to public transport services

· Accessibility of the transport system to activities and opportunities such as jobs, education etc.

· Comparison of accessibility by different modes

6.25 Accessibility methodologies can differ in what they try to measure, and care is required when choosing which methodology to use, and the way in which it is used.  Remember also that all accessibility methodologies are only indicators, and that none can fully express the detail of ‘ease of reaching an activity at a distant location’.

6.26 It is important to remember that accessibility works in two directions - accessibility of residents to facilities (the number of work, retail, leisure etc opportunities available to householders), and the accessibility of facilities to people (the number of people with access to one or more facilities). 

Accessibility to opportunities using the public transport system

6.27 For individual developments in areas where the public transport network is not dense, it can be relatively simple to measure accessibility from origins (i.e. housing) to opportunities, since there are a limited number of routes which can be taken, and travel times can be relatively easily calculated on an individual level. The following shows practical ways of measuring accessibility to opportunities by the public transport system, from one point:

· Isochrones of journey times (manual): for mapping isochrones from one point, an estimate is needed of the walk time to usable bus routes from the origin, the network time to other destinations, and the egress walk time from the destination stop. Drawing the bus network on a map can help in this process, and recording times between timed locations from the timetable. At its simplest, the output will be the number or range of opportunities that can be reached within a certain time limit, for example it may be possible to access one town centre and three smaller service centres from a housing site or location within 45 minutes.

· Isochrones of journey times (automated): Where public transport networks are coded into a route based database with geo-coding the process can be simplified, although the factors such as walk and wait time may need to be considered in different ways to that used by the developers of such networks. 

 

Accessibility of populations to opportunities using the public transport system

6.28 Measuring the accessibility of populations to opportunities using the public transport system is similar to the previous methodology, except that the output will be expressed in terms of the population within a certain time limit of an opportunity, rather than the number of opportunities within a certain time limit of an origin point. The following shows practical ways of measuring the accessibility of the population to an  opportunity by the public transport system:

· Isochrones of journey times (manual): for mapping isochrones to one point, an estimate is needed of the walk time from usable bus routes to the destination, the network time to other origins, and the access time from those origins to the public transport service. At its simplest, the output will be the size of the population that can reach an opportunity within a certain time limit, for example it may be possible for 10,000 people to reach a hospital within 45 minutes.

· Isochrones of journey time (automated): Where public transport networks are coded into a route based database with geo-coding the process can be simplified, although the factors such as walk and wait time may need to be considered in different ways to that used by the developers of such networks. Figure 6.1 is an example output from WYPTE’s automated accessibility mapping application, showing the population within 10, 20 and 30 minutes of two hospitals in the area. Table 6.1 is an example tabular output, showing the number of people within different time bands, calculated using GIS-based Census population counts.

Figure 6.1
PUBLIC TRANSPORT ISOCHRONES IN WEST YORKSHIRE – ACCESS TO HOSPITALS
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Table 6.1
Populations within isochrones from a point, by public transport

	Time
	Population

	5 mins
	0

	10 mins
	0

	15 mins
	2500

	30 mins
	12500


Differences between measuring accessibility for urban and rural public transport

6.29 As a guide, in urban areas any public transport service with a ‘walk on frequency’ (one bus at least every 10-15 minutes) is thought of as offering a good level of access. In addition, when multiple services operate down a corridor, frequencies may be summed to give a total frequency for the corridor. This assumes that most passengers will have a choice of a number of different buses to take them to and from their destination. When  the service headway falls below the 30 minutes mark, the level of access is usually deemed poor in urban areas. Again, this depends to a large extent on the type of area and purpose. For example, people would be willing to travel further and wait longer to travel to a large general hospital than they would to travel to a sporting facility.  The presence of a good quality interchange facility such as a bus station or major rail-bus interchange also has a significant effect on accessibility levels.

6.30 In rural areas the issue is normally not how often a service runs, but rather does it run at all, and can I get there and back? Services may run so infrequently that simply looking at the frequency is no longer a valid approach; instead, the timing of services for different purposes becomes crucial and issues such as the time gap between inbound and outbound services are of paramount importance. For example, a service running once a day, leaving at 8.30am for the nearest town and returning at 6pm may represent a “good” level of service for those wishing to use it to go to work, but represents a “poor” level of service for those wishing to do their shopping (as it returns too late) or visit the hospital.

6.31 Practical ways of measuring accessibility taking the timing of infrequent services into account include a simple analysis of service levels. Accessibility in rural areas can be approximated by measuring access to the network, so long as strict criteria are used for defining what is a 'useful' service.  If a 'once a week' service is counted as being as useful as an hourly service the measure will not be helpful.  

6.32 One approach is to score services according to their frequency, using weekday and weekend frequencies ‘less than daily’, ‘daily’ etc as scores, adding these together and describing levels of access as ‘below subsistence’, ‘subsistence’ etc.  Those using such measures for analysis for rural areas should make it clear that the public transport services may only be of use for certain activities, such as shopping, due to the likely times and places served, and would not necessarily imply accessibility for work or other journeys. The steps to be followed are:

a. Define those locations that will be used as the basis for the analysis.  These may be parishes, but would more usefully be settlements within parishes, if this is possible.

b. Define the times of day for which services should be analysed.  These might be Monday to Friday pre AM peak, AM peak, interpeak, PM peak, evening, Saturday day, Saturday evening, and Sunday.

c. Define the level of service criteria for what will be regarded as reaching qualitative thresholds such as "subsistence" level or "good" services.

d. Record the numbers of services in each time period, filtering out those that do not serve a significant centre.

e. Use criteria defined in 'c' above to categorise settlements, and map the results.

6.33 In rural areas, unmet travel need has been measured using processes which incorporate the usefulness of services for particular activities depending on their detailed timings – known as time geographic accessibility analysis. The steps for a time geographic analysis roughly follow those for the simple version described above, but additional steps will enable a more detailed analysis.

a. Define locations to be used for analysis.  These could be parishes, but preferably will be settlements.

b. Collect data on facilities in each settlement, and enter into a database of facilities for each settlement.

c. Construct a database of public transport services connecting settlements recording the number of departures on each route in different time periods.  The records will relate to each service, and the locations it serves.

d. Use a relational database to analyse the feasibility of carrying out various journeys for different purposes using public transport services to reach locations where facilities exist.

e. Decide on the criteria for scaling outputs, and map the results

6.34 A limited number of bespoke packages provide methods of calculating area wide accessibility.  The figure below shows an example of output from SONATA (Social Needs And Transport Accessibility) (Figure 6.2) which is a package that calculates different opportunities reachable by public transport for rural areas, taking the timing of services into account, to calculate whether it is possible to, for instance, catch a bus to a town to arrive before 9am and get a returning bus home after 5:30pm.  The calculation of the possibility of carrying out several such 'tasks' can produce a variety of indices of accessibility, and unmet travel need.

Figure 6.2
Unmet travel needs in small towns and rural areas in TENDRING DISTRICT, Essex

Analysing accessibility of socially excluded populations

6.35 When carrying out accessibility analysis where the output is expressed in terms of the number of people (or households) with good or bad accessibility to a facility, this output will usually be the total population within reach of one or more opportunities. However, there may be occasions when the analysis needs to be concentrated on specific sub-groups of the population – for example the elderly, or deprived households.  This will be particularly important when informing policy decisions where social exclusion is an important factor.

6.36 In such cases, the methodologies to be used can be exactly the same as those described  earlier in this chapter, with the exception that the data used to create output population catchments will be of specific groups of the population rather than the whole population – for example, the number of low income households with access to employment.

6.37 This type of analysis is especially useful in order to calculate if a particular sub-group of the population has better or worse access to a destination than the population as a whole. Many sources of such data exist, the most obvious being the Census.

Advanced methodologies and use of data

Overall Accessibility Map

6.38 The overall accessibility map can be easily used to identify potential sites for development based on the current system of public transport provision, and to highlight the effect of new transport infrastructure or new services that are planned or may be required. 

· The map can be overlaid onto the potential development sites being considered in the development plan. This would quickly help to show those which are highly accessible and therefore suitable for uses such as offices, commercial leisure etc. It would also show which sites are not very accessible, giving the local authority the option of allocating the site for a low travel generating use (e.g. long term storage facilities) or helping to identify what extra transport improvements should be incorporated into the Local Transport Plan. 

· The public transport accessibility map could also be given to developers to illustrate the preferred locations for travel generating development.

6.39 Geographical Information Systems will greatly aid the process of area wide accessibility mapping, but few 'off the shelf' programs contain simple procedures to produce such maps. For most GIS applications it is necessary to calculate the number of opportunities reachable from many points in turn, and then produce contour maps - while such calculations are possible within a GIS, most do not offer this capability.  The procedure to be followed would normally be as follows:

a. Calculate a single isochrone for a set of points across the area.  Use a similar set of points as for the manual method, though it should be possible to increase the number with little effort.  

b. Using data on opportunities, plot the values of opportunities within the isochrone on a map, or into a new 'table' within the GIS.

c. Manually interpolate between points to produce such a map, or use a contouring procedure to map contours of opportunities available.

6.40 Careful consideration will be required concerning the criteria and standards employed for the purposes of producing such a map. These will vary depending on the location and type of development, and therefore separate maps will need to be produced for each type of accessibility being considered. The guidelines on criteria and standards included in Annex D of this report can be used as a starting point for the production of such maps. 

6.41 In addition,  a significant amount of data will need to be collected, and there will be an arduous amount of processing. Once completed, however, the maps will be significantly easier to update. 

6.42 Figure 6.3 shows an indicative map of overall accessibility. From the map it is possible to find out how many people are within a certain distance of  any location across the plan area. For example, the central point is accessible to 20,000 people within 30 minutes, whilst the peripheral areas shown in white are accessible to less than 5,000 people within the same time period.

Figure 6.3
OVERALL ACCESSIBILITY MAP FOR AN AREA
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Accessibility Ratios

6.43 Ratios show the relative accessibility of a destination or origin by different modes of transport – most usefully for the purposes of this study by public transport and by car.

6.44 An example of an accessibility ratio could be: in a city centre, while 150,000 people may be able to reach the site in 30 minutes by car, only 100,000 could use other mode, applying a ratio of 1.5 to 1.  For an ‘out of town’ location the figures might be 120,000 by car and 20,000 by other modes, applying a ratio of 6 to 1.  

6.45 There is potential for using accessibility ratios as a basis for helping to determine developer contributions towards transport improvements in planning obligations.  The following points are of relevance:

· Accessibility ratios would allow for a system whereby it could be made clear that developments in locations that are not easily accessible by public transport, walking and cycling would expect to have to contribute more to local transport improvements through the Planning Conditions and Planning Agreements systems.

· The measures used would have to be very simple and transparent (with the number of people within 20, or 30 minutes travel time being the most obvious).

· It would be necessary for the Local Authority to carry out a study of accessibility in their area to be able to compare sites in their locality.

· Accessibility ratios could only be used as a guideline, in conjunction with other variables as are currently used, and as a basis for discussion between the developer and the Local Planning Authority.

6.46 Accessibility ratios can be extremely useful, but can also be misleading if used in the wrong way.  It is vital that like is compared with like, and this means:

· The accessibility indicators used for comparison must be of the same type.  There is no meaning in comparing an isochrone for one mode with a different weighted measure for another.

· Using the same indicator, the parameters used must always be the same, or used with consistency.  There is no point in comparing the populations within a twenty minute bus ride with those within a thirty minute car drive, even though it may be felt that a thirty minute bus ride 'equates' to a twenty minute car journey.

· Using the same indicators, the parameters chosen must reflect travel behaviour in a meaningful way.  There is little point in comparing three hour travel times for access to supermarkets, for example.

Table 6.2
Ratio of car vs non-car accessibility - typical values

	Type of area
	Ratio of accessibility by those with access to car/ those without access to car

	City centre
	1.5

	Town centre
	2.5

	Edge of town centre
	4

	Out of town
	6

	Rural/ remote
	>10


Opportunity Measures and Value measures

6.47 “Opportunity” measures weight opportunities by a deterrence function, and are often called “Hansen” measures after their originator.  Whereas the contour measures (isochrones) must be drawn for a single travel time, or ‘generalised cost’ (for example, 45 minutes), Opportunity Measures weight the numbers of people who can reach a facility according to the relative ease of doing so.  In this way, the further a person is from the proposed development the less ‘opportunity’ it provides them.  For instance a facility within 5 minutes might get a score of “1”, while one 30 minutes away might get a score of “0.2”. Such calculations are added together to give a single index of accessibility. 

6.48 In “value” measures the usefulness of the ‘attractor’ (destination, or facility) is included.  For example:

· Floorspace for shops may be used instead of one shop being a ‘unit’ of attraction;

· Access to public transport services might be weighted by the usefulness of the service according to the service frequency, or the size of place that it serves.  The walking time to a bus stop might be weighted by the frequency, and the population of the largest town or city to which it goes.

6.49 Using weighted ‘attractions’ can add greatly to the sensitivity of measures, but, by the same token, the way in which 'attractiveness' is measured can influence the outcome significantly, and the 'transparency' of the measure to scrutiny is reduced.

6.50 The use of opportunity and value measures, when combined with (usually existing) zoning systems and a transport model, can represent a very cost-effective way of measuring accessibility. An example of this kind of technique is AccCalc, an accessibility measuring application developed by Derek Halden for the Scottish Executive. AccCalc is an Excel spreadsheet which uses transport modelling zones and journey time data, combined with data on opportunities and their value, to calculate “Hansen” indexes for each zone, based on the number of opportunities available and the ease or difficulty of reaching those opportunities.

6.51 Similar spreadsheet models can be set up by anyone with access to transport modelling zones and data. Initially, however, this is a laborious process both in terms of setting up the spreadsheet and the steep learning curve that first-time users will face. As there is no graphical (mapping) interface, such applications may not feel user-friendly.  Advantages are that users will already be familiar with spreadsheets, and the use of newer technologies such as GIS in the process is marginal, typically only being employed to produce the final output zonal map.

6.52 Whilst the use of opportunity and value measures combined with zonal models is not recommended due to the complexity of developing such systems from scratch, the use of many of the principles discussed here should be encouraged in the region, as they allow for further refining of general measures which will typically be based on isochrones.

6.53 Organisations should look to develop the level of detail included in facility lists, to reflect the size and usefulness of those facilities and thus creating ‘weighted’ lists.

6.54 The use of multiple isochrones will allow further refinement of measures, with those within the shortest distance or time being considered the most important.

Access to the public transport system

6.55 At the simplest level the walk time to a public transport station or stop, combined with the frequency of service found there, will give an indication of public transport access, but this will only reflect full public transport accessibility where the provision of public transport across the network is more or less equal and is of  a frequency that is high enough to allow passenger to ‘turn up and go’ (i.e. a maximum wait time of 10-15 minutes).  Even for locations such as London this cannot always be considered the case. 

6.56 This method is not recommended for use in Yorkshire & Humber region, as frequencies may vary significantly, even within the same district. In addition, the vast majority of the area is served by much lower public transport frequencies and therefore one of the main principles of such measures - that the wait time is presumed to be half the average headway – is not valid.

Other factors affecting accessibility

6.57 While isochrones are useful, they cannot show the way in which the quality of the journey affects the perceived ease of journey making. Many factors affect the quality of different modes of travel which are important:

· for walking and cycling to and from the public transport network, the experience can have a major effect.  Hills, poor surface quality, inconvenient crossing points, and feelings of insecurity and personal danger are among the factors that can play a large role in determining pedestrian activity, and affect accessibility.  

· for public transport use there are several additional factors to be considered in a calculated overall (or 'generalised') door to door journey time.

· the cost of travel may be important.

· the frequency of service may also be important. An infrequent service will have a very different 'utility' to the user depending on whether someone plans to leave just in time to catch the service, or whether they perceive the journey time as starting from when they would have liked to have left.

· reliability of service is a also a key issue (with, for some purposes, people needing to leave a 'safety margin' in their journey planning so they do not miss the service).

· other factors such as the need to interchange during a journey can add time, cost, and uncertainty to the perceived journey time. Interchange is unlikely to occur between buses (except at major bus stations such as those found in city centres such as Leeds and Sheffield), and bus-rail interchange can be problematic at railway stations where there is poor integration between modes in terms of location of stops and timing of services.

· the time taken accessing and egressing public transport is a particularly important barrier. According to Institution of Highways & Transportation (IHT) guidelines, the maximum walking distance to a rail station should be 800m, and the maximum distance to a stop should not exceed 400 m and preferably be no more than 300 m.  These distances are quoted for guidance, and should not be followed slavishly if that would lead to complex or indirect routes. For more guidance on these issues, please refer to “Planning for Public Transport in Development” (IHT, 1999). 

· for wheelchair users and the visually impaired, such guideline distances decrease significantly. “Inclusive Mobility”, published by the Department of Transport (DoT), recommends maximum distances of 150m without a rest for wheelchair users and the visually impaired, 100m for the mobility impaired without a walking aid, and 50m for the mobility impaired using a stick (DoT, 2002).

6.58 Economists describe the incorporation of these other factors in accessibility indicators as 'generalised cost' since they help measure the 'effort' involved in accessing the development.  Applying such weightings in practice requires attaching a time penalty to links in the network, or at fixed points in an area (e.g. interchange points).

The practical implications of these recommendations

6.59 What are the practical implications of these recommendations, in terms of extra time spent dealing with planning applications, investment in specialist software, and implications for staff training?

6.60 Resource use may be split into the following types:

· Time spent developing knowledge of accessibility methodologies and techniques;

· Time spent developing IT/GI skills, including use of applications such as GIS;

· Time and money spent on creating/purchasing and updating data;

· Money spent on purchasing software;

· Time spent carrying out accessibility analysis during day-to-day work.

Developing knowledge of accessibility methodologies and techniques

6.61 The guidance included in this chapter recommends that those authorities with little experience of measuring accessibility concentrate initially on those measures that offer the best return for resource investment. 

6.62 Such authorities should look to use the simplest methods and to develop their skills and capabilities as and when resources allow, so that they may eventually begin using the more advanced accessibility techniques discussed later in the chapter.

6.63 Obviously, the more time spent developing these skills, the bigger the benefits will be regarding the use of more complex techniques. But authorities should ensure that whatever they do is sustainable in the longer term. There is no point in learning complex techniques if there is no time available to use them, and indeed for most purposes it is true that methodologies involving the use of simple isochrone will suffice.

6.64 There is an overlap here with resource investment in data, as both will need to develop at the same pace. Using complex techniques with poor quality data will always result in a poor quality of analysis.

Developing IT/GI skills

6.65 Resources used to developing IT and GI skills should be viewed as part of a larger  development process. Someone skilled in the use of a GIS will be able to do much more than measure accessibility; they will be able to create simple mapping, and depending on data availability, use the GIS to query data on a wide range of subjects.

6.66 The knowledge level required to operate a GIS, while not high, will still require a significant amount of investment in training. Basic training will equip staff with the knowledge to create simple mapping and carry out basic editing processes. More advanced and specialist training will be required for them to fully understand the processes needed for accessibility analysis, and this may be a burden on resources in the short term. Like all aspects of IT, any training received will need to be supplemented by regular use of a GIS so that the lessons learnt are not immediately forgotten.

6.67 Bespoke accessibility measuring packages have the advantage of being simplified and self-contained, thus focusing the user on the task in hand - compare this to a GIS which can seem daunting at first due to the wealth of extra functionality available. However, in the longer term a GIS can offer much more flexibility in the way processes are carried out. 

Creating/purchasing and updating data

6.68 The development of entirely new data sources on facilities will be resource intensive in the short term. Purchasing data can save time but may be expensive and it is likely that some additional data processing will still be required to render the data into a suitable and accepted format. In addition, most data vendors operate a licensing system where an annual fee is payable in order to ensure regular updates. Creating new data sources will involve a significant amount of data collection and entry, and the creation of controls to ensure that the data is entered in a common format; most of these processes can be carried out by support staff.

6.69 Resources spent updating data will depend on the quality and quantity of data, and whether or not an update plan has been put in place, but should not be overly resource intensive. As mentioned earlier, the data will need to be updated annually, or more often if resources are available. Major changes in the public transport network will require ad-hoc updating, while most minor changes can be ignored in the short term.

Purchasing software

6.70 Desktop GIS applications such as Mapinfo and Arc are ideal for basic mapping and accessibility measuring needs, and as discussed earlier can be purchased cheaply, with  the price per licence decreasing significantly as more licences are bought. 

6.71 There are a number of issues to bear in mind when considering purchasing software:

· Is there sufficient interest in GI technologies within the authority to consider investing in a ‘corporate’ GIS system? In terms of economies of scale this can be the cheapest option, as it will give everyone in the authority access to GIS, but it involves a significant amount of authority-wide resource investment in terms of  time spent researching, convincing others that this is the best option, financing, and installing the system.

· There are dozens of different GIS applications available. Research needs to be carried out by authorities in the Yorkshire & Humber region to decide which is the most appropriate. Products vary in their functionality, user-friendliness and specialism. For example, Maptitude is a GIS application specifically aimed at the transport industry.

· If the authority already has a licence for a GIS application, a decision will need to be made whether to carry on using the same application, invest in a new (and possibly more suitable) application, or use two or more different applications. This may have resource implications regarding re-training staff to use the new application and reformatting of existing data, although it should not be too significant as those staff will already have an understanding of the basic concepts, and the interoperability of applications has improved greatly in recent years.

· Specialist software for accessibility analysis may run on its own platform (for example Accmap (MVA/Citilabs)), or may require a GIS application in order to function. 

Use of accessibility analysis during day-to-day work

6.72 If the above recommendations are followed, use of accessibility analysis during day-to-day work should not be resource intensive. Data sources will have been compiled for the entire Yorkshire & Humber area and will be easily available and sufficiently up to date. Staff will be skilled in using at the very least the basic methodologies for measuring accessibility, and would have a good basic knowledge of the software and data they are using.



The area below this line is reserved for Appendices and the Control Sheet
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Literature Review

A1. INTRODUCTION

Background

A1.1 This document is a summary of literature relevant to the process of developing public transport accessibility standards in the Yorkshire & Humber region. It has been split into four sections, dealing with National Guidance/Regional Policy, Regional Accessibility Guidance, Land Use Planning and Transport Integration, and Transport Assessments.

Reviewed Documents

A1.2 National Guidance / Regional Policy

· Planning Policy Guidance 13: Transport (DTLR, 2001)

· Planning Policy Guidance 3: Housing (2000)

· Planning Policy Guidance 6: Town centres and Retail Development (DoE, 1996)

· Planning Policy Guidance 11: Regional Planning (2000)

· Regional Planning Guidance 12: Yorkshire & Humberside (Y&H Assembly, 2001)

A1.3 Regional Accessibility Guidance

· Using Accessibility in Plans: a good practice guide for development plans and regional planning guidance (ODPM, 2003 forthcoming)
· Review of Accessibility Analysis Techniques and their Application  (Scottish Executive, 2000)

· The application of accessibility methodologies to land use planning  (NAfW, 2001)

A1.4 Land Use Planning and Transport Integration

· Transport Development Areas: Guide to Good Practice (RICS, 2002)

· Land Use Planning and the SRA (SRA, 2001)

A1.5 Transport Assessments

· Transport Assessments: A Good Practice Guide (ODPM, 2003 forthcoming)

· A Guide to Transport Assessments for Development Proposals in Scotland (Scottish Executive, 2002)
· Northern Ireland Transport Assessment Traffic Impact Assessment Guidelines (Northern Ireland Roads Service/Dept for Regional Devt, 2001)
A2. National Guidance and Regional Policy

PPG13 Transport, PPG3 Housing and PPG6 Town Centres and Retail Development

A2.1 One of the key objectives of PPG13 is to “promote accessibility to jobs, shopping, leisure facilities and services by public transport, walking and cycling”. This is important for all, but especially for those who do not have regular use of a car, and to promote social inclusion.

A2.2 To this end, there is a significant amount of overlap between PPG13 and other Planning Policy Guidance documents such as PPG3 and PPG6. PPG13 contains guidance on accessibility to residential development, retail, leisure, education and health, and advises the use of transport assessments whenever developments have “significant transport implications”.

A2.3 PPG13 and PPG3 state that to promote more sustainable residential environments local planning authorities should "seek greater intensity of development at places with good public transport accessibility, such as city, town, district and local centres or around major nodes along good quality public transport corridors". Just because a potential development site is well served by public transport does not of itself mean that it is an appropriate location for development and account should be taken of other factors such as access for the disabled in determining its suitability for development. Public transport should be used positively to shape the pattern of development: equally, new housing development can be used to make public transport services more viable.

A2.4 PPG13 and PPG6 state that at the regional and strategic level, local authorities should establish a hierarchy of town centres, taking account of accessibility by public transport, to identify preferred locations for major retail and leisure investment. For new retail developments, local authorities should seek to establish whether public transport will be sufficiently frequent, reliable, convenient and come directly into or past the development from a wide catchment area; ensure that the lack of public transport in rural areas should not preclude small-scale retail or service developments where this would serve local needs; and ensure that the development is easily and safely accessible for pedestrians, cyclists and disabled people from the surrounding area.
A2.5 Educational establishments, schools and hospitals are major generators of travel and should be located so as to maximise their accessibility by public transport, walking and cycling.

A2.6 PPG13 states that the RPG should set a strategic framework for this exercise through the use of public transport accessibility criteria for regionally or sub-regionally significant levels or types of development.

A2.7 PPG13 states that for major proposals, a Transport Assessment should be undertaken to illustrate accessibility to the site by all modes and the likely modal split of journeys to and from the site; it should also give details of proposed measures to improve access by public transport.

A2.8 In line with PPG13, guidance in PPG3 and PPG6 states that parking provision for new developments should not be expressed as minimum standards.  There should be significantly lower levels of off-street parking provision in locations such as town centres where services are readily accessible by walking, cycling or public transport. For housing, standards that result on average in development with more than 1.5 off-street car parking spaces per dwelling should not be adopted.

PPG11 on Regional Planning and RPG 12 (October 2001)

A2.9 PPG11 states that the Regional Transport Strategy should provide public transport accessibility criteria for regionally or sub-regionally significant levels or types of development, to be set out in development plans and local transport plans, to guide the location of new development and the provision of new transport services or infrastructure; and advice on the approach to be taken to standards for the provision of off-street car parking.

A2.10 Following on from this, RPG12 states that one of the primary objectives for the Regional Transport Strategy is “to improve access to opportunities in a manner that is equitable and socially inclusive”.

A2.11 Policy T1 states that development that generates a large number of passenger movements should be located at or close to sites which provide ready and convenient access by public transport, and that development should be planned to enhance the viability of existing public transport services.

A2.12 Policy T2 urges a consistent approach to the formulation of parking strategies across the region.

A2.13 The guidance document “Monitoring Regional Planning Guidance – Good Practice Guidance on Targets and Indicators” (ODPM) recommends monitoring the percentage of new development on sites complying with regional public transport accessibility criteria.

A3. regional accessibility guidance

Using Accessibility in Plans: a good practice guide for development plans and regional planning guidance (ODPM, 2003 forthcoming)

A3.1 This forthcoming publication gives detailed guidance on the use of accessibility in development plans and Regional Planning Guidance, focusing in particular on a number of key techniques which are useful in delivering PPG 13 objectives at the area wide level in development plans.  

A3.2 It advises the preparation of a single overall map showing an indicator of accessibility by public transport for a development plan area; measuring accessibility to individual sites by different modes; accessibility ratios; access to public transport networks; modifying techniques for rural areas; and walk and cycle accessibility. 

A3.3 Step-by-step guides to the different techniques for measuring accessibility are included, although there are variations in methods that are possible for producing such maps (due to differences in the data and technology availability) and it is stressed that approaches may have to be adapted in each case to suit local conditions.

A3.4 The guide considers the use of accessibility in regional plans, discussing the various potential approaches to producing public transport accessibility criteria, differences in accessibility considerations between development plans and regional plans (namely, that accessibility maps should focus on the more strategic elements of the public transport network (i.e. detail is not so important at this scale), and that the time catchment for public transport would be increased), and practical ways of producing public transport accessibility maps in a regional context.

Review of Accessibility Analysis Techniques and their Application  (Scottish Executive, 2000)

A3.5 This review considered the need for accessibility analysis in land use and transport appraisal in Scotland, researched current practice in accessibility analysis in Scotland, and demonstrated the use of such techniques through case studies, suggesting how guidance can widen the use of these techniques.

A3.6 The work included a survey of 29 relevant organisations to obtain their views on  the use of accessibility. Accessibility issues were considered to be an important part of  integrated transport appraisal, but that detailed guidance would be needed if new techniques were to become an established part of the decision making process.

A3.7 A crucial factor identified was the ease with which measures could be understood and implemented. This was a central theme within the work and the published guidance demonstrated how analysis could be simple or complex to meet the particular needs of any local situation. To help simplify the analysis the project developed data management and calculation software.

The application of accessibility methodologies to land use planning  (NAfW, 2001)

A3.8 This project for the National Assembly for Wales involved undertaking a review of accessibility measures used by local authorities in Wales and to recommend the most appropriate techniques. It was intended to inform the Assembly of the current situation regarding the use of accessibility methodologies by local planning authorities, and to provide advice on the future use of accessibility methodologies, taking into account factors such as data availability, knowledge, expertise, time, clarity issues, and monitoring and updating. 

A3.9 Among the main findings from talking to local planning authorities were that policy guidance on issues relating to accessibility is in a period of change, and there was little guidance or literature from elsewhere in Europe in existence to provide good practice on how such methodologies should be used. The study also found that the use of accessibility methodologies in land use planning in Wales was limited, with most consideration of accessibility done using local knowledge and professional judgement.

A3.10 The specification of methodologies that are appropriate for different land use planning issues formed a large part of the report. For most purposes it was concluded that the clear and transparent display of relatively simple measures of accessibility, tailored to specific needs under study was the most appropriate approach.

A3.11 Data availability acts as one of the largest obstacles to the development of practical methodologies for most Local Planning Authorities.  The report contained descriptions of the data that is available, and suggests ways in which simple accessibility methodologies can be used, using GIS systems that use readily available data, or datasets built up by Local Authorities.

A3.12 The report concluded that published best practice guidance was not the most appropriate way forward in the short term.  This is due mainly to the rapidly changing situation regarding GIS system and data availability.  The report advised that it would seem more appropriate to conduct workshops with Local Planning Authorities to help enable the use of GIS methodologies to be disseminated and developed.  Once such systems have developed the scope for written guidance may be greater, drawing on good practice in Wales and elsewhere.
A4. LAND USE PLANNING AND TRANSPORT INTEGRATION

Transport Development Areas: Guide to Good Practice (RICS, 2002)

A4.1 A TDA is a means of securing well designed, higher density development around good public transport nodes in towns and cities, without requiring legislation or changes in policy.  Subsequent reference was made to TDAs in revised PPG13.

A4.2 The report states that there is considerable scope for regional guidance to take account of the TDA approach and advocates its inclusion within development plans and Local Transport Plans. The Regional Transport Strategy should include measures relevant to TDAs such as accessibility criteria, increased public transport choice, car parking standards and demand management.

Land Use Planning and the SRA (SRA, 2001)

A4.3 A major objective for the SRA is to ensure that higher density land use development is undertaken at or in close proximity to railway stations and major public transport interchanges, reducing the need to travel by car and reducing the overall distances that people need to travel. The document also states that the SRA will not support a major development which further exacerbates overcrowding on an already busy railway line, or support development of greenfield sites or those less accessible to public transport.

A5. TRANSPORT ASSESSMENTS

Transport Assessments: A Good Practice Guide (ODPM, 2003 forthcoming)

A5.1 The forthcoming publication "Transport Assessments for Development Proposals - A Good Practice Guide" was presaged in the revised PPG13: Transport (2001).  It will provide developers and others in England with as close as possible to step by step guidance to preparing a Transport Assessment.  However, limitations on space and the scope for differences in what will form a TA (because of, for instance, the size of development) mean that there remains much scope for variation in the detail of the procedure and the final output.  The guidance therefore falls between step by step guidance and background guidance on major issues to be addressed by developers and local authorities.

A5.2 This guide encourages an iterative process in the preparation of both TAs and development proposals. It encourages initial ideas to be checked against likely outcomes in order to allow schemes to be modified so they deliver planning objectives. For instance, measuring the accessibility of a development by public transport, cycling and walking is likely to highlight practical measures to improve such access arrangements, thereby increasing the chances that a subsequent planning application will be approved.

A Guide to Transport Assessments for Development Proposals in Scotland (Scottish Executive, 2002)

A5.3 This guide is an adaptation of the ODPM guidance with context provided by the relevant Scottish legislation.  In Appendix B it describes the three-stage process that the ODPM guidance also recommends.  The basic TA Form is also essentially the same as that for the ODPM but differs in that a TA in Scotland is required for all development proposals, rather than those exceeding certain thresholds.   This report includes case studies in Scotland in which transport assessments are compared against the requirements of the guide with the differences that the new approach would require highlighted.

Northern Ireland Transport Assessment Traffic Impact Assessment Guidelines (Northern Ireland Roads Service/Dept for Regional Devt, 2001)

A5.4 This guide, published last year, advises developers to promote the use of public transport in accordance with “Guidelines for Planning for Public Transport in Developments”, published by the IHT. Guidance on the use of transport assessment methodologies is currently being prepared.
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Survey Questionnaire

Survey of the use of accessibility methodologies by Local Planning Authorities in Yorkshire & Humber

1 - The ways in which accessibility is considered in planning

Please think about the importance of each of the following criteria that may be taken into account when looking at areas suitable for different development types.

In each column, please put a "H"(High) against the three most important criteria, and an "L" (Low) against the three criteria considered least important.

	
	In Devt Plan
	In planning decisions
	In Local Transport Plan considerations

	Town centres as accessible locations


	
	
	

	Centrality to 'market'


	
	
	

	Closeness to major routes or corridors


	
	
	

	Availability of parking in area


	
	
	

	Grouping land uses in clusters


	
	
	

	Avoiding development in areas affected by significant barriers, such as hills, rivers etc
	
	
	

	Quality of the transport networks serving the area


	
	
	

	Locating with respect to other major centres


	
	
	

	Public transport accessibility (for instance locating on well served bus routes, or close to railway stations)
	
	
	

	Public transport access provision (taking the extent to which public transport can serve people's travel needs)


	
	
	


2 - Accessibility as a criteria in planning decisions

We are interested to find out whether accessibility is used as a criteria in planning decisions (please note we are only interested in non-householder planning applications).

For the following two questions, please put a cross in a box to indicate the frequency with which these factors are usually taken into consideration

	
	Always                                                  Never

	How often is accessibility a key factor in refusal of planning permission?
	
	
	
	
	

	How often are accessibility issues considered in assessing the transport needs in these situations?
	
	
	
	
	


3 - Accessibility in the Local Transport Plan 

To what extent is accessibility being used as a criteria in decisions relating to the direction of transport facilities and improvements in terms of…
	
	Often
	Occasionally
	Never

	Improving access to those in inaccessible locations


	
	
	

	Improving transport networks to raise accessibility for all


	
	
	

	Improving accessibility to public transport services


	
	
	


4 - Use of quantitative accessibility methodologies

	
	Yes
	No

	Do you use any quantitative accessibility methodologies in your land use and transport planning related work?                 
	
	


If "Yes", which of the following accessibility methodologies are used in your area to aid decision-making? (please mark the relevant ones)

	Measuring isochrones (lines of equal travel time) to locations
	

	Number of accessible opportunities weighted by travel time or distance
	

	A measure of the quality or quantity of opportunities weighted by travel time or distance
	

	Measures of access TO the public transport network (along the lines of the PTALs approach)
	

	Other measures, please describe below:


	


5 - Use and availability of data for use in accessibility measures

Which of the following data do you have easy access to for your area?
	
	Not available
	Available, but not geo- coded
	Geo-coded and suitable for GIS use

	GIS data on facilities available – e.g. education, open spaces, health facilities, libraries, sports facilities etc
	
	
	

	Local data on residences and population
	
	
	

	A zoning system for the LPA area (e.g. used in a transport model).  If so, how many zones are there?  _______ zones
	
	
	

	OSCAR road network data from Ordnance Survey (please state resolution below) 


	
	
	

	Other form of data (please describe below)


	
	
	

	Travel times (and/or costs) between zones or areas, for public transport


	
	
	

	Do you have any staff who have developed specialist skills in the use of accessibility methodologies?  If so, please provide a contact name who we could talk to about the use of accessibility methodologies in your organisation.
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Survey Questionnaire Replies

Table C.1
SUMMARY OF RESPONSES: Question 1 - The ways in which accessibility is considered in planning

Think about the importance of each of the following criteria that may be taken into account when looking at areas suitable for different development types. In each column (subject) put a ‘H’ (High) against the three most important criteria, and an ‘L’ (Low) against the three criteria considered least important.

	
	In Devt Plans
	In Planning Decisions
	In LTP Considerations

	
	H
	L
	H
	L
	H
	L

	Town centres as accessible locations
	13
	0
	13
	0
	6
	0

	Centrality to ‘market’
	1
	9
	1
	7
	1
	7

	Closeness to major routes or corridors
	9
	0
	5
	1
	5
	2

	Availability of parking in area
	0
	9
	6
	3
	3
	4

	Grouping land use in clusters
	3
	7
	3
	7
	3
	9

	Avoiding development in areas affected by significant barriers
	2
	8
	2
	9
	0
	7

	Quality of the transport networks serving the area
	5
	1
	6
	0
	8
	0

	Locating with respect to other major centres
	2
	5
	1
	9
	1
	6

	Public transport availability
	14
	0
	10
	0
	13
	1

	Public transport access provision
	3
	2
	4
	1
	10
	1


Table C.2
SUMMARY OF RESPONSES: QUESTION 2 - accessibility as a criteria in planning decisions

	
	1 always
	2
	3
	4
	5   never

	How often is accessibility a key factor in refusal of planning permission?
	1
	3
	7
	5
	0

	How often are accessibility issues considered in assessing the transport needs in these situations?
	3
	7
	3
	3
	0


Table C.3
SUMMARY OF RESPONSES: QUESTION 3 – accessibility in the local transport plan

To what extent is accessibility being used as a criteria in decisions relating to the direction of transport facilities and improvements in terms of …

	
	1     often
	2 occasionally
	3     never

	Improving access to those in inaccessible locations
	9
	6
	0

	Improving transport networks to raise accessibility for all
	14
	1
	0

	Improving accessibility to public transport services
	12
	3
	0


Table C.4
SUMMARY OF RESPONSES: QUESTION 4 – USE OF QUANTITATIVE ACCESSIBILITY METHODOLOGIES

Do you use any quantitative accessibility methodologies in your land use and transport planning related work. If ‘yes’ which of the following?

	
	Yes

	Measuring isochrones
	9

	Number of accessible opportunities weighted by travel time or distance
	2

	A measure of the quality or quantity of opportunities weighted by travel time or distance
	2

	Measures of access TO the PT network
	3

	Other
	1


Table C.5
SUMMARY OF RESPONSES: QUESTION 5 – use and availability of data for use in accessibility measures

Which of the following data do you have easy access to for your area?

	
	1 not available
	2 available but not geocoded
	3 available and suitable for GIS use

	GIS data on facilities available
	4
	3
	10

	Local data on residences and population
	0
	8
	9

	A zoning system
	9
	2
	3

	OSCAR road network data from OS
	5
	0
	5

	Other
	3
	1
	2

	Travel times and/or costs
	6
	5
	2
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Material for inclusion in RPG12

D1. recommended ADDITIONS AND CHANGES TO RPG12 TEXT

D1.1 It is recommended that the Yorkshire & Humber Assembly include the following text in the revised RPG:

POLICY T11 Public Transport Accessibility: “The Yorkshire & Humber Assembly should have overall responsibility for managing datasets for the purpose of measuring public transport accessibility, with the aim of contributing towards achieving greater harmonisation of public transport accessibility-related methodologies, standards, criteria and data”.
These data sets should be made available to local authorities to assess the relative accessibility by public transport of alternative locations being considered for major allocations in development plan reviews. Public transport accessibility measures should be used by local authorities to identify which potential locations should be developed.  Those locations with good public transport accessibility should be given a higher priority for development than those with less good accessibility. Accessibility measures should also be used to identify improvements to the public transport system that will increase accessibility to sites currently with poor public transport access.
D1.2 There are a number of policies in RPG12 which refer directly or indirectly to public transport accessibility. For reasons of clarity the following changes to text are recommended. What represents ‘good public transport’ varies according to location and land use type, and is defined in the Destination Accessibility and Origin Accessibility tables at the end of this Appendix.

Table d.1
Recommended changes to wording of RPG12 policies

	Policy
	Text
	Recommended Change

	E4(a)ii
	‘land … well served by public transport’
	Change text to ‘… land … accessible by good public transport’.

	E4(b)
	‘locations with good access’
	Change text to ‘…locations with good public transport access to…’.

	T1(a)
	‘ready and convenient access by public transport’
	Change text to ‘… sites which are accessible by good public transport, on foot, and by cycle’

	SOC1
	‘well served by public transport’
	Change text to ‘… locations that are accessible by good public transport…’

	SOC2 
	‘well served by public transport’
	Change text to ‘… locations that are accessible by good public transport …’

	SOC3
	‘highly accessible by means other than the private car’
	Change text to ‘… ensure that sites are  accessible by good public transport, on foot and by cycle …’

	SOC4
	‘accessible by public transport’
	Change text to ‘… locations that are accessible by good public transport …’


D2. TABLE OF accessibility standards and criteria

D2.1 The following tables include guidelines for public transport accessibility standards and criteria for different types of developments and locations, and for whether the type of accessibility being measured is Destination (access to facilities, services and employment) or Origin (access from housing). 

D2.2 The tables are accompanied by caveats which stress the need to modify and develop the stated accessibility standards and criteria, depending on the precise nature of the development and on the local conditions. The aim is to provide the user with broad guidelines on the kinds of standards and criteria that should be applied, and how these differ depending on what accessibility is being measured for.

D2.3 Destination accessibility consists of measuring the accessibility of the population to facilities, services and employment, by public transport. It is usually expressed in terms of the number of people who can reach a development site in a given time (i.e. the catchment). The guidelines show, for each type of destination and location, the minimum public transport accessibility standards and criteria that apply for a development or site. The most important factors to measure are:

· For developments with a local catchment, the population within walking distance or time of the development.

· For developments with a wider catchment, the population that has access to the development, taking into account walk distance to/from public transport services, the frequency of public transport services, the origin/destination of public transport services, the availability and ease of interchange, and the overall journey time.

D2.4 Here are two examples:

· When measuring accessibility to an employment site in a main urban area extension, measure the number of people who can access the site within 45 minutes overall journey time, using a minimum 15 minute frequency service and a five minute walk to the site, either directly or also involving interchange at a major public transport interchange. 

· When measuring accessibility to a hospital (a secondary health facility) in a main urban area extension, measure the number of people who can  access the site via a minimum 15 minute frequency service and a five minute walk to the hospital, either directly or after interchanging in the urban centre.  For a hospital in a market town or coalfield extension less importance should be placed on the frequency of the service,  as it is likely to be lower anyway; the focus should instead be on the timing of public transport services, to ensure that they correlate with factors such as visiting hours.

D2.5 Origin accessibility  consists of measuring public transport accessibility from housing to facilities, services and employment. It is usually expressed in terms of the number and size of facilities, services or jobs that can be reached from a housing development within a certain time. The guidelines show, for each type of destination and location, the minimum public transport accessibility standards and criteria that apply for a housing development or site. The most important factors to measure are:

· For developments with a local catchment, the number/size of facilities within walking distance or time of the housing development.

· For developments with  a wider catchment, the number/size of accessible facilities, taking into account  the walk distance to/from public transport services, the frequency of public transport services, the origin/destination of public transport services, the availability and ease of interchange, and the overall journey time.

D2.6 Here are two examples:

· For access from housing developments to employment sites, the housing development should be within a 5 minute walk of a bus stop offering a minimum 15 minute frequency service to a major public transport interchange such as a town centre bus station or bus/rail interchange point. The maximum overall journey time should be 45 minutes.

· For access from a housing development in an urban area extension to colleges (tertiary education),  the housing development should be within a 5 minute walk of a bus stop offering a minimum 15 minute frequency service to an major public transport interchange such as a town centre bus station or bus/rail interchange point. The maximum overall journey time should be 60 minutes.

DESTINATION ACCESSIBILITY: ACCESS TO FACILITIES, SERVICES AND EMPLOYMENT

	This table provides supplementary guidance to locational policies in RPG for the development of employment and social infrastructure uses

	Facility site location
	Employment E2, E4
	Primary Health /  Primary Education SOC1, SOC2
	Secondary Health / Secondary & Tertiary Education SOC1, SOC2
	Leisure SOC3, SOC4
	Notes

	Urban areas
	
	
	
	
	Public transport accessibility is not assumed to be an issue of regional or sub-regional significance for development within urban areas

	Extensions to main urban areas
	Located within 5 min walk of a bus stop, offering a 15 mins frequency service to a major public transport interchange. Population within 45 min overall journey time
	Local population within 20 min walk
	Located within 5 min walk of a bus stop, offering a 15 mins frequency service to a major public transport interchange. Population within 60 min overall journey time
	Located within 5 min walk of a bus stop. Population within 20 min overall journey time
	A major public transport interchange is a location such as a bus station or rail/bus interchange, where significant public transport interchange activity currently occurs

	Extensions to market and coalfield towns
	Located within 5 min walk of a bus stop offering a 30 mins frequency service to a major public transport interchange.  Population within 30 min overall journey time
	Local population within 20 min walk. Site located within 5 min walk of bus stop offering local services. Population within 30 min overall journey time
	Located within 5 min walk of bus stop/ 10 mins of a rail station. Ensure that  arrival and departure of services correlate with visiting/attendance hours. Population within 60 min overall journey time
	Located within 10 min walk of a bus stop. Population within 30 min overall journey time
	

	Nodes in good quality public transport corridors radiating from main urban areas
	Located within 5 min walk of a node. Population within 30 min overall journey time
	Local population within 20 min walk. Site located within 5 min walk of a node offering local services. Population within 20 min overall journey time
	Located within 10 min walk of a node. Population within 60 min overall journey time
	Located within 5 min walk of a node. Population within 20 min overall journey time
	Good public transport corridors offer at least a 15 min combined frequency to a major public transport interchange. Nodes are locations where public transport  interchange activity currently occurs

	Rural areas
	Located within 10 min walk of a bus stop. Ensure that arrival and departure of services coincide with working hours. Population within 30 min overall journey time
	Located within 10 min walk of a bus stop. Ensure that arrival and departure of services coincide with visiting/attendance hours. Population within 30 min overall journey time
	Located within 10 min walk of a bus stop. Ensure that arrival and departure of services coincide with visiting/attendance  hours. Population within 60 min overall journey time
	Located within 10 min walk of a bus stop. Population within 30 min overall journey time
	


Acceptable walk times are quoted in minutes. 5 minutes is roughly equal to 300-500m, 10 minutes roughly equal to 600m-1000m. Very few trips on foot are made over 1600m (20 minutes), except for leisure purposes. Acceptable walk times will be lower where there is no dedicated footway.  Walking distances will also be highly dependent on topography and other factors such as disability and personal safety.  Careful consideration is needed for acceptable times for different qualities of facility. The ‘overall journey time’ refers to the time taken to access and egress public transport services, as well as travel and wait times.
ORIGIN ACCESSIBILITY: ACCESS FROM HOUSING 

	This table provides supplementary guidance to locational policies in RPG for the development of employment and social infrastructure uses

	Housing site location
	To Local Services
	To Employment
	Primary Health /  Primary Education
	Secondary  Health / Secondary & Tertiary Education
	To Leisure
	Notes

	Urban areas H2aii
	
	
	
	
	
	Public transport accessibility is not assumed to be an issue of regional or sub-regional significance for development within urban areas

	Extensions to main urban areas H2aiii
	Max 10 min walk
	5 min walk to bus stop offering a 15 min frequency service to a major transport interchange. Max 45 min overall journey time
	Max 20 min walk
	5 min walk to bus stop offering a 15 min frequency service to a major transport interchange. Max 60 min overall journey time
	5 min walk to bus stop offering a direct service. Max 20 min overall journey time
	A major public transport interchange is a location such as a bus station or rail/bus interchange, where significant public transport interchange activity currently occurs

	Extensions to market and coalfield towns H2aiv
	Max 20 min walk
	5 min walk to bus stop offering a 30 min frequency service to a major transport interchange. Max 30 min overall journey time
	5 min walk to bus stop offering a direct service. Max 30 mins overall journey time
	5 min walk to bus stop offering a 30 min frequency service to a major transport interchange. Max 60 min overall journey time
	10 min walk  to bus stop offering a direct service. Max 30 min overall journey time
	

	Nodes in good quality public transport corridors radiating from main urban areas H2av
	Max 10 min walk
	10 min walk to node offering a 15 min frequency service to a major transport interchange. Max 30 min overall journey time
	5 min walk to bus stop offering a direct service. Max 20 min overall journey time
	10 min walk to node offering a 15 min frequency service to a major transport interchange. Max 60 min overall journey time
	5 min walk to node offering a direct service. Max 20 min overall journey time
	Good public transport corridors offer at least a 15 min combined frequency to a major public transport interchange. Nodes are locations where public transport  interchange activity currently occurs

	Rural areas H2b
	Max 20 min walk or 10 mins walk to a bus stop offering at least an hourly service
	10 min walk to a bus stop offering a service via a major transport interchange, coinciding with visiting/attendance hours. Max 45 mins overall journey time
	10 min walk to bus stop offering a direct service. Max 30 mins overall journey time
	10 min walk to a bus stop offering a service via a major transport interchange, coinciding with visiting/attendance hours. Max 60 mins overall journey time
	10 min walk to a bus stop offering a direct service. Max 30 min overall journey time
	


Acceptable walk times are quoted in minutes. 5 minutes is roughly equal to 300-500m, 10 minutes roughly equal to 600m-1000m. Very few trips on foot are made over 1600m (20 minutes), except for leisure purposes. Acceptable walk times will be lower where there is no dedicated footway.  Walking distances will also be highly dependent on topography and other factors such as disability and personal safety.  Careful consideration is needed for acceptable times for different qualities of facility. The ‘overall journey time’ refers to the time taken to access and egress public transport services, as well as travel and wait times.
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Contents Of This Report


The report sets out the policy and technical context within which the Assembly are carrying out their review of public transport accessibility standards, and makes policy and technical recommendations regarding the future direction and development of accessibility standards in the region.


Chapter 1, this chapter, introduces the study and report.


Chapter 2 examines the policy context for the region, summarising those parts of Planning Policy Guidance Note 13 (PPG13), RPG12 and the South and West Yorkshire Multi-Modal Study (SWYMMS) study that are of relevance to public transport accessibility.


Chapter 3 examines the technical context for the region, introducing general accessibility issues and those that are specific to the region.


Chapter 4 discusses the results of the survey of member authorities and the workshops, drawing conclusions on the current use and importance of accessibility methodologies.


Chapter 5 makes policy recommendations, including sections on accessibility standards for by location and land use type, parking standards and proposed developments adjacent to motorway junctions. 


Chapter 6 makes technical recommendations, and also includes guidelines relating to methodologies, data and the development of skills and knowledge.





Summary


Accessibility is becoming increasingly important in government guidance, primarily  within  PPG13 (Transport) and related guidance on housing, retail and regional planning, which are designed to encourage more integrated land use and transport planning.


RPG12 (Yorkshire & Humber) seeks to improve access to opportunities in a manner that is equitable and socially inclusive. Planning, transport, employment, housing and social policies refer to the need to direct development to sites that have good public transport accessibility, and to improve accessibility to those sites with poor public transport accessibility.


The SWYMMS multi-modal study recommended a review of current controls on land use development adjacent to the trunk road and motorway system, aimed at further inhibiting the location of developments generating large volumes of car traffic close to trunk road junctions.





Summary


Several definitions of accessibility exist, and methodologies vary widely depending on what aspect of accessibility is being measured.


A balance should be struck between simplicity (ease of understanding) and complexity (the level of detail included).  The intended audience, available resources, skill levels and data availability will all influence the methodology and level of detail used. A strength of accessibility analysis is its flexibility.


Much past practice has been complex, costly and data-hungry, leading to confusion amongst some users. The approaches recommended for Yorkshire & Humber must be user-friendly and appropriate to the region’s needs.





Summary


Surveys were sent to all members of the Yorkshire & Humber Region Technical Panel and Transport Officers Group. Many of them also attended the workshops.


Six key issues were identified from the surveys and workshops:


Accessibility is often considered when assessing transport needs, but there is room for improvement in the methodologies, tools and data used. The survey and workshops suggested that, in line with the national trend, there is a growing recognition of the importance of accessibility in transport and land use planning.  Although there is currently very limited use of quantitative accessibility methodologies - suggesting a lack of knowledge - there is a significant amount of interest in learning how to develop existing and new methodologies, tools and data.


A balance must be struck between the development of accessibility measuring capability and the use of resources. Interest in developing accessibility measuring capability is slightly tempered by the reality of lack of staff resources, in terms of time available to develop existing and learn new methodologies and skills.


There are diverse views on the type of accessibility measures required for the region. It is obvious that many feel that they require detailed guidance, containing  explicit thresholds and standards, and a region (or sub-region) wide measure of accessibility that can be used to compare accessibility over a wide area.


There is a need for regionally-specific guidance on accessibility. There is a strong feeling that to be of any use, guidance should be specific to Yorkshire & Humber in its nature, with solutions and recommendations tailored to local needs and conditions.


Some accessibility criteria are considered more important in development plans than in actual planning decisions. This suggests that a time-lag may be occurring between a growing acceptance and use of accessibility criteria when formulating development plans, and their current practical use on the ground.


Data management and availability is fairly poor. There is a significant amount of room for improvement regarding data availability, awareness (e.g. for sharing purposes), which data needs to be collected, and how/when it should be updated.





Summary of Recommendations


A three-tiered approach to integrating land-use and transport planning should be adopted by the region - consisting of taking into account the policy context, using accessibility methodologies to identify locations and improvements, and if necessary carrying out transport assessments on proposals.


Authorities should adopt a two phased approach to parking standards, initially aiming for compliance with the proposed parking standards contained in RPG12,  and once this is achieved recommending that lower parking provision should be sought at sites with higher public transport accessibility (while ensuring this does not undermine investment in central locations).


Accessibility criteria for freight generating activities should be developed as a precursor to permitting freight intensive developments to be located close to motorway junctions. Policies should be applied to prevent any further planning permissions at motorway junction sites except for freight intensive operations or those with minimal car traffic generation.


Guidelines should be adopted for public transport accessibility criteria and standards, dependent on the location and type of development.





Summary of Recommendations


Further research should be carried out into the formation of a GI Strategy for the region.


As part of a GI strategy, it is recommended that a regionwide body should have overall responsibility for managing datasets used for accessibility measuring purposes.


Authorities should have available for their use a minimum amount of data for accessibility measuring purposes, and should then look to develop this data in order to add value to their work. 


Authorities should aim to update their data at least annually, and should therefore ensure that the volume and quality of data is not too high as to make updating an unfeasible exercise.


Depending on prior experience of using accessibility methodologies, authorities should start by using simple methodologies and tools, and basic data, and should then look to develop their skills in order to add value to their work.


Authorities should use different methodologies depending on what type of accessibility they are measuring, and on the location of the development or site.


As well as making a number of recommendations, this chapter also provides guidelines on the use of methodologies, and discusses the practical implication of recommendations in terms of resource use in the short and long term.

































































The size/quality of the regionwide basic data list will also be influenced by who is responsible for collecting and updating the data. It is recommended that a regionwide body be responsible for collection and updating of basic data.


Depending on the level of detail agreed for the basic data, data may need to be disaggregated or aggregated. For example Metro’s bus data is held by bus stop, and this may need to be aggregated to route format to be of most use to the region as a whole.


Data format plan


Agree the most suitable and useful data format for the core data. This will be influenced by the number of different formats currently being used by authorities (e.g. GIS format, database format).


Ensure that all authorities are able to easily format the data for use in their systems, with the minimum of formatting. It is recommended that individual authorities be responsible for formatting, after the data has been disseminated.


It is recommended that public transport networks be held in a digitized GIS format, and all other data (including data on bus frequencies) in a database format.


Data update and dissemination plan


Population data from the Census will be updated each time the Census is published.


Data on key facilities should can be updated on an ad-hoc basis, as such data tends not to change much over time. 


Public transport routes need to be updated fairly regularly. It is recommended that the regionwide body keeps a record of changes to services, and updates records annually. The PTEs will already have such updating systems in place.


Advanced data plan (long term)


Once basic data has been collected, prioritise how this data will be updated. This will depend on the priorities of the region and the authorities.


The use of other Census and Neighbourhood statistics, in order to focus accessibility analysis on certain sectors of the population. Recommended types of statistics relate to employment, age groups, disability, educational achievement and ill health.


Weighting of facilities. The simplest improvement would be to weight facilities according to size - floorspace, number of beds in hospitals, number of pupils at colleges, number of employees, range of available goods and services (e.g. post office, library etc in village/town centres).


Regionwide accessibility maps for retail, health, education, and leisure.


Describe the public transport network by stop rather than route. West and South Yorkshire already hold their bus network data in this format.


The use of mid-term population and other estimates. This can give added credibility to the measurement of population catchments (for example using 1998 population estimates instead of 1991 Census), but care need to be taken as recent estimates have been shown to be inaccurate.











Route map to regional harmonisation of GI data for measuring public transport accessibility.





Objectives: to produce regionwide public transport accessibility maps for the Yorkshire & Humber region, and to enable greater harmonisation of GI data for use by individual authorities.





Preparation and Methodology


Agree the types of regionwide public transport accessibility maps that will initially be required. It is recommended that as a first step, regionwide housing and employment maps should be produced.


Agree the location types to be used. It is recommended that the location types used in the RPG be used as a starting point (‘urban centres’, ‘extensions to main urban areas’, ‘extensions to market and coalfield towns’ and  ‘nodes in good quality public transport corridors radiating from main urban areas’). Member authorities should be consulted, but the list should be kept as general as possible.  


Agree the public transport accessibility standards and criteria to be used, by development type and location. For initial guidance on these, refer to the tables included in Appendix D.


Address cross-boundary issues. Consult with member authorities on data requirements for authorities who share boundaries with surrounding regions.


Create a clear and comprehensive list of assumptions used for the production of the maps, so that everybody is aware of the limitations of the chosen methodology. Include caveats where necessary. 


Review of current data stocks


Review GI data currently held by planning, transport and engineering departments, health authorities and education authorities in the region. This should include both digitised and non-digitised data.


Keep a record of the data format, specific contents of the data (fields), its source, collection date, date last updated, and any information concerning the accuracy of the data (for example, for a public transport network, the scale at which it was captured).


Basic data plan


Agree which data is required in order to create the initial accessibility maps. This will be partly influenced by the amount and quality of data identified in the review of current data stocks.


It is recommended that the basic data list should include:


a bus route network, digitised to 1:50,000 scale. Agree on the amount of generalisation that is acceptable, for example whether infrequent diversions from usual routes should be included (this will have a significant effect on resource requirements).


population data at Enumeration District (ED) level, from the 1991 Census - to be updated when detailed level data from the 2001 census is made available. 


locations of employment sites, educational facilities, health facilities, retail facilities and leisure facilities. Again, agree on the amount of generalisation that is acceptable, for example whether facilities should be weighted by size and/or importance, and to what degree (this will have a significant effect on resource requirements).









