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1. The Campaign to Protect Rural England, Avonside (CPRE Avonside) is the local 

branch of a national charity. CPRE is comprised of local branches spread across the 

whole of England, working alongside a national office. We campaign for green 

cities set in thriving countryside. Here in the West of England we want to show how 

the city and countryside can work together in a genuinely sustainable way. We 

believe a beautiful, thriving countryside is important for everyone no matter where 

they live. We don’t own land or represent any special interests. Our members are 

united in their love for England’s landscapes and communities, and stand up for the 

countryside, so it can continue to sustain, enchant and inspire future generations. 

 

2. Transport contributes between a quarter and a third of UK carbon emissions and its 

contribution is growing. This needs tackling urgently. We must plan in a way that 

meets the need for carbon reduction and recognises that oil is a finite resource. 

The Climate Change Act (2008) committed the UK to a programme of carbon 

emission reduction, with a target of an 80% reduction by 2050. 

 

3. We welcome the consideration of both the West of England Join Spatial Plan and 

the West of England Joint Transport Study in tandem, as they allow for a joined up 

approach that could help tackle the issues and meeting objectives in this area. 

This should help us to develop a better integrated transport and land use 

planning process. The complexity and fragmentation of the present process makes 

it very difficult to develop a coherent policy framework, put it into practice 

effectively and monitor outcomes. Strategic planning is needed to develop a 

coherent strategy and stick to it. In particular the planning system should consider 

impacts of development on those using modes of travel other than the private car. 

It is vitally important that we ensure that policies are implemented consistently 

to achieve desired outcomes.  
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OBJECTIVES FOR THE FUTURE OF TRANPORT IN THE WEST OF ENGLAND 

4. CPRE Avonside’s overall vision for the West of England is for a much better 

balanced transport system, including in our rural areas, in which public transport 

and more active modes of travel have a much greater role to play. Access to 

essential jobs, services and other facilities should be improved but unnecessary 

travel could be reduced if we ensure that our neighbourhoods are walkable and 

jobs are located near housing rather than separate from them. We would like to 

see the impact of transport on our cities, our countryside and the environment as a 

whole more clearly recognised and given greater weight when decisions are taken 

and investments made.  

 

5. To achieve this vision, the principles we have outlined must be applied consistently 

over a long period. In the past, transport planning has sometimes suffered from ‘ad 

hoc’, short-term decision-making and unintended outcomes. We must develop a 

consistent long-term programme with clear, logical progressions and stick to it. 

AN ASSESSMENT OF THE CURRENT ISSUES 

6. The levels of traffic (from road and air) have negative impacts on both rural and 

urban environments. In the West of England, many of our streets are marred by 

unhealthy levels of air pollution. Increased traffic and new roads have a negative 

impact on our urban and rural environments, and increasing noise levels impact on 

tranquillity. We argue that the tranquillity of our local countryside is one of its 

most important qualities - for our mental and physical well-being and to improve 

our quality of life. It is also a critical to local rural economies – because it’s one of 

the main reasons why people head out of towns and cities to ‘get away from it all’. 

Aircraft, cars, roads and building developments are all eroding the tranquillity that 

means so much to us.  Great Britain overall has experienced an increase of over 

350% in traffic since 1960, bringing with it growing congestion and delay as well as 

severe environmental problems. Trying to tackle congestion by providing more road 

space - whether in the form of building new roads or widening existing ones - 

generates up to 10% extra traffic every year. 

 

7. We also have busy roads that are or feel unsafe to walk or cycle; that divide 

communities; and are heavily congested causing significant economic costs due to 

journey times and delays. On top of this, current forecasts expect we will need 

86,000 new homes in the West of England in the next 20 years, to meet the 

population increase and economic development predicted. This is potentially going 

to put an almost unimaginable extra strain on a transport system that already 

threatens to grind to a halt. We know that £500 million is being invested in new 

transport projects to assist public transport in Bristol and surrounding areas. 

However, many of these have been hugely delayed and the benefits they bring are, 

in some cases, questionable. New parking schemes and 20 mph limits are helping to 

create safer streets, but without a strong overall strategy and viable they can just 

push problems further out as people change their parking habits to avoid the 

restrictions. 

 



8. Public transport fares have generally risen faster than the cost of motoring over 

the past twenty years. Given that, and the convenience of the car, it is no wonder 

that so many people choose to use their cars in preference to public transport, 

even where such alternatives exist. A relative reduction in public transport fares 

will be needed to tackle over-dependence on the private car. Much public 

transport, particularly in rural areas, has limited coverage, infrequent services and 

poor connectivity. Heavy and speeding traffic on country roads can be intimidating 

and sometimes discourages people from pursuing these physically active forms of 

travel more strongly.  

 

9. Transport can significantly harm quality of life and the environment through:  

• damage to the landscape;  

• loss of land for food production and recreation;  

• loss of tranquillity and increased noise and vibration;  

• air, light and water pollution;  

• road casualties and fear of speeding traffic;  

• community severance;  

• impacts on flood plains and water table;  

• damage to wildlife and natural habitats;  

• encouraging development to sprawl along road corridors;  

• loss of character, distinctiveness and local identity;  

• sign clutter and litter.  

Society/ lifestyles promote mobility:  

10. Car use has become embedded in many people’s lives, leading to environmental 

problems and congestion. While the car is essential for some journeys, particularly 

in rural areas, others could equally well make use of other forms of transport. 

Planning and investing for more car use has created a vicious circle as public 

transport and local services decline leading to greater car dependence.  

Public transport under-investment:  

11. Years of under-investment have led to public transport being seen by some as a 

poor relation of the private car rather than an attractive and sometimes preferable 

alternative. We must ensure that there are affordable, reliable and convenient 

public transport systems that make car commuting unnecessary and unattractive. 

Poor transport/ land use integration:  

12. Despite much talk, practical achievements have been limited. Local authorities 

have sanctioned development in the wrong place in a bid to secure jobs or housing. 

Travel demand has grown as a result. Expanding commuter belts around cities and 

towns have turned some villages into dormitory suburbs and made rural housing 

less affordable.  

Environmental capacity overlooked:  



13. Insufficient weight has been given to conserving the countryside for its own sake, 

and to food security and carbon reduction. Too much transport infrastructure has 

been built in flood plains, special landscapes and in otherwise tranquil areas.  

Transport appraisal favours roads:  

14. The transport appraisal system favours roads over other modes and gives too much 

weight to speed over other key factors such as reliability, convenience and cost. It 

assumes that past behaviour will continue, which is neither inevitable nor 

necessarily desirable.  

Lack of social equity and fairness:  

15. Rural residents without access to a car suffer limited transport choices and poor 

access to facilities. High traffic speeds and avoidable road deaths and injuries also 

affect people in rural areas disproportionately.  

Unsustainable freight practices:  

16. Over-reliance on road-based freight and empty running leads to unnecessary HGV 

journeys, increasing traffic congestion and environmental damage. As does lack of 

co-ordination of smaller, local deliveries. 

Road deaths and traffic intimidation:  

17. We need to reduce not only deaths and injuries on our roads but also the ‘traffic 

intimidation’ that leads to very low rates of walking and cycling. This requires 

reductions in motor vehicle speeds and safer routes for vulnerable road users - 

pedestrians, walkers, cyclists and horse riders. During the period 1926-2008, nearly 

500,000 people were killed on Great Britain's roads.
 

Although road casualties have 

fallen substantially since 1966, this does not mean that roads have become safe. 

Walking and cycling rates have plummeted as people feel increasingly threatened 

by traffic, particularly in rural areas where speeds are generally greater. Road 

safety is not a priority and is assigned limited resources. Fatal collisions on rural 

roads have fallen less rapidly than in urban areas and the ratio of fatal to all 

severities has remained higher. 

FORMULATION OF OBJECTIVES 

18. CPRE Avonside believes that the Transport Plan should prioritise transport 

policies and proposals in relation to the following hierarchy:  

 

• Reduce overall need and demand for travel;  

• Promote a shift to sustainable modes - especially walking, cycling and public 

transport - with more innovative approaches and better design of systems;  

• Improve efficiency - not just through better technology but also by raising 

occupancy and loading levels e.g. through car sharing and freight partnerships;  

• Increase capacity only if the first three priorities have been fully implemented and 

environmental limits would not be exceeded.  

 



19. We would like to see the West of England Transport Plan include the following 

policy principles: 

 

• Reduce dependence on cars and provide more travel choices. There should be 

greater emphasis on improving rail and bus services to provide more choice. The 

protection and enhancement of local services, such as schools, shops and post 

offices, should reduce the need for residents (including in rural areas) to use cars.  

• Discourage unnecessary travel (‘hypermobility’). It is not inevitable that people 

will travel further each year. For example, ensuring that necessary services and 

employment opportunities are located close to where people live, or the promotion 

of working at or close to home and greater use of information technology can 

reduce the need to travel. 

• Keep within environmental limits. Instead of merely mitigating the adverse 

impacts of roads, railways, ports and aviation, we should aim higher - to reduce 

overall travel, boost the share of trips made by more sustainable modes (including 

delivery of goods) and develop much better environmental performance all round. 

Environmental limits should play an increasing part.  

• Promote social equity and fairness. More priority should be given to safety 

measures (including speed restrictions) to reduce casualties and the fear of 

speeding traffic for people walking, cycling in urban areas and in the countryside. 

The cost of public transport should be reduced relative to that of driving. In rural 

areas, where choices are more limited, both public transport and fuel costs are 

higher than elsewhere.  

• Change the balance of expenditure on transport. Not enough capital or revenue 

expenditure is being directed to more sustainable transport modes, or to 

maintenance of the existing public transport network.  

• Manage demand for road and air transport. In recent decades, growth in demand 

has outstripped the capacity of road and air transport, leading to congestion, delay 

and increased environmental damage. Trying in vain to increase road and airport 

capacity to match predicted growth in demand is not the answer.  

• Integrate different modes of transport. Good interchange facilities, integrated 

timetables and ticketing and real time information will help to ensure that public 

transport as a whole becomes greater than the sum of its parts. 

DEVELOPING POSSIBLE TRANSPORT SOLUTIONS 

20. CPRE Avonside calls on the West of England Transport Plan to: 

  

21. Reduce traffic speeds and flows to make roads safer for cyclists, walkers and 

other non-motorised road users and stop treating cycling and walking as after-

thoughts, once motor traffic has been catered for. This will require commitment 

of a greater share of local authority transport budgets to value for money cycling 

and walking initiatives, including cycle parking, cycle hire schemes and better 

public space. We need to be aspiring to at least Dutch levels of physically active 

travel (40%) by 2026 and developing car-free areas wherever possible; 

 

22. Consider the needs of rural areas in all proposals, including providing:  



• Better access to services by a range of transport modes, as well as bringing services 

closer to people;  

• New means of keeping services open and bringing them closer to people, such as 

multi-purpose service outlets, mobile and outreach services;  

• Well-advertised, affordable, and reliable bus or taxi-bus services geared to fit the 

needs of the local community (see above);  

• Initiatives (eg cooperatives) to help re-invigorate local businesses and bring 

services back to rural areas;  

• The provision of high-speed broadband services in all rural areas; and 

• Sustainable tourism strategies to make the countryside more accessible without use 

of a car. 

 

23. Take a simpler and more systematic approach to speed limits. They should be 

set in relation to the functions and characteristics of each road, based on a clearer 

road hierarchy. 20mph should become the norm on roads in cities, towns and 

villages, with 40mph on minor rural roads and 50mph on most other rural single 

carriageway roads. We welcome the introduction of 20mph limits in central parts 

of Bristol and hope that this will be retained and extended. 

 

24. Ensure that buses, including mini and taxi buses in rural areas, have a key role 

to play in dealing with the problems of social exclusion. We estimate that, for 

example, about 50% of rural residents do not have access to a car during the day. 

Yet rural public transport is declining as a result of funding cuts. Two thirds of 

public transport journeys are made by bus and 4.8bn journeys were made by bus 

and light rail in 2008/ 2009.The figures could be much more impressive if the offer 

were better, but many services are less commercially viable. Flexible, demand-

responsive services are more often the key in rural areas than scheduled services: 

they only run when booked in advance so empty vehicles do not clutter up country 

lanes. CPRE Avonside proposes the following for bus services:  

 

 More innovative, affordable and demand-responsive bus, mini-bus and taxi-bus 

solutions in rural areas, with fully accessible vehicles appropriate to the task. 

Parish councils should have a stronger role in promoting and publicising services;  

 Safeguarding funding, to include rural services;  

 Integrated ticketing in rural as well as urban areas. Bus timetables and a phone 

number and website for information at all bus stops. Integrated public transport 

APPs that cover all forms of public transport so they can be used interchangeably;  

 Reliable services, including in evenings and at weekends, with fares offering good 

value for money. Better quality school bus services to reduce school traffic.  

 

25. Manage the supply and cost of car parking. This is a very effective means of 

managing the demand for road travel. We should make it easier for people to 

complete entire journeys by sustainable modes. In our view, park and ride has only 

a limited role to play. While parking can make a useful contribution to the viability 

of small towns in particular, excessive parking at modest prices will increase traffic 

levels and often defeat efforts to bring about a more sustainable pattern of travel. 

Strategic planning is needed to develop and implement a coordinated strategy.  



 

26. Bus-based park and ride schemes were devised to reduce traffic congestion and 

pollution in towns, to make bus travel more attractive to motorists, to create 

space in town centres, to improve accessibility and to bolster economic 

development. However, schemes have been shown to generate new car trips, 

increase car mileage, abstract passengers from existing bus services (often 

rendering them unviable, to the detriment of those without cars) and increase 

overall car parking capacity. They may improve the appeal of the target centre at 

the expense of other places. When sites become full there is a demand for more. 

We need to ensure that the following principles are applied to parking: 

 

• better use of existing parking in preference to an overall increase in capacity;  

• parking charges at out-of-town superstores, with the money raised used to improve 

non-car access, local delivery schemes and initiatives to revive failing shops in 

towns and villages;  

• incentives to employers to control parking through workplace travel plans;  

• significantly increased cycle parking provision in secure, visible places;  

• integration of park and ride with existing bus and rail services, including ticketing, 

to provide better use of these services (‘link and ride’); 

• a presumption against ‘strategic park and ride’ using large green field sites outside 

towns and cities;  

• pricing systems that favour bus or rail use for the whole journey rather than car for 

the majority and bus or rail at the end;  

• investigation of different approaches in other countries eg. park & cycle, park & 

hire an electric cycle and park & car share; and 

• consider congestion charging to reduce cars numbers in the city centres 

• promote opportunities and mechanisms for car sharing and car clubs. 

 

27. Aim to reduce freight miles and shift freight from road to more sustainable 

forms of transport. We especially want to see fewer heavy goods vehicles 

(HGVs) on unsuitable country lanes.  We question what proportions of current 

freight movements are really necessary- particularly movement of food that 

contribute hugely to HGV miles. Home grown fruit and vegetables often travel long 

distances (sometimes overseas) to be sorted, cleaned and packed before being 

dispatched to supermarkets, perhaps to be eaten close to where they were grown. 

Efforts to reduce empty running of HGVs have had some success, but there is scope 

for more to be done. Better infrastructure planning can help to consolidate 

deliveries in to city centres, towns and villages to reduce vehicle numbers. 

 

28. Monitor the impact of all new initiatives on rural and urban tranquillity. Noise 

from traffic is a huge problem for many people who have to live with it day after 

day, and it’s a problem for anyone who wants to find peace and quiet, ‘away from 

it all’. Possibly one of the reasons we’ve allowed something so valued to be 

diminished is partly because we haven’t known how to measure it, and it’s that 

much harder to make the arguments for protecting it. CPRE have been mapping the 

levels of tranquillity in different areas, to show how tranquillity has declined 

across England. This evidence is useful when planning transport or other 



infrastructure, to find ways to protect, enhance and restore our tranquil areas. For 

more information on this visit http://www.cpre.org.uk/what-we-

do/countryside/tranquil-places. 

 

29. Accept that the location of Bristol airport places an important environmental 

limit on any further expansion. We would like the transport plan to recognise that 

the rural location of the airport, in the Green Belt, significantly limits any future 

expansion. We would not support a further runway for the airport nor any 

development or economic expansion surrounding it. This is because its location is 

inherently unsustainable, with poor public transport options, no train line, and 

surrounding country roads and lanes suffering from congestion directly related to 

airport traffic. The vast majority of airport employees, users and visitors, travel 

there by car. This is not acceptable. The impact on the tranquillity of this rural 

area is immense. We believe that public transport opportunities to the airport, 

including from Bristol and Bath, should be vastly improved and the cost reduced; 

parking should be limited; congestion charging and/or a levy on flights considered 

to fund improvements. 

 

30. Ensure that any new developments have access to regular and reliable public 

transport planned in advance. We would like to see Local Authorities being able 

to refuse developments that are not accessible by public transport. Too many new 

developments are planned with no thought to how residents are able access to 

services and employment and public transport provisions. CPRE Avonside wants to 

see developments designed as walkable neighbourhoods, with easy access to good 

local services, as well as access to good public transport for longer journeys and 

commuting. The development of the Cribbs/Filton new community, for example, 

appears to be progressing without a viable corresponding plan to facilitate 

movement between home and work, and is likely to put further strain on our 

already overcrowded motorways and key routes.  

 

31. It was noticeable that one of the reasons given for the new bus only junction off 

the M32 was to facilitate a more reliable service for the planned Metrobus and 

avoid the congestion on the M32. CPRE Avonside strongly opposed this proposal as 

it ran through and area of Grade 1 Agricultural Land used for allotments and food 

growing. Of course, buses run better on roads that are not congested, but, if we 

are having to build new roads to accommodate our bus services (such as the bus 

only exit and the South Bristol Link Road) we are accepting that congestion levels 

will remain as they are and/or slowly worsen. It is imperative that we reduce the 

congestion on our roads so that buses can provide a more reliable and attractive 

service without needing to build new, unpopular, and damaging roads to 

accommodate them. 

  

32. We support the provisions planned for the MetroWest network, and potential 

improvements to these services to facilitate both long distance and local travel. It 

is important to also look at why some places that do already have stations still 

have high levels of car commuting.  
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33. We believe that, for example, the South Bristol Link, although it was proposed as a 

public transport solution, is a road-building project, creating a new road across 

green fields within the Green Belt south of Bristol.  

 The public transport gains are extremely small compared to the cost of the scheme 

and will anyway require ongoing subsidy.  

 The benefits to road users are based on very small reductions in journey times – 

94% of the economic benefits to road users are derived from journey time 

reductions of less than 2 minutes.  

 In the longer term it will increase carbon emissions and in the short term the 

claimed reduction in carbon emissions is extremely small; it will increase 

congestion in Bristol city centre.  

 The road will cut through precious agricultural land with a huge opportunity cost of 

lost food production.  

 The road will degrade the functions of the Green Belt and will render it vulnerable 

to later development.  

 

34. To avoid making these, and other, mistakes in the future, we must ensure that 

policies are implemented consistently with the objectives set out to achieve 

the desired outcomes. We must ensure that practical reality matches policy 

rhetoric. 
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