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Foreword to new edition by the Chairman of the Royal Commission

The Royal Commission's report on transport and the environment, published in October 1994,
was the culmination of more than two years work. Its starting-point was the clear message in
the evidence received from a large number of organisations and individuals that the projected
rate of growth of transport, in particular road transport, is unsustainable in its long-term impact.

There are over a hundred recommendations in the report. Some of the most important deal
with integrated planning, charging for environmental costs, switching investment from road-
building to forms of public transport which are less damaging to the environment, and improved
and safer facilities for walking and cycling. We believe these measures will produce not only a
better environment and a healthier population, but also a more efficient transport system offer-
ing greater choice.

The report attracted considerable attention among transport specialists and among the public
generally. Much of the attention focused on the annual increases in fuel duty we recommended,
and to a lesser extent on the recommended reduction in the national road programme. To pick
out only these two measures is misleading. One of our important conclusions is that the changed
approach to transport needed in this country will require a co-ordinated strategy involving action
by government and industry on a number of fronts over a long period.

The Royal Commission deliberately set its sights on the long term in order to outline the kind
of transport system that will meet the necds of the 2lst century and benefit our children and
grandchildren. Achieving a sustainable transport system will not be easy. In addition to actions
industry and government must take, there will have to be some fundamental changes in our atti-
tudes towards transport.

The government has set up an interdepartmental task force to prepare a full response to our
recommendations, and promoted a wide-ranging debate. The Secretary of State for Transport
has called for a wide-ranging debate. Making our findings more accessible will facilitate public
debate and help create a wider understanding of the issues and challenges involved. I am
delighted therefore that Odord University Press has agreed to make the whole report available
to a larger audience.

Gt_ t\-.^1lb-
Sir John Houghton, CBE FRS
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Chapter 1

Having identified the factors that affect decisions by transport users, we make recommendations about
the.most effective ways of ensuring that environmental costs are taken into account in such decisions.
We also consider the likely effects of our recommendations on the wider economy.

1.24 Chapter 8 considers how far changes in the technology and performance of road vehicles could
reduce environmental damage. It looks first at emissions affecting air quality, then at fuel efficiency, then
at noise. It considers the potential of alternative fuels and alternative methods of propulsion, both in the
near future and in the longer term. We recommend a number of regulatory, fiscal and other measures

to influence the design of vehicles and the way they are used.

1.25 Chapter 9 emphasises, and expl,ores, the closeness of the relationship between transport and land
use. It assesses the likely effectiveness of planning policies intended to have the long+erm effect of
reducing the need to travel; and recommends improvements to the planning system as it applies to
transport infrastructure.

1.26 Thethirdpartofthereport(chapterslG-I3)examinespresenttransportpoliciestoidentifywherc
modifications are needed in order to achieve sustainability, and looks at three aspects of surface
transport: freight (chapter l0), local journeys (chapter ll), and the long-distance transport system
(chapter l2). Under these headings we review the likely impact on demand of measures recommended
elsewhere in the report, identify those modes of transport which are less damaging environmentally,
assess the scope for increased use of such modes in preference to private road transport (or air transport),
and consider how best use can be made of existing infrastructurc.

l.n Chapter 13 considers whether the present and planned organisation of government and the main
transport services in the UK is capable of devising and delivering a coherent strategy for a sustainable
transport system, and what changes need to be made. We also consider the rclevance of EC policies and
legislation. In some contexts these are likely as they stand to have adverse effects; but there are important
fields where the objective of a sustainable transport system can be most effectively pursued through
action at European level.

1.28 The final part of our report (chapter 14) brings together our conclusions and recommendations.
It relates the specific measures to our proposed targets for achieving essential environmental objectives;
and considers what the overall effect would be on traffic levels, and on public expendihlrc.
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Chapter 2

GROWTH OF MOBILITY

2,1 The search for a sustainable hansport policy has to start from an undentanding of the prescnt

situation and how it has come about. This chapter emphasises the enormous grow6 in transport which
has occurred, and summariscs how people and goods move about in this country, and why. It looks at

the place of transport in the economy, the relationship between tansport and economic growth, and the

changes in lifestyles which have been associated with the growth in road traffic. It dren exarniaes the

forecasts of future road traffic which the Department of Transport (DOT) ptoduced in 1989 by extrap
olating past hends.

The prcsent psttcm of transport
2.2 Therc are various ways of measuring movcnrents of people and goods (box 2At). Over the last 25
years the average distance travelled per person in Britain each day has risen by almost threeauartcrs,
to nearly l8 miles.2 People now make more joumeys and the average length of their joumeys has

increased.3

2.3 This growth in travel has taken the form of an enonnous increase in the distances travelled by car
(figur€ 2-14), a rcnfold increase over the last 4O years. Seven out of ten joumeys of a mile or more are

now by cat' and these account for over 86% oftotal distance davelled.6 As a cons€quenoe travel by bus

and coach, which in the early 1950s was more important than travel by car, has roughly halved and now
accounts for only 6% of disance travelled. Although the estimates for cycling may be less reliable,

FlguB 2-l
Growdr In gutface transport: moYemsnt of poople by mode 1952'93
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Chapter 2

Figure 2-ll
Growth in personal travel: number of lourneys 1965-91

iourneys
per person
per week

it has certainly declined even more sharply: it now accounts for only about l%o of distance travelled, the
majority ofjourneys being made by children.' Rail travel is at much the same level as in 1952 but is
now less than 6Vo of the total. Domestic air travel has grown rapidly in recent years, with passenger
numbers increasingby 62Vo between I 982 and I 9928, but accounts for only about l%o of passenger-kilo-
metres.9

2.4 The purposes for which people travel are analysed in table 2. t .r0 A fifth ofjoumeysr I and a similar
proportion of distance travelled are to and from work. As figure 2-IIr2 shows, work and education-related
journeys are now a smaller proportion of the total than 30 years ago. However, such journeys have
shown tlre most striking increase in average length: 837o between 1965 and 1989191.t3 Over two-thirds
ofjourneys, and almost as high a proportion of the distance travelled, are for shopping, other personal
business or leisure. Table 2.1 also shows the modes people use to make journeys of a mile or more. Car
is the most important mode for all types ofjourney; and, for all purposes except education, cars are used
for well over half ofjoumeys.

2.5 Freight transport has also expanded, although less rapidly. The weight of goods canied rose by
two-thirds between 1952 and 1968, to 2 billion tonnes a year; but has fluctuated subsequently and in
1993 was at the same level as in 1968. The trend in tonne-kilometres has been rather different: after
slower growth during the 1950s, this indicator has subsequently risen more rapidly to 212 billion
tonne-kilometresin l993,anincrease of l4l7o on l952.raTheprimarycauseof thisgrowth wasal2EVo
increase in the average length of freight trips by road, from about 37 km in 1952 to 84 km in 1993.15
As the non-UK portion of international trips is not included in the statistics, the increase in the distances
over which goods are canied must have been even greater.

2.6 Road is now the predominant mode of freight transport, accounting for 63Vo of tonne-kilometres
in 1993. Substantial quantities of freight (mostly oil, petroleum products and coal) are carried by coastal
shipping and inland waterways (25Vo of tonne-kilometres). The remainder is carried by rail (6.57o) and
on-shore pipelines (5.5Vo1.t6 Figure 2-lll17 shows how the different modes have changed in importance
over the last 40 years. Road transport of freight has increased fourfold since 1952. Transport by water
has more than doubled, largely because ofthe growth ofthe North Sea oil industry, and there has been
a big increase in the use of pipelines for petroleum products. Rail on the other hand, which was the most
important mode in 1952, has declined substantially.

GB
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Table 2.1
Why people travel
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Clnpter 2

Figure 2-lll
Growth in surface transport: movement of goods by mode 1952-93
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The coverage of stalislics of wat€rbomo treight was exlend€d in l9Z2 and
now includos North Sea oil tratlic and other one-port freight movements.

Transport in the economy
2.7 Since 1952, the growth offreight transport, measured in tonne-kilometres, has broadly parallelled
the growth in gross domestic product (GDP) (figure 2-IVt8). The fluctuations in the weight of goods
carried have been an amplified version of fluctuations in the economy, probably because the transport-
intensive construction industry is so cyclical. For example, after a sharp fall in the early 1980s, tonnes
liftedroseby29Vobetween 1984and l989butdroppedby l3%o&tween 1989and lggZ.teTllreabsence
of consistent long-term growth in the weight carried reflects changes in the type of load. Coal has
becorne rnuch less important.2o Other categories of goods have tended to become lighter because
different materials have been used in their manufacture and packaging.

2.8 Movements of people within Britain have tended to grow more rapidly than the economy. People
also travel widely outside the country, predominantly by air. When the statistics are adjusted to allow
for that, figure 2-IV shows that the total movements of people have grown even more rapidly.2l
Acquisition of a car is the primary mechanism through which growth in personal incomes has affected
personal travel. Car ownership has been closely related to the growth in personal incomes. Between l97l
and 1992 real household disposable income per head in the UK increased by nearly 8OVo22 and the
number of private cars rose by 93Vo, to 20.1 million.23 The proportion of households with two or more
cars increased more rapidly, frcm lVo in l97l to 24Vo in 1993.It remains the case that almost a third
of households do not own a car. Of the 207o of households with the lowest incomes, 74Vo do not own
a car and people in these households travel less than half the average distance. Of the ?.\Vo of households
with the highest incomes only l%o do not own a car.2a

2.9 Transport is itself an important sector of the economy. In 1992, l57o of UK consumer expenditure
was for personal travel.2s Out of that, 68Vo was for the purchase and running of private vehicles, l37o

GB
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Chapter 2

BOX 2A MEASURING MOVEMENTS OF PEOPLE AND GOODS

Movements of people

The most common measurement is passenger-kilometres, the aggregate of the distances travelled by car
drivers, passengers in cars, public transpon passengers and cyclists.

Personnl tavel is defined as travel for which (irrespective of the purpose) the main reason is for the
traveller himself or herself to reach the destination. Personal travel can be measured either as distance or
as number of joumeys.

A journey is any course of ravel undenaken by a person for a single main purpose, unless it is of less than

200 metres and undertaken on foot. The outward and retum halves of a retum joumey are treated as two
separate journeys. Analyses sometimes exclude joumeys of less than a mile.

Where a joumey involves using more than one mode of transport it is categorised according to the mode
used for the longest stage.

Movements of goods

The usual measurement is tonne-kilometres, the weighted total of the distances travelled by each vehicle-
load of goods.

An altemative measurement is tonnes lified, tlrc total weight of goods canied.

Movements of vehiclcs

The most common measurement is vehicle-kilomztres travelled. This takes no account of the number of
people in each vehicle or the weight of goods carried by each vehicle.

A vehicle rcvement ot trip is undertaken by a vehicle in one direction to convey either people or goods.

An overall mcosure of movements

To provide an approxirnate measure of ovetall net nul,l,s movement, covering bo& people and goods,

passenger-kilometres can be divided by 20 (on the assumption that people weigh 50 kg on average) and
added to tonne-kilometres for goods. Gross mass movement is the sum of the net mass movement and lhe
movements of the vehicles used to carry people and goods (for example, cars, goods vehicles and trains),
including movements by empty public transport and goods vehicles.

Geographical coverage

Unless otherwise indicated, statistics in this report relate to Great Britain, because that is the basis on which
the govemment prepar€s transport statistics. In most respects, trends in Northem lreland have been broadly
in line with those in Creat Britain.

Movements of people or goods to places outside Great Britain are normally included in govemment
statistics up to the point at which the boat or plane was boarded.

was for air travel, and 6Vo each for bus and coach travel and for rail travel. In the case of firms the
Treasury estimates that, of that part of GDP generated by industry and business, 10-15% is spent on the
transport ofgoods and the use mad€ oftransport by the service sector.26 Calculations ofthis kind are
subject to considerable uncertainties. We have not found it practicable to arrive at an estimate of the
overall proportion of GDP which represents expenditure on travel and transport by individuals, firms and
govemment.''

2.10 It is a matter of definition whether the purchase of cars by or for private individuals is treated as

consumption or investment. If all expenditure on the purchase of cars is categorised as investment, it
represents over three-fifths of transport investment (figure 2-V'o). On that definition transport investment
was f,17 billion in 1985/86 (26Vo of total investment), rose to f3 I billion (33%) in 1989/90 and fell to
f.28 billion in 1992193 (which still rcprcsented over 33Eo of total investment). Over this period,
road-related investment rcpresented NVo or morc of transport investment.

2.ll The growth of transport should not be regarded as a simple and necessary consequence of
economic growth. The nature of the economy has undergone far-rcaching changes. Coal has largely

l3



Chapter 2

Figure 2-lV
Transport growth in relation to growth of economy 1952-92
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been superseded as an industrial and domestic fuel by gas and electricity, which are moved by pipeline
and the national grid respectively and do not feature in transport statistics. Similarly the value of trade
carried into and out of the UK by ships and aircraft is now rivalled by the value of invisible trade,
conducted largely through telecommunications.2e The development of the information superhighway is
likely to loosen still further the links between economic growth and the growth of transport.

2.12 The existence of an efficient transport system has been essential for the development of the UK
economy, and remains a necessary part of the UK's competitive position. Over and above that, transport
has often been regarded as providing specific levers for governments to use in promoting economic
growth and competitiveness. Vehicle manufacture has been seen as a leading sector in the economy. The
car industry is an important source of demand for other industries and a significant source of innovation
in manufacturing methods.30 UK production of vehicles declined sharply in the early 1980s, however;
although it has shown some recovery, the number of vehicles produced in the 5-year period 1988-92
was only 72Vo (cars) and63To (commercial vehicles) ofthe level 20 years earlier.srThe rapid increase
in the number of vehicles in use has been largely brought about by imports.

2.13 The construction industry has often advocated a large programme of road building or, morc
recently, an early start to major rail projects, as a way of providing additional employment and boosting
the economy. While investment for such purposes leads to an increase in overall economic activity if
it utilises resources which would not otherwise have been used, a comparison also has to be made with
altemative forms of capital investment. It has been argued for example that road building is less
cost-effective in creating employnrent than investment in the upgrading of railway lines or in housing.32

l4



Clnpter 2

Figure 2-V
Investment In transport 199293
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2. I 4 It has also been an assumption of both UK and European Community transpon policy that further
investment in transport infrastructure will stimulate the growth of other sectors of the economy by
facilitating the movement of goods between areas with different comparative advantages. In the Trea-
sury's view it is not possible to generalise about the importance of tra-lsport infrastructure as a factor
in bringing about economic growth in depressed or deprived regions.33 We consider that it would be

desirable to carry out further research on the subject. A recent study concluded that road building is not

the key to economic growth in the regions.3a It is clear that the existence of a network of uncongested

motorways in an area such as Merseyside has not been sufficient to overcome the influence of other

factors which inhibit economic growth. Indeed, it seems that good roads can sometimes speed the
decline of less prosperous areas by allowing their needs to be met conveniently from sources outside the

area.

2.15 An industry can organise its activities in various ways. The techniques of advanced logistics have
been developed to help industries and freight operators solve their particular transport problems within
given constraints. The solution adopted will be the one which gives the highest profit to the firm making
the decision. If a road network is improved, firms are likely to use it to make longer, faster or more
frequentjourneys, which may not represent the best overall solution if environmental costs are taken into
account.ss Other methods of reducing transport costs in order to maintain competitiveness, such as

bringing together different activities on the same site or adjoining sites, may be more attractive in
economic and environmental terms than constructing or improving roads.

2.16 Improvements to transport systems can contribute to economic growth in Some circumstances,

but they can contribute to growth which is environmentally sustainable only if decisions take into
account the external costs which the construction and use of such systems impose on the environment

and on society generally. In the past, the govemment has tended to place a strong emphasis on the
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