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“A	transport	of	delight”?	
(Flanders	and	Swan	song)	

	
A	montage	of	images	from	Transport	for	the	North	Strategy	paper	
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1.	 Introduction	
This	paper	is	a	critique	of	the	dominant	transport	paradigm	(hereafter	DTP)	in	strategic	planning	for	
the	movement	of	people	and	goods.	It	uses	the	Transport	for	the	North	strategy	plan	(TfN)	as	a	case	
study.ii	This	 paper	 looks	 at	 both	 the	wider	 ecological	 dimension	 on	 one	 side	 and,	 on	 the	 other,	 a	
much	 more	 local	 one.	 It	 spotlights	 failings	 with	 the	 underpinning	 assumptions	 and	 goals	 in	 the	
strategies	 emanating	 from	 such	 bodies.	 It	 also	 attempts	 to	 pose	 alternatives,	 ones	 far	 more	
appropriate	to	the	sustainable	common	good.	

In	the	case	of	TfN,	the	focus	is,	not	surprisingly,	inter-city	and	trans-regional	travel	in	an	area	
it	 calls	 the	 ‘North’.	 Its	 ”core	 cities”	 match	 what	 certain	 politicians	 and	 others	 envisage	 as	 the	
‘Northern	 Powerhouse’. iii 	Parallel	 organisations	 with	 very	 similar	 ‘aspirations’	 of	 fast	 economic	
growth	and	‘world	class’	everything	are	to	be	found	elsewhere.iv	Indeed,	it	is	fair	to	say	that	there	is	
a	case	of	‘group	think’	on	a	global	scale	here.	Mobility	is		a	particular	fetish.v	

This	paper	looks	beyond	transport	per	se.	Without	a	broader	context,	there	is	bound	to	be	
an	absence	of	necessary	 ‘joined-up’	 thinking.	 Issues	such	as	what	TfN	and	so	many	others	call	 the	
‘natural	 environment’	 cannot	 be	 just	 tagged	 on.vi	We	 need	 new	 goals	 of	 sustainable	 living,	 ones	
defined	 in	 a	 holistic	 manner.	 Ecological	 ‘wellbeing’	 and,	 within	 that	 framework,	 social	 fairness,	
health	and	economic	security	will	be	central.	The	very	notions	of	‘transport’,	‘mobility’	and	‘access’	
also	must	be	critically	assessed	and	reframed	within	a	vision	of	the	sustainable	common	good.	

That	vision	is	not	just	about	people	living	in	a	given	locality,	region	or	state.	It	must	also	be,	
at	 least	 in	 theory,	 ‘generalisable’	 to	all	peoples	across	 the	planet.	Otherwise,	what	 is	provided	 for	
some	will	have	to	be	denied	to	others,	with	dangerously	divisive	effects.	But	it	is	not	just	about	those	
alive	today	but	also	those	yet	to	come.	That	said,	it	 is	not	just	about	people.	It	is	a	vision	that	fully	
respects	the	needs	of	all	the	other	species	with	whom	we	share	a	finite	planet.vii	

The	current	situation	in	the	transport	sector	certainly	demands	radical	action.	Rail	and	bus	
services	 are	 in	 deepening	 crisis.	viii	The	 BBC	 now	 carries	 regular	 features	 about	 “your	 rail	 horror	
story”ix	Roads	are	badly	congested	while	the	toll	of	traffic-generated	pollution	and	road	accidents	is	
intolerable.x	Even	 in	 ‘rich’	 countries,	 the	 transport	 infrastructure	 is	 crumbling	 but	 the	 costs	 of	
maintaining,	 let	alone	improving	it,	are	becoming	unsustainable.xi	Cars	themselves	are,	on	average,	
becoming	more	 and	more	 ‘obese’,	 increasingly	 too	big	 for	 available	parking	 spaces.xii	In	more	 and	
more	places,	the	transport	infrastructure	is	literally	crumbling.xiii	

Then	there	is	the	direct	role	played	by	current	transport	patterns	in	the	biggest	crisis	of	all,	
potentially	catastrophic	climate	change.	It	is	hard	to	exaggerate	the	danger.xiv	Yet,	leaving	that	aside,	
transport	also	plays	a	malign	role	in	many	other	ecological	crises,	from	the	decimation	of	wildlife	to	
the	loss	of	farmland.	Such	problems	of	course	interact.	Thus	the	growing	number	of	extreme	climate	
events	 severely	 aggravates	 the	 problem	 of	 crumbling	 infrastructure	 and	 the	 resilience	 of	 many	
transport	systems.xv	

Of	course,	there	will	be	some	difficult	choices	in	teasing	out	what	exactly	needs	to	be	done	
to	 create	 more	 sustainable	 transportation	 and	 communications	 networks	 in	 terms	 of	 practicable	
policies.	 It	 is	 the	 overall	 agenda	 that	 counts.	 Bad	 transport	 policies	 are	 often	 literally	 and	
metaphorically	at	the	cutting	edge	of	a	whole	series	of	choices	that	are	driving	society	towards	some	
very	dangerous	destinations.	The	opening	sections	of	the	paper	try	to	underline	the	seriousness	of	
that	predicament,	stressing	the	urgency	to	take	due	action	right	now.	Anything	remotely	resembling	
‘business-as-usual’,	no	matter	how	technologically	sophisticated,	is	a	road	to	a	dead	end.	

A	 final	 aim	of	 this	 paper	 is	 to	 show	 that	 there	 are	 real	 alternatives	 to	 the	DTP.	 There	 are	
indeed	plenty	of	examples	of	a	better	way	already	being	put	into	practice	in	a	variety	of	countries.	
To	 be	 sure,	 they	 are	 sometimes	 being	 implemented	 in	 a	 piecemeal	 manner	 and	 are	 often	
contradicted	by	other	policies,	most	 commonly	ones	dedicated	 to	 the	pursuit	of	on-going	growth.	
Yet	 they	 illustrate	 the	 possibilities.	We	 could	 and	 should	 make	 a	 radical	 break	 from	mainstream	
transport	 planning,	 most	 of	 which	 is	 simply	 a	 repetition	 of	 past	 mistakes,	 albeit	 with	 a	 ‘high	
technology’	edge.	
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2.	 Overshoot	
The	critical	failing	of	mainstream	transport	planning	concerns	the	issue	of	growth.xvi	The	UK	already	
has	the	equivalent	of	what	 is	sometimes	called	a	“three-planet	economy”.xvii	Since	we	 live	and	will	
continue	to	live	on	just	one	planet,	such	an	economy	is	self-evidently	unsustainable.	Yet,	as	with	so	
much	thinking,	not	least	across	the	business	sector	and	most	political	parties,	the	DTP	assumes	and	
seeks	to	promote	more	economic	growth	as	well	as	accommodate	growth	in	population.	

Growth	is	the	leitmotif	that	pervades	most	related	strategic	transport	planning.	It	cannot	be	
stressed	too	strongly	that,	in	any	finite	context,	be	it	the	entire	planet,	region,	locality	or	even	just	a	
single	 road	or	 railway	 track,	 ‘sustainable	growth’,	 in	 the	 sense	of	 infinite	physical	expansion,	 is	 an	
oxymoron.	The	goal	must	be	a	one-planet	economy	and,	then,	a	‘steady-state	economy’.	Within	it,	
any	more	physical	growth	must	be	balanced	by	degrowth	elsewhere.xviii	

Much	use	is	made	in	the	DTP	of	the	notion	of	‘Gross	National	Product’.	As	has	been	widely	
demonstrated,	this	is	a	most	misleading	measure,	incorporating,	as	it	does,	‘goods’	as	well	as	‘bads’.	
Thus	car	crashes,	presumably	something	most	people	want	to	minimise,	actually	add	to	GDP.	That	
said,	the	issue	is	not	 just	one	of	better	accounting	or	substitution	of	criteria	such	as	‘happiness’	or	
‘genuine	progress’	 (both	very	subjective	anyway).	The	core	matter	 is	economic	 throughput	 in	 the	
sense	of	physical	space,	energy	and	raw	materials	into	and	out	of	the	human	economy.	

The	 three-planet	 analysis	 highlights	 that	 the	 current	 economic	 throughput	 is	 in	 a	 state	 of	
‘overshoot’,	of	which	there	are	now	many	symptoms,	nearly	all	worsening	and	some	with	increasing	
rapidity.	 They	 range	 from	 potentially	 ruinous	 climate	 changexix	to	 habitat	 loss	 and	 fragmentation,	
with	the	attendant	destruction	of	biodiversity.	In	many	areas,	air	pollution	already	is	a	serious	health	
risk,	with	traffic	the	major	culprit.xx	Traffic	congestion	and	excessive	noise	are	commonplace.	Society	
faces	coming	‘peaks’	with	regard	to	the	cost	and	secure	availability	of	many	resources,	both	energy	
and	 raw	materials.xxi	There	 is	 even	 a	 growing	 scarcity	 of	 sand,	 a	 rather	 vital	 but	 often	overlooked	
ingredient	for	the	construction	of	transport	infrastructure.xxii	

Basically,	we	 have	 gone	 from	what	 economist	Herman	Daly	 called	 an	 “empty	world”	 to	 a	
“full	world”,	from	one	in	which	there	was	(seemingly)	abundant	physical	space	as	well	as	ample	and	
easily	accessible	resources	to	a	increasingly	overcrowded	one,	where	most	of	the	low	hanging,	high	
quality	‘fruit’	has	been	picked.xxiii	Similarly	pollution,	toxic	and	non-toxic,	is	reaching	‘overload’	levels	
in	 more	 and	 more	 parts	 of	 the	 world,	 with	 plastic,	 for	 example,	 now	 seriously	 polluting	
environments	from	the	polar	 ice	caps	to	Alpine	 lakes,	 from	Mount	Everest	to	the	ocean	depths.xxiv	
No	amount	of	technological	substitution,	efficiency	gains,	end-of-pipe	filters	and	so	forth	can	cope	
with	such	a	comprehensive	‘crunch’.xxv	

Contrary	 to	 widespread	 misunderstanding,	 ‘peak	 oil’,	 for	 example,	 has	 not	 gone	 away,	
regardless	 of	 the	 other	 and	 even	 more	 dangerously	 unsustainable	 consequences	 of	 extracting,	
transporting	 and	 burning	 so	 much	 oil.xxvi	Yet	 the	 scenarios	 envisaged	 by	 mainstream	 transport	
planning	would	be	still	a	largely	oil-based	one,xxvii	at	a	time	when	we	should	be	planning	to	escape,	
as	fast	as	is	feasibly	possible,	from	our	current	oil	‘addiction’	and	its	many	unsustainable	costs.	They	
are	 nothing	 if	 not	 varied,	 ranging	 oil	 spills	 and	 carbon	 emissions	 to	 political	 vulnerabilities	 and	
economic	vulnerability	to	sudden	price	hikes.xxviii	

Future	energy	constraints	are	not	the	only	consideration,	however.	For	example,	future	food	
security,	threatened	by	not	just	by	climate	change	but	also	loss	of	domestic	farmland	due	to	building	
works,	 is	 now	an	urgent	 issue,	 here	 in	 the	UK	not	 just	 in	more	obviously	 threatened	 regions.xxix	It	
makes	the	protection	of	existing	farmland,	not	 just	top	grade	fields,	from	encroachment	a	primary	
requirement.	 It	 can	be	 stressed	 too	 strongly	how	much	 sheer	physical	 space	 is	 consumed	by	 land	
transport	systems	and	follow-on	development,	much	of	it,	of	course,	farmland.xxx	Also	wrecked	is	the	
very	tranquillity	of	more	and	more	spaces	in	both	town	and	country.xxxi	

The	DTP	further	fails	to	address	properly	the	issue	of	time	scales.	Yet	there	is	little	meaning	
in	 planning	 if	 we	 do	 not	 establish	 a	 meaningful	 framework	 in	 terms	 of	 not	 just	 goals	 but	 also	
deadlines.	There	is	no	point	of	promoting	a	policy	that	fails	the	crucial	‘rate	and	magnitude’	test	(ie	it	



	 6	

delivers	sufficient	positive	change	on	a	sufficient	scale	in	sufficient	time).	It	might	be	wise	to	use	that	
deadline	suggested	by	the	former	Chief	Government	scientist	Sir	John	Beddington,	namely	2030	the	
year	when	he	predicted	a	“perfect	storm”	of	crises.xxxii	

Set	 against	 such	a	 time	 frame,	many	 specific	 ideas	within	 the	DTP	are	 simply	 fanciful.	We	
need	 speedy	 change	 now,	 but	 not	 in	 the	 form	 of	 mega-projects,	 ones	 inherently	 vulnerable	 to	
severe	cost	overruns	and	time	delays.	 Instead,	we	need	lots	of	small-scale	projects	at	a	 local	 level,	
following,	 if	 not	 exceeding,	 ‘best	 practice’	 at	 home	 and	 abroad.	 In	 several	 fields	 of	 the	 transport	
sector,	the	UK	is	running	well	behind	what	is	being	achieved	in	comparable	countries	elsewhere.	

Examples	 range	 from	 tram	 schemes,	 large-scale	 pedestrianisation	 and	 cycling	 provision	 to	
incentives	 to	 use	 (much	 better)	 public	 transport.xxxiii	Thus	 in	 Freiburg	 in	 Germany	 25%	 of	 all	 trips	
every	 day	 are	 by	 car	 but	 75%	 by	 feet,	 bike,	 bus	 and	 tram.xxxiv	Highly	 efficient	 co-ordinated	 public	
transport	 can	 be	 seen	 Vienna	 and	 Zurich.xxxv	A	 highly	 efficient	 co-ordinated	 public	 transport	 is	
provided	 in	 rural	 Switzerland.xxxvi	Good	cycling	 facilities	are	exemplified	 in	Copenhagen,	which	also	
has	 good	 pedestrianisation	 schemes.xxxvii	Lund,	 Sweden	 illustrates	 efficient	 land	 use	 planning	 and	
accessibility	thinking.xxxviii	

National	 and	 regional	 strategies	 such	 as	 TfN	 could	 at	 least	 publicise	 the	 fact	 that	 there	 is	
indeed	 an	 alternative	 to	 the	 foolish	 repetition	 of	 all	 the	mistakes	 of	 recent	 decades.	 The	 lauded	
‘Buchanan	 Report’	 on	 traffic	 in	 towns,	 for	 example,	 was	 still	 stuck	 in	 the	 notion	 that	 we	 must	
accommodate	 large-scale	 road	 vehicle	 movements	 via	 new	 corridors,	 sunken	 roads,	 circular	 ring	
roads,	multi-story	car	parks,	pedestrian	underpasses	and	bridges,	etc.	These	were	decades	in	which	
society	was	in	effect	“carjacked”.xxxix	

One	northern	 city,	 Leeds,	 actually	 adopted	 the	motto	of	 “motorway	 city	of	 the	North”.	 In	
Newcastle,	 leading	 politician	 Labour’s	 T.	 Dan	 Smith,	 arguably	 Britain’s	 first	 ‘city	 boss’,	 said	 at	 one	
public	meeting	attended	by	the	author	that	the	city	would	become	the	“Venice	of	the	North”,	but	
with	people	voyaging	along	a	new	motorway	network,	not	canals.	Attempts	in	the	1960s	and	1970s	
to	kick	start	growth	via	new	roads	such	as	the	A19	can	scarcely	be	deemed	a	success	since	the	region	
still	 suffers	 from	most	of	 the	very	same	social	and	economic	problems	that	 ‘better’	 transportation	
links	were	supposed	to	solve.	

Since	then,	of	course,	we	have	had	Mrs	Thatcher’s	“great	car	economy”,	with	her	promise	of	
the	 biggest	 road	 building	 programme	 since	 the	 Romans,	 followed,	 later,	 by	 the	 ‘Road	 Investment	
Strategy’	which	Transport	Secretary	Patrick	McLoughlin	at	 the	 time	called	 the	"key	 to	our	nation's	
prosperity".	Such	strategies	led	to	crimes	such	as	the	destruction	of	Twyford	Down.xl	Now	we	have	
the	‘Major	Road	Network’	strategy.xli	Through	these	decades,	Labour	has	been	in	much	in	love	with	
new	 roads	 and	 other	 unsustainable	 new	 transport	 infrastructure	 as	 the	 Tories.xlii	Recently,	 Labour	
MPs	voted	in	large	numbers	for	expansion	at	Heathrow,	for	example.xliii	

At	 just	 a	 local	 level,	 planners	 and	 highway	 engineers	 are	 still	 thinking	 in	 terms	 of	 big-is-
beautiful	 schemes.	 One	 particularly	 notorious	 one	 of	 late	 in	 the	 UK	 was	 the	 mega-roundabout	
proposed	for	Newcastle’s	 famous	Town	Moor.xliv	Other	super-roundabouts	and	 large-scale	 junction	
improvements	 are	 under	 construction.xlv	Work	 to	 widen	 the	 A1	 (M)	 through	 Newcastle	 is	 on	 the	
cards	(the	aim	being	to	reduce	the	congestion	that	this	bypass	was	designed	to	reduce).	There	is	also	
a	 clamour	 to	 expand	 the	 number	 of	 dual	 carriageways,	 notably	 the	 A1	 in	 Northumberland.	
Newcastle	airport	is	also	thinking	big.xlvi		

These	 days,	 mention	 will	 be	 made	 in	 such	 plans	 of	 ‘sustainability’	 and	 ‘environmental	
improvement’	but	most	decision-makers	still	frame	issues	in	ways	that	do	not	take	fully	on	board	the	
transformational	effects	that	climate	chaos,	future	resource	shortages,	and	other	ecological	storms	
could	cause.xlvii	Furthermore,	 few	of	 the	 lessons	 from	 Jane	 Jacobs’	battles	 in	New	York	against	 the	
despotic	 road	 builder	 Robert	 Moses	 have	 been	 learned.xlviii	The	 Jacobs	 story	 also	 gives	 the	 lie	 to	
another	myth,	namely	that	past	mistakes	were	just	that:	no	one	knew	any	better	at	the	time.xlix	

To	get	the	real	revolution	in	transport	and	indeed	in	terms	of	more	general	progress	towards	
the	sustainable	common	good,	we	need,	we	first	must	shed	some	other	myths	too.	
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3.	 Chimera	of	‘Clean	Growth’l	
As	 well	 as	 ‘sustainable’,	 strategies	 such	 as	 TfN	 repeatedly	 use	 the	 word	 ‘clean’	 in	 an	 attempt	 to	
demonstrate	their	environmental	credentials,	simply	repeating	the	government’s	false	thinking.li	The	
word	‘clean’	is	itself	vague.	Many	of	the	worst	air	pollutants,	for	example,	are	the	least	visible	and	so	
wrongly	 appear	 to	 constitute	 a	 cleaner	environment	 than	 that	of	 the	old	 ‘smokestack’	 economy.lii	
Methane	releases	are,	for	example,	not	particularly	‘dirty’	but	they	are	a	very	potent	contributor	to	
global	overwarming.	

The	concept	of	‘clean’	also	fails	to	distinguish	between	what	may	be	a	very	real	nuisance	and	
what	is	truly	dangerous.	Litter	is	indeed	a	menace,	truly	an	eyesore,	often	a	threat	to	individual	wild	
creatures	and	also	symptom	of	an	underlying	lack	of	consideration	for	the	collective	good	but	it	is	far	
more	urgent	to	curb	carbon	and	other	GHG	emissions.	

Yet	this	 is	only	part	of	the	problem.	Many	ecologically	unsustainable	activities	are	far	from	
‘dirty’.	For	example,	since	1945	a	huge	area	of	British	countryside,	including	valuable	farmland	and	
wildlife	habitat,	has	been	covered	with	concrete,	tarmac	and	brick.	Yet	those	losses	are	all	perfectly	
‘clean’.liii	The	transport	sector	is,	of	course,	a	veracious	consumer	of	land	both	directly	and	in	terms	
of	 the	nearby	physical	 construction	 it	 indirectly	encourage,	be	 it	 retail	 outlets,	 lorry	parks,	 service	
stations,	warehouses,	distribution	centres,	etc.liv	Generally,	the	DTP	ignores	the	negative	‘doughnut’	
effect	 in	 retail,	 housing	and	other	development	 triggered	by	new	 roads	and	 roundabouts,	despite	
the	fact	that	its	malign	effect	have	been	documented	around	the	world.lv	

Similarly,	 habitat	 destruction	 and	 fragmentation, lvi 	the	 severing	 of	 wildlife	 corridors,	
destruction	of	wildlife	foraging	spaces,	tree	felling,	hedgerow	clearance	and	‘coniferisation’,	wetland	
drainage,	 overgrazing,	 monocultural	 farming,	 paving	 over	 porous	 surfaces…	 all	 are	 not	 ‘dirty’	 yet	
they	 are	 decimating	 Britain’s	wildlife.lvii	Bioinvasions	 by	 invasive	 species	 are	 exceedingly	 damaging	
but	comparatively	‘clean’	too.lviii	To	this	list	of	‘clean’	patterns	of	unsustainability	could	be	added	soil	
erosion,	compaction,	and	denutrification	as	well	as	dam	construction,	dredging	and	channelisation.	

In	 other	 words,	 what	 is	 ‘taken	 away’	 from	 environmental	 systems	 through	mining,	 water	
supply	 systems,	 intensive	 farming	 and	 silviculture,	 and	 building	 development	 can	 be	 more	
destructive	 than	 what	 human	 activities	 ‘add’	 to	 those	 environments	 in	 terms	 of	 excess	 levels	 of	
pollutants	 (both	 in	 terms	 of	 quantity	 and	 kind).	 Large-scale	 transportation	 systems	 contribute	
directly	and	indirectly	to	many	of	these	threats.	

In	short,	in	its	endorsement	of	‘clean	growth’	as	well	as	‘sustainable	growth’,	the	DTP	seeks	
to	have	its	proverbial	cake	and	eat	it.	It	is	not	dealing	in	ecological	realities.lix	Similar	considerations	
apply	 to	 both	 ‘smart	 planning’	 and	 the	will	 o’	 the	wisp	of	 ‘decoupling’	 (ie	 separating	 externalities	
such	as	carbon	emissions	from	on-going	growth).lx	The	laws	of	geology,	entropy	and	ecology	cannot	
be	broken	while	social	systems	too	disintegrate	under	the	pressures	from	physical	growth.	

Overall,	notions	of	‘sustainable’	mobility	go	against	the	reality	that	we	have	to	start	planning	
now	 for	 significantly	 less	movement.	Within	 the	 broad	 framework	 of	 ecological	 sustainability,	 the	
real	 issue	is	access	to	good	local	facilities,	not	constantly	moving	 lots	of	goods	and	people	around.	
Already,	mass	mobility,	both	 in	 terms	of	sheer	volume,	speed	and	specific	modes	of	 transport	has	
meant	colossal	levels	of	environmental,	economic	and	social	damage.lxi	There	is	no	intrinsic	merit	in	
being	able	to	move	around	faster	or	for	longer	distances.	What	counts	is	ready	access	to	the	things	
we	need	and	value.lxii	

It	might	be	stressed	here	that,	while	climate	change	 is	certainly	the	big	 issue	of	our	times,	
short	of	nuclear	war,	it	is	not	just	a	matter	of	creating	a	‘low	carbon	economy’.	As	suggested	above,	
there	are	other	‘sources’	of	greenhouse	gas	emissions	other	than	carbon.	At	the	same	time,	the	loss	
of	 balancing	 ‘sinks’	 through	 changing	 land	 use	 is	 of	 equal	 concern.	 In	 any	 case,	 a	 low	 carbon	
economy	 could	 still	 be	 characterised	 by	 the	 many	 forms	 of	 environmental	 destruction	 and	
degradation	 just	 noted	 unless	 other	 actions	 were	 also	 to	 be	 taken.	 Indeed	 some	 allegedly	 ‘low	
carbon’	technologies	can	bring	new	problems	as	well	as	leave	‘non-carbon’	problems,	not	least	‘land	
loss’,	unresolved.	Carbon	capture	and	storage	technology	in	particular	is	a	pseudo-fix.	
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“It’s	called	Mad	Car	Disease”	

	
Road	construction	and	the	volume	of	road	traffic	are,	of	course,	widely	criticised.	Yet	many	

of	the	above	issues	also	apply	to	other	modes	of	transport,	not	least	high-speed	train	networks	and	
aviation.lxiii	In	some	areas,	there	 is	already	bus	congestion,	 irrespective	of	whether	there	are	 ‘dirty’	
diesel	 buses	 or	 cleaner	 hybrid	 ones.	 It	 could	 be	 argued	 that	 we	 are	 at	 or	 approaching	 ‘peak	
transport’	regarding	the	total	volume	of	movements.	

That	 said,	 the	 immediate	 challenge	 remains	 the	 reduction	 of	 car	 dependency,	 but	 not	 by	
hyper-expensive	technofixes	such	as	HS2	that	only	benefit	the	very	few	at	the	expense	of	the	large	
majority	 as	 well	 as	 cause	 unsustainable	 environmental	 damage.lxiv	Notions	 of	 some	 sustainable	
salvation	from	‘green	cars’,	including	AVs,	are	wishful	thinking.lxv	

Much	 of	 the	 case	 for	 pursuing	 growth	 rests	 on	 a	 series	 of	 false	 assumptions.lxvi	As	 noted	
above,	 much	 is	 being	 made	 these	 days	 of	 a	 new	 era	 of	 ‘smart	 planning’	 and	 ‘ecological	
modernisation’.	Whatever	sensible	policies	might	be	made	under	such	rhetoric,	physical	growth	has	
turned	 out	 in	 practice	 to	 be	 the	 serpent	 that	 consumes	 its	 own	 tail,	 as	 can	 be	 seen	 in	 cities	 as	
Portland	 (Oregon).	 There,	 on-going	 growth	 has	 brought	 back	 all	 the	 problems	 that	 sophisticated	
zoning	 techniques	 and	 so	 forth	were	meant	 to	 reduce.	 Similarly,	 traffic	 calming	measures	will	 be	
overwhelmed	if	there	is	more	traffic.	

Indeed,	 the	 dynamic	 of	 ‘positive	 feedback	 ‘	 would	make	 the	 better	 TfN	 policies	 fail	 over	
time,	whatever	benefits	 they	might	achieve	 in	 the	 short	 term.	The	 rebound	effect	would	 increase	
traffic,	 bring	 back	 congestion	 and	 make	 even	 worse	 problems	 such	 as	 excess	 carbon	 emissions,	
general	air	pollution,	and	land	take.	Some	of	the	technological	fixes	envisaged	by	TfN	(autonomous	
vehicles	etc)	are,	variously,	 insufficient,	 ineffective	and	impractical.	Some	are	far	from	the	stage	of	
commercial	 deployment	 while	 many	 bring	 problems	 of	 their	 own	 or	 leave	 other	 problems	
unresolved.	What	might	 seem	 sensible	 policies	 such	 as	 bypasses	 to	 ease	 congestion	 often	 fail	 to	
deliver	 the	promised	 goods	 as	well	 as	 do	other	harm.lxvii	Even	 in	 the	best	 cases,	 on-going	physical	
growth	will	cancel	out	whatever	benefits	might	be	derived	by	the	best	technologies.	



	 9	

	

Drivers	of	Growth	
The	impact	of	technology	varies	widely,	be	it	from	the	internal	combustion	engine	compared	to	the	
electric	power	units,	from	‘minis’	to	giant	SUVs,	or	from	private	cars	to	buses.	Technology	is	not	only	
individual	artefacts	 (fields	as	well	as	tractors,	 factory	production	 lines	as	well	 individual	 lathes	and	
robots,	roads	and	traffic	 lights	as	well	as	vehicles).	 It	 is	about	whole	systems	of	 ‘exosomatic	tools’,	
including	their	spatial	arrangement.	So	land	use	planning	is	part	of	technological	choice.	

But	 technology,	 however	 defined,	 is	 only	 one	part	 of	 the	 ‘equation	of	 sustainability’.	 Two	
other	elements	have	to	be	taken	into	account,	not	only	in	their	own	right	but	also	—	and	much	more	
importantly	 —	 in	 terms	 of	 their	 multiplicative	 interaction.	 They	 are:	 per	 capita	 consumption	
(commonly	called	‘affluence’)	and	population.	In	terms	of	transportation	planning,	these	two	other	
factors	boil	down	to	the	amount	of	travel	and	the	number	of	travellers.	Together,	the	three	factors	
determine	 the	 impact	of	 the	whole	 transport	 system,	 from	 the	occupancy	of	particular	 roads	and	
railway	lines	to	effects	on	the	human	community	and	the	ecological	systems	that	sustain	it.	

Levels	of	‘affluence’	and	associated	impacts	of	course	also	vary	enormously.	Most	people	in	
the	world	are	neither	frequent	flyers	nor	are	they	drivers	who,	time	and	again,	will	drive	many	miles	
just	 to	do	some	shopping.	Most	do	not	go	on	cruises	to	the	Polar	Regions	nor	do	they	drive	 jeeps	
across	hillsides	or	race	buggies	across	sand	dunes.lxviii	Yet	per	capita	‘consumption’	of	transportation	
is	 generally	 rising.	 Some	 of	 the	 fastest	 growing	 air	 travel,	 for	 example,	 is	 in	 newly	 industrialised	
countries,	 illustrated	by	 the	 rise	of	 airlines	 such	as	 Lucky	Air	 (China),	 Sriwijaya	Air	 (Indonesia)	 and	
Spicejet	(India).	

Such	growing	consumption	is	in	part	a	reflection	of	the	emergence	of	the	‘new	middle	class’	
across	 the	 world,	 not	 just	 in	 the	 old	 heartlands	 of	 affluence. lxix 	Long	 distance	 commuting	 is	
spreading.	 In	 countries	 such	 as	 the	 UK,	 the	 time	 and	 financial	 costs,	 let	 along	 less	 quantifiable	
aspects	 such	as	 tedium	and	 frustration	are	already	high.lxx	The	burden	on	 road	and	 rail	 capacity	 is	
obvious,	 not	 least	 since	 many	 commuting	 journeys	 by	 car	 are	 done	 in	 vehicles	 with	 a	 single	
occupant.	An	obvious	alternative	might	seem	to	be	more	teleworking.	Yet	it	brings	its	costs	(higher	
domestic	 heating	 bills	 and	possible	 problems	of	 isolation	 compared	 to	 the	 social	 contact	 that	 the	
workplace	can	offer)	and	some	businesses	seem	to	be	changing	their	minds	about	its	advantage.	It	
turns	 out	 the	 physical	 face-to-face	 contact	 has	 advantages	 that	 even	 video-conferencing	 cannot	
match.lxxi	

The	modes	 of	 travel	 and	 the	 amount	 of	 travelling	 have,	 then,	 big	 impacts.	 In	 this	 age	 of	
jumbo	 jets	 and	 giant	 SUVs,	 it	 is	 tempting	 to	 stop	 there.	 Yet,	 perhaps	 contrary	 to	 common	
expectation,	 it	 is	population	size,	 the	sheer	number	of	 travellers	 that	 is	 the	biggest	 factor.	Clearly,	
the	bigger	the	population	the	more	pressure	there	is	likely	to	be	on	transport	systems.		One	can	alter	
the	 ‘ingredients’	 of	 the	 transport	 mix	 but	 a	 bigger	 population	 ipso	 facto	 tends	 to	 mean	 more	
demand.		

Professor	 John	 Holdren,	 for	 example,	 has	 shown	 that,	 as	 a	 quite	 discrete	 variable,	
population	 has	 been	 the	 single	 biggest	 factor	 in	 the	 changing	 impact	 of	 the	 American	 transport	
system	(i.e.	not	just	more	travel,	not	just	the	replacement	of	buses	and	trains	by	gas-guzzling	cars,	
trucks	and	planes	but	more	travellers).lxxii	Of	course,	transport	planners	are	not	family	planners.	It	is	
not	 exactly	 their	 job	 to	 stand	 at	 bus	 stops,	 by	 station	 barriers	 or	 at	 traffic	 lights	 handing	 out	
contraceptives!	 But	 many	 strategies,	 especially	 local	 development	 plans	 (an	 example	 being	 the	
Newcastle-Gateshead	 Core	 Strategy)	 positively	 welcome	 not	 just	 economic	 but	 also	 population	
growth.	 At	 the	 very	 least,	 it	 could	 be	 acknowledged	 that	 increased	 human	 numbers	 not	 only	
aggravate	problems	but	also	make	them	harder	to	solve.lxxiii	
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Commuting	in	Tokyo	

	
Human	numbers	cannot	be	the	elephant	in	the	room	
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4.	 Sustainable	Economics	
The	fundamental	objection	 is,	 then,	 that	 the	goals	and	policies	of	most	 transport	planning	are	not	
framed	within	the	context	of	the	primary	challenge	of	creating	a	sustainable	economy.	To	be	truly	
sustainable,	movement	of	gods	and	people	must	also	contribute	to	a	high	quality	of	life	for	all.	Here	
again,	 our	 case	 study	 TfN	 falls	 short.	 In	 particular,	 the	 levels	 of	movement	 TfN	 seeks	 to	 promote	
would	erode	many	aspects	of	what	are	commonly	and	rightly	taken	to	constitute	general	well	being.	

Detailed	 comparisons	 of	 cities	 with	 large-scale	 movements	 confirm	 how	 community	
wellbeing,	neighbourliness,	and	positive	social	 interaction	as	well	as	 individual	mental	and	physical	
wellbeing	are	all	eroded	by	high	volume	traffic	and	associated	infrastructure	provision.	That	includes	
job	opportunities	as	well	as	social	problems	such	as	crime.lxxiv	

The	 transportation	 systems	 advocated	 in	 TfN	 and	 other	 such	 literature	will,	 it	 is	 claimed,	
facilitate	beneficial	economic	exchanges.	Of	 course,	 to	 some	extent	 this	 is	 true	as	are	 the	cultural	
and	 social	 benefits	 of	 travel.	 Yet	 this	 picture	 ignores	more	negative	dynamics	 such	as	 losses	 from	
local	 economics	 and	 the	way	 high	 volume	 transportation	 erodes	 the	 very	 things	 people	 travel	 to	
enjoy.	

Particular	significant	is	the	threat	to	local	businesses	from	bigger	corporate	competitors	and	
the	 leaking	 of	 financial	 resources	 from	 the	 total	 local	 economy	 via	 ‘chain’	 businesses	 monies	
destined	 for	distant	 shareholders.	 The	 same	dynamic	has	also	 created	 the	 ‘clone	 town	effect.lxxv	A	
sustainable	 economy	 will	 in	 part	 be	 structured	 around	 policies	 of	 ‘localisation’,	 a	 strategy	 not	
considered	in	the	DTP.	

The	 DTP	 deals	 in	 big	 bold	 pictures	 of	 interconnectivity,	 movement,	 growth	 …	 The	
infrastructure	 that	 it	 promotes	 is	 similarly	 gleaming	 high	 tech. lxxvi	Yet	 most	 people	 are	 rightly	
concerned	 about	 the	 less	 grandiose	 ’nitty	 gritty’	 in	 the	here	 and	now:	 air	 fit	 to	 breathe,	 very	 low	
accident	 rates,	 streets	 on	 which	 children	 can	 play	 safely,	 safe	 pedestrian	 routes,	 reliable	 and	
frequent	bus	and	train	services,	affordable	fares,	a	comfortable	seat,	accessible	services,	local	shops,	
convivial	and	physically	pleasant	neighbourhoods	and	nearby	green	spaces,.	

Though	 the	 DTP	 stresses	 mobility	 and	 flow,	 the	 real	 issues	 for	 the	 large	 majority	 are	
affordability,	reliability	and	accessibility.	Thus,	people	tend	to	tolerate	a	longer	journey	providing	the	
bus	or	train	turns	up	on	time	and	the	fares	are	within	their	means.	Proper	planning	would	also	take	
fully	 into	 account	 the	 needs	 of	 specific	 groups	 and	 particular	 needs,	 not	 abstractions	 such	 as	 the	
‘public’	or	the	‘economy’.	Such	social	groups	include	children,	the	physically	less	mobile,	the	visually	
impaired,	only	some	of	the	many	people	for	whom	shaving	off	a	few	minutes	off,	say,	a	high-speed	
train	journey	has	little	relevance.	

Indeed,	the	importance	of	car	transport	is	frequently	exaggerated.	A	common	instance	is	the	
tendency	 of	 retailers	 to	 demand	more	 car	 parking	 space,	 ignoring	 just	 how	much	 footfall	 comes	
courtesy	of	buses,	cycling	and	especially	walking.	Road	schemes	can	actually	damage	a	thriving	inner	
city	 economy	 by	 exposing	 it	 to	 competition	 from	 outside.	 [In	 any	 case,	 their	 real	 problem	 is	 the	
challenge	from	on-line	shopping	and	high	rents	for	business	premises,	not	the	absence	of	a	few	car	
bays.]	In	the	USA,	the	hold	of	‘car	culture’	seems	to	be	slackening,	especially	amongst	‘millennials’,	
probably	a	trend	that	will	come	to	Britain	as	cycling,	car	sharing	and	taxi	riding	take	a	stronger	hold.	
The	provision	of	free	Wi-Fi	on	buses	also	attracts	that	age	group.	

But	there	are	more	radical	instances	of	how	it	is	possible	to	live	without	large-scale	car	and	
lorry	 usage.	 A	 famous	 case	 was	 the	 collapse	 of	 the	 Kufstein	 Bridge	 on	 the	 Munich-Innsbruck	
motorway.	 Predictably	 there	 were	 cries	 about	 pending	 economic	 doom.	 Yet	 nothing	 of	 the	 sort	
happened.	People	either	switched	to	public	transport	or	learned	to	forego	journeys.	For	a	number	of	
goods,	buyers	 simply	 turned	 to	 local	producers.	Of	 course,	 there	were	problems	when	 juggernaut	
drivers	switched	to	other	route	but	the	lesson	is	still	that	we	do	not	need	giant	motorways,	bridges	
and	 tunnels.lxxvii	Actually	 it	 is	 not	 all	 that	 long	ago	 in	 the	UK	 (roughly	pre-1960)	 that	 there	was	no	
mass	car	ownership	yet	it	wasn’t	a	land	of	mass	penury	and	crippling	isolation.lxxviii	
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Strategies	 such	 as	 TfN	 devote	 inadequate	 attention	 to	 the	 perversities	 inherent	 in	 the	
present	transport	system.	It	has	been	heavily	subsidised	directly	and	indirectly	by	government	policy	
while	alternatives	have	been	strangled.	The	bias	 towards	cars	 is	grossly	 inequitable,	discriminating	
against	the	needs	of	those	who,	for	reasons	of	income,	age	or	disability,	cannot	drive	/	own	a	car	or	
who	simply	prefer	to	walk,	cycle	or	travel	by	bus	and	train.	

Contrary	to	the	mythology	about	some	‘war	on	motorists’,	the	private	driver	is	subsidised	in	
many	ways,	whilst	not	paying	the	full	costs	of	the	pollution	and	other	costs	incurred.lxxix	Many	things	
needed	 to	 drive	 a	 car	 are	 in	 fact	 paid	 for	 out	 of	 the	 public	 purse	 whose	monies	 could	 be	more	
sustainably	 and	 fairly	 invested	 elsewhere. lxxx 	The	 so-called	 e-economy,	 most	 notably	 on-line	
shopping	is	also	permitted	to	get	away	with	much	‘creativity’	on	the	tax	front	as	well	as	avoidance	of	
payments	for	the	costs	it	creates,	not	least	those	associated	with	the	large	number	of	delivery	van	
journeys	it	creates.lxxxi	

In	 term	 of	 social	 needs	 and	 on	 top	 of	 those	 already	 noted	 above,	 the	 need	 for	 physical	
exercice	 is	 hard	 to	 underestimate.	 Most	 of	 the	 NHS’	 ‘Big	 Five	 Killers’	 (obesity,	 heart	 disease,	
diabetes,	etc)	are	caused	by	physical	inactivity.	To	save	lives	(and	make	the	NHS	affordable)	we	have	
to	use	whatever	carrots	(and	sticks)	we	can	to	get	people	out	of	their	cars.	It	might	be	remembered	
here	that	many	car	journeys	are	for	only	short	distances.lxxxii	

Big	 infrastructure	 tend	not	only	 to	be	 financially	 costly	 (the	cost	of	HS2	 is	 currently	put	at	
£403	million	 a	mile!)	 but	 they	 are	 also	 tend	 to	 be	more	 prone	 to	 cost	 overruns	 than	 small-scale	
projects.lxxxiii	But	even	an	accurate	prediction	of	costs	tends	to	be	at	construction,	leaving	the	bill	for	
on-going	maintenance,	repair	and	replacement	for	the	future.	The	M25	provides	a	vivid	illustration	
of	the	logistical	and	economic	overheads	of	big	transport	corridors.	Yet	it	is	only	the	tip	of	an	iceberg	
of	 on-going	 costs.	 So,	 according	 to	 the	 2018	 Annual	 Local	 Authority	 Road	 Maintenance	 survey,	
24,400	miles	of	road	need	essential	maintenance	in	the	next	year.	The	estimated	cost	to	get	roads	
back	into	reasonable	condition	is	£9.31bn.	Assuming	the	money	is	available,	it	would	take	14	years	–	
up	from	12	years	in	2016/17	–	to	get	local	roads	back	into	a	reasonable	steady	state.		

The	 issue	 of	 employment	 opportunities	 also	 needs	 to	 be	 rethought.	 It	 is	 not	 about	 the	
totality	of	 job	numbers	per	 se.lxxxiv	Rather	 it	 is	 about	 the	opportunity	 to	 find	 secure,	well	paid	and	
fulfilling	work,	without	the	cost,	toil	and	tedium	of	commuting	 long	distances.	 Increased	economic	
‘integration,	 courtesy	 of	 faster	 transportation	 and	 communications	 links,	 can	 cut	 the	 number	 of	
‘good	 jobs’.lxxxv	It	might	 be	 noted	 here	 that	many	 people	will	 continue	 to	work	 in	 unpaid	 roles	 at	
home	and	in	the	local	neighbourhood	as	carers,	cooks,	cleaners,	child	minders	and	so	forth.	

New	 airport	 runways,	 high-speed	 railway	 lines,	more	 dual	 carriageways,	 extra	motorways	
lanes,	super	high	fibre	cable	networks	and	the	 like	are	 inappropriate	 in	all	such	problem	areas,	on	
top	of	their	other	unsustainable	costs.	A	bus	that	turns	up	on	time	and	has	sufficient	spare	seats,	a	
pedestrian	crossing	where	one	can	readily	cross	with	plenty	of	time,	pavements	free	from	obstacles,	
safe	cycling,	a	reopened	local	railway	station…	all	these	‘low	tech’	solutions	sustainably	add	far	more	
to	the	quality	of	everyday	living.	

There	is	now	solid	evidence	that	we	are	passing	‘peak	car’	in	terms	of	the	popularity	of	that	
transport	mode	and	now	need	 to	 invest	 public	monies	on	 those	 ‘little	 things’,	 bringing	 the	era	of	
road	construction	 to	a	 close	 (other	 than	minor	 improvements	 for	 safety,	etc).lxxxvi	Such	 investment	
would	include	support	for	schemes	that	enable	specific	groups	such	as	the	disabled	and	the	frail	to	
cope	without	a	car.	It	could	be	linked	to	‘car-free’	residential	schemes	and	levies	on	free	workplace	
car	parking.lxxxvii	

Loss	 of	 nearby	 green	 spaces,	 the	 disappearance	 of	 wildlife	 from	 neighbourhoods,	 bad	 air	
quality,	roadside	litter	and	more	are	all	real	 local	concerns	on	top	of	the	big	global	threats	such	as	
climate	change,	plastification,	and	lost	biodiversity.	Many	have	been	the	focus	of	significant	protests	
in	various	 localities,	not	 least	building	on	greenfield	sites.	The	 ‘swamping’	of	distinct,	human	scale	
communities	by	development-triggered	sprawl	has	also	fuelled	such	protests.	

Noted	at	the	start	of	this	paper	is	the	biggest	fact	of	economic	life,	that	most	countries	are	
already	living	beyond	their	ecological	means.lxxxviii	Thus,	as	also	previously	spotlighted,	the	UK	has	a	



	 13	

three-planet	economy,	clearly	unsustainable	on	a	single	planet.	China	has	lower	consumption	levels	
but	 it	 too	 is	 in	 a	 state	 of	 overshoot	 too.	 Its	 footprint	 is	 already	 twice	 its	 biocapacity.	lxxxix	Further	
physical	growth	will	certainly	be	‘transformational’	but	turning	an	already	dangerous	situation	into	
something	worse.xc	

A	bigger	transport	infrastructure	does	not	deliver	even	in	its	own	terms.	Thus,	as	far	back	as	
1994,	 a	 report	 by	 Eco-logica	 reviewed	 evidence	 from	8	 different	 areas	 in	 England	 and	Wales	 and	
found	no	relationship	between	accessibility	to	the	road	system	and	economic	prosperity.xci	Similarly,	
a	 comprehensive	 study	 by	 Steve	 Melia	 showed	 that	 there	 is	 no	 clear	 link	 between	 transport	
investment	 and	 sustainable	 economic	 activity.xcii	Contrary	 to	 claims	 from	 the	 road-building	 lobby,	
new	roads	 seldom	pay	 for	 themselves.	xciiiOverall,	 strategies	 such	as	TfN	are	 simply	 regurgitating	a	
series	of	long	discredited	myths	about	transport	and	the	economy.xciv	

TfN	makes	rather	empty	genuflections	to	such	environmental	concerns	when	it	claims	to	be	
seeking	to	“promote	and	support	the	built	and	natural	environment”.	As	argued	above,	construction	
and	operation	of	major	transport	schemes,	however,	inevitably	has	some	environmental	cost,	be	it	
land	 loss,	 extra	pollution	or	 general	 environmental	degradation.	 The	 importance	 that	TfN	gives	 to	
such	matters	 is	 reflected	 in	 the	 space	 they	get	 (essentially,	one	and	a	bit	 columns	on	P91	 in	a	98	
page	document).	
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5.		 Facts,	Costs	and	Benefits	
One	change	in	the	DTP	is	the	claim	that	its	strategic	planning	is	now	evidence-based.	There	is	indeed	
a	 great	 deal	 to	 be	 said	 for	 objectivity,	 openness	 and	 responsiveness.	 Clearly,	 hard	 information,	
logical	 deduction	 and	 careful	 checking	 can	 aid	 decision-making.	 But	 it	 is	 important	 to	 recognise	
certain	limits	to	such	methodology.xcv	

For	a	start,	 isolated	 facts	seldom	 ‘speak’	 for	 themselves.	Their	value	depends	not	only	 the	
quality	of	the	original	research.	Evidence	is	also	shaped	by	the	questions	asked	and	the	assumption	
or	 ambitions	 behind	 them.	 Even	 when	 hard	 evidence	 is	 acquired,	 there	 remains	 the	 problem	 of	
robust	interpretation	with	correct	ranking	regarding	inherent	importance,	due	weighting	or	even	the	
degree	 of	 relevance	 it	 is	 accorded.	 ‘Experts’	 may	 still	 suffer	 from	 tunnel	 vision,	 ‘group	 think’,	
cowardice,	career	opportunism,	and	other	human	failings.	Many	variables	like	‘happiness’,	‘privacy’,	
‘open	space’	or	‘risk’	are	hard	to	quantity	and	therefore	liable	to	be	pushed	aside	by	things	that	can	
be	easily	quantified.	Many	post-war	housing	turned	out	to	disasters	because	those	intangibles	were	
marginalised	by	a	focus	on	unit	quantities	and	other	numbers.	

All	 these	 steps	 are	 value-laden.	 They	 are	 not	 a	 merely	 technical	 exercice,	 some	 sort	 of	
‘neutral	 science’.	 It	 is	 sheer	obfuscation	to	pretend	that	 there	are	no	conflicting	material	 interests	
and	value	judgements	inherent	in	strategic	transport	planning.	Often,	the	opinions	of	developers	are	
given	undue	weighting.	Power	plays,	secrecy	and	‘spin’	can	further	befog	the	whole	process.	

As	 noted	 above,	 the	 DTP	 has	 an	 underpinning	 ‘agenda’,	 one	 rooted	 in	 a	 growth-oriented	
worldview.	Evidence-based	policies	also	tend	to	favour	the	status	quo,	its	core	values,	its	dominant	
institutions,	 existing	 public	 policies	 and	 existing	 lifestyle	 preferences.	 Nor	 do	 they	 deal	 with	
unprecedented	 developments	 e.g.	 a	 sudden	 adverse	 climate	 flip	 or	 other	 surprise	 developments	
such	as	a	rapid	 inflation	of	 food	prices	 in	the	world	market	(past	 ‘evidence’	suggested	that	the	UK	
could	simply	import	food	it	no	longer	grows).	

Yet	in	a	period	of	rapid	change,	such	‘conservatism’	becomes	a	barrier	stopping	society	from	
taking	 the	 radically	 road	 needed.	 The	 fundamental	 problem	 then	 is	 not	 one	 of	 data	 shortages	 or	
better	processing	of	existing	data.	We	are	indeed	awash	with	facts.	The	problem	is	one	of	analysis,	
vision	 and	 appropriate	 policy.	We	need	 to	 start	with	 values	 and	 goals,	 before	 turning	 to	 the	best	
available	evidence	and,	at	times,	what	will	be	simply	informed	guesses.		

Parallel	problems	exist	with	a	close	cousin	of	evidence-based	planning:	 the	notion	that	we	
can	 accurately	weigh	 up	 all	 costs	 and	 benefits.xcvi	If	 need	 be,	 it	 is	 argued	 in	 the	 DTP	 that	we	 can	
always	allocate	‘shadow’	prices	to	things	that	otherwise	do	not	have	a	monetary	value.xcvii	Thus,	it	is	
often	 argued	 that	 if	 we	 attribute	 some	 notional	 price	 to	 this	 or	 that	 environmental	 ‘service’,	
decision-makers	will	stop	discounting	their	worth.	

In	reality,	attempts	to	put	a	price	on	the	head	of,	say,	Smithy	Wood,	the	habitat	threatened	
by	 a	motorway	 service	 station,xcviii	will	 be	 highly	 arbitrary	 and	 there	 are	 few	 signs	 it	 would	 deter	
those	 determined	 to	 go	 ahead	with	 the	 construction	 or	 persuade	 those	 deciding	whether	 to	 give	
planning	 permission.	 In	 practice	 some	 alleged	 benefits	 such	 as	 the	 saving	 of	 a	 few	 minutes	 of	
travelling	time	clock	up	more	‘points’	than	values	such	as	long-term	human	wellbeing	or	the	welfare	
of	non-human	species.	Someone	might	save	some	time	by	driving	but	the	costs	are	often	inflicted	on	
others.	 Indeed	George	Monbiot	has	usually	compared	such	‘spillover	costs’	to	the	health	problems	
suffered	as	a	result	of	passive	smoking.xcix	

It	 might	 be	 noted	 that	 some	 personnel	 within	 the	 world	 of	 the	 DTP,	 go	 so	 far	 in	 their	
cultivation	of	an	 ‘objective’,	 ‘value-free’	approach	to	strategy	development	that	they	resemble	the	
denizens	of	Weber’s	famous	“housing	hard	as	steel”	or		‘iron	cage’.c	It	was	a	bureaucracy	staffed	by	
pliant	 men,	 focussed	 narrowly	 on	 technicalities	 and	 equally	 narrow	 definitions	 of	 ‘efficiency’	 but	
insensitive	 to	 wider	 considerations	 and	 purposes.	 Thus	 he	 described	 the	 inmates	 as	 “specialists	
without	 spirit”.ci	This	 is	 not	 to	 deny	 the	 value	 of	 careful	 research	 and	 the	 establishment	 of	 an	
evidence	base.	The	point	is	the	need	to	think	holistically	and	consider	all	factors,	including	end	goals	
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not	just	technical	means,	as	well	as	embrace	the	precautionary	approach,	recognising	how	easily	the	
best	laid	strategies	“gang	aft	a-gley.”	The	bigger	they	come,	the	harder	they	fall.	

One	 thing	 is	 certain.	He	 costs	 and	benefits	 of	 current	 transport	patterns	 are	both	unfairly	
distributed	and	socially	divisive,	including	exposure	to	pollution	and	noise.cii	Poorer	people	suffer	far	
more	 from	cuts	 to	bus	 services	 and	 increased	 fares	on	 surviving	 routes	 than	do	 richer	 sections	of	
society.	The	latter	benefit	far	more	from	air	travel.	Transport-related	pollution	hurts	the	young,	the	
aged	 and	 the	 poorer	 more	 disproportionately.	 Older	 pedestrians	 are	 particularly	 at	 risk	 at	 road	
crossings.ciii	Since	the	Industrial	Revolution	it	is	the	housing	of	the	poor	that	has	been	most	likely	to	
be	demolished	 for	new	railway	 lines	and	 roads.	Transport	 subsidies	are	also	unfairly	distributed.civ	
The	disabled	have	routinely	got	a	 raw	deal.cv	Train	services	and	plane	 flights	are	 riddled	with	class	
distinction	and	snobbery,	with	the	ordinary	person	travelling	‘cattle	class’.	

	

	
	



	 16	

	

The	Costs	of	the	Car		
Car	manufacturing		

Prior	raw	material	mining,	power	generation,	water	supply	and	delivery	of	components	(often	‘just-
in-time’	delivery,	thereby	necessitating	more	roads)	

Battery	manufacture	and	disposal	

Car	fuel	
eg	oil	wells,	pipelines,	oil	tankers,	oil	terminals,	oil	spills,	fires,	provision	of	petrol	stations,	charging	
points,	petrol	/	diesel	pumps,	spillage	on	forecourts	

Road,	underpass,	flyover,	and	bridge	construction	and	maintenance	

Traffic	lights,	street	lighting	and	monitoring	systems	(speed	cameras	etc),	
plus	electricity	supply	and	equipment	maintenance	

Land	lost	to	roads,	car	parks,	driveways,	car	dealerships	and	filling	stations	

Death	and	injuries	from	accidents	

Death	and	illness	from	air	pollution	(exhaust	emissions	and	braking	systems,	and	tyres)	

Water	pollution	

Road	kill	of	wildlife	

Severing	of	wildlife	corridors	

Noise	

Mental	stress	from	driving,	especially	in	heavy	traffic	

Policing	(highway	patrols,	theft,	prosecutions,	court	time)	

Bureaucracy	(eg	driving	licences,	road	tax,	insurance)	

	
To	be	fair	some	are	needed	by	other	transport	modes	eg	buses	and	traffic	lights,	though	the	sheer	
size	of	the	car	fleet	magnifies	impacts.	Many	of	the	above	are	’externalities’,	costs	dumped	on	third	
parties:	other	people,	future	generations,	and	on	other	species.	They	usually	do	not	benefit	but	still	
pay	the	costs.	
	
How	many	would	be	reduced,	 let	alone	stopped	by	a	switch	to	self-driving	electric	cars?	Some	but	
others	might	increase	(eg	pollution	from	tyre	and	braking	due	to	battery	weight).	
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6.	 Mitigating	Circumstances?	
Implicit	 in	 the	 DTP	 is	 the	 notion	 that	 any	 adverse	 environmental	 effects	 will	 either	 be	 fixed	 by	
technological	 innovation	 and/or	 be	 offset	 by	 mitigation	 measures.	 It	 might	 be	 remembered	 that	
leaded	 petrol,	 catalytic	 converters	 and	 diesel	 fuels	 have	 in	 their	 time	 been	 proffered	 as	 fixes	 for	
particular	 problems.	 Some	 argue	 for	more	 traffic	 lights	while	 other	 advocate	 roundabouts	 as	 the	
way	 to	 fix	 congestion	 (sometimes	 alongside	 economic	 fixes	 as	 well,	 such	 as	 congestion	 charges).	
Self-driving	 electric	 cars	 are	 perhaps	 the	 fix	 ‘a	 la	 mode’.	 All	 have	 drawbacks	 and,	 as	 argued	
elsewhere	in	this	paper,	any	gains	will	inevitably	be	overwhelmed	by	more	growth	in	the	very	things	
they	are	trying	to	ameliorate.	

Mitigation	 can	 take	 several,	 from	 a	 particular	 piece	 of	 technology	 to	 schemes	 for	 offsite	
‘biodiversity	offsetting’.	It	accepts	that	there	will	be	losses	when,	say,	a	road	or	railway	line	is	driven	
through	sites	 that	are	home	 to	wildlife.	The	 ‘fix’	 is	 some	compensating	action,	perhaps	 some	 tree	
planting	or	the	enhancement	of	a	nature	reserve	elsewhere.		

Biodiversity	offsetting	might	seem	‘reasonable’.	It	is	something	of	a	licence	to	trash	surviving	
habitats.cvi	Generally,	the	cause	of	conservation	loses	something	it	had,	such	as	a	piece	of	woodland	
or	 rich	hedgerows,	 getting	 in	 replacement	 less	what	 it	 had	previously.	 The	 argument	 about	 easily	
created	replacement	habitats	is	somewhat	specious.	Many	habitats	and	their	associated	species	are	
the	 product	 of	 hundreds	 of	 years	 of	co-evolution.	 They	 are	 far	 from	 easily	 replaced.	 In	 terms	 of	
straight	swaps	of	'patches',	biodiversity	offsetting	ignores	the	role	of	corridors	which	transportation	
work	is	all	too	likely	to	cut	across.	

Part	 of	 the	 problem	 of	 wildlife	 conservation	 is,	 of	 course,	 not	 just	 the	 restricted	 size	 of	
protected	habitats	but	also	their	 fragmentation.	The	 loss	of	 linking	corridors	massively	adds	to	the	
problems	 of	 struggling	 wildlife.	 So	 too	 does	 the	 disappearance	 of	 foraging	 land	 around	 reserves.	
Wider	 and	wider	 roads	 and	 other	 infrastructure	 also	 increase	 the	 killing	 of	wildlife	 attempting	 to	
cross	such	areas.	

Local	 communities	would	have	no	 say	 in	where	 these	 ‘enhanced’	 sites	would	be	 situated,	
and,	in	many	cases,	might	be	unable	to	visit	them,	since	they	may	well	be	on	private	land	many	miles	
away.	The	tool	of	offsetting,	the	so-called	'Environment	Bank',	 is	privatised,	with,	again,	no	control	
by	the	local	community	over	its	decisions.	The	amount	of	'credits'	paid	into	it	could	well	be	derisory,	
falling	well	 below	 the	 true	 ecological	 and	 recreational	 value	 of	 the	 site	 under	 threat.	 The	 people	
most	likely	to	benefit	from	such	enhancement	payments	are	mostly	already	wealthy,	people	unlikely	
to	grant	public	access	to	the	to	the	sites	

	
Many	habitats	and	their	associated	species	are	the	product	

of	hundreds	of	years	of	co-evolution.	
	
Biodiversity	 offsetting	 also	 discounts	 the	 role	 of	 species-poor	 land	 in	 providing	 some	

foraging	 for	 species-rich	 areas	 ones	 that	 would	 suffer	 if	 the	 former	 were	 destroyed.	 It	 might	 be	
noted	that	many	once-common	species	are	now	becoming	comparatively	rare.	The	issue	is	not	just	
about	abstract	numbers.	Replacement	land	might	provide	new	flora	and	fauna	but	those	dependent	
on	the	land	to	be	used	for	new	transportation	infrastructure	on	will	probably	be	doomed.	

The	issue	of	access	also	tends	to	be	marginalised.	Local	people	may	lose	land	to	which	they	
used	 to	 walk	 in	 'exchange'	 for	 land	 that	 is	 distant	 and	 only	 accessible	 by	 polluting	 car	 journeys.	
Health	benefits	of	physical	exercice	'on	the	doorstep'	is	thereby	left	out	of	the	equation.	

The	 scheme	 is	 basically	 about	 facilitating	 physical	 growth	 by	 buying	 off	 possible	 local	
opposition.	 It	 is	 not	 a	 positive	 scheme	 for	 conservation	 in	 and	 of	 itself.	 As	 such,	 it	 is	 likely	 that	
payments	 to,	 say,	 the	 Environment	 Bank	 will	 be	 set	 at	 a	 low	 level	 (so	 as	 not	 to	 discourage	 the	
envisaged	 development)	 so	 any	 monies	 generated	 will	 not	 buy	 that	 much	 'compensation'.	
‘Biodiversity	offsetting'	is	just	another	variant	of	green	cosmetics.cvii	
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Arguably	 biodiversity	 offsetting	 is	 another	 instance	 of	 a	 technocratic	 managerialism,	
accompanied	 by	 some	 ‘eco-bean’	 counting	 and	 further	 commodification	 of	 non-human	
nature.cviii	Its	 parent	 carbon	 trading	 has	 scarcely	 been	 a	 success	 and	 there	 is	 no	 reason	 to	
assume	anything	would	be	much	different	there.	Consultation	with	local	communities	could	of	
course	be	improved	but	other	species	are	not	exactly	going	to	be	parties	to	any	deals.	They	are	
not	very	good	at	doing	interviews	and	filling	in	forms.	Even	with	the	best	will	in	the	world,	the	
process	is	likely	to	deliver	a	highly	lop-sided	and	very	incomplete	view	of	‘nature-in-the-round’,	
privileging	what	can	be	counted	and	ignoring	what	cannot.	

There	 may	 be	 odd	 exceptions	 where	 properly	 planned	 monitored	 offsets	 might	 offer	
something.	Yet	even	if	a	sound	case	could	be	made,	the	‘offset’	site’	would	itself	be	eventually	be	at	
risk	if	there	is	on-going	physical	growth,	with	more	transport	infrastructure	spreading	outwards	and	
new	build	in	its	wake.	
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7.	 Port	microcosm	
The	 issue	 of	 road	 and	 rail	 transport	 connections	 to	 coastal	 ports	 illustrates	 the	 need	 to	
reconceptualise	 all	 transport-related	 issues.	 At	 first	 sight,	 the	 policy	 might	 seem	 self-evident	
common	 sense,	 especially	 better	 train	 links.	 Yet,	 on	 closer	 inspection,	 the	 same	 elements	 of	
unsustainability	found	in	other	modes	of	transport	arise	in	shipping.	In	reality,	excessive	traffic	is	not	
confined	to	road,	rails	and	airports.	We	are	facing	‘peak	shipping’	too.	

Shipping	is,	of	course,	the	handmaiden	of	global	trade	and	it	too	has	massive	ecological	costs	
from	 greenhouse	 gas	 emissions,cix	oil	 spills,	 oceanic	 noise	 pollution,	 pollution	 from	 ship	 paint,	
wastewater	discharges,	collisions	with	marine	mammals,	deliberate	and	accidental	dumping	of	on-
board	garbage,	and	coastline	destruction	by	dredging,	ship	canal	and	harbour	construction.	

Ships	also	transport,	unintentionally,	forms	of	 life	other	than	crew	and	passengers,	namely	
the	 species	 that	 become	 invasive	 in	 distant	 parts.	 Ship	 scrapping	 is	 also	 heavily	 polluting.	 Solar-
powered	ships	are	a	long	way	off	in	any	significant	number	and	in	any	case	only	cut	some	of	those	
impacts.cx	Reduction	 of	 such	 impacts	 basically	 means	 reduction	 in	 the	 volume	 of	 shipping	 and	
therefore	ship	construction.	

Furthermore,	economic	‘localisation’	would	further	reduce	the	need	for	ships	of	any	kind	as	
would	urgently	needed	 limits	on	 sea	 cruise	holidays,	 again	another	 activity	whose	 costs	 are	often	
overlooked.cxi	TfN	 largely	 ignores	 related	 issues	 such	 as	 ‘food	miles’cxii	and	 the	 encouragement	 of	
vulnerable	monocultures	by	large-scale	trade,	its	thinking	still	stuck	in	the	mantra	of	‘trade	is	good,	
the	more	of	it	the	better’.	

Of	course	there	will	always	be	a	need	for	some	international	trade	by	sea	as	well	as	ferries	
to	locations	such	as	the	Scottish	islands.	Norway	seems	to	be	showing	a	way	forward	in	the	case	of	
shorter	 journeys	by	sea	and	perhaps	there	are	possible	developments	 in	 large	cargo	and	other	big	
vessels	that	might	reduce	some	of	the	above	problems.cxiii	

It	is	clear,	then	that,	contrary	to	what	might	be	readily	assumed,	there	is	a	good	case	for	not	
blindly	accepting	that	there	must	be	better	and	faster	transport	links	to	shipping	routes.	Large-scale,	
long	distance	transportation,	whatever	the	means,	is	ceasing	to	be	a	sustainable	option.	Indeed,	the	
era	 of	 globalisation	may	 be	 coming	 to	 an	 end	 contrary	 to	what	many	 believe.cxiv	Future	 transport	
investment	must	be	planned	accordingly,	focussing	on	local	improvements,	not	lengthy	corridors	of	
large	infrastructure.,	be	they	to	and	from	ports	or	anywhere	else.	
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Tearing	up	the	world	

	
https://www.nature.com/articles/s41893-018-0059-3		

	
https://ec.europa.eu/transport/themes/infrastructure/about-ten-t_en		
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http://www.peaktraffic.org/corridors.html	
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8.	 Corridors	of	power?	
A	common	thread	of	DTP	strategy	is	the	creation	or	expansion	of	transport	corridors.	All	are	about	
delivering	not	 just	 “sustainable”	but	also	 “transformational”	economic	growth.	 It	 is	not	 just	about	
roads	and	railways	lines	but	a	veritable	tidal	wave	of	‘development’.	There	is,	of	course,	nothing	new	
about	the	twinning	of	transport	corridors	and	economic	goals.	At	first,	as	in	the	case	of	the	famous	
‘Silk	Road’	in	Asia,	it	was	accidental	whereas	in	recent	times	it	has	been	a	planned	strategy.	Indeed	
the	biggest	one	of	all	 is	back	along	that	very	route,	the	‘Belt	and	Road	Plan’,	driven	by	the	Chinese	
government.cxv	

Historically,	 transport	 corridors	 have	 been	 intimately	 connected	 to	 imperialism,	 as	 in	 the	
railway-port	links	created	by	the	British	and	others	in	Africa,	Latin	America	and	southern	Asia.	Thus,	
Cecil	Rhodes	dreamed	of	a	Cape	to	Cairo	railway	but	not	for	the	good	of	 local	peoples.	Today	new	
notions	 of	 development	 have	 supplanted	 naked	 exploitation	 but	 they	 are	 not	 any	 the	 more	
sustainable.	

In	 the	20th	 century,	 the	 transport-growth	 link	was	embodied	 in	 the	US	 Interstate	Highway	
system,	 launched	 in	 the	 1950s	 by	 the	 federal	 government	 and,	 in	 the	 land	 of	 ‘free	 enterprise’,	
massive	 injections	 of	 public	monies.	 Today,	 all	 around	 the	world,	 there	 is	 a	 colossal	 drive	 to	 vast	
transport	 corridor	 schemes	and,	 sometimes,	whole	new	cities.cxvi	Thus,	globally,	 at	 least	25	million	
kilometres	of	new	roads	are	anticipated	by	2050;	a	60%	 increase	 in	 the	 total	 length	of	 roads	over	
that	 in	2010.	 The	 land	 take	will	 be	enormous	as	will	 be	 the	 impact	on	wildlife	habitat	 and	 linking	
corridors.cxvii Overall,	 the	perceived	 links	of	 such	strategies	 is	 summed	up	 in	 the	name	of	Canada’s	
‘Trade	and	Transportation’	Corridors	 Initiative,	announced	 in	2016.	One	here	 in	 the	UK,	under	 the	
auspices	of	the	West	Midlands	Combined	Authority,	is	simply	called	“Movement	for	Growth”. 

Most	 transport	 corridors	 are,	 of	 course,	 more	 modest,	 consisting	 of,	 say,	 a	 major	 road	
development	 and	 then,	 most	 likely,	 consequent	 development	 along	 its	 length	 and	 around	 key	
junctions.	 In	 North	 America,	 for	 example,	 one	will	 encounter	 a	 ‘business	 strip’	 located	well	 away	
from	any	settlement.	Then	there	 is	 the	mix	of	chain	shops	 (Marks	and	Spencer	etc),	burger	 joints,	
petrol	 station,	 and	 perhaps	 a	 hotel	 that	 now	 speckle	 Britain’s	 motorways.	 Often	 one	 sees	 half	
finished	‘business	parks’	and	‘enterprise	hubs’cxviii	

Sometimes	such	mini-corridors	can	trigger	quite	big	knock-on	building.	Thus	the	widening	of	
the	A1	around	Newcastle	and	Gateshead	led,	fist	to	the	construction	of	the	giant	Metro	Centre	mall,	
one	 effect	 of	 which	 was	 to	 decimate	 old	 shopping	 centres	 as	 well	 as	 generate	 huge	 vehicle	
movements	in	its	own	right.	It	has	9250	parking	spaces	across	four	car	parks.	

In	turn,	the	A1	and	new	roundabouts	thereon	also	played	its	part	in	the	creation	of	a	giant	
blotch	of	car-based	dormitory	housing	that	is	Newcastle	Great	Park,	neither	great	nor	a	park.	On	the	
other	side	of	the	A1	in	that	locality,	off	Rotary	Way,	there	is	now	a	McDonald’s,	a	Co-op	Food	store,	
a	Travelodge,	and	the	Falcon’s	Nest	(“rustic	countryside	pub”	but	near	no	countryside).	All	can	only	
be	accessed,	realistically,	by	car.	Furthermore	west,	another	mini-corridor	south	and	south	west	of	
Newcastle	airport	is	opening	up	the	land	to	developments	such	as	an	“international	business	park”	
and	new	housing	in	the	Callerton	area.	

Sometimes	these	projects	are	badged	as	“gateways”,	“access”	or	“improvements”	corridors.	
Thus	in	Newcastle,	there	has	been	the	scheme	to	create	a	“northern	access	corridor”,	including	new	
roundabouts	 and	 road	widening.	 Some	elements	 such	 as	 better	 cycling	 provision	 and	 bus	 priority	
initiatives	 are	 sensible.	 Yet	 as	 a	 whole	 they	 are	 flawed,	 not	 least	 better	 flowing	 traffic	 tends	 to	
attract	more	traffic.	Congestion	and	pollution	return.	In	the	case	of	the	Blue	House	roundabout,	the	
original	scheme	would	have	led	to	the	destruction	of	a	big	chunk	of	the	famous	Town	Moor.cxix	Such	
schemes	also	remain	subject	to	bottleneck	‘pinch	points	that	could	only	be	removed	with	wholesale	
destruction	of	good	housing	and	further	loss	of	surviving	green	spaces.	

So,	the	issue	is	not	just	the	direct	impacts	of	road,	other	large-scale	infrastructural	projects.	
It	is	also	the	land	take	and	other	costs	of	consequent	developments,	part	of	which	is	the	gutting	of	
longer	established	town	centres,	a	fundamental	waste	of	resources.		
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9.	 Shiny	New	World	
The	DTP	is	not	all	about	hard	hats,	high-visibility	jackets,	towering	cranes	and	swarms	of	diggers	and	
bulldozers	 rolling	out	 the	new	 roads,	 lorry	parks,	 railway	 tracks,	docks	and	 runways.	For	example,	
TfN’s	specific	plans	for	transportation	infrastructure	interact	with	a	futuristic	vision	of	a	brand	new	
industrial	 revolution	 that,	 it	 is	 claimed,	will	 transform	 the	North,	 not	 just	manufacturing	 but	 also	
education,	shopping,	service	delivery,	entertainment,	social	 interaction…	a	technological	makeover	
of,	it	seems,	just	about	everything.		
	

(Collage	from	TfN	website)	
	

This	 world	 is	 full	 of	 digital	 ‘start-ups’,	 innovation	 ‘hubs’,	 ‘hives’,	 ‘incubators’,	 ‘creative	
spaces’,	 science	 labs,	 business	 schools,	 and	 ‘sunrise’	 industries,cxx	their	 denizens	 living	 in	 lofty	
apartments	 sited	 in	 gentrified	 neighbourhoods.	 ‘Culture-led	 regeneration’	 will	 march	 arm	 in	 arm	
with	this	‘internet	of	things’.	Indeed	here	is	a	veritable	‘renaissance,’	with	flagship	art	galleries	and	
museums,	 grand	 public	 sculptures	 and	 what	 are	 claimed	 to	 be	 ‘world	 class’	 sporting	 events	 and	
festivals	alongside	the	shiny	new	‘science	cities’cxxi.	

This	 hype	 about	 digital	 connectivity	 are	 somewhat	 exaggerated	 and	 ignore	 the	 ecological	
costs	of	electronic	interaction.cxxii	Though	specific	elements	such	as	good	Wi-Fi	are	widely	regarded	
as	 a	 plus,	 the	 so-called	 ‘digital	 economy’	 is	 not	 an	 unmitigated	 blessing	 overall.	 Genuine	 social	
interaction,	 for	 instance,	 still	 depends	 on	 face-to-face	 communications,	 central	 to	 which	 is,	 of	
course,	 a	 safe	 and	 attractive	 environment	 for	 walking	 and	 cycling,	 not	 high-speed	 computer	
networks.	 More	 generally,	 this	 ‘new	 economy’	 might	 have	 some	 advantages	 over	 the	 old	
‘smokestack’	variety	but	it	is	far	from	free	from	unsustainable	impacts.cxxiii		
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There	is,	of	course,	a	queue	of	people,	some	with	vested	interests	in	the	related	policies	for	
computerisation,	 who	 talk	 up	 a	 new	 ‘e-economy’.	 Thus	 Microsoft’s	 Bill	 Gates	 has	 predicted	
“business	at	 the	speed	of	 light”.	 In	his	books,	 ‘innovation’	 thinker	Charles	Leadbeater	has	extolled	
“We	 Think:	Mass	 Innovation	 not	Mass	 Production”	 and	 a	 virtually	 “weightless”	 knowledge-driven	
economy	“living	on	thin	air”.	Routinely	these	days,	there	is	rhetoric	about	‘connected	communities’	
and	 ‘networked	 neighbourhoods’,	 with,	 of	 course,	 lots	 of	 teleworking,	 instead	 of	 boring	 old	
commuting.	

Sadly,	there	are	no	 free	 lunches	 the	digital	economy,	 like	so	many	“technological	rabbits”	
pulled	 out	 of	 the	 scientist’s	 hat,	 have	 “large	 appetites”	 and	 leave	 “noxious	 droppings”,	 as	 Paul	
Ehrlich	and	John	Holdren	once	put	it.	Already,	related	technologies	have	massive	and	unsustainable	
environmental	 impacts.	 Like	 any	 technology,	 computers	 use	 energy	 and	 raw	materials	 as	 well	 as	
emit	 pollution	 in	 their	 manufacture	 and	 operation,	 before	 their	 final	 disposal.	 Pollution	 around	
manufacturing	 plants,	 including	 the	 original	 Silicon	 Valley,	 is	 particularly	 serious.cxxiv	In	 countries	
where	trade	unionism	is	weaker,	pollution	and	working	conditions	in	the	new	electronic	component	
plants	are	often	appalling.	

The	 technologies	 underpinning	 the	 ‘digital	 economy’	 are	 dependent	 on	 a	 cocktail	 of	 toxic	
metals,	 chemical	 solvents	and	other	hazardous	substances,	with	new	ones	being	 introduced	every	
year,	 often	with	minimal	 testing.	 Health	 risks	 do	 not	 stop	 at	 the	 factory	 gate.	 Computers	 further	
expose	 users	 to	 a	 whole	 series	 of	 risks	 from	 eyestrain	 to	 the	 side	 effects	 on	 exposure	 to	 low-
frequency	 electromagnetic	 waves,	 whose	 seriousness	 may	 turn	 out	 to	 be	 far	 greater	 than	 yet	
suspected.	 Some	of	 these	problems	can	be	overcome,	 for	example	by	new	screens,	but	often	 the	
solutions	push	up	costs.	

The	 social	 costs	are	 likely	 to	be	 the	opposite	of	 the	 ‘all	 gain’	picture	painted	by	 strategies	
such	as	TfN.	Many	groups	will	lose	out	and	be	relegated	to	the	margins	of	this	brave	new	world.	Far	
from	there	being	a	 flood	of	new	jobs,	 the	technologies	about	which	TFN	waxes	 lyrical	are	 likely	to	
shred	 employment	 opportunities	 for	 huge	 numbers	 of	 people. cxxv 	Only	 a	 comparatively	 highly	
qualified	few	are	likely	to	benefit	over	the	long	run.	

Associated	 gentrification	 adds	 to	 the	 social	 dislocation.	 It	 is	 likely	 to	 cleanse	 once	 mixed	
communities	as	has	happened	in	cities	such	as	San	Francisco.cxxvi	More	generally	it	will	be	a	society	
dominated	 by	 precarity	 and	 transience,	 dissolving	 vital	 community	 bonds.cxxvii	Just	 as	 with	 the	
economy	 as	 a	 whole,	 transport	 should	 serve	 society,	 rather	 than	 society	 be	 mangled	 to	 serve	 a	
regime	 of	 hypermobility,	 just-in-time	 delivery,	 an	 economy	 based	 on	 ‘creative	 destruction’	 and	 a	
social	geography	of	‘nowhere’.	
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	Way	Ahead?	

Pictured	 above	 is	 an	 example	 of	 the	 unsustainable	 thinking	 that	 perceives	 things	 in	 terms	 of	 an	
accelerated	business-as-usual.	The	image	is	taken	from	the	‘Newcastle	City	Future	2065’	study.	Note	
the	new	city	centre	airport.	Newcastle	 is	envisaged,	 in	 the	 ‘optimistic’	 scenario,	as	a	 reborn	“test-
bed	city”,	include	much	the	same	ingredients	as	TfN:	high	speed	rail	lines	from	Liverpool	through	the	
NE	to	Edinburgh,	Newcastle	Airport	becoming	a	“pivotal	gateway”,	with	more	visiting	cruise	ships,	
“new	air	services”,	widespread	use	of	autonomous	electric	vehicles…	

Below	left	 is	the	National	Geographic’s	view	of	a	‘sustainable’	future”.	There	is	not	a	blade	
of	grass	or	a	bird	in	the	sky!	It	is	not	that	different	to	the	world	to	which	the	logic	of	the	DTP	would	
lead.	 Indeed	parts	 of	 London,	Manchester	 and	other	 cities	 are	 already	beginning	 to	 resemble	 the	
pictures,	though	(at	present!)	with	shorter	versions	of	those	pointed	towers.	Of	course,	a	few	micro-
parks	might	be	thrown	in	to	give	a	touch	of	greenery	and	perhaps	even	a	pocket	size	nature	reserve.	

	

	
Above	is	the	future	according	to	the	60s	TV	

cartoon	series	‘The	Jetsons’.	Non-human	species	
were	again	conspicuous	for	their	absence,	apart	

from	pets.	See	also:	
http://www.latimes.com/business/la-fi-drone-

delivery-san-diego-20180510-story.html		
Mass	delivery	by	drones	is	a	new	fantasy	
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10.	“Transformed”?	
As	 noted,	 strategies	 such	 as	 TfN	 make	 much	 of	 desirability	 of	 what	 they	 often	 call	 a	
“transformational	economy”,	a	dynamic	and	ever	changing	beast.	It	might	be	argued,	of	course,	that	
it	was	always	thus.	This	is	not	the	way	of	the	world	in	reality.	In	ecosystems,	youthful	growth	gives	
way	to	maturity	with	overall	stability	and	a	dampening	down	of	change.	It	seems	sensible	to	imitate	
what	 is	 the	 biggest	 and	 longest	 lasting	 example	 we	 have	 of	 durability	 and	 resilience:	 the	 rest	 of	
nature.	 In	 fact,	 radical	 change	 is	 the	 exception,	 not	 the	 rule,	 in	 human	 history	 too.	 Often,	
generations	have	passed	by	without	much	in	the	way	of	radical	transformations.cxxviii	

Sometimes,	of	course,	new	modes	of	transportation	in	particular	made	big	differences,	not	
least	 wheeled	 vehicles,	 ocean-going	 sailing	 ships	 and	 the	 construction	 of	 canals.	 Indeed,	 the	
introduction	 of	 the	 horse	 amongst	 the	 primal	 peoples	 of	 the	 American	 prairies	 was	 truly	
transformational.	 Yet	 it	 was	 the	 Industrial	 Revolution	 that	 radically	 broke	 from	 past	 patterns	 of	
human	society	and	did	so	quickly.cxxix	Populations	and	cities	both	expanded	rapidly	as	did	the	scale	
and	variety	of	consumption.	Many	of	the	changes	(and	associated	growth	in	the	human	‘footprint’)	
sped	up	from	1950	onwards.cxxx	

With	 the	 Industrial	 Revolution	 came	 tarmac	 roads,	 steamboats,	 railways,	 cars,	 aeroplanes	
and	spacecraft.	Tube	lines	and	the	private	motor	car	particularly	transformed	land	use,	pushing	out	
vast	suburban	tentacles	 from	cities	and	towns,	 later	giving	 rise	to	 ‘edge	cities’	as	well	as	 ‘business	
strips’	 and	 out	 of	 town	 shopping	 malls.cxxxi	Long	 Island’s	 Levittown	 pointed	 the	 way	 followed	 by	
towns	and	cities	around	the	world.cxxxii	

Technology	in	general	was	changing	at	a	rate	and	scale	never	seen	before.	It	has	led	many	to	
talk	of	a	first,	second,	third	and	now	a	fourth	industrial	revolution	as	if	there	is	some	linear	process	
at	work,	destined	to	continue	ad	infinitum.	It	is	often,	of	course,	equated	with	‘progress’,	though	its	
conventional	form	is	not	the	same	thing	as	building	sustainability	and	resilience.cxxxiii	

Not	a	 few	also	 think	 that	 the	 successive	 revolutions	have	created	a	whole	new	world,	 the	
‘Age	of	the	Anthropocene’.	Indeed	some	see	it	a	good	thing	since	it	demonstrates	human	capacity	
to	control.cxxxiv	Correspondingly,	they	perceive	any	current	problems	are	mere	hiccups,	easily	cured	
by	the	further	appliance	of	science	and	technology,	what	Alvin	Weinberg	called	the	technofix’.cxxxv	

The	key	point,	however,	is	that	these	successive	industrial	revolutions	and	related	transport	
developments	 were	 fundamentally	 a	 single	 ‘one	 off’,	 not	 a	 case	 of	 ever	 onwards	 and	 upwards.	
‘Industrialism’	was	made	possible	by	circumstances	that	cannot	continue	and	which	show	no	sign	of	
repetition,	a	windfall	created	by	abundant,	cheap	and	readily	available	fossil	 fuels.	Not	only	 is	that	
one-off	endowment	fast	depleting	(and	cannot	but	do	so)cxxxvi,	 its	very	 ‘spending’	 is	bringing	about	
potentially	calamitous	climate	change.cxxxvii	

There	is	little	likelihood	that	alternative	source	of	power	can	step	into	the	breach.	There	can	
be	 few	 technologies	 with	 so	 many	 arguments	 against	 it	 as	 nuclear	 power.	 Even	 if	 all	 were	 to	
magically	vanish,	 there	would	remain	the	rate	and	magnitude	problem.	Just	a	quick	 look	at	all	 the	
hold-ups	and	hiccups,	leaving	side	the	truly	enormous	financial	cost,	painfully	evident	at	the	planned	
Hinckley	Point	reactor,	underlines	how	implausible	is	a	sufficiently	speedy	and	large-scale	expansion	
of	this	blighted	energy	source.	Meanwhile	there	are	recurrent	announcements	of	breakthroughs	on	
the	nuclear	fusion	front	but	little	sign	that	commercial	deployment	is	likely	in	a	relevant	timeframe,	
regardless	of	other	objections	to	what	is	certainly	not	some	marvellous	energy	free	lunch.	

Renewable	 energy	 sources	 are	not	 going	 to	 fill	 the	 fossil	 fuel	 gap	either.	 To	be	 sure,	 they	
show	much	promise	but	not	on	the	scale	that	can	power	anything	remotely	resembling	‘business-as-
usual’.	 Inherent	 problems	 of	 big	 land	 take,	 low	 power	 density	 and	 variability	 are	 all	 too	 real	
limits.cxxxviii	Specific	sources	such	as	wind	turbines	can	bring	additional	problems	such	as	dangers	to	
raptors	 and	 bats	 while	 HEP	 has	 arguably	 done	 more	 damage	 to	 planetary	 systems	 than	 nuclear	
power.	Most	 biofuels	 are	 arguably	 the	worst	 option	 since	 in	 effect	 they	 are	 ‘feeding’	 vehicles	 by	
taking	food	out	of	people’s	mouths	as	well	as	creating	vast	monocultures.	Overall,	renewable	energy	
could	 power	 a	 more	 modest	 but	 nonetheless	 secure	 society	 whose	 population	 numbers	 and	
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consumption	 patterns	 stay	 well	 within	 ecological	 tolerances.	 But	 no	 energy	 source	 is	 going	 to	
underpin	 the	 transport	 and	 communication	 systems	 envisaged	 by	 TfN,	 let	 alone	 knock-on	
developments	they	would	encourage.	

The	 future,	 then	will	 be	no	extrapolation	but	one	 in	which,	 to	use	 the	 title	of	 Jeff	Rubin’s	
study,	“your	world	 is	about	 to	get	a	whole	 lot	smaller’.cxxxix	Plans	 for	giant	 transport	corridors	with	
large-scale	and	long-distance	movement	of	goods	and	people	are	actually	what	are	out	of	step	with	
likely	future	scenarios.	

Sadly,	that	does	not	seem	to	stop	fantasies	about,	among	other	things,	vast	new	cities	in	the	
polar	 regions	 and	 dreams	 on	 vast	 airport	 cities	 (‘aerotropolis’),	 as	 well	 as	 space	 colonies,	 not	 to	
forget	’geo-engineering.	It	might	be	noted	that	the	Age	of	the	Anthropocene	might	well	describe	the	
breadth	and	depth	of	the	human	impact.	cxl	It	has	changed	the	face	of	the	Earth,	many	of	the	impacts	
increasing	 from	 the	early	 1950s	onwards	 (the	 so-called	 ‘great	 acceleration’).	 But	 impacts	 are	 very	
different	from	a	capacity	to	successfully	manage.cxli	

In	 reality,	 society	 is	 fast	 coming	 to	 a	 great	 deceleration	 driven	 by	 fundamental	 ecological	
constraints	that,	as	argued	at	the	start	of	this	paper,	are	now	beginning	to	bite.	For	example,	those	
who	fantasise	about	a	“New	North”	(colonising	sub-arctic	regions	as	the	world	warms	up)	overlook	
the	 absence	 of	 deep,	 fertile	 soils	 in	 such	 regions	 and	 other	 such	 earthly	 realities.	 Similar	 is	 the	
fantasy	that	fracking	will	make	‘peak’	oil	and	gas	prices	disappear.cxlii	In	reality,	any	transport	system	
designed	around	low	energy	prices	will	not	be	durable.	

Furthermore,	climate	change	will	ratchet	up	demands	to	leave	remaining	fossil	fuel	reserves	
in	the	ground.	We	should	also	beware	hyperbole	about	the	potential	of	renewable	energy,	even	 if	
there	 are	 genuine	 grounds	 for	 some	 optimism.cxliii	In	 any	 case	 several	 factors,	 not	 just	 electricity	
supply	 and	 grid	 capacity	 will	 limit	 the	 mass	 deployment	 of	 autonomous	 electric	 vehicles. cxliv	
Sharpening	competition	for	land	for	more	vital	uses,	not	least	food	production,	will	curtail	the	sheer	
availability	of	space	for	big	land-guzzling	transport	infrastructure	projects.	

The	real	transformation	will,	then,	be	a	shift	not	just	in	transport	modes	but	also	a	general	
‘degrowth’	 in	 the	 volume	 and	 speed	 of	 the	 most	 movements.	 Apart	 from	 a	 switch	 to	 collective	
means	 of	 travel	 such	 as	 rapid	 transit,	 trams,	 buses	 and	 trains,	 good	 access	 to	 rich	 networks	
neighbourhood	facilities	in	regenerated	local	economics	must	be	the	goal	…	if	we	collectively	wish	to	
create	a	society	that	is	build	to	last,	time	rich,	human	scale	and	catering	for	the	real	needs	of	all.	

	

	
What	if	they	were	all	electric?	
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11.	What	Next?	
The	language	of	TfN	kind	is	typical	of	the	high	blown	rhetoric	common	in	the	DTP.	Sprayed	across	its	
papers	are	words	and	terms	such	as	“transformational	economic	growth”,	“smart	technology”,	“bold	
vision	 of	 economic	 transformation”,	 “pipeline	 of	 investment”,	 “unleashing	 development”,	 “multi-
modal	 connectivity	 improvements”,	 “free	 flowing	 movement	 of	 people’,	 “freight	 superhighway”,	
“international	 gateways”,	 and,	 of	 course,	 “stakeholder	 engagement”	 (one	 suspects	 that	 some	
stakeholders	are	more	equal	than	others!)	

Two	little	words	are	conspicuously	absent:	“what	next?”	Suppose	TfN	and	its	cousins	get	all	
the	 investment	money	and	planning	permission	 they	need.	Further	 suppose	 that	all	 the	 individual	
infrastructure	plans	they	promote	are	actually	constructed.	What	will	happen	then?	Will	the	whole	
growth	treadmill	be	started	up	all	over	again?	

In	 such	 a	 scenario,	 we	will	 have	more	 roads,	more	 buses,	more	 cycle	 lanes,	more	 trains,	
more	 train	 lines,	more	 airport	 runways,	more	 docks,	more	 lorry	 parks,	more	 telecommunications	
masts,	more…	Yet	the	amount	of	land	on	which	to	deploy	these	artefacts	does	not	increase.	A	reply	
might	be:	“then,	we’ll	call	a	halt”.cxlv	But	why	not	call	a	halt	now?	A	radical	change	of	direction	now	
would	come	at	a	time	when	there	 is	more	 left	 to	conserve,	problems	that	are	easier	to	solve,	and	
more	chance	overall	that	the	transition	to	a	sustainable	economy	will	be	successful.	

Current	 transport	 planning	 strategies	 ignores	 this	 great	 lesson:	 if	 you’re	 in	 a	 hole,	 stop	
digging.	 Since	 most	 of	 their	 advocates	 are	 not	 stupid	 and,	 one	 hopes,	 not	 in	 the	 pocket	 of	 the	
construction	industry,	other	influences	must	be	at	work.	Engineers	probably	feel	that	they	are	doing	
their	 job	by	rolling	out	more	engineering	projects.	After	all,	 it	 is	what	 they	have	always	done.	The	
extreme	case	is	that	of	the	geo-engineers	who	seem	to	have	some	sort	of	Messiah	complex.cxlvi	

Members	of	DTP	circles	are	hopefully	more	modest.	The	building	of	more	bridges,	roads	and	
tracks	 clearly	meshes	with	 the	 self-image	 of	many	 people	 in	 the	world	 of	 transport	 planning	 and	
construction.	To	some	extent,	there	may	also	be	an	element	of	male	machismo	in	the	world	of	big	
projects.	 It	 might	 be	 imagined	 that	 there	 is	 as	 well	 an	 assumption,	 possibly	 subconscious,	 that	
something	 will	 ‘turn	 up’	 to	 sort	 out	 any	 problems	 en	 route,	 eg	 some	 miraculous	 technological	
breakthrough.	 In	 reality,	 we	 have	 to	 work	 with	 what	 we’ve	 got,	 not	 assume	 that	 science	 and	
technology	will	ride	to	the	rescue.cxlvii	

To	be	fair,	few	people	like	to	be	told	that	their	work	is	not	in	the	social	interest	and	will	filter	
out	 messages	 to	 that	 effect.	 So	 the	 show	 keeps	 rolling	 along,	 regardless	 of	 all	 evidence	 and	
argument	 that	 it	 needs	 a	 new	 act.	 The	 alternatives	 suggested	 below	 actually	 would	 need	 lots	 of	
planning	 and	 utilise	 many	 of	 the	 skills	 now	 being	 devoted	 to	 big	 infrastructure	 schemes.	 The	
question	for	those	working	in	strategic	transport	planning	boils	down	to	one	of	social	responsibility	
but	 individuals	 themselves	 could	 readily	 be	 redeployed.	 Indeed,	 as	 with	 renewable	 energy	 and	
conservation,	there	is	every	reason	to	think	that	more	jobs	will	be	created	per	pound	spent.	
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12.	Powerhouses?	
In	 recent	 years	 another	 thread	has	been	added	 to	 the	DTP,	 that	of	 regional	powerhouses.	Clearly	
some	of	the	thinking	behind	this,	most	obvious	in	the	case	of	the	so-called	Northern	Powerhouse,	is	
to	counter	what	is	widely	and	rightly	perceived	as	a	national	imbalance	towards	London,	the	‘Home	
Counties’	 and	M4	 corridor.	 But	 there	 is	 no	merit	 in	 trying	 to	 create	 a	 series	 of	 new	 ‘Londons’	 up	
north.	 London	 itself	 is	 already	massively	 unsustainable.	 A	 study	 from	back	 2002	 found	 that,	 even	
then,	 the	ecological	 footprint	of	Londoners	was	49	million	global	hectares,	42	times	 its	biocapacity	
and	293	times	 its	geographical	area.	This	 is	 twice	the	size	of	 the	UK,	and	roughly	 the	same	size	as	
Spain.cxlviii		

Perhaps	 with	 a	 little	 less	 hubris	 we	 might	 learn	 from	 the	 history	 of	 boom-and-bust	
economies.	One	obvious	example	is	that	of	the	mining	boomtowns	that	exploded	quite	spectacularly	
(and	 damagingly)	 then	 contracted,	 leaving	 ghost	 towns	 as	 well	 as	 widespread	 environmental	
degradation	 and	 pollution	 in	 the	 wake.	 Forestry	 mill	 towns	 often	 led	 to	 bigger	 and	 even	 more	
damaging	 clear-cutting	 practices.	 But	 many	 went	 the	 way	 of	 their	 mining	 equivalents.	 A	
contemporary	 powerhouse	 is	 Alberta’s	 Fort	 McMurray	 feeding	 off	 the	 Athabascan	 oil	 tar	 sands,	
arguably	the	most	dangerous	single	project	on	the	planet.cxlix	

By	contrast,	some	would-be	‘powerhouses’,	notably	Brasilia,	simply	splutter	 into	some	sort	
of	 half-life.cl	Others	 just	 become	 instant	 ghost	 towns.cli	Clearly	we	 should	 take	notions	of	 ‘regional	
development’	with	a	pinch	of	salt,	trying	to	distinguish	far	more	carefully	what	is	actually	beneficial	
for	 everyone	 as	 well	 as	 ecological	 sustainable	 from	 what	 is	 just	 variations	 on	 the	 theme	 of	
unsustainability.		

The	regions	envisaged	as	powerhouses	often	possess	 little	meaning.	 In	the	case	of	TfN,	for	
example,	its	so-called		‘North’	is	actually	a	very	heterogeneous	area	of	no	inherent	unity	or	character	
other	than	being	‘non-South’.	We	need	to	think	and	plan	in	terms	of	much	smaller	units,	with	what	
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people	feel	 is	 their	 locality	at	the	centre	of	a	vision	of	much	more	 localised	economies.clii	Arguably	
even	the	North	East,	which	does	stand	out	as	more	coherent	than	most	other	regions,	 is	too	big	a	
meaningful	unit,	given	the	distance	from,	say,	Bellingham	to	Billingham,	let	alone	the	huge	contrasts	
between	rural	north	Northumberland	and	‘Hexhamshire’	on	the	one	hand	and,	on	the	other,	highly	
urbanised	areas,	each	with	quite	discrete	character,	problems	and	opportunities.	

There	 is	 indeed	a	case	 for	 regional	spatial	planning.	Clearly	 there	are	benefits	 from	paying	
attention	to	what	 is	happening	‘next	door’	and,	where	there	is	scope,	from	positive	joint	planning,	
synchronise	specific	policies.	It	would	be	a	bit	daft	to	have	a	system	of	regional	railways,	all	of	which	
ignore	their	neighbours’	routes	and	schedules.	Some	things	 ‘demand’	a	degree	of	unitary	planning	
and	managements.	More	 fundamentally	 common	 track	 gauges	 permit	 inter-operability.	 The	 Tyne	
and	Wear	Metro	system	shows	 it	 is	possible	for	different	authorities	to	plan	together.	For	all	 that,	
transport	planning	and	economic	strategy	should	start	from	the	ground	up,	ie	specific	localities,	not	
impose	from	above	‘development	corridors’.cliii	

Perhaps,	in	a	highly	urbanised	country	such	as	England,	we	ought	to	be	thinking	about	a	set	
of	regions	with	a	major	city	or,	in	rural	areas,	a	significant	market	town	at	its	core.	The	proposal	from	
Loughborough	University	below	gives	a	good	flavour.	Of	course,	there	are	some	obvious	objections.	
Thus,	Newcastle	and	Sunderland	might	not	be	 the	best	of	bedfellows	while	 rural	Northumberland	
might	 be	 best	 treated	 as	 a	 separate	 entity.	 The	 outlined	 London	 region	 seems	 so	 large	 as	 to	
perpetuate	current	inequities.	

But	it	offers	a	better	framework	than	TfN’s	rather	amorphous	‘North’.	In	terms	of	transport	
planning,	it	directs	attention	to	more	modest	but	better	projects	than	giant	transport	corridors	(eg	
revitalisation	of	Newcastle-Ashington	railway	line,	improvement	of	the	Tyne	and	Wear	Metro	system	
and,	 perhaps,	 new	 tram	 routes).	 But	 no	 framework	 has	 lasting	 meaning	 without	 a	 managed	
downsizing	to	a	steady-state	economy	operating	well	within	regional	carrying	capacities.cliv	

	
http://www.lboro.ac.uk/gawc/rb/rb367.html	
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13.	Wrong	Road	
Of	course	there	have	been	some	improvements	in	how	transport	is	now	viewed.	Generally,	we	have	
left	the	days	of	Robert	Moser	(see	above)	and	the	mantra	of	big	road	schemes,	regardless	of	cost.	
There	are	some	good	ideas	 in	TfN	for	example,	not	 least	regarding	rail	 infrastructure	(excluding	 its	
enthusiasm	for	high-speed	train	developments).	However,	overall,	mainstream	transport	planning	is	
mired	in	‘growthism’,	in	a	paradigm	of	‘moreness’,	at	a	time	when	there	is	now	a	desperate	need	to	
plan	for	what	might	be	called	 ‘enoughness’.	Problems	are	perceived	 largely	as	shortages	of	supply	
(eg	of	road	capacity,	parking	spaces,	fast	trains,	and	airport	flights)	rather	than	‘longages’	of	demand	
(which	 would	 lead	 to	 the	 fundamental	 question	 of	 why	 there	 is	 so	 much	 need	 to	 travel	 long	
distances	and	at	such	speed).	

As	noted	above,	 there	 is	 still	 the	strong	tendency	 to	stick	 to	 ‘predict	and	provide’	models.	
Future	 demand	 is	 (generously)	 extrapolated	 forward	 from	 past	 growth	 and	 the	 task	 is	 simply	
deemed	to	be	one	of	catering	for	that	future	demand.	It	is	still	assumed	that	prices	can	reasonably	
be	 attached	 to	 perceived	desiderata	 and	 some	 sort	 of	 overall	 benefit	 over	 clearly	 identified	 costs	
derived.	UK	Commission	on	Travel	Demand	has	rightly	challenged	such	approaches.clv	The	‘shift’	part	
of	 the	 equation	 for	 combating	 greenhouse	 gas	 emissions	 and	 other	 pollution	 from	 transport	
demands	of	 an	 exit	 from	 the	 era	 of	 road	building.	 It	 still	 seems	 the	 case	 that,	 perhaps	 at	 a	more	
subconscious	level,	the	individual	motorist	is	still	perceived	to	be	more	important	than,	say,	another	
individual	riding	a	bike,	seating	on	a	bus	or	on	foot	and,	say,	waiting	to	cross	a	road.	

To	be	sure,	strategies	such	as	TfN	do	advocate	various	public	transport	options.	It	also	seems	
to	 want	 a	 better	 deal	 for	 cyclists.	 Indeed	 the	 common	 goal	 is	 to	 maximise	 almost	 all	 variables,	
though	 the	 physical	 space	 for	 them	 remains	 obstinately	 the	 same.	 But	 preserving	 cars	 in	 any	 big	
number	(be	they	hybrid,	biofuel	or	electric)	maintains	a	high	level	of	land	take	(driving	and	parking).	
It	thereby	tends	to	lower	population	densities.	

Here	is	a	fundamental	contradiction	between	the	DTP	and	sustainable	spatial	planning.	It	is	
precisely	 high	 density	 that	 makes	 mass	 transit	 systems	 viable.	 The	 great	 car	 economy	 and	 the	
alternative	of	mass	transit,	cycling	and	walking	are	incompatible.	Indeed	the	‘e-economy’	especially	
in	its	retail	form	(on-line	shopping),	is	highly	dependent	on	pushing	far	more	vans	onto	the	road	for	
deliveries	as	well	as	taking	land	for	giant	new	distribution	centres.	

	Demand	for	road	travel,	both	for	passengers	and	goods,	must	be	reduced	in	order	to	shift	
more	journeys	to	more	sustainable	modes.	Only	serious	investment	in	(comparatively	conventional)	
rail,	 both	 for	 commuting	 and	 for	 connections	 to	 ports	 and	 manufacturing	 sites,	 will	 support	 the	
necessary	 shift	 away	 from	 road	 transport.	 Other	 demand	management	 approaches,	 such	 as	 road	
user	charging,	could	further	reduce	that	demand	whilst	raising	capital	for	investment	in	alternative	
modes.	

The	 focus	on	reducing	 travel	 time	 (from	which	comparatively	 few	people	will,	 in	any	case,	
benefit)	between	places	further	erodes	the	ability	to	ensure	total	journeys	are	reduced.	Its	perhaps	
unintended	consequence	is	that	more	journeys	will	be	taken.	Furthermore,	faster	journeys	consume	
more	energy.	Removal	of	the	travel	time	barrier	also	risks	eroding	the	things	that	give	our	regional	
cities	their	identities	and	culture.	

There	 is	 also	 the	 risk	 that	 reducing	 travel	 time	 to	 larger	 cities	 such	 as	 Birmingham	 or	
Manchester	will	actually	have	negative	impacts	on	their	economies,	attracting	employment	away	to	
larger	 agglomerations	 and	 leaving	 cities	 such	 as	 Newcastle	 stuck	 in	 an	 unsustainable	 rut.	 Even	 in	
Salford’s	Media	City,	many	staff	working	there	apparently	still	keep	homes	back	in	London,	thereby	
helping	to	keep	housing	shortages	there	unresolved.	At	the	same	time,	long	distance	commuting	to	
and	 from	 big	 cities	 has	 pushed	 up	 house	 prices	 in	many	 towns	 and	 villages.clvi	Thus	 Harrogate	 in	
Yorkshire	is	now	attracting	London	workers	(it	is	a	three	hour	commute!)	Overall,	the	DTP	strategies	
tend	to	spread	problems,	rather	than	reduce	them.	

In	the	final	section,	we	briefly	look	at	an	alternative	road,	one	appropriate	to	the	sustainable	
common	good.	However	certain	obstacles	will	to	be	discussed	first.	
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14.	Asphalt	Nationsclvii	
Society	and	especially	urban	areas	have	been	progressively	‘motorised’.	The	USA	led	the	way.clviii	But	
it	 is	 vital	 to	 see	 the	 transformation	 in	 the	 round.	Transport	planners,	highway	engineers	and	 their	
fellow	professionals	 as	well	 as	 political	 decision-makers	 do	 not	 operate	 in	 a	 vacuum.	 The	 policies	
they	have	promoted	have	deep	traction	not	because	some	‘Mr	Big’	is	behind	them	but	because	large	
sections	of	the	general	public	either	positively	support	them	or	at	least	acquiesce,	possibly	thinking	
“you	can’t	stop	progress”.	There	is	a	veritable	‘car	culture’.	

In	 other	 words,	 the	 DTP	 is	 so	 powerful	 because	 it	 reflects	 as	 well	 as	 feeds	 popular	
perceptions	about	the	best	way	to	move	about.	This	 is	not	to	deny	there	are	no	‘Mr	Bigs’.	Clearly,	
the	oil	corporations,	the	automobile	industry,	car	dealers,	the	construction	sector,	and	so	forth	are	
extremely	powerful	lobbies.	Indeed	one	of	the	most	successful	thrives	on	miles	of	roadside	land:	the	
billboard	industry,	a	 lobby	that	has	managed	to	resist	most	attempts	to	curb	the	visual	pollution	it	
creates.clix	Byways	became	‘buyways’.	

The	media,	not	least	motoring	magazines	and	TV	programmes	such	as	‘Top	Gear’,	play	their	
own	malign	 part	 in	 lubricating	what	 is	 a	whole	 ‘car	 culture’	 and	 its	 associated	 biases.	 Advertising	
extols	car	ownership	and	a	cult	of	the	newest	model.	It	must	be	noted	that	many	sections	of	the	so-
called	 ‘labour	movement’	 especially	 trade	 union	 leaders,	 back	 big	 infrastructural	 projects,	 with	 a	
specific	accent	on	the	jobs	dimension.clx	

	
	

	
	

	
Yet	there	is	a	danger	in	exaggerating	the	owner	of	vested	interests,	especially	when	it	leads	to	any	
downplay	 of	 the	 cultural	 obstacles	 to	 a	 more	 sustainable	 transport	 strategy.	 Thus	 socialists	 are	
always	 on	 the	 lookout	 for	 capitalist	machinations	 to	 blame.	An	oft-quoted	 example	 is	 the	 alleged	
conspiracy	by	automobile	manufacturers	to	shut	down	the	then	widespread	tramcar	network	in	the	
USA	and	‘force’	people	to	buy	their	cars	(this	story	is	even	the	backdrop	to	an	entertainment	movie,	
‘Who	Killed	Roger	Rabbit?’).	
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Yet,	 quite	 independently,	 the	 tramcar	 companies	 were	 already	 in	 trouble	 and,	 more	
importantly,	 the	 public	 quickly	 took	 to	 the	 vehicles	 flowing	 off	 the	 production	 lines	 of	 General	
Motors,	Ford	and	co,	dooming	the	tramcars	(and	of	course	causing	more	dependence	on	the	private	
motor	cars,	fuelling	more	migration	to	the	suburbs	and	more	dependence	…).clxi	

So,	 the	 problem	 runs	 much	 deeper	 than	 corporate	 ‘vested	 interests’	 or	 ‘neo-liberalism’	
(which	 the	 great	 ‘modal	 shift’	 predates	 anyway).	Of	 course	 a	 distinction	might	 be	made	 between	
hard	 core	 ‘petrolheads’ clxii 	and	 the	 general	 public,	 the	 latter	 often	 using	 public	 transport	 but	
nonetheless	very	reluctant	to	entertain	significant	restrictions	on	mass	private	motoring	or	cheap	air	
flights,	let	alone	unrestricted	mobile	phone	usageclxiii	or	hyper	fast	computer	networks.	

Part	of	the	deeper	problem	is	the	‘tragedy	of	the	commons’	or	‘tyranny	of	micro-decisions’.	
Thus	a	bus	or	rail	route	may	be	killed	off	by	lack	of	custom.	Few	deliberately	or	wilfully	planned	that	
outcome.	Nonetheless,	it	 is	the	inevitable	consequence	of	lots	of	little	choices	to	drive	a	car	rather	
than	use	a	bus	or	train.	Even	fewer	want	highway	congestion	yet	it	too	inevitably	results	when	too	
many	make	the	same	choice	to	take	their	car	onto	the	open	road.	Indeed	there	have	been	reports	in	
the	press	of	 ‘bike	congestion’	 in	cities	 such	as	Copenhagen.clxiv	Locks	on	 rivers	 such	as	 the	Thames	
are	regularly	congested	on	summer	weekends	when	too	many	boats	sail	its	water.	

So	 there	 is	 a	 destructive	 dynamic	 in	 the	 cumulative	 consequence	 of	 innumerable	 micro-
decisions,	 each	 pretty	 harmful	 in	 itself	 but	 not	 so	 en	 masse. clxv 	No	 harmful	 intent	 or	 selfish	
profiteering	 is	 necessarily	 involved.	Motives	 can	be	 very	 varied:	 financial	 savings	 (especially	when	
direct,	immediate	and	obvious),	convenience,	comfort,	speed,	a	sense	of	control,	flexibility,	privacy,	
vanity,	 ‘keeping	 up	 with	 the	 Joneses’,	 laziness,	 ignorance,	 perceptions	 of	 risk	 (accurate	 or	
otherwise),	paranoia,	and	more,	including	virtues	such	as	compassion.	But	the	consequences	are	still	
the	same	in	toto.	

This	 harmful	 dynamic	 is	 most	 dangerous	 when	 there	 is	 open	 access	 to	 finite	 systems.clxvi	
Even	 computer	 systems	 can	 crash	when	 there	 are	 too	many	users.	 It	 is,	 of	 course,	 often	hard	 for	
individuals	to	see	collective	outcomes,	especially	when	there	is	a	time	delay	and/or	the	backlash	hits	
other	people.	Rationing	by	the	price	mechanism	to	resolve	such	pressures	obviously	 favours	those	
with	the	deepest	pockets,	aggravating	the	many	unfair	features	of	our	grossly	divided	society,	where	
the	 ‘benefits’	of	new	airport	runways,	high	speed	trains,	special	 toll	motorways	and	so	forth	often	
only	benefit	the	already	privileged	few.	clxvii	

Of	course,	 if	 individuals	desist	 from	cumulatively	harmful	actions	 (eg	getting	a	 train	 rather	
than	driving	the	car)	but	most	others	continue	driving,	there	is	no	societal	gain.	‘Virtuous’	individuals	
may	well	suffer	from,	say,	higher	financial	costs	or	loss	of	flexibility.	They	may	feel	they’ve	done	the	
right	 thing	by	not	driving	 (and	sometimes	there	will	be	rewards,	not	 least	health	benefits)	yet	any	
discomfiture	is	not	compensated	by	resolution	of	the	overall	problem.	Only	collective	action,	usually	
involved	government	action,	can	succeed.	

One	of	 the	most	acute	examples	 is	 the	matter	of	 ‘love	miles,	 journeys	 to	see	children	and	
grandchildren	 living	 on	 other	 continents.	 If	 parents/grandparents	 desist	 from	 flying,	 scheduled	
flights	will	still	take	place	if	most	other	passengers	opt	to	fly.	The	latter	gain	in	terms	of	speed	and	
access	 to	 faraway	 places	 but	 parents/grandparents	 probably	 face	 loss	 of	 contact	with	 loved	 ones	
and	 all	 for	 no	 collective	 gain	 in	 terms	 of	 reduced	 emissions	 and	 other	 impacts	 from	 the	 current	
volume	of	aviation.	

But	 there	 is	 still	 the	 question	 of	 why	 so	 many	 individuals	 from	 all	 social	 groups	 prefer	
options	that,	from	a	collective	point	of	view,	are	unsustainable.	Answers	to	 it	will	make	easier	and	
more	likely	the	transition	away	from	car	addiction,	‘binge	flying’	clxviii	and	general	‘hypermobility’clxix.	
A	bit	of	anecdotal	evidence	may	shed	some	light.	
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15.	Microcosms	
Perhaps	a	few	‘snapshots’	may	yield	some	insights.	The	first	concerns	a	public	meeting	a	couple	of	
years	ago	 in	 the	author’s	own	 suburb.	Nearly	400	 local	 residents	attended,	 the	biggest	 turnout	 in	
years	 for	such	an	event.	Most	were	 there	 to	protest	against	a	proposed	bus	priority	scheme	(‘red	
route’)	along	the	nearby	High	Street	(it	suffers	very	badly	from	congestion	and	air	pollution).	Most	
contributions	 from	 the	 floor	 further	 demanded	 more	 car	 parking	 space	 around	 local	 shops.	 The	
average	age	of	those	present	was	probably	over	50,	with	a	good	number	over	65.	

More	recently,	the	author	attended	meetings	of	a	group	representing	older	citizens	about	a	
proposed	 pedestrianisation	 scheme	 in	 the	 middle	 of	 Newcastle.	 Buses	 would	 no	 longer	 travel	
through	 the	 very	 middle	 of	 the	 city.	 Voices	 were	 raised	 about	 distances	 that	 would	 have	 to	 be	
walked	as	a	result	(actually	quite	short	ones).	That	said,	there	was	much	more	vehement	comment	
directed	against	cyclists	for	riding	on	pavements.	 It	 is	a	feeling	that	often	surfaces	 in	 letters	to	the	
press	 and	 on	 community	 websites,	 sometimes	 attacking	 new	 cycle	 lanes	 (eg	 John	 Dobson	 Street	
scheme)clxx	

We	now	head	to	rural	Northumberland.	There,	one	of	the	most	popular	demands	is	for	the	
whole	of	the	A1	to	be	made	a	dual	carriageway.	Already	the	government	has	made	promises	to	that	
effect.	 Meanwhile,	 Newcastle	 airport	 is	 expanding,	 with	 1,600	 additional	 long	 stay	 car	 parking	
spaces	to	be	added	to	meet	demand.	Downtown,	parking	 in	the	evening	car	 is	 free,	as	part	of	 the	
‘Alive	After	Five’	scheme.	It	is	strongly	backed	by	city	centre	businesses.	

At	 the	 time	 of	 writing	 (June	 2017),	 the	 East	 Coast	 rail	 franchise	 is	 again	 in	 crisis,	 partly	
because	 of	 an	 unanticipated	 fall	 in	 passenger	 numbers.	 Nationally,	 bus	 journey	 numbers	 are	 also	
down,	 dipping	 under	 5bn	 in	 2017	 for	 the	 first	 time	 in	 a	 decade.	 The	 biggest	 growth	 sector	 in	
transport	 is	 in	 light	 commercial	 vehicles,	 or	 vans,	 with	 use	 of	 the	 controversial	 taxi	 firm	 Uber	
soaring.clxxi	Many	 of	 those	 vans	 are	 delivering	 fast	 food	 or	 goods	 bought	 from	 on-line	 stores	 but	
some	of	the	meal	delivery	at	least	is	via	bikes.clxxii	 

We	now	come	 to	 a	new	 structure	 in	downtown	Newcastle.	 It	 is	 a	 ‘moss	 tree’	 installed	by	
Northumbrian	Water.clxxiii	The	 Labour	 council	 calls	 it	 “pollution-busting”,	 Newcastle	 suffering	 from	
poor	 air	 quality.clxxiv	In	 the	 past,	 the	 city	 council	 has	 ruled	 out	 Clean	 Air	 Zonesclxxv	At	 present,	
Newcastle	 council	 holds	 the	national	 record	or	both	 tree-fellingclxxvi	and	 for	 the	 grabbing	of	Green	
Belt	 for	 the	 construction	 of	 car-based	 dormitory	 suburbs	 on	 the	 city	 fringes	 such	 as	 the	
entertainingly	named	‘Great	Park’	(neither	great	nor	a	park)	

For	our	next	snapshot,	we	come	back	to	the	author’s	local	high	street.	It	has	one	of	the	best	
bus	 services	 in	 the	 country.	 However,	 there	 are	 three	 different	 bus	 companies.	 Unless	 one	 has	 a	
pass,	the	purchase	of	a	return	ticket	means	that	one	has	to	get	a	bus	from	the	same	company	back	
home,	 thus	 often	 left	 standing	 at	 a	 stop	 while	 other	 buses	 heading	 home	 pass	 by.	 For	 a	 couple	
without	travel	passes	it	is	still	cheaper	to	drive	downtown	and	pay	parking	charges	than	to	get	a	bus	
or	go	on	the	Metro.	Late	at	night,	one	is	never	sure	whether	the	last	bus	has	gone,	encouraging	use	
of	the	car	to	go	to	late	night	events.	In	any	case,	the	author	knows	a	number	of	individuals	who	are	
loathe	to	get	buses,	no	matter	how	numerous,	reliable,	or	cheap.	A	local	friend	told	the	author	he	
does	not	like	buses	because	of	the	“smelly,	noisy	people”	often	on	them.	

Finally	we	end	up	on	the	author’s	own	street.	Most	of	 the	 time,	 it	 is	very	quiet.	However,	
there	is	a	primary	school	farther	along.	Twice	a	day,	the	street	is	choked	with	cars	as	parents	drop	
off	or	collect	children.	Many	drivers	also	leave	the	car	engine	running	while	waiting,	despite	several	
pleas	from	the	school	to	switch	off	engines.	During	the	rest	of	the	day,	there	are	few	vehicles,	largely	
thanks	 to	 the	 residents’	 parking	 scheme	 but,	 once	 one	 leaves	 the	 area	 it	 covers,	 the	 first	 streets	
beyond	are	clogged	with	parked	cars	during	working	hours.		

The	above	snapshots	underline	several	points.	We	see	the	‘tragedy	of	the	commons’	at	work	
in	a	number	of	instances,	not	least	the	recurrent	clocking	of	the	‘open	road’.	All	those	people	buying	
cars	think	of	course	of	factors	such	as	convenience.	They	are	not	deliberately	adding	to	the	tide	of	



	 35	

traffic	but	 that	 is	nonetheless	 the	cumulative	 consequence	of	 so	many	 individual	decisions	 to	buy	
cars	in	such	numbers.clxxvii		

Those	 drivers	 described	 above	 leaving	 their	 engines	 running	 near	 the	 local	 school	
presumably	think	on	a	cold	day	that	 it	 is	a	reasonable	way	to	keep	warm.	Their	exhaust	emissions	
are	so	small	that	surely	they	make	little	difference.	They	probably	do	not	think	about	the	way	that,	
together	with	the	same	action	by	nearby	drivers,	it	is	adding	to	the	very	air	pollution	that	threatens	
the	health	of	their	children.	

The	‘school	run’	itself	might	reflect	simple	laziness	but	perhaps	it	is	also	a	reflection	the	hot	
house	living	common	in	contemporary	society	(commuting,	 long	hours	at	work,	shift	working,	high	
pressure	 jobs,	 ‘hyper-parenting’clxxviii…).	 It	 underlines	 the	 need	 for	 society	 to	 slow	 down,	 reduce	
working	hours,	and,	yes,	take	it	easy.	By	contrast,	more	roads,	more	car	travel,	more	flying	and	so	on	
tends	to	add	to	what	the	Japanese	call	‘hurry	sickness’.clxxix	

Some	of	 the	anecdotes	do	of	 course	point	 to	 the	sad	 fact	 that	a	quite	 substantial	 layer	of	
people	who	are	very	attached	to	their	cars,	sometime	to	the	point	of	fetishizing	their	vehicles.clxxx	As	
the	overwhelming	Manchester	vote	to	reject	local	congestion	charges,	such	people	resent	measures	
to	 curb	 their	 habit.	One	no	 voter	was	quoted	 in	 the	 ‘Guardian’	 as	 saying:	 "Turkeys	don't	 vote	 for	
Christmas	 –	 and	motorists	 won't	 vote	 for	 more	 taxes	 to	 drive."	 The	 opposition	 to	 a	 bus	 priority	
scheme	noted	above	reflects	the	same	pro-car	thinking.		

Clearly	there	is	going	to	have	to	be	strong	policies	combining	carrots	and	sticks	to	produce	
change.	That	will	include	reducing	the	relative	convenience,	speed,	and	short-term	cost	advantages	
of	 private	motoring.	 There	 is	 some	 evidence	 that	 trams	 can	 attract	 former	 drivers	 in	ways	 buses	
cannot.	A	factor	is	their	speed	along	their	own	lines,	as	opposed	to	buses,	that	are	more	liable	to	get	
stuck	 in	 traffic	 and,	 perhaps,	 freedom	 to	 move	 around	 once	 on	 board.	 Tramways	 have	 greater	
capacity	and	can	avoid	 the	overcrowding	 that	sometimes	happens	on	buses.clxxxi	The	 latest	designs	
are	 also	 quite	 comfortable.	 Even	 the	 best	 bus	 systems	 can	 produce	 dissatisfaction	 (this	 is	 not	 an	
argument	against	good	locally	controlled	buses!)clxxxii	

It	 is	 even	 clearer	 that	 inherently	 ‘unitary’	 systems	 such	 as	 railways	 and	 air	 traffic	 control	
need	 a	 single	 unified	 management	 system	 and	 such	 monopolies	 are	 best	 under	 public	 control.	
Competition	 between	 rival	 bus	 firms	 has	 also	 not	 served	 the	 public	 well	 and,	 again,	 strong	
regulation,	if	not	a	return	to	publicly	owned	local	bus	companies,	is	in	order	to	reduce	the	problems	
described	above.	In	all	cases,	integrated	local	network	(timetables	and	tickets)	will	most	likely	boost	
the	appeal	of	public	transport	over	the	private	car.	

It	might	be	noted	that	there	is	a	particular	problem	group.	While	Millennials	may	be	falling	
out	of	love	with	the	car,	that	is	not	the	case	with	senior	citizens.	The	above	snapshots	suggest	that	
many	in	that	age	group	perceive	congestion	charges,	bus	lanes,	parking	restrictions	and	so	forth	as	a	
direct	threat	to	their	ability	to	get	around.	In	this	case,	special	schemes	are	in	order.clxxxiii	It	might	be	
noted	in	passing	that	bus	passes	for	older	travellers	do	not	just	benefit	them.clxxxiv	
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16.	Sustainable	transport	
Greens	advocate	a	quite	different	strategy:	first	helping	people	to	avoid	making	journeys	in	the	first	
place,	then	if	those	journeys	must	be	made	they	should	be	moved	to	more	sustainable	modes,	and	
finally	 those	modes	 should	be	 improved	 to	be	as	environmentally	 and	 socially	benign	as	possible.	
General	principles	might	be	on	these	lines.	

• People	before	machines	(e.g.	abandonment	of	the	current	road-building	programme,	slower	speed	
limits,	longer	crossing	times	at	pedestrian	lights);	

• People-powered	machines	before	other	machines	(e.g.	massive	switch	in	transport	expenditure	to	
cycle	provision);	

• Public	transport	before	private	vehicles	(e.g.	positive	discrimination	in	favour	of	buses	and	trains;	
phasing	out	of	indirect	tax	perks	for	car	drivers	and	increased	charges	on	goods	vehicles,	using	
savings	and	new	revenue	to	cut	public	transport	fares,	provide	more	staff	on	buses,	stations,	and	
trains	etc.);	and	

• Local	needs	before	those	of	through	traffic	(e.g.	preferential	treatment	for	local	residents).	

• More	reliance	on	regulation	than	‘market	forces’,	given	the	latter’s	manifest	failures	eg	the	
‘dieselgate’	scandal	and	so	much	more.clxxxv	

Journey	reduction	demands	policies	for	transport	demand	management.	Far	more	attention	
must	 be	 given	 to	 ways	 in	 which	 demand	 for	 transport	 could	 be	 reduced	 by	 altering	 land-use	
patterns,	 or	 influencing	 the	 spacing,	 timing,	 and	 availability	 of	 those	 things	 that	 are	 at	 the	
destination	 of	 these	 trips.	 Focus	 on	 local	 jobs	 accessible	 by	walking,	 cycling,	 and	 public	 transport	
within	 cities	 could	 eliminate	 much	 of	 the	 demand	 for	 inter-city	 travel	 and	 improve	 the	 regional	
economy.	Only	by	integrating	transport	strategy	with	land-use	planning	can	journeys	be	avoided	or	
reduced	 in	 total	number.	Similarly,	 stringent	and	well-enforced	regulations	are	needed	 for	all	new	
vehicles	 regarding	 energy	 efficiency,	 safety,	 and	 noise	 pollution,	 including,	 perhaps,	 maximum	
speeds	and	engine	sizes.	In	the	long	run,	however,	a	sustainable	society	probably	may	have	to	phase	
out	 private	 vehicle	 ownership	 in	 favour	 of	 rental	 schemes	 There	 are	 several	 examples	 of	 the	
alternative	approach	we	need,	ones	that	TfN	should	be	doing	what	it	can	to	generaliseclxxxvi:	

• Large	scale	pedestrianisation	and	‘walkability’;	clxxxvii	

• ‘Safe	streets’	schemes:	‘Streets	for	people;clxxxviii	

• Lowered	speed	limits,	including	motorways	and	major	roads,	not	just	side	streets’;clxxxix	

• Better	buses,	cxc	ideally	under	local	control;cxci	

• Better	shelterscxcii	

• Investment	in	tram	schemes;cxciii	

• Expansion	of	rapid	transit	systems	such	as	Tyne	and	Wear	Metro;cxciv	

• Railway	reopening	and	revitalisationcxcv,	ideally	under	public	ownership;cxcvi	

• A	really	fair	deal	for	cyclists;cxcvii	

• Electric	car	sharing,	electric	taxis	schemes	and	other	‘green	mobility’	schemes;	cxcviii	

• Integrated	systems	as	feasible,	with	smart	cards	and	other	suitable	measures	to	encourage	easy	
switches	from,	say,	bus	to	rapid	transit	systems;cxcix	

• Road	removal,	not	new	roads.cc	

• Expanded	safe	crossings	for	wildlifecci	
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The	resources	for	such	a	programme	would	come	from	a	shift	from	investment	in	new	roads	
and	airport	expansion	as	well	as	what	many	rightly	see	as	‘boondoggles’,	notably	HS2	and	Crossrail	
as	 well	 as	 a	 progressive	 reduction	 of	 the	 subsidies	 for	 private	 motoring	 noted	 above. ccii 	The	
‘rationing’	 of	 air	 flights	 is	 clearly	 going	 to	 be	 a	 proverbial	 hot	 potato,	 though	 perhaps	many	 will	
accept	a	priority	 for	 ‘love	flights’	 (see	before)	over	holiday	and	business	trips.	We	also	need	wider	
policy	changes,	including	preferences	for	local	procurement	and	support	for	local	businesses	as	part	
of	a	more	general	localisation.cciii	

Overall	 we	 need	 a	 comprehensive	 local	 plans	 rather	 than	 piecemeal	 schemes. cciv The	
designation	 of	 MMAs	 (multimodal,	 mixed-use	 areas)	 in	 city	 and	 town	 centres	 plus	 significant	
suburban	high	streets	is	one	tool.ccv	The	key	thing	is	to	make	such	places	attractive,	vibrant	and	safe	
destinations	rather	than	characterless,	ugly	and	polluted	corridors	and	sterile	single	use	zones	such	
as	‘central	business	districts’	that	are	deserted	outside	working	hours.	

Relocation	of	activities	now	concentrated	in	London	would	be	part	of	that	package.	We	need	
government	departments,	quangoes,	museums,	galleries	and	so	forth	to	move	to	the	‘regions’.	The	
empowerment	 of	 local	 government	 is	 clearly	 another	 ingredient,	with	 new	 sources	 of	 revenue	 to	
reduce	dependency	on	central	government.ccvi	

We	need	 to	arm	ourselves	with	new	visions	and	new	policies.	A	good	starting	point	 is	 the	
notion	 of	 a	 20-minute	 city	 in	which	 sources	 of	 goods	 and	 services	 likely	 to	 be	 needed	 on,	 say,	 a	
monthly	basis,	can	be	readily	reached	on	foot	within	that	time	frame.	Sustainable	land	use	planning	
and	 related	 investment	 patternsccvii,	 plus,	 of	 course,	 the	 big	 picture	 of	 the	 shift	 to	 a	 steady-state	
economy,	are,	however,	lacking	in	the	thinking	that	underpins	the	DTP.	

The	development	of	better	ways	of	not	just	doing	but	also	thinking	about	and	valuing	things	
in	strategic	transport	planning	very	much	needs	to	take	place.	

	
	
	
	

	



	 39	

	
	
	



	 40	

	

	
	



	 41	

	

	



	 42	

	

	
	
	



	 43	

																																																													
	

Footnotes	
The	 purpose	 of	 this	 paper	 is	 to	 stimulate	 debate	 about	 transport	 in	 the	 light	 of	 the	 ‘sustainable	
common	good’.	Hopefully	the	text	might	also	provide	some	material	that	might	help	those	wishing	
to	 make	 formal	 submissions	 to	 relevant	 consultations,	 prepare	 notes	 for	 speeches	 and	 debates,	
produce	 ‘mini-manifestos’,	 and	 knock	 out	 short	 leaflets.	 To	 facilitate	 this,	 on-line	 references	 to	
supporting	evidence	and	argument	have	been	used	as	much	as	possible	rather	than	more	standard	
book	citations.	The	author	is	a	member	of	Newcastle	Green	Party.	
ii	https://transportforthenorth.com.	
TfN	page	references	relate	to	the	draft	strategy	plan	while	other	comments	may	also	cover	material	elsewhere	on	the	TfN	
website.	
iii	https://northernpowerhouse.gov.uk.	
The	‘baseline’	for	TfN	is	this	review:	
https://www.transportforthenorth.com/wp-content/uploads/Northern-Powerhouse-Independent-Economic-Review-
Executive-Summary.pdf.	
iv	eg	https://newanglia.co.uk/new-anglia-local-transport-body/.	
https://www.transport.gov.scot/our-approach/strategy/strategic-transport-projects-review/.	
and	https://transportforthesoutheast.org.uk.	
Clearly	there	will	be	some	differences.	The	one	from	Wales	evidences	more	environmental	awareness	and	concerns	about	
transport	safety	than	does	TfN:	
https://beta.gov.wales/sites/default/files/publications/2017-09/wales-transport-strategy.pdf.	
v	Indeed	mobility	can	become	a	veritable	shrine	around	which	transport’s	equivalents	of	religious	fanatics	worship.	Thus	at	
the	2018	Farnborough	Air	Show	Blake		School	of	Boom	Supersonic,	a	company	backed	by	the	likes	of	Richard	Branson	
asserted:	
“the	pursuit	of	ever-faster	travel	speed	is	really	a	moral	imperative.	Supersonic	flight	offers	the	world	a	deeper	form	of	
human	connection,	just	as	earlier	airplanes	and	trains	and	steamships	once	did.”	(https://blog.boomsupersonic.com/why-
the-world-needs-supersonic-flight-28b4b356c18b	)	
vi	Use	of	the	term	‘natural	environment’	in	the	TfN	Strategy	is	in	any	case	unfortunate,	to	say	the	least.	It	implies	some	
‘other’,	something	separate	and	from	which	humanity	is	not	just	apart	but	above.	As	Aldo	Leopold	once	rightly	observed,	
we	humans	are	but	“plain	citizens	of	nature”.	In	other	words,	human	society	and	within	it	the	economy,	is	but	a	sub-set	of	
the	total	ecosystem	on	which	we	remain	utterly	dependent.	Indeed	the	word	‘environment’	invites	its	own	
marginalisation,	able	to	mean	just	about	everything	from	‘home	environment’,	retail	environment’	and	the	‘workplace	
environment’	to	‘urban	environment’	and	‘battlefield	environment’	to	which	might	be	added	“views”	and	‘scenery’	(the	
tiresome	trope	“you	can’t	eat	scenery”	is	a	particularly	pernicious	way	of	justifying	environmental	degradation),	not	to	
forget	that	ever	malleable	word	‘heritage’.	The	critical	issues	are	lost	in	the	haze	(cf	
https://www.routledge.com/Human-Dependence-on-Nature-How-to-Help-Solve-the-Environmental-Crisis/Washington-
Ehrlich/p/book/9780415632584.	
https://www.cengage.co.uk/books/9781133940135/.	
vii	eg	https://longwoodgardens.org/sites/default/files/wysiwyg/Leopold%27s%20Land%20Ethic.pdf.	
http://www.half-earthproject.org.	
For	examples	of	what	means	in	practice	see:	
https://www.routledge.com/Beyond-Conservation-A-Wildland-Strategy/Taylor/p/book/9781844071982.	
and	
http://biophiliccities.org/category/natureful/.	
Luxury	yachts,	private	jets	and	giant	SUVs	are	the	ultimate	expression	of	‘egocentrism’	that	is	the	very	opposite	of	the	
‘ecocentrism’	that	underpins	this	paper.	John	Miller	has	rightly	argued	that	the	dominance	of	the	private	motor	car	
coupled	to	the	rampant	suburban	sprawl	it	both	reflects	and	facilitates	has	created	what	he	calls	‘Egotopia’:	
http://www.uapress.ua.edu/product/Egotopia,908.aspx	
With	good	reason,	Elizabeth	Farrelly	has	called	it	‘blubberland’:	
https://mitpress.mit.edu/books/blubberland.	
viii		http://bettertransport.org.uk/media/02-july-2018-buses-in-crisis-report-2018.	
ix	https://www.bbc.co.uk/news/uk-england-44366591		
x	https://www.telegraph.co.uk/news/2018/05/25/road-traffic-kills-350000-children-year/.	Fro	a	microcosm,	see:	
https://www.bbc.co.uk/news/science-environment-44612642		
https://phys.org/news/2018-06-health-effect-air-pollution-traffic.html.	
https://www.huffingtonpost.co.uk/entry/the-london-marathon-2018-saw-89-drop-in-air-
pollution_uk_5addd15de4b089e33c8a5413.	
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https://www.airqualitynews.com/2018/04/12/van-growth-presents-air-quality-challenge-in-uk-cities/.	
https://www.independent.co.uk/environment/cars-air-pollution-cost-nhs-vans-vehicles-health-bills-lung-disease-
a8384806.html		
Car-based	movement	is	usually	linked	to	physical	inactivity	and	associated	health	costs	eg	
https://www.sustrans.org.uk/policy-evidence/the-impact-of-our-work/related-academic-research-and-statistics/physical-
activity		
xi	https://www.ft.com/content/a98f7b30-776a-11e7-90c0-90a9d1bc9691	and	
https://www.theguardian.com/global/2018/jan/30/us-crumbling-infrastructure-trump-state-of-union-address		
xii	https://www.telegraph.co.uk/news/2016/11/21/britains-obsession-with-big-cars-sees-car-park-scrapes-up-by-a-t/	One	
consequence	is,	apparently,	a	rise	in	‘parking	rage’,	sometimes	even	leading	to	bloodshed.	To	be	fair,	safety	concerns	are	
one	reason	(crumple	zones	etc)	though	another	is	the	way	cars	have	become	like	a	second	home	on	wheels	with	all	sorts	of	
entertainment	and	extra	comfort	features.	Increasing	weight	will	at	some	point	overcome	savings	on	the	fuel	efficiency	
front.		
xiii	https://www.peakprosperity.com/blog/99486/our-future-literally-crumbling-our-eyes	Climate	change	and	extreme	
weather	events	will	massively	aggravate	the	problem.	Meanwhile	national	and	local	government	budgets	to	fix	even	
‘simple’	things	such	as	pot	holes	are	shrinking.	
xiv	http://www.anthropocenemagazine.org/2018/07/the-best-case-climate-change-scenario-could-wind-up-being-twice-as-
bad-as-we-think/	
https://www.ecowatch.com/atlantic-ocean-currents-weaken-amoc-
2559304530.html?utm_source=EcoWatch+List&utm_campaign=377c47ff5e-
EMAIL_CAMPAIGN&utm_medium=email&utm_term=0_49c7d43dc9-377c47ff5e-86026097	
https://www.washingtonpost.com/news/capital-weather-gang/wp/2018/07/03/hot-planet-all-time-heat-records-have-
been-set-all-over-the-world-in-last-week/?noredirect=on&utm_campaign=61d4858ca8-
RSS_EMAIL_CAMPAIGN&utm_medium=email&utm_source=EHN&utm_term=.38f743ddd938	;	https://www.uni-
bonn.de/Press-releases/climate-change-ocean-warming-underestimated	
https://www.independent.co.uk/environment/climate-scientist-global-warming-underestimate-environment-study-
dangerous-pre-industrial-a7857476.html	;	https://www.theguardian.com/cities/ng-interactive/2017/nov/03/three-degree-
world-cities-drowned-global-warming	;	
https://www.nytimes.com/2018/06/29/opinion/sunday/immigration-climate-change-
trump.html?action=click%26pgtype=Homepage%26clickSource=story-heading%26module=opinion-c-col-right-
region%26region=opinion-c-col-right-region%26WT.nav=opinion-c-col-right-
region&utm_source=EHN&utm_campaign=efac197811-
Science_saturday&utm_medium=email&utm_term=0_8573f35474-efac197811-99032001	
https://www.carbonbrief.org/mapped-how-climate-change-affects-extreme-weather-around-the-world		
https://www.nytimes.com/interactive/2018/07/11/climate/summer-nights-warming-faster-than-days-
dangerous.html?utm_source=EHN&utm_campaign=a3033add5e-
RSS_EMAIL_CAMPAIGN&utm_medium=email&utm_term=0_8573f35474-a3033add5e-99032001		
xv	https://www.climatechangepost.com/category/transport-infrastructure-and-building/		
xvi	http://www.postcarbon.org/program/limits/		
http://www.steadystate.org/three-limits-to-growth/.	
xvii	http://assets.wwf.org.uk/downloads/city_footprint2.pdf.	
https://scripps.ucsd.edu/news/earth-has-crossed-several-planetary-boundaries-thresholds-human-induced-
environmental-changes.	
https://www.nature.com/articles/nature11018;	
http://scientistswarning.forestry.oregonstate.edu/sites/sw/files/Warning_article_with_supp_11-13-17.pdf	
http://wwf.panda.org/knowledge_hub/all_publications/lpr_2016/.	
http://vaclavsmil.com/wp-content/uploads/PDR37-4.Smil_.pgs613-636.pdf.	
For	a	specific	land	use	planning	perspective,	see:	
https://westerntoday.wwu.edu/news/gabor-zovanyi-to-discuss-new-book-‘the-no-growth-imperative’-oct-17-at-western		
If	TfN	were	serious	about	the	environmental	standards	it	claims	to	support	it	would	have	started	from	an	ecological	
footprint	analysis	of	the	region	for	which	it	is	devising	its	plans.	Here	is	a	sample	one	for	the	NE:	
https://www.wwf.org.uk/sites/default/files/2006-01/ecobudget_ne_report_361.pdf		
xviii	https://www.routledge.com/Demystifying-Sustainability-Towards-Real-Solutions/Washington/p/book/9781138812697;	
https://timjackson.org.uk/ecological-economics/pwg/.	
https://www.greenhousethinktank.org/post-growth-project.html.	
https://www.e-elgar.com/shop/managing-without-growth?___website=uk_warehouse.	http://www.steadystate.org/wp-
content/uploads/EnoughIsEnough_FullReport.pdf		
xix		See	above	referneces	on	the	seriousness	of	the	danger.	Runaway	claimate	change	is	becoming	a	real	possibility.		The	
transport	sector	became	the	highest	emitter	of	greenhouse	gas	emissions	in	the	UK.	See:	
https://www.independent.co.uk/environment/air-pollution-uk-transport-most-polluting-sector-greenhouse-gas-emissions-
drop-carbon-dioxide-a8196866.html.	
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xx	Indeed	we	face	a	true	public	health	crisis	yet	TfN	fails	to	recognise	neither	its	seriousness	nor	the	urgent	need	for	due	
action.	See:	
https://www.theguardian.com/environment/2018/mar/02/air-pollution-englands-chief-medical-officer-calls-for-focus-on-
health-threat	
A	contrast	might	be	made	with	the	radical	actions	being	taken	in	cities	such	as	Paris.	Even	a	comparatively	poor	one	such	
as	Bogota	in	Columbia	has	taken	bigger	steps	than	TfN	seems	able	to	envisage.	See:	
http://citiscope.org/story/2016/bogota-mayor-enrique-penalosa-making-better-cities.	
xxi	http://www.thesocialcontract.com/artman2/publish/tsc_25_2/tsc_25_2_clugston.shtml.	
http://orbit.dtu.dk/files/54666484/Environmental_Challenges_Metals_Full_Report.pdf.	
It	is	perhaps	worth	noting	that	big	powers	such	as	China	will	be	able	to	grab	remaining	resources	as	they	deplete	leaving	
the	UK	facing	an	even	stiffer	challenge	if	it	tries	to	maintain	‘business-as-usual’,	let	alone	an	expanded	one.	The	delusions	
of	a	new	global	‘Rule	Britannia’	UK	became	starkly	clear	during	in	the	Brexit	negotiations.	In	reality	the	UK	or,	rather,	its	
components	might	be	wiser	to	look	to	the	model	of,	say,	Denmark,	than	maintain	post-imperial	fantasies	about	its	place	in	
the	world.	For	insights	into	how	seemingly	‘strong’	countries	can	actually	be	weak	and	vulnerable,	see:	
https://www.indiebound.org/book/9780865716063.	
https://www.ted.com/talks/jared_diamond_on_why_societies_collapse.	
xxii	https://www.theguardian.com/global/2018/jul/01/riddle-of-the-sands-the-truth-behind-stolen-beaches-and-dredged-
islands.	
http://theconversation.com/the-world-is-facing-a-global-sand-crisis-83557.	
https://www.penguin.com.au/books/the-world-in-a-grain-9780399576423.	
xxiii	http://www.greattransition.org/publication/economics-for-a-full-world.	
xxiv	https://www.theguardian.com/commentisfree/2018/mar/28/plastic-crisis-urgent-recycling-bottles-no-fix;	
https://amp.theguardian.com/environment/2018/apr/27/the-hills-are-alive-with-the-signs-of-plastic-even-swiss-
mountains-are-polluted.	
https://www.independent.co.uk/environment/plastic-pollution-arctic-sea-ice-microplastics-ocean-environment-
a8319951.html	
Roads	and	road	vehicles	are	of	course	a	significant	of	plastic	pollution	from	synthetic	fibres	and	tyres.	The	transportation	
sector’s	additions	include	plastic	pellets	spilled	en	route:	
https://www.treehugger.com/plastic/synthetic-fabrics-and-car-tires-are-major-source-microplastic-pollution.html.	
xxv	https://www.resilience.org/resources/overdevelopment-overpopulation-overshoot/;	
http://www.stockholmresilience.org/research/planetary-boundaries.html;	
https://neweconomics.org/2010/01/growth-isnt-possible.	
http://www.steadystate.org/wp-content/uploads/EnoughIsEnough_FullReport.pdf.	
There	are	several	important	papers	here:	https://www.resilience.org/tag/ecologicalovershoot/.	
xxvi	http://www.resilience.org/stories/2018-03-06/new-u-s-record-level-oil-production-peak-oil-theory-disproven-not/		
Plastics	use	in	vehicles	to	grow	75%	by	2020.	See:	
https://www.plasticstoday.com/automotive-and-mobility/plastics-use-vehicles-grow-75-2020-says-industry-
watcher/63791493722019	 
xxvii	Not	just	petrol	and	diesel	powered	vehicles	and	planes	but	oil-based	bitumen	and	oil-derived	plastics	etc.	
xxviii	Price	hikes	were,	it	has	been	argued,	the	trigger	of	the	2008	financial	crash.	See,	for	example:	
https://www.youtube.com/watch?v=lDNMjV6sumQ	
There	is	also	a	detailed	discussion	of	the	mechanisms	here:	http://richardheinberg.com/bookshelf/the-end-of-growth-
book		
xxix	https://www.cisl.cam.ac.uk/business-action/natural-capital/natural-capital-impact-group		
xxx	http://www.eco-logica.co.uk/pdf/CPRELandTake.pdf	
Furthermore,	roads	and	railway	lines	frequently	fragment	farms	while	urban	communities	are	similarly	carved	apart.		
xxxi	https://www.cpre.org.uk/what-we-do/countryside/tranquil-places		
xxxii	https://www.populationinstitute.org/external/files/reports/The_Perfect_Storm_Scenario_for_2030.pdf	
xxxiii	There	are	some	interesting	examples	here:	
https://www.slideshare.net/GuyDauncey/look-no-carbon-the-future-of-transportation		
xxxiv	http://www.ecotippingpoints.org/our-stories/indepth/germany-freiburg-sustainability-transportation-energy-green-
economy.html		
xxxv	http://www.visitingvienna.com/transport/public/	
http://www.metro-magazine.com/management-operations/article/210418/why-zurich-is-a-model-for-public-
transportation		
xxxvi	https://www.sciencedirect.com/science/article/pii/S0967070X16301469		
xxxvii	https://stateofgreen.com/files/download/9642		
xxxviii	https://ec.europa.eu/energy/intelligent/projects/sites/iee-
projects/files/projects/documents/ecomobility_shift_ecomobility_shift_case_study_lund_se_en.pdf		
xxxix	https://www.aarp.org/home-garden/livable-communities/info-02-2010/excerpt_from_carjacked.html	
This	is	a	revealing	little	microcosm	of	the	big	problem:	
https://www.treehugger.com/cars/deadly-car-crash-microcosm-everything-wrong-our-roads.html		
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xl	https://bettertransport.org.uk/blogs/roads/100912-twyford-20		
xli	https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/670527/major-
road-network-consultation.pdf		
xlii	https://www.theguardian.com/society/2006/dec/13/guardiansocietysupplement3		
xliii	https://www.theguardian.com/environment/2018/jun/24/labour-backbenchers-tory-rescue-back-heathrow-third-
runway-tory-whips			
xliv	https://www.chroniclelive.co.uk/news/north-east-news/newcastles-blue-house-super-roundabout-11754475		
xlv	https://www.chroniclelive.co.uk/news/north-east-news/see-how-triple-decker-roundabout-11542707	and	
http://roads.highways.gov.uk/programmes/a19-testos-and-downhill-lane-junction-improvements/		
xlvi	https://www.newcastleairport.com/.../newcastle-airport-masterplan-june-2014-lrpdf		
xlvii		http://www.newcastlecityfutures.org/videos/		
xlviii	https://www.theguardian.com/artanddesign/2017/apr/30/citizen-jane-jacobs-the-woman-who-saved-manhattan-
from-the-bulldozer-documentary;	
http://humantransit.org/2012/04/jane-jacobs-on-transportation-my-take.html		
xlix			Sir	Harry	Ricardo	(1885-1974)	noted	In	his	book	"Memories	and	Machines:	The	Pattern	of	My	Life"	(Constable	1968):	
"As	far	back	as	the	early	[18]	nineties,	my	grandfather	[Sir	Alexander	Rendel]	had	pointed	out	to	Whitehall	that	
mechanized	road	transport	would	always	have	the	advantage	in	that	it	could	deliver	passengers	and	freight	from	doorstep	
to	doorstep,	which,	of	course,	the	railways	could	never	hope	to	do.	On	the	other	hand,	the	railways	would	for	long	reign	
supreme	in	the	transport	of	heavy	freight	over	long	distances;	hence	future	planners	should	concentrate	on	integrating	the	
two	forms	of	transport,	that	on	the	road	as	feeders	to	the	railways	rather	than	in	competition	to	them."	Given	the	routine	
sight	of	endless	queues	of	juggernaut	lorries	on	Europe’s	motorways,	it	might	be	wondered	what	Sir	Alexander	(1828-
1918)	would	have	thought. 
l	Actually	there	are	several	buzzwords	that	may	impress	but	on	closer	inspection	fail	to	pas	muster	such	as	‘smart	planning’	
and	‘circular	economy’.	Obviously	we	do	not	want	‘unsmart’	planning’	or	a	totally	throwaway	economy	but	basic	
biogeophysical	realities,	not	least	the	entropy	law	cannot	be	defied.	Here	is	a	useful	summary	of	fallacies	surrounding	the	
‘circular	economy	concept:	
http://www.fraw.org.uk/mei/musings/2018/20180417-2nd_law_circular_economy.html	
Certainly,	they	should	not	be	used	to	underpin	the	utterly	absurd	notion	of	‘sustainable	growth’.	
li	https://www.gov.uk/government/publications/clean-growth-strategy		
lii	https://www.ncbi.nlm.nih.gov/pmc/articles/PMC4516868/		
liii	Sinclair,	G.	(1992).	‘The	Lost	Land’.	Environment	Information	Services	for	CPRE.	See:	
https://www.independent.co.uk/news/uk/growing-concern-over-britains-disappearing-land-1557604.html		
liv	https://transportgeography.org/?page_id=5721	
Here	is	an	all	too	typical	snapshot:	https://www.thestar.co.uk/our-towns-and-cities/sheffield/new-front-opened-in-fight-
to-prevent-motorway-service-station-being-built-on-ancient-woodland-in-sheffield-1-8944238.	
http://www.dailymail.co.uk/news/article-3682642/Villagers-fury-chaos-Calais-lands-lorry-park-4-000-HGVs-doorsteps-
prompting-fears-increased-pollution-prostitution.html.	
https://www.theguardian.com/artanddesign/2018/apr/15/shed-the-size-of-town-what-britains-giant-distribution-centres-
tell-us-about-modern-life.		
lv	https://www.baltictimes.com/news/articles/4065/.	
http://atributosurbanos.es/en/terms/doughnut-city/		
For	a	British	case	study,	see:	https://link.springer.com/article/10.1007/BF00166219	
For	a	British	critique,	with	example	from	the	North	of	England,	see:	
https://www.theguardian.com/commentisfree/2018/apr/17/high-streets-heart-cities-web	
Actually	the	urban	thinker	Jane	Jacobs	was	warning	many	years	ago	against	‘modernist’	high-tech	mega-projects	and	‘keep	
the	traffic	flowing’	schemes,	including	the	dangers	of	the	so-called	‘doughnut	effect’.	But	her	words	of	wisdom	seem	not	to	
get	a	hearing	in	the	DTP.	See:	https://www.theguardian.com/artanddesign/2017/apr/30/citizen-jane-jacobs-the-woman-
who-saved-manhattan-from-the-bulldozer-documentary	
For	an	example	of	schemes	in	the	north	of	England	that	must	stop	if	we	are	to	have	a	sustainable	transport	policy,	see:	
https://www.retailgazette.co.uk/blog/2018/02/huge-retail-development-middle-yorkshire/	They	can	be	stopped	if	there	is	
the	right	vision	and	political	will	eg:	https://www.yorkshirepost.co.uk/news/inspector-backs-hull-council-against-
developers-of-32m-out-of-town-retail-park-1-8922019		
lvi	https://www.theguardian.com/environment/2016/dec/15/new-map-reveals-shattering-effect-of-roads-on-nature.	
https://www.doc.govt.nz/Documents/science-and-technical/Sfc084.pdf		
lvii		https://www.wildlifetrusts.org/stateofnature16	
Transport	itself	has	major	impacts	eg	
http://www.iene.info/wp-content/uploads/COST341_final_report.pdf	,	
https://ag.umass.edu/sites/ag.umass.edu/files/pdf-doc-ppt/tws_overview_ms.pdf	
See	also;	
http://www.wildlifetrusts.org/SustainableTransport		
lviii	https://www.theguardian.com/environment/2018/jan/23/new-global-registry-of-invasive-species-is-milestone-in-
protecting-biodiversity.	
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http://www.pnas.org/content/113/27/7575.	
http://www.fao.org/3/a-au056e.pdf		
lix	A	good	illustration	is	the	fad	for	the	self-drive	electric	car.	It	possibly	offers	some	advantages	but	brings	new	problems	
and	does	not	solve	other	serious	problems.	See:	
http://www.fao.org/3/a-au056e.pdff	
https://amp.theguardian.com/environment/2017/oct/16/our-cities-need-fewer-cars-not-cleaner-cars-electric-green-
transport	
It	is	typical	of	the	lack	of	holistic	thinking	that	much	debate	focuses	one-dimensionally	on	exhaust	emissions	from	petrol	
and	diesel	cars	compared	to	electric	ones.	Yet	the	problem	of	pollution	from	tyres	and	brakes	tend	to	be	ignored.	The	
heavier	weight	of	electric	car	batteries	may	make	their	contribution	worse.		The	increased	popularity	of	electric	vehicles	
will	likely	not	have	a	great	effect	on	PM	levels.	Non-exhaust	emissions	already	account	for	over	90%	of	PM10	and	85%	of	
PM2.5	emissions	from	traffic.		A	plan	to	replace	the	current	vehicle	fleet	with	electric	vehicles	would	also	fail	the	rate	and	
magnitude	test	discussed	elsewhere	in	this	paper. 
lx	
https://www.researchgate.net/publication/320311527_A_Critique_of_the_Australian_National_Outlook_Decoupling_Stra
tegy_A_%27Limits_to_Growth%27_Perspective.	
https://zielonygrzyb.wordpress.com/2013/05/15/the-myth-of-decoupling/.	
http://journals.plos.org/plosone/article?id=10.1371%2Fjournal.pone.0164733.	
https://theconversation.com/the-decoupling-delusion-rethinking-growth-and-sustainability-71996		
https://www.ecologicalcitizen.net/pdfs/v02n1-10.pdf.	
https://www.routledge.com/Prosperity-without-Growth-Foundations-for-the-Economy-of-
Tomorrow/Jackson/p/book/9781138935419	Chapter	5	‘Myth	of	Decoupling’;	
https://www.boell.de/en/ecology/publications-green-economies-around-the-world-15194.html.	
http://www.resilience.org/articles/General/2015/05_May/A-Degrowth-Response-to-An-Ecomodernist-Manifesto.pdf	
https://steadystatemanchester.net/2016/04/15/new-evidence-on-decoupling-carbon-emissions-from-gdp-growth-what-
does-it-mean/		
http://eprints.whiterose.ac.uk/92268/13/Owen%20Journal%20of%20Cleaner%20Production%202015%20AAM.pdf		
https://degrowth.org/wp-content/uploads/2011/05/Victor_Growth-Degrowth-and-Climate-Change.pdf		
Also	watch:	https://blogs.mcgill.ca/tcpsych/2016/12/20/peter-victor-the-trouble-with-growth-asi-2016/		
lxi	This	was	a	prophetic	study	of	the	‘mobility’	crisis:	
https://books.google.co.uk/books/about/The_restless_generation.html?id=Sdi2AAAAIAAJ&redir_esc=y	See	also:	
https://www.bettertransport.org.uk/blog/better-transport/more-mobility-good-thing		
lxii	In	other	words	the	issue	is	access,	not	movement,	which	of	course,	can	create	corridors	that	block	access	and	blot	whole	
neighbourhoods	while	creating	unsustainable	sprawl.	See:	https://www.wiley.com/en-
gb/Cities+Back+from+the+Edge%3A+New+Life+for+Downtown-p-9780471361244	and	https://thehappycity.com	and	
https://www.researchgate.net/publication/41549205_Speed_Kills_The_Complex_Links_Between_Transport_Lack_of_Tim
e_and_Urban_Health		
lxiii	eg	http://www.wildlifetrusts.org/HS2/wildlife-impact		
lxiv	The	case	against	HS2	type	schemes	is	widely	recognized	(eg	https://www.theguardian.com/politics/2016/jun/07/stop-
hs2-and-share-the-billions-across-the-rail-network-instead)	but	juggernauts	tend	to	roll	on	
lxv	There	is	not	just	the	issue	of	the	actual	power	source	feeding	those	electric	charging	points	now	sprouting	in	the	city	
(coal?	nuclear?).	The	problem	is	worse	than	just	the	source	of	electricity	per	se.	What	is	said	to	be	the	world’s	most	
polluted	locality,	Norilsk	in	Russia,	is	badly	contaminated	by	nickel	smelters,	much	of	whose	output	goes	into	electric	car	
batteries	(which,	eventually,	are	likely	to	end	up	polluting	landfill	sites).	Actually	most	environmental	impacts	from	cars	
originate	in	their	manufacture,	not	use,	something	that	electric	cars	do	not	change.	Nor	do	they	reduce	the	impact	of	
roads,	extra	lighting,	parking	spaces	and	all	the	other	infrastructure	of	car	usage.	
It	is	useful	to	revisit	past	transport	fads	eg	
https://www.treehugger.com/public-transportation/rip-personal-rapid-transit.html	
On	the	fallacy	of	the	technofix	in	general,	see:	
https://www.newsociety.com/Books/T/Techno-Fix		
and	
https://www.penguinrandomhouse.com/books/177256/why-things-bite-back-by-edward-tenner/9780679747567		
lxvi	https://www.saveoursolvang.com/wp-content/uploads/2017/11/Twelve-Big-Myths-of-Growth.pdf		
lxvii	https://www.bettertransport.org.uk/roads-nowhere/bypasses-dont-work		
lxviii		eg	https://www.theguardian.com/society/2004/aug/20/2	
and	
http://www.monbiot.com/2004/07/06/war-x-4/	
More	generally	on	‘thrill	craft	‘https://www.stopthrillcraft.org/kind.htm.	
Also	see:	
https://www.theguardian.com/sustainable-business/2016/jun/12/cruise-ships-environment-ocean-liners-emissions-waste		
www.cep.unep.org/publications-and-resources/databases/...cruise-trouble-1.../file 
lxix	https://www.reuters.com/middle-class-infographic		
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See	also:	http://foreignpolicy.com/2009/10/09/can-the-world-afford-a-middle-class/		
lxx	https://www.totaljobs.com/insidejob/uk-commuters-will-spend-over-135000-by-the-time-they-retire/.	
https://www.bbc.co.uk/news/uk-38026625		
https://sustainablecalgary.org/blog/2015/02/11/five-fast-facts-commuting-and-happiness/		
lxxi	https://www.npr.org/sections/alltechconsidered/2017/07/11/535398716/some-employers-are-rethinking-telework-
citing-a-need-for-better-collaboration		
lxxii	see		'Population	and	the	Energy	Problem’,	downloadable	
from	http://www.springerlink.com/content/g55t115mu4545043/)	
lxxiii	https://www.populationmatters.org/documents/passenger_transport_challenges_in_the_uk.pdf.	
https://mahb.stanford.edu/wp-
content/uploads/2014/02/2010_Ryerson_TheMultiplierofEverythingElse_PostCarbonReaderSeries.pdf.	
http://grist.files.wordpress.com/2010/03/carbon_legacy.pdf			
For	a	couple	of		casestudies,	see:	
http://greatershepparton.com.au/assets/files/documents/planning/Infrastructure_and_Resources_Backgrounder.pdf	
and	
https://csiprop.com/rapid-population-growth-drives-melbourne-transportation-expansion-housing-demand/		
lxxiv	http://www.fodorandassociates.com/book/more_info_about_bnb.htm	
and	
http://www.socioeco.org/bdf_fiche-publication-1232_en.html		
lxxv	http://neweconomics.org/2007/06/clone-town-britain/	
Here	is	a	useful	test:	http://www.reimagineyourhighstreet.org/wp-content/uploads/Clone_Town_Britain_Survey_II.pdf		
lxxvi	For	some	‘low	tech’	visions,	which	might	do	more	good	for	more	people,	see:	
http://www.lowtechmagazine.com/transport/		
here	are	more	examples	here	of	what	are	also	called	‘intermediate	technology’	solutions:	
https://www.treehugger.com/public-transportation/	
and	
http://www.resilience.org/?s=transport		
lxxvii	
https://books.google.co.uk/books?id=qDJZBwAAQBAJ&pg=PR16&lpg=PR16&dq=1990+collapse+of+Kufstein+bridge&sourc
e=bl&ots=NZJ5pJyaSd&sig=B7vx7r7ZVOsNuH8HP5EAwnfqs9I&hl=en&sa=X&ved=0ahUKEwiayYSVufvaAhUqIMAKHTEgAXgQ
6AEITjAI#v=onepage&q=1990%20collapse%20of%20Kufstein%20bridge&f=false		
lxxviii	It	is	one	of	the	myths	of	the	‘infrastructure	lobby’	that,	in	the	train/car/plane-less	past,	the	vast	bulk	of	people	were	
just	stuck	in	their	village	and	went	nowhere.	Emmanuel	Le	Roy	Ladurie’s	‘Montaillou’,	a	celebrated	study	of	a	Pyrenean	
village	1294-1324,	documented	in	passing	how	much	and	how	far	some	people	actually	travelled.	From	a	later	period,	Bach	
covered	a	remarkable	distance	on	foot	around	Germany	(https://www.bbc.co.uk/radio3/bach/bachatozw.shtml).	
Of	course,	it	is	far,	far	easier	for	far,	far	more	people	as	well	as	safer	to	get	around	these	days.	But	we	should	not	be	so	full	
of	‘mobility	hubris’	to	dismiss	the	advantages	of	what	some	call	‘slow	travel’	
eg	https://www.hiddeneurope.co.uk/a-manifesto-for-slow-travel	
	and	
http://www.slowmovement.com.	
Meanwhile,	many	small	towns	and	villages	have	lost	shops	and	assorted	facilities	(including	bus	stops	and	railway	stations)	
as	well	as	suffered	from	the	scourge	of	second	homes	after	they	were	‘opened	up’	by	big	new	roads.	Once	lively	places	
have	often	been	rendered	comatose	this	way.	
lxxix		http://www.its.leeds.ac.uk/fileadmin/user_upload/Surface_Transport_Costs_and_Charges_Great_Britain_2001.pdf.	
http://discovery.ucl.ac.uk/17631/.		
http://www.prnewswire.co.uk/news-releases/fair-on-fuel-fair-on-the-future-green-party-urges-the-chancellor-
156725685.html.	
	https://www.newstatesman.com/blogs/politics/2012/08/war-motorists-myth.	
https://www.theguardian.com/uk/2000/aug/03/world.comment.	
http://www.sd-commission.org.uk/data/files/publications/fairness_car_dependant.pdf		
Here	is	a	revealing	case	study:	https://abcnews.go.com/Technology/Hybrid/story?id=97505&page=1		
For	a	comparison	of	road	and	rail	investment	and	subsidies,	see:	
https://www.railfuture.org.uk/tiki-index.php?page=Future+of+Transport	
On	the	subsidy	of	aviation,	see:	https://www.greenparty.org.uk/files/reports/2004/AED3.htm	
For	arguments	against	airport	expansion,	see	
	http://www.planestupid.com	
http://www.airportwatch.org.uk	
On	aviation	in	general,	see:	http://www.planetruth.net		
On	the	inherent	inequities	of	current	transport	spending	see:	
https://www.equalitytrust.org.uk/taken-ride-how-uk-public-transport-subsidies-entrench-inequality		
lxxx	http://blogs.lse.ac.uk/politicsandpolicy/cities-that-subsidise-transit-will-get-the-best-value-for-money-in-the-absence-
of-congestion-pricing-and-bus-lanes/	
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See	also:	
https://uspirg.org/sites/pirg/files/reports/Who%20Pays%20for%20Roads%20vUS.pdf	
https://frontiergroup.org/reports/fg/do-roads-pay-themselves		
lxxxi	eg	https://www.theguardian.com/books/2017/aug/11/booksellers-association-calls-for-end-to-amazon-unfair-tax-
advantages.	
https://www.racfoundation.org/assets/rac_foundation/content/downloadables/The_Implications_of_Internet_Shopping_
Growth_on_the_Van_Fleet_and_Traffic_Activity_Braithwaite_May_17.pdf.	
https://www.vox.com/the-big-idea/2017/12/21/16805324/online-shopping-instant-delivery-greenhouse-gas-amazon-
environmental-problem.	
https://www.tandfonline.com/doi/abs/10.1080/13504509.2015.1124471?journalCode=tsdw20		
lxxxii	
https://www.sustrans.org.uk/sites/default/files/images/files/publications/Short%20journeys%20big%20savings%2023%20
AUG.pdf		
lxxxiii	Revealing	case	studies	include	the	Channel	Tunnel.	See,	for	example:	
https://www.sciencedirect.com/science/article/abs/pii/S026378631300015X	
There	are	some	examples	from	the	other	side	of	the	world	here:	
https://www.theguardian.com/business/2016/oct/24/transport-infrastructure-costs-blew-out-by-28bn-in-15-years-says-
grattan-institute	
Others	can	be	sampled	here:	https://arxiv.org/pdf/1304.4476.pdf	
Instances	of	costly	maintenance	include	the	Forth	Rail	Bridge,	and	Glasgow’s	Kingston	Bridge,	both	of	which	suffer	from	
higher	than	expected	traffic.	See	also:	
https://www.tandfonline.com/doi/abs/10.1080/15732479.2012.715173?src=recsys&journalCode=nsie20	
Though	this	paper	favours	tram	projects,	it	would	be	dishonest	to	deny	that	they	too	can	be	subject	to	the	problems	just	
described	eg	
https://www.bbc.co.uk/news/uk-scotland-edinburgh-east-fife-27159614	
That	said,	trams	can	afford	to	operate	at	a	6	-	8	minute	schedule	throughout	the	day	and	evening	whereas	buses	have	an	
inherently	longer	service	interval	and	are	more	expensive	per	passenger	kilometre	and	are	few	and	far	between	out	of	
peak	times	(	which	then	encourages	car	ownership).	Overall,	trams	seem	to	attract	car	drivers	better	than	buses.	
lxxxiv	This	is	a	pertinent	comment:	
https://www.theguardian.com/money/2018/may/04/i-had-to-guard-an-empty-room-the-rise-of-the-pointless-job	
See	also:	
https://economia.icaew.com/en/features/june-2017/the-rise-of-the-precariat		
https://www.hse.ru/data/2013/01/28/1304836059/Standing.%20The_Precariat__The_New_Dangerous_Class__-
Bloomsbury_USA(2011).pdf		
lxxxv		https://www.ft.com/content/e66b2fa0-f7ca-11e7-a4c9-bbdefa4f210b.	https://www.bbc.co.uk/news/business-
38600270	
More	generally:	
https://ourfiniteworld.com/2013/02/22/twelve-reasons-why-globalization-is-a-huge-problem/.	
https://trove.nla.gov.au/work/13959403?selectedversion=NBD12296533		
lxxxvi	
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/633077/national-
travel-survey-2016.pdf		
lxxxvii	http://www.carfreehousing.org/whatis.html.	
http://www.bbc.co.uk/news/uk-scotland-38638376.	
lxxxviii	http://data.footprintnetwork.org/#/		
lxxxix	https://www.footprintnetwork.org/content/images/article_uploads/China_Ecological_Footprint_2012.pdf		
xc	Compare	TfN	starry-eyed	embrace	of	growth	with	this	dire	assessment:	
https://www.theguardian.com/environment/2018/apr/26/were-doomed-mayer-hillman-on-the-climate-reality-no-one-
else-will-dare-mention	Remember	that	Hillman	is	only	discuss	one	strand	of	the	overall	ecological	crunch.	He	does	address	
the	threat	from	population	growth.	TfN’s	only	reference	is	that	its	programme	will	help	to	increase	population	in	the	North	
of	England	cf:	
https://www.theguardian.com/commentisfree/2015/dec/04/climate-change-population-crisis-paris-summit		
https://mahb.stanford.edu/wp-content/uploads/2012/08/2009_EhrlichPB-REVISIT-1.pdf		
xci	TfN	ignores	the	wealth	of	valuable	insights	from	Eco-logica.	See:	http://www.eco-logica.co.uk/index.html		
xcii	http://eprints.uwe.ac.uk/33772/1/Does%20Transport%20Investment%20Really%20Boost%20Economic%20Growth.pdf	
xciii	https://uspirg.org/reports/usp/do-roads-pay-themselves		
xciv	https://transportpublic.org/en/tae/		
xcv	For	further	argument,	see:	http://www.philosophersmag.com/opinion/49-how-to-end-our-love-affair-with-evidence	
and	https://e-space.mmu.ac.uk/617707/8/Five%20Parameters%20%20(1).pdf		
xcvi	Fo0r	more	extended	discussion,	see:	http://www.thecornerhouse.org.uk/resource/cost-benefit-analysis-dilemma	and	
http://www.environmentandsociety.org/mml/adams-john-emperors-old-clothes-curious-comeback-cost-benefit-analysis	
See	also:	
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https://www.theguardian.com/environment/georgemonbiot/2014/jul/24/price-nature-neoliberal-capital-road-ruin.	
https://www.tandfonline.com/doi/abs/10.1080/24694452.2016.1140018.	
xcvii	In	any	case,	prices	set	by	the	‘market’	scarcely	internalize	the	full	costs	associated	with	a	particular	product	or	activity	
nor	take	adequate	account	of	the	impact	of	grants,	tax	breaks,	and	subsidies,	as	well	as	tolerated	tax	evasion	and	
avoidance.	For	a	case	study	regarding	energy,	see:	
https://www.nature.com/articles/d41586-017-07510-3		
xcviii	http://www.wildsheffield.com/smithywood		
xcix	https://trove.nla.gov.au/work/13959403?selectedversion=NBD12296533	
An	important	work	on	spillover	effects,	with	many	examples	from	the	world	of	transport	was	this	study:	
https://makewealthhistory.org/2008/12/19/the-costs-of-economic-growth-by-e-j-mishan/		
c	https://www.thoughtco.com/understanding-max-webers-iron-cage-3026373		
ci	See	also:	
Nandy,	A.	The	Pathology	of	Objectivity”,	Ecologist,	13,	6,	1983,	pp.	202–207	
Maxwell,	N.	(1980).	‘Science,	Reason,	Knowledge	and	Wisdom:	A	Critique	of	Specialism’.	Inquiry,	23:	19-81.	
(https://philpapers.org/rec/MAXSRK	) 
cii	
http://ec.europa.eu/environment/integration/research/newsalert/pdf/air_noise_pollution_socioeconomic_status_links_IR
13_en.pdf		
ciii	https://academic.oup.com/ageing/article/41/5/690/47318		
civ	https://www.equalitytrust.org.uk/taken-ride-how-uk-public-transport-subsidies-entrench-inequality		
cv	For	a	case	study:	https://www.theguardian.com/commentisfree/2018/apr/13/britain-transport-disabled-person		
cvi	http://eprints.bbk.ac.uk/6031/1/Offsetting_nature_inner_final.pdf.	
https://link.springer.com/article/10.1007%2Fs10531-008-9319-2#page-1.	
https://www.sciencedirect.com/science/article/pii/S0006320717315963.	http://www.ceeweb.org/wp-
content/uploads/2011/12/Critical-review-of-biodiversity-offsets_for-IEEP_Final.pdf.	
https://www.britishecologicalsociety.org/wp-content/uploads/Biodiversity-offsetting-BES-report-FINAL.pdf	
This	is	an	entertaining	‘take’:	http://fern.org/dreams	
See	also:	
file:///%20Documents/%20%20%20Sandy/%20%20%20%20%20Eco%20Debates/Biodiversity%20offsetting/Biodiversity%2
0offsetting%20%7C%20FERN.webarchive		
cvii	http://saveourwoods.co.uk/biodiversity-offsetting-2/offsetting-is-a-massive-threat-to-wildlife-warn-environment-
groups/.	
cviii	https://www.researchgate.net/publication/287452112_'A_price_for_everything'_The_'natural_capital_controversy'.	
https://www.sciencedirect.com/science/article/pii/S0921800909004510?via%3Dihub.	
https://academic.oup.com/bioscience/article/62/12/1020/230542.	
https://www.ingentaconnect.com/content/whp/ev/2000/00000009/00000004/art00006		
cix	https://qz.com/1253874/if-shipping-were-a-country-it-would-the-worlds-sixth-biggest-greenhouse-gas-emitter/		
cx	Here	again	the	rate	and	magnitude	test	applies.	There	seem	to	be	some	exciting	developments	in	ship	design	on	the	
horizon:	
https://www.theguardian.com/environment/2018/may/03/future-sailors-what-will-ships-look-like-in-30-years	.	
But	that	is	the	problem:	“on	the	horizon”.	There	are	a	rather	large	number	of	ships	to	be	technologically	substituted,	
including	some	52,00	cargo	ships,	11,000	of	them	bulk	carriers:	
https://www.statista.com/statistics/264024/number-of-merchant-ships-worldwide-by-type/	
New	generations	of	ships	do	not	alter	the	impact	of	port	and	harbour	development	and	usage	eg	
http://www.rhd.gov.bd/Documents/ExternalPublications/WorldBank/TransSectPub/contents/documents/B37.pdf		
cxi	https://www.theguardian.com/sustainable-business/2016/jun/12/cruise-ships-environment-ocean-liners-emissions-
waste		
https://searchworks.stanford.edu/view/6284482	
cxii	https://www.sustainweb.org/foodandclimatechange/archive_food_miles/		
cxiii		https://electrek.co/2018/02/03/all-electric-ferry-cuts-emission-cost/		
https://www.marineinsight.com/green-shipping/top-7-green-ship-concepts-using-wind-energy/	
https://grist.org/article/a-ferry-that-runs-on-hydrogen-fuel-cells-is-coming-to-san-
francisco/?utm_medium=email&utm_source=newsletter&utm_campaign=weekly		
cxiv	https://knowledge.insead.edu/economics-finance/the-end-of-globalisation-5046		
https://www.peakprosperity.com/blog/113900/turning-point	
See	also:	http://www.johnralstonsaul.com/non-fiction-books/the-collapse-of-globalism/		
cxv	https://news.mongabay.com/2018/04/chinas-belt-and-road-poised-to-transform-the-earth-but-at-what-
cost/?n3wsletter&utm_source=Mongabay+Newsletter&utm_campaign=15abe15f05-
newsletter_2018_04_19&utm_medium=email&utm_term=0_940652e1f4-15abe15f05-67232675		
cxvi	eg	the	Trans-European	Transport	Network,	Trade	and	Transport	Facilitation	in	SE	Europe,	The	Northern	Corridor	(East	
and	Central	Africa),	the	Delhi-Mumbai	Economic	Corridor	and	Greater	Mekong	Subregion	(GMS)	Economic	Corridors	(SE	
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Asia).	Some	‘corridors’	are	already	highly	controversial	carrying	ecological	devastation	in	their	wake,	notably	the	Trans-
Amazon	in	Latin	America		
See:	
https://news.mongabay.com/2018/05/dutch-support-soy-transport-mega-project-posing-major-risk-to-
amazon/?n3wsletter&utm_source=Mongabay+Newsletter&utm_campaign=be32a1c510-
newsletter_2018_05_31&utm_medium=email&utm_term=0_940652e1f4-be32a1c510-67232675		
These	corridors	are	very	much	the	‘schwerpunkt’	of	what	is	a	relentless	and	comprehensive	attrition	of	the	Earth’s	
surviving	life-support	systems,	ie	roads	and	rails	to	ruination,	not	prosperity.	Few	of	the	new	urban	developments	are	
weirder	than	this:	
https://www.theguardian.com/cities/2015/jul/28/astana-kazakhstan-strangest-capital-cities-on-earth	
Sometimes	transport	development	is	part	of	a	general	drive	to	expand	the	economy,	with	roads,	railway	lines	and	harbour	
expansion	as	well	as	huge	building	booms	eg	
https://news.mongabay.com/2018/07/cracks-appear-in-malaysias-building-spree-once-a-model-for-
development/?n3wsletter&utm_source=Mongabay+Newsletter&utm_campaign=d86bdb0246-
newsletter_2018_07_19&utm_medium=email&utm_term=0_940652e1f4-d86bdb0246-67232675		
Many	such	developments	are	being	driven	through	by	regimes	that	are	simply	brutal	and	repressive	kleptocracies.	The	fact	
that	even	in	conventional	the	benefits	are	dubious	and	in	any	case	outweighed	by	undeniable	costs	can	be	simply	ignored	
in	such	circumstances,	not	least	when	palms	will	be	greased	and	opposition	crushed. 
cxvii	https://www.sciencedirect.com/science/article/pii/S0169534718301198.	
https://www.theguardian.com/environment/2016/dec/15/new-map-reveals-shattering-effect-of-roads-on-
nature?utm_source=esp&utm_medium=Email&utm_campaign=Green+Light+2016&utm_term=204482&subid=7423597&
CMP=EMCENVEML1631		
cxviii	http://www.eurocentral.co.uk		
cxix	https://bettertransport.org.uk/blog/roads/nightmare-newcastle-town-moor-under-threat		
Mercifully	huge	public	protest	led	to	the	abandonment	of	this	idiotic	plan.	
cxx	Predictably,	at	their	core	are	so-called	GRIN	technologies	of	genetics,	robotics,	IT	(including	artificial	intelligence)	and	
nanotechnology.	
cxxi	http://www.newcastlesciencecentral.com		
cxxii	https://thenewpress.com/books/after-new-economy	
Bitcoin	illustrates	the	not	very	obvious	costs	of	digital	technology	eg	https://digiconomist.net/bitcoin-energy-consumption	
See	also:	
https://www.ecowatch.com/smartphones-heating-up-the-planet-
2553238059.html?utm_source=EcoWatch+List&utm_campaign=8b8da98293-
EMAIL_CAMPAIGN&utm_medium=email&utm_term=0_49c7d43dc9-8b8da98293-86026097	
Energy	consumption	is	however	only	one	cost.	There	are,	for	example,	the	limits	of	‘rare	earth’	supply	and	the	growing	
mountain	of	E-waste	(eg	https://news.sky.com/story/warning-over-growing-mountain-of-electronic-waste-11183607	)	
Other	downsides	of	an	‘E-economy’	are	evidenced	in	books	such	as	Andrew	Keen's	‘The	Cult	of	the	Amateur’	and	his	‘The	
Internet	is	not	the	Answer’,	Evgeny	Morozov’s	‘The	Net	Illusion’,		Clifford	Stoll's	Silicon	Snake	Oil’	and	Theodore	Roszak’s	
‘The	Cult	of	Information’.	
cxxiii	Such	networks	are	sources	of	great	and	growing	economic	and	political	instability	(eg	high	speed	computer-based	
trading	and	dangers	of	financial	crashes	or	cyberwarfare	eg	
https://www.motherjones.com/politics/2013/02/high-frequency-trading-danger-risk-wall-street/	)	
Computers	plus	associated	equipment	and	software	are	of	course,	not	free	ecological	limits	with	unsustainable	impact	
throughout	their	lifecycle,	from	extraction	of	raw	materials	for	their	manufacture,	manufacturing,	use	and	disposal,	with	
high	energy	costs	throughout.	Jobs	in	the	digital	startups	is	not	always	what	Fritz	Schumacher	once	called	‘good	work’	eg	
https://www.theguardian.com/news/2018/apr/17/get-rich-quick-silicon-valley-startup-billionaire-techie	
Many	startups	of	course	do	not	survive	whatever	their	working	environment	(roughly	a	50%	failure	rate	in	London,	for	
example,	according	to	the	‘Financial	Times’)	
cxxiv	https://theconversation.com/how-silicon-valley-industry-polluted-the-sylvan-california-dream-85810		
cxxv	eg	https://www.theguardian.com/commentisfree/2018/apr/30/reality-automation-terrifying		
cxxvi	Indeed	in	some	countries	these	forces	are	producing	what	John	Pilger	has	called	a	“dystopia	of	extremes”:	
https://www.theguardian.com/commentisfree/2014/jan/03/india-dystopia-extremes-resistance-rising-neoliberalism-pilger		
cxxvii		https://www.counterpunch.org/2017/08/14/gone-are-the-ties-that-bind-we-all-live-in-a-cut-and-paste-world/		
cxxviii	Most	change	throughput	history	(contemporary	society	just	being	a	mere	blip	in	such	timescales)	was	triggered	by	
some	external	event	such	as	a	plague,	drought	or	volcanic	eruption	or	the	passage	of	marauding	armies	(Mongol	invasions	
of	Europe,	post-Columbus	settlement	by	Europeans	in	North	America	etc).	That	said,	certain	‘civilisation	did	also	commit	
ecological	suicide	as	historians	such	as	Jared	Diamond	have	documented.	Now,	science	and	technology	are	driving	radical	
change,	albeit	not	by	themselves	but	by	certain	choices,	usually	made	by	political	and	corporate	elites.	
cxxix	https://www.penguinrandomhouse.com/books/206182/the-great-transformation-by-karl-polanyi/9780807056431/		
cxxx	http://www.igbp.net/globalchange/greatacceleration.4.1b8ae20512db692f2a680001630.html		
cxxxi	http://www.commoncurrent.com/pubs/PCReader-Karlenzig-Cities.pdf	See:	
http://www.bullfrogfilms.com/catalog/sub.html		
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cxxxii	http://statemuseumpa.org/levittown/two/m.html		
cxxxiii	https://makewealthhistory.org/2009/06/24/a-short-history-of-progress-by-ronald-wright/.	
https://public.wsu.edu/~susdev/Gowdy94.html	
See	also:	Orr,	D.	(1979).	‘Modernisation	and	the	Ecological	Perspective’.	in	Orr.	D.	&	M.	Soroos,	eds.,	The	Global	
Predicament	Univ.	N.	Carolina	Pr.;	Gomer,	R.	(1968).	‘The	Tyranny	of	Progress’	in	B.	Rothblatt,	ed.,	Changing	Perspectives	
on	Man,	Univ.	Chicago	Pr.;	and	Goldsmith,	E.,	et	al.	(1995).	The	Future	of	Progress:	Reflections	on	Environment	and	
Development.	Green	Books.	
cxxxiv	http://environmentalhumanities.org/arch/vol7/7.14.pdf	00	
cxxxv	https://www.theguardian.com/science/political-science/2013/mar/21/science-policy		
cxxxvi	https://oilprice.com/Energy/Energy-General/Could-Peak-Coal-Really-Be-Here.html.	http://peakoilbarrel.com/the-
energy-transition/	.	
In	terms	of	‘peaks’,	many	people	seem	to	think	only	in	terms	of	quantities	but	not	high	quality	grades,	let	alone	side-
effects.	
cxxxvii	One	should	not	forget	more	mundane	and	routine	occurrences	such	as	oil	spills,	fires,	subsidence,	sink	holes,	
mountain	top	removal	(coal),	and	in	the	case	of	fracking,	water	pollution	and	even	seismic	shocks.	
cxxxviii	http://vaclavsmil.com/wp-content/uploads/docs/smil-article-power-density-primer.pdf.	https://oregonpen.org/ted-
trainer-questioning-our-renewable-future/.	http://ourrenewablefuture.org		
cxxxix	http://www.jeffrubinssmallerworld.com		
cxl	https://www.citylab.com/equity/2015/10/the-future-of-global-development-mapped/409654/		
cxli	Thus,	we	do	not	control	the	weather	(though	we	can	change	climatic	patterns),	we	do	not	regulate	the	driving	chain	of	
all	life	(the	sun),	we	cannot	make	the	Earth	any	the	less	finite,	we	cannot	create	something	out	of	nothing,	we	cannot	defy	
entropy,	we	must	pay	maximum	attention	to	gravity,	we	do	not	create	water	(and	desalination	is	fraught	with	blowback	
costs),	we	do	not	refill	drained	aquifers,	we	do	not	make	primal	forests.	We	do	not	manufacture	soil	on	any	significant	
scale,	we	do	not	create	fossil	fuel	or	mineral	deposits,	we	do	not	photosynthesise	(well,	I	don’t,	others	might),	we	do	not	
pollinate	on	any	significant	scale,	we	do	not	break	up	and	recycle	waste	matter	on	any	significant	scale	(compared	to,	say,	
decomposers	and	detritivores	in	ecosystems),	we	cannot	make	water	spontaneously	flow	uphill,	…	Perhaps	all	the	control	
freaks	ought	be	paid	to	go	and	see	the	movie	‘The	Martian’.	Then	they	might	appreciate	how	hard	it	is	for	1	person,	let	
alone	7	billion	plus	and	still	rising	(https://www.census.gov/popclock/world	)	to	survive	without	the	Earth’s	life-support	
systems.	Much	of	the	literature	about	the	age	of	the	anthropocene	is	actually	highly	anthropocentric,	riddled	with	hubris	
and	foolish	fantasy.	See:	https://www.versobooks.com/books/2388-the-shock-of-the-anthropocene,	
https://www.ecowatch.com/the-anthropocene-age-1881558174.html	and	https://global.oup.com/academic/product/the-
arrogance-of-humanism-9780195028904?cc=gb&lang=en&		
cxlii	http://www.postcarbon.org/publications/shale-reality-check/		
cxliii	https://www.resilience.org/stories/2017-02-14/questioning-our-renewable-future/.	http://vaclavsmil.com/wp-
content/uploads/docs/smil-article-power-density-primer.pdf		
cxliv	http://richardheinberg.com/museletter-313-electric-cars-rescue.	
https://www.theguardian.com/football/ng-interactive/2017/dec/25/how-green-are-electric-cars.	
http://www.dw.com/en/how-eco-friendly-are-electric-cars/a-19441437.	https://www.treehugger.com/cars/we-dont-
need-electric-cars-need-get-rid-cars.html.	
https://www.treehugger.com/urban-design/teslas-parking-lot-shows-cars-are-cars-whatever-under-hood.html.	
https://www.newstatesman.com/culture/observations/2016/04/transports-favourite-myth-why-we-will-never-own-
driverless-cars.	
See	also	
http://energypost.eu/hydrogen-fuel-cell-cars-competitive-hydrogen-fuel-cell-expert/		
https://islandpress.org/book/the-hype-about-hydrogen		
In	the	US,	surface	car	parks	take	up	land	roughly	about	the	size	of	Puerto	Rico	(which	is	3,459	sq.	miles	or	8,959	sq.	km),	
according	to	conservative	estimates	in	a	new	book	by	Eran	Ben-Joseph,	professor	of	landscape	architecture	and	planning	at	
Massachusetts	Institute	of	Technology.	The	true	figure	could	be	up	to	4,700	sq.	miles	(12,170	sq.	km,	larger	than	Jamaica	
or	Qatar).	Autonomous	electric	cars	would	still	have	to	be	parked,	though	that	impact	could	be	much	reduced	by	co-
sharing	schemes	eg	
http://montrealgazette.com/news/local-news/montreals-electric-car-sharing-project-will-favour-several-players		
cxlv	Of	course	some	of	the	more	fanatical	advocates	of	growth	see	the	subjugation	of	the	Earth	as	but	a	stepping-stone	to	
the	colonisation	of	other	planets	and/or	life	in	space	stations.	This	fantasy	was	refuted	years	ago	(eg	
https://academic.oup.com/jhered/article-abstract/50/2/68/821054?redirectedFrom=fulltext.	
More	limits	have	emerged	since,	not	least	the	problem	of	'space	junk'	
(eg	https://www.theatlantic.com/magazine/archive/1998/07/the-danger-of-space-junk/306691/).	
Perhaps	compulsory	viewing	of	the	film	‘The	Martian’	should	be	organised	for	such	people	to	teach	them	how	hard	it	is	to	
sustain	just	one	life	on	Mars	or	any	other	planet.	Life	on	space	stations	would,	if	nothing	else,	be	extremely	authoritarian	
since	no	single	error	could	be	tolerated	in	such	an	unforgiving	environment.	The	Earth	is	our	‘Des	Res’	and	should	be	
treated	as	such.	
cxlvi	https://ourworld.unu.edu/en/the-frightening-politics-of-geoengineering		
cxlvii	A	critical	distinction	about	available	and	anticipated	technologies	is	made	here:	
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http://www.georgescuroegen.org/wp-content/uploads/2016/10/1984_Feasible-recipes-ViableTecnologies.pdf		
cxlviii	http://www.citylimitslondon.com/downloads/Complete%20report.pdf		
cxlix	https://www.theguardian.com/commentisfree/2017/nov/14/canadas-shameful-environmental-secret-tar-sands-
tailings-ponds		
cl	
https://deepblue.lib.umich.edu/bitstream/handle/2027.42/120326/Kroll_BrasiliaOrTheLimitsOfTheory.pdf?sequence=1&is
Allowed=y		
cli	http://uk.businessinsider.com/these-chinese-cities-are-ghost-towns-2017-4/#these-new-chinese-cities-are-built-to-the-
point-of-near-completion-before-introducing-people-caemmerer-said-because-of-this-there-is-an-interim-period-
between-the-final-phases-of-development-and-when-the-areas-become-noticeably-populated-during-which-many-of-the-
buildings-stand-empty-2		
clii	eg	https://ilsr.org/selfreliant-cities/.	
http://www.feasta.org/documents/review2/douthwaite.htm;	https://econation.co.nz/localised-economy/.	
http://neweconomics.org/2009/06/localism/	
There	are	a	number	of	case	studies	here:	
http://www.postcarbon.org/program/resilience/		
cliii	https://www.theguardian.com/commentisfree/2018/jun/10/northern-rail-nationalisation-transport-policy		
cliv	Here	is	an	example	of	the	kind	of	regional	thinking	we	need:	
http://www.vspop.org/htm/opt_sustainable_report_vt_2013_ver4.pdf	
Here	are	some	of	the	implications	for	transport	that	flow	from	such	an	analysis:	https://www.stvt.org		
clv	http://www.demand.ac.uk/commission-on-travel-demand/	
clvi	https://www.mirror.co.uk/money/commuters-pushing-up-house-prices-11834254	
and	
https://www.homesandproperty.co.uk/property-news/londoners-face-longer-journeys-to-work-as-high-house-prices-
push-them-to-emerging-second-commuter-a118691.html		
It	is	also	creating	a	life	of	“divided	lives”,	not	exactly	good	for	family	life,	personal	health,	or	strong	local	communities,	eg	
https://www.ft.com/content/4fd8769c-2f89-11e7-9555-23ef563ecf9a		
clvii	https://www.nottingham.ac.uk/transportissues/cong_car.shtml	
See	also:	http://scitechconnect.elsevier.com/psychology-of-the-car/.	
http://cfu.freehostia.com/Members/colin/autogeddon/.	
https://www.ucpress.edu/book/9780520216204/asphalt-nation.	
https://sites.tufts.edu/carscultureplace2010/files/2010/09/Sachs_For-the-Love-of-the-Automobile_p.-91-109.pdf.	
https://www.marxists.org/history/etol/writers/oflinn/1977/05/automobile.html		
https://www.dw.com/en/germanys-love-affair-with-the-car/a-37917377		
clviii	https://www.citylab.com/transportation/2014/02/9-reasons-us-ended-so-much-more-car-dependent-europe/8226/.	
https://www.questia.com/library/6843193/the-motorization-of-american-cities		
clix	For	an	insight	to	this	ugly	story,	see:	
http://www.uapress.ua.edu/product/Egotopia,908.aspx	
Floyd,	Charles	F.,	and	Peter	J.	Shedd	(1979).	‘Highway	Beautification:	The	Environmental	Movement's	Greatest	Failure’.	
Westview	Press.	 
clx	https://www.mirror.co.uk/news/politics/union-leaders-back-heathrow-third-12501240.	
https://www.heathrowexpansion.com/press/union-leaders-we-urge-parliament-to-back-heathrow-expansion/.	
http://www.railtechnologymagazine.com/Rail-News/hs2-agree-to-form-new-committee-with-tuc.	
http://www.unitetheunion.org/news/unite-conference-to-secure-the-future-of-the-uk-automotive-industry/		
clxi	https://www.citylab.com/transportation/2013/06/be-careful-how-you-refer-so-called-great-american-streetcar-
scandal/5771/.	
https://www.theguardian.com/cities/2016/apr/25/story-cities-los-angeles-great-american-streetcar-scandal.	
https://www.smithsonianmag.com/history/nobody-walks-in-la-the-rise-of-cars-and-the-monorails-that-never-were-
43267593/.	
clxii	Eg	http://www.speedhunters.com.	https://www.youtube.com/watch?v=wvd2g6kxZz8	
For	a	flavour	of	associated	opinions,	sample:	
https://www.topgear.com/car-news/jeremy-clarkson/clarkson-environmentalists	
Julian	Baggini	put	it	well	in	the	Guardian	(25/08/2004):	
“(the	car-drunk)	are	the	problem:	over-dependent	on	their	cars,	critical	of	other	road	users	but	not	themselves,	and	
frustrated	by	anything	that	puts	a	brake	on	their	speed”.	
clxiii	A	revealing	instance	is	the	frequency	of	mobile	phone	conversations	in	train	quiet	coaches.	
clxiv	eg	https://www.theguardian.com/world/2017/may/31/copenhagen-to-install-information-panels-to-reduce-cycling-
congestion		
clxv	Anyone	seriously	concerned	about	ecological	sustainability	must	take	on	board	what	theorists	have	variously	called	the	
“tyranny	of	small	decisions”	(Kahn),	“social	traps”	(Costanza),	or	the	“ecology	of	micro-motives”	(Schelling).	See,	for	
example:	
http://en.wikipedia.org/wiki/Tyranny_of_small_decisions	.	
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https://archive.org/stream/pdfy-
SXVS7n8VWRQUMvFD/Ecology%20and%20the%20politics%20of%20scarcity%20revisited%20%20the%20unraveling%20o_
djvu.txt.	
https://academic.oup.com/bioscience/article-abstract/32/9/728/337180;	
https://www.thegreeninterview.com/2010/09/05/ronald-wright-progress-traps/		
clxvi	A	particularly	gross	example	comes	from	the	finite	but	open	access	system	we	call	the	sewers:	
https://www.theguardian.com/environment/2018/feb/18/dont-feed-fatberg-museum-london-clogging-sewers-oil.	
See	also:	
https://www.theguardian.com/environment/2015/mar/19/dont-flush-wet-wipes-toilet-conservationists	and	
https://www.bbc.co.uk/news/world-europe-32960470		
http://education.nationalgeographic.co.uk/encyclopedia/great-pacific-garbage-patch/		
Even	the	sky	is	indeed	the	limit	in	terms	of	open	access,	as	evidenced	by	the	greenhouse	effect	and	general	air	pollution.	
Perhaps	the	most	visible	example	of	the	whole	dynamic	is	the	loss	of	the	night	sky	courtesy	of	light	pollution.	Yet	many	
people	presumably	feel	safer	and	so	forth	with	lights	left	on.	They	might	even	just	like	it	that	way	but	the	collective	effect	
is	the	same	whatever	the	reason.	
clxvii	https://www.equalitytrust.org.uk/scale-economic-inequality-uk	
https://www.theguardian.com/inequality/2017/dec/03/income-inequality-is-getting-wider-if-the-stats-count-what-counts	
Transport	spending	reflects	certain	regional	inequalities	eg	
https://www.theguardian.com/uk-news/2017/feb/20/more-than-half-uk-investment-in-transport-is-in-london-says-study	
[to	be	fair,	there	are	a	lot	of	bus	journeys	in	London	and	many	railway	journeys	start	or	end	at	a	London	mainline	station].	
Examples	of	transport	infrastructure	spending	can	be	very	unfair	in	terms	of	who	benefits	the	most	include;	
https://www.independent.co.uk/news/uk/home-news/heathrow-expansion-third-runway-rich-benefits-business-
a8412121.html.	http://www.railtechnologymagazine.com/Rail-News/HS2-a-wasteful-railway-for-the-rich---report.	
https://www.theguardian.com/commentisfree/2017/feb/27/westconnex-is-a-bad-deal-for-motorists-and-taxpayers-who-
is-it-good-for		
clxviii	Apparently,	at	any	one	time,	a	million	people	are	in	the	air	
clxix	https://www.researchgate.net/publication/286606520_Hypermobile_travellers		
clxx	The	proximity	of	the	cycle	lane	to	a	bus	stop	creates	a	real	hazard	for	visually	impaired	people	getting	off	buses,	for	
example.	
clxxi	https://www.theguardian.com/technology/2016/apr/27/how-uber-conquered-london		
clxxii	http://www.dailymail.co.uk/news/article-5636643/Deliveroo-effect-seen-Brits-splurge-takeaways-soar-73-CENT.html	
For	a	local	example:		https://www.coventrytelegraph.net/whats-on/food-drink-news/deliveroo-needs-more-coventry-
riders-13709116		
clxxiii	Internet	research	reveals	some	big	claims	about	its	superiority	over	trees	regarding	the	absorption	of	air	pollutants.	
Perhaps	that	is	true.	But	this	author	does	know	that	trees	do	several	other	things.	Apart	from	purifying	the	air,	trees	'run'	
on	solar	energy,	providing	shelter	and	shade,	creating	habitat	 for	other	species,	storing	water,	protect	the	soil,	maintain	
themselves,	 create	 tranquillity	 around	 them,	 …	 Oh	 yes,	 and	 they	 are	 beautiful.	 They	 do	 not	 need	 manufacturing,	 no	
minerals	have	to	be	mined	nor	power	produced	to	make	them.	They	also	are	also	self-maintaining	and	consume	their	own	
'wastes'.	 After	 very	 long	 lives,	 they	 'recycle’	 themselves,	 thanks	 to	 the	 processes	 of	 decomposition.	 All	 this	 for	 free.	
Perhaps	there	might	be	a	short-term	case	for	'moss	trees'.	But	there	is	a	much	bigger	case	for	planting	lots	of	'real'	trees,	
for	protecting	 those	 that	already	exist	and	 for	curbing	 the	source	of	 the	problem	that	 the	 'moss	 tree'	purportedly	 fixes.	
Instead,	Newcastle	City	council,	 just	 like	most	other	councils	and	most	national	governments,	has	been	 loading	things	 in	
favour	of	private	car	and	vans	for	decades. 
clxxiv	https://www.chroniclelive.co.uk/news/north-east-news/how-polluted-north-east-uk-14603458		
clxxv	http://spaceforgosforth.com/pollutionplan/		
clxxvi	https://www.theguardian.com/uk-news/2018/jun/03/newcastle-fells-more-trees-than-any-other-uk-council		
clxxvii	https://www.bbc.co.uk/news/uk-england-35312562	
It	is	indeed	a	global	problem.	Over	the	past	40	years,	the	number	of	cars	around	the	world	has	increased	tenfold	to	over	
1.2	billion,	excluding	vans,	trucks,	diggers	etc.	(http://www.worldometers.info/cars/)		
If	the	rest	of	Asia	were	to	achieve	the	same	ratio	of	cars	to	people	as,	say,	Japan	(not	high	compared	to	America),	the	
number	of	cars	in	the	world	would	double.	
clxxviii	Sometimes	this	is	called	the	‘overbooked’	or	‘overscheduled’	child	eg	
https://www.psychologytoday.com/us/articles/200301/the-overbooked-child		
clxxix	https://www.podilates.gr/files/TimePollution.pdf.		
https://www.questia.com/library/3431964/hyperculture-the-human-cost-of-speed	
.https://www.theguardian.com/society/1999/nov/03/guardiansocietysupplement4.	
https://www.theguardian.com/technology/2001/may/26/internetnews.comment.		
https://www.theguardian.com/books/2004/jul/03/highereducation.news2	
	See	the	various	studies	of	work	and	leisure	by	Juliet	Schor	and	Barbara	Ehrenreich	in	particular	(eg	
https://www.humansandnature.org/juliet-schor	and	http://barbaraehrenreich.com/nickel-and-dimed-by-barbara-
ehrenreich/	).	
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Women	can	be	especially	hit	eg	https://www.theguardian.com/Columnists/Column/0,,210408,00.html.		
General	levels	of	stress	and	ill	health		are	aggravated	by	the	noise	levels	from	road	transport.	See:	
https://www.eea.europa.eu/highlights/road-traffic-remains-biggest-source	and	
https://www.citylab.com/transportation/2015/05/exposure-to-traffic-noise-may-raise-your-risk-of-obesity/394103/	
https://www.ncbi.nlm.nih.gov/pmc/articles/PMC5437751/		
http://www.hacan.org.uk/resources/briefings/hacan.briefing.noise.pdf		
clxxx	https://ridesolutions.org/enough-with-the-fetishization-its-just-a-car/	
SUVs	seem	to	be	an	object	of	especial	fetish,	aided	and	abetted	by	wall-to-wall	advertising,	especially	in	cinemas.	See:	
Anderson,	R.	(2000).	‘Road	to	Ruin:	the	Cultural	Mythology	of	SUVs’.	In	Anderson	R.	&	L.	Strate,	eds.’Studies	in	Media	
Commercialism’.	OUP.	
clxxxi	http://www.urbantransportgroup.org/system/files/general-docs/WhatLightRailCanDoforCitiesMainText_0218.pdf		
clxxxii	https://www.citylab.com/transportation/2012/03/why-are-people-rioting-over-bogotas-public-transit-system/1537/		
clxxxiii	https://www.visitljubljana.com/en/visitors/explore-the-region/traffic-and-transport/kavalir-getting-around-the-city-
centre-by-electric-car/		
clxxxiv	https://greenerjourneys.com/blog/free-bus-pass-older-people-benefits-everyone/		
clxxxv	https://www.theguardian.com/environment/2018/jun/28/housing-and-car-industries-should-be-ashamed-of-climate-
record?CMP=Share_iOSApp_Other	
See	also:	
https://www.driving.co.uk/news/a-history-of-car-industry-cock-ups-and-cover-ups/		
clxxxvi	This	is	a	useful	study:	
https://northwest.greenparty.org.uk/resources/North%20West%20Green%20Party/Transport%20for%20the%20Common
%20Good_April%202014.pdf		
clxxxvii		Watch:	https://vimeo.com/234826824		
Acorn	Road	in	Jesmond	(Newcastle)	and	proposed	quasi-pedestrianisation	of	Blackett	Street	in	the	city	centre.	
clxxxvii.	Copenhagen	has	one	of	the	biggest	pedestrian	zones.	Its	success	refutes	many	myths	about	the	policy.	
clxxxviii	https://www.livingstreets.org.uk/what-we-do/projects.	An	interesting	example	of	initiatives	in	this	direction	comes	
from	New	York:	http://www.nyc.gov/html/dot/downloads/pdf/2012-10-measuring-the-street.pdf	Shop	revenue	and	
government	income	went	up	with	thee	spread	of	pedestrian	plazas	and	bike	lanes,	contrary	to	the	self-serving	dire	
predictions	of	the	car	lobby.	
clxxxix	For	a	case	study,	see:	
http://www.20splenty.org	
This	is	another	area	of	myth	making.	See:	
https://www.theguardian.com/commentisfree/2007/nov/13/comment.transport		
cxc	https://www.airqualitynews.com/2018/02/27/eu-approves-germanys-electric-bus-plan/	
cxci	https://weownit.org.uk/public-ownership/buses		
cxcii		https://cleantechnica.com/2010/08/09/solar-bus-shelter-in-corona-california-and-london/		
cxciii	https://bathtrams.uk/arguments-for-trams/;	http://www.railjournal.com/index.php/light-rail/utrecht-to-rebuild-fast-
tram-line.html		
It	might	be	noted	here	that	the	much	maligned	Edinburgh	tram	system,	one	plagued	by	arguably	avoidable	problems,	
actually	came	into	surplus	two	years	ahead	of	the	target	date	
(https://www.edinburghnews.scotsman.com/news/transport/edinburgh-trams-make-a-profit-two-years-ahead-of-
schedule-1-4489372	)	
cxciv	The	case	for	monorail	systems	is	uncertain	eg	https://www.itdp.org/special-report-monorails-back-to-the-future/		
cxcv	Several	examples	in	the	north	here:	
https://www.bettertransport.org.uk/re-opening-rail-lines.	
See	also:	https://www.railfuture.org.uk/Welcome+to+Railfuture.	
Here	are	two	examples	from	the	North	East:	
http://www.senrug.co.uk/Re-open-AshingtonBlythTyneLine.php.	
http://www.railtechnologymagazine.com/Rail-News/business-case-study-into-re-opening-of-leamside-line-/75354.	
Instead	of	grandiose	talk	about	transport	corridors,	just	a	radical	upgrade	of	the	line	and	train	services	between	Carlisle,	
Newcastle	and	Middlesbrough	would	be		areal	step	forward.	Sometimes,	however	we	should	be	reasonably	content	with	
what	we’ve	got.	Certainly	under	(nationalised)	East	Coast	the	Newcastle-London	train	services	was	quite	acceptable.	
Instead	of	HS2,	we	should	concentrate	on	what	are	often	poor	cross-country	services.	
cxcvi	https://theconversation.com/the-case-for-re-nationalising-britains-railways-45963		
cxcvii	https://www.theguardian.com/public-leaders-network/2015/aug/21/creative-council-cycling-schemes	
Generally,	the	Netherlands	and	Denmark	sow	the	way.	It	must	be	stressed	that	cycle	lanes	and	other	such	provision	must	
take	full	account	of	pedestrian	needs	and	especially	the	safety	of	the	visually	impaired.	Bike	technology	also	offers	much	
scope	for	genuinely	progressive	R&D	eg	
https://www.treehugger.com/corporate-responsibility/e-bikes-will-eat-cars.html.	
cxcviii	https://www.blue-city.co.uk.	http://socialcar-project.eu/download/Sharing%20mobility%20in%20Ljubljana_77.pdf.	
On	taxis,	see:	http://www.alphr.com/cars/1008452/london-electric-taxi-things-we-love.	
There	are	alternatives	to	conventional	taxi	firms	or	Uber	eg	http://austintexas.gov/taxicoop.	
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cxcix	Curitiba	in	Brazil	provides	some	useful	ideas:	
https://www.treehugger.com/cars/curitibaatms-bus-rapid-transit-23-million-passengers-a-day.html.	
There	is	a	useful	comparison	here	between	the	USA	and	Germany:	
https://www.citylab.com/transportation/2015/02/all-the-ways-germany-is-less-car-reliant-than-the-us-in-1-
chart/385163/.	
It	shows	the	possibilities	that	open	once	there	is	political	will.	
cc	There	may	be	cases	for	new	roads	at	accident	black	spots	and	so	forth.	It	is	the	general	presumption	that	counts.	A	more	
radical	option	is	to	remove	roads	reusing	the	space	for	wildlife	habitat,	parks	and	housing	eg	
https://en.wikipedia.org/wiki/Freeway_removal	
Here	is	a	case	study:	http://www.preservenet.com/freeways/FreewaysPompidou.html.	
Other	examples	can	be	found	here:	
https://gizmodo.com/6-freeway-removals-that-changed-their-cities-forever-1548314937.	
Indeed	we	need	some	sustainable	growth	in	‘depaving’	eg	http://depave.org/about/mission/.	
This	is	the	very	opposite	of	the	current	trend	to	‘open	up’	roadless	areas	with	new	‘access’	roads	and	parking	lots.	See	also:	
https://www.wilderness-society.org/call-for-roadless-areas/.	
It	also	means	resistance	to	the	use	of	off	road	vehicles	on	hillsides	of	this	kind:	
http://www.perthshireoffroad.co.uk.Mountain	bike	riding	is	also	wrecking	many	paths	and	disturbing	wildlife	habitat.	See:	
http://www.thewildlifenews.com/2014/07/12/why-mountain-biking-is-inappropriate-in-wilderness/	and	
http://www.culturechange.org/mountain_biking_impacts.htm.	
cci	http://therevelator.org/highway-wildlife-crossings/?utm_source=eeo&utm_medium=email.	
ccii	http://www.monbiot.com/2000/08/03/drivers-are-undertaxed/.	
An	example	of	genuinely	progressive	subsidy	is	this	initiative	in	Germany:	
https://www.treehugger.com/public-transportation/german-cities-offer-free-transit-cut-air-pollution.html.	
Sadly	there	was	a	political	swing	against	this	project:	
https://www.citylab.com/transportation/2014/01/largest-free-transit-experiment-world/8231/.	
cciii	https://www.fsb.org.uk/docs/default-
source/Publications/reports/publi_spec_ukprocuresummary_july2013(1).pdf?sfvrsn=1.	
cciv	https://www.inyourpocket.com/ljubljana/Sustainable-Mobility-Plan_136308v.	
ccv		https://www.portlandoregon.gov/bps/article/689701		
The	suburb	of	Notre	Dame	de	Grace	in	Montreal	is	an	interesting	district	with	a	still	vibrant	local	high	street,	plenty	of	
parks	and	trees	and	mixed	housing,	including	plenty	of	apartments	above	shops.	It	has	excellent	public	transport	
(https://en.wikipedia.org/wiki/Société_de_transport_de_Montréal)	with	a	rapid	transit	station	and	plenty	of	buses,	some	
operating	on	a	10	minute	maximum	wait	between	6.00-21.00.	That	said,	the	recurrent	traffic	jams	on	the	nearby	
Autoroute	15	shows	how	much	is	still	to	be	done	to	curb	the	car.	Giant	road	schemes	such	as	the	new	Turcot	interchange	
(https://www.roadtraffic-technology.com/projects/turcot-interchange-project-montreal/	)	show	how	‘old’	ideas	can	sit	
alongside	more	forward	ways	of	thinking.	Cycling	provision	is	more	advanced	than	in	most	North	American	cities	but	more	
could	be	done	eg	
https://www.citylab.com/transportation/2017/05/is-montreal-still-north-americas-cycling-capital/527214/.	
ccvi	http://www.andywightman.com/docs/LVT_england_final.pdf.	
ccvii	http://journals.sagepub.com/doi/abs/10.1177/0956247806063947.	
http://www.policy-network.net/uploads/media/158/3392.pdf.	
http://www.stevemelia.co.uk/urbantransport.html.	
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