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Abstract  

Amidst the COVID-19 pandemic, South Gloucestershire Council implemented a number of 

emergency travel schemes (ETS) including temporary cycle lanes, school streets, low traffic 

neighbourhoods and widened pavements. The travel schemes aimed to encourage active 

travel and increase social distancing. This project offers a formative evaluation of the 

schemes’ impact on travel behaviour and local communities. As the Council deployed the ETS 

at pace, it was not possible to gather baseline data before their implementation. Therefore, 

we utilised existing data encompassing a travel survey by TravelWest, modelled air quality 

data from the Department for Environment, Food and Rural Affairs (DEFRA) and consultation 

data collected by the Council, and supplemented these with a population-based (telephone) 

survey of public attitudes, interviews with council officers in the local authority, a citizens 

panel focus group and scheme Intercept Surveys, to better understand the views of the local 

population of the schemes. Due to the lack of baseline data, much of our primary data is based 

on retrospective recall and personal post hoc interpretations of behaviour change. Thus, it is 

difficult to make robust inferences about actual behaviour change in the population. It is also 

important to appreciate our findings in the context of the COVID-19 pandemic, as it is 

challenging to isolate the impacts of changes to the built environment on active travel beyond 

those of the pandemic itself.   

Our findings show that, whilst there have been changes in commuting and travel to work 

practices throughout the COVID-19 pandemic, there is limited evidence of the ETS changing 

active travel behaviour at a population level in South Gloucestershire. There is, however, 

some evidence of increases in reported active travel behaviour locally in response to the ETS 

(particularly the cycle lanes, low traffic neighbourhoods and school streets). Thus, the ETS 

may be having some small impacts on active travel behaviour where they are implemented, 

but there is insufficient evidence of them having wider population-level impacts. There were 

generally high levels of satisfaction with the ETS from those who were aware of and using 

them, but there were mixed perceptions around the design and experienced outcomes of all 

schemes. Scheme fidelity (i.e., how schemes worked in practice, and if they were used as 

intended) influenced perceived satisfaction and safety from respondents. Greater public 

consultation may have facilitated a clearer framing of the purpose and potential benefits of 
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the ETS, and better exploration of the trade-offs and potential issues involved. Due to the 

small scale and localised nature of the ETS, and the limited granularity of the DEFRA air quality 

data, it is difficult to assess the impact of the individual travel schemes upon air quality.  

Overall, our findings highlight important considerations and learning for the implementation 

and evaluation of future travel schemes. We provide key recommendations to guide future 

decision making and practice.  
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Executive Summary  
Background  

In response to the COVID-19 pandemic, the UK government announced the introduction of 

an Emergency Active Travel Fund and issued statutory guidance around the implementation 

of emergency travel schemes (ETS). This was done to encourage local authorities across 

England to create new opportunities for commuters and other road users to take up active 

forms of travel, to make active travel safer, and to facilitate greater social distancing, 

particularly along busy high streets.  

Following the announcement, South Gloucestershire Council introduced a range of ETS from 

mid-2020. These can be categorised into four groups:  

• Cycle lanes – road lanes that segregate cyclists from car users helping to increase 

safety and the visibility of cycling. 

• Low traffic neighbourhoods (LTN) – the creation of low traffic residential 

neighbourhoods by restricting car access through residential streets. 

• School streets - the closure of roads near schools during drop off/pick up times.  

• Widened pavements - the widening of pavements along busy High Streets to facilitate 

social distancing.    

This report offers a formative evaluation of the impact of the ETS on travel behaviour and 

local communities. The evaluation looks at residents’ perceptions and experiences of the ETS, 

to see if the ETS have increased active travel practices, and any consequential improvements 

in air quality. 

Evaluation methods and data  

The report employs a mixed-methods approach. Due to the lack of suitable routine data that 

can offer a robust baseline (pre-pandemic) to make temporal comparisons, a variety of 

primary and secondary data is drawn upon and employed to evaluate the impact of the ETS.  

Primary data collection included: an Attitude Survey (a representative survey with a weighted 

sample to explore levels of awareness of the ETS, self-reported changes to travel behaviour, 



Page 9 

 

and views on similar schemes in the future); Intercept Surveys (targeted surveys to collect the 

perceptions and experiences at three travel scheme locations: a LTN at Signal Road and 

Charnell Road, a School Street at Abbotswood Primary School and a cycle lane at Station Road 

in Yate); Local Authority Officer Interviews (interviews with South Gloucestershire council 

officers who were involved in the decision making, design and delivery of the ETS, to look at 

their perceptions and reflections); and, a Citizens Panel Focus Group (an online group 

interview with South Gloucestershire residents to discuss reflections on emerging research 

findings as well as perceptions of the current ETS and thoughts on future interventions).  

Secondary data included: the Travel to Work survey (an annual commissioned survey which 

provides insight into the commuting patterns of road users across the South Gloucestershire 

region); the Space to Move consultation survey (a survey targeted at ETS intervention sites 

which offered insight into people’s experience of the ETS); contextual data from the 2011 

census (to gain an insight into the number and proportion of residents in South 

Gloucestershire who used active means of travel to commute to and from work); and, air 

quality data from the Department for Environment, Food and Rural Affairs (DEFRA). 

Results 

Attitude Survey findings  

Knowledge and awareness of the ETS were mixed - only cycle lanes had attracted a 

considerable level of reported awareness. This is not surprising from a representative sample 

(n = 1,352) over a wide geographical area (South Gloucestershire population = 285,000),  

when the ETS are typically relatively small and local in their application. Across the ETS, there 

appears to be a considerable proportion of those aware of the schemes having had 

experience and use of them, with around half of those aware of the widened pavements and 

school streets schemes reporting using them. Among those who reported awareness and use 

of the ETS, a majority (around sixty percent) were satisfied or very satisfied. The highest 

reported ETS experience was for cycle lanes and widened pavements schemes, with both 

having around fifteen percent reported use. 

Whilst modes of transport were not reported as substantially changing in response to the ETS 

(with around ninety-five percent of respondents stating that they used their car at similar 
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levels as pre-intervention), for those aware of the ETS, there is some evidence to suggest a 

modest increase in the number of people undertaking active forms of travel for work and 

leisure, with reported increases of around 10% in walking and cycling to work and leisure 

activities.  However, it is difficult to distinguish if reported changes are consequences of shifts 

in wider public practices in response to the COVID-19 pandemic. It is also crucial to remember 

that the Attitude Survey was based on retrospective recall, without before and after samples. 

This means it is difficult to infer actual behaviour change.  

Support for the hypothetical introduction of further travel schemes was mixed. School streets 

and road closures received the highest support, with just over half of respondents reporting 

support. Reduced road width and the removal of car parking spaces received the lowest levels 

of support. People generally reported that they did not believe that the introduction of a 

travel scheme would encourage them to walk and cycle more. A hypothetical road closure 

was perceived to have the greatest potential to encourage more walking and cycling, with 

around one-quarter of participants reporting such a scheme may encourage active travel.   

Space to Move Consultation findings  

There were high levels of perceived satisfaction for the LTN scheme at Signal Road/Charnell 

Road, but generally dissatisfaction at both sites employing a widened pavement scheme 

(Staple Hill High Street, Hatchet Road). Common negative themes across all sites included 

design issues, worsening journey conditions and decreases in safety (see the below table for 

a summary). Positive accounts across these themes were also found (albeit often in lower 

numbers). The findings highlight polarising and at times contradictory perceptions of the 

schemes.  It is important to note that the Space to Move consultation was carried out early in 

the ETS implementation, and this resulted in some schemes being amended or removed. 

Thus, the findings may not reflect current ETS views. 

Theme Sub-theme  

Positive 

Perceptions   

• Improved safety  
• (e.g., perceived increased safety for cyclists, pedestrians, children) 

 
• Environmental  

• (e.g., more pleasant area)   
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• Traffic conditions  
• (e.g., reduced speeding, reduced congestion, no negative impact on 

car journey) 
Negative 

Perceptions   

• Intervention layout/design  
• (e.g., not used as intended, poor layout/design, not required for the 

area, not ambitious enough, no impact on social distancing, 
negatively affecting disabled, elderly, and buggy users) 
 

• Reduced safety  
• (e.g., less safe for pedestrians, more difficult crossing road as a 

pedestrian, not safe for cyclists) 
 

• Traffic/Journey conditions 
• (e.g., increased congestion, increased pollution, re-routing of traffic, 

Increased car journey time, Slowing traffic) 
 

• Lack of consultation  
 

• Business  
• (e.g., adverse impact on businesses due to reduced access/parking) 

  

The modifications to the road layouts have resulted in some cyclists and pedestrians reporting 

feeling safer and more confident in using the roadway to undertake active travel, but there 

were also reports of worsening traffic conditions (increased congestion and slower travel 

times particularly during busy travel times). An indirect result of this was perceived increased 

pollution from idling cars in tailbacks. Some respondents perceived that traffic simply diverted 

away from the scheme locations. There were perceptions of some ETS not being used as 

intended. The fidelity and adherence of the schemes from pedestrians, cyclists and road users 

appeared to impact upon perceived satisfaction and safety (e.g., cars queueing and blocking 

pedestrian crossings was noted to impact perceived safety). Some respondents suggested 

that aspects of the ETS (specifically the removal of car access and parking spaces) may reduce 

the use of public Highstreets, with this having detrimental impacts upon local businesses.  

The small sample sizes and self-selecting nature of the sample in the Space to Move 

Consultation survey, as well as the nature of the reflective questions rather than data on 

behavioural practices, make drawing firm conclusions difficult.  

Air quality data findings  
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The areas of poorest air quality are locations where many ETS are located, suggesting the 

decision to locate the schemes in such areas is justified based on air quality levels. Due to the 

small scale and localised nature of the ETS, and the limited granularity of the DEFRA modelled 

air quality data, it is extremely difficult to assess the impact of the individual travel schemes 

upon air quality. 

Travel to Work findings  

The impact of COVID-19 is evident in the changing work patterns of people undertaking the 

annual Travel to Work survey – with the percentage of people working from home moving 

from less than one percent in 2019, to around sixty percent in 2021. Looking specifically at 

people travelling to work between 2019 and 2021, car use increased from around fifty percent 

in 2019 to sixty percent in 2021, and public transport use decreased from around fifteen 

percent to less than ten percent over the same period. Slight decreases were also seen for 

both walking and cycling. These changes may more reflect the COVID-19 guidance and public 

concern for infection reducing their use of public transport, than the impact of the ETS. 

The types and locations of businesses who responded to the Travel to Work survey changes 

each year, and the sample of companies participating in the survey changes, meaning the 

travel routes and locations are not consistent, nor thus easily comparable, year on year. 

Therefore, the changes in travel to work patterns could be largely explained by the types and 

locations of businesses who responded to the Travel to Work survey, and thus do not 

accurately reflect shifts in wider commuting behaviour at the population level. 

Intercept Survey findings  

Overall, there were positive perceptions and satisfaction with the LTN scheme at Charnell and 

Signal Road, the school street scheme at Abbotswood, and the cycle lane on Station Road in 

Yate. There was some evidence of reported increases in walking and cycling behaviour in 

response to the ETS. The LTN scheme at Charnell and Signal Road saw a nearly ten percent 

increase in the proportion of respondents walking ‘daily’ and ‘2-5 times per week’. The 

proportion of people cycling ‘daily’ and ‘2-5 times per week’, also saw small increases. Around 

two-thirds of people surveyed about the LTN reported they were more likely to interact with 

their neighbours. The cycle lane scheme at Yate was reported to be encouraging people to 
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use that area to cycle, with a small reduction in ‘monthly’ and ‘never’ cycling frequencies, and 

a slight increase in cycling ‘2-5 times per week’. The Abbotswood school street scheme was 

reported to encourage families to reduce their car use in favour of active travel, with around 

one-third of respondents reporting being more likely to use active travel modes. 

Generally, there was little reported improvement to journey time by respondents, but the 

schemes were suggested to be increasing perceptions of safety, overall journey quality, and 

perceptions of local areas. Overarching issues included perceived displacement of traffic to 

other areas, with this having associated views of decreased safety and increased congestion 

(and pollution) in these areas. Also, the adherence of road users and pedestrians to the 

schemes (e.g., cars merging into the cycle lane, cars not adhering to school street parking 

rules), was noted to impact upon participant perceptions of scheme satisfaction and safety. 

Further, and specifically in relation to the LTN Schemes, scheme aesthetics (the bollards used 

to block the roads) were described as not being appealing and needing improvement.  

When interpreting the data, the low sample numbers for the Intercept Surveys must be noted, 

but this is a common limitation of such methods due to their targeted and opportunistic 

nature. Also, the post hoc reporting of respondent’s travel practices means there is no 

baseline data, thus changes in travel behaviours are based on retrospective recall. 

Nevertheless, they provide useful insight into the perspectives and experiences of people in 

the areas where schemes are being implemented. 

Local Authority Officer Interview Findings  

The nature of the ETS meant that they were delivered within very short timescales and 

followed different processes to ‘business as usual’. It was suggested that for members of the 

public (who may have been used to being consulted about schemes in advance), the 

implementation of the ETS may have felt unexpected, despite effort being made to 

communicate and consult about their implementation. The speed of implementation of the 

ETS was seen as both positive (e.g., allowing for rapid action, and for people to see and benefit 

from the schemes quickly) and negative (differences to the usual consultation process, 

changes that were needed after the ETS were implemented which were resource intensive). 

More broadly, the implementation of the ETS was seen, for some of the schemes, as a catalyst 

for discussion within communities about the long-term vision for their local area. However, it 
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was acknowledged that there were no clear conclusions, and that some ETS caused polarised 

viewpoints. The Local Authority Officers made several policy and practice recommendations 

around the design, implementation and communication of travel schemes. 

Recommendations for Planning and Project Management 

- Sufficient time should be allocated in project planning to allow for communications 

and engagement, before, during and after implementation. 

- Ensure there is adequate resourcing to allow for extensive additional workloads for 

staff to meet the short timescales required around emergency provision. Further, 

ensure resources are available for the business-as-usual functions within the team to 

continue while the emergency delivery team complete their work. 

- Ensure adequate resourcing applies to the life of the scheme not just the initial 

implementation.  

- Have a team of officers with a senior lead who are responsible for implementing 

emergency schemes, and who are able to quickly move from their business-as-usual 

roles to focus on delivering emergency schemes. 

- For future emergencies, it would be useful to have a field/engagement team who are 

fully trained in engagement/conflict management/emergency responses. They could 

be quickly briefed, provided with PPE and deployed for community engagement.  

Recommendations for Communication and Community engagement  

- Having a robust evidence base (e.g., case studies), visual aids (e.g., artist’s 

impressions), and justification for the implementation of schemes (e.g., baseline data 

and future projections) may help when presenting schemes to key stakeholder groups, 

including the public.  

- Ensure open and transparent objectives behind schemes and reinforce these at all 

stages of the project lifecycle. 

- Plan, agree and develop the key messages, clear headlines, terminology, engagement, 

online capacity, and how the public can engage with the Council about the schemes. 
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- To ensure clear and consistent messaging, include a dedicated communication staff 

resource and ensure corporate communications teams are regularly briefed about 

schemes, particularly in such a fast-paced environment. 

Citizens Panel Focus Group Findings  

Perceptions of the ETS were mixed. The participants raised concerns around the design of the 

schemes, and noted consequences they had perceived from their implementation including: 

traffic displacement to surrounding areas, increased congestion, reduced access to local 

shops/businesses through removing car parking spaces along roads, and general poor 

adherence and use of the schemes. There was a desire for the council to implement schemes 

to improve active travel, but for better consultation around these schemes.  

Conclusions and Recommendations  

Due to the speed with which the ETS were implemented, there was no baseline data collected 

on active travel behaviours. Therefore, much of the primary data is based on retrospective 

recall, recollections and interpretations of behaviour change, not using before and after 

intervention samples. Thus, it is difficult to make robust inferences about actual behaviour 

change in the population. Further, some of the data is based on relatively small and self-

selecting samples. It is also important to appreciate our findings in the context of the COVID-

19 pandemic, as it is challenging to isolate the impacts of the built environment changes on 

active travel beyond those of the pandemic itself. The findings must be read in light of these 

caveats. Nevertheless, there is important learning to guide decision making and future 

practice.  

Our findings show that, whilst there have been changes in commuting and travel to work 

practices throughout the COVID-19 pandemic, there is limited evidence of the ETS changing 

active travel behaviour at a population level in South Gloucestershire. There is, however, 

some evidence of increases in reported active travel behaviour locally in response to the ETS 

(particularly the cycle lanes, low traffic neighbourhoods and school streets). Thus, the ETS 

may be having some small impacts on active travel behaviour where they are implemented, 

but there is insufficient evidence of them having wider population-level impacts. There were 

generally high levels of satisfaction with the schemes from those who were aware of and 
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using them, but there were mixed perceptions around the design and experienced outcomes 

of all schemes. There was a suggestion from some respondents that the travel schemes in 

South Gloucestershire had a positive impact upon their perceptions of their local area (e.g., 

more pleasant and friendly, and creating a sense of community). Scheme fidelity (i.e., how 

schemes worked in practice, and if they were used as intended) influenced perceived 

satisfaction and safety from respondents. A lack of effective consultation (due to the required 

speed of the ETS implementation) may have had a role in perceptions of, and the use of, the 

ETS. Greater public consultation may have facilitated a clearer framing of the purpose and 

potential benefits of the ETS, and better exploration of the trade-offs and potential issues 

involved. There were suggestions that schemes may be displacing and not ameliorating some 

of the intervention targets, with congestion (and associated pollution) moving to areas 

around intervention sites. Due to the small scale and localised nature of the travel schemes, 

and the limited granularity of the DEFRA air quality data, it is extremely difficult to assess the 

impact of the individual travel schemes upon air quality.  

Overall, our findings highlight important considerations and learning for the implementation 

and evaluation of future travel schemes.  Key recommendations include:  

Recommendations for Future Data Collection 

- Routinely available data (e.g., Travel to work data, DEFRA air quality data) can be used 

to explore and supplement data when ideal data sets are not available. But such data 

have limitations in terms of detail, geographical scale and reliability, making robust 

evaluative inferences challenging for local schemes. It is important to have baseline 

data before the implementation of future schemes to make temporal comparisons 

and enable evaluations of travel behaviour change. The survey data we have captured 

may be used as a baseline for future evaluations, and the methodologies may be 

replicated using the survey instruments in the appendix. 

- To help understand the potential benefits, and to help mitigate unintended 

consequences of travel schemes, robust baseline data must be collected and utilised:  

- The use of traffic count data and automatic cycle counts (ACC) at intervention 

sites and locations near schemes (to capture diverted/displaced traffic and 
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cycle flows) will shed more light on direct and indirect impacts, rather than 

relying on respondent recall.  

- The use of location-specific air quality monitors will help better map and 

provide a basis to model pollution levels and the changes due to the impacts 

of travel schemes.  

- Baseline data monitoring could include aspects of the travel schemes which 

were reported as causing concerns for respondents (e.g., Traffic conditions, 

journey times, congestion, pollution, use of any pedestrian crossings in the 

area, footfall on high streets).  

- Future data collection should amend the survey tools/questions to capture missed and 

pertinent data (e.g., what would encourage respondents to engage in active travel 

more; exploration of the number of participants who had access to the ETS (beyond 

use and awareness of them) to see who could have/did use them). 

- Local Authorities should identify a Team or individual who leads on the monitoring of 

all future travel schemes, with their role include including: 

- Ensuring that the data is held in central locations, and that there are accurate 

and easily accessible records of all available data for each travel scheme. 

- Ensuring that all monitoring conforms to the same standards so there can be 

comparisons between datasets. 

- Being responsible for the annual publication of all data relating to travel 

schemes in an appropriate location on the Council website. 

Design and Layout of Travel Schemes  

- Effective local consultation may help better shape and frame the purpose/potential 

benefits of travel scheme changes, and exploration of trade-offs involved. A flexible 

approach to consultation, and co-designing schemes with local communities should 

be prioritised. It would be useful to have existing targeted community stakeholder 

groups who can feedback on scheme suggestions within very short timescales. 
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- Consulting on scheme ideas before implementation and ensuring an ongoing 

commitment to community engagement may help make adjustments and respond to 

potential issues. For example: 

- Before opening future cycle lanes, consultation and drawing on the expertise 

of local cycling communities may help ‘test drive/ride’ and provide critical 

comments to improve schemes before opening to members of the public. This 

may help appreciate and overcome any implementation issues (e.g., 

unintended consequences) for specific locations and different populations.  

- Consultation with local business owners in and around scheme locations could 

be undertaken to assess their perceptions of adverse scheme impacts. 

- Better signage around scheme locations could be used to advertise and increase 

scheme awareness and highlight how the schemes should be used. This may increase 

scheme fidelity, and could be used to try to mitigate some of the perceived 

consequences of the schemes (e.g., encouraging car users to switch off their engines 

whilst on congested roads to reduce pollution and exhaust fumes). 

- Accessibility issues (e.g., kerb height) for some groups (people with disabilities) were 

briefly noted as a consequence of the schemes. Greater consultation with such groups 

before scheme implementation may be beneficial. Similarly, seeking the reflections of 

emergency services around accessibility to and increased congestion around scheme 

locations, may help alleviate residents’ concerns.   

- The aesthetics of the bollards used in the LTN were generally negatively received, and 

in consultation with local residents, future LTN could use alternatives such as planters, 

or seek community ideas for alternatives.  

- Schemes that people see as appropriating and reallocating road space from parking 

appear to receive lower levels of support. This may be helpful for designing and 

presenting future travel schemes. 

- Future schemes could be located in areas where active travel is relatively low to 

encourage uptake.  
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1.0 Introduction 
 

In March 2019, the UK government’s response to the COVID-19 pandemic saw the 

introduction of lockdowns to control the spread of the virus, dramatically altering how we 

work, socialise and travel. Notwithstanding COVID-19’s impact on health, the disruptive 

nature of the pandemic has, in the words of the Department of Transport (DfT), provided the 

United Kingdom with a national ‘moment of change’ to accelerate active travel, including 

cycling and walking. An opportunity was seen to promote new healthier habits which might 

persist after the COVID-19 emergency (DfT, 2020a,b). As part of a wider two-billion-pound 

package to create ‘a new era for cycling and walking’ and to prompt a shift away from a 

sedentary lifestyle, the Government announced a £250 million Emergency Active Travel Fund 

(DfT, 2020b). The fund was set up to encourage local authorities across England to create new 

opportunities for commuters and other road users to take up active forms of travel, to make 

active travel safer, and to facilitate greater social distancing, particularly along busy high 

streets (DfT, 2020b). The funds enabled councils to create temporary cycle lanes, to widen 

pavements and establish bus and cycle corridors particularly in areas where public transport 

usage was low. Statutory guidance in May 2020 was implemented by the Government (Dft, 

2022) to ensure the schemes (e.g., reallocation of road space to encourage active travel) were 

implemented at pace (DfT, 2020c). The government announced plans for further funding to 

allow local authorities to implement the most successful schemes on a permanent basis, thus 

robust assessment of schemes is important to ensure the implementation of the most 

effective interventions.   

Following the announcements by the DfT, South Gloucestershire Council introduced a range 

of temporary travel schemes across the authority from mid-2020. The travel schemes that 

were implemented emerged from ongoing work as part of the Joint Local Transport Plan 4 

(JLTP) which laid out a blueprint for transport delivery priorities up to 2036 (TravelWest, 

2020). The JLTP is led by the West of England Combined Authority, which comprises the three 

local authority areas of Bath and North East Somerset, Bristol and South Gloucestershire 

Councils. The scheme types implemented in 2020 had already been identified in the JLTP as 

part of a wider strategy to promote more active travel and greater transport use.  



Page 20 

 

The emergency active travel schemes (ETS) introduced in South Gloucestershire can be 

categorised into four groups:  

1. Cycle lanes – road lanes that segregate cyclists from car users helping to increase 

safety and the visibility of cycling. 

2. Low traffic neighbourhoods (LTN) – the creation of low traffic residential 

neighbourhoods by restricting car access through residential streets. 

3. School streets - the closure of roads near schools during drop off and pick up times.  

4. Widened pavements - the widening of pavements along busy High Streets to facilitate 

social distancing.    

 

1.1 Purpose and background to the study  

 

Following the implementation of the ETS, South Gloucestershire Council submitted an 

expression of interest to the National Institute for Health Research (NIHR) to seek academic 

support to independently monitor and evaluate the schemes. There was an interest in 

exploring attitudes towards the schemes, and if the schemes had an impact on active travel 

behaviour. In the spring of 2021, the Council was successful in its bid. The Public Health 

Intervention Responsive Studies Team (PHIRST) led by Professor Adamson (‘PHIRST Fusion’) 

were nominated to lead the evaluation.  PHIRST was set up by NIHR to provide local 

authorities with expertise to carry out rapid evaluations of policy initiatives which relate to 

health and inequalities. The PHIRST Fusion team comprises a core research group based at 

Newcastle University and associates at Queen’s University Belfast, University of Edinburgh, 

Glasgow University and the University of Sheffield. For the purposes of this specific project, 

PHIRST Fusion also seconded a practitioner from the Transport Planning Team in South 

Gloucestershire Council as a liaison between the core research team and the Council to assist 

with the transfer of data, to coordinate some research plans and to ensure the project met 

the council’s needs.  
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2.0 Research aims and objectives  
 

This PHIRST led project sets out to offer a formative evaluation of the impact of the ETS on 

travel behaviour and local communities. The findings of the evaluation may be used to inform 

the viability of similar schemes in the future. Recommendations will be made to provide South 

Gloucestershire Council with directions for good practice on delivery, the most effective ways 

to utilise existing data and how best to collect primary data to monitor future travel schemes.  

The specific aims of the project were developed following a consultation with local 

stakeholders through two Evaluability Assessment workshops held on the 3rd and 30th of 

March 2021. From these workshops, several outcomes were identified reflecting the 

anticipated benefits of the schemes. These outcomes shaped the following research 

questions for this formative evaluation of the schemes: 

1. Have the schemes induced a behavioural shift by increasing active forms of travel? 

2. Have the schemes made neighbourhoods more desirable and attractive places to 

live? 

3. Have the schemes delivered an improvement in air quality? 

It was acknowledged, however, that these questions applied in different degrees to the 

various schemes implemented in 2020 and so a more nuanced focus and interpretation would 

be necessary depending on the schemes’ specific locations and the populations served.  

It was also acknowledged that there had been little time for the Local Authority to develop a 

Logic Model prior to the introduction of the schemes which could have offered a sharper focus 

for any subsequent evaluation.    
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3.0 Description of the Emergency Travel Schemes (ETS) in South 
Gloucestershire 
 

The Emergency Travel Schemes (ETS) set up by South Gloucestershire Council consist of four 

road-based interventions, including temporary cycle lanes, widened pavements, school 

streets and a low traffic neighbourhood (LTN) (see Table 1 and below for further information). 

The majority of the ETS are located in the more urban parts of South Gloucestershire Council 

area. It is in these areas where cycle lanes, LTN and widened pavements have been 

established. Meanwhile, a small number of School Streets were set up in the village of 

Frampton Cotterell and town of Yate. 

Table 1. 1: Schemes locations and descriptions 

Scheme Location Scheme Description 

Badminton Rd/Station Rd corridor (A432) Yate Cycle lane 

Signal Road/Charnell Road, Staple Hill Low traffic neighbourhood (LTN) 

Frampton Cotterell CoE School, Rectory Road School Street 

Abbotswood School, Yate School Street 

Kings Oak Academy School Street 

B4056 Southmead Road/Dunkeld Avenue Cycle lane 

Pendennis Road, Staple Hill Widened pavement 

High Street/Hollow Road/Orchard Road, Kingswood Widened pavement 

Hatchett Road, Bristol Parkway Widened pavement 

Staple Hill High Street Widened pavement 

A4174 Ring Road Cycle Path, Holiday Inn Entrance Cycle lane 

Thornbury High Street LTN 

 

3.1 School Streets  

Three temporary ‘School Streets’ were set up by South Gloucestershire Council at Frampton 

Cotterell Church of England Primary School, Abbotswood Primary School, and Kings Oak 

Academy (Figure 3.1). The schemes consisted of temporary road closures directly outside 

schools during drop off and pick up times to prevent cars from using the road. The scheme 
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involved a member of staff from the school placing cones and closure signs at the start and 

end of the school day.  

Picture of the School Street Scheme at Abbotswood Primary school 

 

 

By reducing traffic, it was hoped that the schemes would create a safe space and encourage 

children and parents to use active forms of travel, whilst being able to maintain good social 

distancing on their journey to and from school. Such schemes also had the added benefit of 

reducing traffic-related pollution and increasing safety. By creating new habits of active travel 

in children in these areas, it was also hoped that longer-term behavioural change could be 

facilitated.   
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Figure 3. 1: Location of School Street Schemes 

 

3.2 Cycle Lanes 

Temporary cycle lanes have been established at three locations in South Gloucestershire, at 

Badminton Rd/Station Rd corridor in Yate, at the A4174 Ring Road Holiday Inn Entrance, and 

at Southmead Road/Dunkeld Avenue in North Bristol (Figure 3.2). At the Station 

Road/Badminton Road scheme, the Council set up a new cycle lane connecting Yate Railway 

station to the town centre, creating an active travel corridor. The cycle lane is separated by a 

tactile lane marking. 

Picture of the Cycle Lane Scheme at Station Road, Yate 

Kings Oak Academy 

Abbotswood Primary school  

Frampton Cotterell CoE Primary School 
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A similar scheme was also implemented at Southmead Road in Filton creating a segregated 

cycle lane.  

Figure 3. 2: Location of Temporary Cycle Lanes 

    

3.3 Widened pavements   

 

To enable pedestrians to safely maintain social distancing, South Gloucestershire Council have 

widened pavements at four locations. These include Pendennis Road, High Street/Hollow 

Road/ Orchard Road, Hatchet Road and Staple Hill High Street (Figure 3.3). At Staple Hill High 

A4174 Ring Road Cycle 
Path, Holiday Inn Entrance 
 

 

 

Badminton Road/Station Road 
corridor (A432) Yate 

 

 

 

B4056 Southmead Road/Dunkeld 
Avenue 
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Street, temporary traffic lights were installed to reduce the traffic to one lane. The additional 

space enabled the pavements to be wider to accommodate social distancing.   

Figure 3. 3: Location of Widened Pavement Schemes 

 

 

3.4 Low traffic Neighbourhood (LTN) 

LTNs were set up at Thornbury High Street and in the Staple Hill area of Bristol (Figure 3.4). 

The Staple Hill LTN involved the closure of Charnell Road and Signal Road, restricting access 

for all but essential traffic. By preventing through traffic, it was hoped the scheme at Charnell 

Road and Signal Road would be a more attractive route for pedestrians and cyclists linking to 

the nearby Bristol and Bath Railway path. 

 

 

 

 

 

Hatchett Road, Bristol Parkway 

 

Pendennis Road, Staple Hill 

Staple Hill High Street 

 

High Street/Hollow Road/ Orchard 
Road, Kingswood 
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Picture of the low traffic neighbourhood Scheme at Charnell Road and Signal Road, Staple Hill 

 

An additional anticipated benefit of the scheme was the encouragement of greater 

interaction between neighbours and the creation of safer places for children to play.  

Figure 3. 4: Location of Low Traffic Neighbourhood Schemes 

 

  

Signal Road/Charnell Road, Staple Hill 

Thornbury High Street 
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4.0 Literature Review  
 

This chapter will discuss evidence around the effectiveness of travel interventions. It will first 

discuss the importance and (individual and wider) benefits of active forms of travel. Following 

this, descriptions and current evidence around Low Traffic Neighbourhoods (LTN), Cycle Lanes 

and School Streets will be presented. Overall, the literature suggests that these schemes can 

bring some benefits in terms of increased use of active travel and reduced use of cars, 

perceived air quality, and increased perceptions of safety and the local area more generally. 

However, there were often mixed perceptions and outcomes from the implementation of 

travel schemes which are important to consider.  

4.1 Active Travel and Health  

Understanding how and where people travel from and to work/leisure, along with the routes 

they take, is vital information that can inform the development of transport infrastructure 

that can meet the current and future needs of its citizens (de Dios Ortúzar and Willumsen, 

2011; Loidl et al, 2016). It is well-established that physical inactivity has a negative effect on 

people’s overall health and wellbeing (Warburton et al., 2006; Buecker et al., 2021). It is 

estimated that 25% of people in the UK over the age of 16 undertake less than 30 minutes of 

moderate physical activity a week, with one in six deaths in the UK associated to a lack of 

physical activity (Office for Health Improvements and Disparities, 2022). By undertaking the 

Chief Medical Officer’s recommended 150 minutes of moderate exercise a week, individuals 

can reduce their risk of heart disease, cancer, stroke and diabetes and increase life expectancy 

(Yang, 2019; Reimers et al, 2012). It has also been noted that levels of physical inactivity 

reflect broader socio-economic inequalities within society (Beenackers et al., 2012).   

There is growing awareness of the public health impacts of transport and active travel, with 

this resulting in policymakers having greater awareness of the need to encourage active travel 

(Fairnie et al., 2016). Built environment interventions are increasingly being implemented in 

towns and cities across the UK in an effort to harness the benefits of active travel. Enhancing 

opportunities for active travel to and from the workplace and school has been proposed as 

an effective way to increase levels of physical activity (Sahlqvist et al., 2012). A 2011 report 

by the UK’s Chief Medical Officers (entitled ‘Start Active, Stay Active’) recommended 
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substituting sedentary travel to work with walking or cycling to incorporate physical activity 

into daily life (Department of Health and Social Care, 2011). Once incorporated into people’s 

daily routine, active travel can form part of a health behaviour shift. Using the British 

Household Panel Survey, Martin et al (2014) found that active commuting was associated with 

higher levels of mental well-being, particularly for individuals who made a modal shift from 

car to the use of public transport or active travel.   

In addition to the physical and mental health benefits of active travel, lower car usage can 

have a positive impact on the environment in terms of reduced atmospheric pollution, 

particularly in large cities, which in turn offers additional benefits to public health (Künzli et 

al., 2000; Schraufnagel et al., 2019). 

An individual’s mode of transport is shaped by a number of factors including perceptions of 

safety and attitudes towards convenience, familiarity and ease of use, along with physical 

ability (Fernández-Heredia et al, 2014; Mattauch et al., 2016).  Whilst cycling is a relatively 

safe form of transport, the perception of the risk posed to cyclists on roads is an important 

deterrent, particularly in areas where cycling is low (Pucher et al, 2010). The perception of 

risk is particularly felt by females and older citizens (Cleland and Walton, 2004). Dedicated 

interventions such as cycle lanes which segregate cyclists from vehicular traffic have been 

shown to modestly increase cycling (Kelly et al., 2020). Interventions in the form of changes 

to the built environment are also an effective way to encourage a behavioural shift to more 

active forms of travel such as cycling or walking (De Vries et al., 2010). Lower levels of traffic 

have benefits at the neighbourhood level by making streets a safer place to socialise and 

undertake recreational activities by both adults and children. The benefits are enhanced for 

residential areas with little access to green space.  Evidence also shows that low traffic streets 

have a positive effect on crime levels, with Goodman and Aldred (2021) showing that since 

the introduction of LTN in Waltham Forest, total crime reduced by 10%. Further analysis 

showed that physical and sexual assaults saw the biggest decline.  

4.2 Effectiveness of Travel Interventions  

4.2.1 Low Traffic Neighbourhoods (LTN) 



Page 30 

 

LTNs have become an increasingly used road-based intervention in towns and cities across 

the UK. The concept of LTNs first came to the fore in the Netherlands and is credited as being 

a key factor behind the Netherlands’ high rates of cycling and cycling safety (The Guardian, 

2015). LTNs are designed to prevent through traffic from residential streets by the use of 

bollards, planters or cameras. LTNs aim to increase road safety of local residents, reduce car-

related pollution and make areas a more desirable space for residents (DfT, 2021). According 

to Aldred and Verlinghieri (2020) LTNs work through two mechanisms: firstly, making car use 

less convenient and secondly, making walking and cycling more attractive (Aldred and 

Verlinghieri, 2020).  

Aldred and Goodman (2020) carried out an evaluation of LTNs in Waltham Forest, London 

which formed part of the mini-Holland scheme funded by Transport for London to promote 

active travel. The mini-Holland scheme also included other measures such as new cycle lanes, 

traffic calming measures and pedestrian routes.  Crucially, the project used a longitudinal 

study which involved an annual survey of households which included participants completing 

a travel diary of walking, cycling and car use in the past week. The travel behaviour of local 

residents living in LTN was compared with a control group of residents living in outer London 

without an LTN. The key findings from the research showed a growing trend amongst 

residents living in a LTN to become less likely to own a car. There was a trend of declining car 

use amongst residents living in LTN. Active travel also increased amongst residents living in a 

LTN compared with people living in areas without an LTN. Following the implementation of 

LTN in Walthamstow village, an analysis of traffic levels on the roads around the LTN was 

conducted. The results show the scheme reduced traffic by 44% and the number of residents 

walking and cycling increased by 28% (London Borough of Waltham Forest, 2017).  

Research for the Department of Transport in 2020 evaluated LTNs set up in Birmingham, 

Bournemouth, Ipswich and Salford in 2020 in response to the Government’s COVID-19 active 

travel fund (DfT, 2021). The research involved undertaking an attitude survey of local 

residents living in areas where an intervention took place. The survey comprised both online 

and paper-based approaches. The findings showed that the majority of respondents agreed 

that the government should act to increase road safety, improve air quality and reduce 

congestion. There was widespread support for the decision to reallocate road space for more 
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active forms of travel such as walking and cycling. Awareness amongst residents of the LTN 

was high across all areas, however respondents with mobility issues were less aware of the 

changes to the road. In terms of the impact of the schemes, around half of people found that 

LTN did not significantly change their journey time and approximately a third of people said 

they would switch from cars to other modes of transport. Similarly, opinion was divided on 

the impact of the schemes on their local neighbourhood with 43% agreeing that it had made 

their neighbourhood more pleasant and 31% agreeing that it had created a sense of 

community in their local neighbourhood.  Amongst people who cycle, 32% reported cycling 

more and amongst walkers, 24% said that they travelled more on foot. However, most 

residents reported no change in how frequently they used each mode of transport.  

4.2.2 Cycle Lanes 

To ease the high levels of congestion and low levels of activity, the Mayor of London in 2010 

set a target to increase cycling by 400% from levels in 2001 as a baseline (Transport for 

London, 2010). This target would be delivered through a range of interventions including a 

Cycle Superhighway (CS). The CS is a cycle lane with a blue surface distinguishing it from lanes 

for motor vehicles with routes extending outwards from central London. Critics of cycle lanes 

often raise the issue of increased congestion as a result of lanes being closed to vehicles. 

However, research carried out shows that the CS in London did not increase levels of 

congestion (Bhuyan et al, 2021).   

During the COVID-19 pandemic cities across the world have employed temporary cycle lanes 

as a public health measure to encourage citizens to undertake greater active travel to deal 

with the transmission of COVID-19. Kraus and Kock (2021) carried out a review of bike counts 

in 106 cities with temporary cycle lanes. The findings revealed a substantial increase in cycling 

of between 11% and 48% as a result of the new provisional cycling infrastructure. It is 

predicted that the cycle lanes have generated between $0.5 and $1.7 billion in health benefits 

to date and if made permanent a benefit of between $1.2 and $3.5 billion annually (Kraus and 

Kock, 2021:4).  

4.2.3 School Streets  
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A School Street is a relatively low-cost intervention which involves the temporary closure of 

a road outside a school during drop off and pick-up times. A school in Scotland was the first 

to introduce the measure in 2015, and since then, this scheme has become increasingly 

popular across the UK, particularly in inner cities.   

Research carried out by Transport for London (2021) on School Streets in London during the 

COVID-19 pandemic found high levels of awareness of School Street schemes at intervention 

Schools, at 84%. 81% of respondents believed a School Street is suitable for their school. In 

terms of behaviour, whilst the schemes did not radically alter people’s main mode of 

transport, there was a reported increase in walking to school and a reduction in the amount 

of car use. By incentivising active travel through safer roads (reducing the amount of motor 

traffic) School Streets also aim to improve air quality. Using 30 sensors from the Breathe 

London network installed at 18 Primary School’s with a School Street research showed that 

nitrogen dioxide levels reduced by up to 23% (AQC, 2021).  

4.3 The Natural Experiment approach to Public Health Evaluations 

Natural Experiments have increasingly been used by academics and policy makers to evaluate 

the effectiveness of transport interventions on travel behaviour and health. Whilst there is 

no universally exclusively agreed upon definition, natural experiments are characterised by a 

number of features which are applicable to this project (Leatherdale, 2019). Crucially, the 

researcher does not have any input into the intervention design or timing (Leatherdale, 2019). 

For the purpose of this project, the intervention takes the form of temporary travel to work 

schemes implemented by South Gloucestershire council during the summer of 2020. A further 

feature that distinguishes natural experiments is the selection and grouping of participants in 

the ‘experiment’. In randomised controlled trials (RCTs) selection bias is reduced by randomly 

placing participants into two groups containing the experimental group and the control group. 

However, in natural experiments, natural exposure to the intervention creates two groups 

who either do or do not have direct exposure to the intervention (Craig et al., 2017). In the 

context of our study, this allows us to look at the perspectives of both those using and directly 

impacted by the ETS, and those not. 

The NIHR and MRC have previously funded robust substantive Natural Experiment 

evaluations of active travel schemes (Ogilvie et al., 2016; Hunter et al., 2021). However, both 
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these studies have bespoke longitudinal data (before and after a scheme’s implementation). 

In the main, such data – designed specifically to answer our research questions – does not 

exist, and therefore we have undertaken a formative evaluation from which, nevertheless, 

lessons can still emerge to guide decision making and future practice. The study therefore 

uses routinely available secondary data, which is supplemented with primary data collected 

for the study as described below.  
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5.0 Outline of the Evaluation and its Data 
 

5.1 Secondary Data 

During the initial phase of the project, we undertook a scoping exercise to identify suitable 

existing data sources that could be used to help evaluate the impact of the travel schemes. 

Our assessment took account of data quality, whether the data could provide a comparison 

between pre and post-intervention and, in regards to spatial data, its spatial resolution. Based 

on this review, we identified the Travel to Work survey and the Space to Move consultation 

survey as having the most potential to inform the evaluation.  

5.1.1 Travel to Work Survey 
The Travel to Work survey is commissioned by several local authorities in the West of England. 

(Bath and North East Somerset, Bristol, North Somerset and South Gloucestershire), and is 

undertaken by Travel West on an annual basis in March. It provides insight into the 

commuting patterns of road users across the Travel West region, including South 

Gloucestershire. Businesses are invited to take part by Travel West through a promotional 

campaign. It is important to note that the number of employers involved in the survey can 

change each year. Therefore, the participants (and their travel routes and locations) differ 

each year. The March 2021 survey was delivered to businesses that were responsible for 

46,449 employees of which 7,263 people responded to the survey, representing a response 

rate of 16%. The survey asked respondents about their mode of transport to work, average 

journey time and levels of satisfaction. Respondents were also asked about their socio-

demographic characteristics such as age, gender, ethnicity, and disability. 

The Travel to Work survey can be used to create a geo-visualisation of travel to work 

behaviour (see Chapter 7.4). This is achieved using respondents’ home and workplace 

postcode data to explore the routes taken by cyclists, walkers and car users on their way to 

and from work. With access to Travel Survey data for 2019, 2020 and 2021, we can make a 

temporal comparison of commuting travel behaviour before the pandemic in 2019 and 

following the introduction of the individual schemes in 2020 and subsequently in 2021.  
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5.1.2 Space to Move Survey 
South Gloucestershire Council partnered with Sustrans to undertake a public consultation for 

the emergency intervention schemes. Notices were displayed in the vicinity of the travel 

scheme sites between July 2020 and March 2021, which included a scan-able QR code to 

enable respondents to complete the ‘Space to Move’ survey online. The survey used a variety 

of Likert scales to gain an insight into people’s experience of the scheme. Respondents were 

also provided with an opportunity to submit free text comments summarising key thoughts 

and concerns.  This information is helpful in exploring the perspectives of different groups of 

people who may have been impacted by the introduction of the schemes, and thus provides 

insights to ensure future mitigations can be implemented where possible or beneficial aspects 

replicated for future schemes. However, due to the sampling approach, the data is unlikely to 

be representative of the population or their experiences of the schemes. Nevertheless, the 

insights highlight important considerations which supplement the other data.  

5.1.3 Consultation Survey  
South Gloucestershire Council undertook consultation surveys with residents at some scheme 

locations, including the LTN at Thornbury High Street. The consultation process was 

supported by a dedicated consultation webpage which hosted all consultation documents, an 

online survey and a paper survey to download. Consultation information was sent to Town 

and Parish Councils, South Gloucestershire councillors and local voluntary and community 

organisations. Notifications were also sent to a range of other stakeholders and interested 

parties. The survey was open from 21 July 2020 until 7 February 2021. The purpose of the 

survey was to hear from different groups (including residents, businesses and people who 

work in Thornbury High Street) to hear how the travel schemes impacted upon them and their 

future perceptions. Due to the sampling methodology, the results of this consultation are not 

statistically representative of the views of South Gloucestershire residents. However, the data 

can provide a useful indicator of wider opinions. 

5.1.4 Complementary Secondary Data 
To complement information collected by the Travel to Work and Space to Move surveys we 

use contextual data from the 2011 census and air quality data from the Department for 

Environment, Food and Rural Affairs (DEFRA).  
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Census 

We utilise data from the most recently available census in 2011 to gain an insight into the 

number and proportion of residents in South Gloucestershire who used active means of travel 

to commute to and from work. The information can be disaggregated into Middle Super 

Output Areas (MSOAs) which can be overlaid on maps to help identify how travel schemes 

might be addressing the needs of road users.  

Air quality data  

Using modelled air quality data from DEFRA, we explore air quality in areas with an active 

travel scheme. The background maps are an annually produced 1x1km map of mean 

concentrations of certain pollutants (DEFRA, 2017). The DEFRA air pollution data are used for 

the purpose of Local Air Quality Management (LAQM) to help Local Governments better 

understand the geographical distribution of air quality and how levels change over time in 

order to assess the effectiveness of interventions. The study primarily focuses on Particulate 

Matter 10 (PM10), Particulate Matter 2.5 (PM2.5) and Nitrogen Dioxide (NO2) as they are 

regarded as key indicators of road traffic pollution (AQEG, 2019). Particulate Matter (PM) 

refers to everything in the air that is not gas and is made up of a variety of chemical 

compounds and matters some of which can be toxic (Askariyeh et al, 2020; Li and Managi, 

2021). Due to their small size, PM can be easily ingested into the body through inhalation and 

then into the bloodstream travelling around the body.  Therefore, exposure to high levels of 

PM can have a negative impact on health particularly among young people, the elderly and 

those with serious health conditions such as asthma (Askariyeh et al, 2020; Li and Managi, 

2021). Due to its health impacts, PM is classified on particle size, based on thresholds less 

than 10 micrometres in diameter (PM10) and less than 2.5 micrometres (PM2.5). According 

to a DEFRA report, exhaust emissions from road-related transport such as cars and lorries are 

a significant source of PM emissions, equating to 12% of PM10 and 13% of PM2.5 in 2020 

(DEFRA, 2021). The figures reported from 2020 are significantly lower than in previous 

decades due to the introduction of stricter emission standards. Non-exhaust related road 

emissions from brake, tyre and road wear also contribute to 10% of PM10 emissions (DEFRA, 

2021).   
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Air quality data recorded by South Gloucestershire Council was not utilised in the analysis as 

upon discussions in the project evaluability workshops, it was deemed not feasible due to its 

methodology. Local Air quality monitoring in the areas of the ETS interventions in South 

Gloucestershire is undertaken using diffusion tubes as a passive sampling methodology. This 

monitoring is designed to give a general indication of average pollution concentration levels 

and an assessment against annual mean objectives. It does not provide real-time data over a 

short period of time, and was thus not effective for monitoring the impact of ETS over the 

period of this evaluation. 

5.2 Primary Data   

Due to the lack of suitable routine data that can offer a robust baseline (pre-pandemic) to 

make temporal comparisons, we utilise further primary data through a population-based 

attitudinal survey, Intercept Surveys at selected travel scheme sites, interviews with Local 

Authority officers, and feedback from a citizens panel. The population-based Attitude Survey 

offers South Gloucestershire Council a representative baseline with which to compare the 

impact of future schemes.  

5.2.1 Attitude Survey 
As outlined above, none of the routinely held data sets (other than, partially at least, the 2011 

Census) could offer a representative sample of views of the South Gloucestershire population 

on their travel behaviour or the various active travel schemes.  

The main objective of a proposed population-based Attitude Survey was to assess:  

1) levels of awareness of the schemes, 

2) whether the emergency travel interventions have altered self-reported travel 

behaviour in terms of the chosen modes of transport for commuting, leisure activities, 

or getting around local neighbourhoods, and, 

3) to gauge people’s views on similar schemes in the future.    

Unlike the Intercept Surveys (see below), the Attitude Survey was designed to be 

representative of the South Gloucestershire population, incorporating people who are both 

aware and unaware of the ETS. The decision to conduct the survey across such a wide 
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geographical area reflects a need to reach people who may live a significant distance from 

any intervention site, yet may interact and benefit from the schemes, even indirectly, and to 

gauge whether people would be receptive to similar travel schemes in the future.    

It would have been ideal to have had such information from populations local to the 

intervention sites prior to 2020, but the Attitude Survey can establish a baseline, should new 

schemes be considered in future.   

5.2.1.1 Attitude Survey Questions  

The questions contained in the survey were aligned to themes identified by the stakeholders 

in the Evaluability Workshop, and included behavioural change in terms of transport mode, 

equal access, safety, and neighbourhood desirability. The Attitude Survey has three main 

sections (see Appendix 7 Attitude Survey Questions). The first section ‘about you’ asked 

respondents about their sociodemographic characteristics. The demographic questions were 

aligned to a format used by South Gloucestershire. The second section ‘about your journey’ 

collected information about the respondents’ typical modes of transport for their journey to 

work, along with their home and workplace postcodes. The questions contained in the third 

section, ‘about the travel schemes’, gathered information on people’s awareness of the ETS, 

levels of satisfaction with the changes (for those who have used them), whether or not they 

have changed their route and mode of transport, and their perceptions around future travel 

schemes. Respondents were asked about the impact of the scheme on their local 

neighbourhood in terms of noise levels, interaction with neighbourhoods and appearance of 

the road changes. Five-point Likert scales were used to measure people's attitudes, allowing 

respondents to express how much they agree/disagree and are satisfied/dissatisfied with 

statements regarding their journey, travel schemes and neighbourhood.   

5.2.1.2 Attitude Survey Sampling Strategy  

The Attitude Survey was undertaken by a certified polling company (Perceptive Insight) on 

behalf of the PHIRST team. Perceptive Insight aimed to undertake a statistically 

representative survey of (1,500) adults (aged 18 and over) in South Gloucestershire using a 

telephone interviewing methodology. For context, the South Gloucestershire population is 

around 285,000. Interviewing began on 1st December 2021 and was completed by 28th 
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February 2022. Despite the target of 1500 respondents, due to the recruitment challenges 

(especially among the youngest demographic groups), the final sample comprised of 1,352 

participants. This sample was then weighted to compensate for this, and to make the survey 

more representative of the age/sex profile of the local population. (See: Appendix 1 Attitude 

Survey Technical Report; Appendix 2 Attitude Survey Data Tables; Appendix 3 Attitude Survey 

Weighted Data Tables). 

As the evaluation was concerned with assessing the impact that the ETS have had on travel 

behaviour, we undertook the following steps to derive an estimate of the ideal sample size. 

As acknowledged above, there was a lack of reliable baseline quantitative data on travel 

behaviour in South Gloucestershire in the years preceding the implementation of the 

schemes. The exception, however, is the 2011 census which can provide a baseline of travel 

patterns in South Gloucestershire. According to the 2011 census, 8.6% of the South 

Gloucestershire adult population were using active forms of transport to travel to work, which 

includes walking or cycling. Using a similar approach to other active travel evaluations, a 5% 

modal shift in the uptake of active travel is often a target benchmark to detect worthwhile 

behavioural change (Chapman et al, 2014). The Department for Transport practitioner guide 

recommends that evaluations use a large sample size to produce reliable and valid results 

(DfT, 2008:73). Nevertheless, the budget for the PHIRST team’s work was limited, and so the 

largest affordable sample size for the Attitude Survey was deemed to be 1500. Based on the 

assumption of a prevalence of active travel of 8% (from Census data), a sample size of 1,500 

people would result in the true proportion using active travel to be estimated within a margin 

of error of +/-2% (i.e., the confidence interval for the proportion using active travel would 

span 4 percentage points). 

The survey used an approach that distinguishes respondents by their distance from an 

intervention site (Aldred et al, 2019; Tully et al, 2013). Using the postcode data collected from 

the survey, we can employ GIS techniques to calculate distance to the nearest travel 

intervention site and in doing so create samples of people comprising of high and low 

‘dose’/’exposure’ areas. High dosage areas represented locations where residents live within 

1km of their nearest intervention site and where there are relatively high levels of exposure 
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to the travel scheme. Meanwhile, low dosage areas included residents living greater than 1km 

away from the nearest intervention site. 

With this information in mind, the sample population was categorised into two groups 

comprising people who live in low and high dose areas based on their geographical location 

and distance to the intervention sites. We estimated that a 1,000-person sample would have 

approximately 80% power to detect a statistically significant 5% modal shift post-intervention 

in high dose areas, (i.e., resulting in approximately 13% using active forms of transport). While 

we do not have a pre-and post-intervention sample with which to make this comparison, we 

can compare residents living in ‘low dosage’/‘low exposure’ areas with those in ‘high dose’ 

areas and a sample size of at least 1000 could reliably detect a difference of 5% (8% versus 

13%).  

To ensure the survey was representative of South Gloucestershire, the polling company 

tasked with conducting the survey first defined the geographical area that constitutes South 

Gloucestershire Council and the postcodes associated with this area. Using Office of National 

Statistics data, the company determined the profile of the population by gender, age, socio-

economic group etc. Quotas were used for each demographic grouping to ensure that it was 

representative. To recruit respondents, sample contacts, containing the name, address and 

telephone numbers, were purchased by Perceptive Insight from a third-party sample house. 

In total, 9,431 telephone number contacts were sourced and contacted to achieve the final 

sample. (See: Appendix 1 Attitude Survey Technical Report). 

 

5.2.2 Intercept Survey 
In the absence of sufficient baseline data, we designed and employed three Intercept Surveys 

to collect the views and perceptions of travel users at selected travel scheme locations. 

Intercept surveys are widely used by local and national government to understand the 

behaviour of travel users (Schneider, 2013; WAG, 2020) and have been used extensively as 

an element of multimodal assessments of the effectiveness of travel interventions (Aldred 

and Croft, 2019; Forsyth et al., 2012). The key benefit of intercept surveys is the opportunity 

to survey people as they encounter the scheme during their journey, enabling the study to 

capture instantly the thoughts, feelings, attitudes, and perceptions of travel users (Schneider, 

2013).     
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Following consultation with our South Gloucestershire council partners, the Intercept Surveys 

were tailored to three travel schemes: a LTN at Signal Road and Charnell Road, a School Street 

at Abbotswood Primary School and a cycle lane at Station Road in Yate. The Intercept Surveys 

at Abbotswood and Station Road collected the views of people actually undertaking active 

travel.  Meanwhile, the survey at Charnell Road and Signal Road targeted local residents 

through door-to-door knocking.  

5.2.2.1 Intercept Inclusion Criteria   

All the surveys regardless of location required respondents to be adults over the age of 18 

years. For the cycle lane and school street surveys, there was a requirement that respondents 

must be using active forms of travel i.e. walking or cycling at the location of the travel scheme. 

Where there are groups of people, one person from the group would be surveyed. The 

Intercept Survey at Charnell Road and Signal Road included participants living in the local area 

who have a high level of exposure to the scheme. The Intercept Surveys for the LTN and school 

street schemes were undertaken by the ‘Travelwest Roadshow Team’ at Bristol Council, whilst 

the cycle lane survey was carried out by ‘CTS Traffic & Transportation Ltd’ (see Appendix 4 for 

an example Intercept Survey report). Before data collection, the survey teams provided the 

respondents with a brief information document outlining the purpose of the survey and how 

their information will be stored and protected ensuring confidentiality.   

As intercept surveys have to be dynamic, there is not a prior way to predetermine a sample 

size, though a responsive and broad sampling strategy can usually be sought based on 

geographical features and the types of population being targeted (Blair and Blair, 2015). We 

employed a convenience sample across locations selected to capture people’s experiences of 

the ETS. 

5.2.2.2 Intercept Survey Questions  

The choice of questions in each survey reflected the type of travel scheme and their typical 

user, as well as being informed by the active travel research literature. Regardless of location, 

all the surveys contained a consistent set of questions collecting information on respondents’ 

age, gender, disability status, economic status and ethnicity. The demographic questions 

were aligned to a format used by South Gloucestershire. 
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Similar to the Attitude Survey, the Intercept Survey contained three sections (see Appendix 6 

Intercept Survey Questions). The first section ‘all about you’ collected the socio-demographic 

characteristics of the respondents including their gender, age, economic status, disability and 

home location. The second section referred to as ‘about your journey’, collected information 

on the travellers’ mode of transport, journey purpose and geographical location of their start 

and end points. The third section, ‘about the scheme’, is tailored to the type of travel scheme. 

Regardless of the wording and their context, the questions in all surveys are used to gauge 

levels of satisfaction with the interventions, and to help detect a behavioural shift in terms of 

transport mode and the route chosen, along with other impacts of the scheme on the 

surrounding area. 

After our protocol was lodged with NIHR, the study team became aware of additional 

supplementary datasets that had been collected by South Gloucestershire Council. These 

were reviewed, but due to the different methodologies that were employed in their 

collection, and also the timing of their publications, it was not possible to include them within 

the scope of the evaluation. There were, however, some valuable insights gained from the 

consultation at Thornbury High Street which provide useful supporting information. Although 

not badged as an Intercept survey by the council, the provenance and purpose were 

somewhat similar. We include a summary of the main findings later, in the Intercept Survey 

chapter (Chapter 7.5). The process of reviewing and collating the existing supplementary data 

owned by the Council has provided some useful recommendations (listed in Chapter 8.3).  

 

5.2.3 Interviews with Local Authority Officers 
By the same token, after the study protocol was lodged with NIHR, the suggestion was made 

that additional learning could be obtained by assembling information from interviews with 

council officers involved in the selection, design, implementation and communication of the 

ETS. The interviews were conducted by our project partner in South Gloucestershire Council. 

Fifteen interviews were conducted in total between March and April 2022. The interview 

questions covered topics around perspectives and reflections on the design and 

implementation of the ETS.   
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5.2.4 Citizens Panel Focus Group 
Residents of South Gloucestershire were invited to take part in an online focus group to 

discuss emerging findings of the research on the 24th of March 2022. The focus group lasted 

one hour. The participants were shown a presentation covering headline emerging findings 

from the data analysis, and were asked about their perceptions and experiences of the 

current ETS, and thoughts on future interventions. Four participants took part (3M,1F). 

Recruitment occurred through an open invite sent to a mailing list that South Gloucestershire 

council use for public consultations. Thus, the sample was self-selecting, and drawn from a 

limited pool, with this impacting upon the representativeness and generalisability of the 

findings. 
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6.0 Methods  
 

In this chapter we offer an overview of the analytic methods for each of the secondary and 
primary data sources. 

 

6.1. Modelling Travel to Work Flows using Geographical Information Science 

(GIS) 

6.1.1 Objectives of Travel to Work Analysis  

As travelling to and from work is an inherently geographical phenomenon, visualisations of 

transport flows have been at the heart of urban planning and the process of developing and 

implementing evidence-based policies and interventions (Morgan and Lovelace, 2021). 

Utilising the 2019, 2020 and 2021 Travel to Work Surveys, we undertake geo-spatial modelling 

to describe the routes used by travellers on their journey to and from work by their chosen 

mode of transport, both within South Gloucestershire Council and to adjacent local 

authorities particularly Bristol City Council.  The spatial modelling and visualisation are used 

to address the following questions:   

- How do the current travel schemes affect the transport needs of South 

Gloucestershire Council? 

- Comparing the Travel to Work survey responses from 2020 and 2021, have transport 

flows changed in response to the COVID-19 pandemic and the implementation of the 

ETS? 

- Looking to the future, which locations might be prioritised where a travel scheme 

could help increase the uptake of active travel particularly, walking and cycling? 

6.1.2 Spatial Modelling – Stplanr Package 

Spatial modelling refers to the use of statistical tools to simulate real-world travel behaviour 

by commuters. This means describing and/or predicting the routes taken by commuters 

based on their chosen mode of transport including by car, bike and walking. Spatial modelling 
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is required because the travel to work survey only represents a small proportion of the total 

working population, requiring an extrapolation of these trends to the wider population. 

Modelling is a low-cost alternative to the impossible task of concisely recounting each 

person’s travel patterns. To undertake this modelling we chose a popular statistical package 

called the Sustainable Transport Planning with R (Stplanr) which operates in an open-source 

software environment. Though we know how many people travel from area A to B from the 

Travel to Work survey we don’t know the routes they took. The novelty of the Stplanr package 

is its ability to use the origin-destination travel data to predict commuters’ routes depending 

on their mode of transport. Elements of the Stplanr package are also based on the Propensity 

to Cycle Tool (PCT) which was funded by the Department of Transport to help local authorities 

better understand cycling patterns and identify areas where cycling uptake could be 

optimised through interventions such as cycling lanes. Similarly, the Stplanr package is also 

aimed at local authorities to help them identify optimal areas for cycling infrastructure 

investment. However, unlike its predecessors, the Stplanr package also includes the 

opportunity to model car and walking flows.    

Traditional approaches to modelling transport flows have represented flows between an 

origin and destination as straight lines using the ‘as the crow flies’ approach plotting the 

shortest distance between areas (Lovelace et al., 2017). These maps provide a visual display 

of the general spatial patterns; however, they do not identify actual routes undertaken by 

travellers between any two areas. There is also the danger that too many intersecting and 

overlapping straight lines result in the map becoming incomprehensible to the reader. 

However, an important advantage of the Stplanr package is the ability to allocate the origin-

destination ‘desire lines’ into routes which correspond to the real-world network helping to 

create a more realistic picture of traffic flows. The package achieves this by using third party 

interfaces including CycleStreets.net, GraphHopper and OpenStreetMap Routing Machine 

(OSRM). The cyclestreets.net is a routing service set up ‘by cyclists for cyclists’ which seeks to 

create cycling routes that are the ‘fastest, quietest and well balanced’. The service works on 

a similar basis as a car sat-nav using a routing algorithm specifically developed for cycling 

which allocates origin-destination pairs to the road network (Lovelace et al., 2017). This 

reflects research on cycling behaviour which has shown that cyclists’ choice of route is 

predominantly based on overall safety by selecting roads which have lower levels of traffic 
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and with slower speed limits, staying away from busy, highly congested routes (Grudgings et 

al, 2021). The algorithm takes into account factors such as the slope/hilliness of the road 

which involves selecting routes preferred by cyclists with a lower incline (Götschi et al, 2016). 

Within the Stplanr package, the user is able to describe routes favouring speed, quietness or 

balance between speed and quietness. The project decided to allocate cycling routes which 

are balanced, favouring roads which offer cyclists quietness at the fastest speed.   

GraphHopper uses OpenStreetMap to calculate ideal routes for cars and walking modes 

based on the real-life road network (GraphHopper, 2021). Similar to CycleStreets, the 

GraphHopper routing service within the Stplanr package allows the user to specify whether 

they wish to weight journeys based on speed and quietness of the roads (GraphHopper, 

2021).    

6.1.3 Density Mapping  

To assess changes to travel behaviour over time we use density maps to quantify spatial 

concentrations of travel flows, by transport mode. Density maps compute the concentration 

of the travel routes by creating a smoothed map with a distinct colour ramp and with darker 

colours indicating high concentration and lighter colours lower concentration, thus enabling 

users to easily compare travel behaviour between years.   

6.1.4 Spatial Visualisation  

To complement the spatial modelling, we also display the results of the routes using geo-

visualisation. Geo-visualisation involves using a colour ramp to illuminate the intensity of 

flows overlaid with a map of the road network. The geo-visualisations feature on an 

interactive story map accessible to members of the public. The storyboard also features a 

brief outline of the project and how the maps seek to address the project’s overall aims and 

objectives. Along with the plotted travel routes and density mapping, the storyboard also 

contains a map of the scheme locations and clickable functions to enable the user to compare 

travel flows by transport mode for 2019, 2020 and 2021.      

https://storymaps.arcgis.com/stories/29b40ee2692a462a81647a896dab96d2
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6.2 Geographical Analysis of Attitude Survey  

More basic GIS tools are used to explore the geographical pattern of responses gathered from 

the Attitude Survey.  The analysis will identify geographical patterns in peoples’ knowledge 

and experience of the travel schemes, levels of satisfaction and receptiveness to future travel 

schemes.   

6.2.1 Choropleth Map 

Choropleth maps use colour to represent spatial variations, colours representing a certain 

value allowing the reader to easily identify geographical trends. We apply choropleth maps 

to identify geographical patterns of the responses to survey questions by postcode sector 

while bivariate choropleth maps highlight geographical patterns of two variables 

simultaneously, particularly to display the association of demographic characteristics and 

travel patterns.  

6.3 Geographical Analysis of Air Quality 

The results provided in this report use modelled air quality data from DEFRA for 2019, 2020 

and 2021. The DEFRA air quality data are provided in the form of a 1x1km grid file of 

concentrations for each local authority (per pollutant). The data generated by DEFRA uses 

information from the Automatic Urban and Rural Monitoring Network (AURN), and DEFRA 

recommends that these data should be used for all new air quality assessments. Interpolation 

in ArcGIS Pro was used to create a smoothed map showing the spatial distribution of air 

quality of PM2.5, PM10 and Nitrogen Dioxide (NO2) for 2018, 2019, 2020 and 2021. 

Interpolation is the process of using points with known values to estimate values at other 

unknown points distributed within an area (Deligiorgi, and Philippopoulos, 2011).  In essence, 

interpolation allows the researcher to create an estimated surface of air quality across a 

region. 
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Figure 6. 1: DEFRA Air Quality Grid for South Gloucestershire Council 

 

 

6.4 Thematic Analysis of Written Responses  

In order to make sense of ‘free text’ open responses collected in the Space to Move survey 

by TravelWest, we employ a basic thematic analysis of the responses, drawing on the six-step 

approach of Braun and Clarke (2006). The purpose of thematic analysis is to identify common 

or shared meaning from individual responses which will help address the core research 

questions (Braun and Clarke, 2006). The free-text responses were collated and read to 

become familiar with the data. Initial codes based on the reading of the responses were then 

developed and refined, with the responses being coded and grouped together into broad and 

overarching themes.  

We have quantified the themes to help provide the reader with an appreciation of the 

frequency in which themes were present in the participants’ accounts. We also provide direct 
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verbatim quotes from participant responses to help illustrate salient themes across the 

participants’ responses. The verbatim quotes are unedited, and thus may include grammatical 

and syntactical errors. 

6.5 General statistical analysis 

The quantitative analysis for the Attitude survey and the Intercept Surveys involves basic 

descriptive statistics around frequency counts and percentages. Sample proportions and rates 

are accompanied with 95% confidence intervals where appropriate in the Attitude Survey. 

Percentages have been rounded to the nearest percentage point for clarity of the reader, 

thus, percentages presented in tables may not add up to 100%.  
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7.0 Results 
 

In this chapter we present results and summaries from the different elements of this 

formative evaluation, including: the Attitude Survey; the Space to Move Consultation Survey; 

Air pollution/air quality data; the Travel to Work survey; the Intercept Surveys; and interviews 

with Local Authority officers. 

7.1 Attitude Survey 

This section presents analysis of the Attitude Survey. 95% confidence intervals are presented 

alongside rounded percentages.  

7.1.1 Attitude Survey Population Data  
The Attitude Survey collected the responses of 1,352 people across South Gloucestershire 

Council (population approx. 285,000). The telephone survey was conducted by Perceptive 

Insight between November 2021 and January 2022. There was an over-representation of 

older age groups in the sample due to a higher rate of non-response by young people under 

the age of 24. This resulted in an under-representation of young people and, thus, the sample 

is weighted as shown in Table 7.1. Before weighting, people under the age of 45 accounted 

for 35% of the survey population and after weighting was applied this increased to a more 

representative figure of 44%. The proportion of over-represented older groups also 

decreased as a result of the weighting to create a more balanced population, representative 

of South Gloucestershire Council.  

Table 7. 1: Attitude Survey Sample Weighting 

                           Before weighting                                 After weighting 

Age Number % Number % 

18-44 477 35 588 44 

45-64 501 37 441 33 

65+ 374 27 323 24 

Total 1352 100 1352 100.0 
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Table 7.2 presents the socio-demographic characteristics of the surveyed population after 

weighting was applied. 58% of respondents were female and 42% were male, in line with 

expectations. 65% of respondents were engaged in some form of employment, 23% were 

retired, 1% were students and 11% were not employed (including long term sick).  

Table 7. 2: Weighted Attitude Survey Sample Socio-demographic Characteristics 

 Characteristic Frequency % 

Gender Female 782 58 

Male 568 42 

Other 1 0.1 

Prefer not to say 2 0.1 

   

    

Age 18-24 43 3 

25-44 545 40 

45-64 441 33 

65-74 213 16 

75+ 110 8 

    

Employment 

Status 

Employed full-time 596 44 

Employed part-time 193 14 

Long-term sick 22 2 

Looking after the family or home 28 2 

Not working - long term (i.e., for one year or more) 30 2 

Not working - short term (i.e., less than one year) 18 1 

Prefer not to say 47 4 

Retired 306 23 

Self-employed full-time 79 6 

Self-employed part-time 14 1 

Student 19 1 
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7.1.2 Summary of Attitude Survey Findings   
There was an overwhelming reliance on cars for everyday journeys, with around three-

quarters of people reporting car use, as well as a high level of access to cars across 

households. Around fifteen percent reported walking, and only a very small number 

undertook cycling to complete their journeys. Overall, people were very satisfied with the 

friendliness and welcoming nature of their area along with the ease of social distancing, 

quality of pavements for walking and cycling, space for walking and cycling and overall safety 

to walk and cycle. They were least satisfied with the volume of traffic, speed of traffic, noise 

levels and air quality.  

Among those who noted awareness of the travel schemes, a majority (around sixty percent) 

reported being satisfied or very satisfied with them. However, around two-thirds of 

respondents did not report their satisfaction levels with the schemes, but this low response 

may reflect the nature of the schemes (which are relatively small in nature, particularly school 

streets and the LTNs), and consequently result in a limited exposure or knowledge. Indeed, 

knowledge of the ETS was mixed - only cycle lanes had attracted a considerable level of 

reported awareness (around eighty-five percent). There were generally low levels of scheme 

use, but again this is not surprising from a representative population sample when the 

schemes are relatively small and local in their application. The highest reported experience of 

the schemes was for cycle lanes and widened pavements, with both having around fifteen 

percent reported use. Importantly, around half of those aware of the widened pavements 

and school streets ETS reported using them.  

Modes of transport were not substantially changed in response to the schemes. Indeed, 

around ninety-five percent of respondents stated that they used their car at similar levels as 

pre-intervention. There is however, some evidence to suggest a small increase in the number 

of people undertaking active forms of travel (walking and cycling) for work and leisure. 

However, it is difficult to distinguish if such changes are consequences of shifts in wider public 

practices in response to the COVID-19 pandemic. It is crucial to remember that the survey 

was based on retrospective recall, without before and after samples. This means it is difficult 

to assess actual behaviour change. 
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Support for the hypothetical introduction of schemes was mixed. School streets and road 

closures received the highest support, with just over half of respondents reporting support. 

Reduced road width and the removal of car parking spaces received the lowest levels of 

support. People generally reported that they did not believe that the introduction of a travel 

scheme would encourage them to walk and cycle more. A hypothetical road closure was 

perceived to have the greatest potential to encourage more walking and cycling, with one-

quarter reporting such a scheme may encourage active travel.   

 

7.1.3 Attitude Survey Analysis 

7.1.3.1 Mode of transport for everyday journeys  

When asked about their main mode of transport for everyday journeys (Figure 7.1) an 

overwhelming majority of respondents stated that they used their car (75% (95% CI: 72.2%, 

76.9%)). Walking was the second most popular form of transport at 15% (95% CI: 12.9%, 

16.8%). Public transport contributed a relatively small proportion at 3% (95% CI: 2.5%, 4.4%). 

Cycling was the chosen form of transport for only 2% (95% CI: 1.2%, 2.6%) of respondents.  

Figure 7. 1: Reported Transport Mode for everyday journeys with 95% confidence intervals 

 

Figure 7.2 illustrates the level of access to cars of our respondents, at a household level, with 

a substantial majority of the sample (57% (95% CI: 54.3%, 59.5%)) having access to 2 or more 
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cars and just under 8% (95% CI: 6.4%, 9.3%) stating that their household did not have access 

to a car.    

Figure 7. 2: Reported number of households cars (excluding prefer not to say) 

 

7.1.3.2 Levels of Satisfaction with their neighbourhood   

As Figure 7.3 illustrates, on a Likert scale, respondents were asked to rate their level of 

satisfaction with various aspects of their neighbourhood. There were high levels of 

satisfaction with the perceived ease of social distancing in their area (66% (95% CI: 63.4%, 

68.3%)) and with the quality of pavements (63% (95% CI: 60.8%, 66%)), space for walking (62% 

(95% CI: 59.8%, 65%)) and safety for walking and cycling (61% (95% CI: 58.4%, 63.7%)). A 

substantial majority (71% (95% CI: 68%, 72.9%)) of people were very satisfied with the level 

of friendliness of their area.  

Respondents were least satisfied with the volume of traffic (26% (95% CI: 23.2%, 27.9%)), 

speed of road traffic (26% (95% CI: 23.7%, 28.5%)), noise levels (18% (95% CI: 16%, 20%)) and 

air quality from road traffic (16% (95% CI: 14.4%, 18.4%)).   
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Figure 7. 3: Report satisfaction levels with aspects of the neighbourhood 
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7.1.3.3 Knowledge and Experience of Emergency Travel Schemes (ETS)  

There were generally low levels of travel scheme use for the 1352 Attitude Survey 

respondents (Figure 7.4), but this is unsurprising from a representative sample when the 

schemes are relatively small and local in their application. The highest reported experience of 

the schemes was for cycle lanes (17% (95% CI: 14.7%, 18.7%)) followed by widened 

pavements (13% (95% CI: 11.7%, 15.4%)), school streets (11% (95% CI: 9.3%, 12.7%)) and LTN 

(6% (95% CI: 4.7%, 7.2%)). 

Regarding knowledge of the ETS, the LTN, school streets and widened pavements were all 

associated with low levels of awareness of their implementation. The LTN had the lowest level 

of awareness with 72% (95% CI: 69.8%, 74.6%) of respondents having no experience or 

awareness of the scheme. The highest level of ETS awareness by the residents of South 

Gloucestershire was for the new cycle lanes (see Figure 7.4). Indeed, 69% (95% CI: 66%, 71%) 

of respondents were aware of cycle lanes, despite having no experience using them. The next 

highest level of awareness was for school streets, but this was considerably lower with 23% 

(95% CI: 21.1%, 25.6%) aware of such schemes but with no experience using them. 17% (95% 

CI: 15.2%, 19.2%) of the sample had awareness (though no experience) of the widened 

pavement schemes, and 22% (95% CI: 19.8%, 24.2%) were aware of the LTN but did not use 

them. Across the ETS, there appears to be a considerable proportion of those aware of the 

schemes having experience of them.  

Figure 7. 4: Reported awareness and experiences of emergency travel schemes 
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7.1.3.4 Satisfaction with ETS  

Sixty-nine percent of respondents did not state their level of satisfaction with the emergency 

schemes and a further 1% stated ‘don’t know’ (Table 7.3). This relatively high number may 

again reflect the nature of the schemes, which are relatively small in nature particularly school 

streets and the LTNs, and consequently a limited exposure and experience of any particular 

scheme may have resulted in a non-response to this specific question.  

Table 7. 3: Reported satisfaction with Emergency Travel Schemes 

Satisfaction with schemes Frequency % 

Very satisfied 35 3 

Satisfied 202 15 

Neither 93 7 

Dissatisfied 54 4 

Very dissatisfied 21 2 

Don't know 15 1 

Not Answered 932 69 

   

Total 1352 100 

 

When the ‘not answered’ and ‘don’t know’ categories are excluded (see Figure 7.5), it is clear 

that there is a high degree of satisfaction with the ETS from those sampled. Indeed, 50% (95% 

CI: 45%, 54.9%) of people were satisfied and 9% (95% CI: 6.2%, 11.9%) very satisfied. 
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Figure 7. 5: Level of satisfaction with travel schemes (excluding ‘don’t know’ and ‘not 
answered’ responses) 

 

7.1.3.4 Impact of Travel Schemes on Travel to Work Behaviour  

A high number of respondents did not answer the question regarding ‘if and how’ they 

changed their main mode of transport to work in response to the ETS (Table 7.4). This perhaps 

reflects a modest level of awareness of these schemes overall, echoing some of the above 

findings. When not answered and non-applicable responses are excluded from analysis 

(Figure 7.6), it is clear that people’s reported mode of transport to undertake their commute 

to work has not changed substantially in response to the ETS. Indeed, 94% (95% CI: 90%, 

96.2%) of respondents stated that they used their car at similar levels as pre-intervention, 

while similar levels are also observed in the usage of taxis (98% (95% CI: 87.9%, 99.7%)) and 

motorcycles (98% (95% CI: 84.1%, 99.7%)). There is some evidence to suggest a modest 

increase in the number of people undertaking active forms of travel including walking (7% 

(95% CI: 4%, 13.5%)) and cycling (10% (95% CI: 5%, 17.7%)). However, this could be a 

consequence of broader pandemic related behaviour change, as other studies have reported 

increased public engagement in physical activity including cycling during the pandemic (Hong 

et al., 2020). 

It must be remembered however, that these reported figures are based on retrospective 

recall. Therefore, the data are based on participants’ recollections and interpretations of their 
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behaviour changes, and not based on before and after samples, meaning it is difficult to 

robustly infer actual behaviour change.  

Table 7. 4: Changes in reported transport to work mode following intervention 

Mode Less More Same NA Not Answered Total 

Walk 2 10 125 282 933 1352 

Cycle 1 9 84 323 935 1352 

Taxi 1 0 48 369 934 1352 

Car 8 7 227 176 934 1352 

Motorcycle 1 0 37 380 934 1352 

 

Figure 7. 6: Percentage reported changes in transport to work mode following intervention 
(excluding ‘don't know’ and ‘not answered’ variables) 
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relatively small number of respondents in each category offers low statistical power (see 

appendix 5). 

7.1.3.5 Impact of Travel Schemes on Leisure Travel Behaviour  

Similar to the above patterns for travel to work, a high number of respondents did not answer 

the question on how the travel schemes have altered leisure travel behaviour (Table 7.5). 

Excluding non-responses there is some evidence to suggest that there may be a modest stated 

shift towards greater active travel to undertake leisure activities (Figure 7.7). Again, this may 

reflect an impact of COVID-19 upon travel practices more generally (Hong et al., 2020). 

Respondents who answered this question stated that walking and cycling increased by 12% 

(95% CI: 9.4%, 16.2%) and 13% (95% CI: 8.4%, 18.3%) respectively. Non-active forms of 

transport including the use of taxis, public transport and motorcycles decreased by 5% (95% 

CI: 1.8%, 10.7%), 5% (95% CI: 2.4%, 8.7%) and 7% (95% CI: 2.6%, 18.5%) respectively.  

Table 7. 5: Changes in reported transport to leisure mode following intervention 

Mode More Same Less Don't know N/A Not Answered Total 

Walk 46 327 0 2 45 932 1352 

Cycle 23 158 0 3 236 932 1352 

Public 

transport 6 163 8 3 240 932 1352 

Taxi 2 105 5 4 304 932 1352 

Motorcycle 1 49 4 3 363 932 1352 
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Figure 7. 7: Percentage changes in reported transport to leisure mode following intervention 
(excluding ‘don't know’ and ‘not answered’ variables) 

 

7.1.3.6 Support for Future Travel Schemes   

All respondents were asked and answered if they would hypothetically support travel 
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the highest support at 56% (95% CI: 52.3%, 58.3%) followed by road closures at 53% (95% CI: 

50%, 55.4%). Reduced road width (and wider pavements) for walking and cycling received 

lower levels of support at 41% (95% CI: 38.3%, 43.6%). The removal of car parking spaces 

received the lowest levels of support (29% (95% CI: 26.9%, 31.9%)). 

Figure 7. 8: Reported support or non-support for the introduction of future travel schemes 

 

12

13

3

2

2

88

87

92

94

91

0

0

5

5

7

0 20 40 60 80 100 120

Walk

Cycle

Public transport

Taxi

Motorcycle

%

Less Same More

53

41

29

56

47

59

71

44

0

10

20

30

40

50

60

70

80

Road closures Reduce road width Remove car parking School Street

%

Yes No



Page 62 

 

Respondents were also asked whether a future travel scheme implemented in their local area 

would encourage them to walk and cycle more (Figure 7.9). Across all the hypothetical 

schemes, a significant share of respondents did not believe a travel scheme would encourage 

them to walk and cycle more. A hypothetical road closure would have the greatest potential 

to encourage more walking and cycling (at 26% (95% CI: 23.7%, 28.5%)). Comparable figures 

for the other schemes were: reduced road width (21% (95% CI: 19%, 23.5%)); school streets 

(19% (95% CI: 11.6%, 20.9%)); and the removal of car parking spaces (16% (95% CI: 13.9%, 

17.9%)). 

Figure 7. 9: Reported impact on active travel regarding the introduction of hypothetical 
travel schemes 
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7.2 Analysis of Space to Move Consultation Survey    

The following section summarises the Space to Move Consultation Survey for the widened 

pavement (at Staple Hill High Street and Hatchet Road) and LTN (at Signal Road) travel 

schemes. The data is based on the free-text responses from participants who scanned QR 

codes placed in the vicinity of the local initiatives, and completed the linked survey. The 

themes have been quantified and presented in tables. Verbatim quotes from participant 

responses are used to highlight salient points and common themes. The verbatim quotes are 

unedited, and thus may include grammatical errors. 

7.2.1 Space to Move Survey  
The Space to Move survey was carried out at Staple Hill, Hatchet Road and Signal Road where 

25 people responded at each location, resulting in a total sample of 75 people (Table 7.6). It 

is important to note that this consultation was carried out early in the ETS implementation, 

and this resulted in some schemes being amended or removed. Thus, the views discussed 

below may not reflect current views of the ETS.   

Table 7. 6: Number of responses to the Space to Move survey by location 

Location (and intervention type) Number of responses 

Staple Hill High Street (widened pavement) 25 

Hatchet Road (widened pavement) 25 

Signal Road (LTN) 25 

Total 75 

 

7.2.2 Summary of Space to Move Consultation Findings   
There were generally high levels of dissatisfaction at both sites employing a widened 

pavement scheme, but considerably higher levels of perceived satisfaction for the LTN 

scheme at Signal Road/Charnell Road). Common negative themes across all sites included 

design issues, worsening journey conditions and decreases in safety. Positive accounts across 

these themes were also found (albeit often in lower quantities). The findings highlight 

polarising and at times contradictory perceptions of the schemes.    
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The modifications to the layout of the road have resulted in some cyclists and pedestrians 

reporting feeling safer and more confident in using the roadway to undertake active travel, 

but there were also reports of worsening traffic conditions (increased congestion and slower 

travel times particularly during busy travel times). An indirect result of this was perceived 

increased pollution from idling cars in tailbacks. Some respondents perceived that traffic 

simply diverted away from the scheme locations. There were perceptions of some schemes 

not being used as intended. The fidelity and adherence of the schemes from pedestrians, 

cyclists and road users appeared to impact upon perceived satisfaction and safety, e.g., cars 

queueing and blocking pedestrian crossings were noted to impact perceived safety. Some 

respondents suggested that aspects of the schemes (specifically the removal of car access and 

parking spaces) may reduce the use of public Highstreets, with this having detrimental 

impacts upon local businesses.  

The small sample sizes and the nature of the reflective questions rather than hard data on 

behavioural practices, make drawing firm conclusions difficult, and again highlights the 

complex and contradictory outcomes of such schemes upon people’s perspectives and 

behaviours. The findings must be read in light of the limited quantity of data, and the self-

selecting nature of the sample. Nevertheless, they offer pertinent insights into experiences of 

these schemes. It is important to bear in mind that public consultations to changes that are 

proposed or in situ may attract people who have views from widely divergent poles of a 

spectrum, either in favour or against a scheme and may not be more broadly representative. 

7.2.3 Themes from Space to Move Survey  
Below we present the key themes which were generated from our analysis. We have divided 

the themes into two main categories, positive perceptions and negative perceptions (Table 

7.7). 

Table 7. 7: Overview of key themes and sub-themes from the Space to Move Survey 

Theme Sub-theme  

Positive Perceptions   • Improved safety  
• (e.g., perceived increased safety for cyclists, pedestrians, 

children) 
 

• Environmental  
• (e.g., more pleasant area) 
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• Traffic conditions  

• (e.g., reduced speeding, reduced congestion, no negative 
impact on car journey) 

 

Negative Perceptions   • Intervention layout/design  
• (e.g., not used as intended, poor layout and design, not 

required for the area, not ambitious enough, no impact on 
social distancing, negatively affecting disabled, elderly and 
buggy users) 

 
• Reduced safety  

• (e.g., less safe for pedestrians, more difficult crossing road 
as a pedestrian, not safe for cyclists) 

 
• Traffic/Journey conditions 

• (e.g., increased congestion, increased pollution, re-routing 
of traffic, Increased car journey time, Slowing traffic) 

 
• Consultation  

• (e.g., lack of consultation) 
 

• Business  
• (e.g., adverse impact on businesses due to reduced 

access/parking) 
  

 

Within the ‘positive perceptions’ theme, the ‘improved safety’ sub-theme represents 

respondents feeling markedly safer cycling or walking, along with increased safety for 

children. The ‘environmental’ sub-theme relates to a perceived reduction in road-related 

vehicular pollution and noise pollution and improved social cohesion as a result of quieter 

roads. The ‘traffic conditions’ sub-theme covers a perceived reduction of congestion and 

vehicle speeding, as well as some discussion of there being no perceived change to car 

journeys.  

Within the ‘negative perceptions’ theme, ‘intervention layout/design’ highlights respondents’ 

criticism of the design of the interventions (e.g., the quality of signage or lack of signage). 

Respondents who cite layout and design problems often accompanied these observations 

with issues relating to safety, particularly crossing the road. The ‘traffic/journey’ conditions 
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sub-theme describes perceived impacts of interventions such as road closures and the 

introduction of traffic lights upon longer journey times, slower traffic and increased traffic 

congestion. The ‘consultation’ sub-theme relates to a concern by residents that there was not 

thorough enough consultation around the travel scheme. The ‘business’ sub-theme reflects 

considerations that the schemes may have upon access and use of local businesses.  

These findings must be read with the caveat of the relatively small sample sizes from the 

Space to Move Survey, and so representativeness and generalisability are not assured. 

7.2.4 Overview of Schemes  
To measure levels of satisfaction across the three scheme locations, explicit mentions of 

satisfaction or dissatisfaction in the respondent’s responses were coded.  It is clear from 

Figure 7.10 that Signal Road (LTN) had the highest level of satisfaction with 52% of 

respondents expressing satisfaction with the scheme. Meanwhile, High Street in Staple Hill 

(widened pavement) recorded the lowest levels of satisfaction, with 64% of respondents 

explicitly expressing dissatisfaction with the scheme, and only 12% expressing satisfaction. 

From the responses collected at Hatchet Road (widened pavement), 64% of people were 

dissatisfied and 16% satisfied which was slightly higher than Staple Hill High Street.   

 

Figure 7. 10: Reported satisfaction levels across the three scheme locations 
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7.2.4.1 Hatchet Road - widened pavement scheme  

Overall, there were high levels of dissatisfaction with the travel scheme at Hatchett Road. 

Analysis of negative responses (Table 7.8) shows that 66% of respondents cited problems with 

the layout and design of the travel scheme. Respondents felt that the scheme was 

unnecessary, as the footpath on either side of the road could be used in a one direction 

fashion, with one side used for northbound travellers and the other for southbound travellers. 

There was also concern from car users and cyclists that pedestrians were not using the 

scheme to its full potential by continuing to only use the footpath and not the additional space 

provided on the road, suggesting either a lack of confidence due to safety concerns, or a lack 

of knowledge and understanding of the schemes.   

‘People are just using the pavement as they usually would. The extra space taken from 

the road isn’t utilised as intended’. (Respondent) 

One respondent also questioned the need for the travel scheme, due to the relatively low 

numbers of active travellers perceived to be using the route.  

Concerns were also raised about access issues for people in wheelchairs and parents with 

prams due to the elevated curb.  

‘High kerb it not easy for bikes/scooters/wheelchair/buggy users to utilise’. 

(Respondent) 

Due to the introduction of traffic lights limiting traffic to one lane, some 33% of negative 

responses at Hatchet Road cited problems with travel conditions. The biggest concern was 

increased congestion and slower traffic which subsequently increased journey times for car 

users. As a result of slower traffic, active travel users noted that idling traffic was perceived 

to be increasing the quantity of exhaust fumes:  

‘Never had a problem cycling through here until now. Having to pass stationary 

vehicles queuing with engines running’. (Respondent) 
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Table 7. 8: Frequency of negative responses from participants - Hatchett Road Scheme 

Theme Codes 

Number 

of Codes 

% of 

Codes 

Layout/design  

(n=18, 67%) Poor Layout and Design 8 30 

 Access problems disabled, buggies 1 4 

 No Impact on Social Distancing 1 4 

 Less safe for pedestrians 3 11 

 Not used as intended 5 19 

    

Journey conditions 

(n=9, 33%) Extra Vehicular Congestion 5 19 

 Increased pollution idling cars 2 7 

 Increased car journey time 1 4 

 Slowing traffic 1 4 

    

Total  

(n=27, 100%)  27 100 

 

Along with the high levels of dissatisfaction with the travel scheme at Hatchett Road, there 

were relatively few positive responses (Table 7.9). However, from the positive responses that 

were collected (n=7) over half (57%) cited improved pedestrian safety as a benefit of the 

travel scheme. Before the introduction of the scheme, the footpath inside the railway tunnel 

was noted to be very narrow, making pedestrians and cyclists feel unsafe. By changing 

Hatchet Road (near Bristol Parkway), to shuttle signals with one lane rather than two lanes, 

the increased road space was used to widen the pavement with the use of physical barriers. 

The benefits derived from the design of the scheme were alluded to by several participants:     

‘Pavements along parts of Hatchet Road have not been wide enough (particularly 

inside the railway tunnel) and it feels unsafe for pedestrians. This is a positive 
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improvement and should be kept. Always been too narrow and appreciate what you 

have done as some people walk in the road to get around’. (Respondent) 

‘As a pedestrian / cyclist, it is the first time in 42 years of living in Stoke Gifford that I 

feel safe going under the railway bridge’. (Respondent) 

Here we see how the scheme was noted to have a positive effect upon perceived levels of 

safety for pedestrians.  

Table 7. 9: Frequency of positive responses from participants - Hatchett Road Scheme 

Theme Codes 

Number 

of Codes 

% of 

Codes 

Increased safety 

(n=5, 71%)  Improved pedestrian safety 4 57 

 Improved cyclist safety 1 14 

    

Journey condition 

(n=2, 29%) No negative impact on car journey 2 29 

    

Total  7 100.00 

 

7.2.4.2 Staple Hill High Street - widened pavement scheme  

Generally, high levels of dissatisfaction with the travel scheme at Staple Hill High Street were 

found (Table 7.10). The highest share of negative responses (35%) can be attributed to a 

perceived decline in traffic conditions, due to the installation of traffic lights restricting traffic 

to one lane. Eight respondents expressed concern that the scheme had caused extra vehicular 

congestion. Five further responses cited concern that idling traffic was causing increased 

pollution from car fumes. Because of the slower traffic and increased levels of congestion on 

the high street, two respondents also reported traffic re-routing to less busy residential roads 

(i.e., roads not covered by the scheme).    
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As the High Street in Staple Hill is largely commercial, some respondents expressed concern 

that the travel scheme was having an adverse impact on businesses. The removal of parking 

spaces outside shop premises was highlighted as a key contributing factor,  

‘Removal of parking spaces will impact shops’. (Respondent)  

Indeed, some individuals reported that they would change where they usually shop along the 

High Street to alternative locations,  

‘These restrictions have resulted in my wife & I will no longer use the businesses in 

Staple Hill & in future we will use the easier to access options Available in Fishponds’. 

(Respondent) 

A further 10% of negative responses reported safety as a negative impact of the schemes, in 

particular difficulty in crossing the road. This was perceived to have arisen because of queuing 

traffic blocking pedestrian crossings:  

‘This now feels more dangerous to walk along, and more difficult to cross the road as 

the pedestrian crossings are regularly blocked by car’. (Respondent) 

Table 7. 10: Frequency of negative responses from participants - High Street Scheme 

Theme Codes 

Number 

of Codes 

% of 

Codes 

Business  

(n=13, 27%) Adverse impact on businesses 11 23 

 Change where I shop 2 4 

    

Journey conditions 

(n=17, 35%) Extra Vehicular Congestion 8 16 

 Increased pollution idling cars 5 10 

 Re-Routing of traffic 2 4 

 Increased car journey time 1 2 

 Slowing traffic 1 2 
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Layout/design 

(n=13, 27%) Poor Layout and Design 5 10 

 Not required for area 3 6 

 Not used as intended 2 4 

 Not ambitious enough 2 4 

 Negative affecting disabled and elderly 1 2 

    

Safety  

(n=5, 10%) More difficult crossing road as a pedestrian 3 6 

 Less safe for pedestrians 1 2 

 Not safe for cyclists 1 2 

    

Consultation  

(n=1, 2%) Lack of consultation 1 2 

    

Total 

(n=49, 100%)  49 100 

 

Of the five positive responses, three individuals described improved safety as a direct benefit 

of the widened pavement at the High Street. Respondents also cited improved cyclist safety, 

improved pedestrian safety and a safer environment for children.  

One respondent found that the scheme made the area more pleasant to walk in, so much so, 

that such people might be more likely to shop in the area (this counters the above point about 

changing shopping practices away from high street shops): 

‘Increasing the size of the pavements on the high street has made it a more pleasant 

experience to walk down and will make me more likely to visit the shops’. (Respondent) 

Even though the road has seen the introduction of temporary traffic lights, with this being 

noted to have impacted upon traffic conditions (see above), one respondent noted that the 

scheme did not negatively impact on their car journey time. 
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Table 7. 11: Frequency of positive responses from participants – High Street Scheme 

Theme Codes 

Number 

of Codes 

% of 

Codes 

Improved Safety  

(n=3, 60%) 
Improved cyclist safety 1 20 

 Improved pedestrian safety 1 20 

 Safer for children 1 20 

    

Environmental  

(n=1, 20%) 
More pleasant area 1 20 

    

Traffic conditions  

(n=1, 20%) 
No negative impact on car journey 1 20 

    

Total  

(n=5, 100%)  5 100 

 

7.2.4.3 Signal Road and Charnell Road - LTN 

Overall, perceptions of satisfaction with the LTN scheme were mixed. Many of the negative 

responses (45%) from the respondents at the Signal Road and Charnell Road site can be 

attributed to a perceived reduction in the quality of traffic conditions by car users (Table 7.12). 

Six respondents (30%) reported increases in congestion as a result of the road closure at Signal 

Road and Charnell Road. As a result of the road closures, a further two respondents reported 

re-routing of traffic to nearby residential streets, including Teewell Hill, Station Road and 

White Lodge Road. Slow-moving traffic resulted in one respondent raising concerns that idling 

traffic was increasing pollution in the area. A further three respondents expressed concern 

that the scheme had decreased pedestrian and cyclist safety. One respondent felt that the 

increased traffic on nearby roads such as Broad Street made crossing the road more difficult. 

As some of the traffic has been displaced to Teewell Hill, this was thought to be compromising 

cyclist safety due to speeding and reduced road space from car parking on the kerb. 
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As highlighted above, several respondents had issues concerning the layout and design of the 

travel scheme at Signal and Charnell Road (25%), with concerns the scheme was not being 

implemented and used as intended.  

Three respondents (15%) felt that the shift in priorities by South Gloucestershire towards 

encouraging active travel would be to the detriment of businesses (which were reliant on 

customers travelling by car).   

‘Local businesses will struggle. Too much emphasis on cycling’. (Respondent) 

Table 7. 12: Frequency of negative responses from participants - Signal Road and Charnell 
Road Scheme 

Theme Codes 

Number 

of Codes 

% of 

Codes 

Traffic conditions  

(n=9, 45%) Extra Vehicular Congestion 6 30 

 Re-Routing of traffic 2 10 

 Increased pollution idling cars 1 5 

    

Business  

(n=3, 15%) Adverse impact on businesses 3 15 

    

Layout/design  

(n=5, 25%) Not used as intended 2 10 

 Poor Layout and Design 2 10 

 Not required for area 1 5 

    

Safety  

(n=3, 15%) Less safe for pedestrians 1 5 

 More difficult crossing road as a pedestrian 1 5 

 Not safe for cyclists 1 5 
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Total 

(n=20, 100%)  20 100 

 

Of the 24 positive comments (Table 7.13), 67% highlighted improved safety as a direct benefit 

of the travel scheme at Signal Road in Staple Hill. Seven respondents, (29%), cited improved 

cyclist safety. Cyclists felt safer as a result of less traffic, along with a reduction in speeding. 

One respondent also reported they had perceived an increase in families taking up cycling 

due to increased access and safety, 

‘Amazing change turned a dangerous rat run full of speeding cars to a street safe for 

children to play on. Also access to cycle track now much safer, see so many more 

families riding through here now’. (Respondent)  

In addition to cyclists, pedestrians also felt safer because of the travel scheme.  Respondents 

who cited improved safety noted that Charnell Road, prior to the schemes, was used as a ‘rat 

run’ by car users seeking to avoid heavy congestion on Broad Street at Staple Hill.   

As a result of the road being quieter, there was a feeling that the area had become more 

desirable, creating a safer place for children to play and interact on the street along with 

neighbours noting the area had become more ‘relaxed and friendly’.  

‘Everyone seems more relaxed and friendly and it is easier to socially distance’. 

(Respondent) 

Table 7. 13: Frequency of positive responses from participants – Signal Road and Charnell 
Road Scheme 

Theme Codes 

Number 

of Codes 

% of 

Codes 

Improved safety (n=16, 67%) Improved cyclist safety 7 29 

 Improved pedestrian safety 5 21 

 Safer for children 4 17 

    

Traffic conditions (6, 25%) Less speeding 3 13 
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 Prevented rat run 3 13 

    

Environmental  (n=2, 8%) More pleasant area 2 8 

    

Total 

(n=24, 100%)  24 100 
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7.3 Analysis of Air Quality Data  

This section presents the air quality data analysis, including concentrations of Particulate 

Matter (PM) 10 microns (PM10), 2.5 microns (PM25) and Nitrogen Dioxide (NO2) for 2018, 

2019, 2020 and 2021. 

7.3.1 Summary of the Air Quality Data analysis   
Overall, PM10, PM25 and NO2 levels are found in higher concentrations in close proximity to 

major roads and motorways, as well as in urban areas of North Bristol where there is a large 

population, which is in line with evidence reported in the Air Quality Action Plan (SGC, 2012). 

The areas of poorest air quality are locations where a large number of travel schemes are 

located, suggesting the decision to locate the schemes in such areas is justified based on air 

quality levels. Due to the small scale and localised nature of the travel schemes, and the 

limited granularity of the DEFRA modelled air quality data, it is extremely difficult to assess 

the impact of the individual travel schemes upon air quality. 

7.3.2 Air Quality Data Analysis  
Modelled air quality data from DEFRA (2022) for 2018, 2019, 2020 and 2021 were used to 

review the impact of the ETS introduced in South Gloucestershire. The modelled air quality 

data generated by DEFRA uses information from the Automatic Urban and Rural Monitoring 

Network (AURN). Concentrations of Particulate Matter 10 microns (PM10) and PM2.5 for 

2018, 2019, 2020 and 2021 were mapped to investigate how the geographical locations of 

the emergency active travel schemes corresponded to the spatial distribution of air quality. 

If local councils are unable to meet air quality targets set by the national government they are 

required to declare an air quality management area (AQMA) covering the area where the 

issue is identified. As part of the AQMA, local governments must compile a comprehensive 

action plan detailing steps to improve air quality. Air quality monitoring in South 

Gloucestershire Council in 2010 found that levels of nitrogen dioxide (NO2) exceeded the 

annual target of 40 µg/m3 in certain areas. Following this in 2010 the council declared three 

air quality management areas in Kingswood, Staple Hill and Cribbs Causeway adjacent to the 

M5 junction 17 roundabout. To reduce the high levels of nitrogen dioxide, South 

Gloucestershire Council created an Air Quality Action Plan (AQAP) in 2012 detailing the 

authority’s response to improving air quality in Kingswood and Staple Hill (SGC, 2012). The 
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report found that road traffic contributes between 55-75% of the total nitrogen dioxide 

concentrations in Kingswood and Staple Hill.   

The interpolated surfaces of air quality levels in South Gloucestershire Council for PM10, 

PM2.5 and NO2 are provided in Figs. 16, 17, and 18 respectively).   

7.3.2.1 PM10 

Figure 7.11 shows that PM10 levels are found in higher concentrations in close proximity to 

major roads and motorways which is in line with evidence reported in the Air Quality Action 

Plan (SGC, 2012). Moderate levels of PM10 were found in the urban areas of North Bristol 

with a large urban population. These areas include the Kingswood and Staple Hill areas where 

a number of travel schemes are located.  Thus, the decision to locate the schemes in these 

areas was justified based on air quality levels. 

Figure 7. 11: Interpolated surfaces of PM10 air quality levels in South Gloucestershire Council 
for 2018, 2019, 2020 and 2021. Units are ug/m3 (microgram per cubic metre) 
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7.3.2.2 PM2.5 

An analysis of PM2.5 in Figure 7.12 reveals a strikingly similar pattern to PM10 in Figure 7.13. 

PM2.5 levels are highest along the busiest roads particularly motorways. High levels of PM2.5 

are also found in highly populated areas of the Council including Yate and Thornbury along 

with the suburban area of North Bristol, Staple Hill and Kingswood. All the ETS are located in 

areas with a high concentration of PM2.5 which in part justifies their location in relation to 

controlling pollution as laid out in the Air Quality Action Plan (AQAP) in operation since 2012.  

Figure 7. 12: Interpolated surfaces of PM2.5 air quality levels in South Gloucestershire 
Council for 2018, 2019, 2020 and 2021. Units are ug/m3 (microgram per cubic metre) 

 

7.3.2.3 Nitrogen Dioxide (NO2) 

The geographical pattern of Nitrogen Dioxide (NO2) displayed in Figure 7.13 follows a similar 

pattern as PM10 and PM2.5. Higher concentrations of Nitrogen Dioxide are evident along 

busy roads and in the most urban parts of the Council. It is clear that all of the ETS are located 

in areas with a moderate to high level of Nitrogen Dioxide.  
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Figure 7. 13: Interpolated surfaces of NO2 air quality levels in South Gloucestershire Council 
for 2018, 2019, 2020 and 2021. Units are ug/m3 (microgram per cubic metre) 
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7.4 Analysis of Travel to Work Survey   

 
This section presents the analysis of the Travel to Work survey data, including travel to work 
flow analysis.  

7.4.1 Historic Active travel level across the ETS sites 
Before presenting an analysis of the Travel to Work survey, by way of context we present 

historical data, from the 2011 Census, on active travel rates in the neighbourhoods of the 

schemes introduced in 2020. Active travel is based on walking and cycling as the main mode 

of transport to work. Based on findings from the 2011 census, 8.6% of all working adults aged 

18-64 used active means of travel to and from work in South Gloucestershire. Using travel to 

work data at the Middle Super Output Area (MSOA) level, it is evident that MSOAs which now 

have an ETS, had, historically at least, above-average rates of active travel. Only three of the 

travel schemes are located in areas with below-average active travel rates. These include 

School Streets at Frampton Cotterell, Kings Oak Academy in Kingswood, Bristol and 

Abbotswood Primary School in Yate.  

7.4.2 Summary of Travel to Work Survey analysis   
The impact of COVID-19 is clearly evident in the changing work patterns of people undertaking 

the annual Travel to Work survey – with the percentage of people working from home moving 

from less than one percent in 2019 to around sixty percent in 2021. Looking specifically at 

people travelling to work between 2019 and 2021, car use increased from around fifty percent 

in 2019 to sixty percent in 2021, and public transport use decreased from around fifteen 

percent to less than ten percent over the same period. Slight decreases were also seen for 

both walking and cycling. These changes may more reflect the COVID-19 guidance and public 

concern for infection reducing their use of public transport, and less reflect the impact of the 

ETS. 

The car, walking and cycling density maps show some changes in commuting behaviour 

between 2019 and 2021, but again, this must be appreciated in light of the impacts of COVID-

19 upon travel behaviour. Also, as the types and locations of businesses who responded to 

the Travel to Work survey changes each year, the sample of companies participating in the 

survey changes, meaning the travel routes and locations are not consistent, nor thus easily 

comparable, year on year. Thus, the changes in the travel to work flows could be largely 
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explained by the types and locations of businesses who responded to the Travel to Work 

survey. 

7.4.3 Headline findings from Travel to Work survey  
The annual Travel to Work survey acquired a response from a total population of 7,545 people 

in 2019, 21,539 in 2020 and 16,912 in 2021 (Table 7.14). The impact of COVID-19 is clearly 

evident in the changing work patterns of people undertaking the annual Travel to Work survey 

by TravelWest. 99.8% of people in 2019 and 99.6% in 2020 commuted to a workplace. By 

2021, this figure declined to 38%, with an overwhelming majority at 62% working from home.  

It is important to note and appreciate the UK’s COVID lockdown rules which were in place 

around the Travel to Work data collection period, which usually takes place in March each 

year. The UK entered lockdown on the 16th March 2020 and remained under varying levels of 

restrictions in March 2021 (see Appendix 8: UK lockdown timeline). 

 

Table 7. 14: Mode of transport to work by survey year. Includes the total survey population 

 

Excluding people who work from home (Table 7.15) the proportion of commuters using a car 

or van increased from 48% in 2019 to 60% in 2021. Public transport usage increased modestly 

between 2019 and 2020 up from 17% to 18%. However, between 2020 and 2021 public 

transport dropped from 18% to 9%. Walking decreased between 2019 and 2020 down from 

16% to 14%, but with a modest recovery to 15% in 2021. Cycling also observed a similar 

pattern decreasing from 17% in 2019 to 13% in 2020 and increasing to 15% in 2021.    

 

 

  2019 2020 2021 
Mode Number % Number % Number % 

Daily commute 7528 99.8 21458 99.6 6500 38 

Work from home 17 0.2 54 0.3 10412 62 

Unknown 0 0.0 27 0.1 0 0.0 
Total 7545 100.0 21539 100 16912 100.0 
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Table 7. 15: Mode of transport by survey year, excluding people who work from home 

 

Whilst it is not possible to definitively explain the general shift away from public transport 

towards increasing car/van use, it is likely that the pandemic has had an impact. The rapid 

decline in public transport usage between 2020 and 2021 coinciding with a rise in car use may 

reflect general anxieties of commuters about being on a bus or train and the need for more 

personal forms of transport to reduce their infection risk. The lack of significant changes 

between 2019 and 2020 may reflect the timing of the 2020 Travel to Work survey, which 

typically takes place in March. Thus, respondents undertaking the survey in early March 2020 

are likely to be following typical work patterns, reflecting in their usual travel behaviour, and 

responses in mid to late March may be more likely to be affected by the introduction of social 

distancing and later a lockdown on 16 March 2020, with increasing rates of home working 

(see Appendix 8: UK lockdown timeline). We must also acknowledge that the sample of 

companies participating in the Travel to Work survey changed somewhat. For example, the 

total sample size (of responders) was 7545, 21,539 and 16,912 in 2019, 2020 and 2021 and 

we have no way of linking individual responses across the three years.  

7.4.4 Travel to Work Flow Analysis  
Using respondents’ home and workplace postcodes we are able to present a geographical 

analysis of travel flows (as set out in the Methodology chapter (see Chapter 6.1)). The travel 

flows help us ascertain to what extent the travel schemes have impacted travel to work 

 
2019 

 
2020 

 
2021 

 

Mode Number % Number % Number % 

Car/van 3641 48 11282 53 3926 60 

Cycle 1248 17 2869 13 966 15 

Public Transport 1253 17 3922 18 578 9 

Walk 1218 17 2974 14 959 15 

Other 168 2 411 2 71 1 

Unknown 0 0.0 27 0.1 0 0.0 

Total 7528 100.0 21485 100.0 6500 100.0 
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patterns and behaviour. Below, we present the findings for each mode of transport and how 

the patterns relate to the ETS established by South Gloucestershire Council in response to 

COVID-19.  

Before exploring the results of the travel to work flows, we will first explore the geographical 

pattern of workplaces and respondents who have taken part in the surveys. A key outcome 

of the sampling strategy employed by the Travel to Work survey is a clustering effect from 

the spatial distribution of workplaces. The survey is aimed at all businesses in the wider Travel 

West region however larger, public sector workplaces are overrepresented. This has resulted 

in an uneven geographical pattern evident in the following maps presented in Figure 7.14. In 

2019, there is a cluster of businesses in Bristol City Centre which is in line with expectations, 

however a second cluster is also evident in the South section of South Gloucestershire Council 

in the Filton and Southmead area. This area is home to a university, hospital, technical college, 

and a science park. The geographical pattern of workplaces in 2020 and 2021 is skewed more 

towards Bristol City Council. The pattern of employees’ place of residence is in line with the 

underlying population of the region. A large proportion of respondents reside in Bristol and 

nearby towns such as Yate.   
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Figure 7. 14: Spatial distribution of Travel to Work workplaces and homeplace by postcode 
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7.4.4.1 Car Flows  

We begin with the analysis of car flows in 2019 acting as a baseline of pre-intervention and 

pre-COVID travel to work behaviour. It is evident from the map in Figure 7.15 that there is a 

high density of car traffic flows along the known busiest routes in the region, including the 

motorways that connect Bristol with South Wales and the West Country. We also see a typical 

pattern of car commuting between the suburbs and towns into Bristol. By overlaying the 

location of the travel schemes, it is clear that the schemes are located within close proximity 

to areas of high car flows.    

Figure 7. 15: Car flows in 2019 

 

 

7.4.4.2 Cycle Flows 

Cycle flows presented in Figure 7.16 are more localised and are highly concentrated around 

Bristol. The cycle lane on Station Road connecting Yate with Bristol labelled as the 1st point of 

reference on the map is well placed to benefit cyclists using this route. There are evident car 

flows from Chipping Sodbury and nearby Yate travelling in the direction of Coalpit Heath. The 

cycle lane on Southmead Road highlighted as the 2nd point of reference on the map is located 

relatively close to an area of high-density car traffic which reflects the proximity of North 
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Bristol industrial park, and South Gloucestershire and Stroud College. The LTN at Charnell and 

Signal Road highlighted as the 3rd point of reference is outside areas of high car 

concentrations, however the area may be prone to diversionary ‘rat-running’ as car users try 

to use the streets to avoid congestion on nearby busy roads.    

Figure 7. 16: Cycle flows in 2019 

 

7.4.4.3 Walking Flows 

Walking flows from 2019 are displayed in Figure 7.17, which shows a pattern of highly 

localised walking to work patterns. There is a cluster of walking flows in the Southmead area 

of North Bristol marked as the 1st point of interest on the map. The cluster of walking flows in 

this locality reflect the sampling strategy of the Travel to Work survey. The survey is biased 

towards large employers particularly public sector organisations. In this area, there is a 

hospital, university, technical college and science park which may help explain this pattern. 

Notwithstanding the limitations of the survey, the widened pavements scheme on Hatchet 

Road is well placed to help improve commuter’s experience as they walk to work.    

 

 

 

1 

2 
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Figure 7. 17: Walking flows in 2019 

 

 

7.4.5 Travel Flow – Change over time   
Through the use of density maps, we will now explore how travel to work flows have changed 

over time.   

Beginning with car flow change (Figure 7.18), between 2019 and 2020, the general pattern of 

commuting by car remained largely the same. There is a detectable increase in the number 

of cars travelling between Yate and Bristol. Between 2020 and 2021, an increase in the overall 

intensity of car use is denoted by the darker shade of red. This likely reflects a shift towards 

car use in response to the COVID-19 pandemic. There is some evidence from these maps that 

the intensity of car use between Yate and Bristol reduced during this period.   
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Figure 7. 18: Car Density Maps, 2019-2021 
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Figure 7.19 indicates that between 2019 and 2020, there is a detectable change in the 

direction of cycle flows. In 2019, cycle flows were highly clustered around the Southmead 

area of North East Bristol with cyclists travelling within this area. A second cluster is 

detectable between Staple Hill and Bristol Centre, resembling a typical city-suburban travel 

flow, and highlighting the presence of Bristol Bath Railway Path cycle infrastructure, which 

provides a continuous greenway path from East Bristol via Staple Hill to Central Bristol. By 

2020, we see greater flows between Bristol City Centre and areas on the outer edge of the 

city. The cluster in Southmead is still present, though less pronounced. Instead of intra-area 

cycle flows, there are greater flows into the city Centre. The intensity of cycle travel flows 

from Staple Hill remains, though seems less pronounced. By 2021, we see greater cycle flows 

between Bristol City Centre through Cotham and St Andrews and extending up to Southmead. 

The cluster of intra-area cycling at Southmead also increased between 2020 and 2021.  
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Figure 7. 19: Cycle Density Maps, 2019-2021 
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Comparison of walking to work flows across the various survey years (Figure 7.20), shows that 

between 2019 and 2020 the cluster of walking flows around the Southmead area has largely 

disappeared.  Instead walking to work flows largely concentrated around Bristol City Centre 

outside of South Gloucestershire Councils boundaries. This dramatic change may be largely 

explained by the types and locations of businesses who responded to the Travel to Work 

survey and not a dramatic shift to wider commuting behaviour. Between 2020 and 2021, 

there was an increase in the flow of people walking to work between Bristol City Centre and 

Southmead travelling through the St Andrews area.  
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Figure 7. 20: Walking Density Maps, 2019-2021
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7.5 Analysis of Intercept Surveys  

This section details the Intercept survey results for the Low Traffic Neighbourhood (LTN) at 

Charnell and Signal Road, the School Street at Abbotswood School, and the Cycle Lane at Yate. 

Results from the South Gloucestershire Council Thornbury High Street (LTN) consultation 

survey are also presented.  

The Intercept Survey at Charnell and Signal Road took place on Wednesday 3rd November 

from 4-8pm, Thursday 4th November 1-5pm and Saturday 13th November 12-4pm 2021. Out 

of approximately 340 households, 41 responses were collected from residents, representing 

a response rate of approximately 12%.  

The Intercept Survey at Abbotswood School Street took place on Wednesday 26th January 

between 2-3:30pm and Thursday 27th January 2022 between 8:40-9:40am. Parents and 

guardians were invited to complete a paper-based survey allowing them to express their 

views of the scheme in terms of its design and layout, in order to ascertain whether the 

scheme had changed how they and their accompanying children(s) travelled to and from 

school. A total of 15 responses were collected by the research team across the two days at 

the site.  

The Intercept Survey at the cycle path on Station Road in Yate took place on Wednesday 2nd 

and Saturday 5th March 2022, between 07:00 – 19:00. Cycle path users were invited to 

complete a paper-based survey which explored their views and experiences of the scheme 

(e.g., its design, layout implementation), to see if it had changed their travel behaviour. An 

online version of the same interview was also created, with a QR code being displayed around 

the survey site to allow cyclists to complete the survey at a convenient time. A total of 42 

responses were collected (39 at the sites and 3 online).  

The Thornbury High Street consultation survey was undertaken by South Gloucestershire 

Council. Participants were invited to respond via an online survey or a paper survey. The 

survey was open from 21 July 2020 until 7 February 2021. 2,890 responses were received to 

the consultation survey. The full consultation survey for Thornbury High Street report can be 

found here. 

https://beta.southglos.gov.uk/wp-content/uploads/Thornbury-High-Street-Consultation-Output-Report-V4.pdf
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Where possible, for all the surveys, alongside the responses to survey questions, we present 

verbatim narrative responses from a free text question option used to gain additional insights 

from respondents. 

7.5.1 Summary of Intercept Survey Results 
Overall, there were high levels of scheme awareness over the Intercept Surveys for the LTN 

scheme at Charnell and Signal Road, the school street scheme at Abbotswood, and the cycle 

lane on Station Road in Yate. There were generally positive perceptions and satisfaction with 

the schemes, with evidence of reported increases in walking and cycling behaviour from some 

in response to the schemes. The LTN scheme at Charnell and Signal Road saw a nearly ten 

percent increase in the proportion of respondents walking ‘daily’ and ‘2-5 times per week’. 

The proportion of people cycling ‘daily’ and ‘2-5 times per week’, also saw small increases. 

The cycle lane scheme at Yate was reported to be encouraging active travel and encouraging 

people to use that area to cycle, with a small reduction in ‘monthly’ and ‘never’ cycling 

frequencies, and a slight increase in cycling ‘2-5 times per week’. The Abbotswood school 

street scheme was reported to encourage families to reduce their car use in favour of more 

active travel, with around one-third of respondents reporting that they were more likely to 

use active travel following the intervention. 

The survey findings suggest that across all the schemes similar themes were emerging. 

Generally, there was little reported improvement to journey time by respondents, but the 

schemes were suggested to be increasing perceptions of safety, overall journey quality, and 

perceptions of local areas. Overarching issues included the perception of displacement of 

traffic to other areas, with this having associated views of decreased safety and increased 

congestion (and pollution) in these areas. Also, the adherence of road users and pedestrians 

to the schemes (e.g., cars merging into the cycle lane, cars not adhering to school street 

parking rules), was noted to impact upon participant perceptions of scheme satisfaction and 

safety. Further, and specifically in relation to the LTN Schemes, the aesthetics of the scheme 

(the bollard used to block the roads) were described as not being appealing and needing 

improvement. Further, the LTN consultation survey at Thornbury High Street highlighted how 

people with disabilities may experience greater access issues from the schemes. 
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When interpreting the data, the low sample numbers for the Intercept Surveys must be noted, 

but this is a common limitation of such methods due to their targeted and opportunistic 

nature (Aldred and Croft, 2019). Also, the post hoc reporting of respondent’s travel practices 

means there is no baseline data, thus changes in travel behaviours are based on retrospective 

recall. Nevertheless, they provide useful insight into the perspectives and experiences of 

people in the areas where schemes are being implemented. 

7.5.1 Charnell and Signal Road low traffic neighbourhood (LTN) Intercept Survey Findings  

7.5.1.1 Transport Mode for Everyday Journeys 

The majority of respondents (52%) used non-active modes of transport to undertake their 

everyday journeys (Figure 7.21). Cars and vans were the most popular followed by taxis. 5% 

of respondents used public transport. 42% used active means of transport including walking 

(37%) and cycling (5%) (Table 7.16). 

Table 7. 16: Mode of transport for everyday journeys 

Activity Mode Number % 

Non-Active (n=22, 52%) Car driver 18 44 

 Work van 1 2 

 Car passenger 1 2 

 Taxi 1 2 

 Van 1 2 

Public Transport  Public transport 2 5 

Active Transport (n=17, 42%) Walking 15 37 

 Cycling 2 5 

    

Total   41 100 
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Figure 7. 21: Mode of transport for everyday journeys, percentage 

 

7.5.1.2 Awareness of Travel Scheme   

Awareness of the LTN scheme at Charnell and Signal Road was very high with 93% of local 

residents aware of its operation (Table 7.17). Only one respondent did not have an awareness 

and a further respondent did not answer.  

Table 7. 17: Awareness of low traffic neighbourhood scheme at Charnell and Signal Road  

Awareness of the scheme  Frequency % 

Yes 38 93 

No 1 2 

Don't know 1 2 

Not answered 1 2 

   

Total  41 100.0 

7.5.1.3 Impact of Travel Scheme on Behaviour  

When asked to compare levels of walking before and after the implementation of the LTN, 

there was a small reported increase in the uptake of walking (Table 7.18). Although this was 

post hoc reporting and based on a small sample, there was a 10% increase in the proportion 

of respondents walking daily (10%) and 2-5 times per week (10%). 
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Table 7. 18: Reported impact of low traffic neighbourhood scheme upon walking frequency 

 Before scheme Since introduction Change 

Awareness of the scheme  Frequency % Frequency % Frequency % 

Daily  18 44 22 54 +4 10 

2-5 times per week 7 17 11 27 +4 10 

Weekly  11 27 4 10 -7 -17 

Monthly 1 2 2 5 +1 3 

Never  0 0 2 5 +2 5 

Not Answered 4 10 0 0 -4 -10 

       

 Total 41 100 41 100 0 0 

 

Table 7.19 shows that cycling rates were lower than for walking. However, amongst 

respondents who do cycle there was a small increase in the proportion of people cycling daily, 

up by 5 % and cycling 2-5 times per week up by 2%. However, there was a small increase in 

the number of people reporting less cycling or never cycling, up by 2% respectively. 

Table 7. 19: Reported impact of low traffic neighbourhood scheme upon cycling frequency 

 Frequency Cycled 

Before scheme 

Frequency Cycled 

Since introduction 

Change 

 Frequency % Frequency % Frequency % 

Daily  1 2 3 7 2 5 

2-5 times per week 2 5 3 7 1 2 

Weekly  7 17 5 12 -2 -5 

Monthly 6 15 6 15 0 0 

Less Frequently  5 12 6 15 1 2 

Never  17 42 18 44 1 2 

Not Answered 3 8     

       

 Total 41 100 41 100 0 0 
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7.5.1.4 Improvements perceived since the scheme’s implementation 

The majority of respondents felt that the scheme helped local residents to maintain social 

distancing, perhaps due to lower levels of traffic enabling pedestrians to make use of the extra 

space on the road (Figure 7.22). 63% of local residents surveyed said that they were more 

likely to interact with their neighbours. 55% of people stated that they were more likely to 

walk and cycle. Similarly, the majority of residents representing (66%) would encourage 

others to come to the area to walk and cycle. 

However, the majority of respondents did not witness an improvement to the quality of their 

journey to work. For example, 95% of people surveyed stated that their journey time did not 

reduce. Whilst a substantial proportion of people reported feeling safer walking/cycling in the 

area (47%), a majority reported that they did not feel any safer (53%). 

Figure 7. 22: Perceived impact of low traffic neighbourhood scheme upon journey quality 

  

7.5.1.5 Satisfaction with aspects of the Scheme  

Generally, the majority of respondents were satisfied with the changes to the road at Signal 

and Charnell Roads (62%) with a minority (31%) expressing dissatisfaction (Figure 7.23). 67% 
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of respondents were satisfied with the space for walking and cycling but the highest level of 

satisfaction recorded was for overall safety for walking and cycling at 69%. Residents 

expressed satisfaction with the volume of traffic (56%), speed of traffic (49%) and layout of 

the scheme for walking and cycling (49%).  

Overall, the scheme was noted to improve overall safety and perceptions of the area: 

‘We don't have vehicles coming through to escape traffic lights at top of Teewell Hill. 

It is quieter and safer. No speeding cars cutting though. The road has become more 

neighbourly because you can safely stand in the street and talk to people. Sense of 

common ownership of the road’. (Respondent) 

‘It is a lot safer for our children and pets and quieter since introduced the scheme. It's 

easier to chat to neighbours. More sense of community, more connecting’. 

(Respondent) 
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Figure 7. 23: Satisfaction levels with low traffic neighbourhood scheme 

 

69

67

62

56

49

49

49

40

31

8

8

13

8

3

33

18

23

24

28

13

23

21

31

41

18

33

28

37

41

80

0 10 20 30 40 50 60 70 80 90

Overall safety for walking and cycling

Space for walking and cycling

Overall experience

Volume of traffic

Ease of social distancing

Speed of traffic

Layout of the scheme for walking and cycling

Signage for walkers and cyclists

Air quality from vehicles

Aesthetics of road bollards

Unsatisfied % Neutral % Satisfied %



Page 101 

 

7.5.1.6 Areas for improvement  

There was widespread disapproval of the aesthetics of road bollards placed on the entrance 

to Charnell Road and Signal Road:  

‘Bollards could be replaced with trees or flowers but other than that happy with the 

scheme’. (Respondent) 

‘Would like the bollards to look better. Perhaps flower beds/trees to encourage 

wildlife’. (Respondent) 

There were also concerns around accessibility for emergency services in response to these 

bollards: 

‘Ambulances cannot get to the street as easily. Bollards are blocking their entry’. 

(Respondent) 

41% of residents felt dissatisfied with the air quality from vehicles, with many noting a 

perceived worsening of pollution in adjacent streets due to the displacement of traffic: 

‘It's caused more traffic and pollution. Teehill Road has a lot of noise pollution’. 

(Respondent) 

‘The main problem from this side of the Charnell Road is an increase in traffic volume 

because the cars do still travel and they use Lydney-Teewell Ave instead’. (Respondent) 

Some suggested potential improvements to help reduce issues with traffic speed and volume: 

‘Speed ramps should be installed for safety purposes. Cars are going too fast for 

residential area’. (Respondent) 

A sizeable minority of residents disapproved of the signage for walkers and cyclists. Some 

respondents suggested better advertising of the scheme to ‘warn’ drivers and prevent cars 

trying to use the road and having to reverse back down the street:  

‘Better signage for road users before they turn into the low traffic zones’. (Respondent)  
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7.5.2 Abbotswood School Street Survey Findings  

7.5.2.1 Mode of Transport 

As can be seen from Figure 7.24, walking was the single most popular form of transport used 

by parents/guardians and pupils in travelling to and from school. However, cars were also an 

important transport mode.  

Figure 7. 24: Transport mode to/from school 

 

7.5.2.2 Awareness of the Scheme  

12 out of the 15 (80%) respondents were aware of the scheme which shows widespread 

knowledge of the intervention (Figure 7.25).   
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Figure 7. 25: Reported awareness of school street scheme 

 

7.5.2.3 Impact of Scheme on Travel Behaviour  

When asked to compare modes of transport before and after the intervention there was a 

slight rise in the number of people walking and cycling to school and a reduction in the use of 

cars as the main mode of transport (Figure 7.26).   

Figure 7. 26: Change in reported transport mode after scheme introduction 
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7.5.2.4 Perceptions of travel scheme  

The majority of respondents (87%) believed that a School Street in their area was suitable for 

such an intervention (Figure 7.27). There was also broad support for more ‘School Streets’ to 

be set up across South Gloucestershire Council (with 79% agreeing).    

A majority of parents/guardians (53%) felt that the School Street made cycling and walking to 

school safer. Fifty percent of survey respondents felt that the extra space afforded by the 

road closure ensured there was enough space for social distancing to be observed. A third of 

respondents agreed that they were more likely to use active travel, compared with 21% who 

disagreed. This shows that approximately 1 in 3 families were in favour of reducing their car 

use in favour of more active travel. As the survey took place in winter, one might speculate 

that the figure may have been higher had the survey taken place in spring and summer when 

the weather is more favourable for walking and cycling.  

7.5.2.5 Areas for Improvement  

Two-thirds of responses supported the statement that the School Street had caused parking 

problems in the surrounding areas. 54% did not support the idea that the school street had 

resulted in less congestion. Indeed, due to the road closure, some participants reported that 

some parents were parking on the nearby carriageway resulting in backed-up traffic and a 

reduction of visibility at the junction. This raised safety issues as parents expected the road 

to be free from traffic: 

‘People are still parking on double-yellow lines and junction at end of the road. Action 

needs to be taken before this causes an incident.’ (Respondent) 

Some respondents noted that the use of cones was perceived as ineffective as people 

(especially delivery drivers) simply drove between them or moved them out of the road: 

‘The cones are good when they're out, but some people just move them’ (Respondent)
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Figure 7. 27: Perceived impacts from school street scheme
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7.5.3 Yate cycle lane Intercept Survey   

7.5.3.1 Location of Travel  

The respondents noted using the cycle lane for a range of everyday journeys, including 

travelling to and from work, shopping, and recreational activities (such as gyms) (Figure 7.28). 

The results indicate that travel to and from locations other than work were key aspects of 

local everyday journeys.  

Figure 7. 28: Reason for today’s travel 
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Figure 7. 29: Reported awareness of cycle lane scheme 
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Figure 7. 30: Reported frequency of cycling before/after scheme introduction 
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Whilst a majority of respondents (74%) noted they did not choose Station Road specifically 

due to the cycle lane, a considerable proportion (24%) reported that their use of this route 

was due to the introduction of the cycle lane (Figure 7.31). Thus, the scheme appears to be 

encouraging active travel at this location.  

Figure 7. 31: Was route used due to the introduction of the cycle lane 
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‘Cars sometimes drive and park in cycle lane’. (Respondent)  

This resulted in some cyclists still reporting using the pavement rather than the road: 

‘Buses cut into to lane forcing me to stop. I use pavement by choice’. (Respondent) 

‘Some cars speed needs to be tackled. Don't feel safe on the road so ride on the 

pavements’. (Respondent) 

Therefore, the cycle lane does not appear to have reduced perceived travel time for the 

majority of respondents, though there does appear to be increased perceptions of safety and 

overall journey quality. However, journey quality is somewhat compromised based upon how 

car users adhere to the scheme.  

Figure 7. 32: Perceived impacts of cycle lane scheme 
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Whilst there was a high level of reported satisfaction with the cycle scheme layout (48%), 36 

% reported being unsatisfied. Echoing the point above around traffic cutting into the cycle 

lane, some reported issues with the width of the cycle track: 

‘Cycle track too wide. Other vehicles use track’. (Respondent) 

Several respondents highlighted how the cycle lane was intermittent and not continuous, 

resulting in areas where the lane stops. This was described as resulting in lower levels of 

perceived safety around these areas: 

‘It is improved but not at junctions and roundabouts - no cycle lane there.’ 

(Respondent) 

‘Could be better with junction and roundabouts. Its better than it was. needs to be 

extended to middle of Yate’. (Respondent) 

‘The cycle lane is useful but would benefit from being more continuous’. (Respondent) 

There were calls from some for the introduction of further cycling lanes  

‘Needs more cycling lanes around Yate’. (Respondent) 
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Figure 7. 33: Reported satisfaction of cycling scheme 
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7.5.4 Thornbury High Street low traffic neighbourhood (LTN) Consultation Survey 

7.5.4.1 Mode of transport   

Car travel (either as a driver or a passenger) was the most popular travel mode to the High 

Street (83%), with 64% of respondents also reporting walking (Figure 7.34). Cycling (12%) and 

public transport (8%) use were considerably lower reported modes of transport.  

Figure 7. 34: Access Thornbury High Street before COVID-19 (multiple responses included) 
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less than once per month, were more likely to value the pedestrianisation, reporting that it 

felt safer (46% vs 12%), a more pleasant place to be (44% vs 9%), helpful for keeping social 

distancing (59% vs 25%), as well as reducing traffic congestion (53% vs 22%). Overall, 46% of 

respondents reported perceiving improvements in air quality since the LTN scheme 

implementation, but this was accompanied with concerns that congestion has been displaced 

to locations around the LTN scheme: 

‘Closing the high street hasn’t reduced congestion it has just moved it to surrounding 

roads and made it worse. It has increased air pollution because of this’ (Respondent). 

Perceived use of the schemes was discussed by the respondent as impacting perceptions of 

their effectiveness. For example, the increased space for pedestrians was perceived by some 

as not being used as intended: 

‘99% of the time there are no pedestrians using the closed road as the paths provide 
sufficient space to walk and socially distance.’ (Respondent) 

Further, adherence from road users was also seen to reduce perceptions of safety: 

‘Despite the barriers, I have noticed a few drivers who have still driven down the 
street.’ (Respondent). 

The aesthetic design of the scheme was also commented on by some respondents, with 

suggestions that current scheme equipment could impact perceptions of their local areas: 

‘Once the scheme is completed with flower troughs and landscaping, the High Street 

will be a very pleasant place to walk and shop. At the moment the barriers and signs 

make the place feel closed and abandoned.’ (Respondent) 

7.5.4.3 Accessibility issues  

There was an overall view that the LTN had made it less convenient to access the shops on 

the High Street, with 56% noting the scheme has resulted in worsening access. Disabled 

respondents were more likely to hold this view. Indeed, those with a disability (Figure 7.35) 

were considerably more likely to use a car to travel to the High Street. Thus, the removal of 

car access appears to be having a greater adverse impact on such populations: 
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‘With the temporary High St restrictions, it is not possible to access businesses directly. 

I am disabled and have musculoskeletal and balance problems. I use a walking stick 

and cannot carry large or heavy loads.’ (Respondent) 

‘Losing car access to the high street means I can’t pick up my medications or visit the 

area as the car parks are too far away for me.’ (Respondent)  

Figure 7. 35: Transport mode to Thornbury High Street for those with a disability (multiple 
responses included) 
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7.6 Local Authority Officer Interviews  

This section summarises the key findings from the council officer interviews. The interviews 

explored perspectives and reflections on the design, implementation and communication of 

the ETS. The findings provide important recommendations for future and further active travel 

schemes. 

7.6.1 Summary of Local Authority Officer Interview findings  
The nature of the ETS meant that they were delivered within very short timescales and 

followed different processes to ‘business as usual’. It was suggested that for members of the 

public, the rapid implementation of the ETS may have felt unexpected, despite effort being 

made to consult about their implementation. The speed of implementation of the ETS was 

seen as both positive (e.g., allowing for rapid action, and for people to see and benefit from 

ETS quickly) and negative (missing the usual consultation process, collection of baseline data, 

post-implementation design changes which were resource intensive). More broadly, the 

implementation of the ETS was seen for some of the schemes as a catalyst for discussion 

within communities about the long-term vision for their local area. However, it was 

acknowledged that there were no clear conclusions, and that some schemes can cause 

polarised viewpoints. 

7.6.2 Local Authority Officer Interviews Analysis  

7.6.2.1 Influence of COVID-19 upon the communication and consultation around the ETS 

Due to COVID restrictions, the majority of the communications between and within teams, 

and to the public, had to be conducted digitally, which was an added challenge. Delivery of 

the usual offline communications such as printed materials and letters was impacted. The 

fast-paced nature of the ETS meant that by the time messages were sent out, they were 

potentially out of date. The subsequent required move to social media as the main channel 

of communication was seen to have both advantages (e.g., access to a potentially wider 

audience) and disadvantages (e.g., digital divides, less targeted). The use of social media for 

communication was also seen as requiring additional resourcing, as well as resulting in people 

reflexively reacting to headlines and comments without fully reading and understanding full 

proposals. 
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As the implementation of the ETS was rapid, communication about the schemes was often 

only able to be sent days before the schemes were implemented. Further, COVID restrictions 

resulted in limitations around the usual engagement with communities through events, 

consultations or door knocking. Community meetings were held online which was a different 

model to usual consultations. This was seen as a barrier for people who were not used to, or 

able to access, this mode of communication, as well as an issue around confidence to express 

opinions if it was against the majority. Despite the Council following all the regulations in 

implementation, the consultation process was seen as different to’ business as usual’. It was 

suggested that for members of the public (who may have been used to being consulted about 

schemes in advance), the implementation of the ETS may have felt unexpected, despite effort 

being made to communicate and consult about their implementation.  

7.6.2.2 Planning and implementation 

Due to their nature and their required speed of implementation, the ETS were noted to be 

identified and delivered using different processes to business as usual, particularly affecting 

the usual methods of consultation and engagement, baseline data collection, design and 

assessment, procurement and delivery.  

The speed of implementation seemed to have both advantages and disadvantages. There 

were comments on the speed being valued, as it allowed local communities to see changes 

and results quickly, as well as more quickly benefit from the schemes. Indeed, there was a 

generally positive perception from the council officers that walking and cycling had noticeably 

gained prominence due to the schemes (from discussions seen in local media). The ETS were 

also seen as a good learning opportunity around developing future schemes.  

The temporary nature of the ETS was seen to allow ‘tweaks’ and alterations following 

feedback. This was seen as positive and helped overcome some of the challenges 

encountered from their rapid implementation. However, it was also noted to result in 

continued resource use after schemes have been implemented, for those requiring changes. 

It was also suggested that ensuring community members have robust understandings of the 

ETS, and their temporary nature, was important to minimise perceptions that the Council has 

misspent or mismanaged money on a scheme if it was altered or removed.  
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More broadly, the implementation of some of the schemes was seen as a catalyst for 

discussion within communities about the long-term vision for their local area, and thus they 

were facilitating discussion and engagement with local communities. However, it was 

acknowledged that there was no clear conclusion, and that some schemes can cause 

polarised viewpoints. (e.g., car drivers having concerns about temporary traffic lights causing 

delays vs cyclists being happy as they feel safer using the route; streets closed to reduce 

through traffic being largely welcomed by residents on the closed streets, but not by people 

who are reliant on the space for parking or use the routes to drive through). 

It was noted that whilst the ETS were completed relatively quickly, to maintain or be made 

permanent there is considerable further work required (this includes resolving any 

issues/concerns caused by their implementation, modifying the schemes, changing the Traffic 

Regulation Order, consultations, etc.). Further, the very short timescales around ETS 

implementation meant there was little time to recruit or procure additional staff resource. 

Therefore, the reallocation of staff away from their usual roles to implement or amend the 

ETS, was suggested to have potential consequences. 

7.6.2.3 Recommendations for implementing future ETS  

Implementing the ETS provided valuable experiences and lessons which can be used to shape 

current and future practice. There were several recommendations highlighted through the 

interviews. These are reported below.  

Recommendations around National Guidance 

- Due to the DfT regularly updating guidance over the course of the year, it would be 

helpful for the Government to keep previous iterations of guidance as an archive for 

reference. 

- It would have been helpful to have received some guidance from the DfT on 
implementing School Streets in particular (especially for LA’s outside London). 

Recommendations for Planning and Project Management 

- Ensure there is sufficient time to allow for the collection of pre- and post-

implementation data – particularly the baseline data. 
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- It is imperative that sufficient time is allocated in the project planning to allow for 

communications and engagement, before, during and after implementation  

- Ensure there is adequate resourcing to allow for extensive additional workloads for 

staff to meet the short timescales required around emergency provision. 

- Ensure adequate resourcing applies to the life of the scheme not just the initial 

implementation.  

- Have a Team of Officers with a senior lead who are responsible for implementing 

emergency schemes, and who are able to quickly move from their business-as-usual 

roles to focus on delivering emergency schemes. 

- For future emergencies, it would be useful to have a field/engagement team who are 

fully trained in engagement/conflict management/emergency responses. They could 

be quickly briefed, provided with PPE and deployed to site to engage with the 

Community and take information into the field. 

- Ensure resources are available for the business-as-usual functions within the team to 

continue while the emergency delivery team complete their work. 

Recommendations for Communication and Community engagement  

- A flexible approach to consultation, and co-designing schemes with local communities 

is important. Thus, consulting on the ideas for a scheme before implementation, and 

ensuring an ongoing commitment to community engagement to make adjustments 

and respond to issues (e.g., scheme aesthetics, work with urban designers to create 

location suitable materials/tools). 

- It would be useful to have existing targeted stakeholder groups in the community who 

can feedback on scheme suggestions on behalf of their communities within very short 

timescales. 

- Having a robust evidence base (e.g., case studies), visual aids (e.g., artist’s 

impressions), and justification for the implementation of schemes (e.g., baseline data 
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and future projections) may help when presenting schemes to key stakeholder groups, 

including the public.  

- Ensure open and transparent objectives behind the Schemes and reinforce these at 

all stages of the project lifecycle. 

- Plan, agree and develop the key messages, clear headlines, terminology, engagement, 

online capacity, and how the public can engage with the Council about the schemes. 

- To ensure clear and consistent messaging, include a dedicated communication staff 

resource and ensure corporate communications Teams are regularly briefed about the 

Schemes, particularly in such a fast-paced environment. 
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7.7 Citizens Panel Focus Group  

The section summarises the main themes and discussions from the citizens panel focus group. 

The focus group explored the four participants’ reflections on the emerging study findings, 

their general perceptions and experiences of the ETS, as well as their thoughts on future 

interventions. The small sample size, and self-selecting nature of the sample must be 

appreciated as limiting the generalisability of the findings. Nevertheless, the participants’ 

accounts provide useful complementary narratives which can be read alongside the above 

survey data. 

7.7.1 Summary of Citizens Panel Focus Group findings  
Perceptions regarding the ETS were mixed. The participants raised concerns around the 

design of the schemes, and noted consequences they had perceived from their 

implementation including, traffic displacement to surrounding areas, increased congestion, 

reduced access to local shops/businesses through removing car parking spaces along roads, 

and general poor adherence and use of the schemes. There was a desire for the council to 

implement schemes to improve active travel, but for better consultation to be undertaken 

around these schemes. 

7.7.2 Citizens Panel Focus Group Analysis  

7.7.2.1 Perceptions of the ETS 

All participants were aware of, and had experience of using, at least one of the ETS (either as 

a pedestrian, driver, or cyclist). There was greater awareness of the cycle lanes and widened 

pavement schemes, and perhaps reflecting the age of the sample and the localised nature of 

the schemes, little awareness of the school street schemes. 

Overall, perceptions from the participants regarding the schemes were mixed. Echoing similar 

benefits and issues found and discussed above, the participants raised concerns around the 

design of the schemes, and noted consequences they had perceived from the implementation 

of the schemes. These included, traffic displacement to surrounding areas, increased 

congestion and accompanied perceived increased pollution, reduced access to local 

shops/businesses through removing car parking spaces along roads, and general poor 

adherence and use of the schemes. Highlighting the mixed nature of perceptions, one 
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participant reported that a widened pavement scheme (Hatchett Road, Bristol Parkway) had 

resulted in them feeling safer and more comfortable when walking but did result in greater 

road congestion and traffic build-up.  

There was a discussion from one participant who was a cyclist and cycle lane user, that the 

intermittent nature of the new cycle lanes, was a concern. This resulted in cyclists having to 

regularly leave and re-enter the flow of car traffic on the road, which was described as 

dangerous for both cyclists and car users. The participant noted that previously they felt like 

‘part of the traffic’, but the continual need to leave and merge back into traffic made them 

feel separate and ‘at risk’. They suggested having a continuous cycle lane, or the road 

reverting to how it was previously. This was echoed by a fellow participant: 

‘[Cycle lanes] are there and then all of a sudden they narrow or they disappear and you 

think, well, that puts cyclists off because they have not got continuous safety and 

continuous space.  So there is a design problem obviously in some locations particularly 

if there is a grass verge adjacent and it is not being used.  So we think the highway 

officers really should be very carefully going along all the cycle routes to make sure 

they are continuous.’ (Respondent)  

7.7.2.2 Perceptions of future interventions 

When discussing the implementation of potential future schemes, the participants spent little 

time discussing the current schemes they had experienced, and instead highlighted various 

ideas not covered in the research or through the ETS. These included, enforcing current rules 

and regulations better (e.g., environmental weight restrictions), supporting the use of e-

vehicles (e.g., more charging points) to increase uptake and reduce pollution, introducing 

designated walking routes, and introducing designated road closure days where traffic was 

temporarily banned in/around town centres. 

Suggestions around current ETS schemes included adding bollards or raised platforms to 

separate roads, cycleways and walkways, and improving adherence to cycle lanes. There was 

also discussion around how the creation of new roads by the council was not seen to be 

accompanied by designated cycle or walkways, which seemed to be a missed opportunity.  
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Despite the mixed perceptions regarding the ETS, there was support and encouragement for 

the council to continue with the implementation of active travel schemes, but for greater and 

better consultation during their design and implementation.  

‘I would urge the Council not to give up on pursuing this objective of making South 

Gloucestershire more walking and cycling friendly.’ (Respondent)  

Indeed, all participants suggested that greater consultation with residents in areas where 

schemes were implemented could have occurred. There was also a suggestion that direct 

consultation with specific groups (e.g., cyclists), to capture their insights and to use these to 

feed in and better design the schemes, could and should have occurred.    

 

  



Page 123 

 

8.0 Summary Discussion and Recommendations  
 

This project offers a formative evaluation of the implementation of emergency travel 

schemes (ETS) by South Gloucestershire Council. These schemes consisted of cycle lanes, 

school streets, LTN and widened pavements. The ETS were introduced in response to 

statutory government guidance and the COVID-19 pandemic, and our evaluation has been 

looking at what impacts the schemes have had upon active forms of travel, air quality and 

resident perceptions of their local areas. The study has employed a mixed-methods approach. 

As outlined in the Evaluability Workshops and the agreed protocol, we have used existing 

data, encompassing a travel survey by TravelWest and Space to Move consultation data 

collected for the Council by Sustrans. These were supplemented with new primary data 

including a population-based (telephone) survey of public attitudes, Intercept Surveys at 

intervention sites to better understand the views of the local population of the schemes, a 

small focus group with South Gloucestershire residents, and interviews with Local Authority 

officers in the local authority.   

In this chapter, we offer a summary of the key findings, discuss the implications of these 

findings, and suggested recommendations for the implementation and evaluation of future 

travel schemes.  

8.1 Results summary 

Due to the speed with which the ETS were implemented, there was no baseline data collected 

on active travel behaviours. Therefore, much of the data is based on retrospective recall, 

recollections and interpretations of behaviour change, not using before and after intervention 

samples. Thus, it is difficult to make robust inferences about actual behaviour change in the 

population. It is also important to appreciate our findings in the context of the COVID-19 

pandemic, as it is challenging to isolate the impacts of the built environment changes on 

active travel beyond those of the pandemic itself. Nevertheless, we discuss important 

learning to guide decision making and future practice. Drawing and building on intervention 

development and implementation frameworks and focusing on the importance of maximising 

the use and impact of research (Skivington et al., 2021), we provide key methodological, 

policy and practice recommendations and suggestions based on the findings of the research. 
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Our findings show that, whilst there have been changes in commuting and travel to work 

practices throughout the COVID-19 pandemic, there is limited evidence of the ETS changing 

active travel behaviour at a population level in South Gloucestershire. There is, however, 

some evidence of increases in reported active travel behaviour locally in response to the ETS 

(particularly the cycle lanes, low traffic neighbourhoods and school streets). Thus, the ETS 

may be having some small impacts on active travel behaviour where they are implemented, 

but there is insufficient evidence of them having wider population-level impacts. There were 

generally high levels of satisfaction with the schemes from those who were aware of and 

using them, but there were mixed perceptions around the design and experienced outcomes 

of all schemes. A lack of effective consultation (due to the required speed of the ETS 

implementation) may have had a role in perceptions of, and the use of, the ETS. Greater public 

consultation may have facilitated a clearer framing of the purpose and potential benefits of 

the ETS, and better exploration of the trade-offs and potential issues involved. Scheme fidelity 

(i.e., how schemes worked in practice, and if they were used as intended) influenced 

perceived satisfaction and safety. Importantly, there were suggestions from some 

respondents that schemes may be displacing and not ameliorating some of the intervention 

targets, with congestion (and associated pollution) moving to areas around intervention sites. 

Due to the small scale and localised nature of the travel schemes, and the limited granularity 

of the DEFRA air quality data, it is extremely difficult to assess the impact of the individual 

travel schemes upon air quality. Overall, our findings highlight some important considerations 

and learning for the implementation and evaluation of future ETS. 

Below, we summarise key findings from our analysis in regard to the themes of the project’s 

research questions (see Chapter 2.0). 

8.1.1 The impact of the ETS on increasing active forms of travel 
Generally, there was a low level of awareness and use of the ETS. This appears to reflect the 

localised nature of the schemes, which resulted in limited exposure and thus knowledge (see 

DfT, 2021; Aldred et al., 2021). There were much higher levels of scheme awareness and 

engagement found in the Intercept Surveys (see Chapter 7.5), which were targeted at ETS 

locations. Our findings suggest that, overall, there is insufficient evidence of the ETS changing 

active travel behaviour at a population level, but that there is some evidence of increases in 

reported active travel locally in response to some ETS. Thus, the ETS may be having some 
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small impacts on active travel behaviour where they are implemented. The Attitude Survey 

results suggest similar levels of car use reported before the schemes were introduced, with 

94% (95% CI: 90%, 96.2%) of respondents stating that they used their car at similar levels as 

pre-intervention. However, there was some evidence of small increases in active travel to 

work (walking +7% (95% CI: 4%, 13.5%) and cycling +10% (95% CI: 5%, 17.7%), and active 

travel for leisure activities (walking +12% (95% CI: 9.4%, 16.2%) and cycling +13% (95% CI: 

8.4%, 18.3%)). These reported changes may be a response to the COVID-19 pandemic more 

broadly (e.g., a movement to active travel to maintain social distancing) and not the schemes, 

and it is challenging to draw out the impacts of the ETS on active travel beyond the pandemic’s 

effects on other behaviours. Indeed, in the Attitude Survey people generally reported that 

they did not believe that the introduction of a travel scheme would encourage them to walk 

and cycle more. However, there was a considerable minority of respondents who suggested 

that a road closure/LTN scheme would have the greatest potential to encourage more walking 

and cycling (at 26% (95% CI: 23.7%, 28.5%)). Findings from the Intercept Surveys broadly 

support this, though their small samples and post hoc reporting defy robust inference.  

Greater public consultation may have facilitated a clearer framing of the purpose and 

potential benefits of the ETS, and a better exploration of the trade-offs and potential issues 

involved when designing and implementing the schemes.  

8.1.2 Perceptions of the ETS and impacts on neighbourhoods and community spaces 
Across all the surveys and consultations, there was a generally high degree of satisfaction with 

the ETS from those who were aware of and using them, specifically the LTN at Signal 

Road/Chanell Road and the school street at Abbotswood. Thus, there appears to be some 

evidence that those with greater exposure and experience to the schemes have generally 

higher positive perceptions of them and their impacts. Common themes of improved 

pedestrian/cyclist safety (increased confidence to undertake active travel) and the creation 

of a more pleasant area, were found in respondent’s perceptions of the travel schemes. 

However, there were also negative perceptions around some scheme designs. Commonly 

noted issues included, worsening journey conditions such as increased congestion, pollution 

and travel times (see also, DfT, 2021), displacement of traffic to nearby locations (which had 

associated congestion, pollution, noise and perceived reductions to safety), access issues due 

to layouts (e.g., for people with disabilities, for emergency services), reduced access to local 
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businesses, disapproval of intervention aesthetics (e.g., the road bollards and cones used), 

and the adherence to the schemes by road users (e.g., people moving traffic cones to 

park/access scheme areas, drivers merging into cycle lanes) resulting in decreased 

perceptions of safety.  

The findings highlight polarising and at times contradictory perceptions of the travel schemes. 

Unsurprisingly, therefore, reported support for the introduction of further schemes was often 

mixed. There were higher levels of support for some schemes (e.g., school streets and road 

closures/LTN) than others (e.g., reducing road width and removing car parking), with this 

reflecting scheme design and location-specific issues (Attitude Survey Chapter 7.1, Intercept 

Survey Chapter 7.5, and Space to Move Consultation Survey Chapter 7.2). The ETS appeared 

to be acting as a catalyst for discussion and reflection around community vision and 

perceptions of local areas.  

8.1.3 The impacts of the ETS on air quality 

There have been clear changes in commuting and travel to work practices throughout the 

COVID-19 pandemic. The travel to work survey shows dramatic increases in people working 

from home in South Gloucestershire. For those still travelling to work, increases in car use 

(48% in 2019 to 60% in 2021) and decreases in public transport (17% in 2019 to 9% in 2021) 

are evident (echoing patterns in the wider literature (Chang et al., 2020; Vickerman, 2021; 

Patterson et al., 2021)). The changes in commuting behaviour seen between 2019 and 2021 

must be appreciated in light of the general impacts of COVID-19 upon travel behaviour, as 

well as the types and locations of businesses that responded to the Travel to Work survey. 

Thus, the changes may less reflect the impact of the ETS. Perhaps unsurprisingly, traffic flow 

analysis based on the Travel to Work data in South Gloucestershire does show a high density 

of car traffic flows along the known busiest routes. This explains the findings from the air 

quality analysis which shows high levels of PM10, PM2.5 and Nitrogen Dioxide figures along 

the busiest roads and in urban areas (this is in line with evidence reported in the Air Quality 

Action Plan (SGC, 2012)). Due to the small scale and localised nature of the travel schemes, 

and the limited granularity of the DEFRA air quality data, it is extremely difficult to assess the 

impact of the individual travel schemes upon local air quality. 
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8.2 Discussion  

While there is a growing evidence base for the effectiveness of built environment 

interventions impacting upon active travel (Smith et al. 2017; Aldred and Goodman, 2020; 

Stappers et al. 2018; Yang et al. 2010; Aldred et al., 2021), this study provides important 

reflections on the implementation of ETS brought in during the COVID-19 pandemic. Active 

travel schemes need to make car use less convenient and desirable whilst making walking and 

cycling more attractive (Aldred and Verlinghieri, 2020), but somewhat perversely, the 

pandemic itself made car travel more attractive. Consultation with those exposed to schemes 

provides helpful insight into unintended consequences of travel schemes, which can support 

the design and implementation of future interventions. 

Our findings regarding the generally small changes in reported active travel behaviour appear 

to be consistent with other work exploring public perceptions of ETS (DfT, 2021; Transport for 

London, 2021). Although, Kraus and Koch (2021) reported considerable increases in cycling 

behaviour following the provision of cycling infrastructure, this may be a reflection of their 

sample cities which may have been better suited to cycling uptake (i.e., high density, slow 

traffic). The rates of active travel behaviour change at a population level that were reported 

in our study may reflect not only access to the schemes, but the complexity of wider processes 

impacting upon transport practices, where people often rely on the use of common and more 

familiar transport modes (Mattauch et al., 2016). It is also important to consider that the 

introduction of such travel schemes may be initially encouraging increased use from those 

already involved in active travel behaviours (DfT, 2021; Panter and Ogilvie, 2017). The 

literature also suggests that more general uptake of active travel practices can take time to 

appear (Aldred et al., 2021; Aldred and Goodman, 2020), as well as requiring integrated and 

substantial infrastructure provision (Panter and Ogilvie, 2017; Goodman et al., 2014). 

Therefore, the small evidence found in this study that some schemes were reported to have, 

relatively quickly, impacted active travel behaviour, must be appreciated in relation to 

research which has shown behaviour change in response to travel schemes was not found 

until two years after scheme implementation (Goodman et al., 2014). Suggesting longer-term 

monitoring and follow-up may be required to capture a clear picture of impact.  
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Our findings add to the research base which shows public support for the reduction of traffic 

and reallocation of space for walking and cycling (DfT, 2021; Blečić et al., 2016; Aldred et al., 

2017; Aldred et al., 2021). However, it is clear that there are varied perceptions of 

acceptability and effectiveness around different schemes. Indeed, our findings show mixed 

support and satisfaction across all the ETS. The redistribution of street and road space can 

have both intended and unintended consequences. Interestingly, the concern of travel 

schemes having detrimental impacts on local businesses reported by some in our study, does 

not reflect research which highlights the economic benefits of increased active travel (DfT, 

2010; Lee and March, 2010). Whilst some of our respondents noted increased perceptions of 

safety following their implementation, others noted scheme design and fidelity issues 

impacting upon their perceptions of safety. Such mixed responses highlight the complexities 

of exploring public perceptions of health and travel interventions (Hunter et al., 2021). Splits 

between public perceptions (and the advantages/disadvantages a scheme provides) have 

been highlighted in other work exploring public perceptions of active travel schemes (DfT, 

2021).  

We found high levels of satisfaction from those using the schemes, and some level of appetite 

for the introduction and implementation of further schemes – some specific interventions 

were reported as more preferable than others, with school streets and road closures/LTN (see 

also DfT, 2021) being perceived more favourably than reducing road width and removing car 

parking. Interestingly, whilst we found support for further school street schemes in the 

Attitude Survey (at 56%), higher levels of support were evident for the wider implementation 

of school street schemes found in the Abbotswood School Street Intercept Survey (79%) – 

though the latter is a highly selective and smaller sample. Thus, higher levels of support were 

found among those who had directly experienced the scheme, highlighting the importance of 

direct experience and exposure in conveying benefits. Mirroring findings from a Transport for 

London (2021) study which evaluated the implementation of a school street scheme, the 

Intercept Survey at Abbotswood School Street in our study found high levels of satisfaction 

and modest impact upon reported active travel behaviour. Similarly, the higher rates of 

satisfaction we found in relation to LTN schemes, and the suggestion of increased, though 

modest, levels of active travel, echo the findings of other studies which highlight the value of 

LTNs upon increasing active travel (Aldred and Goodman, 2020).  
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There was a suggestion from some respondents that the travel schemes in South 

Gloucestershire had a positive impact upon their perceptions of their local area, with this 

echoing the findings of work evaluating similar schemes (DfT, 2021). Work by DfT (2021) 

showed mixed findings around people’s perceptions of LTNs making their neighbourhood 

more pleasant and creating a sense of community. However, we found generally positive 

perceptions, with 62% of local residents surveyed in the Charnell and Signal Road LTN 

Intercept Survey saying that they were more likely to interact with their neighbours (echoing 

work by Appleyard (1980)). A study by Goodman and Aldred (2021) found that the 

introduction of LTNs were associated with a 10% decrease in total crime. Importantly, they 

found that this effect increased with a longer duration since implementation, with an 18% 

decrease after three years, with larger reductions observed for violent and sexual offences 

(Goodman and Aldred, 2021). Whilst crime was not typically discussed by respondents in our 

study, such findings resonate with perceptions of increased friendliness of local areas, and 

with potential council aims of increasing neighbourhood perceptions and experiences for 

communities, as LTNs may help create safer and more liveable neighbourhoods (Goodman 

and Aldred, 2021; Appleyard, 1980.). Further, our study also highlights how (improving) the 

aesthetics of intervention tools (e.g., bollards and cones used to block the road) may play an 

important role in area perceptions.  

The concerns we found around traffic displacement from schemes resulting in increased 

congestion and pollution, have also been found in other work (Aldred and Goodman, 2020), 

although a study by Bhuyan et al (2021) found that levels of congestion did not increase 

response to the introduction of cycle superhighways. Nevertheless, such analysis of traffic 

displacement was not within the scope of our study. Despite some concerns from our 

respondents around reductions in perceived safety from displaced traffic, there was little 

direct mention of increased road collisions/injuries in response to the ETS. Goodman et al. 

(2021) assessed the impact of LTNs in London on road traffic injuries, finding that inside their 

LTNs the number of injuries reduced by half. Further reductions in pedestrian injury risk from 

LTNs have been found (see Laverty et al., 2021). Both Goodman et al. (2021) and Laverty et 

al. (2021) found no evidence of changes in injury numbers or risk on LTN boundary roads, 

suggesting the concerns around displacement of traffic (and increased risk) to areas near ETS 

found in our study, may not be justified. However, it is important to consider the rapid 
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implementation of the ETS in South Gloucestershire may have had reduced consultation and 

fewer complementary measures compared to these studies. Thus, the impacts of the South 

Gloucestershire ETS upon road traffic accidents would need to be explored. 

Transport modes and practices are shaped by a number of factors (Fernández-Heredia et al., 

2014; Mattauch et al., 2016). Importantly, this study highlights how scheme design, and how 

this design plays out in practice, impacts upon active travel behaviour. For example, we know 

that perceptions of risk/safety have considerable impacts upon cycling behaviour (Pucher et 

al, 2010; Sanders, 2015), and thus the reported experiences of the cycle lanes schemes 

highlight useful considerations around encouraging the uptake of cycling behaviours 

(Manaugh et al., 2017). Indeed, the suggestion of having more continuous cycle lanes to make 

cyclists feel safer, adds to calls in other work around the development of interventions to 

facilitate actual and perceived safety, such as the use of protected cycle paths (Kraus and 

Koch, 2021; Pucher and Buehler, 2008).  

8.3 Limitations and Recommendations  

Below we discuss some limitations around elements of our study and make suggested 

recommendations for the implementation and evaluations of future travel schemes. 

8.3.1 Limitations 
This study is a formative evaluation of ETS implemented during the COVID-19 pandemic. Due 

to the speed with which the schemes were implemented, there was no baseline data 

collected on active travel behaviours. Therefore, much of the data is based on retrospective 

recall, recollections and interpretations of behaviour change, not using before and after 

intervention samples. Thus, it is difficult to make robust inferences about actual behaviour 

change in the population. It is also important to appreciate our findings in the context of the 

COVID-19 pandemic, for, as other studies have acknowledged, it is challenging to isolate the 

impacts of the built environment changes on active travel beyond those of the pandemic itself 

(Kraus and Koch, 2021). Nevertheless, important learning can still emerge to guide decision 

making and future practice.  

The Attitude Survey  
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- We were unable to recruit the desired sample size for the Attitude Survey, see Chapter 

5.2). Therefore, to create a more balanced population which is representative of South 

Gloucestershire, the Attitude Survey sample had to be weighted to account for an 

overrepresentation of older age groups. A larger sample may have provided further 

and divergent insights into perspectives and experiences of the ETS. 

- The Attitude Survey data is based on retrospective recall, and thus participants’ 

recollections of behaviour change. 

- Despite the Attitude Survey sample being designed to be representative of the South 

Gloucestershire area, as the travel schemes were relatively small, not all the 

population have experience/exposure to the schemes. This, and potentially the design 

of the Attitude Survey questions (through an interpretation of needing to have used 

the schemes to respond), resulted in nearly 70% of respondents not reporting their 

satisfaction level with the ETS.  Thus, future surveys might solicit more 

thoughts/perspectives on the ETS irrespective of use and this may help overcome such 

issues.  

Space to Move Consultation survey 

- The small sample sizes and reflective nature of the survey questions (rather than 

before and after data on behavioural practices), make drawing robust conclusions 

from the Space to Move (and Intercept) surveys difficult. 

- The small sample sizes and self-selecting nature of the sample also highlight 

challenges of drawing conclusions, as mixed, complex and contradictory outcomes 

and perspectives of the ETS were noted. Thus, the findings must be read in light of the 

limited quantity of data, and the self-selecting nature of the sample. Nevertheless, 

they offer pertinent insights into the perspectives of those experiences that the 

schemes have generated.  

- It is important to bear in mind that public consultations on changes that are proposed 

or in situ can attract people who have views from widely divergent poles of a 

spectrum, either in favour or against a scheme. 
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Travel to Work survey  

- Whilst the Travel to Work data shows changes in the traffic, cycling and walking flows 

between 2019-2021, such changes could be largely explained by the types and 

locations of businesses who responded to the Travel to Work survey, and thus not 

accurately reflect shifts in wider commuting behaviour at the population level. 

- The survey participants differ each year as the sample of participating companies 

changes, meaning the travel routes and locations are not consistent, nor thus easily 

comparable, year on year. Further, there is currently no way of linking individual 

responses across the three years  

Intercept Surveys  

- There is a relatively small number of participants in each intercept survey, meaning it 

is difficult to draw generalisable conclusions from the data. This is a limitation of such 

sampling approaches, acknowledged in the literature, due to their targeted and 

opportunistic nature. Nevertheless, they provide useful insight into the perspectives 

and experiences of people in the areas where schemes are being implemented. 

- As with the Space to Move consultation data, the intercept survey data are ‘post hoc’. 

Thus, there is no comparable pre-intervention dataset with which to explore changes 

in behaviours. Therefore, they provide more in the way of ‘process evaluation’ and 

formative insights. 

8.3.2 Recommendations  
Recommendations for Future Data Collection 

- We have shown how routinely available data (e.g., Travel to work data, DEFRA air 

quality data) can be used to explore and supplement data in ETS evaluations when 

ideal data sets are not available. But such data have been designed for different 

purposes and have limitations in terms of detail, geographical scale and reliability, 

making robust evaluative inferences challenging for local schemes. It is important to 

have baseline data before the implementation of future schemes to make temporal 

comparisons and enable evaluations of travel behaviour change.  
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- The survey data we have captured in our study may be used as a baseline for 

future evaluations, and the methodologies may be replicated using the survey 

instruments in the appendix. 

- To help understand the potential benefits, and to help mitigate unintended 

consequences of travel schemes, robust baseline data must be collected and utilised:  

- The use of traffic count data and automatic cycle counts (ACC) at intervention 

sites and locations near schemes (to capture diverted/displaced traffic and 

cycle flows) will shed more light on direct and indirect impacts, rather than 

relying on respondent recall. Patterson et al. (2021) have offered a potentially 

useful traffic count methodology which could be implemented for future 

schemes to capture impacts before and after interventions.  

- The use of location-specific air quality monitors will help better map and 

provide a basis to model pollution levels and the changes due to the impacts 

of travel schemes. This will enable more detailed localised data, and permit 

the impacts of schemes to be better mapped/modelled. Research by AQC 

(2021) provides a potentially useful methodology which could be implemented 

for future schemes.  

- Baseline data monitoring could include aspects of the travel schemes which 

were reported as causing concerns for respondents (e.g., Traffic conditions, 

journey times, congestion, pollution, use of any pedestrian crossings in the 

area, footfall on high streets).  

- Reflecting on the data we collected, it would be beneficial for future data collection 

to amend the survey tools/questions to capture missed and pertinent data (e.g., free 

text responses around what would encourage respondents to engage in active travel 

more; exploration of the number of participants who had access to the ETS (beyond 

use and awareness of them) to see who could have/did use them). 

- Local Authorities should identify a Team or individual who leads on the monitoring of 

all future travel schemes, with their role include including: 
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- Ensuring that the data is held in central locations, and that there are accurate 

and easily accessible records of all available data for each travel scheme 

- Ensuring that all monitoring conforms to the same standards so there can be 

comparisons between datasets 

- Ensuring the collection and use of data remains compliant with GDPR 

- Being responsible for the annual publication of all data relating to travel 

schemes in an appropriate location on the Council website 

Design and Layout of Travel Schemes  

- Effective local consultation may help better shape and frame the purpose and 

potential benefits of travel scheme changes, and exploration of any trade-offs 

involved. Indeed, a flexible approach to consultation, and co-designing schemes with 

local communities should be prioritised. It would be useful to have existing targeted 

stakeholder groups in the community who can feedback on scheme suggestions on 

behalf of their communities within very short timescales. 

- Consulting on the ideas for a scheme before implementation, and ensuring an ongoing 

commitment to community engagement may help make adjustments and respond to 

potential issues. For example: 

- Before opening future cycle lanes, the council could consult with and draw on 

the expertise of the local cycling community to ‘test drive/ride’ and provide 

critical comments to improve schemes before opening to members of the 

public. This may help appreciate and overcome any implementation issues 

(e.g., unintended consequences) for specific locations and different 

populations. This is important in light of the role of perceived safety upon 

cycling uptake (Pucher et al., 2010). 

- Consultation with local business owners in and around scheme locations could 

be undertaken to assess their perceptions of adverse scheme impacts. 
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- Better signage around scheme locations could be used to advertise and increase 

scheme awareness, and highlight how the schemes should be used. This may increase 

scheme fidelity. Signage could be used to encourage pedestrians, cyclists and drivers 

to use their allocated spaces. It could also be used to try to mitigate some of the 

perceived consequences of the schemes, e.g., encouraging car users to switch off their 

engines whilst on congested roads to reduce pollution and exhaust fumes. 

- Accessibility issues (e.g., kerb height) for some groups (people with disabilities) were 

briefly noted as a consequence of the ETS. Thus, greater consultation with such groups 

before scheme implementation may be beneficial. Similarly, seeking the reflections of 

emergency services around accessibility to scheme locations, and increased 

congestion around scheme locations, may help alleviate residents’ concerns.   

- The aesthetics of the bollards used in the LTN were generally negatively received, and 

in consultation with local residents, future LTN could use alternatives such as planters, 

or seek community ideas for alternatives.  

- Schemes that people see as appropriating and reallocating road space from parking 

appear to receive lower levels of support. This may be helpful for designing and 

presenting future travel schemes. 

- The areas of poorest air quality are locations where a large number of travel schemes 

have been implemented. Thus, the decision to locate the schemes in areas of low air 

quality appears well justified, and may improve public health in areas being 

designated as an Air Quality Management Area due to levels of pollutants. However, 

the locations of the current schemes appear to be in areas that have higher than 

average levels of active travel (see chapter 6.4), therefore, investments in future 

schemes could be located in areas where active travel is relatively low to encourage 

uptake.  
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9.0 Appendix 
 

Appendix 1 : Attitude Survey Technical Report  
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Technical details  
  

Queen’s University commissioned Perceptive Insight to undertake a survey to assess the 
public’s views in South Gloucestershire of Travel Plans.   

  
Travel Plans encourage people to switch some or all of their car journeys to a more 
sustainable and active forms of transport which, in turn, will help to reduce traffic 
congestion. During the Covid-19 pandemic South Gloucestershire Council implemented a 
number of Travel Plans, including:  

  
• Cycle lanes (areas of the road specifically marked out for cyclists only);  
• School streets (closure of roads directly outside a school at drop off and pickup times);  
• Low traffic streets (roads which limit traffic to residents only); and  
• Wider pavements which extend onto the roadway (closure of one lane of traffic to 

allow extra space for pedestrians).  
 

Questionnaire content   

The questionnaire for the South Gloucestershire Attitude Survey is divided into four 
sections:  

• About you;  
• About your area; 
• About the travel schemes;  
• Future travel schemes 

  
The following demographic information was also collected to ensure a representative 
sample:  

• Gender 
• Age;  
• Employment status;  
• Number of cars and where they are parked;  
• Ethnicity;  
• Type of housing;  
• Socio-economic group.  
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Sampling design   

The sampling frame for this survey was all adults aged 18+ who are normally residents in 
the South Gloucestershire Council area. Sample contacts, containing the name, address and 
telephone numbers, was purchased from a third party sample house. In total, 9,431 
telephone number contacts were sourced.  

Survey implementation  

Perceptive Insight undertook a statistically representative survey of 1,501 adults in South  

Gloucestershire using a telephone interviewing methodology. Interviewing began on 1st 
December 2021 and was completed by 28th February 2022, with each interview taking, on 
average, 13 minutes to complete. Interviewing was carried out in compliance with the 
GDPR 2018 and the Market Research Society Code of Conduct.   

  
Respondents were contacted up to a maximum of three times before being classed as 
exhausted.  

Contact outcomes  

In total 9,431 adults living in South Gloucestershire were contacted for the purpose of this 
survey. The main reason for a contact to be recorded as incomplete was due to the contact 
being classed as ‘exhausted’ after three calls.  

  
310 contacts were identified as being ineligible due to not being a resident of South 
Gloucestershire Council.  

  
Table 2.1 provides a summary of the ineligible contact outcomes and Table 2.2 shows 
contact outcomes excluding the ineligible:  

  
Table 2.1: Ineligible addresses   

  Total  %  

Not in service  241  3%  

Wrong number  588  6%  

No longer residents of South  
Gloucestershire Council  310  3%  

Total ineligible addresses  1139  12%  
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Table 2.2: Contact outcomes (of those eligible)  
  Total  %  

Completed  1501  18%  

Exhausted contact after 3 calls  5414  65%  

Household refusal  1377  17%  

Total  8292  100%  

  
    

Data preparation  

On the completion of the survey all data were subject to an extensive range of inter and 
intra variable logic checks. This included checking bases were correct, that filter questions 
had been adhered to, ensuring the data for each variable fell within the expected range, 
and checking outlier data for accuracy.   

  
All skipped questions and routed ‘not applicable’ were rigorously checked and validated. 
Inter-field consistency checks were also conducted.  

  
Secure encrypted electronic data files containing the documented and fully validated 
datasets were provided to Queen’s University after the end of interviewing. All datasets 
were fully documented prior to transfer to Queen’s University in a format compatible with 
Microsoft Excel.  
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Appendix 2: Attitude Survey Data Tables  

 

Appendix 2 Attitude 
Survey Data Tables.pd 

 

 

 

Appendix 3: Attitude Survey Weighted Data Tables  

 

Appendix 3 Attitude 
Survey Weighted Data 
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Appendix 4: Yate Cycle Path Intercept Survey Report  
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Method of Survey: 
 
QUESTIONNAIRE SURVEY: 
 
Face-to-face questionnaires were carried out with users of the cycle path on 
Station Road in Yate. Staff were stationed on the pavement by the B&Q car park 
between 07:00 – 19:00 on Wednesday 02nd and Saturday 05th March 2022.  
 
Notices were posted around the survey point to notify cyclists of the upcoming 
census point, and an attempt was made to flag down each cycle path user.  
 
Where cyclists agreed to be interviewed, the following questions were asked: 
 

• Do you live in South Gloucestershire and are aged 18 or over? (if no to 
either of these questions, the interview was terminated) 

• Do you consent to voluntarily take part in the study including using your 
anonymous responses as part of our research? (if no, the interview was 
terminated) 

• Have you used the Station Road cycle lane today? 
 

Q1. What is the main purpose of your current journey? Travelling from 
      What is the main purpose of your current journey? Travelling to 
 
Q2. Where did you start your current journey? 
 
Q3. Where will your current journey end? 
 
Q4. Have you or will you use any other form of transport on your current 

journey? 
 
Q5. In the past 12 months a cycle lane has been set up on Station Road, have 

you noticed this Change? 
 
Q6. If the cycle lane on Station Road had not been available for your journey 

today how would you have travelled? 
 
Q7. As part of your journey today, did you choose this route specifically due to 

the cycle lane? 
 
Q8. Have you/will you use any other cycle lanes to complete your current 

journey? 
 
Q9. Thinking back to before the cycle lane was setup, how often would you say 

you  cycled? 
 
Q10. Since the scheme has been introduced how often do you now cycle? 
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Q11. Since the scheme has been introduced consider to what extent do you 
agree or disagree with the following? 

 
Q12. How satisfied are you with the following aspects of Station Road? 
 
Q13. Have you got any other positives or negatives that you would like to share 

about      the cycle lane? 
 
Q14. How do you define your gender? 
 
Q15. What is your age? 
 

An online version of the same interview was also created, and a QR code leading 
to the questionnaire prominently displayed around the survey site to allow cyclists 
without the time to complete the questionnaire there and then to do so at home.  
 
 
Incidents Encountered During Surveys: 
 
There were no significant events or unforeseen circumstances to affect the results 
of the surveys. 

 
Weather Conditions: 
 
Wednesday 02nd March 2022: AM – Cold and wet, PM – Wet until 14:00 than damp 
and cold for the rest of the day 
 
Saturday 05th March 2022: Dry, cold and sunny periods 
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Appendix 5: Impact of schemes on travel behaviour by people's distance to their 

nearest scheme - crosstabs with chi-square  

 

 

Impact of schemes on travel behaviour by people's distance to their nearest scheme - cross-tabs 
with chi-square  

 

Cycle lane 

Impact on walking to work behaviour by Distance to closest cycle lane 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 1 2 7 0 10 

 

1.0-

2.99km  

0 0 4 10 0 14 

 >3km 1 5 60 112 1 179 

Total  1 6 66 129 1 203 

* excluding respondents that were not aware of the scheme or did not answer. 

 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 3.210a 8 0.92 

Likelihood Ratio 3.282 8 0.915 

Linear-by-Linear Association 0.088 1 0.767 

N of Valid Cases 203   

a 10 cells (66.7%) have expected count less than 5. The minimum expected count is .05. 
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Impact on cycling to work behaviour by Distance to closest cycle lane 

  More Same 

N/A Not 

answered 

Total 

 <1km 0 4 6 0 10 

 

1.0-

2.99km  0 5 9 0 14 

 >3km 5 40 131 3 179 

Total  5 49 146 3 203 

* excluding respondents that were not aware of the scheme or did not answer. 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 3.481a 6 0.746 

Likelihood Ratio 4.169 6 0.654 

Linear-by-Linear Association 1.058 1 0.304 

N of Valid Cases 203   

a 8 cells (66.7%) have expected count less than 5. The minimum expected count is .15. 

 

Impact on use of taxi to work behaviour by Distance to closest cycle lane 

 

  

 Same 

N/A Not 

answered 

Total 

   <1km 0 10 0 10 

 

  1.0-

2.99km  

1 13 0 14 

   >3km 23 154 2 179 

Total    24 177 2 203 

* excluding respondents that were not aware of the scheme or did not answer. 
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Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 2.137a 4 0.711 

Likelihood Ratio 3.583 4 0.465 

Linear-by-Linear Association 0.769 1 0.381 

N of Valid Cases 203   

a 5 cells (55.6%) have expected count less than 5. The minimum expected count is .10. 

Impact on Car use to work behaviour by Distance to closest cycle lane 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 0 5 5 0 10 

 

1.0-

2.99km  0 0 6 8 0 14 

 >3km 7 5 92 74 1 179 

Total  7 5 103 87 1 203 

* excluding respondents that were not aware of the scheme or did not answer. 

 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 2.813a 8 0.946 

Likelihood Ratio 4.282 8 0.831 

Linear-by-Linear Association 1.498 1 0.221 

N of Valid Cases 203   

a 9 cells (60.0%) have expected count less than 5. The minimum expected count is .05. 
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LTN 

Impact on walking to work behaviour by Distance to closest LTN 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 1 3 0 4 0 

 

1.0-

2.99km  1 7 12 1 21 1 

 >3km 2 16 25 0 43 2 

Total  3 24 40 1 68 3 

* excluding respondents that were not aware of the scheme or did not answer. 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 2.805a 6 0.833 

Likelihood Ratio 3.092 6 0.797 

Linear-by-Linear Association 0.826 1 0.363 

N of Valid Cases 68   

a 8 cells (66.7%) have expected count less than 5. The minimum expected count is .06. 

 

Impact on Cycle to work behaviour by Distance to closest LTN 

  More Same 

N/A Not 

answered 

Total 

 <1km 0 1 3 0 4 

 

1.0-

2.99km  0 3 17 1 21 

 >3km 1 11 31 0 43 

Total  1 15 51 1 68 

* excluding respondents that were not aware of the scheme or did not answer. 
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Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 3.800a 6 0.704 

Likelihood Ratio 4.315 6 0.634 

Linear-by-Linear Association 1.594 1 0.207 

N of Valid Cases 68   

a 9 cells (75%%) have expected count less than 5. The minimum expected count is .06. 

 

Impact on taxi to work behaviour by Distance to closest LTN 

  Same 

N/A Not 

answered 

Total 

 <1km 1 3 0 4 

 

1.0-

2.99km  1 19 1 21 

 >3km 6 37 0 43 

Total  8 59 1 68 

* excluding respondents that were not aware of the scheme or did not answer. 

 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 3.984a 4 0.408 

Likelihood Ratio 4.198 4 0.38 

Linear-by-Linear Association 0.576 1 0.448 

N of Valid Cases 68   

a 6 cells (66.7%) have expected count less than 5. The minimum expected count is .06. 
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Impact on Car to work behaviour by Distance to closest LTN 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 0 2 2 4 0 

 

1.0-

2.99km  3 2 8 8 21 3 

 >3km 0 0 27 16 43 0 

Total  3 2 37 26 68 3 

* excluding respondents that were not aware of the scheme or did not answer. 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 12.944a 6 0.044 

Likelihood Ratio 13.586 6 0.035 

Linear-by-Linear Association 1.043 1 0.307 

N of Valid Cases 68   

a 8 cells (66.7%) have expected count less than 5. The minimum expected count is .12. 

 

School street 

Impact on walking by Distance to closest School 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 1 4 5 0 10 

 

1.0-

2.99km  2 2 21 38 1 64 

 >3km 0 1 21 34 0 56 

Total  2 4 46 77 1 130 

* excluding respondents that were not aware of the scheme or did not answer. 
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Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 5.371a 8 0.717 

Likelihood Ratio 6.006 8 0.647 

Linear-by-Linear Association 0.554 1 0.457 

N of Valid Cases 130   

a 10 cells (66.7%) have expected count less than 5. The minimum expected count is .08. 

 

Impact on cycling use by Distance to closest School 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 0 3 7 0 10 

 

1.0-

2.99km  0 0 14 49 1 64 

 >3km 1 1 10 44 0 56 

Total  1 1 27 100 1 130 

* excluding respondents that were not aware of the scheme or did not answer. 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 4.434a 8 0.816 

Likelihood Ratio 5.508 8 0.702 

Linear-by-Linear Association 0.134 1 0.714 

N of Valid Cases 130   

a 10 cells (66.7%) have expected count less than 5. The minimum expected count is .08. 
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Impact on taxi use by Distance to closest School 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 1 9 0 10 0 

 

1.0-

2.99km  1 8 54 1 64 1 

 >3km 0 6 50 0 56 0 

Total  1 15 113 1 130 1 

* excluding respondents that were not aware of the scheme or did not answer. 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 2.262a 6 0.894 

Likelihood Ratio 3.034 6 0.805 

Linear-by-Linear Association 0.044 1 0.835 

N of Valid Cases 130   

a 7 cells (58.3%) have expected count less than 5. The minimum expected count is .08. 

 

Impact on car use by Distance to closest School 

  Less More Same 

N/A Not 

answered 

Total 

 <1km 0 0 7 3 10 0 

 

1.0-

2.99km  3 3 36 22 64 3 

 >3km 0 0 35 21 56 0 

Total  3 3 78 46 130 3 

* excluding respondents that were not aware of the scheme or did not answer. 
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Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 6.734a 6 0.346 

Likelihood Ratio 9.047 6 0.171 

Linear-by-Linear Association 1.238 1 0.266 

N of Valid Cases 130   

a 7 cells (58.3%) have expected count less than 5. The minimum expected count is .23. 

 

Widened pavement  

Impact on walking to work behaviour by Distance to closest W. Pavement 

  More Same 

N/A Not 

answered 

Total 

 <1km 0 4 12 0 16 

 

1.0-

2.99km  3 10 40 1 54 

 >3km 3 29 56 0 88 

Total  6 43 108 1 158 

* excluding respondents that were not aware of the scheme or did not answer. 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 6.251a 6 0.396 

Likelihood Ratio 7.147 6 0.307 

Linear-by-Linear Association 1.943 1 0.163 

N of Valid Cases 158   

a 7 cells (58.3%) have expected count less than 5. The minimum expected count is .10. 
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Impact on cycling to work behaviour by Distance to closest W. Pavement 

  More Same 

N/A Not 

answered 

Total 

 <1km 0 3 13 0 16 

 

1.0-

2.99km  1 6 46 1 54 

 >3km 2 19 67 0 88 

Total  3 28 126 1 158 

* excluding respondents that were not aware of the scheme or did not answer. 

 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 4.728a 6 0.579 

Likelihood Ratio 5.404 6 0.493 

Linear-by-Linear Association 1.725 1 0.189 

N of Valid Cases 158   

a 7 cells (58.3%) have expected count less than 5. The minimum expected count is .10. 

 

Impact on taxi to work behaviour by Distance to closest W. Pavement 

  Less Same 

N/A Not 

answered 

Total 

 <1km 0 2 14 0 16 

 

1.0-

2.99km  0 3 50 1 54 

 >3km 1 9 78 0 88 

Total  1 14 142 1 158 

* excluding respondents that were not aware of the scheme or did not answer. 
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Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 3.881a 6 0.693 

Likelihood Ratio 4.544 6 0.603 

Linear-by-Linear Association 0.864 1 0.353 

N of Valid Cases 158   

a 8 cells (66.7%) have expected count less than 5. The minimum expected count is .10. 

 

Impact on taxi to work behaviour by Distance to closest W. Pavement 

  Less 

More 

 Same 

N/A Not 

answered 

Total 

 <1km 1 0 8 7 16 1 

 

1.0-

2.99km  4 2 21 27 54 4 

 >3km 1 2 49 36 88 1 

Total  6 4 78 70 158 6 

* excluding respondents that were not aware of the scheme or did not answer. 

Chi-Square Tests  

 Value Fd 

Asymptotic 

Significance (2-

sided) 

Pearson Chi-Square 7.007a 6 0.32 

Likelihood Ratio 7.614 6 0.268 

Linear-by-Linear Association 0.159 1 0.69 

N of Valid Cases 158   

a 6 cells (50.0%) have expected count less than 5. The minimum expected count is .41. 
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Appendix 6: Intercept Survey Questions 

 

Cycle Lane Intercept Survey  

 

Surveyor Initials 

 

 

 

 

 

 

 

Survey number 

 

 

 

 

 

 

 

  

 

 

 

Consent 
 

       
 Do you live in South Gloucestershire and are aged 18 or over? If no, please contact a member of 

the team as you are unfortunately ineligible to complete the survey. 

       

� Yes � No 

       



Page 157 

 

Before you commence the survey can you confirm that you consent to voluntarily take part in the 

study including using your anonymous responses as part of our research? 

       
� Yes � No 

 

      

About your journey  

 

Q1 What is the main purpose of your current journey? 

Please tick one option 

 

Travelling from… Travelling to… 

� Home � Home 

� Work � Work 

� Education � Education 

� Recreation/fitness � Recreation/fitness 

� Other (please specify below) � Other (please specify below) 

    

 

 

 

  

    

Q2 Where did you start your current journey? 

Please write down the postcode/street or landmark 
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Q3 Where will your current journey end? 

Please write down the postcode/street or landmark 

 

 

 

 

 

 

Q4 Please describe your current mode of transport? 

Please tick one option 

   

� Walking � Cycling � Running/jogging 

� Wheelchair user � Scooter � Other, please 
specify 
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Q5 Have you or will you use any other form of transport on your current journey? 

Please tick one option 

 

� None, current mode � Car � Taxi 

� Bus/train � Other, please 
specify 

 

   

 

 

 

 

About the Travel Scheme 

 

Q6 In the past 12 months there have been changes made to the road at Station Road, have 
you noticed any of these changes? 

Please tick one option 

   

� Yes � No � Don’t know 

   

Q7 If the scheme improvement had not been available for your journey today how would 
you have travelled? 

Please tick one option 

   

� Same mode and route � Same mode, 
different route 

� Car 

� Bus/train � Taxi � Other, please specify 
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Q8 As part of your journey today, did you choose this route specifically due to the changes 
made to the road? 

Please tick one option 

   

� Yes � No � Don’t know 

   

Q9 Have you/will you use any other similar schemes to complete your current journey? 

   

� Yes � No � Don’t know 

   

 

Q10 Since its introduction has the scheme changed your daily commute? 

Please tick one option 

   

� No change � Increased active travel � Decreased active travel 

   

Q11 Thinking back to before the scheme was setup, how often would you say you walked or 
cycled? 

Please tick one option 
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Walked Cycled 

� Daily � Daily 

� 2-5 times per week � 2-5 times per week 

� Weekly � Weekly 

� Monthly  � Monthly  

� Less frequently � Less frequently 

� Never � Never 

Q12 Since the scheme has been introduced how often do you now walk or cycle? 

Please tick one option 

  

Walked Cycled 

� Daily � Daily 

� 2-5 times per week � 2-5 times per week 

� Weekly � Weekly 

� Monthly  � Monthly  

� Less frequently � Less frequently 

� Never � Never 

   

Q13 Since the scheme has been introduced consider to what extent do you agree or disagree 
with the following? 

Please tick one option 

      

   Yes No  Unsatisfied 

The quality of my journey has improved �  �  �  

My journey time has reduced �  �  �  
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I feel like I can maintain social distancing �  �  �  

I will come to this area more often �  �  �  

I feel safer walking/cycling around this area �  �  �  

I would encourage others to come to this area to 
walk/cycle  

�  �  �  

The area is more pleasant to spend time in �  �  �  

      

 

Q14 How satisfied are you with the following aspects of Station Road? 

Please tick one option 

   Satisfied Neutral  Unsatisfied 

Overall experience �  �  �  

Space for walking/cycling �  �  �  

Overall safety for walking/cycling �  �  �  

Ease of social distancing �  �  �  

Volume of road traffic �  �  �  

Speed of road traffic �  �  �  

Air quality from road traffic �  �  �  

Quality of pavements �  �  �  

Signage for pedestrians/cyclists �  �  �  

Layout of the scheme for walking/cycling �  �  �  

      

Q15 Have you got any other positives or negatives that you would like to share about the 
scheme? 
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About you  
       
Q16 How do you define your gender? 

Please tick one option 

   

� Male  � Female � Other 

� Prefer not to say   

 

Q17 What is your age 

   

� 18-24 � 25-44 � 45-64 

� 65-74 � 75+ � Prefer not to say 
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Q18 What Ethnic group do you belong to? 

Please tick one option 

   

� Arab � Asian/Asian British - 
Bangladeshi 

� Asian/Asian British – 
Indian 

� Asian/Asian British – Pakistani � Asian/Asian British - 
Chinese 

� Asian/Asian British – 
Other (please state) 

� Black/Black 
British/African/Caribbean - 
African 

� Black/Black 
British/African/Caribbean 
- Caribbean 

� Black/Black 
British/African/Caribbea  
– Other (please state) 

� Mixed/Multiple Ethnic Groups – 
White & Asian 

� Mixed /Multiple Ethnic 
Groups – White & Black 
African 

� Mixed /Multiple Ethnic 
Groups – White & Black 
Caribbean  

� White – 
English/Welsh/Scottish/Northern 
Irish/British 

� White - Irish � White - Roma 

� White – Other (please state) � Other ethnic group 
(please state) 

� Prefer not to say 

   

 

 

 

  

Q19 What is your current employment status? 

Please tick one option 

 

� Employed full-time  � Employed part-time  

� Self-employed full-time � Self-employed part-time 

� Student � Looking after the family or home 
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� Temporarily sick � Long-term sick 

� Retired � Prefer not to say 

 

 

School Street Intercept Survey  

 

Surveyor Initials 

 

 

 

 

 

 

 

Survey number 

 

 

 

 

 

 

  

 

 

Consent 
 

       
 Do you live in South Gloucestershire and are aged 18 or over? If no, please contact a member of 

the team as you are unfortunately ineligible to complete the survey. 

       

� Yes � No 
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Before you commence the survey can you confirm that you consent to voluntarily take part in the 

study including using your anonymous responses as part of our research? 

       
� Yes � No 

 

       

About your journey 

 

Q1 Are you a parent/guardian of a pupil that attends Abbotswood Primary School, 
Culverhill School or Phase 5 pre-school? 

 

� Yes � No 

 

Q2 Where did you travel from before picking/dropping off a pupil and where will you go? 

Please tick one option from each category 

 

Travelling from… Travelling to… 

� Home � Home 

� School/Education � School/Education 

� Recreation/fitness � Recreation/fitness 

� Work � Work 

� Other (please specify below) � Other (please specify below) 
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Q3 Where did you start your current journey? 

Please write down the postcode/street 

   

 

 

 

 

 

Q4 Where will your current journey end? 

Please write down the postcode/street 

 

 

 

 

 

 

Q5 What type of transport did you use to make your journey today? 

Please tick one option 

   

� Car driver � Car passenger/share  

� Motorbike/scooter � Cycle/Electric-bike 

� Run/jog � Walk 

� Public transport � Taxi 

� Other, please state   
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Q6 Have you or will you use any other forms of transport on your current journey? 

Please tick one option 

 

� None, current mode � Car � Taxi 

� Bus/train � Other, please specify 

   

 

 

 

 

About the Travel Scheme 

 

Q7 Were you aware that a school street has been established outside of Abbotswood Primary 
School? 

Please tick one option 

   

� Yes �  No � Don’t know 

   

Q8 Thinking back to before the COVID-19 pandemic how did you and your accompanying 
child(ren) usually travel to and from school?  
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Please tick one option 

   

Yourself Child 

� Walk � Walk 

� Cycle � Cycle 

� Scoot � Scoot 

� Car � Car 

� Bus/train � Bus/train 

� Taxi � Taxi 

� Other, please specify � Other, please specify 

 

 

   

 

  

And nowadays, how do you and/your accompanying child(ren) usually travel to and from 
school? 

  

Yourself Child 

� Walk � Walk 

� Cycle � Cycle 

� Scoot � Scoot 

� Car � Car 

� Bus/train � Bus/train 

� Taxi � Taxi 

� Other, please specify � Other, please specify 
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Q9 As a result of the school street at Abbotswood, has it encouraged you and your 
accompanying child(ren) to do more or less of the following types of travel to and from 
school? 

Please tick one option 

 Less More Same Not Applicable 

Walk �  �  �  �   

Cycle �  �  �  �   

Scoot �  �  �  �   

Bus or train �  �  �  �   

Car �  �  �  �   

Park and walk �  �  �  �   

Taxi �  �  �  �   

Other, please specify  �  �  �  �   

 �  �  �  �   

   

Q10 Is there anything else you would like to tell us about how the school street has changed 
your travel habits? 
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Q11 Thinking about the streets around Abbotswood Primary, how much do you agree or 
disagree with the following statements? 

Please tick one option 

 

   Agree  Neutral Disagree 

There is space for social distancing to drop off/pick 
up 

�  �  �  

It is safer to walk/cycle to and from school  �  �  �  

There are more parking problems in the surrounding 
streets than before the scheme 

�  �  �  

Parking issues at this site creates difficulties with 
onward journeys 

�  �  �  

There is less congestion on the surrounding streets 
than before 

�  �  �  

We are more likely to use active forms of transport 
to travel to school  

�  �  �  

      

 

Q12 Do you agree or disagree with the following statements about the school streets in 
South Gloucestershire? 
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   Agree  Neutral Disagree 

A school street is suitable at this location  �  �  �  

School streets should be rolled out across South 
Gloucestershire  

�  �  �  

School streets work for some schools but not for my 
school 

�  �  �  

I have no strong views on school streets �  �  �  

      

 

About you  
       
Q13 How do you define your gender? 

Please tick one option 

   

� Male  � Female � Other 

� Prefer not to say   

   

Q14 What is your age 

   

� 18-24 � 25-44 � 45-64 

� 65-74 � 75+ � Prefer not to say 

   

 

Q15 What Ethnic group do you belong to? 

Please tick one option 
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� Arab � Asian/Asian British - 
Bangladeshi 

� Asian/Asian British – 
Indian 

� Asian/Asian British – 
Pakistani 

� Asian/Asian British - 
Chinese 

� Asian/Asian British – 
Other (please state) 

� Black/Black 
British/African/Caribbean – 
African 

� Black/Black 
British/African/Carib
bean - Caribbean 

� Black/Black 
British/African/Carib
bean – Other (please 
state) 

� Mixed/Multiple Ethnic 
Groups – White & Asian 

� Mixed /Multiple 
Ethnic Groups – 
White & Black 
African 

� Mixed /Multiple 
Ethnic Groups – 
White & Black 
Caribbean  

� White – 
English/Welsh/Scottish/Nor
thern Irish/British 

� White - Irish � White - Roma 

� White – Other (please 
state) 

� Other ethnic group 
(please state) 

� Prefer not to say 

   

 

 

 

  

   

Q16 What is your current employment status? 

Please tick one option 

 

� Employed full-time  � Employed part-time  

� Self-employed full-time � Self-employed part-time 

� Student � Looking after the family or 
home 
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� Temporarily sick � Long-term sick 

� Retired � Prefer not to say 
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Appendix 7: Attitude Survey Questions 

 

 
 

Good morning/afternoon, my name is  and I am calling on behalf of Perceptive Insight. I’m 
calling to find out your views on local traffic schemes in South Gloucestershire. We want to find 
out what you think, and it would be great if you could spare just 10 minutes to answer a few 
questions. The traffic schemes were set up during the Covid-19 pandemic by South Gloucestershire 
Council and this research is being carried out by Queen’s University Belfast. 

 
Both Perceptive Insight and Queen's University conform to the principles of the General Data 
Protection Regulation (2018). All personal information will be kept strictly confidential and will not 
be shared with any person or organisation that is not associated with this study, I can provide you 
with the contact details for the research team at the end of the survey if you wish to ask any 
questions or find out more about the research. 

 
Your call may be monitored for training and quality purposes. 

 
Interviewer number 

 

 
Please record the UniqueID 

 

 

Eligibility and consent  
 

Before we begin the survey can I check that you are over the age of 18 and are normally a 
resident of South Gloucestershire Council? 

Yes 

No - NOT ELIGIBLE, THANK AND CLOSE 

 

Do you agree to voluntarily participate in the survey today? 
Yes 

No - THANK AND CLOSE 

 

Queen's University - South Gloucestershire attitude 
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Section A: About you  
 
The following questions will help to ensure that we speak to a wide range of people who live in the 
South Gloucestershire area. Firstly 

 

A1 How do you define your gender? 
Male Female 

Other 

Prefer not to say 

 

A2 What is your age? 
18-24 

25-44 

45-64 

65-74 

75+ 

Prefer not to say 

 

A3 What is your current employment status? 
Employed full-time 

Employed part-time  

Self-employed full-time 

Self-employed part-time 

Student 

Looking after the family or home 

Temporarily sick 

Long-term sick 

Retired 

Prefer not to say 

 

Section B: About your journey  
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B1 How do you normally travel in your everyday journeys? 
Car driver 

Car passenger 

Motorbike/scooter 

Cycle/electric-bike 

Run/jog 

Walk 

Public transport 

Taxi 

Other, please specify 

Other, please specify 
 

 

 

B2 What is your home postcode? This does not identify your household but helps to ensure 
we are talking to people from all areas of South Gloucestershire. 

 

 
B3 What is the postcode of your usual place of work or a destination which you visit 
regularly? Again, this does not identify your place of work. 
If unknown, ask for street or nearest landmark. 

 

 
B4 For leisure how often per week do you use the following active forms of travel? 

 
Active travel means walking or cycling (running or scooting) as an alternative to motorised 
transport (notably cars, motorbikes/mopeds) for the purpose of making everyday journeys. 
Active travel also includes walking to cycling to access public transport. 

5-7 days 3-4 days Less than 2 days Never 

Walk                            

 Cycle                           

 Jog/run                            

Other (please specify)                          

Other, please specify 
 

 
 

Section C: About the travel schemes 
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C1a Do you have any knowledge or personal experience using any of the following types of 
active travel schemes? 

Yes No Don't know 

Cycle lane (areas of the road  
specifically marked out for cyclists           

 

School street (this involves closure of 
roads directly outside a school at drop                        
off and pickup times) 

 

Low traffic street (roads which limit traffic 
to residents only) 

 

Wider pavements which extend onto the 
roadway (involve the closure of one lane 
of traffic to allow extra space for 
pedestrians) 

 
C1b If yes, where? 
Cycle lane 

 

School street 

 

Low traffic street 

Wider pavements which 
extend onto the roadway 

 

C2 What was the purpose of your journey using any of these schemes? 
Mainly commuting 

Mainly recreational 

Mixture of both 

 
IF C1a=YES TO ANY 
C3 Overall how satisfied or dissatisfied were you with the changes the travel schemes have 
introduced? 

Very satisfied 

Satisfied Neither 

Dissatisfied Very 

dissatisfied Don't 

know 

 
C3a If very satisfied or satisfied with the schemes, why? 
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C3b If very dissatisfied or dissatisfied with the schemes, why? 

 

 
IF C1a=YES TO ANY 
C4 Have the travel schemes changed the way you travelled to work? 

More Same Less N/A Don't know 

Walk                             

Cycle                           

 Public transport                          

 
Car                           

 Taxi                            

 Motorcycle                            

 Other (please specify)                            

Other, please specify 
 

 

5 Since the schemes have been implemented have you changed the way you travel in your 
free time for leisure, fitness and recreation? 

More Same Less N/A Don't know 

Walk                           

Cycle                        

Public transport                          

 
Taxi                           

Motorcycle                         

Other (please specify)  

Other, please specify 



 

Page 180 

 

 

 
C6 How satisfied or dissatisfied are you with the following aspects of your neighborhood? 

 
 

Space for walking Safety 

to walk and cycle Ease of 

social distancing Volume of 

traffic 

Speed of road traffic 

 
Noise levels from road traffic Air 

quality from road traffic 

Quality of pavement for walking or 

cycling 

Friendly and welcoming 

Very 

satisfied Satisfied Neither  

Dissatisfied 
 
 
 
 
 
 

 

Very 

dissatisfied Don't know 
 

 
 
 
 
 
 
 

 
C1a=YES TO ANY 
C7 To what extent do you agree or disagree with the following statement? 

 
"The schemes have had a positive impact on my area" 

Strongly agree 

Agree 

Neither 

Disagree 

Strongly disagree 

Don't know 
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C8 Can you describe the changes the schemes have had on your area? 
 

 
IF C1a=YES TO ANY 
C9 Do you think South Gloucestershire should create new travel schemes such as these in 
other locations? 

Yes, more schemes No, 

no more schemes Don't 

know 

 
IF C1a=YES TO ANY 
C10 Is there anything else you would like to share your experience of the travel schemes in 
South Gloucestershire? 

 

 

Section D: No knowledge of travel schemes  
 
The Council are interested in your views about changes that could be made to the layout of roads 
to encourage more walking, cycling and other active travel modes. 

 
The questions are not related to any specific changes that have been or will be installed by the 
Council near you. 

 
The same set of questions are being asked to a random sample of residents who live across South 
Gloucestershire. 

 
Before we begin, do you understand what is meant by active travel? 

 
Active travel means walking or cycling (running or scooting) as an alternative to motorised 
transport (notably cars, motorbikes/mopeds) for the purpose of making everyday journeys. 
Active travel also includes walking to cycling to access public transport. 

Yes 

No 

 
D1 How many cars are in your household? 
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None 

One Two 

Three 

More than three 

Prefer not to say 

 

 

IF D1=2,3,4,5 
D2 Where do you park your cars? 
Select all that apply 

Private driveway or garage On 

street parking 

Public car park 

Other (please specify) 

Prefer not to say 

Other, please specify 
 

 
D3 If the Council was to close some of the residential roads in your area (allowing access to 
residents only) to make the roads quieter and to encourage more people to walk or cycle, 
would you support this? 

Yes 

No 

 
D4 Thinking hypothetically would the changes encourage you to walk or cycle more? 

Yes 

No 

 
D5 Could you describe the potential impacts a road closure would have on your household? 

 

 
D6 If the Council was to reduce the width of the roads in your area to create more space for 
walking and/or provide cycle routes, would you support this? 

Yes 

No 
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D7 Thinking hypothetically would this type of scheme encourage you to walk or cycle more? 

Yes 

No 

 
D8 Could you describe the potential impacts wider pavements in your area would have on 
your household? 

 

 
D9 If the Council was to remove on street car parking spaces in your area to create more 
space for walking and/or provide cycle routes, would you support this? 

Yes 

No 

 
D10 Thinking hypothetically, would such a scheme encourage you to walk or cycle more? 

Yes 

No 

 
D11 Could you describe the potential impacts removing car parking spaces would have on 
your household? 

 

 
D12 If the Council was to close roads to traffic during school drop off and collection times in 
order to free up space for active travel to school, would you support this? 

Yes 

No 

 
D13 Thinking hypothetically, would such a scheme encourage you to walk or cycle more? 

Yes 

No 

 
D14 Could you describe the potential impacts closing a road outside a school during drop 
off and collection times would have on your household? 

 

 

 



 

Page 184 

 

 
 

Section E: Additional 
demographics
  
 
And finally, can I confirm... 

 
 
E1 What Ethnic group do you belong to? 

Arab 

Asian/Asian British - Bangladeshi 

Asian/Asian British - Indian Asian/Asian 

British - Pakistani Asian/Asian British - 

Chinese 

Asian/Asian British - Other (please specify) 

Black/Black British/African/Caribbean - 

African 

Black/Black British/African/Caribbean - 

Caribbean 

Black/Black British/African/Caribbean - Other 
(please specify) 

Asian/Asian British - Other, please specify 

 

 

 

 

 

 

 

 

Mixed/Multiple Ethnic Groups - White & Asian 

Mixed /Multiple Ethnic Groups - White & Black 
African 

Mixed /Multiple Ethnic Groups - White & Black 
Caribbean 

White - English/Welsh/Scottish/Northern 
Irish/British 

White - Irish 

White - Roma 

White - Other (please specify) Other 

ethnic group (please specify) Prefer not 

to say 
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Black/Black British/African/Caribbean - Other, please specify 

 

White - Other, please specify 
 

Other ethnic group, please specify 
 

 
E2 Which of the following best describes the dwelling you live in? 

Terraced house 

Semi-

detac

hed 

house 

Bunga

low 

 

Other (please specify) 

Prefer not to say 

Other, please specify 
 

 
This was my last question. 

Thank you for taking the time to complete this survey. 

 
I would like to assure you that all the responses you have given are totally 
confidential and no individual responses are identified. 

This interview was carried out under the guidance of the Market Research 
Society. You have been speaking to calling from Perceptive Insight. 
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Appendix 8: UK lockdown timeline (https://www.instituteforgovernment.org.uk/charts/uk-government-coronavirus-lockdowns) 
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