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Preface

By ClIr Victoria Quinn, Chair, Transport, Connectivity &
Sustainability O&S Committee
Birmingham sits at the very centre of national transport infrastructure and our city

has provided much of the manufacturing means that has empowered many forms
of transport in the UK for centuries.

Despite major challenges, Birmingham is once again in an important national driving seat for growth
through our transport agenda as our city prepares for very significant new infrastructural change in terms
of airport expansion, HS2, a new City Centre station gateway and improved metro connections. Key to
delivering the potential of these opportunities will be our plans to set a strategy for sustainable urban
mobility. Underpinning this must be a transformative ambition for getting around and connecting people to
opportunities in our city. This must include a strong, cross party political commitment to modal shift and
improving choice, affordability, safety and connectivity across the whole of our city for all of our citizens.

As the Committee began the work to inform this report, many doubted the credentials of our city to
seriously address cycling. As other cities across the country embrace the post Olympic and Tour de France
legacy for cycling, they seek to transform themselves into cycling cities. The volume of evidence received
and degree of interest and enthusiasm expressed by witnesses to our Inquiry, demonstrated that the
potential for cycling in Birmingham must be more than just a "bolt-on" to our transport ambitions. Cycling
must sit at the very heart of our strategy for urban mobility and alongside consideration of walking and our
canal infrastructure as a key to unlocking all of our city ambitions for levering economic growth, improved
public health, social cohesion and environmental sustainability.

I would like to thank Members of the Transport, Connectivity & Sustainability Committee for their
engagement in this Inquiry: Councillors R Alden, Davis, J Evans, Hartley, Hughes, Hussain, Huxtable, J
Jones and O'Shea. Members also deserve thanks for considering getting on a bike themselves during this
Inquiry.

The Committee received a staggering volume of evidence and level of engagement from witnesses
throughout the Inquiry especially in relation to cycling. Guiding our work and focus through this agenda
was the exceptional professionalism of Yvonne Gilligan of Sustrans, Professor David Cox of CTC, the
national cycling charity and the team of committed cyclists from Push Bikes to whom the Committee owes
particular thanks.
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Summary of Recommendations

Recommendation Responsibility Completion Date




Recommendation Responsibility Completion Date
RO3 That the Birmingham Urban Mobility Plan Leader March 2014
explicitly set out the role that the canal
network can play in improving sustainable Cabinet Member,
movement for pedestrians and for cyclists in Development, Jobs & Skills

and around the city; using the potential of:
Cabinet Member, Green,
e Existing blue and green corridors within Safe and Smart City
the city as highlighted in the Green Living
Spaces Plan;

e Regeneration ambitions, particularly
around the Enterprise Zone and economic
areas;

e Existing partnerships in the city.
The Plan must also reference how barriers

such as surfacing, safety, capacity and lighting
of canals will be overcome.

RO4 That the potential to improve digital Leader October 2013
connectivity in the city using Birmingham's
canal network is explored, taking advantage of | Cabinet Member, Green,
any regeneration or resurfacing projects. Safe and Smart City

RO5 That a cycling champion is appointed from Leader October 2013
elected members, to ensure join up to
promote and drive forward cycling ambitions
across all portfolios and directorates.

That s/he is supported by a senior officer, with
capacity to work with all partners, to deliver
the ambitions set out in this report.

RO6 That the terms of references for the Cycling
and Pedestrian Task Force and Cycling Forum
are examined, giving users a new consultative
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Recommendation Responsibility Completion Date




Recommendation

Responsibility

Completion Date

R11

As part of Recommendation 3 above, land use
and ownership along the canal network should
be mapped to enable a full understanding of
the asset and its stakeholders.

Cabinet Member,
Development, Jobs & Skills

March 2014

R12

That the City Centre is made safely accessible
by pedestrians and cyclists, and that public
transport hubs are connected by cycling and
walking routes.

That existing cycle routes are assessed and
improved to join up the cycle network around
the city.

That there is a focus on improving cycling and
walking within local centres and key economic
areas (as listed in section 2.4 of this report).

An annual update report should be made to
the Transport, Connectivity & Sustainability
0&S Committee, beginning April 2014.

Cabinet Member,
Development, Jobs & Skills

April 2014

R13

R14

That the Council’'s commitment to roll-out
20mph zones is linked to those areas
highlighted in Recommendation 12 and their
feeder routes, and that the city’s 20mph zones
are explicitly linked to our cycling and walking
ambitions.

That there is a single, simplified, instantly
recognisable map of cycle routes for the city.

Cabinet Member,
Development, Jobs & Skills

October 2013
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Glossary

Organisation /
Programme

Description

Birmingham City

The City Council is the Planning Authority, Highway Authority, Traffic Authority, Street
Works Authority, Technical Approval Authority and Land Drainage Authority for

Council Birmingham.
The last year has seen Districts given greater powers under devolution arrangements,
with constitutional and structural changes.

Bikeability Bikeability is ‘cycling proficiency’ for the 21st century, designed to give the next

generation the skills and confidence to ride their bikes on today’s roads.

There are three Bikeability levels. A child will typically start Bikeability lessons once
they have learnt to ride a bike, with 10-11 year olds progressing through to Level 2,
and then Level 3 at secondary school (11-18 year olds).

Bikeability was developed by more than 20 professional organisations including the
Royal Society for Prevention against Accidents and is supported by cross-Government
departments including the Department for Transport, Department of Health and
Department for Children, Schools and Families.

http://www.dft.gov.uk/bikeability/

Birmingham
Development Plan

The Birmingham Development Plan will set out the statutory planning framework to
guide decisions on development and regeneration in Birmingham until 2031. The Plan
will be formally adopted by the City Council in 2014.

www.birmingham.gov.uk/plan2031

Canal and River
Trust

Centro

The Canal & River Trust was created in July 2012 as the successor to British
Waterways. They are one of the largest charities in the country, the guardian of 2,000
miles of historic inland waterways in England and Wales. They have responsibility for
canals, rivers, docks and reservoirs — along with historic buildings, archives and three
waterways museums, including the National Waterways Museum.

http://canalrivertrust.org.uk/

Centro is the Local Transport Authority (LTA) and works with Local Highway Authorities
on modal shift and sustainable travel. This is primarily through providing public
transport information, promoting public transport and supporting businesses, large trip
generators and educational establishments implementing Travel Plans. Centro also
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Organisation /
Programme

Description

CTC, the national
cycling charity

CTC, the national cycling charity, was founded in 1878. CTC has 70,000 members and
supporters, provides a range of information and legal services to cyclists, organises
cycling events, and represents the interests of cyclists and cycling on issues of public

policy.

http://www.ctc.org.uk/

Cycle Chain

Cycle Chain is a social enterprise whose role is to deliver a service that has primarily
learning and skills outcomes as well as transportation and environmental outcomes.
Cycle Chain is concerned with the creation of sustainable and realistic employment for
disadvantaged individuals, in particular those with a visual impairment and those
recovering from mental health problems.

http://www.cyclechain.org/

Greater
Birmingham and
Solihull Local
Enterprise
Partnership
(GBSLEP)

The Greater Birmingham and Solihull Local Enterprise Partnership (GBSLEP) was set up
in October 2010 to help strengthen local economies, encourage economic development
and enterprise, and improve skills across the region.

The Partnership is formed of Birmingham, Bromsgrove, Cannock Chase, East
Staffordshire, Lichfield, Redditch, Solihull, Tamworth and Wyre Forest. The Partnership
is one of the largest in the country, encompassing a population of over two million
people, and 840,000 jobs.

centreofenterprise.com
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1 Introduction

1.1 Purpose of the Review

1.1.1 One of the key priorities for the newly establishedhTransport, Connectivity & Sustainability Overview and Scru
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1.2

1.2.1

1.2.2

and the Green and Smart Commissions were actively included through the terms of reference and
evidence gathering process.

Birmingham’s Urban Mobility Plan

Little detail of the ambition or structure of the Birmingham Urban Mobility Plan was available to the
Committee before preparing this report. Nevertheless, the Committee understood that the plan will
be inter-related to the forthcoming Birmingham Development Plan (due to be formally adopted by
the City Council in 2014). Resulting changes to land use in terms of housing, and areas with
opportunities for work, leisure, health and education, will bring significant pressures and
opportunities for patterns of movement in, out and around the city.

These changes are likely to be assessed and a set of principles established within the Urban
Mobility Plan to govern what we want our transport system to achieve in terms of connectivity,
carbon reduction, fuel and energy prices, major infrastructural requirements, affordability and
optimising health, educational and growth objectives. The Urban Mobility Plan will therefore have
to set out the “layers” of existing transport provision and those which will have to be developed
further in order to be responsive enough to the ci




the reputation for dialogue and engagement between the City Council and all partners, existing
and potential, involved in walking, cycling and using canals in our city.

1.3.3  Therefore, while this Committee’s first report on urban mobility has a clear focus on cycling,
walking and the canal network, we are committed to ensuring appropriate follow up work
developing aspects around road safety, shared use and infrastructural requirements within our
response to the urban mobility proposals later this year.

1.4 Conducting the Inquiry
1.4.1  We invited a number of people and organisations from across the city to send us their views on

the role that cycling and canals can and should play in meeting the mobility needs of people and
businesses in Birmingham. Public meetings were held between October 2012 and January 2013,
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capture it all in one single document. The evidence we received can however be consulted in our
“evidence pack” which is available on our website (www.birmingham.gov.uk/scrutiny).




2.1

2.1.1

2.1.2

2.1.3

2.2

Cycling, Walking and Canals

Introduction

The Committee believes that there has never been a better time, with better incentives, to
improve the cycling and walking offer in this city. There is a wealth of evidence of the multiplicity
of benefits that can be levered up by having a better ambition for, and more joined-up thinking in
regard to the way we use, develop and maintain our existing corridors for cycling and walking
throughout the city.

This chapter briefly summarises this evidence and sets it within a context which the Committee
was alarmed to find to be the pervasive, current attitude of decision makers in Birmingham: that,
despite acknowledgement of walking and cycling and their infrastructural potential, cycling and
walking sat as a “bolt-on” in terms of behavioural and financial commitment compared to the
importance and priority given to other vehicular and public modes of transport within the city’s
transportation strategy.

In many respects, because of Birmingham’s geographic position at the heart of national road and
rail infrastructure and because of our legacy as the motor manufacturing hub of the country, it is
understandable that the transport agenda in Birmingham has been dominated by road, the car and
rail. With new large scale national and international opportunities for transportation in terms of
airport expansion, HS2, New Street Gateway and the metro extension, this focus continues. This
chapter seeks to set out why the Committee believes cycling and walking are conterminus with
these agendas and ambitions, both for our citizens and for our economy, and should be given
equal weighting to road and rail within our transport strategy.

Who Cycles?

The National Picture

221
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more journeys were taken by bicycle than in 2011.% Other indicators demonstrating the rise in







2.2.7 Perhaps most alarmingly of all however, within overall Birmingham statistics are the rates of
cycling to school in the city which are significantly lower than rates across England as a whole. In
Birmingham, only 0.4% of primary school pupils cycle to school compared to 1% of pupils across
England. While marginally more secondary school pupils cycle to school in Birmingham, at a rate of
0.6% this is even more alarming in terms of its comparative rate amongst all pupils across England
of 3%. Critically, despite hearing evidence from policy makers and deliverers in terms of initiatives
put in place between 2007-2010 to improve the uptake of cycling to school, the Committee was
left incredulous at the fact that over the course of this period, overall levels of pupils cycling to
school remained at a staggeringly low 0.4%. The Committee noted that by improving uptake of
cycling in this core group alone, it could be possible to exponentially improve numbers of people
cycling within the city and may be one of the easiest of all groups to access and engage.

2.3 Modal Shift

The city’s road system is congested and there is a need to promote greater use
of public transport, cycling and walking.®

2.3.1  This quote from the draft Birmingham Development Plan, the city’s key planning document,
recognises the role that cycling and walking can play in reducing congestion and sits with the fact
that the majority of journeys to work made in the city are currently made by car. Whilst we know
from 2001 Census data that almost two thirds of journeys to work in Birmingham were made by
car compared to under 2% by bicycle, and 7.57% on
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Data from 2011 Census on Travel to Work

Compared with the 2001 Census, the most significant trends for England and Wales in the 2011 Census
were:

1. A slight fall in the percentage of commuters driving to work: 55.2 % (2001) to 54.2% (2011).
This coincides with a decrease in the proportion commuting to work as passengers in cars or
vans: 6.3% (2001) to 5.0% (2011). However, driving to work was still the most common form
of commuting in England and Wales (57.5% of the working population).

2. A slight increase in the percentage of commuters to work by public transport: 15.0% (2001)
to 16.4% (2011). The proportions of people commuting by train and light rail increased
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Achieving Modal Shift

2.3.3  There is significant evidence to show that modal shift can be achieved in major cities. Sustrans
provided evidence in their report Cycling in the City Regions, which addresses the potential for
increasing cycling in English conurbations:

Close to 50% of all metropolitan trips are of less than 5km and could be made
within 20 minutes by an average cyclist. Yet, at present, more than half of all
such journeys are made by car. Lower average operating speeds for motorised
traffic, chronic congestion levels, high population densities, high parking
charges and the substantial cost of alternative interventions all mean that
cycling measures could be both highly cost effective and deliver substantial
change in travel behaviour across the city regions.11

2.3.4 Sustrans’ evidence suggests that three in every ten car journeys could potentially be shifted to
cycling, walking and public transport without significant infrastructure changes or restrictions to
car use and that the greatest potential for changing travel behaviour lies in increasing cycling as a
safe, speedy and economically more viable alternative for nearly one in three local car journeys.

2.3.5 When thinking about journey times and distances in terms of different kinds of trip generators,
figures like these reveal how different modes of transport correspond to different kinds of trips,
and how cycling is a core part of improving multi-modal offers within transport planning.

2.3.6  Re-thinking connections and connectivity in transport design is also core to modal shift and
facilitating cycling as a viable option, for example by including the possibility for effective and safe
bike storage, showers and hire points at different transport hubs and within rail and bus stations.
Modal shift is not a concept which can be addressed only in terms of thinking about complete
journeys, or even trip distances, but crucially must include behavioural responsiveness and
consider how people can be better encouraged and facilitated into accessing different modes of
transport. This is about a step change which recognises the viability of walking and cycling as
inter-changeable with public transport and the car.

2.3.7




27% to 2009. Of note is that when the programme initiatives were combined in Darlington, cycling
rates more than doubled.?

2.3.9 In terms of inter-relationships with addressing local authority objectives, reducing congestion is
not the only justification for improving participation in cycling. There is substantial research to
underpin the sustainability gains which are to be made nationally from encouraging a shift in
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2.4 The Economic Case

2.4.1 The economic case for driving modal shift through improving rates of cycling has a number of
strands. In part this concerns cost:benefit ratios for cycling schemes, but it also relates to viable
economic opportunities that are inherent in driving major increases in cycling and in making better
use of Birmingham'’s canal infrastructure.

Cost:Benefit of Cycling Schemes

2.4.2 The cost:benefit advantages of encouraging small scale cycling and walking projects were
emphasised throughout the Committee’s evidence gathering. Cost benefit ratios for this sits at
around 1:20, far higher than larger public transport schemes. While there are obvious resource
implications in a step change improvement of cycling and walking infrastructure across the city,
benefits are likely to be far greater than for other larger modal scale projects.™ Push Bikes cited
the following evidence to underpin this assertion:

e Evaluations commissioned by Cycling England showed that investment in cycling produces very
high returns. A study of both urban and rural situations found that £10,000 invested in cycling
needs to generate just one extra cyclist over a 30-year period for the monetised benefits to
equal the costs;

e Benefit to cost ratio (BCR): Government guidance




c. Higher productivity through improved fitness and consequently reduced absenteeism and
better workforce performance;

d. Improved public realm capable of attracting high value business;
e. Direct savings to NHS through better health;
f. Better access to jobs for disadvantaged groups;

g. Revitalising streets through encouraging more spending on high value services and retail
through improved access by foot or bike;

h. Magnifying within city agglomeration benefits;

i. Creation of new social enterprises and businesses
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connecting the offer and desirability of our canals to a new approach to urban transport planning
and encouraging modal shift through improved facilities for walking and cycling alongside them.

2.4.7  The Committee heard of similar opportunities to drive tourism through cycling and how across the
country cycle tourism, which has always enjoyed a significant history, is presently seeing
significant rises in growth and popularity. Research from the European Cycling Federation
demonstrates that cycling is a significant source of business opportunity. In Birmingham, with
more strategic and better connected use of the “green corridors” of park and green space and the
“blue corridors” of canals and waterways linking different villages that have made up the city, we
have a number of unique gateways through the city and into much appreciated cycling countryside
in Worcestershire, Warwickshire, Shropshire and Staffordshire. Local lanes and cafes in these




™ -

2411

2.4.12

2.4.13

2.4.14

2.4.15

s
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the city to back an ambition to build bikes in Birmingham. They indicated how this practice is being
looked at elsewhere in the UK and described how Portland in Oregon (U.S.) recently experienced
major economic renewal because of its city commitment to incubating bicycle manufacturers. The
organisation emphasised how they believed that stimulating private enterprise around the bicycle
could forge markets, drive demand and infrastructural change and they also stressed how they
believed that post-16 educational modules including bike building and related aspects of design,
marketing and maintenance had the potential to create cycle manufacturing enterprise, address
skills gaps and help get young people into cycling.

Evidence received by the Committee indicates that bike retail is booming. Sales of cycles grew by
more than 15% in 2010-11 and across the country people have being spending exponentially more
on bikes than cars, where comparative spending has fallen in this same period.*

Witnesses giving evidence to the Committee were quick to support the notion of setting up
Bicycle-Friendly Business Districts to encourage the use of bicycles in the daily running of
businesses, and make use of the city’'s manufacturing associations with cycling as well as
attracting cyclists of all levels and types of interest through special offers and services as a means
of encouraging the business community to support the shift to cycling.

The Committee also heard evidence about the growing number of innovative voluntary and social
enterprise programmes that are growing up around cycling in Birmingham. An example of this
include the highly creative, Cycle Chain's refurbishment workshop located on the City Centre
canalside, linking both cycling and canals as opportunities. The organisation provides cheap
refurbished bicycles sourced from Household Recycling Centres and the Police and offering skills
development, in particular for people with learning disabilities.

The Committee also heard evidence supporting the interest for Birmingham in giving more
consideration to the link between cycling and the wider economic potential of using the city’s
extensive canal network.

Enabling the canal network to provide optimum opportunities to incentivise shift towards
sustainable travel options between new developments of housing and work is quite obvious within
the example of the City Centre Enterprise Zone. Here, for example, a number of already well
recognised housing, and innovation hub sites have canal frontages, such as Eastside Locks, Aston
Science Park, Newhall Square, Warwick Bar, Typhoo Wharf and Arena Central and there remains
potential to join these up into a bigger City Centre offer. The Committee heard the extent to which
Birmingham has already been recognised internationally for the Brindley Place development which
20 years ago, recognised the value of using and enabling canal side development to lever growth
and create desirability of place. Re-thinking and joining up patches of already developed canal side
renovation into larger and more viable stretches of “b/lue corridor’ presents a real opportunity for
additionality into new areas of growth that could bring greater desirability for housing, leisure and

% Friends of the Earth in evidence to this Inquiry — see evidence pack EQ7
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2.4.16

2.4.17

workplace investors alike when presented in a joined up offer. This fact has recently been
recognised within the Icknield Port Loop development, as the potential for creating desirable
walking and cycling connections into Brindley Place and the centre of Birmingham were built into
early design stages.

Almost all of Birmingham’s newly proposed Economic Zones are located within close proximity to
these canal networks:

e The Advanced Manufacturing Hub at the Aston Regional Investment Site is close to the
Birmingham & Fazeley Canal;

e The Tyseley Environmental Enterprise District is adjacent to the Grand Union Canal;

e The Life Sciences Campus at the Queen Elizabeth Hospital and University of Birmingham in
Edgbaston are adjacent to the Worcester and Birmingham Canal;

e Longbridge ITEC Park is close to Cofton Reservoir and Upper Bittell Reservoir.

When re-thinking the potential of canals as part of improved modal shift and opportunities for
driving the uptake of cycling and walking in the city, the Committee also considered evidence for
joining this up with other infrastructural opportunities arising in the city. This included the
improvements in digital infrastructure and connectivity. Digital connectivity in the city, with the
capacity for high speed optical fibre telecoms and broadband could sit within canal towpath re-
development and cabling laid beneath them. This is current practice to some extent, but crucially
offers a real opportunity for exploiting connectivity potentials within the development of




poverty has to some extent been recognised most recently by the Department for Transport in its
Cycle City Ambition Grant. The application pack acknowledges:

Across the OECD ambitions for cycling are growing to move cycling to the
mainstream offering it as a realistic choice for quick, reliable and convenient
short journeys within cities. At a time of levelling or even slowing real per capita
incomes, rising real costs of motoring and public transport mean there are
strong financial incentives to cycle. 25

2.5.3 Making cycling an easier, safer and viable choice of movement for people between places can
release multiple social, economic and health benefits. Over a third (35.8%) of Birmingham’s
population do not have a car or van in their household?. These figures for Birmingham contrast
starkly with the 25.8% national average of households without access to a car.

2.5.4 The potential for the rate of transport poverty to rise becomes very apparent when considered
alongside the trend of other national figures which demonstrate that rail fares have increased 15%
in real terms in the past ten years to 2011, and bus and coach fares by 19%. Running a motor
vehicle has become ever more expensive for the majority of car owners with vehicle maintenance
rising in the same period by 25%, petrol and oil prices by 30% and tax and insurance by 43%
relative to RPI. Although the initial cost of purchasing a vehicle has fallen in this time by 41%, the
other costs are clearly a major disincentive.

2.5.5  For those without access, or unable to run a second car, or for those who are struggling with ever
rising petrol costs, better, safer cycling can offers a choice and provide accessibility that otherwise
may not be possible.

2.5.6  Recent work undertaken as part of the Social Inclusion Process in Birmingham, led by the Bishop
of Birmingham, underlined the fact that transport poverty is a significant and growing issue for
Birmingham where there are over 408,000 people living in some the most deprived households in
the country.

For many in the city, public transport is too expensive, meaning that residentrm
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2.5.8

2.5.9

2.5.10

2.6

2.6.1

2.6.2

... translated into a feeling that the opportunities being developed in the City
Centre and other areas of Birmingham are not for them. It has led in some cases
to resentment about inner city communities, manifesting itself in feelings of ‘us

against the rest’.

The Social Inclusion Commission recommended that, as part of a targeted reduction in the cost
and access to safe transport, more safe cycling routes should be established, to improve the
mobility of people in particular parts of the city to accept jobs.

This supported other evidence the Committee heard regarding the importance of sourcing low cost
recycled bikes from social enterprises and creating an improved network of safe cycle routes.
These could help bring the city’s diverse neighbourhoods closer together, engender greater
identification with the City Centre and build familiarity and belonging with near, but unexplored
surroundings. Cycling is also a cheap and practical way of getting to casual, part-time work; it can
work for unsocial hours of work, low paid work and to balance multiple jobs. It could be
encouraged as part of work programmes and apprenticeship schemes. CTC, the national cycling
charity, told the Committee about the example of cycling in the London Borough of Hackney,
which has shown that cycling can assist the mobility of “generation rent” young people, helping to
drive growth.?

One example of this is Centro's WorkWise scheme, which in addition to supporting unemployed
people with public transport tickets and journey planning to find, start and stay in work, will also
offer tailored cycling support (including bike loans/hire, training, route planning and cycle
buddying) to unemployed people from April 2013.

Health Benefits

Cycling is an ideal low-impact form of exercise which allows anyone, at whatever level of fitness,
to build-up gently fitness levels and improve health and wellbeing. Building cardio-vascular fitness
through exercise is more effective at reducing risk of death than losing weight through dieting and
the health benefits of cycling greatly out-weigh the risks of injury from cycling. Utility cycling — to
work, shopping, visiting friends — is one of the easiest ways to build exercise into daily routines.”




2.6.3  Whilst there is limited evidence on the cost:benefits specifically attributed to cycling and health,
the Department of Health suggests that physical activity interventions generally cost around £20-
£440 per Quality Added Life Year. Other studies show or suggest positive links:

Research from Finland provides strong evidence that journeys to and from work by cycling
provide sufficient intensity to improve health and fitness;

A UK study shows that compared to someone sedentary, a person cycling 4 days per week
would have significant impact on reducing obesity;

Cycling can address absenteeism: the UK leads the number of sick days taken each year in
Europe, costing £170 billion;

Evidence indicates that regular physical activity reduces the risk of all cause mortality, coronary
heart disease, stroke, type 2 diabetes, osteoporosis, some cancers and depression, as well as
bringing many positive benefits for psychological health and well being;

An analysis of the cost-benefit analysis for investments in bicycling by a US city showed that
relatively modest investments of $137 million in bicycling will produce health care cost savings
of $470 million by the year 2040.%°

2.6.4  Evidence submitted to the All-Party Parliamentary Group on Cycling took evidence from health and
transport specialist, Dr Adrian Davis, who said: “For every £1 pound spent on cycling initiatives
they can generally return up to £4 in saved costs to the NHS and value to the economy. The

health benefits of cycling outweigh the risks by 20 to one.

181

2.6.5 Nationally the health benefits of cycling and walking have been recognised by the National
Institute for Health and Clinical
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and health. There is a growing need to work across organisational boundaries to
promote personal and public health and reduce the costs of physical inactivity,
particularly among older people and women.33

2.6.7  Within Birmingham these links are also apparent: for example in the draft Birmingham
Development Plan, where in SP51 it is recognised that:

Obesity has been identified as a particular health issue in Birmingham and there
are particularly high levels of childhood obesity in some areas. While this issue
cannot be addressed through planning policies alone, the provision of an
environment which encourages people to take exercise, for example by walking
and cycling, can help reduce the incidence of obesity.

2.6.8 The context of Birmingham’s health situation underlines the seriousness of this challenge for the
city. We have 1.1 million people where life expectancy at birth is lower than the national average®
and the latest surveys show only 20% of the adult population participate in sport or any form of







3.1

3.1.1

3.1.2

3.1.3

Cycling, Walking and Canals in
Birmingham Today

Introduction

The Committee’s initial evidence gathering sessions focusing on cycling in Birmingham received a
wealth of evidence about what it was like to cycle in Birmingham and how it compares with other
cities. In the main, experience was drawn from two perspectives: that of users/cyclists and the
perception of policy makers and deliverers (primarily Birmingham City Council and Centro).

This report has already set out the extent to which Birmingham is lagging behind many other cities
of comparable size and prominence in levels of cycling. Exploring this, the parallel between this
lag, the under-exploitation of the city’s canal network and in-built infrastructural and design
barriers to walking and cycling, became only too apparent.

The following chapter seeks to provide a summary of this, outlining views of users and activities
which have been commenced with the intention of addressing such blockages and barriers to
development. This includes consideration of:

e Physical Infrastructure: how to manage competing demands for space;

e Signage, mapping and wayfinding: to encourage people into cycling and walking for more
journeys of all kinds;

e Cycle facilities: for improving the take up of cycling and walking as both a commuter and
leisure option;

e How to encourage participation through culture and confidence: to address behaviour,
attitudes and perceptions.










3.2.11 This emphasised the requirement for improved prioritisation for cyclists and pedestrians in road
design, and a re-balancing of inequalities in favour of the more vulnerable user of the highway.

3.2.12 Evidence received from City Council Highway Engineers in relation to these recommendations,
reminded the Committee of the Council’s statutory duty to “keep the traffic moving” and balance
all traffic needs within finite space. The Committee observed that there seemed to be a perceived
underlying assumption on the part of officers that to give cyclists more space would only increase
congestion. However, above and beyond these concerns, Highway Engineers, cyclists and
pedestrians all recognised the over-riding importance of facilitating behavioural change and
achieving “better balance’.

The Importance of a Network

3.2.13 The Committee heard evidence that the creation of a single dedicated (and inspiringly mapped —
see section 3.3) cycle network across the city would considerably improve and encourage cycling
and walking. Whilst the Committee received evidence of a number of excellent examples of
dedicated cycle routes in Birmingham, it was apparent that there is often no join-up between
routes. The degree of this disj