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Economic Appraisal Summary Note 
 
1. Scheme Objectives 

 
1.1 We will improve access and increase physical activity for jobseekers, 

businesses, schools and communities in areas of traffic congestion 
and/or multiple deprivation using established partnerships with 
business intermediaries, training providers, jobcentres, Public Health, 
Sustrans and Borough Councils, focusing on LEP priorities of 
employability and sustainable connectivity within Stoke-on-Trent (Core 
City) and Urban Centres of Newcastle-under-Lyme, Burton, Stafford, 
Cannock, Tamworth and Lichfield. 

 
1.2 Initiatives are proven, self-sustaining and socially inclusive, including 

mentoring and coaching, personalised travel advice, wheels to work, 
travel planning, led walks/rides for those with low activity and the more 
advanced cyclists, and promotion using the established Bike Bus.  

 
2. Target Audience 1: Jobseekers 
 
2.1 For the purposes of this bid, jobseekers encompasses those seeking a 

job and those seeking apprenticeships, education and training that will 
make them more employable and ultimately lead them to a job.  They 
will be targeted by a team of travel advisors via the six job centres.  We 
will offer advice to 7,100 jobseekers over three years.  We will raise 
awareness of their transport options and provide tailored travel advice 
and solutions in order for them to reach new locations. The number of 
Job Seeker Allowance claimants and Universal Credit claimants has 
been provided by Jobcentre Plus.  Data shows that there is a high 
turnover of jobseekers, with 15,148 making claims and 13,571 leaving 
the register over a three month period (March to May 2016), creating a 
steady flow of new jobseekers. 

 
2.2 There are currently 1,133 young people not in education, employment 

or training (NEETS) and over the three years we target around 3,300  
through 14 training providers (approached via Staffordshire Providers 
Association who focus on NEET), Colleges, two Universities and 
Secondary Schools. Working with our 48 Secondary schools will allow 
us to provide personalised travel advice to school leavers who want to 
continue with their training and education. This will also enable us to 
target students on the at-risk register of being NEET.  The majority will 
not be able to drive and Department for Education research shows that 
young people find it difficult and expensive to catch the bus and would 
benefit from independent travel advice.  

 
2.3 In order to maximise the number of job seekers that we influence, we 

will collaborate with Stoke-on-Trent and Staffordshire County Council 
Skills and Employability Teams whose main role is: 

 - Participation of Young People in Education and Training 
 - Community Learning for Leisure and Personal Development 



 - Improving Employability, Workforce Skills and Career   
  Progression 
 
3. Target Audience 2: Businesses  
 
3.1 The target audience is both public and private sector organisations, 

including SMEs. The focus will be on improving the health of the 
workforce, staff retention and business viability through reducing sick 
days and improved mental wellbeing.  We will engage with 210 large / 
medium businesses and 1,200 smaller businesses through our existing 
business intermediaries that have agreed to support this project. They 
include: 

- Chamber of Commerce (1,500 members) 
- Federation of Small Businesses (3,200 members) 
- The LEP Growth Hub (3,200 members) 
- Newcastle-under-Lyme Business Improvement District BID (700 

businesses and two ambassadors already employed and committed to 
help)  

 
3.2 We will also target 24 major businesses directly through existing 

contacts from previously successful LSTF projects to build on the good 
work that has already taken place. Using the already established BID 
ambassadors will enable us to quickly target the businesses that are 
keen to get involved.  We will engage with all sizes of businesses, 
recognising the importance to the local economy of large businesses 
as well as small / medium enterprises (SMEs) as 73% of residents 
work in companies with less than 250 employees. 

 
4. Target Audience 3: Schools and Communities 
 
4.1 We will target parents, students and staff in schools in the Urban 

Centres, with individual targets for increasing walking and cycling 
agreed with each school. This does not include schools in Stoke-on-
Trent as they will be targeted by Living Streets through their Access 
Fund bid.  

 
4.2 We will focus on achieving the objectives of the DfT’s Cycling and 

Walking Investment Strategy target to increase the proportion of 
children aged 5-10 that walk to school, with the aim of also increasing 
active travel for other journey purposes. 

 
4.3 We will work primarily with 72 schools. We are already engaged with 

some of these schools through Modeshift STARS which is important to 
ensure that the messages are reinforced and new tranches of students 
are targeted.  Providing support to new and existing champions will 
help to strengthen the legacy. 

 
4.4 We will target the wider community mainly through contacts made with 

parents through the schools and via health professionals at doctor’s 
surgeries and hospitals, particularly in areas where there is a high 



prevalence of physical inactivity, based public health data.  It is 
expected that initiatives will increase the activity of parents as they 
generally influence the active travel behaviour of their children. It is 
particularly important to increase physical activity outside school times 
to ensure that we are contributing to the recommendations of the 
Childhood Obesity Plan for Action. 

 
4.5 By working with other departments within the County and City Councils 

we will also be able to provide independent travel training to young 
people leaving care and young people with special needs to help 
increase their level of social inclusion. 

 
4.6 Table 1 below summarises how targeting jobseekers, businesses, and 

schools and communities in these Growth Deal Urban Centre with 
bespoke sustainable transport initiatives will lead to outcomes that will 
contribute towards the delivery of all of the Access Fund objectives. 

 
Table 1:  How we will deliver the Access Fund objectives 
Access Fund 
Objectives 

Output Outcome 

 
Support the 
economy by 
supporting 
access to 
new and 
existing 
employment, 
education 
and training 

Jobseekers 
• Personalised 

travel advice 
• Wheels to Work 
• Active Steps 
• Adult Bikeability  
• Events 
• Mentoring and 

coaching 
 

• 3,993 jobseekers will be helped into work 
• 2,780 jobseekers are expected to get to new jobs by bus 

that will help to sustain the bus market 
• Working with our Skills and Employability teams will 

enable us to target 3,300 NEET and those at risk of being 
NEET  

• Working with Secondary schools will allow us to provide 
personalised travel advice to school leavers who want to 
continue with their training and education at our local 
Colleges and two Universities  

• Businesses will find it easier to recruit and retain staff 
• Improved access to job opportunities for the unemployed 

and those within more deprived areas 
• Reducing transport costs will improve the efficiency of 

labour markets by encouraging more people to look for 
work and by better matching employees to jobs 

• Reducing the number of jobseekers by widening their 
travel choices to jobs, apprenticeships and training will 
provide a saving of at least £1,950 per claimant for 6 
months  

• There may be a reduction in anti-social behaviour and 
crime  

• There will be a focus on improved access to engineering 
training given the importance of HS2 delivery  

• Providing the right solutions through Wheels to Work will 
achieve higher successes  

• There will be quality of life benefits for new bus users by 
encouraging more social interaction.  

• Mentoring and coaching will ensure longer term benefits 
to the economy 

Businesses 
• Personalised 

travel advice 
• Active Steps 

• A traffic reduction equating to 11,031 vehicle kms per day 
is forecast.  This will particularly benefit areas with traffic 
delay identified through Trafficmaster data  



• Adult Bikeability 
• Bespoke travel 

surveys and 
information 

• Business Travel 
Network 

• Travel Grants 
• Events 
• Mentoring and 

coaching 

• Journey quality benefits equating to £24,950  
• Decongestion benefits equating to £5,089,040 
• Accident benefits equating to £1,253,730 
• car drivers employed at large and medium businesses 

are forecast to reduce by 8% and 4% for small 
businesses 

• Reduced delays will help to accommodate jobs and 
economic growth forecast in the LEP’s SEP  

• Employees are more likely to be active and healthy in 
body and mind and less likely to be absent from work due 
to illness and a greater retention of staff.    

• A healthy workforce is good for business, reducing cost of 
absenteeism.  Sustrans state that workers who cycle take 
2 days less 

• Reducing business transport costs will attract investment 
that will also increase productivity, GVA and employment 

• Helping businesses to get better access to labour 
markets will lead to sustainable economic growth 

• Evidence from previous LSTFs shows working with larger 
businesses achieves results and levers in match funding 

• Working with smaller businesses is essential as 73% of 
residents work in these companies  

• Cycling will improve psychological wellbeing of 
employees 

• Greater change is likely if we actively promote walking 
and cycling to work in areas that have the greatest level 
of accessibility to areas that have the greatest choice of 
jobs 

• Mentoring and coaching will ensure longer term benefits 
to the economy 

Schools and Communities 
• Personalised 

travel advice 
• Active Steps 
• Adult Bikeability 
• Bespoke travel 

surveys and 
information 

• Events and 
activities 

• Modeshift STAR 
• Mentoring and 

coaching 

• Reducing car drivers to school by 27% with a traffic 
reduction of 8,505 kms will reduce delays. This will 
particularly benefit areas with traffic delay identified 
through Trafficmaster data, supporting economic growth 
proposed in the SEP 

• Decongestion benefits equating to £1,282,040 
• Accident benefits equating to £338,990 
• Focusing on reducing car use at schools in congested 

corridors will have wider travel time benefits for the 
economy (vehicle km reduction of 8,505km per day)  

• Improving health of school children and reducing school 
absences will have long term benefits to the economy  

• We will improve the health of the workforce by targeting 
parents and reaching employees and jobseekers at their 
place of residence 

Actively 
promote 
increased 
levels of 
physical 
activity 
through 
walking and 
cycling 

Jobseekers 
• Personalised 

travel advice 
• Active Steps 
• Adult Bikeability  
• Events 
• Mentoring and 

coaching 

• 439 new walkers through Wheels to Work 
• 527 new cyclists through Wheels to Work 
• Physical activity benefits: £13,670,400, reducing burden 

on health service 
• Expected to reduce levels of obesity and excess weight 

through increased walking and cycling which is 
particularly important where levels are above the  
England average   

• Improved safety and confidence of cyclists through 
Getting Safer and Active initiatives   

• Catching the bus to a new job can increase walking.  



• Jobseekers living in less prosperous areas are more likely 
to be physically inactive, with longer term employment a 
particular issue  

• Choosing cycling as a mode of transport can increase 
disposable income  

• Local data shows that areas of health deprivation often 
coincide with areas that have high walking and cycling 
access to jobs  

• Mentoring and coaching will ensure longer term benefits 
to the economy 

Businesses 
• Personalised 

travel advice 
• Active Steps 
• Adult Bikeability  
• Bespoke travel 

surveys and 
information 

• Business Travel 
Network 

• Travel Grants 
• Events 
• Mentoring and 

coaching 

• 1,900 employees are expected to change their travel 
behaviour 

• 1,000 new walkers who would have driven 
• 1,000 new cyclists who would have driven 
• Physical activity  and absenteeism benefits: £31,354,380, 

reducing burden on health service and businesses in lost 
productivity 

• Expected to reduce levels of obesity and excess weight 
through increased walking and cycling which is 
particularly important where levels are above the  
England average   

• Increased physical activity is expected to reduce 
absenteeism rates.  This is particularly important for small 
businesses supported by the FSB where the economic 
impact is felt more 

• Improving journey quality through travel grants will 
encourage more cycling and walking 

• People who cycle for travel purposes (not just recreation) 
are four times as likely to meet physical activity guidelines   

• Mentoring and coaching will ensure longer term benefits 
to the economy 

Schools and Communities 
• Personalised 

travel advice 
• Active Steps 
• Adult Bikeability  
• Bespoke travel 

surveys and 
information 

• Events and 
activities 

• Modeshift STAR 
• Mentoring and 

coaching 

• 1,705 new walkers and parent escorting who would have 
been driven 

• 208 new cyclists and parent escorting who would have 
been driven 

• 251 new children scooting and parent escorting who 
would have been driven 

• Physical activity benefits: £14,654,190, reducing burden 
on health service 

• Families of 2,164 children are expected to change their 
travel habits 

• Setting schools with individual targets for walking and 
cycling is expected to maximise modal shift  

• We can make a greater difference by targeting locations 
with prevalence towards low activity and inactivity  

• Expecting to reduce levels of obesity and excess weight 
through increased walking and cycling which is 
particularly important where levels are above the  
England average   

• There is local evidence of the benefits of longstanding 
programmes of cycle training for school children.  

• Mentoring and coaching will ensure longer term benefits 
to the economy 

Demonstration 
of an 
understanding 

Jobseekers 
As above • Encouraging newly employed people to get to work by 

sustainable modes of travel and promoting its benefits 



around how 
transport 
contributes to 
carbon 
emissions and 
air quality 
levels, and 
provision of 
clear solutions 

may have the longer term outcome of them choosing to 
reduce their car use when their disposable income 
increases  

Businesses 
As above • Reduced greenhouse gases equating to £277,250 and 

noise equating to £82,550 
• Traffic reduction of 11,031 vehicle kms will benefit the Air 

Quality Management Areas in Burton, Newcastle, Stoke-
on-Trent and Cannock 

Schools and Communities 
As above • Improved air quality equating to £4,500 and greenhouse 

gases equating to £85,830 and noise equating to £21,850 
• Traffic reduction of 8,505 vehicle kms will benefit the Air 

Quality Management Areas in Burton, Newcastle, Stoke-
on-Trent and Cannock 

Reduced 
traffic 
congestion 
through 
providing 
people travel 
choices 

Jobseekers 
As above • Encouraging newly employed people to get to work by 

sustainable modes of travel and promoting its benefits 
may have the longer term outcome of them choosing to 
reduce their car use when their disposable income 
increases 

• Reduced delays will help to accommodate jobs and 
economic growth proposed in the SEP creating more job 
opportunities  

• Getting jobseekers into employment is not expected to 
create decongestion benefits 

Businesses 
As above • Decongestion benefits equating to £5,089,040 

• A traffic reduction equating to 11,031 vehicle kms per day 
is forecast.  This will particularly benefit areas with traffic 
delay identified through Trafficmaster data   

• There are consequential benefits for other trip purposes 
in the inter-peak 

• Reduced delays will help to accommodate economic 
growth proposed in the SEP  

Schools and Communities 
As above • Decongestion benefits equating to £1,282,040 

• Reducing car drivers to school by 27% and reducing 
vehicle kms by 8,505 will reduce delays. This will 
particularly benefit areas with traffic delay identified 
through Trafficmaster data   

• There are consequential benefits for other trip purposes 
in the inter-peak 

• Reduced delays will help to accommodate economic 
growth proposed in the SEP  

 
 
5. Baseline data analysis for Staffordshire and Stoke-on-Trent 
 
5.1 Access to jobs in Staffordshire and Stoke-on-Trent was calculated for 

cycling and walking using Basemap Visography TRACC accessibility 
planning software.  A maximum travel time of 25 minutes was applied 
to cycling and 20 minutes for walking1.  Figures 1 and 2 below show 
the resulting Hansen overall accessibility scores that combine travel 

1 National Travel Survey 2014 table NTS0311 – average trip duration for walking and cycling 
                                                 



time and the number of jobs at each accessible destination.  It can be 
seen that residents within our competitive urban centres, and Stoke-on-
Trent and Newcastle in particular, have access to a large number of 
jobs by bicycle.  Access to employment by walking shows a lot less of 
the LEP area can walk to jobs than cycle but this is to be expected 
because of the difference in speed travelled.  It shows that residential 
areas around the town centres and industrial/ business park areas can 
walk to employment within a reasonable travel time.  Employment 
within our competitive urban centres is well distributed which supports 
this.  The plans show the potential for more employees to walk and 
cycle to employment within reasonable travel times and provide us with 
comfort when planning to undertake active mode promotion and 
facilitation. 

 
5.2 Figure 3 shows that the majority of the 25% most deprived areas as 

identified by the Indices of Multiple Deprivation’s Health Indices 20152 
are within our competitive urban centres.  These residents would most 
benefit from increased physical activity to improve overall health and 
are also best placed to travel to employment using active modes.  
Improvements to health will help to grow the economy by increasing 
productivity at work and reducing absenteeism. 

 
5.3 Figure 4 shows the proportion of Job Seeker Allowance (JSA) and 

Universal Credit claimants by ward and the highest concentrations are 
found in Stoke-on-Trent and Newcastle3.  There is a reasonable 
geographical correlation between health deprivation and benefits 
claimants.  Public Health England recognises the relationship between 
health and work as work is a key determinant of health.  Unemployed 
people and their families suffer from more health concerns than people 
in employment.  Again the concentrations of job seekers match well 
with our study area and maximise our opportunities for success.  

2 Department for Communities and Local Government English Indices of Deprivation 2015 
3 Department for Work & Pensions Midland Shires District Office June 2015-June 2016 

                                                 



  
 



 

 



6. Methodology 
 
6.1 Three scheme impact pro-formas have been completed (see Annex 1) 

to reflect the three target audiences of the bid; job seekers, businesses 
and schools and communities.  Separating out the supporting evidence 
ensures clarity of the predicted impacts as the different groups exhibit 
very different baseline characteristics e.g. job seekers make limited 
peak hour journeys and primary school children cycle at a different 
speed to adults.  The DfT cycling and walking spreadsheet based 
toolkit has also been completed for each target group to provide an 
indication of the value for money (see Annex 2). 

 
6.2 Table 2 below provides a summary of the monetised benefits and costs 

provided in Annex 2.  The scheme costs per target audience that are 
utilised in the BCR calculations are shown in Table 11 of the main bid 
document. 

 
Table 2:  Analysis of monetised costs and benefits (in £000) by target 
audience 
Benefit Type Jobseekers Businesses Schools and 

Communities 
Noise 0 82.55 21.85 
Local Air Quality 0 0 4.50 
Greenhouse Gases 0 277.25 85.83 
Journey Quality 0 24.95 0 
Physical Activity(incl. absenteeism) 13670.40 31354.38 14654.19 
Accidents 0 1253.73 338.99 
Decongestion 0 5089.04 1282.04 
Indirect taxation 0 -1519.81 -498.58 
Private contribution 0 -103.15 -4.49 
Prevent Value of Benefits (PVB) 13670.40 36458.94 15884.33 
Present Value of Costs (PVC) 1304.36 1219.83 507.46 
Benefit to Cost Ratio (BCR) 10.48 29.89 31.30 
 
 
6.3 The vast majority of spend will be on revenue initiatives apart from 

small business travel grants that will be issued to employers and 
potential new schemes that could emerge when detailed discussions 
about the walking and cycling network take place with target 
audiences.  We can therefore be very confident on costs as spend can 
cease on each initiative if required without any incomplete schemes or 
loss of overall benefit.  However, it is prudent to incorporate a small 
degree of optimism bias into the toolkit and this figure has been set at 
5%.  Programme spend will be regularly monitored and the future 
programme altered in line with current spend to ensure an on cost 
delivery, as explained in sections B4 and B9 of the application form. 

  



7. Target Audience 1:  Job Seekers 
 
7.1 Numbers of Job Seekers Allowance (JSA) claimants and Universal 

Credit (UC) claimants in intensive work search are available by 
Jobcentre Plus location on a monthly basis.  As an indication of the 
stability of these figures June 2016 data has been compared to June 
2015.  Six of the eight Jobcentres show a reduction in claimants.  
Although past trends won’t necessarily continue into the future, June 
2016 data is a conservative base on which to predict the likely number 
of jobseekers that can be helped with travel advice. 

 
7.2 Staffordshire and Stoke DWP data shows a high turnover in job 

seekers.  During the three month period from March to May 2016 
15,148 individuals made claims to JSA/ UC and over the same period 
13,571 individuals left the register.  This suggests a reasonable 
success rate at Staffordshire and Stoke job centres in placing job 
seekers in employment.  It is likely that there will be a steady flow of 
new job seekers to provide travel advice and support to. 

 
7.3 To estimate the numbers of job seekers that can be helped through this 

project over the three year period it is important not to double count job 
seekers that remain as such from one month to the next.  As a proxy 
for this the numbers of long term unemployed job seekers have been 
removed from the figures.  In the first month of the project all job 
seekers could potentially receive travel advice.  For all subsequent 
months the number of long term unemployed people has been taken 
from the total number of job seekers to represent an approximation of 
new claimants.  The TRL report ‘Meta-analysis of outcomes of 
investment in the 12 local sustainable transport fund large projects’4 
suggests that between 7% and 11% of JSA claimants could be helped 
by our scheme.  However, this analysis related to larger schemes 
involving much larger urban areas.  A figure of 3.5% is more 
appropriate for Staffordshire and Stoke-on-Trent. 

 
7.4 To obtain annual estimates of the number of job seekers that will be 

provided with travel advice in the first year the number of people in the 
first month has been added to 11 months multiplied by the number of 
people in subsequent months.  For the second and third years of the 
project the estimate is based upon multiplying the subsequent months 
figure by 12.   

 
Table 3:  Job seekers in Staffordshire and Stoke-on-Trent 

4 Sloman L, Cairns S, Goodman A, Hopkin J and Taylor I (2015) Meta-analysis of outcomes of 
investment in the 12 Local Sustainable Transport Fund Large Projects: Interim Report to Department 
for Transport 

                                                 



 
 
7.5 It has been assumed for the without scheme information provided in 

the pro-forma that job seekers do not currently make any peak hour 
journeys and therefore their average trip length is 0 km and a mode 
share is not provided.  The mode share for job seekers that we support 
through the project are additional journeys and therefore do not provide 
any decongestion or accident benefits.  It is not likely that the mode 
share for successful job seekers will reflect Staffordshire and Stoke-on-
Trent’s average for the journey to work as there is likely to be a greater 
financial strain on this group of commuters. 

 
7.6 The 2015 evaluation for Stoke-on-Trent’s ERDF scheme5 to help 

address transport related barriers faced by unemployed residents of 
the City of Stoke-on-Trent showed that almost all people (97%) 
accessed the scheme because of affordability issues.  62% said they 
were unable to afford transport costs, whilst the remaining couldn’t 
afford initial transport costs either because they needed to earn their 
wage to have the necessary funds, or because they are paid monthly.  
Almost half of those surveyed said that they would not have been able 
to access employment at all without the scheme. 

 
7.7 The scheme received 2,546 enquiries and 1,433 became clients which 

equates to 56% of those who made initial contact with the project.  
Assuming a similar percentage uptake would result in 3,993 clients 
across Stoke-on-Trent and Staffordshire. 

 
8. Mode share with scheme 
 
8.1 It is likely that on average fewer job seekers have access to a car to 

use for work than the average for Staffordshire.  The DWP does not 
collect this information however anecdotally they have said that they 
process the purchasing of a large number of bus tickets which reflects 
both their clients’ reliance on this mode and the likely distance of travel 
to access some jobs. 

 
8.2 Journey to work data from the 2011 Census (QS701EW – Method of 

travel to work) taken for 73 LSOAs with the highest proportion of job 
seekers has been used as the closest approximation.  For Staffordshire 
as a whole 71% of employees drive to work whereas for the 73 LSOAs 
representing job seekers modal choices the figure is 62%. 

 

5 Evaluation of the Home to Work Project, City of Stoke on Trent – JMP Consultants June 2015 

Jun-15 Jun-16 Jun-15 Jun-16 First Month Subsequent 
Months 2017/18 2018/19 2019/20 Total

Hanley 2673 2460 760 660 86 63 779 756 756 2291
Cannock 938 840 230 225 29 22 266 258 258 783
Newcastle-under-Lyme 973 970 240 210 34 27 327 319 319 965
Stafford 589 575 90 60 20 18 218 216 216 651
Burton on Trent 760 645 145 80 23 20 240 237 237 715
Lichfield 198 275 25 20 10 9 108 107 107 322
Longton 972 805 180 120 28 24 292 288 288 867
Tamworth 295 470 40 45 16 15 180 179 179 537

Total 7131

All JSA/ UC claimants Long term unemployed Job seekers helped by our scheme

Jobcentre Plus

                                                 



8.3 The project will facilitate cycling, walking, bus travel and moped usage 
where appropriate.  It is assumed that clients will take up these modes 
in the proportions they are currently used in areas with larger numbers 
of job seekers.  The percentage split for these modes alone is shown in 
table 4. 

 
Table 4:  Future mode share for job seekers 
Mode Percentage Number of 

job seekers 
Adjustment 
to 
forecasts 

Final 
number of 
job 
seekers 

Bus 38.31% 1530 + 1250 2780 
Moped 3.40% 136 + 111 247 
Bicycle 7.28% 290 + 237 527 
Walk 51.01% 2037 - 1598 439 
 
8.4 When applied to the number of clients we forecast this represents a 

large number of people walking.  It is reasonable to assume that the 
Jobcentre would already promote jobs within walking distance and 
therefore this number of walkers due to our interventions is probably 
unachievable.  Jobcentre staff anecdotally said that bus, moped and 
cycling are particularly important as job seekers are often required to 
travel between urban areas to access suitable employment. 

 
8.5 The proportion of additional walkers has therefore been adjusted to 

match the Staffordshire average of 11% which totals 439 people.  The 
remaining 1,598 job seekers have been distributed between bus, 
moped and bicycle proportionally as 78.2%, 6.94% and 14.86% 
respectively. 

 
8.6 For the purpose of the pro-forma, moped users have been classified as 

car drivers as the most appropriate option.  There in the ‘with scheme’ 
scenario there is an increase in vehicle kms in the study area.  An 
average journey length was taken from Table 8 in relation to car drivers 
as the Census table does not provide a breakdown for motorcyclists.  
The future AM peak average traffic speed is taken from Table 11 
below. 

 
8.7 Average cycle speed and average cycle trip length was also required 

for the pro-forma.  This was calculated using journey to work Census 
data for employees shown below in Tables 9 and 8 respectively.  The 
average trip length is 5.94km and the speed for utility cyclists (16kph) 
has been applied as average speed. 

 
8.8 The new journeys made by job seeker clients will be to work locations 

and therefore it is assumed that the same mode will be used to travel 
both to and from their new job and that the new mode will be used on 
all working days which equates to 220 per year. 

 
 



9. Bus Users 
 
9.1 Bus passes will be provided for 1 month to allow job seekers to enter 

employment without having to bear the costs of travel before they 
receive their first salary payment.  It also promotes budgeting for travel 
expenses as it prevents clients from becoming reliant on the subsidy as 
may be the case if provided with a pass for a longer period.   

 
10. Annual number of passenger trips 
 
10.1 It is likely that we can attract 2,780 job seekers to use the bus when 

they enter employment which over the course of a year, assuming on 
average 220 working days per year and two journeys per day, results 
in 1,223,200 passenger trips. 

 
10.2 The actual number of bus journeys per year is likely to be higher for 

people with bus passes as any journeys made at weekends and during 
the evenings are essentially free to the user.  This will provide marginal 
reductions to the number of car journeys made outside of peak hours.   

 
10.3 These additional journeys provide quality of life benefits as ‘81% of bus 

users see the bus as the fabric of UK society, connecting them with 
British institutions such as the pub and sporting events, in addition to 
the theatre and shops.’ ‘The bus isn’t just helping people connect with 
friends, family and events at the end of the journey – people use their 
time on the bus to connect themselves to society; 37% like to talk to 
people they’ve just met, 50% spend the journey ‘people watching’ and 
one third listen in on other people’s conversations.’6 

 
11. Average fare per trip 
 
11.1 The table below shows that the cost of a 1 month bus pass for 

Staffordshire and Stoke-on-Trent’s main operators is the same price.  
This allows for greater certainty in budgeting and reduces risk. 

 
Table 5:  Cost of a 1 month bus pass 

 

 
11.2 Assuming an average of 20 working days per month and two bus 

journeys per day results in an average fare per trip of £1.75  
( (£70/20)/2 ). 

 
 

6 Greener Journeys website – ‘Bus crucial for family and community life in the UK’ published 29th June 
2015 http://www.greenerjourneys.com/news/bus-crucial-for-family-and-community-life-in-the-uk/ 
7 Smart Pass is a multi-operator ticket managed by Stoke-on-Trent City Council 

Bus pass Cost 
Smart Pass7 £70 
Arriva Midlands £70 
First Potteries Ltd £70 

                                                 



12. Average in-vehicle time 
 
12.1 Due to the size of the study area and potential for many combinations 

of journey to be undertaken by bus for job seekers it is difficult to 
calculate an average in-vehicle travel time.  Travel times have been 
calculated for movements within the same urban area and for inter-
urban movements.  It is not known how job seekers travel requirements 
will be distributed but it is likely that some of the longer inter-urban 
travel times will be unattractive.  Data for both has been included below 
but only the within urban centre travel time has been utilised in the pro-
forma. 

 
Table 6:  In-vehicle travel times within our urban centres 
Urban Centre Time 
Burton 14.82 mins 
Cannock 15.17 mins 
Lichfield 8.33 mins 
Newcastle and Stoke-on-Trent 26.78 mins 
Stafford 15.67 mins 
Tamworth 13.0 mins 
Average 15.63 mins 
 
Table 7: In-vehicle travel times between our urban centres 

 
 
 

Movement Service In-Vehicle 
Time (mins)

Burton to Lichfield X12 25
Cannock to Lichfield 60 55
Cannock to Stafford 74 43
Hanley to Newcastle 101 15
Hanley to Stafford 101 82
Lichfield to Burton X12 27
Lichfield to Cannock 60 57
Lichfield to Stafford 825 83
Lichfield to Tamworth X65 20
Newcastle to Hanley 101 19
Newcastle to Stafford 101 65
Stafford to Cannock 74 34
Stafford to Lichfield 825 79
Stafford to Newcastle 101 68
Stafford to Hanley 101 94
Tamworth to Lichfield X65 20
Tamworth to Burton 813 59
Average 49.71
Direct Journeys only - AM peak journey times
on direct routes



13. Qualitative health benefits of work 
 
13.1 Public Health England (PHE) recognises employment as a primary 

determinant of health, impacting both directly and indirectly on the 
individual, their families and communities8.  Therefore people in work 
tend to be healthier than those who are unemployed. Length of 
unemployment is also an issue and the longer the time in 
unemployment the worse levels of wellbeing become. Some of the key 
health issues with long-term unemployment are: 
 

 A 20% higher rate of preventable deaths (excess deaths) (increased 
suicide/mortality) in out of work population 

 1.5 - 2.5 times higher risk of fatal or non-fatal cardiovascular disease 
and events 

 1 in 7 men is diagnosed with clinical depression within six months of 
losing their job 

 Unemployed young men are 25 times more likely to attempt suicide 
than employed young men 

 16% to 34 % increased incidence of psychological problems for those 
who experience prolonged unemployment 

 Prevalence of psychiatric disorders in children aged 5-15 in families 
with parents who have never worked is double that of children with 
parents in low skilled jobs, and 5 times higher than those with parents 
in professional occupations 

 Higher rates of alcohol and tobacco consumption among those out of 
work and lower rates of physical activity among those out of work. 

 
14. Access to apprenticeships, education and training 
 
14.1 Initiatives to promote access to training will focus on 16-18 year olds 

who are not in education, employment or training (NEET) as transport 
is most likely to be a barrier for them.  The majority will not yet be able 
to drive due to age and affordability or have a car available on a regular 
basis.  It is likely that transport will be a barrier to accessing 
apprenticeships, education and training for this group.   

 
14.2 Stoke-on-Trent and Staffordshire LEP through GD1 and GD3 are 

committed to increasing training providers that will also support the 
objectives of this Access Fund bid.  GD1 has delivered the Advanced 
Manufacturing and Engineering Skills Hubs providing advanced 
engineering and manufacturing skills tailored to business needs 
delivering places for 500 learners per year.   

 
14.3 It is proposed that GD3 will help build an Apprenticeship Academy 

within the new proposed Applied Materials Research, Innovation and 
Commercialisation Company (AMRICC). This will lead to 375 
apprenticeships per annum and open up 2,000-4,000 high value jobs in 

8 Staffordshire County Council Health & Social Care SLT Briefing Paper – Workplace Health and 
Wellbeing 

                                                 



the region. GD3 will also support the development of the deep 
ceramics sector cluster in North Staffordshire through the development 
of new educational and professional pathways for the ceramics 
industry including higher and degree apprenticeships. 

 
14.4 Department for Education research shows that young people are likely 

to identify the cost of transport as a barrier or constraint on their 
choices once they leave year 119. Indeed, around a third of young 
people who are NEET or in a job without training after completing Year 
11 think that they would have chosen to participate in education or 
training if they had received more money to cover the cost of transport. 

 
14.5 Interviews with young people also revealed that a sizeable proportion 

find it difficult to work out the times of buses and trains. This is 
particularly the case for young people with learning difficulties and 
disabilities, who are less likely to say than young people overall that 
they feel confident and safe using public transport and working out the 
times of buses and trains. Furthermore, only 17% of those aged 16-17 
with learning difficulties and disabilities and 38% of those aged 18-25 
are aware of Independent Travel Training schemes in their areas which 
aim to overcome such issues. 

 
14.6 Staffordshire and Stoke-on-Trent have 1,133 young people classed as 

NEET who could potentially be helped through this project10.  We will 
try to engage will all young people who are NEET over the 3 years of 
the project which is likely to be approximately 3,300 people.  It is not 
known how many are likely to enter training or education as a result of 
our initiatives as no comparable evidence is available and Staffordshire 
has not undertaken to work with this group before. 

 
14.7 Students identified at risk of becoming NEET once they complete year 

11 can be targeted through the Secondary Schools they attend and 
colleges they may consider, to help to reduce the number of young 
people actually NEET and therefore more difficult to engage with. 

 
15. Legacy benefits 
 
15.1 Mentoring and coaching is the key to building a legacy, providing a 

higher return on investment and achieving benefits over a longer time 
period for all target audiences, beyond the end of this project.   

 
15.2 All Travel Advisors will identify and recruit enthusiastic sustainable 

travel champions, found in jobcentres, businesses, schools and 
communities.  They will become equipped with a range of skills to suit 
their target audience.  This will include providing health advice, journey 
planning for all modes of transport and the signing up of Wheels to 

9 Department for Education Barriers to participation in education and training – June 2010 
10 Staffordshire County Council and Stoke-on-Trent City Council Skills data 

                                                 



Work clients.  Through coaching, they will be equipped with the skills 
required to continue to provide bike maintenance and organised rides.   

 
15.3 The benefits that the legacy will provide are not included in the active 

mode appraisal toolkit. 
 
15.4 The economy will benefit in the future from young people who would 

otherwise have been NEET engaging with education and training as 
they will be able to provide a greater contribution to work through their 
training.  Quality of job held also affects overall health of employees.  
People who live in more disadvantaged socioeconomic groups or have 
fewer skills and qualifications are at higher risk of unemployment and 
when employed are more likely to experience poor working conditions 
and poorer health outcomes than people engaged in quality work.11 

 
16. Benefits to the economy 
 
16.1 Basic job seekers allowance payment for claimants aged 25 and over 

amount to £75 per week.  Many job seekers will also be eligible for 
housing and/ or disability support depending on circumstances.  
Getting job seekers back into employment will save the Government at 
least £1,950 per claimant for a six month period in benefit payments. 

 
16.2 A decrease in job seekers will provide more income from taxes 

benefitting the economy, increased health and wellbeing reducing the 
burden on health services and decreased anti-social behaviour and 
crime.  An increase in sustained employment will also benefit 
employers by providing monetary savings for recruitment spends.  A 
greater retention of staff increases the quality of their workforce and 
also reduces the need for training.  Sustained employment will provide 
increased personal development for job seekers. 

 
16.3 ‘Evaluating the economic and social impacts of cycling infrastructure: 

considerations for an evaluation framework’12 highlights an increase in 
disposable income as an immediate impact of cycling as opposed to 
driving.  This benefit is particularly important for job seekers. 

 
16.4 Bus users will help to sustain the bus market with a potential to 

decrease the contribution made to the supported bus network. 
  

11 Public Health England, Local action on health inequalities:  Workplace interventions to improve 
health and wellbeing, 2016. 
12 Evaluating the economic and social impacts of cycling infrastructure: considerations for an 
evaluation framework – A report for the Department for Transport, Technopolis Group March 2016 

                                                 



17. Target Audience 2:  Businesses 
 
 Number of cyclists and average distance travelled 
 
17.1 2011 Census journey to work data (Table DC7701EWla – method of 

travel to work (2001 specification) by distance travelled to work) was 
utilised at a Local Authority level of geography.  This bid focuses on the 
urban centres of six District/ Borough Councils in Staffordshire and 
Stoke-on-Trent.  It is reasonable to assume for Staffordshire that the 
majority of walking and cycling journeys to work occur in urban areas 
as there is little specific infrastructure in rural areas between 
settlements and the distances would be prohibitive, particularly for 
walkers. 

 
17.2 As journey to work Census data relates to method of commute, it has 

been utilised in relation to the without scheme information for the 
employers pro-forma.  Cyclist average trip length, numbers of cyclists 
per day and the percentage mode share have been derived from this 
data source. 

 
17.3 Data for Stoke-on-Trent, Stafford Borough, Cannock Chase, 

Newcastle-under-Lyme Borough, East Staffordshire Borough, Lichfield 
District and Tamworth Borough Council areas has been utilised.  
Distance is provided as bands for which the mid-point has been utilised 
to calculate average distances travelled for car drivers and cyclists. 

 
17.4 The initiatives that form part of this bid will be focused on people who 

currently travel by car as they are not deriving any health benefits from 
their journey and can provide productivity gains and absenteeism 
benefits for their employers.  Previous LSTF project undertaken in 
Staffordshire and Stoke-on-Trent have successfully been focused on 
existing car drivers.  Data for both the Stafford LSTF project and the 
North Staffordshire LSTF project show reductions in car usage as a 
result (see paragraph 22.3 to 22.7). 

 
18. Health benefits 
 
18.1 A healthy workforce is also good for business. Staff whose health and 

wellbeing is considered by their employers tend to be healthier, more 
motivated, more engaged with their employer, take less sickness leave 
and stay with the employer longer. The impact of this for the business 
is that the workforce is more productive and there are reduced costs in 
relation to sickness absence and recruitment.  
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19. Average cycling speed 
 
19.1 The Sustrans Design Manual13 provides ranges of cycling speeds in 

mph for different types of cyclists (Table 9) which have also been 
converted to kph.  It is unlikely that employees will be able to travel the 
speed of sports cyclists during the peak hour commute to and from 
work in urban areas.  Therefore employee cycle speeds are likely to fall 
into the ranges for either experienced commuter or general utility.  It 
has been assumed that new cyclists will be classed as general utility 
cyclists as they are likely to lack experience of being a commuter 
cyclist. 

 
19.2 Existing cyclists have been classified by the distance they cycle to 

work. 
 
Table 9 

 
 
19.3 The general utility cyclist compares well with the default average of 

16kph provided in Basemap Visography TRACC accessibility planning 
software.  For previous analysis Stoke-on-Trent have utilised a figure of 
20kph which also compares well to the Sustrans design speeds. 

 
19.4 Used in combination with the Census data above, cyclists travelling up 

to 5km have been classed as general utility cyclists and those cycling 
beyond 5km have been classified as experienced commuters to 
produce a weighted average of 17.19kph as shown in Table 8 below. 

 
Table 10:  Average cycle speed calculation 

 
 
19.5 With the scheme in place the average cycle speed will reduce when 

the weighted average is recalculated as all new cyclists will be 
estimated to travel at 16kph as general utility cyclists. 

 
 

13 Sustrans Design Manual Chapter 1 – Principles and processes for cycle friendly design (draft) 
November 2014 

Sustrans Design Manual Chapter 1
Principles and processes for cycle friendly design (draft)
November 2014
Type of cyclist speed mph speed kph
Sports 16 - 25 mph 26 - 40kph
Experienced commuter 13 - 17 mph 21 - 27 kph
General utility 10 - 13 mph 16 - 21 kph
Children 5 - 13 mph 8 - 16 kph

Distance cycled Cyclists Type of cyclist Minimum speed kph
Up to 5km 5741 General utility 16
5km and over 1790 Experienced commuter 21
Total 7531 Weighted average 17.19

                                                 



20. Average speed in the morning peak 
 
20.1 The latest available (academic year of 2014/15) Trafficmaster historical 

journey data was utilised to calculate the average speed of vehicles 
travelling in the morning peak.  For Staffordshire and Stoke-on-Trent 
the AM peak is relatively short and defined as 0800 to 0900.  Figures 
were extracted for each of the urban areas in the study area and an 
average calculated.  One figure is provided for Stoke-on-Trent and 
Newcastle as they form one continuous urban area. 

 
Table 11 

 
 
21. Engagement with small businesses through intermediaries 
 
21.1 We will engage with small businesses through a variety of mechanisms 

including the Federation of Small Businesses (FSB), the Chamber of 
Commerce, LEP Growth Hub and the Business Improvement District 
(BID) in Newcastle.  Small businesses are likely to be a member of a 
number of different business intermediaries and therefore we risk 
double counting when measuring the impact.  To avoid this, the 
number of businesses and therefore employees that we will engage 
with has been calculated with reference to the FSB alone. 

 
21.2 In Staffordshire and Stoke-on-Trent the Federation of Small 

Businesses (FSB) has approximately 3,200 members.  Whilst detailed 
data on the average number of employees for members is not available 
the vast majority of businesses have less than 10 employees and some 
have less than 5.  An average of 7.5 employees per member business 
was advised for planning purposes. 

 
21.3 We will engage with members of the FSB through their calendar of 

regional networking events and FSB roadshows.  Within Staffordshire 
and Stoke-on-Trent events are held on average once a month at a 
range of venues around the County that on average have conference 
facilities for 100 delegates.  Active travel could be promoted on a 
maximum of four occasions in a year which would engage with 400 
business owners.  In total the businesses would represent 
approximately 3,000 employees.  Over a three year period that would 
equate to 1,200 small businesses and 9,000 employees. 

AM Peak (0800 to 0900) average traffic speeds (kph)
Source:  Trafficmaster term time data 2014/15 academic year
Urban Area Average Speed
Burton 26.92
Cannock 28.1
Lichfield 26.77
Stafford 28.56
Stoke-on-Trent and Newcastle 26.56
Tamworth 29.14
Average 27.24



 
21.4 The FSB are enthusiastic about this project as issues around 

recruitment, retention and absenteeism are of particular concern to 
their members as the size of business means that one employee 
unable to work due to illness can seriously impact the operation of the 
company until their return.  Healthier employees who are absent for 
less days will make workload planning more predictable and travel 
planning will support recruitment which small businesses do not have 
the resources to do themselves. 

 
21.5 WebTAG Unit M5.2 Modelling Smarter Choices suggests that targeted 

marketing initiatives can lead to an 8% reduction in car trips for the 
people in the study area in receipt of the targeted marketing.  As the 
employees of small businesses will be once removed from the initial 
engagement and will require separate contact via enthusiastic 
employers a 4% reduction in car trips has been assumed in this 
instance. 

 
21.6 For 9,000 employees with on average 71% travelling by car, this will 

lead to 256 employees trying different modes of travel to work (9000 x 
0.71 x 0.04).  As cycling and walking will be particularly promoted and 
meet the FSB concerns around absenteeism the majority of trips 
previously made by car will transfer to these modes.  Bus will be 
promoted to support recruitment and retention of qualified quality staff.   

 
21.7 Figures derived from 2011 Census data (Table 8) shows that people 

travelling up to 5km to work considering walking, cycling and bus use 
only, as the modes that will be promoted through this project, use those 
modes in the following proportions, see Table 12. 

 
Table 12:  2011 Census data for distances up to 5km 
Mode Proportion of travellers 
Bicycle 11.91% 
Walk 67.64% 
Bus 20.45% 
 
21.8 Uptake of walking is greatly affected by distance and the majority of 

people walking travel up to 2km and much less between 2km and 5km.  
 
21.9 Cycling will be heavily promoted, supported and facilitated through a 

wide range of initiatives that cater for different types of commuter.  
Programmes and courses will support people with concerns about their 
cycling skills, available routes, cycle maintenance and choice of cycle 
clothing.  Some programmes will also help participants to track 
improvements to their health. Business owners will be encouraged to 
fully support and encourage their staff to achieve improved productivity 
and reduced absenteeism. 

 
21.10 This level of support for cycling will result in a large proportion of 

employees choosing to switch to cycling.  The longer distances over 



which cycling is a feasible mode choice than walking also means that 
the proportions in Table 10 have been adjusted to reflect the focus of 
this bid with proportion of people who choose to cycle increased to 
40% and the proportion that chooses walking reduced to 40%.  The 
proportion of employees selecting bus usage remains at 20%. 

 
21.11 Table 13 below shows the new mode split of trips previously made by 

car and the number of new trips that represents. 
 
Table 13:  Impact of Targeted Marketing to FSB  
Mode Percentage of Trips New Trips 
Cycle 40% 102 
Walk 40% 102 
Bus 20% 52 
 
22. Engagement with Large Employers 
 
22.1 During the Stafford LSTF project 955 businesses were contacted to 

offer business travel advice but not all of those businesses were 
receptive to participating.  In total 141 bike bus events were held at 
businesses which were attended by 3,400 visitors.  The bike bus is a 
fully equipped mobile bike hub providing maintenance support, training, 
safety and route planning advice through events at business locations, 
community events and schools.  

 
22.2 In Stafford we worked intensively with 10 to 12 large employers per 

year to promote sustainable travel to work using a variety of initiatives 
and capital spend on facilities at their workplaces.  Evaluation 
highlights the success of this approach.  The Tamworth project was 
conducted over one year and worked closely with 12 employers. 

 
22.3 During the North Staffordshire LSTF project we worked with 89 

businesses in total over three years across Stoke-on-Trent and 
Newcastle and delivered 123 travel clinics which were attended by 
4,450 visitors.  This equates to an average of 15 businesses per year 
per District/ Unitary authority area.  There were approximately 1,170 
participants of cycling initiatives including cycle challenges, training, Dr 
Bike cycle services, led cycle rides and bike loans. Overall we 
achieved an 18% reduction in car travel to work for employees. 

 
22.4 In Stafford in 2013, an average of 55% staff were travelling to work 

alone, 18% walking to work, 11% travelling by bus and 7% choosing to 
cycle. This is based on 594 staff across six businesses.  In 2014, the 
average driving to work alone was 47%, 18% walking to work, 16% 
travelling by bus and 13% choosing to cycle.  This is based on 282 
staff across six businesses.  

 
22.5 The reduction in car usage corresponds well with WebTAG Unit M5.2 

Modelling Smarter Choice which suggests that an 8% reduction car 
trips can be achieved through targeted marketing. 



 
22.6 The largest reduction was at ASDA, where 49% said they travelled to 

work by car alone in 2013 and 18% in 2014. This is largely attributed to 
an increase in the number of staff travelling to work by bike. An 
interview with an ASDA business representative in 2016 found that the 
project had a strong beneficial impact on raising awareness of 
sustainable travel for staff. He said it had provided them with the ‘tools’ 
required and gave them a push into encouraging travel behavioural 
change. The ‘Bike Bus’, coaching and support, and business travel 
network were cited as the most beneficial elements of the project.   

 
22.7 Three businesses interviewed said that the Stafford LSTF INTO project 

had a strong positive impact on the 2,000 staff they employ. Initiatives 
such as the business travel network, business travel grants and the 
Bike Bus have had strong benefit and have increased the number of 
staff travelling by sustainable modes.  

 
22.8 Applying a similar model of focusing on approximately ten enthusiastic 

businesses per urban centre to the six towns in Staffordshire and the 
city of Stoke would result in intensively working with 70 large and 
medium sized businesses per annum.  This results in a total of 210 
businesses over the project period.  There are 115 large businesses 
within the study area and we plan to work closely with approximately 
80 over the three year period and 130 medium sized businesses.  
Large businesses have at least 250 employees and medium sized 
businesses employ on average 150 people (50 - 249 people).  We will 
engage with 39,500 employees based on the average number of 
employees per business.    

 
22.9 Of those 39,500 employees on average 71% or 28,045 people drive to 

work.  Assuming that 8% of employees targeted try a new mode then 
this will result in a reduction of 2,244 car trips over the duration of the 
project.  Cycling and walking will be intensively promoted and 
facilitated as for the small businesses and therefore result in 
employees choosing sustainable modes in the same proportions.  
Cycling can be more effectively promoted to larger businesses as 
travel grants for providing secure cycle parking facilities and shower 
and changing facilities will make cycling more attractive. 

 
22.10 Table 14 below shows the new mode split of trips previously made by 

car and the number of new trips that represents. 
 
Table 14:  Impact of Targeted Marketing to Large and Medium Employers 
Mode Percentage of Trips New Trips 
Cycle 40% 898 
Walk 40% 898 
Bus 20% 448 
 
22.11 Journey to work Census data for the six districts in Staffordshire and 

Stoke-on-Trent (Table 6) shows that currently there are 34,103 and 



60,897 employees that drive to work and live less than 2km and 
between 2km and 5km respectively from work.  As a percentage of the 
number of employed people this equates to 27% who could either walk 
or cycle to work but don’t.  Assuming that the same proportions apply 
to the employees we will target (39,500) then approximately 10,665 
would on average live within walk or cycling distance to their place of 
work but currently drive.  This is considerably more than the 2,244 car 
trips we forecast to remove from the urban centres. 

 
23. Future parameters 
 
23.1 Future average cycle speed:  In the ‘without scheme’ scenario there 

are 7,531 cyclists travelling on average 17.19kph (see Tables 6 and 8).  
Those cyclists are a combination of general utility cyclists and 
experienced commuters.  The additional 1,000 (898 + 102) cyclists that 
we expect to generate will all initially be general utility cyclists due to 
their relative inexperience and therefore travel at a lower average 
speed. 

 
23.2 In the ‘with scheme’ scenario the average cycle speed has been 

recalculated to 17.1kph ((7531 x 17.19) + (1000 x 16)/ 8531). 
 
23.3 Reduced car kms:  It has been assumed that the average distance 

travelled by car drivers that change to walking is 1km as they are likely 
to be travelling less than 2km to work.  The average distance driven by 
employees that change to cycling is assumed to be 3.5km as they are 
likely to currently travel between 2km and 5km.  Bus users have been 
assumed to previously travel the average distance travelled by car 
drivers which is 13.06km (taken from Table 8). 

 
23.4 The total vehicle kms that will be saved is estimated as 11,031km 

based on 1000 cyclists travelling on average 3.5km, 1000 walkers 
travelling on average 1km and 500 bus users travelling on average 
13.06km.  This produced a future total vehicle kms of 3,282,082km in 
the AM peak. 

 
23.5 Annual number of bus passenger trips:  It is assumed that the bus is 

used on average 220 working days per year and two journeys per day, 
results in 220,000 passenger trips (500 x 2 x 220). 

 
23.6 The actual number of bus journeys per year is likely to be higher for 

people with bus passes as any journeys made at weekends and during 
the evenings are essentially free to the user.  This will provide marginal 
reductions to the number of car journeys made outside of peak hours.   

 
 
24. Journey quality benefits 
 
24.1 Travel Grants will be offered to businesses (target audience 2) willing 

to implement measures to promote smarter travel to work choices and 



provide match fund for facilities such as showers, cycle storage and 
bike purchase. This promotional activity has already had huge success 
and in Stafford has levered in significant match funding.  It has also 
helped to create a legacy and long lasting benefits through non-
financial match commitments such as continued travel surveys and 
arranging of events.   

 
24.2 WebTAG data book July 2016 provides monetary values of the benefit 

of secure cycle parking facilities and changing and shower facilities.   
 
Table 15:  TAG data book, July 2016 
A4.1.6: Cycling Schemes 
Scheme Type Value in pence per trip 
Secure cycle parking facilities 98.14 
Changing and shower facilities 20.82 
 
24.3 During the recent Stafford LSTF project Business Travel Grants and 

local contributions from businesses delivered 8 cycle storage facilities 
and 2 changing and shower facilities.  These were all delivered to large 
companies at an average cost of £3,702 per scheme.  It is assumed 
that shower and changing facilities will be provided by businesses as a 
local contribution in addition to secure cycle parking at some employers 
due to the impact of delivery on their building and the ongoing 
maintenance liability. 

 
24.4 We will provide secure cycle parking facilities which will vary in 

definition depending on the location.  A number of business parks and 
employers in Staffordshire have security on the gate and therefore 
don’t require a full cycle compound.  In other instances the size of 
business and its location mean that a secure cycle compound is more 
suitable.  Figures 5 and 6 below show an example of a cycle shelter 
and cycle compound respectively. 

 
Figure 5:  Cycle shelter 

 
 



Figure 6:  Cycle compound 

 
 
24.5 Table 16 below shows the relative cost of these facilities, the capacity 

and the number we expect to deliver. 
 
Table 16:  Secure cycle parking facilities 
Type of Facility Cost Capacity (at 

each location) 
Number we will 
provide 

Cycle compound £15,000 50 8 
Cycle shelter £2,000 10 30 
Total  700 38 
 
24.6 We are likely to provide secure cycle parking facilities at 38 of the 210 

large and medium businesses we will work with.  A combination of new 
and existing cyclists can benefit from the total of 700 spaces we 
provide.  On one day alone the journey quality benefits would be 
£686.98 based on 700 spaces multiplied by 98.14 pence per trip.  The 
appraisal spreadsheet requires a pence per trip figure that can be 
applied to all the future year trips and produce a benefit equal to 
£686.98 per day therefore a figure of 8.05 pence per trip has been 
applied (£686.98/ 8,531 future cycle trips in total). 

 
25. Quality of life benefits for employees 
 
25.1 There is evidence to show that people who cycle to work take fewer 

sick days than those who do not with a Department for Transport Study 
suggesting that regular cyclists take one less sick day per year than 
those who do not.  Providing facilities to allow people to cycle to work 
can also lead to lower staff turnover.14 

 
25.2 There is also evidence that suggests cycling improves psychological 

wellbeing, with a 2014 study having found a positive relationship 

14 The Value of Cycling – University of Birmingham, Department for Transport, Phil Jones Associates 
                                                 



between active commuting (cycling or walking) and self-reported 
psychological wellbeing.15 

 
25.3 A number of health impacts have been identified including a general 

increase in physical activity, an increase in disposable income, more 
spend on their leisure time, an increase in feeling of safety and a better 
social life as you will be much more likely to be engaged in 
conversations with people on the street. 

  

15 Does active commuting improve psychological wellbeing? Longitudinal evidence from eighteen 
waves of the British Household Panel Survey, Adam Martin, Yevgeniy Goryakin, Marc Suhrckem 
Preventive Medicine 69 (2014) 296-303 

                                                 



26. Target Audience 3:  Schools and Communities 
 
26.1 We will work closely with 72 infant, junior and primary schools over the 

three year project period engaging 20,223 pupils through whole school 
walking and cycling campaigns and ModeShift STARS promotions.  It 
is estimated that 2,700 year 1 students will receive Scootability training 
and 36 School cycling activity days will be delivered.  Cycling activity 
days will be delivered during the summer term and include bicycle 
advice from Dr Bike, hands on maintenance classes for all students 
and cycling practise involving both students and the wider community.  
This will give parents and students the confidence to cycle together 
and undertake necessary cycle maintenance to be a regular cyclist. 

 
26.2 All Active STARS initiatives and training will be provided to support and 

complement the core Bikeability training.  Activity Days in schools will 
allow for wider promotion and understanding of cycling to school and 
the benefits to pupils, parents and the community which will build upon 
the benefits already delivered through Bikeability.  

 
27. Mode share without scheme 
 
27.1 Due to the wide geographical area covered by this bid, baseline mode 

of travel data for primary school aged pupils has been taken from the 
2010 Pupil Level Annual School Census as it was the last to include a 
question about the usual mode of travel to school.  Previous school 
based initiatives have been focused in Stafford, Tamworth and 
Newcastle and therefore current detailed mode of travel data is not 
available for Cannock, Lichfield and Burton.  An average for all infant, 
junior and primary schools located within the 6 urban areas has been 
utilised.  In the ‘without scheme’ case there are 75 cyclists and 11,934 
walkers. 

 
Table 17:  2010 PLASC data baseline mode of travel 
Mode of travel Percentage Number 
Car passenger 34.40% 6957 
Car share 4.73% 957 
Taxi 0.45% 91 
Other 0.06% 12 
Car Passenger Total 39.64% 8017 
Cycle 0.37% 75 
Walk 59.01% 11,934 
Dedicated school bus 0.42% 85 
Public service bus 0.50% 101 
Bus Total 0.92% 186 
Rail 0.06% 12 
 
27.2 Primary school children travelling by car are always car passengers 

and students travelling by taxi and other modes have also been 
classified as car passengers.  Bus users comprise students travelling 
by dedicated school bus and public service bus.  Bus and rail mode 



shares are really low as in Staffordshire primary school children tend to 
live relative close to the school they attend. 

 
28. Average Trip Length and Traffic Levels 
 
28.1 National Travel Survey table NTS0614 for children aged 5-10 years 

provides a distribution of trip lengths by modes for primary school aged 
children.  The student population within the study area (20,223) has 
been applied to these percentages to derive the average distances 
travelled by walking, cycling and car travel.  These figures have been 
applied to the pro-forma for schools and communities and the 
associated appraisal toolkit spreadsheet.  It is assumed the average 
distances travelled remain the same by mode in the future. 

 
Table 18:  NTS0614 travel to school 

 
   
29. Average cycling and walking speed 
 
29.1 Table 9 above provides a breakdown of average cycling speeds by 

type of user.  The average for children is between 8kph and 16kph and 
as the target audience for this bid is primary school aged children it is 
prudent to select the lowest speed of 8kph. 

 
29.2 The DfT appraisal toolkit includes an average walking speed of 5kph.  

This figure has been utilised for job seekers and businesses but it has 
been reduced to 4kph for school children due to their age. 

 
30. Average speed in the morning peak 
 
30.1 Table 11 above provides an average AM peak vehicle speed 

(27.24kph) within the study area.  The same speed has been applied to 
primary school children travelling by car as they form part of the same 
traffic as commuters. 

 
 
 
 

Aged 5-10 years

NTS Number NTS Number NTS Number NTS Number Total

Average distance miles (mid band) 1 1.5 3.5 5
Average distance km 1.61 2.41 5.60 8.05
Walk % 80 7953 29 1548.76 2 68.78 0 0.00 9,570
Walk distance 12804 3732.51 385.15 0.00 16,921
Average walk distance 1.77
Bicycle % 1 99 4 213.97 1 33.11 0 0.00 346
bicycle distance 160 515.68 185.44 0.00 861
Average bicycle distance 2.49
Car / van % 19 1890 62 3314.03 86 2929.39 73 1097.89 9,231
Car passenger distance 3043 7986.82 16404.60 8837.98 36,272
Average car passenger distance 3.93
Bus % - 0 4 213.97 10 323.51 21 313.32 851
Other transport % - 0 1 53.49 2 68.78 7 101.89 224
All modes 100 100 100 100 100
Unweighted sample size: trips 3903 2098 1344 594 7939

Main mode
Under 1 mile 1 to under 2 miles 2 to under 5 miles 5 miles and over



31. Mode share with scheme 
 
31.1 Evaluation undertaken for the Stafford LSTF project which worked 

intensively with 19 primary schools shows an overall reduction in car 
use of 27% over the course of the project.  We will work with 20,223 
students of which 39.64% arrive by car which equates to 8016 
students.  It is likely that 27% of these will change their mode of travel 
as a result of this project which is 2,164 students.   

 
31.2 Walking, cycling and scooting were all heavily promoted with the 

associated training and equipment provided to schools and students.  
Table 19 below shows the modal split excluding car usage achieved at 
the end of the Stafford LSTF project.  These proportions will be applied 
to the 2,164 students to forecast their likely new mode of travel. 

 
Table 19:  ‘With scheme’ mode of travel for students (Stafford LSTF) 
Mode Proportion Number of new 

students 
Walk 78.8% 1,705 
Cycle 9.6% 208 
Scooter 11.6% 251 
 
31.3 The mode splits available on the pro-forma and spreadsheet appraisal 

tool do not include scooters therefore the 251 additional scooter users 
will be included as cyclists.  The number of days on which these 
journeys are made has been assumed to be 195 days per year to align 
with the annual school calendar.  Table 19 above shows the number of 
new users of active modes for the students alone.  Due to their age it is 
likely that each student is accompanied by an adult who will also travel 
by an active mode.  Although no student drives themselves their 
change in mode does result in a reduction in car trips in which they are 
a passenger. 

 
32. Qualitative Health Benefits 
 
32.1 We have received some very positive feedback from schools including 

Ashcroft Infants School who since the delivery of the Scootability and 
Bikeability scheme in school have noticed a continued increase in the 
amount of children that travel to school now on their scooters. In 
addition to this the equipment in school is being used on a daily basis 
in both the Nursery and Reception outdoor classroom, and during 
lunchtimes for Year 1 and 2. The addition of extra infant balance bikes 
will mean that the ‘Balanceability program’ will be rolled out to our 
Nursery children in the summer term by a trained Balanceability 
teacher at the school.  This is leading to development in co-ordination 
and balance skills for young children so that when they are older they 
have the necessary skills to cycle and delivering additional physical 
activity at lunch breaks. 

 
 



33. Quality of life benefits for children and families 
 
33.1 Sustrans (The benefits of cycling and walking for children and families) 

suggests that cycling gives children freedom and independence to get 
around.  ‘Many teachers report that kids who walk and cycle to school 
are more alert and ready to learn than those who arrive by car.’ It will 
also help children to get to know their local area so they will be familiar 
with routes homes when they are old enough to travel alone.16 

 
33.2 Walking to school is more sociable than travelling by car and children 

like to walk with their school friends.  Children can also begin to be 
taught about road safety enroute.  Over a third of parents in 
Staffordshire say that the journey to school is where they find out most 
about their child’s life. 

 
33.3 The DfT referenced a 2010 US Centre for Disease Control and 

Prevention report that suggested that physical activity can have an 
impact on cognitive skills and attitudes and academic behaviour, all of 
which are important components of improved academic performance.17 

 
34. Community Benefits 
 
34.1 Following the successful community legacy of Tamworth, all urban 

centres will be encouraged to host The Bike Bus at the range of events 
that are held during the spring/ summer.  The Bike Bus will be a focal 
promotional hub offering advice and support to all audiences with a 
variety of activities to engage.  Evidence has shown that previous 
participants of adult training, active steps and cycling programmes 
were engaged and signed up through community events.  Active 
engagement also promotes general active travel.   

 
34.2 Family members of primary school children can be targeted through 

the school and at the school gate when collecting children.  Their 
benefits have not been quantified due to the risk of double counting.  
As primary school children are escorted to school the decongestion 
benefits are already accounted for in the children’s change of mode.  
Many parents and carers are also likely to be employees and therefore 
may also receive active travel promotions through their employer. 

 
34.3 Increased participation in physical activity away from school will be 

encouraged and it is likely that this will result in families undertaking 
more cycling and walking together as a family during their leisure time.  
This will help to deliver the Childhood Obesity Plan for Action. 

 
 

16 Sustrans website – The benefits of cycling for children and families 
http://www.sustrans.org.uk/what-you-can-do/children-and-families/cycling-kids/benefits-family-
cycling 
17 Department for Transport Claiming the Health Dividend: A summary and discussion of value for 
money estimates from studies of investment in walking and cycling – Dr Adrian Davis, November 2014 

                                                 



35. Active Steps 
 
35.1 Active Steps will be promoted through each of the 3 target audiences 

and focuses on people who wish to improve their health in terms of 
increased physical activity and improved mental health.  Improvements 
to either will result in increased productivity at work and reduced 
absenteeism.  The impact of this initiative has been included in the 
impact calculations for each target audience.  The programme is 
delivered over a 12 week period and the evaluation has shown an 
increase in cycling and walking trips made for any purpose which 
imparts significant health benefits. 

 
35.2 An Active Steps programme was recently delivered in Tamworth to 90 

participants as part of the LSTF project.  Evaluation for this scheme 
has shown that when comparing the number of hours spent travelling 
by car by there was an average decrease of 4 hours per week and car 
usage overall decreased amongst 58% of participants. 

 
36. Health Benefits 
 
36.1 Mike’s story - “As someone who has struggled to control their weight 

and suffered with high cholesterol and Type 2 diabetes for many years 
now, I feel very lucky to have found out about the Active Steps project. 
I was interviewed by the project officer, who assessed my health, 
looked at my current activity levels and my capabilities and then set me 
off on a 12-week programme. We set goals and he told me about 
dietary considerations as well.” 

 
36.2 “When I started I was allowed to hire a bike, which gave me the chance 

to up my riding skills. I was also given the opportunities to do cycle 
training, which made me more aware of safety aspects such as road 
positioning. This did wonders for my confidence on the bike.”  

 
36.3 “When we go out we use a number of different routes on group rides, 

so it is never boring. The company is most important. Not only do your 
friends support you in all your efforts but you feel you must be there to 
encourage them and not let them down.”  

 
36.4 “I have lost a little weight and I feel a lot healthier, I can highly 

recommend Active Steps to anybody. I also think about whether I really 
need my car for journeys. The bike is used for all the little local ones 
now.” 

 
37. General health of participants 
 
37.1 Participants complete a health assessment at the beginning of the 

programme.  In Tamworth this highlighted health concerns that some 
people were not aware of themselves.  For instance, 23% of individuals 
reported having high blood pressure when completing the survey. 
However following completion of the health check, 42% of participants 



were identified as having what would be considered high blood 
pressure. 

 
37.2 Comparison of baseline and end of programme survey data shows a 

clear increase in physical activity levels amongst participants. Before 
project intervention, only 13% of participants were achieving 30 
minutes or more of physical activity which raised their breathing rate on 
5 or more days.  Following participation in the Active Steps project, this 
figure increased to 46%.  63% of participants saw a reduction in blood 
pressure. 

 
37.3 In total, 84.4kg (13st 3lb) was lost by the group, at an average loss of 

1.3kg (2lb) per participant. The maximum weight-loss witnessed within 
the group was 9.5kg (1st 5lb).  At the start of the project, 56% of 
participants had a BMI of 30 or over, measuring as obese. At the end 
of the project, this decreased by 7 percentage points to 49%. 

 
38. Wellbeing and volunteer led project legacy 
 
38.1 Active Steps also monitors the wellbeing of participants and during the 

Tamworth project 53% participants experienced an overall positive 
change in their wellbeing. 

 
38.2 Sue’s story - “I was going into a bit of a depression and I didn’t want to 

do anything.  My daughter encouraged me to join a cycling activity – I 
loved it. Who would have thought that I would have ridden a bike after 
45 years! I cycle everywhere now, my car barely gets used. I even use 
my bike to do the shopping; I use my basket and do smaller shops 
throughout the week as opposed to one big one.”  

 
38.3 “It has made such a difference to me. It has given me the confidence to 

do things that I haven’t done before. I always feel better when I have 
done exercise. I’m not a Superwoman, but I just love to get on a bike 
and see the world around me. I feel so much fitter. When I don’t do any 
exercise, I feel lethargic.”  

 
38.4 “I’ve really enjoyed being part of a group. I used to be nervous, but that 

seems to have changed. I am now a Ride Leader and I like to 
encourage other people to give it a go – what harm can it do you?!!” 

 
38.5 Over the course of the Tamworth project a total of 23 volunteers were 

recruited, inducted and trained as walk/ride leaders to help support the 
delivery of activities. Most of these were project participants who 
became volunteers to inspire and support others to make positive 
lifestyle changes.  The project recruited 23 volunteers who assisted 
with the delivery of 230 activities between August 2015 and May 2016. 
In total, 498 hours of volunteer time was contributed to this project, 
equivalent to a financial value of £74,202.  On average each participant 
encouraged one or two people, which amount to a total of 120 
additional beneficiaries across the project. 



 
38.6 This bid intends to build upon the excellent volunteer legacy 

established by the Tamworth project to ensure the continuation of the 
programme once funding has ended.  Volunteer engagement is vitally 
important in allowing the project to offer such an extensive weekly 
activity schedule, as the project officer alone would not have had 
capacity to organise and lead all of these activities without their 
support.  

  



39. Social and Distributional Impacts  
 
39.1 This bid has been specifically designed to generate benefits for walkers 

and cyclists without dis-benefiting car drivers.  Car users, including 
peak hour business users, will benefit from reduced delays as a result 
of the forecast reduction in car commuter trips.  There will be benefits 
for both short and long distance journeys however there is an 
emphasis on the shorter distant trips.  The focus is journeys to work, 
education and training, however changes to sustainable travel for these 
purposes is likely to encourage more sustainable travel in the off-peak 
and for leisure purposes. The forecast shift to more sustainable 
transport modes will result in noise, safety, air quality and accessibility 
benefits.    

 
39.2 Table 20 provides a qualitative assessment of the impacts on social 

groups identified in DfT WebTAG Unit A4.2.  This has been informed 
by 2011 Census data and partial mapping completed for different social 
groups. An equality analysis has also been completed to supplement 
this bid. 

 
Table 20: Social Impact 
Dataset / social 
group 

Qualitative Impact 

Income 
Distribution 

Benefits will be felt by all income quintiles with particular 
benefits for the wards with higher deprivation 

Children: 
proportion of 
population aged 
<16 

The initiatives focus on primary school children, in 
particular Modeshift STARS 

Young adults: 
proportion of 
population 
aged  16-25 

Jobseekers in this age group will particularly benefit from 
Wheels to Work and personalised travel advice.  1,133 
NEET young will be targeted and the students still at 
Secondary School identified at risk of becoming NEET. 

Older people: 
proportion of 
population aged 
70+ 

Although this group will not be targeted, they will benefit 
from referral (voluntary or via GPs) to Active Steps. 

Proportion of 
population with a 
disability 

Jobseeker and residents within communities claim 
disability living allowance who could be more physically 
active which will benefit from Active Steps. 

Proportion of 
population of 
Black and Minority 
Ethnic (BME) 
origin 

A significant number of residents living in Burton are of 
black and minority ethnic origin and they will benefit in the 
same way as the rest of the population in Burton 

Proportion of 
households 
without access to 
a car 

The bid will significantly benefit people who do not have 
access to a car. 



Carers: proportion 
of households 
with dependent 
children 

Household with dependent children will benefit from this 
bid and will be able to make full use of the community 
events. 

 
 
 


