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Travel Planning (Workplace) 
 
 
Introduction 
 
This record of evidence forms part of the work undertaken by UKERC’s Technology and 
Policy Assessment team relating to its project on policy strategy for carbon emissions 
reduction in the passenger transport sector. The material was produced alongside the project’s 
main report and since it supports that report, it was judged appropriate to make this material 
available to a wider audience. The main report itself ‘What Policies are Effective at Reducing 
Carbon Emissions from Surface Passenger Transport?’, and the supporting evidence can be 
found at: 
 
http://www.ukerc.ac.uk/ResearchProgrammes/TechnologyandPolicyAssessment/TPAProjects
.aspx 
 
 
Explanation of Content 
 
Evidence on this policy measure has been collected by the TPA team on the basis that it has, 
or may have, the potential to result in carbon dioxide emissions reductions in the passenger 
transport sector. This evidence document begins with a summarised description of the policy 
measure. The evidence itself follows the summary and is presented in table form.  
 
Each piece of evidence has been assigned a separate row and tabulated using four columns: 

 Year of publication, arranged chronologically, beginning with the most recent year 
 Name of author, including where applicable additional cited authors (and year); and a 

Reference ID number. 
 Type of evidence: 

o Evidence containing quantitative information is denoted by the letter ‘Q’ 
o Qualitative evidence is denoted by the letter ‘C’ for ‘comment’ 

 The evidence itself 
 

The evidence was originally gathered and assessed using several sub-headings. The purpose 
of this was primarily internal i.e. to facilitate the handling of evidence and the production of 
the main report. These sub-headings have been retained here as follows: 
 

 Policy Measures and Carbon Savings 
 Other potential CO2 Impacts i.e. outside of the immediate policy influence 
 Other Benefits e.g. air quality improvement or traffic congestion reduction 
 Policy Costs and/or Revenues i.e. to local or national government 
 Business and Consumer Costs 
 Unintended Consequences e.g. rebound effect 
 Reasons/Arguments for Carbon Savings Achievement or Failure 
 Policy Suitability for the UK 

 
A list of references follows the evidence tables. Note that the Reference ID numbers are 
allocated by Reference Manager, the referencing software used by the TPA team.  
 
Any charts, figures and tables referenced in the evidence are not reproduced here but can be 
found in the original publication or evidence material. 
 
Where no relevant evidence was found for a particular sub-heading, this has been noted. 
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Policy Description 
 
The evidence recorded here covers measures put forward by employers to encourage and 
enable staff to travel to work more sustainably. This can include employer provided public 
transport passes which may be tied to tax exemptions. Workplace travel plans may also 
address other travel affecting the work site, including business, visitor, customer or patient 
travel etc. 
 
Evidence Tables 
 
Carbon Savings and Policy Measures 
 
Year Author Type Evidence 
Forth-
coming 

Anable et 
al. (ref 
11589); 
and citing 
Cairns et 
al., 2005 

Q Anable et al (forthcoming) used the Cairns et al (2005) 
report to calculate the carbon savings of smarter choice 
measures and concluded that WTPs could save 0.31 
MtC after 10 years of intensive application in England. 
This is based on the calculation in the original report of 
trips saved, average distances to work and proportion of 
employees affected. 
 
Cairns et al conclude that after 10 years of intensive 
implementation, based on 30-50% of employees being 
covered, workplace travel plans could reduce car 
mileage undertaken on the journey to work in urban 
areas of the UK by 5% in a low intensity and 9% in a 
high intensity scenario. The equivalent figures in rural 
areas is 2 or 4%. The high scenario translates into 0.31 
MtC (1.1Mt CO2) per annum. 

    
2006 Potter (ref 

2190); and 
citing 
Ligtermoet, 
1998; 
Shreffler, 
2001; 
Transit Co-
operative 
Research 
Program, 
2003 

C Potter (2006) examined commuting as a non-deductible 
expense in the US. Here, the cost of travelling between 
home and work is not an allowable tax deduction and 
any employer provision is viewed as taxable income in 
kind. However, in recent years exemptions have been 
made. US tax concessions are specifically for company 
travel planning (TDM) measures.  
 
US policy reflects the research conclusion that “direct 
financial incentives or subsidies are a key element of 
successful programs” to reduce single-car occupancy 
travel to work. This conclusion is based upon the 
monitoring of the effectiveness of various measures 
(citing Ligtermoet, 1998; Shreffler, 2001; Transit 
Cooperative Research Program, 2003). Potter adds that 
to facilitate the provision of transit benefits a new TDM 
services industry has emerged. 

2006 Potter (ref 
2190); and 
citing 
DETR, 
1998 and 
citing 
Potter, 

C In Britain, taxes on employee benefits exclude 
employer-paid subsidies to public bus services to 
transport employees to the workplace and employer-
provided bus services.  
 
In 1999, a series of reforms were introduced to tax 
treatment of Travel Plan (TDM) benefits specifically to 
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Year Author Type Evidence 
2003 encourage their uptake. In addition to these tax 

concessions, there was a change to the tax treatment of 
business travel for employees using their own bicycle. 
Shortly afterwards, the government issued guidance 
encouraging employers to adopt Travel Plans (citing 
DETR, 1998).  
 
These concessions leave within the tax net a number of 
direct incentives and possible disincentives that feature 
in some Travel Plans. This particularly applies to the 
measures proven to be most effective, such as any 
subsidies to public transport tickets for staff, to cash 
incentives to take part in a Travel Plan.  
 
One issue to emerge from research in the UK is that tax 
concessions have been concentrated upon employees 
rather than on their employer (citing Potter, 2003). If the 
employers do not offer a tax-free benefit, then the 
personal tax benefits to employees fail to arise. 

2006 Potter (ref 
2190) 

Q Potter (2006) sought to develop a method to evaluate the 
cost effectiveness of personal taxation measures to 
promote commuting by more sustainable forms of 
transport. The main reforms considered were as follows:  

• Contract carriage’ of employees on public 
transport, community transport and by 
taxi/minicab: where employers enter into a 
contract with public transport operators to 
transport their staff to work.  

• A £600/year allowance for ‘greener’ commuting 
modes: could be delivered via a travel voucher 
system (like the USA transit checks) whereby 
employers could issue vouchers up to the agreed 
limit to their staff to pay for commuting by 
several greener forms of transport.  

• A £600/year parking cash-out exemption: rather 
than providing a tax allowance on specified 
‘green’ forms of travel, an alternative way 
would be to permit employers to pay staff a tax-
free travel allowance if they also charge for 
parking at the same rate. Thus, employees who 
do not park at work, for whatever reason, will 
retain the allowance or a balance of it.  

• General income tax concession of up to 
£600/year on the cost of public transport tickets. 

2006 Potter (ref 
2190) 

Q Because of the lack of information on the impact of 
specific tax measures, more general studies of Travel 
Plan effectiveness and demand elasticities were used by 
Potter (2006) and estimates made about how the tax 
measures affected an overall Travel Plan.  
 
This produced likely modal shift impacts, which could 
then be compared with the cost to the Treasury of the 
various measures. This permitted the calculation of the 
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Year Author Type Evidence 
cost per single-occupancy car trip diverted, which could 
be compared with the cost of other policy initiatives.  
 
The results are shown in Table 4. Overall, the more 
targeted tax concessions were estimated to be more cost 
effective than other policy options to effect modal shift, 
such as investment in light rail systems. 

2006 Di 
Domenico 
(ref 11687) 

C In the US, transit benefits can take various forms. For 
example, employers can give their employees free or 
subsidized monthly passes, tickets, or tokens. A number 
of partnerships between transit authorities and 
independent firms have also formed in major US cities 
to administer the sale of transit benefits.  
 
The most common partnership is the transit voucher 
program, which provides employees with vouchers 
rather than passes. Vouchers are equivalent to money 
orders or cheques and can be used to purchase access to 
any form of public transit. An example is the 
TransitChek scheme used in New York and elsewhere in 
the USA.  
 
In Paris, employers must subsidize half the cost of a 
transit pass for travel between an employee’s home and 
work location. In Germany, a full tax-free exemption is 
granted for employer-provided passes for public 
transportation between an employee’s home and 
workplace. In Tokyo, Japan, employees who receive an 
employment commuter pass (teiki-ken) from their 
employer do not include the benefit in their taxable 
income. 

2006 Di 
Domenico 
(ref 11687) 

Q One advantage of targeting employer-provided passes is 
that it is much easier for transit agencies to reach and 
provide information to employers than to provide 
information directly to individual potential transit users. 
If employers can be convinced of the benefits of paying 
for transit passes, they can channel this information to 
their employees. There can also be a social effect of 
getting co-workers together to talk about commuting 
options. He cites a a 1999 IBI Group study of an EPTP 
exemption which predicted a ridership increase of up to 
60%. However, the study’s more conservative 
prediction, considering that not all employers would 
participate in the program, is a range from 11-35% 
percent. The corresponding anticipated reduction in 
automobile use ranges from 2.4%  to 7.5%. He says ‘one 
group has predicted a 1.6 to 4.8% reduction in carbon 
dioxide emissions from commuter travel within cities 
that have public transit systems’. 

2005 Cairns et 
al. (ref 
11489); 
and citing 

Q Cairns et al (2005) present detailed case study evidence 
from seven workplace travel plan programmes, taking 
place in Birmingham, Bristol, Buckinghamshire, 
Cambridgeshire, Merseyside, Nottingham and York. 
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Year Author Type Evidence 
Rye (2002) The seven case study authorities were asked about the 

number of companies and employees in their areas in 
total, and in relation to those that they were working 
with on workplace travel planning. All authorities were 
able to give information about at least one individual 
plan in their area, and information for a total of 26 
organisations was collected.  
 
Three of the city authorities (Nottingham, Birmingham 
and York) had managed to engage organisations 
representing about 30% of staff. (Bristol's engagement 
was lower, with 13% of staff involved.) In contrast, the 
larger authorities (Cambridgeshire, Merseyside and 
Buckinghamshire) had engaged organisations 
representing 8-12% of employees (although in 
Cambridgeshire, the proportion of employees engaged 
in travel planning rose to 29% if looking only at the City 
and South Cambridgeshire, where the local authority 
had concentrated its efforts on travel plan work).  
 
All locations had engaged with only a small fraction of 
total companies in their local area, and preferred to 
concentrate their efforts on the larger employers.  
 
These data compare with work (citing Rye, 2002) which 
concluded that, in 2002, workplace travel plans could 
already be affecting approximately 12% of the 
workforce nationally. Many of the other studies of 
workplace travel plan activities have shown that take-up 
of workplace travel plans has been increasing 
substantially over time, and have also clarified that large 
organisations, and public sector organisations are more 
likely to be adopting plans. 

2005 Cairns et 
al. (ref 
11489) 

Q In the Cairns et al (2005) study, averaged across all 26 
organisations (representing over 33,000 staff), the 
weighted average reduction in car driver trips was 
17.8% (= change in the proportion of commute trips 
made as a car driver). For the four case study areas with 
data from a number of organisations, the average of the 
recorded results for individual organisations in their 
areas varied from -7.5% to -27.3%. Three case study 
areas (Nottingham, Merseyside and Birmingham) also 
gave estimates of the overall effects of their work. These 
were in the range of a 10-15% reduction in car use.  
 
As well as examining ‘average’ achievements, the 
distribution of individual travel plan results was also 
examined. This highlighted that the achievements of 
employers differ widely. In some cases, a travel plan 
appeared to have had no effect, as car driving had 
increased (three examples). Others had achieved a 
modest reduction in car driving (three organisations 
reported reductions of less than 5%) or more substantial 
reductions. Specifically, there were 18 organisations 
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Year Author Type Evidence 
which had reduced car driving by more than 10%, 
including 9 organisations which had reduced car driving 
by more than a quarter. The distribution of results for 
the 26 organisations is illustrated in Figure 1 of Cairns 
et al. (2005). 
 
This distribution suggests that the overall average result 
(17.8%) is reasonably indicative of what a travel plan 
can achieve, as individual plans are relatively uniformly 
distributed around that point. Clearly, there were some 
high performers (achieving reductions in car driver trips 
of over 35%), and some disappointments (where travel 
planning appeared to have made no difference). 
However, the majority had reduced car driving by 
between 1% and 35% with a typical plan achieving 
reductions in the range of perhaps 10-30%.  
 
One caveat is that the travel plans which had achieved 
significant reductions in car use were all, almost 
certainly, relatively well developed plans and would not 
include the typical experience from organisations which 
were only just beginning their work, or which had 
abandoned work at an early stage. 
 
Cairns et al combined this information and calculated 
that, in ten years time, workplace travel plans WTPs 
could potentially reduce car driver commuter miles 
(VMT) by 5% or 9% in urban areas, and 2% or 4% in 
non-urban areas. 

2005 Cairns et 
al. (ref 
11489) 

Q Cairns et al (2005) reviewed the literature in this area 
(see Table 3: ‘Summary of literature evidence about the 
impacts of travel plans on car use’) and conclude: ‘the 
literature suggested that travel plans typically reduce car 
use by about 15-20%, with higher reductions of perhaps 
20-25% from plans incorporating measures such as 
parking management and bus subsidy, and lower 
reductions of perhaps 5-15% for plans that do not 
incorporate such measures.  
 
Location is not a key determinant of the degree of 
change in behaviour achieved by travel plans, although 
organisations in urban locations may be more likely to 
undertake travel planning, and typically start with lower 
levels of car use. All plans are individual, and results 
vary significantly from organisation to organisation.’ 

2005 Cairns et 
al. (ref 
11489); 
and citing 
Cairns et 
al., 2002  

Q The Cairns et al 2005 results were remarkably close to 
the 18% reduction recorded in Cairns et al. 2002, which 
was an in-depth study of travel plan effectiveness. This 
study used 20 case studies of employers exhibiting good 
practice travel plan work and conducting an in-depth 
analysis of their experience. The headline indicator for 
each case study was taken to be the number of 
commuter cars arriving per 100 staff – this measure was 
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Year Author Type Evidence 
identified in the literature review as the most appropriate 
single measure for assessing the success of commuter 
travel work. The results of this study: 

• Averaged overall, the travel plans had managed 
to reduce the number of commuter cars arriving 
by more than 14 per 100 staff, representing 
more than an 18% reduction in the proportion of 
commuting journeys being made as a car driver. 
(This was the mean average – the median 
averages were not dissimilar, with a median 
change of >12 cars per 100 staff, and a median 
car driver reduction of >15%, showing that, 
even after adjusting for extreme cases, 
organisations had achieved sizeable cuts in car 
use.) 

• Fifteen of the travel plans had reduced the 
proportion of commuting journeys made as a car 
driver by more than 10%, five had cut car use 
by at least a fifth, and two organisations had cut 
car use by more than 50%. Several 
organisations (notably Pfizer and Vodafone) 
mentioned that some staff had given up a 
second car as a result of the travel plan. 

• Of the 20 organisations examined in the main 
research study reported here, on average, the 
organisations had nearly doubled the proportion 
of staff commuting by bus, train, cycling and 
walking. The highest levels recorded for 
different organisations were 23% of staff 
commuting on foot, 21% cycling and 53% using 
public transport.  

• There had also been considerable success with 
encouraging car sharing. In terms of getting 
staff involved in car sharing, the most 
successful organisation had encouraged 48% of 
its staff to register, and over 30% of staff to 
actively share at least one day per week. In 
terms of achieving regular sharing, the best 
performing organisation had 26% of staff who 
were car-sharing on a daily basis. 

• All except one of the organisations studied had 
increased bus/rail use during the survey period. 
On average, they had persuaded an additional 
8% of staff to start using buses and/or trains.  

• Many organisations were extending the scope of 
their travel plan to include business travel (e.g. 
encouraging videoconferencing), strategies to 
enable more staff to work at home, more 
flexible working arrangements. 

• Mode shift likely to be even greater because of 
the fact that case studies only represent good 
practice, not best practice 

2005 Wolfram Q Wolfram et al (2005) cites ‘MOST’ as the largest 
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(ref 11380) European R&D project in the field of Mobility 

Management. It investigated various policy frameworks 
and implementation strategies, and set up standardised 
monitoring and evaluation tools.  
 
Project results are expressed in terms of reduction in % 
of car use: a reduction ranging from 7% to 15% was 
measured for parents and students at schools in 
Limburg, Camden council staff, and employees at a 
business park in Málaga. Car-use reductions for special 
events were shown up to 22 % and 38 % in the cases of 
Athens and Rotterdam respectively. 

2005 Dierkers et 
al, (ref 
11455) 

Q Commuter incentive programs can result in estimated 
VMT reductions of 19%. 

2002 Cairns et 
al. (ref 
11541) 

Q Cairns et al 2002 did a literature review and concluded 
that ‘the literature also suggests that travel plans 
typically reduce car use by about 15-20%, although 
results vary significantly from organisation to 
organisation, and partly depend on the nature of the 
travel plan, with ‘basic’ plans being likely to achieve 
less, whilst high quality plans are likely to achieve 
more.’ 

2002; 
 
1996 

Cairns et al 
(ref 11541) 
Schreffler 
& Organis- 
ational 
Coaching 
(ref 11542) 

Q Based on case studies in UK local authority areas, data from 
British Telecom, and on evaluations of travel planning in the 
US and Netherlands, individual workplace travel plans 
typically reduce commuter car driving (trips) by between 10% 
and 30%. 

1993 Giuliano 
(ref 382) 

Q Giuliano (1993) presented results from the first year of 
the implementation of Regulation XV – Los Angeles’s 
air pollution control regulation requiring employers to 
develop and implement a trip reduction program to 
achieve specified ride-sharing goals. It includes an 
analysis of the Regulation’s effectiveness in achieving 
its peak-period trip reduction goals after the first year of 
implementation.  
 
After eliminating cases with inconsistent data, their 
sample included 1110 sites, or 77% of all sites with 
second year plans approved by August 1991. The mean 
car occupancy (here called AVR (Average Vehicle 
Ridership)) increased 2.7%, from 1.213 to 1.246. The 
average change in AVR was 3.4%, but the range was 
very large from  - 28% to + 84%. AVR increased at 
69% of the sites and decreased at 31% of the sites over 
the first year of implementation period.  
 
Another important measure of the impact of Regulation 
XV is the change in modal split. Results are summarized 
in Table 7. The proportion of workers driving to work 
alone decreased from 75.7% to 70 .9%. The largest shift 
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Year Author Type Evidence 
in mode was toward car- pooling. The carpooI mode 
share increased from 13.8% to 18.4%, accounting for 
nearly all of the decrease in driving alone. Slight 
changes in other modes were essentially offsetting. 
These modal shifts resulted in a reduction of auto trips 
from 84 per 100 employees to 80 trips per 100 
employees 

 
 
Other CO2 Impacts 
 
Year Author Type Evidence 
   No specific evidence found. 

 
 
Other Benefits 
 
Year Author Type Evidence 
2006 Di 

Domenico 
(ref 11687) 

C Employer provided transit passes can be a non-taxable 
benefit. It is argued that a tax exemption for transit 
passes would counteract the systemic undertaxation of 
employer-provided parking, which is in principle a 
taxable benefit but is rarely included in employees’ 
taxable income.  
 
Di Domenico concludes that “two wrongs don’t make a 
right,” and the “wrong” of the current undertaxation of 
employer-provided parking is fixable. If a tax is 
introduced on parking, this approach would eliminate 
the existing horizontal inequity without creating others, 
raise revenue, and permit a “double dividend” in that the 
funds raised could be used to finance other 
environmental initiatives; at the same time. 

2005 Dierkers et 
al. (ref 
11455) 

C The co-benefits of commuter incentive programs 
include: 

• lowered commute costs for employees  
• reduced stress and commute times with 

declining roadway congestion  
• improved transportation options and 

transportation equity  
• reduced demand for new road and parking 

infrastructure  
• improved employee retention and recruitment  
• employer tax savings 

 
 
Policy Costs and/or Revenues 
 
Year Author Type Evidence 
Forth-
coming 

Anable et 
al. (ref 
11589); 
and citing 

Q Anable et al (forthcoming) used the Cairns et al (2005) 
report and calculated that that WTPs will cost £29 - 
£579 per tonne carbon saved. 
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EST, 2005  This is in the same range as the estimated cost benefit 

of travel plan advice and implementation calculated by 
the Energy Saving Trust (EST, 2005) in ‘EST Proposals 
for Smarter Choices’ (unpublished). Their results 
indicate that it is more cost-effective to target larger 
companies with in-depth (and therefore more expensive 
advice) and implementation support than to deliver more 
superficial advice to smaller companies. 

Forth-
coming 

Cairns et al 
(ref 11689) 

Q Cairns et al (forthcoming) note that for 2006/07, 
Transport for London had a budget of nearly £7 million 
and a staff of more than 16 people dedicated to 
workplace travel planning across London. 

2006 Potter et al. 
(ref 2190) 

C For Central Government, tax revenue can be lost as a 
result of employee provided travel passes which may be 
subject to tax relief. The tax forgone depends on the 
success of the scheme. 

2005 Cairns et 
al. (ref 
11489) 

Q In the seven case study authorities (26 organisations) 
investigated by Cairns et al (2005), expenditure on WTP 
activities was analysed for both current activities and 
activities in their first year of intensive work. From the 
information about costs, together with the information 
about the scale of activities, it was possible to estimate 
that workplace travel plans were typically costing local 
authorities between about £2 and £4 per year per 
employee affected, where the high end of the range was 
associated with longer-term programmes and the 
implementation of more substantial measures, such as a 
grant scheme for employers. (Note that this figure does 
not include the potential costs to individual employers 
as a result of implementing travel plans). 

 
 
Business and Consumer Costs 
 
Year Author Type Evidence 
Forth-
coming 

Cairns et al 
(ref 11689) 

C Based on their 2002 work, Cairns et al (forthcoming) 
conclude that the level of spend is less important than 
the nature of the travel plan that was put in place. 

2002 Cairns et 
al. (ref 
11541); 
and citing 
DfT, 2002 

Q Work by Cairns et al (2002) based on 20 case study 
employers in the UK suggested an average gross cost of 
£47 per full time employee for UK employers 
implementing travel plans.  
 
However, they found that their case study organisations 
varied hugely in how much they were spending on travel 
planning with gross annual running costs ranging from 
£2 per full-time-equivalent employee (at Agilent 
Technologies, where the most successful measures were 
a 33% discount on train fares, and service 
improvements, paid for by ScotRail as part of a 
partnership arrangement) through to £431 per full-time-
equivalent employee (at Vodafone, where funding was 
spent on 10 dedicated bus services and payments for 
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staff giving up their parking permits).  
 
The median average annual running cost was £47 per 
full-time-equivalent employee, which they note was 
notably cheaper than the £300-500 which the 
Department for Transport estimated as the annual cost 
of running a parking space at the time of the study, 
(citing DfT, 2002). 
 
These estimates do not include any potential cost-
savings to the employer from the beneficial results of 
travel planning, such as improved staff retention, or 
offsetting funding generated by measures such as 
introducing car park charges. 

2002 Cairns et 
al. (ref 
11541) 
citing 
Organis-
ational 
Coaching 
& 
Schreffler, 
1996 

Q Some cost figures were also estimated by Organisational 
Coaching & Schreffler (1996) (cited in Cairns et al 
2002). In reviewing the US literature, they found that 
quoted costs ranged from $8 to $105 per employee, but 
were closest to $30, whilst in their own evaluation of 20 
Dutch and US case studies, they estimated that the 
typical costs were in the order of $100-200 per 
employee per year. 

 
 
Unintended Consequences 
 
Year Author Type Evidence 
   No specific evidence found. 

 
 
Reasons/Arguments for Carbon Reduction Achievement and/or Failure 
 
Year Author Type Evidence 
2008 
 
2000 

McDonald 
(ref 11621) 
Jones & 
Bradshaw 
(ref 11622) 

Q Travel planning can have a measurable and significant 
impact on travel choices, typically reducing car usage by 
between 6% and 30% depending upon context. The 
most common shifts appear to be to non-motorised 
modes, though use of public transport and improved 
occupancy are also significant. Programmes that target 
workplaces appear to be more significant than schools in 
carbon terms, though it is possible that there are 
synergies that exist between the two given the number 
of parents who drop their children to school on the way 
to work. 

2005 Cairns et 
al. (ref 
11489) 

C The travel plans which had achieved significant 
reductions in car use were all, almost certainly, 
relatively well developed plans and would not include 
the typical experience from organisations which were 
only just beginning their work, or which had abandoned 
work at an early stage. 

2005;  Cairns et C In the two Cairns et al studies as well as Dierkers (2005) 
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Year Author Type Evidence 
 
 
2005 
 
 
2005 

al. (ref 
11489); 
Dierkers et 
al. (ref 
11455); 
Wolfram et 
al. (ref 
11380) 

and Wolfram et al (2005) and other studies each of these 
had reviewed, parking management emerged as being 
probably the single most important factor determining 
the degree of success achieved through travel plan. In 
general, addressing parking was associated with 
achieving lower levels of car use, and achieving greater 
levels of car use reduction.  
 
Organisations that had addressed parking in some way 
had achieved more than double the reduction in car use 
of those that had not, and had car driver levels which 
were, on average, 25% lower.   
 
Parking charges were seen as providing a useful source 
of revenue for travel planning, whilst restricting the 
proportion of staff entitled to park was seen as a more 
direct method of discouraging car use. Introducing 
incentive payments for those not driving to work had 
often helped to achieve higher than average levels of 
behaviour change.  
 
Wolfram et al (2005) observed that in the GOAL study, 
the results remained below expectations and is explained 
with the fact that it was not possible to also implement 
accompanying parking space management measures at 
the selected sites. This underlines the importance of a 
parallel “push” component to optimise overall impacts 
of mobility planning. 

2005 Cairns et 
al. (ref 
11489) 

C In order to change the parking situation, organisations in 
the Cairns et al (2005) study emphasized that it was 
important to raise awareness within the organisation that 
parking is a valuable resource which should be 
managed, and that parking scarcity can be highlighted as 
a rationale for altering existing ‘rights’. It is notable that 
all of the case studies selected for this study had not 
relied on awareness raising alone. 

2005 Cairns et 
al. (ref 
11489) 

C The following are all factors identified by the Cairns et 
al study to improve the effectiveness of WTPs: 

• in terms of location etc - it was clear that some 
organisations – in town centres, with lower paid 
staff, with many staff living locally, with a large 
number of staff, and, possibly, with a 
predominantly female workforce – ‘do start 
with ‘natural advantages’ in terms of achieving 
low levels of car use’. However, the case studies 
also demonstrated that ‘natural advantages’ 
could be wasted, and ‘natural disadvantages’ 
could be overcome, depending on the parking 
strategy adopted and the positive measures 
introduce. 

• Again, the Cairns et al study showed that one of 
the factors most closely associated with 
achieving change was the provision of a free, 
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dedicated company shuttle bus, linking up with 
key local towns and/or the local train and bus 
stations – which had been introduced by 5 of the 
6 organisations achieving the greatest levels of 
change. In addition, thirteen organisations had 
managed to increase the number of bus services 
arriving at the site – by an impressive average of 
about 14 extra buses in the peak hour. However, 
overall, having appropriate and tailored services 
appeared more important than absolute 
numbers.  

• It also seemed important to have relatively 
cheap fares (defined simplistically in the study 
as less than £35 for a monthly season ticket for 
a five mile journey), with several organisations 
specifically identifying high fares as being a 
barrier. 

• Improving off-site infrastructure and improving 
service quality also seemed to be significant 
factors determining success in promoting the 
use of buses and trains. Offering an interest-free 
loan appeared to be one of the least important 
determinants of success, although some 
organisations reported that it was an important 
incentive for a small proportion of staff. 

• Looked at overall, the most important factors 
for achieving high levels of cycling appeared to 
be having high quality off-site access or 
improving off-site access; increasing available 
parking for cyclists; having a Bicycle Users 
Group; and offering a cycle repairs service 

• In general, all of the factors assessed in relation 
to walking were reported to be important to 
success by some organisations. These included 
having high quality off-site access, or improving 
off-site access; having high quality or improved 
on-site conditions (by increasing the amount of 
safe crossings, speed restrictions, lighting and 
traffic calming); allocating funding for walking 
(including offering financial incentives); and 
specifically marketing walking to staff, often 
using health arguments. Innovative marketing 
methods had been developed, including 
promotional healthy lunches, complimentary 
products (such as umbrellas or pedometers) and 
pedestrian maps. 

• Car sharing: exempting sharers from car parking 
charges; databases, launch events; dedicated car 
parking spaces 

• In addition to mode-specific measures, all 
organisations had undertaken extensive 
marketing and communication of the travel plan 
to staff; dedicated travel plan officer; 
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development control process; senior 
management support; partnership working with 
Las; logos and branding. 

2004 DfT (ref 
11601) 

C In 1997, the first national UK guidance on workplace 
travel plans was published. In 2004, the Department for 
Transport reissued their guidance on what was expected 
from local authorities in their ‘local transport plans’. 
This also gave increased emphasis to workplace travel 
planning, and various local authorities have 
subsequently significantly expanded their work in this 
area. 

2003 Goodwin 
& ECMT 
(ref 11497) 

C Policies that seek to minimise travel demand through 
planning can be undermined if transport services are not 
appropriate. 

1993 Giuliano 
(ref 382) 

C The plan required of each employment site is essentially 
a mix of various incentives by which ride-sharing will 
be encouraged and commuting by single occupant autos 
will be discouraged. It is instructive, therefore, to 
determine the mix of incentives included among the 
1110 employment sites in the sample, and to determine 
whether or not any statistically significant relationship 
exists between the measured change in AVR and the 
presence of particular incentive. Table 8 of Giuliano 
(1993) lists the incentives offered by the sample sites. 
Giuliano states that a significant relationship was found 
between 11 of the above incentives and increased AVR.  

1993 Giuliano 
(ref 382) 

C Giuliano (1993) in Table 9 gives the change in AVR and 
mode shares after one and two years of  implementation 
for this sample. Trends of the first year continue in the 
second. AVR increases by an additional 3.6%, and most 
of the increase can be attributed to further increases in 
carpooling. 

 
 
Policy suitability for UK 
 
Year Author Type Evidence 
Forth-
coming 

Cairns et al 
(ref 11689) 

C Cairns et al (forthcoming) provide an overview of the 
history of travel planning in the UK: 

• WTPs are already underway in the UK. The UK 
Department for Transport decided to give new 
emphasis to this area of work, with the launch 
of a ‘National Business Travel Network' (being 
managed by the UK charity, Transport 2000 
Trust). 

• In 1997, the UK ‘Association for Commuter 
Transport’ was launched, and the first national 
UK guidance on workplace travel plans was 
published. This was followed by subsequent 
requirements for government departments, 
agencies and health organisations to introduce 
travel plans on their sites. In 2001, PPG13, the 
official planning policy guidance on transport 
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was revised to say that travel plans should be 
submitted alongside all planning applications 
with significant transport implications (DETR, 
2001). In the 1999 budget, a number of 
significant changes were made to the tax system 
to try to encourage employers to adopt measures 
that would encourage their employees to travel 
more sustainably, with further benefits 
introduced in the 2002 budget, following work 
by the Open University, WS Atkins and Napier 
University (2001). In 2001, the Government 
also funded the development of a ‘travel plan 
evaluation tool’, to try to enable those 
developing travel plans to assess whether their 
plan contained appropriate elements for success, 
(Napier University, Open University and WS 
Atkins, 2001). 

• In 2002, updated national guidance on 
workplace travel plans was issued, highlighting 
how effective travel plans could be and the key 
factors determining successful travel plan work, 
(Newson, 2002). 

• A parallel volume on using the development 
control process to require travel plans was also 
produced, (Addison and Fraser, 2002). Between 
2001 and 2006, a programme of ‘site specific 
advice’ was set up and expanded, whereby 
organisations could obtain up to 5 days of free 
consultancy advice to help develop their travel 
plan (as described and evaluated by Potter et al, 
2004). In 2001, the Government also provided 
funding for a series of three-year travel plan 
bursaries to support staff in local authorities that 
could encourage the take-up of school and 
workplace travel plans. 

• In December 2004, the Department for 
Transport reissued their guidance on what was 
expected from local authorities in their ‘local 
transport plans’, (DfT, 2004b). This also gave 
increased emphasis to workplace travel 
planning, and various local authorities have 
subsequently significantly expanded their work 
in this area. 

• In 2004, the UK Department for Transport also 
launched the 'Sustainable Travel Demonstration 
Towns' initiative, where three towns 
(Peterborough, Darlington and Worcester) were 
jointly allocated £10million over 5 years to 
demonstrate the overall effects on car use of 
implementing packages of ‘smarter choice’ 
measures including workplace travel plans. 

• In February 2007, in conjunction with Transport 
2000, the UK Department for Transport 
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launched their new 'National Business Travel 
Network', a forum intended to encourage more 
employers to get involved in travel plan work, 
(building on Transport 2000’s previous ‘Ground 
Floor Partners’ network). The Department for 
Transport is also shortly intending to publish 
updated national guidance – entitled ‘The 
essential guide to travel planning’, (Taylor and 
Newson, forthcoming). 

• There is also considerable interest in exploring 
the potential for further tax reforms that would 
benefit businesses directly, in order to 
encourage greater take-up of travel plans by 
employers. 
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