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Types of pedestrians

3.27. The types of pedestrian using the route will need to be considered at the planning stage,
as this will have implication for layout and design. Significant use by shoppers, tourists, young
children, the visually impaired, people using wheelchairs, and other groups with particutar
needs should be identified where possible. This can usually be worked out from the main land
uses and the location,

Transportation Planning Models

3.28. There are various tools available to transportation planners to assist with planning or
modifying highway networks for motor vehicles {eg, IHT, 1997, Chapter 8}, Models for
pedestrian movement are less common. Pedestrian modelling techniques have been developed
for those locations where there are large numbers of pedestrians and where virtually all journeys
are on foot, for example in large public squares or within passenger terminals. However, they
are less well developed for multi-modal situations covering large areas, such as a new
settlement or existing town. In these instances conventional origin and destination forecasting
techniques/survey results can be used to determine desire lines but modal spiit assumptions may
have to be made on assignment. These assumptions should also take account of the implications
of new policies and schemes that will change the current situation.

3.29. The absence of specific pedestrian models for planning new developments is not
necessarily a major problem. Most pedestrian networks are planned without models.
Observation and experience are probably more important. It is also worth remembering that
models can be expensive to construct and are not always sufficiently accurate.

Acceptable walking distances

3.30. Approximately 80% of walk journeys and walk stages in urban areas are less than one
mile. The average length of a walk journey is one kilometre (0.6 miles). This differs little by age
or sex and has remained constant since 1975/76. However, this varies according to location,
Average walking distances are longest in Inner London. The main factors that influence both
walking distance and walking time in a city or town centre appear to be the size of the city or
town itself, the shape and the quality of the pedestrianised area, the type of shops and number
of activities carried out. An average walking speed of approximately 1.4 m/s can be assumed,
which equates to approximately 400m in five minutes or three miles per hour. The situation of
people with mobility difficulties must be kept in mind in applying any specific figures.

3.31. "Acceptable” walking distances will obviously vary between individuals and
circumstances. Acceptable walking distances will depend on various factors including:

QO An individual’s fitness and physical ability

Q Encumbrances, eg shopping, pushchair

O Availability, cost and convenience of alternatives transport modes

Q Time savings

O Journey purpose

Q Personal motivation

O General deterrents to walking.

3.32. Table 3.2 contains suggested acceptable walking distances, for pedestrians without 2

mobifity impairment for some common facilities. These may be used for planning and
evaluation purposes. (See also Table 4.2.),
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Table 3.2: Suggested Acceptable Walking Distance.

Town centres Commuting/School Elsewhere

(m) Sight-seeing (m) {m)
Desirable 200 500 _400
Acceptable 400 1000 800
Preferred maximum 8OO ‘ 2000 1200

'3.33. Planning Policy Guidance Note 6 states that the acceptable distance from a supermarket
car park to the town centre is about 200-300m (DOE, 1996). Further sources of information on
acceptable walking distances are provide by HT (1997 and 1999) and DETR {1998). '

3.34. For shopping, Carley and Donaldsons (1996) advise that that “acceptable” walking
distances depend on the quality of the shops, the size of the shopping centre and the length of
stay of the shopper. Specifically, they state that parking time governs the distance walked from
parking. See Table 3.3) Higher quality and larger centres generate longer acceptable walking
distances with up to 1250m of walking journey to 100,000m2 of fioor space.

Table 3.3: Acceptable walking distances for car—borne shoppers.

Parking time (hours) Acceptable walking distance (metres)

30 mins 100
1 200
2 400
4 800
8 1000

Source: Carfey and Donaldsons (1997)

Individual Sites/Redevelopment -

3.35. For smaller areas and individual new developments or redevelopment, usually within an
existing urban area, origin fdestination surveys and network planning may not be appropriate. It
will be important to identify the anticipated desire lines, crossing locations, volume and type of
pedestrian activity. The practicality and aitractiveness of walking depend not only on the general
location but also on the access details, The most important considerations are likely to be:
Q the ease of pedestrian access to the site '
~ O the orientation and location of buildings within the site
- the access arrangements within the site - '
Q the architectural style of the development {car or pedestrian oriented).

3.36. Additional walking distances or gradients, can be crucial in determining whether a
development is pedestrian friendly. Layouts that require pedestrians to walk through car parks
or to follow indirect footpaths should be avoided as far as possible. These are issues that should
be addressed jointly by planners and engineers involved in development control. .

3.37. If the development is sufficiently large to warrant a Transport Impact Assessment, the local
authority should ensure that this thoroughly addresses the issues of pedestrian access, both to
the site and within it. Some guidance is provided in IHT Guidelines for Providing for Public
Transport in Developments (IHT, 1999). Further Guidelines on Transport Assessments are
expected from DETR.
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