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1. INTRODUCTION

One of the common objections to travel restraint policies is that people have a ‘right’ to travel.  Increasing the cost of travel (at any rate for some) is therefore a heinous sin and taxation on car use is somehow unnatural, the prices derived from the ‘free’ market rarely being questioned.  Policies that aim to restrain growth in travel, particularly by car, or otherwise regulate individual action in the wider public interest, are branded ‘social engineering’, presumably because it is better for society to be moulded by an ostensibly rudderless market than to take hold of the tiller.

In a global and indeed historical context, this ‘right’ is at very best questionable, confusing as it does freedom of personal movement with the means of travel, but there are genuine issues relating to basic freedoms at the heart of the matter.  This paper explores these issues and asks what policies would allow us to decouple genuine and reasonable freedoms from expanding travel volumes and their negative impacts.

2. AN HISTORICAL PERSPECTIVE

How long have we actually had freedom to travel?  The further back in time we look, the poorer the information we have about travel and freedom of movement.  There have been major, long-term movements of people across Europe, with the early-Medieval ‘Migration Period’ characterised by significant numbers moving to northern and north-western Europe.  However, the main population spreads appear to have been in the Neolithic, with much smaller demographic changes since (Oppenheimer, 2007).   There is some evidence 2 from the late Neolithic of movement over a distance to major ceremonial centres in the British Isles, seemingly replaced for reasons unknown by a greater number of more local complexes in the early Bronze Age (Bradley, 1999).  It is not until later that we get a real sense of day-to-day travel, rather than one-way, permanent relocation. In periods where kingdoms were small, such as the Iron Age and between the end of the Roman occupation and the formation of Anglo-Saxon England, freedom of movement was limited by territoriality.  The Roman Empire on the other hand seems to have been a dry run for the European Union, with comparatively free movement (for free citizens and resources, that is) and investment in better quality roads and bridges.  

Throughout much of the millennium of the Middle Ages (roughly the fifth through to the sixteenth centuries), land travel was difficult because of extremely poor roads and limited river crossings, especially in the winter and spring.  The rule of law was by no means universal and brigands and highwaymen, or even unscrupulous local lords, were a common danger.  Roads and the quality of horses and trappings improved over time, particularly as kingdoms and empires consolidated, with conditions in the later Middle Ages better than before, but still a world away from modern expectations.  Most travel was on foot, and even on horse-back 30-35 miles was all that could be covered in a day, assuming good terrain (Ohler, 1989).

Attitudes to travel were different too.  In the early Middle Ages (the Anglo-Saxon period in England), the highway and travellers thereon were feared, and it was even legally permissible to kill, as a thief, a stranger straying from the road.  However, travellers on the road were protected by law, such that the lord owning land adjoining the highway was responsible, on pain of fine or even dispossession, for watching the highway to ensure the safety of travellers and for catching and bringing to justice the perpetrators of any attack.  These peacekeeping duties were experienced as onerous.  

Following the Norman conquest, William, and Henry I in his turn, pledged to uphold the old Anglo-Saxon laws of England, specifically those ostensibly of Edward the Confessor.  However, by the time of Henry’s reign (1100-1135), exactly what those laws were had become confused and contested, despite the compilation by 1118 of as near a definitive statement of the law as could be made, in the form of Leges Henrici Primi (Cooper, 2000; 2002; Greenberg, 2001).  

Landowners in general were resisting their responsibilities at this time, such that unofficial distinctions were appearing, dividing roads into those that were and were not Royal Highways (Cooper, 2002).  The twelfth-century myth of four Royal Highways 3, on which no-one should have any fear of attack, may well have arisen as a way of talking down the late Anglo-Saxon laws of the highway.

However, attitudes changed over the centuries and later statutes against violence were not, in general, tied to the road.  In any case, from the early thirteenth century, the legal status of specific Royal Highways became irrelevant, as the Anglo-Saxon principle was reasserted, that all highways were considered alike (Cooper, 2006).  

As to how much people actually travelled, it is clear that most Medieval travel – even migration - was local.  “Work, leisure, and religious life unfolded in an enclosed space of about five kilometres [three miles] in diameter…” (Verdon, 2003, p. 2). Those journeys made over large distances tended to be permanent migrations – silk-road merchants and pilgrims to Compostela or Jerusalem notwithstanding (Horden, 2007).  Those civilians who did travel regularly, particularly scholars (Wei, 2007) and traders (Davis, 2007), found themselves in contested social space.  Travel without secular or Church sanction was suspect.  

Merchants were in a particularly awkward position, being officially granted freedom of movement and trade, yet actually restricted in very many places, in terms of where and to whom they could sell, how long, as strangers, they could stay, or often whether they were allowed to trade at all.  Of course, the wealthier merchants were able to circumvent many of the restrictions, but lower down the social scale, itinerant peddlers (who usually operated set trading routes from secure home bases), became increasingly hampered by restrictions and reputation as time went on (Davis, 2007).  

“The lowliest itinerant traders, with their freedom of movement through the countryside and lack of apparent liege lords or institutional loyalty, certainly seemed like true marginals within a traditional feudal society.  Even if they were men of repute at home, on their travels they would likely have been viewed with initial suspicion, for they were everywhere a foreigner.” (Davis, 2007, p. 142.)

How much suspicion of these ‘lordless men’ was due to fear and how much to envy is perhaps something to ponder, but as far as ordinary people were concerned, their access to goods was dependent on the freedom of movement of the merchants.  Based on Poll Tax assessments from 1379 for a series of villages in Leicestershire, Norfolk and Warwickshire, Davis (2007) suggests that “…these pedlars were effectively the only suppliers of non-agricultural goods in such villages” (p. 140).
Apart from armies and intrepid merchants, perhaps the best-known group of Medieval long-distance travellers is those on pilgrimage.  Travel for pilgrims was certainly not easy, even with an expectation of safe passage and possibilities of receiving alms.  Even having the opportunity to go on pilgrimage was difficult.  Where the pilgrim would be away for an extended period, months or years, they would require permission from their overlord and the blessing of the Church, and they would have to make a will, in case they did not return from what was a dangerous journey.  These dangers were mitigated to an extent by the possession of their overlord’s letter of commendation, certainly staving off charges of vagrancy, but failure to possess this testimonial was in itself an arrestable offence in England after 1388 (Hopper, 2002).

Despite the famous, long-distance pilgrimages to Compostela, Rome or Jerusalem, or even St. David’s, Canterbury and Walsingham, most High Medieval pilgrimage was relatively local, visiting shrines that would at most take a few days to reach (Morris, 2002; Webb, 2000).  These local shrines were proliferating and turning into a lucrative tourist industry by the late fifteenth century, as exotic in geographical terms as the local market (Duffy, 2002).  But travel was not easy and even local pilgrimages came to be regarded as a layman’s form of self-denial (Webb, 2000), even if a proportion of shrines exploited the popular religious motive.  The development into tourism continued elsewhere in Europe (e.g. Vorden, 2003), although pilgrimage was largely curtailed in England by the Reformation in the mid-sixteenth century. 

With the rise in capitalism, as the Middle Ages gave way to the modern era, travel became easier, but also more necessary, as people were forced to move around by economic circumstances.  This is particularly true as people moved off the land as agriculture intensified, into the new urban areas created to serve large-scale industry.  In turn, the nineteenth and twentieth centuries saw these cities expand as transport became easier and as increasing numbers of people came to afford to be able to travel further and so avoid living in poor conditions.  

The expansion of railways and roads facilitated this urban exodus, allowing people to commute by motorised transport, and indeed take holidays in exotic places, initially the domestic seaside, now the other side of the world.  

Many authors have covered this recent history of mobility (from Plowden, 1972, to Headicar, 2009, for instance).  As a society, we have become locked into this motorised web of movement, such that it appears to be the natural state.  However, whatever the historical justifications for high mobility, the trend is still upward and the impacts are serious.

3. THE IMPACTS OF TRAVEL

Transport statistics provide sobering reading (Department for Transport, 2008).  In 2007, in Great Britain, motor vehicles were driven for 513 billion km.  Half a century before, in 1957, the figure was 80.7 billion km.  This itself was nearly double the total just nine years before that: in 1949, only 46.5 billion km were driven.  Also, in 1949, only half of the total (23.4 billion km) was made up of cars, taxis and powered two-wheelers; in 2007, it was four fifths (409.7 billion km). In the same period, 1949 to 2007, pedal cycle travel on the highway dropped from 23.9 billion km to just 4.2 billion km.  

Passenger aircraft owned by UK airlines flew 1.925 billion km in 2007, compared to 1.187 billion km in 1997 (Department for Transport, 2008), and just 0.52 billion km in 1977 (Department of Transport, 1986).  

In contrast to Verdon’s (2003) five-mile (three-kilometre) envelope for Medieval movement, the average length of all trips was 6.9 miles (11 km) in 2006 (Department for Transport, 2009). The impacts of this travel on health and the environment are well documented; examples are given in Table 1.

Table 1. Impacts of motorised travel on health and the environment

	Impact area
	Example References

	Health impacts from air pollution
	Clifford, et al., 2008; Dora and Philips, 2000; Read, 1994; RCEP, 1995.

	Physical activity and physical fitness
	Bird, 2004; Cope, et al., 2003; Dora and Philips, 2000;

	Mental health and well-being
	Dora and Philips, 2000;

	Noise and loss of tranquility
	Clifford, et al., 2008; Dora and Philips, 2000; RCEP, 1995.

	Danger and injury
	Clifford, et al., 2008; Davis, 1993; Dora and Philips, 2000; RCEP, 1995.

	Ecological impacts from air pollution
	Clifford, et al., 2008; RCEP, 1995; TEST, 1991.

	Climate change
	Buchan, 2008; Clifford, et al., 2008; RCEP, 1995; Stern, 2007; 

	Land-use dispersal and loss of green-space
	Owens, 1991; Owens and Rickaby, 1992; RCEP, 1995; TEST, 1991; Wood, et al., 1994.

	Aesthetics (visual and light pollution)
	Clifford, et al., 2008;


There are also marked impacts on social inclusion and deprivation, as lower income groups are frequently found in lower-cost accommodation in areas suffering more from the impacts of traffic, and because car-dominance has led to dispersed urban form, excluding those without cars from access to goods, services, recreation, health-care, education and work (Social Exclusion Unit, 2003).  These impacts are particularly acute in the countryside (Commission for Rural Communities, 2006; 2008), where local services have been undermined by extensive car ownership, allowing greater freedom of choice for car owners, coupled with the centralisation of services for reasons of profitability and cost-cutting, on the basis that ‘most people’ can still reach them by car.  Non-car-owning people and, especially, people without driving licences are in a particularly bad position.  Many families who can ill afford it have to run a car, or a second car, such that they cannot afford to use public transport where it is available.  Car ownership statistics actually mask access deprivation in any case, as only one member of a one-car household can use it at any one time.  The problem has been recognised for some time (Moseley, 1979), but little has been done to remedy it. Indeed, areas that receive large amounts of tourist traffic suffer from the impacts without the benefits, as car users tend to shop less at local shops and services than those who come by foot, pedal cycle and public transport (Sparkes and Wood, 2009).

At the other end of the scale, the modern level of international trade and travel, the latter facilitated by cheap flights in particular, carries with it risks connected with the transfer of organisms between normally separate ecosystems.  This has happened ever since humans started moving out of Africa, and particularly since the first explorers crossed oceans in reed boats and longships, but now occurs on such a large scale that there are severe threats to biodiversity and human and animal health.  Current levels of air travel mean that SARS and Swine Flu have proved practically impossible to stop appearing rapidly around the world (although their subsequent local spread have then be curtailed, at least so far).  Today’s industrial, global food industry has led to animal diseases spreading rapidly, in part as a result of disease control policies that belong to an earlier age.  For example, H5N1 (Bird Flu) has mainly spread by poultry movements, with only a small contribution locally by wild birds (Gauther-Clerc, et al., 2007).  In 2001, Foot and Mouth Disease was spread around Britain by animal and meat movements, some illicit (Woods, 2004).

Generally, the development of a more footloose, globalised society and economy inevitably leads to erosion of local distinctiveness and diversity, whether independent, local village stores or minority languages (Goldsmith and Mander, 2001). This loss of cultural diversity is as serious as the loss of biodiversity, particularly as the global society becomes ever more vulnerable to perturbations in its foundations.  Indeed, the more we travel, the more dependent we become on the means by which we travel.  Therefore society becomes more vulnerable to, especially, fuel supply problems.  Furthermore, mobility may give freedom of choice and welfare benefits, but travel can also take time away from more meaningful activities and gradually erode individuals’ connection to society (Vilhelmson, 1990).  

4. FREEDOM OF MOVEMENT AND CHOICE OF DOMICILE: HUMAN RIGHTS?

In an open, democratic country, these are considered basic freedoms, although they tend to disappear on congested roads and commuter trains.  However, at what point should these individual freedoms give way to other people’s freedoms, to live in the village in which they were born, to live without the burden of running a car, to be able to walk and cycle in safety (or just travel, if no car is available), or to breathe clean air? 

Freedom to travel, for some, is accompanied by a restriction on the freedoms of others, as a matter of course.  Generally, we accept restrictions on travel by certain means in certain places: only motor vehicles are allowed on motorways, whereas only pedestrians are allowed on Public Footpaths, for instance.  Likewise, few people object to a lack of access to enclosed private property (such as industrial complexes), places set aside for conservation or dangerous places, except in as much as these cut off desire lines, as is often the case with airfields and MOD ranges, for instance.  We also generally accept payment for access to certain places, where they are enclosed private spaces or where payment clearly contributes to upkeep.  Few people question the imposition of special rules for access to certain places, such as restrictions on photography. 

However, these restrictions do not, in general, impinge on basic rights.  The Universal Declaration of Human Rights (General Assembly of the United Nations, 1948) and the European Convention on Human Rights (European Court of Human Rights, 2003) have several articles that are pertinent to this discussion, as set out in Table 2.  There are a number of important things to note here:

· Freedom of movement concerns personal movement; there is no right to travel by any means.

· Access (to food, services, work, culture, quality of life, opportunities for personal development etc.) is required, not mobility.

· These rights apply to all, without discrimination; it should not matter whether one is able-bodied or disabled, is young or old, can afford to live in a quiet location or not, drives a car or not, and so on.  In addition, there is the issue of inter-generational equity, i.e. the rights of future generations to enjoy the same freedoms as we enjoy today, which is a key element of sustainable development

· Quality of life, a good living environment, personal security and freedom from road danger, noise and air pollution, are human rights.

· Rights come with obligations.

In fact, these human rights are not currently achieved.  For instance, freedom of movement even within the countries that make up the EU discriminates on economic grounds, i.e. it is freedom of movement for capital and labour, not people (Apap, 2002).  

The limitations on freedom because of access deprivation, particularly in the countryside, were mentioned in section 3, above.  Disabled and vulnerable people are frequently disadvantaged by the dominant transport system and the land-use system that has developed around it.  Car dominance, unfriendly and unstaffed public transport, and a poor public realm create personal security issues.  Many people find they have to “either endure fear when travelling or else be restricted in their participation in various activities.  Either way they must limit their lifestyle: personal freedom is being constrained” (Atkins, 1990, p.114).

Traffic also suppresses human interaction – as shown in 1969 in Appleyard’s famous study of streets in San Francisco (Appleyard, 1981) and Hart’s more recent study in Bristol (Hart, 2008).  In this country, the street has been taken over as a transport artery to the exclusion of all other activities in most places.  Yet it is also a recreational resource, whether for neighbourly chats, jogging or window-shopping, and the playground of first choice for children, who instead are now generally restricted to back gardens, where interaction with others is limited, or formal play areas (Williams, 1995).  Often, children have to be escorted, frequently driven, to these play areas, which is part of the problem of children’s freedom of movement being restricted and physical activity reduced by the dominance of the car (Hillman, et al., 1990).  

Table 2. Articles in the Universal Declaration of Human Rights (UDHR) and European Convention on Human Rights (ECHR) pertinent to freedom of movement and the right to travel (General Assembly of the United Nations, 1948; European Court of Human Rights, 2003)
	UDHR
	ECHR
	Details
	Relevance

	2
	14
	Entitlement to all these rights and freedoms, without distinction of any kind. 
	No discrimination.

	3
	2 & 5
	Right to life, liberty and security of person.
	Road danger; personal security.

	12
	8
	Right to respect for privacy, family and home.
	Noise, pollution and danger.

	13
	(Protocol 4) 2
	Right to freedom of movement and residence within the borders of each state, and the right to leave any country, including their own (and return to their country – UDHR).
	Personal movement without hindrance; not how one moves.

	18
	9
	Right to freedom of thought, conscience and religion, incl. the freedom to manifest their religion or belief in teaching, practice, worship and observance.
	Access to places of worship; need for tranquillity, etc.

	20
	11
	Right to freedom of peaceful assembly and association.
	Personal movement.

	22
	N/A
	Entitlement to realization of the economic, social and cultural rights indispensable for their dignity and the free development of their personality.
	Personal movement; danger, pollution, etc.

	23
	N/A
	Right to work and to free choice of employment.
	Personal movement.

	24
	N/A
	Right to rest and leisure, including periodic holidays with pay.
	Access to recreation.

	25
	N/A
	Right to a standard of living adequate for health and well-being.
	Access to quality of life.

	26
	(Protocol 1) art. 2 
	Right to education. 
	Access to education.

	27
	N/A
	Right to free participation in community cultural life.
	Access to cultural activities.

	28
	N/A
	Entitlement to social and international order.
	Personal security.

	29
	Various
	In the exercise of their rights and freedoms, everyone shall be subject only to limitations for the purpose of securing  recognition and respect for the rights and freedoms of others and of meeting the requirements of morality, public order and general welfare in a democratic society.
	Rights come with obligations.


Reclaiming the street from traffic, greening the local environment and ensuring access to ‘green infrastructure’ close-by is now recognised as vital not only for environmental reasons, but also for people’s well-being and health, particularly through exercise, including ‘active travel’, i.e. walking, cycling and even using public transport (Besser & Dannenberg, 2005; Bird, 2004; 2007; Giles-Corti, 2006; Pretty, et al., 2005; Sparkes & Wood, 2009).  The National Institute for Health and Clinical Excellence has recently issued guidance to encourage improvements (NICE, 2008).

As well as green-space close to where people live, access to the countryside is important to health and well-being, and acknowledged, if selectively, in law (Sparkes and Wood, 2009).  However, there is still no general ‘right to roam’, along the lines of the Swedish Allemansrätt, despite many years of campaigning by walkers and others (Shoard 1999; Kay, 2002).  The Countryside and Rights of Way Act 2000 merely gives rights of access to selected areas, which have had to be mapped specially for designation as Access Land – a significant resource cost for Natural England and its predecessor, The Countryside Agency.

Countryside access received a major blow in 2001, with the advent of Foot and Mouth Disease.  Despite this being a curable disease, to which today’s cattle are only especially vulnerable because of narrow, production-focussed in-breeding, the Government elected to follow an already discredited programme of culling and exclusion, in a desperate attempt to prop up a dysfunctional meat industry.  Many farmers and their families were quarantined and the countryside was closed to visitors, particularly on foot, despite the lack of evidence of disease transfer in this manner (it was actually spread by commercial animal and meat movements).  This policy, with its authoritarian removal of the freedom to travel, was an unmitigated human, animal-health and economic disaster, costing £1.3 billion in compensation alone, equal to the lost exports in the livestock industry that the Government was desperate to avoid, and dwarfed by the approximately £5 billion losses in the tourism and associated industries (Woods, 2004).

In the aftermath of this debacle, the demise of the Ministry of Agriculture, Fisheries and Food, and its replacement by the Department for Environment, Food and Rural Affairs, The Countryside Agency devoted more resources to welcoming people back into the countryside and stimulating the rural economy in other ways.  It was in this climate that the Widen the Choice partnership began its life 1.   Sadly, seven years later, sustainable access to the countryside no longer interests many funding bodies.

Freedom to travel is also not only about getting from A to B.  It also includes the freedom to choose.  This can be economic, such as whether members of a poor rural family can afford to take the bus where it is available, because they are forced to run a car when they cannot really afford it.  It can also be about well-being, psychological peace and sense of self, and indeed about the experience.  Being able to cycle (safely) or just travel independently helps self-esteem, especially for vulnerable people.  Indeed, for many people with access deprivation of one form or another, being able to get out at all can give a real sense of achievement.  At the other end of the scale, many people have chosen to live at great distances from friends and family, based on cheap travel.  Yet, as they have made that choice, do they have a right to visit the place and the people they left behind?  Those in the past who migrated any distance had no choice.

Choice operates at a smaller scale too.  There is, for instance, the freedom to ride a bike and feel the wind in one’s hair, unrestricted by a helmet 4.   Others, of course, benefit from the freedom to drive fast, souped-up cars, with their catalysts removed between M.O.T.s to improve perceived performance.  There has to be a balance between personal freedoms and those of others.

The ‘right’ to travel by a particular, selectively advantageous form of transport is clearly of a different order to the right to travel per se.  The right to drive a motor vehicle on the public highway crept in almost under the radar.  The use of cars by a privileged few was tolerated and became a de facto right in the early twentieth century, aided by it being a symbol of a status to which many people aspired.  “The clash between individual and collective interests is a source of almost unparalleled contentiousness which plagues deliberations over transport policy and planning to this day” (Headicar, 2009, p. 68).  Indeed:

“A quarter of the area of many city centres is made up of road space.  Of that space, perhaps two-thirds is given over solely to motor vehicles …  Although the area for motor vehicles is ‘public’, pedestrians may not loiter without fear of being cautioned by the police for wilful obstruction.  Even on the footpath pedestrians may not sit, play, demonstrate, entertain, or ply their trade.  Contrast this with the rights of the car driver.  He … may career down the road while the authorities clear everybody else out of his way.  He can even leave the thing parked in the road.”  (Smith, 1984, p. 46).

Direct danger from traffic infringes human rights (Davis, 1993).  Stated simply, if someone propels a tonne of metal in the vicinity of other people there is a risk that they might hit someone with it.  This is not a shared risk; it is a risk imposed by the driver on other people.  If those other people have to adapt their lives to avoid the risk that the driver imposes upon them, then their freedom is restricted for the sake of the driver’s convenience. The driver’s convenience cannot be equated with the freedom of the people on whom they impose the risk.  In as much as an individual's freedom does no harm to others, it should not, in a free society, be restricted - whether by government or by those who like playing with tonne-weights of metal.  As soon as that freedom imposes risks on others, then, in order to maintain a free society, it is reasonable to regulate it.  
5. PRICE

In general, we pay to travel and there is a general assumption that travel will become cheaper over time.  Thus, when the price goes up, it is unpopular.  When the price rise is due to fiscal intervention (taxation), rather than the operation of the market, people invoke freedom to travel as an objection, and ‘fuel protestors’ blockading oil depots generate popular support.  But, why is a market price considered natural and one influenced by tax or subsidy unnatural?  

The market operates basically as a complex of exchanges, facilitated by money.  The amount of money that changes hands depends on many factors, including how much money has had to be spent in order to make a product,  reasonable recompense for the producer’s and seller’s time, storage and marketing costs, and so on, and how much demand there is in relation to supply.  However, even without regulation, taxation and subsidy, this is a profoundly simplistic view of the market.  To start with, prices are set as much by ‘what the market will bear’ as by genuine production costs.  International suppliers (e.g. of software or DVDs) regularly price their goods differently in different countries, according to what they think the market will bear, regardless of relative costs in those countries, protected by different licensing for each country.  Furthermore, if the market price is too low, production will usually not happen.  This is just one example of what is known as ‘market failure’: where something that is socially or environmentally desirable is not provided because too low a return would be generated.

In addition, demand and supply themselves are manipulated by advertising, cartels and by second-guessing what competitors or customers will do in certain circumstances, which are not, of course, completely independent variables.  One particular area of the market has a profound effect on the rest, that being the financial services sector, centred around the banks.  As recent events have shown, the irrational and greedy activities of financial institutions can result in economic collapse on a national scale.  Yet our governments try to prop up a failed system by bail-outs rather than build a more sensible economic model.  The global free market is not inevitable, desirable, or even economically efficient (Morris, 2001).

There is nothing sacrosanct about market prices.  If a business finds its capacity risks being overstretched, it has two basic options (which are not necessarily mutually exclusive over time): expand its capacity (which may not be possible in the short term at least) or adjust its prices to bring demand into line with supply.  This is exactly what taxation and levies for social and environmental ends do, but on a larger scale.  The planet’s carrying capacity for certain activities is limited, so it is surely perfectly legitimate to use price to reduce demand for them.

This is the principle behind Ecological Tax Reform (ETR), although it is more nuanced than the above example (McClaren, 1998; Smith, et al., 1998).  ETR shifts taxation onto the things society wants less of, such as virgin and non-renewable resource use, land-take and polluting emissions, and away from things it wants more of, such as employment.  Tax revenue is used to subsidise socially and environmentally desirable things.  ETR is socially and environmentally progressive.  

6. ‘TRAVEL BROADENS THE MIND’: FREEDOM OF SELF-DEVELOPMENT THROUGH EXPERIENCE OF EXOTIC, NEW PLACES AND PEOPLE

This has always been a reason for travel; ancient Rome had tourists and Medieval European pilgrimage was often the only way of ‘getting away from it all’, if in travel conditions that make modern airport delays seem positively relaxing.  Whilst new experience can often be had around the corner, if we are open to it, the easier and cheaper travel becomes (and the underlying trends have yet to change fundamentally despite erratic oil prices and the ‘credit crunch’), the further we choose to go.  The Mediterranean is no longer exotic; as its beaches and resorts are filled with northern European sun-seekers, so the wonder-seeker has to go further.  As they do so, the sun-seeker resorts follow them: to Turkey, Goa, the Seychelles…  As more people get broadband-fed images of and information on the far corners of the planet, wanderlust is fuelled rather than sated, and the world is not enough; as low-orbit passenger space flights become available, the cake simply gets bigger.  Again, there is a down side in the form of pollution, climate change, erosion of biodiversity, cultural homogenisation, global pandemic disease and an ever-widening gap between the global rich and poor.

Jean Verdon compared modern-day travel with that of the Middle Ages (Verdon, 2003, pp. 325-6):

“Because of their routine character, their proliferation, and their speed, present-day journeys are not really seen as journeys.  Above all, there is today a frenzy of travel, but travel has lost its character, becoming nothing but a frantic flight from the self, a reflection of the inability to live fully in everyday activities that have indeed become unbearable, and a reflection as well of the aspiration for another world. … In the Middle Ages, travel was essentially movement linked to certain necessities or, for a few adventurers, a quest, an opening out, but not a flight from the self.” 

Pilgrimage, in the Middle Ages as now, is a journey within as well as a journey across the landscape.  Whilst some, longer-distance pilgrimage is an escape from everyday cares, it is not an escape from the self.  Indeed, the freedom from the everyday gives mental space for the inner journey.

Pilgrimage may be over unfamiliar terrain, or may be to a local shrine, but (contra Duffy, 2002) the journey is special either way – even if combined with a visit to the market!  In the Middle Ages, the longer pilgrimages tended to be for more spiritual ends, whereas the local ones were more for problem-solving.  However, whether for devotion, expiation of sins, cure, other help, thanks or an indulgence (time off from Purgatory), a “journey, however short, had to be involved, but it was perhaps just as important to the definition of a pilgrimage that it was for the participants an occasion in their lives” (Webb, 2000, p. xv.). 

Just as modern tourism seems to have grown out of Medieval pilgrimage, so pilgrimage, or religious tourism, has seen a resurgence in recent years.  This phenomenon can be difficult to disentangle from general tourism, particularly as religious affiliation has undergone dramatic transformation, with some people abandoning old established traditions in favour of new, revived and independent paths, and some embracing simpler, evangelical messages or traditional faiths that offer security in uncertain times.  The boundaries of what can be considered pilgrimage or religious travel have broadened (Kaelber, 2006).  Pilgrims, and tourists, are not a homogenous group (Olsen and Timothy, 2006).  Like tourism in general, pilgrimage in the modern age can bring negative environmental and social consequences too, not the least of which is the impact of motorised travel.  This is a concern to some pilgrims, whereas others, following more world-denying, evangelical paths, ignore it and, in apparent contradiction to many of their faiths, are more readily exploited by the commercialisation of religious tourism.

New York Jewish novelist Cynthia Ozick (1983) wrote: "A visitor passes through a place; the place passes through the pilgrim. A visitor comes either to teach or to learn, or perhaps simply and neutrally to observe; but a pilgrim comes on purpose to be taught renewal." Similarly, but with different terminology, I recall a Windermere guesthouse proprietor making a distinction between ‘grockels’ and ‘visitors’ – in my favour.  The grockel does not truly engage with the local community, but is there solely for hedonistic purposes; the visitor does engage.  Grockels do not need to come to a certain place in order to gain the benefits they seek, whereas the visitor does, Ozick’s pilgrim the more so.

7. THE OTHER SIDE OF THE COIN

Freedoms necessarily come with responsibilities, rights with obligations, as shown by the Universal Declaration of Human Rights (Table 1).  The Swedish Allemansrätt and the limited British countryside access arrangements both come with codes of behaviour, the Country Code in the British case.  The Highway Code embodies the rights and obligations road users have in respect of one another.  There is often abuse, which fuels landowner demands for exclusion and calls from one group of road users or other for enforcement, and one can debate the equity of some of the ‘Rules of the Road’, but the fact that most people abide by them, most of the time, demonstrates that they do not expect their rights to come free.

So, do we have a ‘right’ to travel?  On balance, we do, but not at the expense of other people’s rights and freedoms, and the needs of the biosphere and indeed the economy.  It is good to meet different people, experience other cultures and expand our intellectual and spiritual horizons.  It is good to recreate, to recharge our batteries, have a change of scene and experience excitement, but this does not have to be done on the far side of the planet.  It is good to live in calming, green surroundings, but this does not have to mean everyone (who can afford it) living in dispersed dormitory settlements separate from their economic base.

8. DECOUPLING EXPERIENCE FROM MASS-TRAVEL

Having explored the issues, what policies could help facilitate recreation and self-development, whilst reducing the consequent aggregate amount of motorised travel generated?

First, we need to look beyond congestion.  We know that increasing the available vehicle capacity of a road, whether by new construction or some forms of demand management, tends to increase traffic, at least over the medium and long term, by unleashing suppressed demand (see, for instance, SACTRA, 1994).  We also know that reducing road capacity tends to lead to a reduction in overall traffic levels (Cairns, et al., 1998).  Travel time savings are used to allow more travel; average daily time expenditure on travel is remarkably constant; around one hour in the UK (Metz, 2008), 80 minutes (including walking) in Sweden (Vilhelmson, 1990), for instance.  Congestion is just a symptom of excessive travel demand and relieving it can lead to increased travel (Newman and Kenworthy, 1999).  Congestion charging and generalised road pricing are therefore poor tools for reducing transport intensity overall, and particularly for reducing energy use and carbon emissions.  As Stern (2007) points out, we already have road vehicle fuel duty, which is a close proxy for a carbon tax, and is effective in changing travel and fuel use (Schipper, et al., 1993).  Similarly, we cannot rely on technology on its own to solve the problems, as it cannot provide sufficient reductions in emissions (Buchan, 2008) and cannot deal with danger and equity issues (Falconer and Newman, 2008).

Next, we need to question speed.  As well as the obvious safety benefits of road speed limits, the value of speed and associated time savings to society and the economy are grossly over-rated.  The faster we go and the further we can travel and return in a single day, the more we travel, and the weaker social ties become.  The ‘freedom’ of a few to travel at high speed undermines the freedom of others to travel more sustainably.  It also causes a greater concentration of economic activity in overheated city regions, with their associated commuter belts.  High-speed rail is a microcosm of this problem, seen by some as a panacea, revitalizing the railways and reducing the demand for air travel, but actually increasing the overall amount of travel and its environmental and social impacts (Whitelegg and Holzapfel, 1993). 

Here is the big problem with current public transport investment.  Only those infrastructure schemes which can be shown to increase aggregate travel demand are given the go-ahead.  Schemes like Crossrail, for instance, are likely to increase travel distances, transport energy use, and car use, as the London commuter belt is pushed further out, with access to railheads tending to be by car.

Then there is the destination to consider.  Long-distance pilgrimage in the Middle Ages was most valuable not so much because of the glories of Rome, Jerusalem or Compostela, but because of the difficulty of making the journey.  Not all religious traditions expect pilgrimage to be a life-threatening ordeal, of course, but it is not meant to be easy.  Even outside of a religious context, the more we put in, the more we get out of a travel experience.  Does being able to go to Jerusalem repeatedly, rather than once in a lifetime, increase the value of the journey(s), or devalue the destination?  Equally, does a destination need to be exotic to satisfy us?  The RSPB nature reserve at Minsmere on the Suffolk coast may be a flagship reserve, but birdwatchers from other parts of the country have similar opportunities closer to home as well.  How many visitors to country houses have a real affinity for many they visit?  Ticking off a list of tourist attractions does not amount to engagement or genuine experience, whereas repeat visits to relatively local properties can give a greater depth of understanding and a fuller experience. 

Decoupling experience and genuine benefits from excessive travel requires a number of inter-related policy strands, including Ecological Tax Reform (as described in general terms in section 5, above), deceleration of transport, and planning policies that take local sustainable development as the bottom line, rather than economic ‘growth’.  Examples of these policies are given in Table 3, below.  They are not new, and have been articulated at least in part by many others, to varying degrees and in varying language, according to their audience and specific field of interest (e.g. Buchan, 2008; Falconer and Newman, 2008; Headicar, 2009; Müller, 2006; Pretty, 1998; RCEP, 1995; Ward, 1991).

However, transport and planning policies can only do so much, as there are wider factors that impact on travel choices.  Issues outside of transport and spatial planning include:

· ‘getting away from it all’ can for some also mean (and always has meant) getting away from people who recognise them, so as to do things they might be ashamed of in their company, or even be arrested for;

· immediate gratification is not only assumed by many people in Western society, it is positively encouraged by advertising and low-interest credit, and is embodied in the economic principle of discounting, which in itself goes against the principle of inter-generational equity (Smith, et al, 1998);

· the pursuit of economic ‘growth’ is itself a problem; we need to move to a steady-state economy (Daly, 1976; 2008).

Nevertheless, the input that transport and spatial planning can have directly needs to be maximised.  This requires an holistic view of life and the economy, a new realism that does not try to divide people’s lives into neat boxes, but accepts and celebrates the overlaps between such areas as work, leisure, education, health and environment, and that sees community development as an outcome of spatial planning, not a soft add-on to make badly designed neighbourhoods function.

Table 3. Key policies

	Policy strand
	Examples

	Ecological Tax Reform: increasing the relative money cost of travel, especially by car and more energy-intensive modes, such as air and high-speed rail.
	Fuel tax (petrol, diesel and kerosene).

	
	Taxation on car ownership.

	
	Carbon credits for personal transport and household energy use (50% of consumption) and a similar system for organisations (Hillman, 2004). 

	
	Financial and regulatory support for local and regional public transport, non-motorised travel facilities and local car clubs.

	
	Removal of employment taxes (e.g. employers’ National Insurance contributions).

	Deceleration of transport: increasing the relative cost of travel in terms of time.
	Removal of time savings and trip increases as benefits from infrastructure planning appraisal.

	
	A presumption against road and airport expansion, and high-speed rail routes.

	
	Prioritisation of walking, cycling and local public transport over private car traffic.

	
	Planning for traffic degeneration (mainly reducing road capacity for private motorised vehicles).

	
	Strategic reductions in road speed limits, enforced by vehicle speed limiters.

	
	Reform of traffic policing to remove the current bias in favour of motor vehicle traffic flow.

	Planning for local sustainable development (relocalisation: see Hines, 2000).
	Fostering sense of place and local distinctiveness. 

	
	Making localities more liveable, through greening and good urban (and rural) design.

	
	Particularly, ensuring access on foot and pedal cycle is safe, convenient and attractive, both in towns and the countryside (public rights of way and an expanded ‘right to roam’).

	
	Spatial and economic planning policies that prioritise the local economy and local production over international trade.
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Notes

1 Widen the Choice has been a unique transport partnership, making it easier for people to explore the countryside by sustainable transport. Established in 2002, Widen the Choice worked to develop joined-up, sustainable recreational transport across the East of England. It brought together Britain’s two largest conservation charities, The National Trust and RSPB, with Natural England.

2 Evidence comes from offerings, interpretation of the capacity of ceremonial or ritual spaces, and the likely human resource required to build megalithic and similar structures.

3 The Royal Highways were supposed to be four in number: Watling Street, Ermine Street, the Fosse Way and Icknield Street.  The myth appears in Henry of Huntingdon’s Historium Anglorum (c. 1131) and is embellished in Geoffrey of Monmouth’s Historium regum Britannie (c. 1138).  In between, it appears in the unofficial law code Leges Edwardi Confessoris, allegedly collected for William the Conqueror in 1070 (Cooper, 2000), but probably written in the early twelfth century (O’Brien, 1999).  The extant redaction of this text includes the following reference (paragraph 12/12c): “There are many types of the king’s peace: …another which the four roads have, that is Watlingestrete, Fosse, Hykenildestrete [Icknield Street or Way], Erningstrete [Ermine Street], of which two extend for the length of the kingdom, the others across the width;…” (translation based on O’Brien, 1999).  Henry, Geoffrey and the author of the Leges were all associated with Bishop Alexander of Lincoln and are clearly not independent sources (Cooper, 2000).

4 Which provides limited real protection in any case.  See http://www.cyclehelmets.org.
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