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on the Dartmouth Park Low Traffic Neighbourhood proposals

David Metz, resident of Laurier Road and honorary professor at the UCL Centre for
Transport Studies.

In July 2024 Camden and Islington Councils published detailed proposals for a
‘Dartmouth Park Area Healthy Neighbourhood’, which involve major changes to
traffic flows with the aim of improving the local environment. Generically, this is what
is usually termed a Low Traffic Neighbourhood (LTN), so | will refer to the present
proposals as implementing the DP LTN. The proposals aim to reduce traffic in DP by
substantially impeding through traffic that has no business in the neighbourhood. As
well as the published proposals, | have taken account of what was said at the online
presentation of 17 July 2024.

The previous government commissioned a review of the evidence of the impact of
LTN schemes, which reported in March 2024 (ref 1). A total of 99 schemes were
identified, of which 82% remained in place and 18% had been removed. Arlington
Road, Camden, was one of four LTNs for which residents were surveyed. The main
conclusions derived from all the evidence collected were that LTN’s are effective in
reducing traffic on internal roads, although outcomes for boundary roads were
mixed; air quality on internal roads has improved, but that on boundary roads varied;
and impact on walking and cycling has been mixed.

Transport for London has summarised experience of LTNs in London, concluding
that the evidence to date consistently shows that they are having a positive impact
on the lives of people living and working in London, although the impacts take time to
develop (ref 2).

There have been academic studies, notably Thomas and Aldred’s review of 46
London LTNs for which monitoring data was available, finding substantial falls in
traffic within schemes, but on boundary roads little change in the overall average
traffic but substantial variation across schemes (ref 3).

In general terms, it would be desirable to reduce through traffic within DP, the
magnitude of which seems to have been increasing in recent years, likely due in part
to the wide use by drivers of satnav that indicates the fastest routes, often on smaller
roads such as Swain’s Lane that are best suited to walking and cycling.

The evidence presented in support of the DP LTN includes historic traffic count data
for many of the roads. But no information is available on the origins, destinations and
purposes of trips, which means that traffic modelling of likely outcomes of the
scheme is not possible. Gathering information on trip origins, destinations and
purposes requires considerable effort and expense, employing household and
roadside surveys, GPS and mobile phone data, and in general would only be
attempted for proposed major road schemes, not for proposed LTNs. So one can
only speculate about likely changes to traffic flows in DP. But because implementing
the LTN does not involve major and irreversible road works, a trial-and-error
approach is justified, encouraged by the findings of the 80% success rate noted
above and by the withdrawal of 20% which failed to meet expectations.



Nevertheless, some questions about likely changed traffic flows may be posed. For
instance, judging by the difference in flows at the morning peak between school term
time and holidays, there is a fair amount of ‘school run’ traffic. This seems likely to be
mainly the consequence of DP residents dropping off children at schools outside the
neighbourhood (nearly 40 per cent of teenagers living in Camden are now learning in
fee-paying schools at secondary level), as well as non-residents driving children to
the four secondary schools within DP. But without knowing which schools are the
destinations, it is hard to estimate to what extent such trips would persist with the
implementation of the LTN (the alternative being more children making their own
way), but taking more time and covering greater distances, so generating more traffic
to offset the reduction in through traffic having no business in DP.

Another location where morning and evening peak flows are noteworthy is Chetwynd
Road, a major E-W route. The implemented LTN would prevent eastbound flows, but
the traffic impact would depend on the origin and destination of journeys and hence
the opportunities for wider diversion beyond the LTN’s boundary roads.

In the absence of traffic modelling of likely flows with the LTN in place, we can only

pose questions about the key outcomes:

e The net overall traffic reduction: the extent to which the reduction in through
traffic is offset by increased distances travelled to addresses in DP by residents,
delivery vehicles, taxis etc, as well as increased distances travelled by residents
out of the LTN.

e The extent of diversion to boundary roads.

e The extent of ‘disappearance’ of traffic.

‘Disappearance’ refers to the way in which traffic reduces in response to some
impediment to flow. Time is always a constraint on travel. Impediments such as
congestion or, in the present case, the need to travel greater distances, prompt
some drivers to make alternative choices where feasible: an alternative route where
delays are less, an alternative mode of travel, an alternative time of departure, an
alternative destination (for instance for shopping), or not to travel at all (such as
ordering goods online). There is good evidence for the reality of traffic disappearing,
although the extent depends on the nature of the location. The availability of good
public transport is helpful. One possible source of traffic disappearance would be if
parents bring forward the point in time when they cease to take their children to
school by car, letting them travel independently by public transport or on foot.

Given the inevitable uncertainties about travel volumes, both for individual roads,
internal and boundary, and in aggregate, two approaches are worth considering.
First, to exempt residents from penalty charges for passing camera-enforced traffic
filters. This would allow residents to take the more direct route, reducing traffic in the
neighbourhood, while blocking through traffic. Second, the camera-enforced traffic
filters might operate only at peak times, as for Healthy School Streets, preventing the
bulk of through traffic.

In any event, it would be usual to implement the LTN for a trial period before a
decision on firm plans. It is common with such schemes to initially implement by
means of an Experimental Traffic Order, which is limited to a period of 18 months



while the effects are monitored and assessed, after which decisions are made
whether or not to continue with the changes on a permanent basis (ref 4). A
commitment by Camden and Islington to a reliable means to assess local opinion
would be desirable, based on data from monitored traffic flows before and after
scheme implementation. It is worth recalling that the Dartmouth Park Neighbourhood
Plan was adopted by Camden in 2020 following a local referendum.
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