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Introduction

The Traffic Management Act 2004 (TMA) provides the basis for achieving better conditions
for all users of the national and local road networks, including pedestrians, cyclists and those
on public transport. It does this by introducing new powers and duties on highway authorities
to keep roads clear and traffic moving. The Merseyside district authorities along with its
partners (the partnership) are committed to adopting a co-ordinated and pro-active approach
to the management of networks both within their own boundaries and across into
neighbouring authorities.
Merseyside supports the aims of the TMA as it tightens
the existing regulatory and legal framework to control
works and disruptions on our roads and footways. The
TMA also supports our aims and objectives in the Local
Transport Plan. This will enable us to more easily
address problems of congestion, delays and accidents
whilst at the same time improving journey times and
hopefully, reliability. It is recognised and accepted as a
critical element of the wider congestion strategy for
Merseyside.
The issue of congestion is seen as particularly
challenging in the city of Liverpool as more people
coming to work, visit and live there. Figures for 2004
show the population of Liverpool and the surrounding
area as follows:
Population
Liverpool
Merseyside
North West

444,500
1,365,800
6,827,200

This population is expected to grow and certainly Liverpool City Centre is undergoing a
renaissance and the population as of May 2006 is currently estimated at 13,500 from below
2,300 in 1991. With the number of new residential developments taking place and being
proposed, it is likely that the City Centre population figure could grow to 20,000 by 2010.
The immediate issues for co-ordinating and managing Merseyside’s roads are clear with the
regeneration currently taking place. Certainly Liverpool’s status of European Capital of
Culture 2008 adds to the challenges that we face, with an extra 2 million visitors expected to
attend the festivals in 2008. The potential long-term legacy of these visitors for Merseyside
and the surrounding region and ongoing tourism-related growth beyond 2008 is
considerable.
The resultant peak hour traffic in the City Centre has already grown by 4% since 2001 and
this area is considered as the main economic driver for the region, with half of all anticipated
jobs on Merseyside being located in the City Centre by 2010, following the completion of
developments such as Liverpool One and the Kings Waterfront.
This document sets out Merseyside’s approach in meeting the aims of the TMA, and in
particular the Network Management Duty and identifies further actions that we intend to take.
It has to be recognised that Merseyside already has in place a package of mechanisms to
co-ordinate traffic on our roads. These are to be reviewed and amended accordingly if
deemed appropriate.
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Work is already underway of identifying and collating all the information that relates to
activities that can affect the highway network. No attempt has been made to describe all of
Merseyside’s activities and strategies as these are already well documented in various
documents such as the Local Transport Plan, Road Safety Plan, etc. This document is to be
seen very much as a ‘work in progress’ as we continue to develop strategies and policies, as
well as reviewing and formalising existing practices.
This document, Part A, describes the Merseyside approach to Network Management and
Part B describes Local Policies and Procedures, there being a separate Part B for each
Merseyside district

-2-

2

Background Information

The Traffic Management Act 2004 (TMA) received Royal Assent on 22 July 2004. It
seeks to provide better conditions for all road users by eliminating or reducing the
causes of congestion through the effective management of the road network.
The TMA will introduce some new powers and enhance existing legislation under
one overarching umbrella duty. The existing legislation affected by the TMA
includes:
•

•

•

•

Highway Authority under the
Highways Act 1980, principally
dealing with the infrastructure of
the road network;
Street Authority under the New
Roads and Street Works Act
1991, principally dealing with utility
street works;
Traffic Authority under the Road
Traffic Regulation Act 1984,
principally
concerned
with
regulating the use of the road by
different classes of users; and
Enforcement Authority under the
Road Traffic Act 1991 and the
Road Traffic (Permitted Parking
Area and Special Parking Area)
(City of Liverpool) Order 2002,
principally
concerned
with
enforcement of parking and waiting
contraventions.

The TMA contains seven parts, described briefly below:
•

Part 1:

•

Part 2:

•

Part 3:

•

Part 4:

•

Part 5:

•

Part 6:

•

Part 7:

enables the introduction of Highways Agency Traffic Officers to
manage incidents and the flow of traffic on the motorways in place
of the Police (not applicable to Merseyside);
places a duty on Local Traffic Authorities to ensure the
expeditious and safe movement of traffic (Network Management
Duty);
allows the introduction of permit schemes for highways and utility
works;
enhances the provisions under the New Roads and Street Works
Act 1991;
alters arrangements for traffic management in London to enhance
Transport for London’s strategic management role (not applicable
to Merseyside);
provides a single regulatory framework for the civil enforcement of
parking and some moving traffic offences; and
allows greater flexibility on the use of surplus fine income from
civil enforcement and blue badge inspection powers.
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The TMA seeks to make best and most effective use of the existing highways
network and to tackle congestion. The issue of congestion features prominently
within the Local Transport Plan (LTP), being one of the four shared priorities; the
others being safety, accessibility and air quality. The LTP is the principal strategy
required to support the aims of the TMA.

4
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Network Management Duty
Merseyside already fulfils many of the requirements of the TMA. However, it
is recognised that we are presented with an opportunity to consider and
review current network management practices, i.e. what works well, what
doesn’t work well and what else do we need to do?
The actions which Merseyside may take in performing that duty includes, in
particular, any action which it considers will contribute to securing:
•
•

•

3.1

the more efficient use of their road network; or
the avoidance, elimination or reduction of road congestion or other
disruption to the movement of traffic on their road network or a road
network for which another authority is the traffic authority;
and may involve the exercise of any power to regulate or co-ordinate the
uses and may involve the exercise of any power to regulate or coordinate the uses made of any road (or part of a road) in the road network
(whether or not the power was conferred on them in their capacity as a
local traffic authority)

Scope of the Duty
The TMA places a specific
Network Management Duty
(NMD)
on
Local
Traffic
Authorities (LTA). LTA's are
required
to
make
such
arrangements as they consider
appropriate for planning and
carrying out the actions to be
taken in performing the Duty.
The NMD came into effect on 4
January 2005.
Part 2 Section 16 (1) of the TMA states:
‘It is the duty of a local traffic authority to manage their road network with a
view to achieving, so far as may be reasonably practicable having regard to
their other obligations, policies and objectives, the following objectives:
(a)
securing the expeditious movement of traffic on the
authority’s road network; and
(b)
facilitating the expeditious movement of traffic on road
networks for which another authority is the traffic authority.’
Section 31 of the TMA specifically states that the term ‘traffic’ includes
pedestrians. So the NMD requires an LTA to consider the movement of all
road users, including pedestrians and cyclists, and not just motorised
vehicles.
The Department for Transport has produced guidance that elaborates the
NMD in greater detail than in the TMA. This guidance can be found at
www.dft.gov.uk.
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The guidance can be broken down into the following areas:•
•
•
•
•
•
•
•
•
•
•
•
•

appointment of Traffic Manager
identifying and managing different road types
co-ordination and monitoring of the road network
identifying locations where regular congestion occurs
dealing with planned events
management of incidents (scenario planning)
making best use of technology
management and enforcement of traffic regulation orders
accommodating essential service traffic
regular reviews of the network
emergency service provisions
consultation and engagement with stakeholders
provision of travel information to road users and the community

These areas will be discussed in more detail in this document.

3.2

Accessibility
The Highways Network is vital for the transport of people and goods, and the
condition and function of the network is particularly crucial for enabling
individuals to have access to key services that are critical for their life
chances, services such as employment, education, health, fresh food and
leisure.
The Merseyside Accessibility Strategy sets out to address accessibility issues
for the services listed above, in order to ensure individuals are able to obtain
equitable and reasonable access for all.
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The core aim of the Merseyside Accessibility Strategy is to promote social
inclusion by overcoming those barriers which impact on an individuals ability
to access job opportunities and other essential services that they need.
The aims of the Network Management Duty are entirely complementary with
the aims and objectives of the Access in that maintaining an efficient network
is important for meeting wider access needs. An effectively managed network
will lead to more reliable journey times. Improved reliability will in turn provide
confidence to the individual that travel times to key services can be met.
Any failure in carrying out expediently, works, that then as a consequence
generates traffic delays, could lead to frustration for the user. This is
particularly relevant in the context of other non-physical transport barriers
experienced by individuals such as difficulty in deciphering transport
information and limited individual travel horizons (not confident/unwilling to
travel certain distances). The Merseyside Authorities have implemented a
package of measures as part of the Lets Get Moving Initiative designed to
address these particular issues (Workwise initiatives – such as
Neighbourhood Travel Teams, Scooter Commuter, etc). This package of
measures delivered together with other access plan work programmes, has
already garnered Beacon Status for Merseyside Districts in partnership with
Halton by improving accessibility locally. Personal confidence for the
individual is key to the success of these schemes and any affect on the
reliability of journey times will have a direct effect the future success of these
initiatives.
The Merseyside Authorities work closely with the key service providers to
deliver improvements to accessibility whether that be through encouraging
service delivery changes or advising on physical infrastructure investment
programmes. Furthermore overall improvements to traffic flow on the
highway network which bring about improvements to the operation of the
Public Transport Network in addition as well as other sustainable modes of
travel will support the delivery of the Merseyside Accessibility Strategy.
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Compliance with Network Management Duty
The following links the work that has been done to date across the
Merseyside partnership to address the questions posed in the Guidance on
Intervention Criteria (the primary and subordinate questions), linking this to
the relevant sections of the LTP.

4.1

Regard for the network management duty guidance.
4.1.1 Considering the needs of all road users.
(a)

How does an authority manage the road space for everyone?
Chapter 6 of the LTP sets out the partnership’s approach to
developing the integrated transport network to meet the strategy for
the efficient movement of people and goods. This chapter details the
partnership’s commitment to ensuring a fair and equitable transport
network and the proposals to ensure the efficient movement of people
and goods through the integrated public transport network, support for
cycling and walking, and the freight strategy.
It also details the proposals for better integrated land use, the
operation of an efficient highway network, and the proposals for
smarter choices to support those measures including how it is
intended to underpin this strategy via the “Informed Choices”
communications programme.
The fundamental aim is the stitching together of the various elements
of the transport network and closely integrating the package to the
wider social, economic and environmental agenda.
Underpinning this approach is the belief that the transport system has
to be accessible to everyone and the need to find new ways to
engage and open up services for people who suffer from social
exclusion. This is detailed further in Chapter 9 which describes the
long term strategy for ensuring equality of travel opportunities for all.

(b)

Have the authority set out a clear understanding of the problems
facing the different parts of their network?
Chapter 2 of the LTP sets the overall context in which the Merseyside
Integrated Transport Strategy operates and the challenges and
opportunities that will be addressed during the second LTP period.
Chapter 3 of the LTP describes how the strategy has been shaped
based on a clear understanding of the context of the aspirations of the
Merseyside community and the wider context of the regional and
national agendas for transport in relation to the economy,
employment, health, education and housing.
Chapter 7 of the LTP sets out the partnership’s assessment of the
impact of rising traffic levels on the efficiency of the network These
include future projections of car ownership, traffic growth and potential
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congestion hotpots. It also details the proposals for addressing these
problems through effective network management supported by
integrated corridor management, intelligent transport systems,
efficient freight movement and the provision of travel information.
Chapter 8 of the LTP describes the problems relating to air quality on
specific parts of the network.
Chapter 9 of the LTP sets out the problems the partnership faces in
relation to accessibility and the proposals for ensuring equality of
travel opportunities for all.
(c)

Are they aware of the needs of different road users?
To ensure that all members of society are included and that everyone
has equal access to transport resources it is recognised that transport
users’ needs are diverse. This embraces race, gender, age, faith,
sexuality and disability. Chapter 6 of the LTP explores the needs of
different road users and demonstrates that the partners are aware of
them.
As stated previously, the underpinning philosophy of the LTP is that
the transport system has to be accessible to everyone and the need
to ensure equality of travel opportunities for all.

(d)

Have they balanced policies for addressing these problems and
needs?
Chapter 5 of the LTP describes the partnership’s overarching policy
objectives in support of it’s philosophy and aims are:
•
To provide appropriate infrastructure to support economic and
social regeneration.
•
To ensure accessibility to employment, education and
healthcare and prevent social exclusion.
•
To manage travel demand and traffic growth to maintain the
efficiency of the network and protect health and the quality of
life.
•
To ensure that transport plays a role in developing healthier
communities.
•
To protect and enhance the environment.
•
To make the best use of resources in achieving the above.

(e)

Have the local authority identified and grouped roads according to
their location and the activities on them?
The partners have developed a road hierarchy based on users and
mode priority which underpins the sustainable freight distribution
strategy and the integrated public transport network and also supports
the priority for high quality pedestrian and cycling environments.
This hierarchy (see LTP chapter 6) provides the principal focus for the
Partners’ Traffic Managers in undertaking their network management
duty and is an important component of the proposals for managing
congestion.
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(f)

How have the authority shown that they have balanced competing
demands while continuing to manage their network efficiently?
Chapter 4 of the LTP sets out the consequences of anticipated
economic growth in terms of likely increases in demand for travel.
This anticipated rise in economic growth and prosperity coupled with
existing lower than average levels of car ownership provides scope
for large rises in personal travel. The same can be anticipated in
terms of commercial and freight traffic.
The need for a safe, modern and efficient transport network to support
the growing economy, and ensure access to jobs and opportunities is
critical for this. Equally, the demand for access to the city centre has
shown that there are real opportunities to grow public transport
patronage and affect modal shift.
Our Aim is to provide a safe and efficient transport network that
supports regeneration and seeks to minimise delay and disruption.
Our longer term strategy is to manage for growth of travel demand
and ensuring for the efficient movement of people and goods.
As described in Chapter 4 of the LTP, the partnership is developing a
Merseyside Strategic Model (MSM) to assess the likely impacts on
traffic levels and transport demand.
MSM demonstrates that a combination of public transport
improvements and car access demand management provides an
attractive package that maintains a high level of economic activity and
trip making to the City Centre, with a more sustainable mix of
transportation usage to access the centre.
The net effect of this package is predicted to reduce car modal share
for access to the city centre by around 5%.
To manage traffic growth in to the City Centre and preserve its unique
urban fabric will require an integrated package of measures designed
to address both the challenges of congestion and air quality. The
partnership has set targets for performance indicators for the City
Centre, which have to be dealt with collectively as they each impact
upon each other. Chapter 7 of the LTP describes a package of
measures that will be put in place to meet these City Centre targets.

(g)

In reaching decisions on competing demands, have they taken
account of their policies and the particular circumstances of the part of
the network being considered?
Each district will make decisions in relation to competing demands in
accordance with their own local policies and procedures and the
particular circumstances of the part of their network, which is being
considered. Where it is considered that such decisions have an effect
on the operation on the wider Merseyside network, the district will
discuss this with its partners.
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(h) Is the authority working together with local businesses, retailers,
representatives of the freight and road haulage industry, public
transport operators and statutory undertakers?
The Merseyside Road Hierarchy plan (see LTP chapter 6)
incorporates Road User Hierarchy and Road Mode Hierarchy which
allows a clear definition of the priority given to each user at any point
of the highway network. This facilitates focussed investment and
maintenance to be targeted for the network reflecting this defined
prioritisation.
An example of this was the partnership scheme involving Liverpool
City Council, Merseytravel and Liverpool land Development
Regeneration Company pooling resources to deliver a public
transport, maintenance and environmental integrated scheme. This
scheme provided fast links between Liverpool South Parkway, a multi
modal, sub-regional transport hub, along a 5km fast bus link to
Liverpool John Lennon Airport (LJLA).
The project fully adhered to the agreed Merseyside road hierarchy
plan, where priority was provided by the re-allocation of road space
along the link for public transport apart from the section of the route
along the A561 which was prioritised as a strategic route for freight
movement.
The scheme, which was completed in 2007/8, was an integral part of
Merseyside' Local Transport plan and had the following key
objectives:
•
•

•

to speed up links between LSP and LJLA and beyond
to moderate the upward trend in car use and secure a shift to
more sustainable forms of transport such as walking, cycling, bus
and rail
further maximise the investment of the major multi-modal
interchange opened in 2006

Evidence from the Civil Aviation Authority's detailed passenger survey
conducted throughout 2007 shows that 15% of all Liverpool John
Lennon Airport's passengers chose to use public transport to travel to
or from the Airport in 2007. This was over 4% higher than figures from
a previous survey undertaken in 2005 and bettered the target of 12%
set independently by an Airport Transport Forum.
The second Merseyside Local Transport Plan (2006-2011) and more
specifically, the accompanying Bus Strategy, give a firm commitment
to the establishment of effective partnerships with key partners in
support of the delivery of the Bus Strategy.
This recognises that measures to improve bus patronage, together
with bus quality, punctuality and reliability are reliant upon actions by
a wide range of partners. These include Merseytravel (as Passenger
Transport Authority and Executive), the district councils (as local
highway and planning authorities), by the operators (owners of the
bus fleet, schedulers of services and holders of data) and the Police
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(enforcement of moving traffic offences and enforcement of crimes
against people and property).
This process also supports the principles of Integrated Corridor
Management advocated within the LTP and Bus Strategy. This seeks
to develop packages of measures along the highway aimed at
improving conditions for all users of the highway - bus users,
pedestrians, cyclists and motorists, by co-ordinating and integrating
previously separate initiatives such as bus priorities, parking
enforcement, local safety schemes, traffic calming, highway
maintenance. This package of work has the explicit aim of growing
bus patronage in support of the LTP's strategy of managing traffic
growth, tackling congestion, reducing the adverse effects of transport
on the environment and on health and improving people's
accessibility to work, education, key services and to leisure.
To this end, the Bus Strategy proposes the establishment of a multi
agency Bus Board (though the name of the body itself is yet to be
agreed), to consist of representatives from the key agencies with a
stake in the Bus Strategy. The terms of reference of this group were
outlined at a "Bus Summit" in February 2008, which was the precursor
to the first meeting of the Board itself, which is planned to take place
in July 2008. The Board will seek to shape the investment
programmes of the different agencies, share data and information, coordinate action and be responsible for overseeing practical initiatives
such as Punctuality Improvement Partnerships and Statutory Quality
Partnerships.
The Board will be small in size, but made up of high-level
representatives from the relevant agencies, so as to be able to agree
clear courses of action to secure the delivery of the Bus Strategy and
the delivery of measures aimed at improving conditions for bus users.
The Bus Board will thus seek to raise the profile of the bus as a mode
of transport that is central to the success of the second LTP's
strategy. It will also oversee the delivery of the measures outlined in
the Bus Strategy aimed at improving its quality, reliability,
convenience, reach and accessibility.
(i)

Are they developing means for ensuring economic and efficient
servicing of premises and deliveries, whilst mitigating adverse
problems?
The efficient movement of goods is essential for growth in the
economy and is a critical element of the partnership’s LTP strategy.
Bulk movements require capacity on strategic road and rail links,
whereas local deliveries need to be accommodated within the many
demands on local networks.
Freight movements also have adverse impacts with regard to the
environment, safety and personal travel particularly cycling and
walking, and public transport priorities.
The partnership’s aim (as detailed in LTP chapter 6) is to develop and
maintain a sustainable freight transport system that takes a balanced
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account of these issues, whilst promoting priorities through value for
money solutions by:
•
•
•
•
•

Encouraging freight-generating development on sites with
effective multi-modal access.
Maximising the opportunities for the movement of goods by
rail.
Effectively managing the highway network to ‘keep traffic
moving’.
Minimising adverse impacts from the movement of freight on
road and rail.
Forming effective Quality Partnerships with the industry and
other freight stakeholders.

4.1.2

Co-ordinating and planning works and known events.

(a)

To what extent have the authority promoted pro-active coordination of
activities on the network?
Each of the partners takes responsibility for coordinating works and
other activities within their own district. Cross boundary co-ordination
of works on the highway has been further improved by the setting up
of a Merseyside Street Works Group that has been established below
the Traffic Managers’ Group. Its remit is explore cross boundary street
works matters including consistency of approach and is likely to
expand its remit to take on the wider aspects of the TMA.
In addition, the partners are members of the North West Street Works
Highways Group. Through this group they have representation on the
North West Highway Authorities and Utilities Committee (NWHAUC),
and the National Street Works Highways Group (NSWHG), both of
which have been instrumental in leading consultation and advising the
DfT on aspects of the TMA.

(b)

To what degree have they adopted a planned, evidence-led approach
to known events?
The co-ordination of works and events on the highway network is
based on evidence and data derived from those undertaking the
works. Close liaison is maintained with works or events promoters to
ensure that this data is up to date and can be used in the effective
planning of the arrangements that need to be put in place to mitigate
their effects on traffic movement.

(c)

Have they developed, or are they developing, contingency plans for
unforeseen events?
The partnership has worked closely with the police and other
organisations in developing contingency plans to deal with unforeseen
events on the road network.
For example, the relevant partners have agreed strategic diversion
routes which can be implemented when there is an incident on the
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Highways Agency’s motorway network and is working to develop the
equivalent on its own key routes.
4.1.3

Gathering information and providing information needs.

(a)

How effective are the arrangements the authority have in place to
gather accurate information about planned works and events?
Each of the partners keeps a register of works as required by Section
53 of the NRSWA 1991. The register is used to gather information
from utility companies and each of the partners own works promoters.
The partners are in the process of adapting their registers to include
information about other events which can have an impact on traffic
movement.
Information on major works and events is shared at the Merseyside
Traffic Managers’ and the Street Works groups.

(b)

How do the authority organise planned works and events to minimise
their impact and agree or stipulate their timing to best effect?
Each of the partners actively coordinates works and other events
undertaken in their own districts by all organisations in accordance
with their duty under Section 59 of the NRSWA 1991. The timing of
works is arranged to minimise the impact of such works where
practicable. Wherever possible, the timing of works is set by
agreement, but full use is made of the powers under the NRSWA
1991 to minimise the impact of works if required (e.g. directions,
section 74 charges, etc.).
The sharing of information at the Traffic Managers and Street Works
groups allows the partners to adopt a consistent approach to
coordinating managing works and events which have a major impact
across boundaries.

(c)

Do the authority provide access on demand to information, from the
authority’s systems for recording and coordinating utilities’ works and
road works, to utility companies, contractors and adjoining
authorities?
The partners are in the process of developing systems that allow the
information gathered in their street works registers to be viewed by
anyone with an interest. Some of the partners are more advanced in
this development. An example of this is Knowsley MBC who have
signed up to the ELGIN website which allows interested parties to
view the contents of the street works register via a map based viewer.

(d)

Do the authority have, or aim to have, a good and timely source of
travel information for road users and the community?

(e)

Does this allow road users to choose a different route or mode of
travel or to delay or defer their proposed journey?

(f)

Do the authority work with a variety of travel information providers and
do they communicate through a wide range of channels?
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(g)

What evidence has been provided to show how well the authority are
providing information to other street authorities and meeting existing
statutory obligations such as their duty to keep a street works
register?
As discussed above, each of the partners are working towards the
publishing of the information contained in their street works registers
so that all interested parties can view them. This in itself provides a
good and timely source of travel information.
In the future, the Integrated Transport System outlined in the LTP will
be used, together with internet technology to enhance the provision of
comprehensive and integrated traffic and travel information.
The partnership proposes to use these systems to disseminate traffic
information (congestion and journey time), timetable information (bus,
rail, airport and ferry) and real time passenger information (bus and
rail).
The information detailed above will be available to a variety of travel
information providers who operate in different media (e.g. radio, satnav, etc.) and will give road users the information to allow them to
make informed travel mode and route choices.

4.1.4

Incident management and contingency planning.

(a)

Have the authority established contingency plans for dealing with
situations outside the authority’s control promptly and effectively, as
far as is reasonably practicable?

(b)

Have the authority provided evidence to demonstrate that they have
ensured that all parties involved in making these contingency
arrangements work, have been, or are, fully consulted during their
development?

(c)

Have these parties the information they need to put the plans into
practice quickly?
All of the partners are Category 1 or 2 Responders under the Civil
Contingencies Act 2006 and therefore they are legally obliged to
prepare for emergencies and to undertake some clearly defined
duties under that act. All partners are key attendees at the
Merseyside Local Resilience Forum and have contributed to the
production of a Merseyside Community Risk Register in which there a
number of transport related risks.
In response to these transport related risks a multi-agency, transport
related emergency planning exercise was carried out in February
2007. The exercise was called Mersey Medusa and it tested the
partner’s response to a number of critical failures of the network. The
exercise resulted in a number of recommendations, which have been
endorsed at the Local Resilience Forum and the Merseyside District
Engineers Group. The most significant recommendation was the
establishing of a specific Transport Sub Group to the Local Resilience
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Forum, this has been actioned and now led by Merseytravel all
partners are members of this sub group whose terms of reference are
aligned to ensuring resilience and of the network.
4.1.5

Dealing with traffic growth.

(a)

What evidence has been given to show that an authority have
identified trends in traffic growth on specific routes?
Traffic growth overall has been in a range from 7%-10.5% over the
previous 5 years. Whilst congestion is growing, it is not yet regarded
as a major problem generally in Merseyside.
There is, however, an increasing recognition that it is becoming an
increasing problem, particularly in certain key locations, and that this
could be detrimental to the well being of the area for several reasons
including:
•
Loss of ‘competitive edge’ in investment terms
•
Environmental and health impacts.
•
Loss of efficiency in relation to road freight and public
transport which will affect economic performance.
Chapter 7 of the LTP demonstrates that the partnership has identified
those parts of the network operating at below the speed limit and the
locations of where congestion is having an impact on bus operation
and freight movement.

(b)

What policies have been put in place for managing incremental
change?
Our strategy is based on managing for growth of travel demand and
ensuring the efficient movement of people and goods. Our proposals
to address rising demand for travel increased car ownership and
increased traffic levels are therefore at the heart of this second LTP.

4.1.6

Working with all stakeholders - internal and external.

(a)

What evidence is there to show that those responsible within the
authority for exercising any power to regulate or coordinate the uses
made of any road or part of a road in the road network are aware of,
and act upon, the authority’s responsibilities arising in relation to the
network management duty?

(b)

Do authorities ensure that other bodies (e.g. planning authorities) are
aware of the duty and their impact on the movement of traffic?
Each of the partners have liaised with all their internal departments
(e.g. Planning, Waste Collection, Street Cleansing, Children’s
Services, etc.) who have responsibility for regulating or co-ordinating
the uses made of their road network or who have an impact on the
use of the road network.
In addition, the partnership is in continual dialogue through its
members with other external organisations who have an impact on
the movement of traffic or people (e.g. bus companies, ferry
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operators, the Highways Agency, emergency services, Liverpool John
Lennon Airport, etc.).
Chapter 6 of the LTP describes the development of the Merseyside
Transport Supplementary Planning Document (SPD). This sets out
clear and consistent standards for Local Planning Authorities (LPA)
and developers to ensure that a transparent, fair and clearly
understood system is in place to improve the integration of land use
planning and transport. It will also ensure that new developments
promote good access by all modes of transport and encourage
sustainable travel.
The aim of the SPD is to ensure that sustainable transport issues
receive greater significance in the consideration of planning
applications. It also seeks to secure a consistent approach across
Merseyside by, for example, ensuring that new housing developments
adequately cater for and support new bus routes, subsidised bus
services where necessary, incorporate new cycle routes and parking
facilities and cater for pedestrians.
While, the content and standards of the SPD will remain the same for
all each Local Planning Authority, the SPD will be tailored to reflect
local policy framework.
(c)

What evidence is there to show that the authority take actions that
include consultation on initiatives, the sharing of information needed
to meet the duty, processes for ensuring that policies are consistent
and agreeing joint working arrangements, including particularly with
the Secretary of State and Transport for London?

(d)

Have the authority involved the police, statutory undertakers,
Passenger Transport Executives, bus operators, the Traffic
Commissioners, residents, local businesses and different road users
where appropriate in decision-making processes?
A Merseyside Traffic Managers’ Group has been established to
ensure effective cross-authority and cross-agency working. This
Group not only contains representatives from the constituent LTP
partners, including Merseytravel and Mersey Tunnels, but has also
invited the following to participate in its meetings:
•
Halton BC,
•
Warrington BC,
•
Lancashire County Council,
•
Greater Manchester authorities,
•
Merseyside Police,
•
Cheshire Police
•
Highways Agency.
It also engages with the Department for Transport (DfT), external
agencies such as the Freight Transport Association (FTA), bus
operators and other key stakeholders.
This Group provides a focus for the development and communication
of a consistent Network Management Strategy for Merseyside and
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cross-boundary liaison on forward programmes, including planned
major works and events. It ensures that policies and initiatives are
consistent, and that proposed activities on the highway are shared,
discussed and coordinated to allow the expeditious movement of
traffic within and across local authority boundaries.
This forum also facilitates the sharing of the partnership’s strategies
and plans with neighbouring authorities, and other organisations,
allowing them to provide their comments on the proposals and to
present their own proposals.
The activities of this group are complemented by coordination
meetings with utility companies taking place at a district level.
The Traffic Managers are also members of, or are represented, on the
Congestion Group. This is helping to ensure close alignment of TMA
and LTP objectives specifically with respect to road/user hierarchy
and managing the effects of predicted traffic growth and congestion. It
also enables ownership of those targets and indicators relating to
traffic growth and congestion to be closely monitored.
TMA issues are also discussed regularly by the Merseyside District
Engineers Group (MDEG) upon which the Traffic Managers sit as part
of a wider infrastructure, maintenance, asset management and Urban
Traffic Management Control (UTMC) agenda.
4.1.7

Ensuring parity with others.

(a)

Do the authority apply the same standards and approaches to their
own activities as they do to those of others and do they provide
evidence of this, particularly in relation to utilities’ street works and
developers’ works?

(b)

Do they use locally determined indicators and where relevant any
centrally developed key performance indicators?
The partnership has always been committed to adopting a fair and
equitable approach to the coordination of works and will adopt,
monitor and publish any national key performance indicator sets
which will allow them to demonstrate this when they are developed. If
necessary, the partners will adopt local indicators to monitor the issue
of parity if it is felt that there are any areas which are not adequately
covered by those developed nationally.

4.18

Providing evidence to demonstrate network management.

(a)

Have the arrangements established by an authority for performing the
duty been reflected in their LTP, LIP or any other interim monitoring
report?

(b)

Do reports about the duty performed by an authority provide clear
evidence to demonstrate how they manage their road network?
The purpose of this Network Management Plan is to set out the
Merseyside LTP partnership’s approach to meeting the aims of the
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TMA, and in particular the Network Management Duty and identifies
further actions that we intend to take.
4.2

Action as envisaged by section 16(2) of the act?
(a)

Does the report from the authority about their performance demonstrate
what action the authority have considered in order to perform the
network management duty and the outcomes of those deliberations?

(b)

Have the authority shown evidence that they have taken action that
they consider will contribute to securing the more efficient use of their
road network or the avoidance, elimination or reduction of congestion or
other disruption to the movement of traffic on their road network or a
road network for which another authority is the traffic authority?

(c)

Have the authority shown evidence that they have taken any other
action that they consider to be relevant?
As described in 4.1.23 above, the Merseyside LTP Partners believe that
this Network Management Plan, and its LTP, demonstrates what action
has been considered in order to perform the network management duty.
It is hoped that this shows the partnership’s commitment to securing the
more efficient use of the Merseyside road network and that the
evidence of this will be given in the reporting of the progress made on
the LTP and the performance indicators contained in it.
Merseyside already has in place a package of mechanisms to coordinate traffic on our roads. However, the partnership recognises that
there is a need to keep these under regular review and work is already
underway to identify and collate all the information that relates to
activities that can affect the highway network. The intention is that this
plan is to be seen as a “living” document as we continue to develop
strategies and policies, as well as reviewing, formalising and improving
on existing practices.

4.3

Exercising powers in support of this action under section 16(2).
(a)

Does the report show what powers have been considered in support of
the action taken to perform the network management duty?

(b)

Has any power been exercised so as to regulate or coordinate the uses
made of any road, or part of a road, in the road network, whether or not
the power was conferred on them in their capacity as a traffic authority?
This is evidenced by the content of the wider LTP progress report.

4.4

Performance indicators and targets.
(a)

Have the authority established performance indicators and relevant
targets to enable them to measure expeditious movement of traffic?
Chapter 5 of the LTP demonstrates that a considerable amount of
work has been undertaken to ensure that a coherent set of
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performance indicators is in place to measure the achievement and
progress of the LTP. The majority of these indicators directly support
the Network Management Duty.
The indicators are designed to provide evidence of real and
measurable improvements in the quality of life and the quality of
transport services for Merseyside.
(b)

Have they established effective monitoring systems?

(c)

Is there evidence that the authority have used such indicators, targets
and systems to develop their plans, drive their delivery and report on
performance?
The indicator set has been carefully selected to monitor the important
outcomes (and proxies to outcomes) that demonstrate real
achievement of the partnership’s visions and objectives.
Targets and trajectories for each performance indicator are put in
place to quantify the achievements and improvements that the plan
will deliver, year on year. These reflect the strategy and objectives of
the LTP and the partnership’s Network Management Strategy.
The LTP programme spend translates into delivery which is measured
by an extensive monitoring programme. The performance monitoring
approach is then used to review these results and make necessary
revisions to the programme for future years.
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5
5.1

Arrangements for Network Management
Appointment of Traffic Manager

Under the Network Management Duty, LTA’s are required to appoint a
Traffic Manager to perform such tasks as the authority considers will
assist them to discharge their duties. The traffic manager may (but
need not) be an employee of the authority. The arrangements must
include provision for establishing processes for ensuring (so far as
may be reasonably practicable) that the authority:
•

•

identify things (including future occurrences) which are causing, or which
have the potential to cause, road congestion or other disruption to the
movement of traffic on their road network; and
consider any possible action that could be taken in response to (or in
anticipation of) anything so identified;

The arrangements must include provision for ensuring that the authority:•
•
•

determine specific policies or objectives in relation to different roads or
classes of road in their road network;
Monitor the effectiveness of the authority’s organisation and decisionmaking processes; and the implementation of their decisions; and
Assess their performance in managing their road network.

The Merseyside Authorities
have formally nominated
Traffic Managers and their
relevant contact details are
set out in Appendix 1.
In keeping with the need,
not
only
secure
the
expeditious movement of
traffic on our own network,
but also on those of other
authorities, the Merseyside
Traffic Managers’ Group
has been established to
ensure effective crossauthority and cross-agency
working.
The Terms of Reference for the Group are comprehensive and are set out in
Appendix 2. The Group not only contains representatives from the
constituent LTP partners, including Merseytravel and Mersey Tunnels, but it
also invites the following to participate in its meetings:
•
•
•
•

Halton Borough Council,
Warrington Borough Council,
Lancashire County Council,
Greater Manchester (through

the

Greater

Manchester

Traffic
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•
•
•

Management Act Group),
Merseyside Police,
Cheshire Police
Highways Agency.

It also engages with the Department for Transport (DfT), external agencies
such as the Freight Transport Association (FTA), bus operators and other key
stakeholders, the aim being to ensure that activities on the highway are coordinated to allow the expeditious movement of traffic within and across local
authority boundaries. It also engages with other Traffic Manager Forums
including the one for the North West region. The chair of the Merseyside
Traffic Managers Group is a member of the North West group and other
Merseyside partners are also welcome to attend. Through the chair of the
North West group there is a link to the National Traffic Managers Forum.
The Group provides a focus for the
development and communication of
a Network Management Strategy for
Merseyside and cross-boundary
liaison on forward programmes
including planned major works and
events. These are complemented by
co-ordination meetings with utility
companies taking place at a district
level. This is described in more
detail on the following chart.
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5.2

Core Cities Group
The Core Cities group was formed in recognition of the shared agenda of a
group of cities which represent England’s largest City-regions. With a clear
Mission Statement the Core Cities aim to work in partnership with
Government and other key stakeholders to promote the role of the Cities’ as
the drivers of regional and national economic growth and create
internationally competitive regions. The members of the Core Cities Group
are Liverpool, Manchester, Nottingham, Bristol, Birmingham, Newcastle and
Sheffield.
The Core Cities
contribute to the
debate on a wide
range
of
urban
issues,
including
transport. As well as
the Merseyside and
North West Traffic
Managers’ Groups,
liaison takes place
to
share
best
practice through the
regular Core Cities
meetings.

5.3

Definition of Congestion and Disruption
5.3.1 Merseyside Authorities have agreed that journey time reliability (usually
average person delay in minutes per mile) should form the basis of the
objective assessment of levels of congestion and disruption.
5.3.2 In Part B of this Plan, Merseyside Districts have outlined identified
Congestion Hotspots with corresponding management actions to mitigate
them.
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5.4

Monitoring Performance and Action Plans
5.4.1 Congestion Monitoring Target
Government concerns
about
congestion,
particularly in urban
areas has resulted in
an indicator being set
by the Department for
Transport (DfT) which
is to be measured in
10 major urban areas
in
England.
(Merseyside is one of
the areas).
The period over which
the indicator is to be measured is the morning peak period (defined as
07.00 – 10.00), and our target indicator is defined as:
• On specific routes, accommodate an expected increase in traffic of
7.1% with a 5.1% change in journey times.
The target to be reported to Ministers will be the percentage change in
journey time.
There are eleven target routes in Merseyside (Appendix 4) and the
change in journey time is measured per person per mile. Of the eleven
routes in which this person delay indicator is monitored, seven are within
Liverpool. This highlights the challenge that we are facing.
Base line information was collected on the 11 Merseyside routes in
autumn 2005 and spring 2006 which has provided vehicle flows, vehicle
occupancy and journey times on each segment of each route.
The 2003 ITIS
dataset
has
been analysed
for Merseyside
and considered
the
difference
between journey
speeds for the
morning
peak
period
(08000900) and the
evening (20002100) on the
major
bus
corridors.
The LTP Congestion group have prepared a Congestion Delivery
Strategy setting out how we will ensure we will meet our congestion
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target, particularly on the Person Delay Indicator (PDI) Routes. The
intention is to carry out micro-modelling of the routes and set out
interventions and actions. Reward funding of £60 million nationally over
four years for the Congestion Delivery Strategy will be available provided
that the strategy delivers annually on a trajectory set out to achieve the
target.
5.4.2 LTP Congestion Outcomes
The key aim of LTP2 in relation to congestion is:To provide a safe and efficient transport network that supports
regeneration and seeks to minimise delay and disruption.
Performance against this objective will be measured over the LTP period
by:
•
•
•
•
•
•
•

Restricting traffic growth across Merseyside to 9.2%.
Restricting traffic growth in the City Centre to 7%.
Agree and meet our person delay target.
Increasing non car journeys to school.
Cap journey times for HGV's on freight routes to a third of any
increase in traffic levels.
Limiting the number of off street publicly available car parking spaces
in Liverpool City Centre to 16,500 places.
Increasing the numbers of people using Park and Ride by 35% by
2010/11.

In terms of managing, a balanced approach is being adopted which will
enable economic growth and increasing travel to be accommodated
whilst, at the same time, aim to prevent congestion in the long term.
These measures include:

(a) Improvements and development of the single integrated public
transport network and further enhancements to Park and Ride capacity
and increasing rail capacity for
passengers and freight;

(b) To ensure efficient movement
of public transport and freight, as
well as avoiding impacts on air
quality and noise that traffic
congestion can bring, it is
imperative that we maintain an
efficient network. Therefore we
are proposing selective increases
in highways capacity at key
locations to assist our targeted
growth areas around the City
Centre, Mersey Ports and John
Lennon Airport, particularly for the
movement of goods;
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(c) This approach will be enhanced by the increasing use and
development of Integrated Transport Systems (ITS) and Urban Traffic
Control (UTC).

(d) The effective utilisation of our Network Management Duty (NMD) to
tie together the various elements of the package approach; and.

(e) Underpinning the package by a range of smarter choice measures
and the utilisation of our revised communication strategy.
5.4.3 Considering the needs of all road users
A range of performance measures which reflect the need of all road users
have been adopted across Merseyside as part of the LTP.
5.4.4 Co-ordinating and planning works and known events
All works on the public highway have an agreed start and end date, the
dates are agreed through the noticing process (5.5.6). If the works
overrun past the agreed end date and the works promoter has not applied
for an extension to the original end date, the promoter may be liable to a
daily charge in accordance with the New Roads and Street Works Act
1991 – Section 74. Section 74 charges do not apply to Highway
Authority’s own works, however, performance of these works should be
reported through a KPI, this will enable authorities to be measured
against Statutory Undertakers.
Works should be inspected the day after the agreed end date, if site is
clear the no further action should be required, if works are still in progress
or plant and materials are still on site then the authority should apply the
overrun process.
5.4.5 Dealing with traffic growth
Merseyside is currently undergoing transformation, benefiting from
increased developer interest and extensive regeneration programmes
currently being delivered. This scale of investment is unprecedented and
will undoubtedly lead to economic growth complemented by an increase
in people living and working within Merseyside. This will inevitably lead to
increased pressure on the highway particularly when set against a
backdrop of rising car ownership.
Merseyside Authorities will continue to work with key stakeholders to
ensure that the impact of investment on the transport network is
considered at the earliest stage of regeneration programmes. In addition
transport modelling, demand management techniques, and other
measures such as the emerging SPD on transport – ‘Ensuring a Choice
of Transport’ will assist in reducing the volume of trips at source and
encourage modal shift hopefully reducing the potential negative impact
that this level of redevelopment could have on the congestion target.
Inevitably, traffic growth will occur and will have to be balanced
accordingly in the interests of sustaining the current economic growth
witnessed in Merseyside. The Merseyside Districts are already taking
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steps to address traffic growth on key corridors as well as throughout the
network
Congestion is one of four shared priorities of Local Transport Plans and
the Merseyside Local Transport Plan sets out the framework for how
Merseyside Authorities will address traffic growth. The Merseyside LTP
includes setting certain limits to manage traffic growth accordingly, these
are:
•
•
•
•
•

Restricting traffic growth across Merseyside to 9.2%
Restricting traffic growth to Liverpool by 7.2%
Restricting increases in off-peak journey times for HGV’s to no more
than one third of the total traffic volume increases
Capping the number of publicly available off-street car parking spaces
in Liverpool City Centre to 16500 places
Increasing the numbers of people using Park n Ride by 35%

Not only will these targets provide the benchmark for addressing traffic
growth but by meeting or improving upon these targets other key areas of
work such as improving air quality can also be addressed. The
Merseyside LTP sets out a prioritised programme for continued
investment in the highways network leading to the creation of an
integrated safe convenient transport network that supports regeneration.
It is in this context and in the targets set above that the effective
application Network Management Duty will be particularly important
As mentioned previously the Merseyside Districts are also working
towards addressing traffic growth on key corridors. The Merseyside
Congestion Delivery Plan provides the framework for how Merseyside
Authorities will manage traffic growth throughout the Merseyside Area but
with particular reference to key routes (Person Delay Indicator routes).
Authorities are utilising an active corridor management approach to these
routes under the guise of either a Route Management Strategy or
Integrated Transport Corridor Management approach. These approaches
to corridor management involve a comprehensive assessment of the
many determinants of traffic growth on individual corridors.
Demand management techniques as endorsed in the legislature
guidance on exercising the Network Management Duty have already
been considered in light of these particular corridors. The implementation
of the smarter choice agenda will work towards encouraging modal shift
and reducing the number of trips made by car.
The Merseyside Authorities have set up a work programme of
interventions planned for these routes to manage traffic growth. The
Local Transport Plan co-ordination group has commissioned interventions
for PDI corridors that will provide the foundation for implementing further
interventions that will have an impact on traffic growth. For instance work
such as route intelligence building and the development of microsimulation models will allow more informed choices to be made on future
investment/measures for PDI routes. Ongoing monitoring and evaluation
will help determine traffic growth trends and provide additional
background for the formulation of additional interventions that will meet
the individual needs of PDI corridors. Engagement with key stakeholders
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and an understanding of business needs will also shape future delivery
and allow more effective targeted interventions to be deployed.
The measures therefore set out within the Merseyside Network
Management Duty involving the effective management of the highway
network in this regard will be instrumental for the delivery of the adopted
congestion target for managing traffic growth in Merseyside.
In addition to corridor specific interventions that directly set out to check
and maintain traffic growth the Merseyside Local Transport Plan sets out
the wider policy framework within which congestion is prioritised. Other
measures are therefore being delivered which will also have an impact on
traffic growth. For instance the contribution that the ‘school run’ makes to
traffic growth in the am and pm peak is significant (as is clearly evident by
the reduction in traffic at these times during school holidays). National
Indicator 198 monitors performance by districts against mode share to
school. Traffic growth will therefore be directly affected by the
implementation of School Travel Plans along with wider smarter choices.
The Merseyside Districts with Travelwise have set out a programme for
ensuring that all Schools will have a School Travel Plan in place by 2010.
The School Travel Plan process will allow schools to actively engage in
and deliver initiatives supportive of sustainable modes of travel that will
ultimately lead to a reduction in trips by car for this purpose.
Overall the Merseyside Local Transport Plan sets out to address and
manage traffic growth across Merseyside and will be undoubtedly
supported through the delivery of the Network Management Duty.
5.4.6 Ensure parity with others
From April 2008, Highway Authorities (HA’s) are under an obligation to
notice/register their own activities in the same way as Statutory
Undertakers (SU’s).
The requirement for “self notification” is driven by need for parity towards
all promoters undertaking work on the public highway and to enhance the
coordination process.
The Traffic Management Act 2004 (TMA) has introduced Fixed Penalty
Notices (FPN’s). FPN’s are a penalty that a HA may issue on a works
promoter that has failed to meet its obligations for noticing and registering
of works. FPN’s will carry a financial penalty when issued to a SU,
however, if a HA fail to meets its obligations for noticing and registering
there is no financial penalty.
HA FPN’s should be reported through a KPI and this will enable auditors
to measure HA’s performance against that of the SU’s
5.4.7 Providing evidence to demonstrate network management.
As stated in previously, the Merseyside Districts have outlined identified
Congestion Hotspots in Part B of this Plan with corresponding
management actions to mitigate them.
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6 Definition of Network Hierarchy

6.1

Identifying and Managing Different Road Types
As an urban area, it is well recognised that the highway network in
Merseyside has to cater for all road users and that each of these user groups
will have their own needs and priorities.
The successful management
of the highway network with
an understanding of the
problems and needs of
different road user groups is
critical to the success of our
NMD. This network, more
than anything, is essential to
the efficient movement of
people and goods by all
modes.
6.1.1 Road Hierarchy
An integrated approach has been adopted which is built on the
definition of a road hierarchy based on road users and mode priority.
This approach allows those designing or planning works that affect the
highway to fully utilise measures to give the greatest effect for the
different road users.
There are two streams to the road hierarchy; these being:
• Road User Hierarchy
• Road Mode Hierarchy
These hierarchies, along with the identified networks below, are to be
used when considering any new works on the highway network, and the
resulting proposals should be fully reflective of these.
The Road User Hierarchy gives a definition of priority for road users as
follows:(a)
(b)
(c)
(d)

Pedestrians;
Cyclists;
Public transport passengers; and
Other motorised vehicle users.

The use of the Road User Hierarchy is intertwined with the classification
of a road within the Road Mode Hierarchy.
The Road Mode Hierarchy is defined as follows:(a)
(b)
(c)

Strategic Routes with priority for freight movement;
Strategic Routes with priority for public transport;
Strategic Routes with priority for motorised traffic generally;
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(d)
(e)

Local Distributor Roads; and
Local Access Roads.

On Local Distributor Roads there will still be a need to accommodate
motorised traffic, but these roads will not generally be signed for
through traffic and heavy goods traffic will be discouraged. For
motorised traffic, priority will vary depending on the circumstances of
the individual route, such as whether or not it is part of the identified
networks discussed below.
On Local Streets (including residential, service and pedestrianised
areas) pedestrians will receive the highest priority, followed by cyclists.
As with Local Distributor Roads, further prioritisation will depend on the
circumstances of the individual streets, such as whether or not it is used
by public transport, service vehicles or taxis. District centres are to be
treated in a similar fashion to Local Access Roads with walking, public
transport and cycling receiving the top priority.
Using the Road User Hierarchy and the Road Node Hierarchy as an
overarching umbrella, the needs of specific road users have been
considered in more detail, along with further mode routes.
A number of routes/ networks have been identified across Merseyside
as follows:A and B Roads
Road classification is primarily based on the function of a road. It would
therefore be expected that A roads will reflect principal through routes,
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while B roads may interconnect these routes or lead from these routes
to local destinations. It is therefore the case that these routes will be
expected to take the majority of traffic. However, this network is
currently being reviewed for the following reasons.
The current road classification in Liverpool, for example, has been in
place with no changes for decades. It is recognised that the
circumstances which defined the original classifications may have
changed and would benefit from a review. This will establish a more
appropriate network fit for purpose under the TMA along which traffic
will be directed. The review will address inconsistencies that exist within
Liverpool (such as duplication of route numbers B5188 Sheil Road
Liverpool and B5188 Sir Matt Busby Way Trafford) which will be
addressed through work with the GONW. The review will also provide a
framework upon which a review of the traffic sensitive streets in
Liverpool can be undertaken.
Traffic Sensitive Roads
Under section 123 of the New Roads and Street Works 1991 Act, a
highway authority may designate certain roads (or parts of roads) as
"traffic-sensitive". For a road to be traffic-sensitive it will meet one or
more of the criteria detailed in Appendix 3.
The designation of a
traffic sensitive road may
apply to the carriageway,
or to a footway or
pedestrian area, to part of
a length of road and to
certain times of the day,
days of the week or days
of the year depending on
circumstances
Works on traffic sensitive
roads will have the
greatest impact on traffic in terms of delays and congestion, on the road
itself and for the surrounding network. Therefore, unless there is no
alternative, any works or activities will be co-ordinated so that they will
avoid traffic-sensitive situations at sensitive times, i.e. at peak rush
hours.
This network of traffic sensitive roads is currently being reviewed across
Merseyside.
Freight Route Network
The ability to move freight efficiently to and from the ports and industrial
areas is crucial to the economic health, physical health and
attractiveness of Merseyside. The freight route network is the route
signed by the city to advise freight of the most suitable route to take to
reach specific destinations.
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A sustainable freight transport system is being developed through the
Merseyside Freight Strategy; the key elements of which include the
following:
• The identification of key locations for freight distribution and inter-

modal facilities
• The enhancement of the strategic rail and road network to improve

access, minimise environmental intrusion and maximise modal
choice
• The development of a Freight Quality Partnership
• Action to overcome external constraints.
Emergency Services Route Network
In the development
of any proposals
that will affect the
highway
network,
whether they are
permanent
or
temporary,
consultation and, if
necessary, liaison
will
always
be
undertaken
to
ensure that the right
balance
between
achieving a project’s
objectives and the
potential effect on emergency response times are achieved.
Representatives from the emergency services also sit on a number of
strategic and operational groups and can also provide their input in this
manner.
Currently, only a plan of Merseyside Fire & Rescue Service’s Strategic
Route Network is available.
However, it is recognised that this
needs to be reviewed and updated.
Any route network for Merseyside
Police and Mersey Regional
Ambulance Service needs to be
sought if available.
Cycle Routes
Introducing key cycle routes and
promoting cycle use throughout the
city is key in delivering the
objectives of the Local Transport
Plan. Cycling could play a much
increased role for the journey to
work and short trips such as local visits and the journey to school,
contributing to congestion, accessibility, air quality and safety aims.
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The target across Merseyside is a 10% increase in cycling over the life
of our 2nd LTP.
There is an established cycle network and strategy and this will be
reviewed to identify blockages on the existing network and options for
expansion.
Pedestrian Routes
Almost without exception, walking will feature as part of any trip (in this
sense, this includes wheelchair use). Everything that we do on the
highway will have an impact on the pedestrian.
Pedestrian Strategy has been developed. As part of this, each of the
Merseyside districts has prepared a walking implementation plan which
sets out aims and objectives to improve the pedestrian environment
over the period of the 2nd LTP. The strategy is essential in delivering
the objectives of the LTP, with its shared priorities for transport of
congestion, air quality, road safety and accessibility and the
overarching priority of quality of life.
Main Pedestrian Areas
These areas are essential
in maintaining pedestrian
flows and movement
throughout the city and in
town centres in order to
sustain economic growth.
Pedestrianised
areas
have high footfalls and
provide
priority
to
pedestrians in order to
promote growth within
retail areas.
Vehicular
traffic have access to
these areas at set times within the day to maintain safety and
movement of pedestrians. Works within these areas may cause major
disruption to pedestrian movements and may therefore have a major
impact on footfall figures.
Public Right of Way
A Public Right of Way (PROW) is a highway, usually in the form of a
footpath, which the public has a right to use at any time.
The definitive maps of PROW, showing the routes of each individual
public footpath in Merseyside. The maps, along with a supporting
statement, are a legal record of the public's rights along the identified
routes, and may be relied upon as evidence if a path were obstructed.
The information may also be used for highway searches.
The government recognises that the PROW network plays an important
role in encouraging walking for leisure, and we are now required to
record a Best Value Performance Indicator to measure how well signed
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and accessible the network is. Therefore a Merseyside Rights of Way
Improvement Plan has been produced.
Improvements to local rights of way (as defined in section 60(5) of the
Countryside and Rights of Way Act 2000) links with cycling and walking
and has the potential to contribute in a number of ways to the key
objectives of the LTP.
Bus Routes
Within Merseyside, the provision of public transport is undertaken by
Merseytravel. Public transport is used well and in terms of passenger
numbers, the bus is the most significant public transport mode across
Merseyside.
Merseytravel works with the districts to deliver a comprehensive and
integrated approach to the provision of bus services and their
supporting infrastructure as part of the Single Integrated Public
Transport Network detailed in the Local Transport Plan.
These ongoing improvements include;
•
•
•

New, modern buses;
Bus priority measures (including Selective Vehicle Detection and
bus lanes)
Higher quality and better improved shelters and information boards.

It is therefore essential to maintain traffic flows and movement along
specified bus corridors in order to cut congestion and delay.
Enforcement is also a critical action along these routes to ensure their
effectiveness.
The Merseyside Bus Strategy shows how buses support measures to
tackle congestion, improve accessibility and support regeneration and
create opportunity for all.
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The objective of the Merseyside Bus Strategy is:
“to provide a high quality bus network that meets the needs of the
people of Merseyside in a secure, accessible, sustainable and cost
effective way”
Greater usage of public transport facilities such as buses will help our
congestion aims by reducing the number of private cars on our roads.
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7 Communication
7.1

Public Transport Information
•
•
•
•
•

Real time information at roadside and/ or on-vehicle and off site such as
in shops, leisure centres or hospital waiting areas.
Location specific route finding, suitable for interchanges and town
centres.
Stand-alone timetable information, interchange signage, RTPI and
directional paving
Stop specific timetable information and route mapping.
Targeted information delivered to households and businesses along the
corridor to develop awareness of services and encourage patronage
growth.

7.1.1 Linking With Public Transport Information and Marketing
Merseytravel’s TransportPlus
initiative
highlights
how
improvements to services
and opportunities to present
information in new ways will
enable targeted marketing of
public transport. Prolonged
campaigns relating to major
new
schemes
will
be
developed
including
extensive marketing of the
enhanced bus routes and rail
improvements for example. In addition, campaigns will support
maintenance of current public transport patronage, as well as raising
the acceptability and attractiveness of public transport options. This is a
crucial element of locking in the benefits of new infrastructure. Train
and bus services will continue to be promoted through Travel Planning
in support of the extensive marketing campaigns to promote new and
improved services.
7.2 Walking and Cycling Promotion
The benefits of increasing active travel are wide reaching for transport, health
and environment sectors. The need to market these modes is well
recognised and will be taken forward in partnership with the health sector.
A set of cycle and walk maps will be developed for local areas, covering all of
Merseyside, and targeted marketing campaigns will take place through travel
plan settings and more widely to support new cycle and pedestrian
infrastructure development. Campaigns to build on the higher levels of
cycling already experienced in some areas of Merseyside will also feature.
The new Merseyside Cycle Training and Promotion Service will also form
part of the marketing strategy for cycling, presenting a positive opportunity to
communicate the benefits of cycling and enabling greater activity.
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7.3 Travel Awareness Campaigns
Awareness
raising
campaigns are an
important element. As
part
of
our
communication
strategy this area of
work will also includes
initiatives such as
Walk to School Week
and Car Free Day.
Investment
in
awareness messages
and association with
TravelWise will be
particularly important
in the next few years
as an essential element of the communications approach.
The smarter choices TravelWise programme is a critical element in meeting
the shared priorities.
•
•
•
•

It reduces the risk of congestion by promoting the use of non-car travel.
It supports air quality management by encouraging sustainable travel.
It supports accessibility by covering access to education, work and
healthcare through travel plans that inform and promote travel opportunities.
It supports road safety by promoting safer travel to school and cycle training.

7.4 Supplementary Planning Document for Transport
Well integrated land use and transport provision can assist our commitment to
equality of travel opportunity and many priority areas. It can make it easier for
people to access opportunities, and can reduce the need to travel. Policies in the
Local Development Documents will form the principle means by which the demand
for travel will be reduced, structuring the location and type of development,
favouring mixed uses, brownfield sites, and locations with good public transport
access. These policies will be supported by the Merseyside Supplementary
Planning Document ‘Ensuring Travel Choice’ (SPD) which will ensure
developments are accessible by a choice of all modes and encourage sustainable
travel to new developments. The SPD will provide the detailed guidance with
regard to using planning obligations and Travel Plans to locate developments in
accessible locations and secure more sustainable travel to them.
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At the present time Planning and Building
Control sections assess and determine
planning applications. Matters regarding
transportation are considered by districts
councils’ highway sections. Merseytravel
comments on applications with transport
implications and participates in planning
meetings when possible but is not a
statutory
consultee
on
planning
applications, and consequently there is no
requirement to act on these comments. Preapplication meetings are usually held with
Planning, and occasionally other partners
may be included.
The planning system is used to bring about
improvements for transport and access
through use of conditions on applications or
through section 106 and 278 agreements.
These may include travel plans, bus
services or alterations to infrastructure to facilitate improvements for
sustainable transport access. However, the application of planning guidance,
standards, conditions and requirements is applied inconsistently across
Merseyside leading to missed opportunities to improve transport access.
Fewer than 20, successful and substantive section 106 agreements have
been entered into during the first LTP period.
In addition, the monitoring and enforcement of planning conditions and
agreements is insufficient to provide appropriate weight to the system.
Travel Plans are monitored through the TravelWise programme with
enforcement support sought from Planning when difficulties are encountered.
Currently no penalties are being used to enforce conditions. Section 106
planning agreements are monitored to some extent; however an increased
use of the system is already identifying difficulties in ensuring agreements are
delivered appropriately and in a timely fashion.
The development of a Merseyside transport SPD and access aims to set out
clear and consistent standards for LPA's and developers to ensure that a
transparent, fair and clearly understood system is in place to improve the
integration of land use planning and transport and to ensure that new
developments promote good access by all modes of transport and encourage
sustainable travel. In developing the SPD, the changing framework for
planning is being taken into account.
The aim of the Supplementary Planning Document (SPD) is to ensure that
sustainable transport issues receive greater significance in the consideration
of planning applications. It also seeks to secure a consistent approach across
Merseyside by, for example, ensuring that new housing developments
adequately cater for and support new bus routes, subsidised bus services
where necessary, incorporate new cycle routes and parking facilities and
cater for pedestrians.
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The SPD will attempt to
ensure that the same
development standards are
applied across Merseyside.
The
more
rigorous
standards will help to
manage public and private
parking stock, encourage
alternative travel and in
doing so help to reduce
congestion.
By 2011, 95% of all
Merseyside developments will be subject to the approval of the SPD, with an
overall aim of have 100% of developments checked.
There is an opportunity to ensure that congestion issues are given more of an
emphasis in the planning process. Discussions will take place to give the
Traffic Manager role a specific input in the approval of proposed
developments.
7.5

Variable Message Signs.
Several Merseyside authorities have recently invested in the development of
a Variable Message System (VMS) strategy as an effective means of
communicating with highway users to inform route choice, thus assisting
them to make best use of the available highway capacity. Depending upon
the message database it can provide information on a wide variety of events/
hazards to appropriately influence travel behaviour, with the primary function
being to deliver early traffic information so that motorists can divert from their
chosen course if necessary. This will be an integral part of the UTMC
system. They will also have a secondary role for special events, major
incidents, environmental requirements and so on.
Wirral and Merseytravel have also introduced Variable Message Signs within
the two Mersey Tunnels and on their approach roads linking the M53. The
system will interface the VMS with cross boundary authorities. The scheme is
primarily related to the safety of drivers and better communication with users.
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8 Transport Asset Management
It has already been discussed that the successful management of our highway
network is critical to the success of our NMD. Not only does this mean the
management of movement and activities on the network but also the infrastructure of
the network itself.
Our strategy for the management of our highway and transport assets will be
detailed in the Transport Asset Management Plan (TAMP). This Plan is currently
being developed as part of the LTP. The intention is that the Plan will bring together
all the policies, aims and objectives of the Authority and will clearly set out
management arrangements, aspirations for service delivery and maintenance of our
assets.
The Merseyside Districts together with our transport related partners including
Mersey tunnels and Merseytravel have developed a framework TAMP. Each district
will also have its own specific TAMP to take into account local conditions. By working
together in partnership, it is intended to facilitate change, innovation and best
practice with the objective of managing transport and highway assets for the benefit
of all stakeholders in Liverpool and across Merseyside.
There are many facets to the highway infrastructure that need to be managed. The
Merseyside Districts will endeavour to include and capture all highway network
components during the life of the TAMP.
Such components will include:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Footways
Street lights
Cycleways
Signs
Drainage
Road markings
Traffic signals
Structures including gantries, bridges, tunnels, culverts, retaining walls, etc
Verges
Trees
Street furniture
Bus lanes
Bus stops
Transport interchanges
Taxi facilities
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Appendix 1 -

Traffic Managers for the Merseyside Local Authorities:
Contact Details

Liverpool City Council
Steven Holcroft
Transportation Manager
Transportation
Regeneration
Municipal Buildings
Dale Street
Liverpool
L2 2DH
Tel: 0151 233 3000
steven.holcroft@liverpool.gov.uk
Knowsley Metropolitan Borough Council
Vic Turner
Head of Transportation and Traffic Services
Department of Regeneration and Neighbourhoods
Yorkon Building
PO Box 26
Archway Road
Huyton
Merseyside L36 9FB
Tel: 0151 443 2228
Vic.Turner@knowsley.gov.uk
St.Helens Metropolitan Borough Council
Rory Lingham
Assistant Director (Engineering)
Engineering
Wesley House
Corporation Street
St. Helens
WA10 1HF
Tel: 01744 456000
contactcentre@sthelens.gov.uk
Sefton Metropolitan Borough Council
Stuart Waldron
Assistant Technical Services Director
Sefton MBC
Magdalen House
Bootle
Merseyside L20 3NJ
Tel: 0151 934 4006
Stuart.Waldron@technical.sefton.gov.uk
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Wirral Metropolitan Borough Council
Mark Smith
Deputy Director
Technical Services Department
Metropolitan Borough of Wirral
Cheshire Lines Building
Canning Street
Birkenhead
Wirral CH41 1ND
Tel: 0151 606 2004
trafficmanager@wirral.gov.uk
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Appendix 2 -

Merseyside Traffic Managers’ Group: Terms of Reference

1. Oversee the implementation of the Traffic Management Act (the ‘Act’) across
Merseyside and co-ordinate input on progressing the Act, and the Network
Management Duty (the ‘Duty’) in particular, into the Local Transport Plan/Annual
Progress Report process.

2. To review, propose and co-ordinate arrangements for the management of local
road networks, the objective being to secure the safe and expeditious movement
of traffic within Merseyside and to facilitate the safe and expeditious movement
of traffic from and on to neighbouring authority networks. This will have regard to
the practicability and other obligations, policies and objectives of the constituent
local authorities. Traffic includes all road users: pedestrians and cyclists as well
as motorised vehicles, whether engaged in the transport of goods or people.

3. To co-ordinate arrangements for making the best use of existing road space for
the benefit of all road users and to consider actions that could be taken to make
more efficient use of the network, or that would avoid, eliminate or reduce
congestion or disruption and where possible, improve journey reliability.

4. To co-ordinate arrangements for controlling the occupation of the highway by
Street
and
Road
Works,
special/planned
events
and
other
obstructions/incursions that may interfere with the safe and free flow of traffic
giving due account to the statutory rights and reasonable demands of those
parties needing to enter upon the highway or maintain and upgrade equipment
within it.

5. To draft, review and/or determine specific policies, procedures, targets and
objectives for improving traffic movement on local road networks with due
recognition and consideration being given to the priorities of the National Street
Works Highways Group (NSWHG) and the Highway Authorities and Utilities
Committee (HAUC). To agree proposals for monitoring the effectiveness of
arrangements and actions established to meet the requirements of the Act and
the Duty.

6. To review the work and practices of other local traffic authorities in responding to
the Act and to implement best practice as appropriate.

7. To establish and maintain working relationships with Traffic Managers in other
authorities, the Highways Agency, Government Office North West and with other
partners and stakeholders including the emergency services, utilities and bus
operators who would have an interest in or be affected by the Act or the Duty.

8. To review all strategies and planning designed to meet requirements of both the
Act and Duty to determine their consistency with wider local, regional and
national policies and guidance (including Codes of Practice and Best Value
Performance Indicators).
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Appendix 3 -

Criteria for Designation as a Traffic Sensitive Road

(a)

at any time, the estimated traffic flow is greater than 500 vehicles per hour per
lane of carriageway, disregarding bus or cycle lanes;

(b)

it is a single carriageway two-way road, the carriageway of which is less than
6.5 metres wide, having a traffic flow of not less than 600 vehicles per hour;

(c)

it falls within an area covered by an order in respect of congestion charges;

(d)

is one of which more than 25% of the traffic flow consists of heavy commercial
vehicles;

(e)

is one on which the traffic flow includes more than eight buses per hour;

(f)

is designated by the local highway authority, as part of its winter maintenance
programme, as one requiring the treatment of any part of it with salt or other
chemicals when low temperatures are expected to prevent the formation of ice;

(g)

is within 100 metres of a critical signalised junction or a critical gyratory or
roundabout system;

(h)

has a pedestrian traffic flow of at least 1300 people per hour, per metre width
of footway;

(i)

is on a tourist route or within an area where international, national or significant
major events take place;

(j)

is classified an A or B road;

(k)

consists of no more than 100 metres of a side street that has a junction with an
existing traffic-sensitive street, which was not designated as such solely by
virtue of this sub-paragraph.
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Appendix 4 -

Merseyside Routes for Congestion Monitoring within LTP

1.

A552, Singleton Ave/ Borough Road (Towards the Tunnel),
junction3 – Queensway Tunnel Approach)

2.

A561, Aigburth Road/ Park Road (Towards City Centre), (Aigburth Hall
Avenue – Parliament Street).

3.

B5178, Childwall Road/ Picton Road (Towards City Centre), (Queens
Drive – Durning Road/Tunnel Road).

4.

A5080/ A5047/ B5340, Edge Lane/ Hall Lane (Towards City Centre),
(Bowring Park Road – Prescot Street).

5.

A5049, West Derby Road (Towards City Centre),
Hill).

6.

A580/ A5089, Walton Lane/ Everton Valley (Towards City Centre),
(Queens Drive – Kirkdale Road).

7.

A565, Crosby Road South/ North/ Liverpool Road/ The Bypass (Towards
City Centre), (The Northern Road – Princess Way)

8.

A5058, Queens Drive (Northbound), (Menlove Avenue – Edge Lane)

9.

A5058, Queens Drive (Southbound), (Edge Lane – Menlove Avenue).

10.

A5080, Tarbock Road/ Cronton Road (Eastbound),
Tarbock Interchange).

11.

A58, Blackbrook Road/ Park Road/ Parr Street (Towards Town Centre),
(St Helens Canal – Atlas Street)

(M53

(Queens Drive – Low

(Archway Road –
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