Highways Agency 

NW RSS EIP Matter 5A&B : Overall Transport Strategy and Demand Management


Panel Question 5A : Overall Transport Strategy

(i) 
Does the RTS provide an appropriate, long term framework for highways and public transport in the region, reflecting other RSS policies and the RES ?

1.1
RTS is focusing on outcomes and an understanding that transport is a derived demand. It is concentrating on the development of better transport links within the region, and to other parts of the country and beyond. 

1.2
We are in general agreement with the overall tone of RTS. We also support the approach of making better use of the transport network; managing travel demand; and implementing targeted improvements.

1.3
We are also pleased that RTS recognises the importance of the strategic national function of the principal North – South and East – West transport corridors. With regard to the strategic road network, this is to provide long distance routes between main urban areas, industry, sea and airports, tourist regions and other major generators of long distance travel.

1.4
However, our main concern is the lack of integration of transport and accessibility principles throughout the rest of the draft RSS document.

1.5
Against this background, we feel an understanding of the transport consequences of land use decisions needs embedding in RSS development principles. This would help to better align and positively steer the development and content of regional and sub-regional policies; plans and spatial decisions; and support the aim of sustainable growth in the region.

1.6
Whilst supporting regeneration and economic growth, the RSS will need to help control the dispersal of development in order to reduce the need to travel especially by car; and support the climate change agenda. Therefore, the assessment of the transport consequences of development or scheme proposals needs to be an integral part of the preparation of regional plans and strategies.

1.7
It is unclear what work has been carried out to assess the potential consequences for the transport network arising from the broad locations for development; sub-regional development; or housing projections; and how an understanding of those potential consequences has informed and been reflected in spatial decisions or transport priorities. A clearer explanation of the relationship and rationale between areas of housing provision, economic need and opportunity is required.

1.8
The level of understanding will also be an important consideration in the development of LTPs and LDFs. It may have implications for the scale, location and pace of development; as well as the nature, location and timing of policies or improvements that maybe needed to manage demand for travel and support the concept of sustainable development.

1.9
Chapter 10 “Transport in the North West” points to the need for various agencies to work together to ensure that the region’s transport networks are managed, operated and improved in a planned, integrated way. We support this aim, but it is unclear how it is to be achieved. 
1.10
We are keen to work with regional partners in this regard and have commissioned a report from JMP Consulting to assess the strategic performance of the regional motorway and trunk road network. The report is discussed in more detail in our response to Matter 5A(ii). It provides our best assessment of the strategic road network’s performance upto 2021.

(ii) 
How will the draft RSS’s proposed patterns of development impact on the strategic highway and public transport network ?

2.1
We support the RSS policy steer of focusing development into the most sustainable locations within the region’s cities, towns and other settlements; and ensuring a good relationship and proximity between areas of housing; services; job opportunities and need. 

2.2
The RTS notes that existing levels of congestion and worsening journey time reliability on the strategic road network is a major problem, particularly for business and industry. The Government has set us targets to make journeys on the strategic road network more reliable and safer.

2.3
The Regional Development Principles set out in DP1 highlight the importance of reducing the need to travel (especially by car); and ensuring that new development is genuinely accessible by public transport, walking and cycling. We support the thrust of these principles. However, it is unclear how they have been integrated into housing / economic projections or influenced locational decisions. 

2.4
To help assess the current and future performance of the strategic road network upto 2021, we commissioned JMP Consulting to provide some quantification of the extent of congestion and delay; and how they might change over time. The findings are shown on stress maps. Highway improvements that are in the current Targeted Programme of Improvements have been incorporated within the 2021 stress maps. Maps looking at the accessibility of the broad locations for development and the region’s ports and airports by public transport services have also been produced.

2.5
A detailed technical note “Accessibility Mapping & Network Stress” (29 September 2006) on the methodology, data used and findings is presented as a Core Document (EiP Library Ref : SDL/HA/1).

2.6
The accessibility maps help to assess the potential transport implications of major economic development locations identified in RSS. When taken with the stress maps they give an indication of where sites might have most detrimental impact on the strategic road network.

2.7
Results for 2005, show congestion on the trunk road network in the morning and evening peak periods to be an issue on :

· routes into and out of both Manchester and Liverpool city centres;

· sections of the M60 around Manchester;

· a significant proportion the M62 between the two cities;

· M6 / M61 Interchange south of Preston;

· M6 east of Carlisle;

· The A585 between M55 and Fleetwood;

· M56 / A56 around Chester; and

· Sections of the M6 south of Wigan, particularly southbound between J 19 and 18 in the evening peak.

2.8
The picture for the peak periods in 2021 shows a wider area of the network operating at high levels of stress, congestion and delay. The most notable additions and changes are  :

· The majority of the M6 in both directions from the West Midlands as far north as Preston experiencing the highest levels;

· Significant lengths of both carriageways of the M6 north of Preston  

· The M55 between Preston and Blackpool;

· The majority of the M62; M56 and M60 (both directions);

· The A590 into / out of Barrow-in-Furness; and 

· On the A595 around Whitehaven.

2.9
From a review of the accessibility maps, it can be seen that many of the broad locations for economic development are not currently very accessible to alternatives to the car. Despite the principles contained in DP1, and given the proximity and accessibility to the strategic road network they enjoy, it is likely that in the absence of significant measures to mange demand, the majority of trips to such locations would be by car. More car based trips; over greater distances; and over longer periods of time would be a concern to us, particularly where additional trips would be on sections of the network that are already, or are predicted to be, under stress. Any reduction in journey reliability would have implications for existing business and industry as well as successful, sustainable regional economic growth; and delivery of the Government’s congestion target.

2.10
Locations of particular concern are : 

· Greater Manchester Western Gateway;

· North West Warrington;

· North West Chorley;

· South Manchester;

· South East Halton;

· South West Greater Manchester Inter-Modal;

· Widnes Inter-Modal;

· Newton le Willows Inter-Modal.
2.11
It is recognised the Inter-modal sites would contribute to wider objectives to encourage a shift in freight movement from road to rail. However, there will still be a need to consider how best to manage demand from residual traffic.
2.12
For sites that are generally accessible to alternatives to the car, but also located near to motorway junctions, it is likely that demand management measures would still be necessary to ensure sustainable means of travel are used; and the efficiency of the strategic road network is not compromised.

2.13
Against this background, it will be vitally important to ensure that development is sited in the most sustainable location. Accessibility criteria could help with site selection. Alternatively, the pace of development will need to be linked, where necessary, to the delivery of measures to manage demand; or relevant regional transport priorities in order to support the sustainable economic growth of the region. Without such measures it is difficult to see how sites within the broad locations could be delivered given RSS principles of reducing the need to travel.

Panel Question 5B : Demand Management

(i) 
Does the draft RSS provide clear and sufficient guidance on what is meant by demand management; and when and where such measures might be used ?

3.1
RSS supports demand management, but there is a need for a clearer definition and policies that explicitly seek to reduce regional traffic growth and promote behavioural change. Guidance to help assess when and where demand management measures might be used is also required.

3.2
Demand management is a term that can be used to deal with two matters. The first is managing demand for travel by influencing travel behaviour to reduce, as a priority, the number and length of trips by car. The second is managing the impact of the residual traffic that uses or wants to use the network.  Both support the idea of the sustainable movement of people and goods. There is some overlap between techniques used to deal with each matter.

3.3
We have looked at the causes of congestion across the whole of our motorway network. We have found that 65% is due to the volume of traffic; 25% due to incidents; and 10% due to road works.

3.4
Influencing travel behaviour is tied to policies which seek to deal with the causes of congestion. It points people towards more sustainable travel options such as making more use of public transport, sharing their car for a journey; cycling or walking. It involves decisions about the nature, size, pace and location of development. Policies which seek to reduce the number of car trips; as well as their duration and distance travelled can be supported by “park and ride” schemes; as well as school, workplace and individual travel plans. A review of the amount of car parking in an area, the way it is controlled and its cost can also be a major influence on the means of transport people choose for their journey. Paying for the use of the road network can also be part of the approach; particularly when linked to improving the quality, frequency and reliability of public transport services.

3.5
Network demand management is about making the most use of the space available. It can involve installing traffic signals at junctions or on slip roads; or implementing speed limits to smooth the flow of traffic using or joining the road. Road space can be reallocated to give priority to public transport, cycling and walking. Technology can be used to provide better information to road users to help them plan their journey; or use the hard shoulder of a motorway. In addition, dealing quickly with incidents and improved planning of roadworks can help to reduce congestion and keep traffic moving. 

3.6
The timely introduction of demand management has the potential to unlock development, allowing it to proceed and be maintained sustainably, without the need for significant improvements to the road network. In effect, it can help secure benefits by avoiding congestion growing and spreading to other areas; and ultimately managing peak demand more effectively.

3.7
However, the diversion of trips onto other less sustainable routes needs to be avoided. Policies are needed to ensure travel plans are meaningful, monitored and enforced. RSS also needs to set out how cross boundary issues associated with the implementation of demand management measures might be resolved.

3.8
We would support in principle the application of demand management on the strategic road network where it seeks to make better use of available road space, support the sustainable movement of people and goods; and protect / retain the benefits of travel plans; or transport priorities proposed in the RTS.

3.9
Such measures may provide a way of maintaining higher levels of service. However the scope, method of implementation and effectiveness of a number of new or emerging techniques is unknown at present.

3.10
Demand management measures could be used to manage demand at sites with high levels of congestion; or planned and implemented at sites where problems maybe anticipated. The physical characteristics of such sites need to be understood.
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