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FOREWORD

Welcome to the North Staffordshire Local Transport Plan. This plan covers the North 
Staffordshire conurbation which comprises the administrative areas of Stoke-on-Trent, urban 
Newcastle-under-Lyme and parts of the adjoining Staffordshire Moorlands. The Plan has 
been jointly produced by Staffordshire County Council and Stoke-on-Trent City Council.  

We want to help provide and maintain a high quality transport system that provides people 
with a choice of how to travel. This plan details how we intend to build a safe and sustainable 
transport network over the next 15 years. The key objectives in this new plan are supporting 
regeneration, improving accessibility and tackling congestion, whilst improving air quality, 
travel safety and quality of life.  The plan also supports other wider quality of life objectives
found in the Community Strategies for the area.

The Plan has been developed using the extensive evidence base developed as part of the 
North Staffordshire Integrated Transport Study.  We predict that if no action is taken traffic 
levels in North Staffordshire will increase by at least 15 per cent over the next 15 years. This 
will mean that we suffer worsening travel conditions with higher levels of congestion, making 
it more difficult to access everyday services and hindering the regeneration of our 
conurbation.

It will be a difficult challenge to meet all our aims but we feel that in the long term they are 
achievable.  Over the next five years we will start to create the right conditions to lessen
congestion and improve accessibility.  We will work hand in hand with our regeneration and 
planning colleagues to deliver sustainable new development supported by new state of the 
art bus transit corridors with enhanced bus priority, integrated with a brand new state of the 
art park and ride system serving the urban core including Newcastle.

This work will be supported by continuing to deliver improved road safety, through delivery of 
targeted traffic management measures supported by promotional measures.  The extensive 
work on safer routes to school already carried out will continue, helping more children and 
parents to enjoy safe and healthy lifestyles.

During the first LTP period we worked hard with partners to complete the National Cycle 
Network in North Staffordshire, an achievement that we are rightly proud of.  We will continue 
to enhance our “green” network for pedestrians and cyclists alike by continued improvement 
of the extensive greenway network, helping to link communities to each other and to local 
services. 

We believe this plan will help to ensure that North Staffordshire becomes acknowledged as a
conurbation that is regenerating whilst delivering a safe and sustainable transport network.

Mark Meredith
Elected Mayor

Stoke-on-Trent City Council

John Wakefield
Cabinet Portfolio Holder
Development Services

Staffordshire County Council

Steve Smith
Assistant Chief Executive

Regeneration and Heritage
Stoke-on-Trent City Council

Ron Hilton
Corporate Director

Development Services
Staffordshire County Council





Your Ref:
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Date: 24/03/06
Direct Dial: 01782 236426

Steve Smith
Assistant Chief Executive Regeneration and Heritage
Stoke on Trent City Council
Civic Centre, Glebe Street
Stoke-on- Trent ST4 1RN

RENEW North Staffordshire
15 Trinity Street, Hanley
Stoke-on-Trent   ST1 5PH
Telephone 01782 236426
Fax 01782 236662

Director
Hardial Bhogal

Dear Steve

Re: Local Transport Plan 2006/7 – 2010/11

Thank you for the timely opportunity to write in support of your Local Transport 
Plan (LTP) for the plan period 2006/7 – 2010/11. 

The conurbation is undergoing a significant period of change in terms of 
regeneration, with aspirations for a transformational agenda across all areas of 
service delivery and high quality infrastructure provision.  In order to aid the 
required step change in economic, social and physical regeneration of the 
conurbation we require a first-class transport strategy that is capable of 
facilitating this transformational agenda. The LTP has the potential to make an 
important contribution to this agenda. 

RENEW North Staffordshire is one of the nine national market renewal pathfinders. 
RENEW’s boundary encompasses areas within both the City Council and the 
County Council in recognition that housing markets do not necessarily adhere to 
or operate within strict administrative boundaries. Transport operates in a similarly 
cross boundary manner and I therefore welcome the move to a joint LTP with 
the County Council.

I am pleased to see the focus in the LTP on the shared priorities of improving 
accessibility, reducing congestion, improving travel safety and improving air 
quality for the explicit contribution that transport can make to enhancing the 
conurbation’s environment and to sustainable development. I am particularly 
pleased with the additional emphasis on the local regeneration priority and its 
obvious links to both our and other regeneration agency’s programmes that 
operate within the conurbation.

I note that the LTP is underpinned by a robust research base in the form of the 
North Staffordshire Integrated Transport Study and the process of aligning the LTP 
with the Local Development Framework will foster the essential link between 
land use planning and transportation that is so vital for unlocking and 
redeveloping the heart of the conurbation and creating the fundamental 
interconnections both within the region and more widely.



I also welcome and embrace the opportunities for further partnership working 
between RENEW and the City Council on transportation issues at both the 
strategic level and at the level of the detailed proposed programme of the LTP
to strengthen the relationship and alignment between ourselves and the capital 
transportation programme.

Yours sincerely, 
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CHAPTER 1: INTRODUCTION 

1. INTRODUCTION 
 
1.1 Background  

 
This is the North Staffordshire LTP 2006/07 – 2010/11 which has been prepared jointly by 
Stoke-on-Trent City Council and Staffordshire County Council.  It will replace the 2001/02 
– 2005/06 Stoke-on-Trent LTP and will also include areas of Staffordshire, namely urban 
Newcastle-under-Lyme and parts of the adjoining Staffordshire Moorlands.  For simplicity, 
the highway maintenance strategy in the North Staffordshire LTP just covers Stoke-on-
Trent and the areas within Staffordshire will continue to be covered by the Staffordshire 
LTP. 
 
 
1.2 Structure of the document  

 
The structure of this plan is based around the four shared transport priorities, agreed 
between Government and the Local Government Association, and the locally identified 
priority of regeneration.  The plan identifies how these priorities will be delivered in North 
Staffordshire both within the five-year life of this plan and what is expected to be achieved 
over a longer timescale of 15 years.     
 
This plan also focuses on how important it is to work with our partners both within our own 
local planning and highway authorities and with other agencies and transport providers, 
and the need to fully engage in consultation processes.  This will help to ensure that: 
 
• All views are taken into account. 
• There is consistency between all local and sub-regional strategies. 
• Value for money is achieved through the delivery of the right schemes. 
• Maximum funding is received from non-LTP sources. 
 
Table 1.1 sets out the structure of this plan and highlights the linkages between the 
chapters.  
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CHAPTER 1: INTRODUCTION 

 
Table 1.1: Structure of the plan 

 
Chapters 
 

 
Content 
 

 
Chapter 1: 
Introduction 

• How the document is set out 
• Developing a new joint LTP 
• A description of the Plan area  
• Documents supporting the LTP 

 
 
Chapter 2: 
Wider Context 
 
 

• National and regional perspective 
• Sub-regional and local strategies and plans 
• Supporting studies 
• Joint working 
• Achievement of first LTPs  

 
 
 
Chapter 3: 
Strategy Development 

• Evidence base (including NSITS): 
o Census data 
o Land use development 
o Existing travel demand by mode 
o Consultation overview 

• Key problems emerging from evidence base 
• Possible solutions identified by NSITS 

 
Chapter 4: 
Vision and Objectives 

• Vision, aims and objectives emerging from problems and opportunities identified in 
Chapters 2 and 3  

• Clarification of the important linkages between Chapters 5 to 11  
• Key measures required in the short and long term to meet aims and objectives 

 
Chapter 5:  
Supporting Regeneration 

• Highlights regeneration issues 
• How the LTP will support regeneration initiatives 
• How the LTP will support key economic regeneration sites 
• How land use and transport integration will helped achieve the LTP objectives 

 
Chapter 6: 
Improving Accessibility 

• Detailed accessibility problems and opportunities building on evidence identified in 
the Strategy Development Chapter and identified through Accessibility Planning 

• How we will achieve accessibility objectives and targets through improvements to 
the transport network  

 
Chapter 7: 
Tackling Congestion 

• Detailed congestion problems and opportunities building on evidence identified in 
the Strategy Development Chapter 

• How we will achieve congestion objectives and targets through making best use of 
existing assets, managing the network and travel demand, and encouraging 
sustainable travel  

 
Chapter 8: 
Improving Air Quality 
 

• A description of how transport contributes to air quality problems   
• How we will tackle transport-related air quality problems in Air Quality 

Management Areas 

 
Chapter 9: 
Improving Travel Safety 

• Detailed travel safety and community safety problems and opportunities building 
on evidence identified in the Strategy Development Chapter 

• How we will achieve better road safety and community safety, especially for 
vulnerable road users, and meet relevant targets 

 
Chapter 10: 
Improving Quality of Life 

• Highlights how achieving the shared priority key objectives will ultimately improve 
the quality of life for residents in North Staffordshire 

• Focuses on other issues that can be influenced through the delivery of LTP 
schemes, such as environmental quality and community health       

 
Chapter 11: 
Looking after the Transport 
Network  
 

• Highlights issues concerning maintenance and its impact on shared priorities 
• Links with the Transport Asset Management Plan 
• Includes highway maintenance investment priorities  

 
Chapter 12: 
Implementation – Making it 
Happen 

• 5 year implementation plan in line with ‘planning guidelines’ 
• Major schemes and TIF bid 
• Effective use of revenue budgets and non-LTP funding sources 
• Identifies priorities 

 
Chapter 13: 
Performance Management 
 

• Provides trajectories for the mandatory and other local indicators 
• Describes how the indicators are monitored 
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CHAPTER 1: INTRODUCTION 

1.3 Developing a new joint LTP  
 
Following discussions with the Government Office for the West Midlands, a new joint 
North Staffordshire LTP has been produced because it is considered that the urban area 
of Newcastle-under-Lyme and the parts of Staffordshire Moorlands that abut Stoke-on-
Trent have greater adherence, in transport and regeneration terms, to Stoke-on-Trent 
compared to the rest of Staffordshire.  
 
Historically, Stoke-on-Trent consisted of six distinct towns: Tunstall, Burslem, Hanley, 
Stoke, Fenton and Longton. Nearby was the market town of Newcastle-under-Lyme which 
was surrounded by dispersed settlements some of which were located around colliery 
sites. Due to the expansion of the manufacturing industry in the 18th, 19th and early part of 
the 20th century and residential expansion, these settlements, plus Kidsgrove, Blythe 
Bridge and Trentham, have grown and have now coalesced to form a substantial 
conurbation. 
 
Both Newcastle and Stoke-on-Trent have a common sustainable regeneration agenda 
which emphasises the need for this joint plan.  Both authorities are working in partnership 
to achieve the vision and objectives of the North Staffordshire Integrated Economic 
Agenda, the Regeneration Zone and Renew’s Intervention Strategy.     
 
Geographically, the main centres of Stoke-on-Trent and Newcastle are only a few 
kilometres apart and the links between these two areas are continuously urban in nature 
and are served by the same strategic transport network which includes the M6, A500 and 
A50 trunk roads and the West Coast Main Line.  In contrast, the surrounding parts of 
Staffordshire are very rural, but have clear links with the conurbation which serves a 
hinterland extending across parts of Staffordshire, Cheshire and Shropshire. 
 
Evidence from past Transport Policies and Programmes (TPPs) and the first LTPs 
emphasises the need to deal with transport issues in North Staffordshire as a whole.  In 
the first round of LTPs, extensive partnership working took place between the two 
authorities and a joint North Staffordshire Integrated Transport Strategy was included in 
both LTPs building on the Transport Package for the area that was developed as part of 
the TPP process in 1996. 
 
The process and timescale of developing the new Joint LTP and the key elements that 
have influenced the production of the plan are summarised in Figure 1.1.  All elements of 
the flow diagram will be discussed and explained further on in the plan. 
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Figure 1.1: Development of new joint Local Transport Plan 
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CHAPTER 1: INTRODUCTION 

1.4 The plan area  
 
The North Staffordshire conurbation is like a smaller version of the West Midlands 
conurbation.  It is home to over 360,000 people in 150,000 households and there are 
145,000 jobs.  It has an excellent strategic location being at the edge of both the West 
Midlands and the North West region, as shown in Figure 1.2.  
 
Figure 1.2: Regional location 
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CHAPTER 1: INTRODUCTION 

The North Staffordshire LTP area is shown on Figure 1.3 which highlights the multi-
centred or poly-centric structure of the area.  It also highlights the key strategic transport 
routes, Areas of Major Intervention, and the spread of major key trip generators and 
proposed regeneration sites which are located outside the town centres. 
 
At the heart of North Staffordshire we have a City Centre with massive potential 
surrounded by attractive historic towns including Newcastle under Lyme.  There are two 
universities (one with a medical school) and the abundance of parks and open spaces 
make the North Staffordshire urban area one of the greenest in the UK.  North 
Staffordshire also has much to offer as a tourist destination.  There is a wealth of industrial 
heritage including ceramics and two magnificent canals, the Trent and Mersey and the 
Caldon.  Alton Towers and the Peak District, both destinations of national importance, are 
in close proximity and enhance the attractiveness of North Staffordshire to visitors and 
residents. 
 
Plate 1.1: Aerial Photograph of City Centre 
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1.5 The transport network 
 
Highway Network 
 
The national trunk road network (M6, A50 and A500) and other ‘A’ roads such as the A53 
and A34 cater for longer distance movements in to and out of the conurbation.  However, 
these roads also cater for a significant number of short distance journeys made within the 
conurbation, which can lead to significant levels of congestion on these roads during peak 
periods.  
 
The primary routes help to distribute traffic between the national road network and the 
main centres of North Staffordshire.  These roads are generally single carriageway links 
and also perform a more local function. 
 
Bus Network 
 
There is an extensive network of bus services operating in the North Staffordshire 
conurbation.  The existing services are heavily focused on serving the City Centre and 
Newcastle, which both benefit from good, high frequency connections to a wide range of 
destinations.  The range of destinations that can be accessed by direct bus services from 
the other main settlements is more limited.  There are limited bus connections between 
the north and east of the conurbation and from the far south to northern, eastern and 
western areas.  Also, bus links to surrounding rural areas are often infrequent.  
 
‘First’ operates around 85%-90% of services in the area and both authorities provide 
subsidy for local bus services as necessary and as resources permit.    
 
There are three main bus interchanges within the plan area, located at Hanley, Newcastle 
and Longton.  Newcastle and Longton stations have recently been improved and there are 
proposals to improve the bus interchange in the City Centre. 
 
The Rail Network 
 
North Staffordshire has two railway lines passing through it – the Manchester branch of 
the West Coast Mainline with services to London, Glasgow, Birmingham and Manchester, 
and also the Crewe to Derby line. There is one mainline station (Stoke) served by Virgin 
Train services and four smaller stations (Kidsgrove, Longton, Blythe Bridge and Longport) 
served by Central Train services. A mothballed line from Stoke to near Leek still exists 
and is currently protected in development plans in the event that the line is re-opened for 
passenger or freight services. Etruria station was closed in 2005 with national publicity 
and the local authorities will be working with Network Rail and the DfT to ensure that none 
of the other stations will be affected. 
 
Walking and Cycling Network 
 
Cyclists have the choice of using the main highway network or a number of dedicated off-
road routes which utilise greenways, disused railway lines and canal towpaths.  The off-
road routes are also available for pedestrian use and often for equestrian use also.  There 
is an extensive Rights of Way network and the National Cycle Network in the plan area 
was completed during the first LTP period.  A comprehensive cycling map is available 
covering the plan area.  
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CHAPTER 1: INTRODUCTION 

Water-based Network 
 
The Trent and Mersey and Caldon Canals provide an important leisure facility for the 
area, attracting tourists and generating income.  A number of rivers and minor tributaries 
run through the plan area, but none are navigable by freight so the focus is to promote 
them as green corridors for use by cyclists and pedestrians.   
 
 
1.6 Supporting documents 

 
In addition to the contents of this plan, the following supporting documents are also 
available. 
 
Strategic Environmental Assessment (SEA) 
 
An SEA was conducted as part of the development of the final LTP. The environmental 
and sustainability objectives of existing plans and programmes, together with baseline 
information on the current state of the environment, were used to develop a framework of 
14 SEA objectives. These were developed in consultation with environmental authorities 
through the scoping stage of the SEA. The 14 SEA objectives provide a structure for the 
assessment of the environmental and sustainability effects arising from the LTP, and 
include objectives relating to air and water quality, biodiversity, historic environments, 
health, crime and regeneration. The compatibility of the SEA objectives with the aims of 
the LTP were tested.  This showed broad compatibility but in many cases was dependent 
on the nature of the implementation measures. 
 
The baseline and what is likely to happen without the LTP has been set out against each 
SEA objective in the Environmental Report.  The Environmental Report sets out the 
assessment of realistic transport strategies developed as part of the North Staffordshire 
Integrated Transport Strategy (NSITS 2005) and the detailed assessment of the 
environmental effect components of the LTP by each SEA objective. 
 
The SEA process has allowed both authorities to identify any adverse environmental 
impacts resulting from the implementation of the LTP and consider any necessary 
mitigation measures.  The SEA identifies generic mitigation measures at scheme level 
where applicable such as scheme level Environmental Impact Assessments, the use of 
Sustainable Urban Drainage Systems, and use of design guidance in historically sensitive 
environments. In addition it identifies component specific mitigation measures such as the 
recommendations of the National Salt Spreading Research Group and percentage based 
targets for the use of recycled materials for the ‘Looking after the transport network’ 
component. 
 
Appendix C contains an outline of the process of the SEA and a summary of how 
environmental considerations have been integrated into the LTP. 
 
Bus Strategy 
 
A Bus Strategy has been produced for North Staffordshire in line with the requirements of 
the Transport Act 2000 and DfT guidance.  It is reproduced in Appendix D.  Its 
implementation will play a key part in the delivery of the shared priority targets and 
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objectives, in particular, improving accessibility and quality of life, and reducing 
congestion.  The potential contribution of buses to improving air quality is also recognised. 
 
The Bus Strategy sets out how Stoke-on-Trent City Council and Staffordshire County 
Council will influence bus travel in North Staffordshire and address the needs and 
expectations of both current and future bus passengers.  It is a five-year strategy that will 
be reviewed and updated and it is acknowledged that in order to achieve some of its 
objectives, a longer term approach may be required – stretching beyond the initial five-
year period.  The North Staffordshire Bus Strategy complements the Staffordshire 
Countywide Bus Strategy.        
 
Transport Asset Management Plan (TAMP) 
 
The effective maintenance of all transport infrastructure is a key element of the LTP.    
Stoke-on-Trent City Council are developing a TAMP and Staffordshire County Council 
have a 1st Edition TAMP.  These will enable funding for maintenance to be better targeted 
to areas of greatest need and enable proper integration with associated shared priority 
strategies in the LTP.  A well planned maintenance programme will enable maintenance 
work to be co-ordinated with traffic management and improvement works on the network, 
in line with the Traffic Management Act 2004.      
 
Right of Way Improvement Plan 
 
Rights of Ways are defined within the Countryside and Rights of Way Act 2000, as 
including footways, cycle tracks, bridleways, restricted byways and byways open to all 
traffic.  The Act requires Local Highway Authorities to prepare and publish a Rights of 
Way Improvement Plan (RoWIP) by November 2007.  The outputs of this RoWIP will be 
progressively incorporated into the LTP in terms of securing better provision for 
pedestrians, cyclists, equestrians and people with mobility difficulties and delivering LTP 
shared priorities and objectives.  Prioritised rights of way improvements that help meet 
LTP objectives, will be funded through the LTP as resources permit    

 
A key objective identified through the Staffordshire and Stoke-on-Trent Joint Local Access 
Forum is: “to ensure greater use of and accessibility to the public path network by people 
of all ages and abilities in order to increase enjoyment of open air recreation and exercise, 
and as a means of promoting sustainable transport”.  
 
Greater use of the path network will be encouraged by promoting a range of well-
signposted and way marked routes for use by walkers, cyclists and horse riders to 
encourage modal shift away from car usage, thereby reducing congestion, improving air 
quality and improving safety.   
 
Further details on the following are included in Appendix F: 
 
• The work that has been carried out to date. 
• Interim Rights of Way policies. 
• The types of Rights of Way improvements that will be implemented. 
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2. WIDER CONTEXT 
 
2.1 Introduction 

 
The aim of this section is to clearly identify: 
 
• The links between the LTP and other local, sub-regional and regional strategies and 

how they influence one another. 
• Consistency with national and regional transport policy. 
• Cross boundary partnerships. 
• Partnerships with other transport providers. 
• How LTP1 and other supporting studies have influenced this plan. 

  
The flow diagram in Figure 2.1 summarises all the linkages with the LTP.  Each element 
of the diagram is explained within this chapter. 
 
Figure 2.1: Linkages with the LTP  
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2.2 National perspective  
 
In July 2004, the Department for Transport (DfT) issued a new White Paper on The Future 
of Transport. The overall objective of this White Paper is to “balance the need to travel 
with the need to improve quality of life”. 
 
Specific initiatives include: 
 
• Reorganisation of the rail industry. 
• Better traffic management to ease congestion. 
• The need to hold a debate on road pricing. 
• Increased road capacity in certain locations, together with measures to manage 

demand. 
• Encouragement to develop Quality Bus Contracts (QBC) with bus operators to 

improve local bus services. 
• Shared decision-making between regional and local stakeholders. 
• Integration of transport decision-making with other local, regional and national policy 

decisions. 
 
DfT has also issued guidance on the preparation of LTP2. This is structured around 
several shared transport priorities agreed between Government and the Local 
Government Association: 
 
• Tackling Congestion. 
• Delivering Accessibility to Essential Services & Facilities. 
• Ensuring Safer Roads. 
• Better Air Quality. 
• Improving Quality of Life. 
 
In addition to these priorities there is a shared regeneration agenda, with ODPM 
supporting the Renew (North Staffordshire Housing Market Renewal Pathfinder) and DTI, 
through AWM, supporting the Regeneration Zone. 
 
Another key theme in the guidance is identifying best value for money solutions and, 
where possible, making best use of existing capacity and infrastructure. It emphasises the 
need for careful monitoring with local targets, trajectories and indicators. 
 
The ODPM communities agenda contained within ‘Sustainable Communities: people, 
places and prosperity’ highlights the need for thriving and diverse local economies, well 
connected communities and environmentally sensitive communities.  The LTP will 
contribute to the objectives of this agenda. 
 
The Department of Health White Paper (2004), ‘Choosing Health: Making healthy choices 
easier’ sets out the Government’s aspirations to tackle health inequalities.  It reinforces 
the need to deliver health improvement at both the national and local level.  The LTP will 
contribute to the objectives of this White Paper.     
 
 
 

12 



CHAPTER 2: WIDER CONTEXT 

2.3 Regional perspective 
 
Regional Spatial Strategy 
 
Regional Planning Guidance for the West Midlands was approved in June 2004 and 
converted to the Regional Spatial Strategy (RSS) for the West Midlands (RPG 11) in 
September 2004.   
 
In the period to 2021 the aim is to reverse out migration from Major Urban Areas including 
the North Staffordshire conurbation.  The Regional Spatial Strategy indicates that the 
conurbation should be the focus for sustainable investment to secure the renaissance of 
the urban heart of North Staffordshire. 
 
Table 2.1 shows the extent to which the delivery of the LTP priorities will influence the 
delivery of Regional Spatial Strategy transport policy themes. 
 
Table 2.1: Impact of the LTP priorities on Regional Spatial Strategy policy themes 
 

 
Regional Spatial Strategy 
Transport Policy Themes 
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Developing accessibility and mobility 
to support the Spatial Strategy 

       Key

Reducing the need to Travel 
     

 
     

Walking and cycling 
       High Impact 

Promoting travel awareness 
          

Public transport 
       Medium Impact 

Strategic park and ride 
          

Car parking standards and 
management 

       Low Impact 

Demand management 
          

Management of national and 
regional transport networks 

        No impact 

Freight 
       

Airports (access to) 
       

 

 
More specifically, Policy T12 in the Regional Spatial Strategy sets out the priorities for 
investment in the North Staffordshire area listed in Table 2.2. 
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Table 2.2: Regional Spatial Strategy Priorities for Investment 
Regional Spatial Strategy 
Priorities for Investment 

Main LTP Chapter in which 
the RSS priority is 
addressed 

Behavioural change initiatives Chapter 7: 
Tackling Congestion  

West Coast Mainline Strategy – Stoke Station is a key national 
destination.  Infrastructure improvements in the LTP have been 
completed 

Chapter 2: 
Wider Context 

M6 Widening/Junction 11A-19 improvements – The Highways 
Agency sponsor this scheme which is supported by the Local 
Highway Authorities except for current proposals for M6 
Expressway. 

Chapter 2: 
Wider Context  

Local Congestion Charging Studies Chapter 7: 
Tackling Congestion  

A500 Stoke Pathfinder Project (under construction) Chapter 7: 
Tackling Congestion  

A50 Trentham Lakes junction (under construction) Chapter 7: 
Tackling Congestion 

Improved public transport network in North Staffordshire Chapters 6, & 7, Appendix D: 
Improving Accessibility 
Tackling Congestion 
Bus Strategy 

Retention and development of local services including links 
between local regeneration areas and areas of opportunity 

Chapter 5: 
Supporting Regeneration 

Enhancement and development of rural public and community 
transport 

Appendix D: 
Bus Strategy 

Development of improved road network management and 
prioritisation 

Chapters 7 and 11: 
Tackling Congestion 
Looking After the Transport 
Network 

 
The Regional Spatial Strategy is accompanied by a monitoring regime which has been 
taken into account in designing the LTP monitoring programme to avoid unnecessary 
duplication and ensure efficiencies of information gathering and data analysis. This is 
dealt with in Chapter 13: Performance Management. 
 
Regional Transport Strategy 
 
The Regional Transport Strategy (RTS) is aligned with the Regional Spatial Strategy and 
incorporates policies to deliver the following transport priorities and is supported by a 
Regional Transport Delivery Plan (RTDP) published in March 2005: 
 
• Promote a change of hearts and minds. 
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• Make best use of the existing regional transport network. 
• Provide a comprehensive public transport system that serves the urban areas. 
• Improve access to Birmingham International Airport and the NEC. 
• Ensure that the West Midlands is a reliable hub to serve international, national and 

regional connections. 
 
Regional Economic Strategy 
 
The West Midlands Economic Strategy and Action Plan 2004 – 2010 “Delivering 
Advantage” was published in 2004.  The strategy’s vision is that by 2010: 
 

“The West Midlands is recognised as a world class region in which to invest, work, 
learn, visit and live and the most successful in creating wealth to benefit all of its 
people”. 

 
The Regional Economic Strategy sets out 13 challenges that need to be addressed if 
economic growth is to continue in the West Midlands, including the following transport 
challenge: 
 

“The need to address the inadequacies of our transport infrastructure through 
partners developing innovative ways to create the sustainable, world-class 
transport system we need.” 

 
The Regional Economic Strategy directs its resources to Regeneration Zones and High 
Technology Corridors. North Staffordshire is designated as a Regeneration Zone based 
on the fact that about half of the North Staffordshire LTP Super Output Areas are in the 
top 20% most deprived in England, as indicated in Table 2.3. 
 
Table 2.3: Breakdown of Index of Multiple Deprivation 2004 
North Staffs LTP Super 
Output Areas 

Total Super 
Output Areas

Worst 
10% 

Worst 
20% 

Stoke-on-Trent 160 48 33 

Newcastle-under-Lyme 69 2 10 

Staffordshire Moorlands 11 0 0 

Total 240 50 43 
 
The key aim of the approach is to increase economic activity and employment levels 
within these relatively deprived areas and strengthen links between areas of need and 
areas of opportunity.  The delivery of the LTP’s key objectives will help to achieve this key 
aim.  In particular, there is a clear direct relationship between the aims of the Regional 
Economic Strategy and the following LTP objectives: 
 
• Improve access to jobs and local facilities (Improving accessibility) 
• An effectively managed transport network (Tackling congestion) 
• Create an environment for investment (Supporting regeneration) 
• Improve conditions for the efficient movement of goods (Supporting regeneration) 
• Maintain all adopted transport network assets (Looking after the transport network) 
• Enhance quality of the environment (Improving quality of life) 
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2.4 Sub–regional strategies and plans 

 
Introduction 
 
The LTP area is covered by a plethora of administrative boundaries reflecting the areas of 
responsibilities of regeneration drivers and service providers.  Fortunately, partnership 
and collaborative working is now firmly entrenched within the culture of North Staffordshire 
and all stakeholders are working towards the agreed aim of securing the sustained 
regeneration of the conurbation. 
 
Staffordshire and Stoke-on-Trent Structure Plan 1996-2011 
 
The Structure Plan was adopted in 2002.  It was prepared jointly by Staffordshire County 
Council and Stoke-on-Trent City Council and proposes a broad planning framework for 
the area.  Since its adoption major changes have been made to the planning system as a 
result of the Planning and Compulsory Purchase Act 2004.  Structure Plans and Local 
Plans are being replaced by Local Development Frameworks comprising of a combination 
of statutory and non-statutory documents called Local Development Documents.   
 
During the ‘transition’ period between the two systems, the Structure Plan will be ‘saved’ 
for three years and will therefore continue to be the adopted strategic land use policy 
document until September 2007.  One of the key objectives of the Structure Plan is to 
develop a more sustainable integrated accessibility strategy.  This strategy complements 
the shared priorities and key objectives of this LTP as shown in the Table 2.4. 
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Table 2.4: Impact of LTP priorities on Structure Plan objectives 
 

Components of the Structure Plan 
Key Objective: 
 
 ‘Develop a more sustainable 
integrated accessibility strategy’ 
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Promoting measures which will reduce 
the use of the private car 

       Key

   

High Impact 

Moving towards a development 
pattern where settlements become 
increasingly self-contained, less reliant 
on commuting and with a real choice 
of more sustainable transport modes 

    
 
 

   

   

Medium Impact Making more provision for convenient 
and attractive access for people with 
disabilities and for walking and cycling 
in safety 

       

   

Seeking to ensure adequate attractive, 
integrated public transport services 

       Low Impact 

Reducing the movement of freight by 
road, including minerals and waste  

          

No impact Directing resources to a package of 
measures which would help relieve 
congestion, support economic 
regeneration initiatives, minimise 
adverse environmental impacts, 
continue to seek reduction in 
accidents and provide facilities which 
encourage the use of alternative 
modes of transport, namely walking, 
cycling and public transport, thereby 
improving the quality of life for local 
communities  

       

 

 
Structure Plan Transport Policy T1A emphasises the high priority that is given to 
sustainable transport in Staffordshire and Stoke-on-Trent.  This Plan fully supports Policy 
T1A which encourages the efficient use of existing infrastructure by all types of transport, 
but recognises the advantages of moving towards the use of more sustainable transport 
modes within a vibrant economy. 
 
Structure Plan Policy T1A: 
Development proposals should be located, sited and designed so that the most 
convenient, safe and attractive choice of transport mode is progressively: 
 
(a) avoidance of unnecessary travel 
(b) walking and cycling 
(c) public transport, with rail preferred to road 
(d) and finally, private vehicles 
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Community Strategy – ‘Shaping the Future of Staffordshire 2005 - 
2020’ 
 
The overall ‘Vision’ of the Strategy, which covers the whole of Staffordshire and Stoke-on-
Trent, is that: 
 

‘Staffordshire will be a place where local communities are enabled to 
develop in places where people want to live, work, visit and invest, now and 
in 2020.’ 

 
This Vision will be achieved through the Stoke-on-Trent and Staffordshire Strategic 
Partnership through action plans related to the key priorities, which are:   
 
• Enhancing the voice and profile of Staffordshire within the West Midlands region as 

well as nationally, within Europe and internationally. 
• Developing strong and sustainable rural communities by improving access to 

services, opportunities and the number and quality of jobs available, while also 
protecting and enhancing the environment. 

• Integrating and sustaining transport. 
• Improving health and social care. 
• Supporting the growth of the local economy and encouraging prosperity (including 

learning and skills) for the benefit of individuals, employers and communities  
• Sharing data and information to underpin the strategic priorities of the Strategy. 
 
It complements the Community Strategies at District and Borough level by focusing on 
those issues which are best achieved at the county level. It also links to the Community 
Strategy for the City of Stoke-on-Trent, to ensure that Staffordshire as a whole benefits 
from the shared ambition of the Partnership. 
 
The Community Strategy will provide a framework for all other plans and strategies in 
Staffordshire, such as the LTP.  The LTP will therefore play an important role in the 
delivery of the Community Strategy’s transport theme and will also have some impact on 
the delivery of the other priorities as indicated in Table 2.5. 
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Table 2.5: Impact of LTP priorities on Community Strategy key priorities 
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Voice and Profile        Key

Rural Communities 
 

          

Transport:  High Impact 
 Improved accessibility to everyday 

facilities, particularly for those 
without a car. 

        
 
 

 

Integrated transport and greater 
sustainable travel choices. 

       Medium Impact 

Improved safety for all travellers, 
especially on roads. 

         
 

 

Effectively maintained transport 
assets. 

       Low Impact 

A protected and enhanced natural 
environment. 

          

health and social 
 

        No impact 

economy and encouraging 
prosperity 

         

data and information 
 

        

 
Draft North Staffordshire Core Spatial Strategy  
 
The Core Spatial Strategy will form part of the Local Development Framework and is 
being prepared jointly by Stoke-on-Trent City Council and Newcastle-under-Lyme 
Borough Council to ensure consistency of approach at a strategic level throughout the 
conurbation.  It is expected that it will be adopted by 2007/08. 
 
The Core Strategy sets out the long-term vision, spatial principles and strategic aims for 
the sustainable regeneration of the majority of North Staffordshire to 2021.  Once 
adopted, it will provide: 
 
• An interpretation of the West Midlands Regional Spatial Strategy at the sub-regional 

level. 
• The context for preparation of other more detailed local development documents. 
• A material consideration in the determination of planning applications. 
 
A core transport policy has been included in the draft document which is consistent with 
the key objectives of this Plan. The following Core Strategy ‘Vision’ is the same as the 
North Staffordshire Economic Development Strategy: 
 

“North Staffordshire will become the City Region of Choice for one million 
people by 2021” 
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The delivery of all the LTP priorities and objectives will help to achieve this vision and the 
following Spatial Principles that have been identified in the Draft Core Strategy: 
 
SP1 Enhance and reinforce North Staffordshire’s role as a key regional gateway, with 

Stoke-on-Trent City Centre as the primary commercial focus and Newcastle-under-
Lyme Town Centre as a complementary and thriving strategic centre within a 
balanced and strong North Staffordshire economy. 

 
SP2 Create vital, vibrant and distinctive town centres with complementary roles to play. 
 
SP3 Create a greener North Staffordshire by maintaining and improving its network of 

canals, green spaces and parks to provide the setting for high quality development 
of homes, employment and leisure opportunities and to foster a more sustainable 
way of life. 

 
SP4 Improve accessibility and linkages throughout North Staffordshire for local 

residents and visitors. 
 
SP5 Renewal of the urban and rural areas to enable people to live close to their work 

and leisure and community facilities, and to benefit from the best of urban and rural 
living including high density, mixed use development near the city centre, 
Newcastle town centre and other centres and in areas that are accessible by 
public transport. 

 
The key Strategic Aims in the Draft Core Strategy that are linked to reducing the need to 
travel and improving travel choice are as follows: 
 
SA2 To concentrate new development within the North Staffordshire conurbation and 

promote sustainable patterns of development that reduce the need to travel and 
promote accessibility by transport modes other than the private car. 

 
SA3 To focus any appropriate development in rural areas on brownfield sites within the 

larger settlements to reduce the need to travel and to protect the rural 
environment. 

 
SA12 To increase the opportunities for sustainable modes of travel by securing 

improvements to public transport infrastructure and the provision of facilities to 
promote walking and cycling. 

 
North Staffordshire Integrated Economic Development Strategy 
 
The ‘Vision’ of the North Staffordshire Integrated Economic Development Strategy is that 
‘North Staffordshire will become the city-region of choice for one million people by 
2021’. 
The Vision is driven by the current reality that the North Staffordshire conurbation is failing 
to fulfil its potential as a major sub-regional centre for the West Midlands. The ambition for 
the conurbation is that by 2021 it will have successfully repositioned itself to the extent 
that it has become a destination of choice for investors, for businesses, for workers, for 
shoppers, for learners and for people seeking leisure and cultural experiences. It will have 
achieved those ambitions to the extent that the natural catchment area for the conurbation 
extends to cover one million people located not only in the wider North Staffordshire sub-
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region, but also its neighbouring areas of Staffordshire, Shropshire, Derbyshire and 
Cheshire. 
 
The Economic Development Strategy recognises that the following ‘opportunities’ need to 
be embraced to achieve this vision:  
 
(1) To create in the City Centre and Newcastle Town Centre two attractive and vibrant 

locations for new business investment, particularly in terms of retailing, education, 
leisure, entertainment, culture, office and residential development. 

(2) To harness and develop the creative and knowledge assets of North Staffordshire to 
develop high value business growth, and in particular investment in new growth 
sectors of medical technology, healthcare and creative industries. 

(3) To increase economic value by improving the productivity and knowledge intensity 
of existing economic strengths whilst attracting new functions to the conurbation, 
especially in services. 

(4) To capitalise on North Staffordshire’s geographical position and its people and 
productive asset base to become a business and population fulcrum for 
Staffordshire, the West Midlands and North West England. 

 
The delivery of the LTP will have an impact on ‘Opportunities’ (1) and (4) 
 
Opportunity (1): Thriving Urban Centres & Supporting Locations 
 
The quality of the transport network will have an impact on the accessibility, vitality, 
viability and image of the principle urban centres – Hanley and Newcastle-under-Lyme.  
Examples of how the LTP will influence ‘Opportunity (1)’ are as follows: 
 
• Enhancing the accessibility of urban centres by all modes of transport will help to 

ensure a competitive advantage over rival centres. 
• The image of the town will be improved by: 

o Providing high quality transport provision especially at main arrival points. 
o An attractive, safe, convenient and well-signed pedestrian environment within 

the town centres. 
o High quality links between business locations, public transport interchanges 

and town centres with an emphasis on sustainable modes to help minimise 
congestion problems. 

 
Opportunities (4): North Staffordshire as a Business & Population Fulcrum 
 
The close position of the conurbation to key national transport infrastructure (e.g. M6 
motorway, West Coast Main Line, East Midlands, Birmingham and Manchester airports) 
creates a range of development opportunities for the area. 
 
The delivery of the LTP in line with the objectives of Housing Market Renewal will also 
help to achieve Opportunity (4) by: 
 

• Improving accessibility between the labour market within Renew areas and 
employment opportunities, and thus helping to reduce social exclusion. 

• Improving accessibility to training and educational establishments. 
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Renew North Staffordshire Strategy 
 
Housing Market failure resulted in North Staffordshire being designated as a Housing 
Market Renewal Pathfinder in April 2002. 67,000 properties and 147,000 residents are 
within the North Staffordshire Renew areas shown on Figure 1.1. 
 
Renew’s 20 year programme (launched in 2004) is expected to bring more than £2 billion 
investment to restructure the conurbation.  Renew’s intervention strategy endorsed by the 
Office of the Deputy Prime Minister aims to: 
 
• Balance the supply and demand for housing. 
• Provide a quality housing stock. 
• Work to achieve sustainable neighbourhoods. 
• Retain and stabilise the conurbation’s population base. 
• Support radical improvements to the environment and urban form. 
• Promote social cohesion. 
 
The LTP will play its full role in helping to deliver this strategic initiative as resources 
permit, by supporting appropriate transport improvements in Renew areas that help to 
achieve both Renew and LTP objectives.  Examples of this partnership working are given 
in Chapter 5: Supporting Regeneration.  
 
Extensive master-planning work has commenced in many areas of North Staffordshire as 
part of the Intervention Programme which includes the following areas; 
 
The four first phase Areas of Major Intervention in the neighbourhoods of: 
 

• City Centre South 
• Middleport/ Burslem 

 

• Meir 
• Knutton /Cross Heath (including Lower 

Milehouse) 
 
Four more major intervention areas are proposed at: 
 

• Hanley East 
• Hanley North West 

• Stoke 
• South Shelton 

 
Six general renewal areas are proposed for smaller neighbourhoods which are generally 
next to the major intervention areas but which are in better condition. The focus here will 
be on retaining housing, environmental regeneration and providing alternative homes to 
people who move from major intervention areas. These areas are: 
 

• Burslem Park 
• Birches Head 
• Chesterton 
• Normacot 

• Tunstall 
• Smallthorne 
• Dresden 

 
All of these regeneration initiatives will be translated into sustainable policies and 
Development Plan Documents within the Stoke and Newcastle Local Development 
Frameworks. 
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Regeneration Zone Implementation Plan 
 
Regeneration Zones are a key delivery mechanism through which Advantage West 
Midlands delivers the Regional Economic Strategy. The North Staffordshire Regeneration 
Zone is one of six such Zones in the region and covers the urban area of Newcastle-
under-Lyme and Stoke-on-Trent.  
 
The long-term remit for the Zone is to: 
 
• Raise employment levels. 
• Increase business activity. 
• Improve the quality of life in the most deprived areas of the region. 
 
The North Staffordshire Regeneration Zone’s aim is to ensure that: 
 
“North Staffordshire is a successful and rewarding place in which to work and 
invest, an exciting place to visit with an increased quality of life for all” 
 
This remit complements the sub-regional vision and objectives of the draft North 
Staffordshire Core Spatial Strategy, Economic Development Strategy and Community 
Strategy.  The delivery of the LTP key objectives will influence the delivery of this long-
term strategy. 
 
Health Strategies  
 
The North Staffordshire conurbation is covered by four separate Primary Care Trusts 
(PCT) each of which have produced their own Local Delivery Plans (LDP).  These set out 
a three year rolling programme of health improvement and healthcare and identify the 
progress expected for each priority area over the planning period.  This is also supported 
by a financial strategy which sets out how the main priority areas will be funded. In 
addition there are two acute hospital trusts providing health care which produce their own 
business plans. These are the North Staffordshire University Hospital NHS Trust and the 
North Staffordshire Combined Health Care NHS Trust.  
 
In general the main interaction with the local authorities is through links with social care 
and education. However the major new combined hospital site currently under 
construction funded through a PFI required considerable discussions between the Trust 
and the City Council over the layout of the site, planning issues and transport and highway 
issues. The site will be well served by public transport services which pass through the 
site and which link it to many parts of the conurbation. Bus stops have been provided, and 
covered and secure cycle parking is also available for staff.  
 
To support the statutory health care process the Local Strategic Partnerships for Stoke 
and Newcastle have both identified health as a separate pillar in their structures. For 
example, the Stoke LSP has a Healthy City Partnership chaired by the Director of Public 
Health and includes membership from the City Council and various health agencies. A 
Health Inequalities Strategy for Stoke-on-Trent is being developed which will identify 
priorities for action including health determinants such as housing, transport and poverty 
and monitor progress on actions.  A similar system exists for the Newcastle LSP.  
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The recently submitted Local Area Agreement for Stoke-on-Trent also identifies health as 
a key issue and actions and projects will be coordinated through the Healthy City 
Partnership. Key issues which will be supported by the North Staffordshire LTP include 
improving access to healthcare by examining travel arrangements and/or the location of 
health facilities and the development of physical activity strategies. Both of these are 
picked up in Chapter 6: Improving Accessibility and health issues are considered in 
Chapter 10: Enhancing the Quality of Life. 
 
 
2.5 Local strategies and plans  

 
The delivery programme, and LTP objectives and targets, are consistent with the full 
range of local policy aims and objectives described below.  
 
Adopted (saved) Local Plans and City Plan 
 
Local Plans and the City Plan will be ‘saved’ and, together with the adopted Structure 
Plan, will continue to be the main document for the determination of planning applications 
until the Local Development Frameworks are in place.   
 
Newcastle-under-Lyme Local Plan 
 
Newcastle-under-Lyme Local Plan 2011 was adopted in October 2003.  The overall aim of 
the Local Plan is: 
 
To help the Borough develop, in a sustainable way, to meet the needs and aspirations of 
its residents and businesses and improve the quality of life for all.  Key objectives relevant 
to transport include: 
 
• To ensure that future development is as sustainable as possible, avoids pollution and 

conserves natural assets. 
• To enable access to the widest range possible of shopping and commercial services 

for the resident population. 
• To reduce the need to travel while increasing accessibility for all. 
• To help to provide a safe, efficient highway network and improve the viability of public 

transport. 
• To encourage the use of public transport, cycling and walking. 
• To provide a suitable environment for the provision of the widest possible range of 

community, cultural, educational, health, recreational and leisure facilities. 
 
Staffordshire Moorlands Local Plan 
 
The current Local Plan for the District was approved in 1998.  The general objective of the 
Local Plan is to balance the need for development with conservation and with the need to 
reduce harmful emissions which are produced by wasteful travel patterns.    
 
The Revised Policies and Proposals document produced in July 2003 as part of the Local 
Plan Review will form the basis of work now being carried out on the Local Development 
Framework.   
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Stoke-on-Trent City Plan  
 
The Stoke-on-Trent City Plan 2001 was adopted in September 1993.  The overall aim of 
the Local Plan reinforces the Structure Plan policy of urban regeneration, placing 
emphasis on achieving economic development and increasing the attractiveness of the 
City. 
 
Whilst acknowledging improving trunk road access the City Plan cited problems with local 
transport including congestion, accidents, a poor environment due to traffic in town 
centres and housing areas, and poor access to some employment and development 
areas hindering business operation and holding back development. To address these 
problems its main aims included:  
 
• Improving access from the motorway and trunk road network to the main existing and 

proposed employment areas. 
• Improving public transport. 
• Improving the environment of town centres by means of relief roads. 
 
Predictions for traffic increase implied a level of future peak hour congestion that could not 
be solved by highway improvement alone, and even if sufficient resources were to be 
available, the required highway schemes would have had an unacceptable environmental 
impact and be unfair to those without access to a car. The City Plan therefore aimed to 
meet future travel demand by a 'balanced strategy' containing appropriate highway 
schemes and also promoting other modes of travel such as rail, bus, cycle and walking. 
 
Local Development Frameworks 
 
There is close working between land use and transport disciplines within North 
Staffordshire to ensure that transport-related policies within Local Development 
Documents are consistent with the objectives of this LTP.  In addition to the joint 
Newcastle / Stoke Core Spatial Strategy and the Staffordshire Moorlands Core Strategy, 
it is essential that there is consistency between the LTP and other Local Development 
Documents being produced by all three planning authorities covering site specific 
allocations of land and Area Action Plans. 

 
Newcastle-under-Lyme 
 
The priority will be the following five Area Action Plans, based around the areas of activity 
under Renew North Staffordshire: 
 
• Newcastle Town Centre. 
• Knutton and Cross Heath. 
• Silverdale. 
• Galleys Bank and Kidsgrove Town Centre. 
• Chesterton. 
 
Staffordshire Moorlands 
 
There are no Area Action Plans proposed within the North Staffordshire LTP area.  
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Stoke-on-Trent 
 
Four Area Action Plans are being prepared for Stoke-on-Trent covering: 
 
• City Centre and Etruria Road corridor. 
• City Centre South and University Quarter. 
• Burslem, Etruria Valley and Middleport. 
• Meir. 
 
These have been prioritised to reflect the commitments and first phase Areas of Major 
Intervention (AMI) set out in the Renew Prospectus. Further Area Action Plans will be 
prepared to support future AMIs. 
 
The Council are preparing a Development Portfolio addressing housing, retail and 
employment development in the City outside of the Inner Urban Core area. There will be a 
further series of documents providing generic topic based guidance and further area 
based Local Development Documents as required. 
 
Local Community Strategies  
 
Local Community Strategies complement the Countywide Community Strategy ‘Shaping 
the Future of Staffordshire 2005-2020’. 
 
Newcastle-under-Lyme 
 
The Community Strategy for Newcastle borough was developed via the Local Strategic 
Partnerships made up of the public, private, community and voluntary sectors.  The six 
priorities include: 
 
• Safer communities should experience less crime and fear of crime, where vulnerable 

people are protected and the stigma attached to perceived high crime areas is 
reduced. 

• Everyone should have equal access to good education, learning and cultural 
opportunities that will enable them to fully contribute to a thriving economy and benefit 
from increased prosperity. 

• Communities should be fully engaged and involved in planning and decision making, 
resource allocation and service development and delivery. 

• Services, information and advice should be more accessible, integrated and 
responsive to the needs of local neighbourhoods. 

• Every one should have an equal opportunity and the necessary resources to improve 
their health, well being and quality of life. 

• Every resident in the Borough should have an affordable home suitable to his or her 
needs and live in a high quality environment. 

 
Staffordshire Moorlands  
 
The Community Strategy has been developed through the Staffordshire Moorlands Local 
Strategic Partnership (LSP), called “Moorlands Together” which was established in 2002 
and comprises 50 local public, private, voluntary and community organisations, with 
established task groups and channels of communication.  The Community Strategy sets 
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out the Council’s aims to promote economic, social and environmental well-being by 
contributing to sustainable development and ‘making life better for everyone’ in the 
District.  Transport issues cut across the key Community Ambitions which are: 
 
• That the environment is protected and improved and it is an attractive, enjoyable place 

to be. 
• That it is a safer place in which to live, work and visit. 
• To improve the health and well-being of all the community and to reduce inequalities in 

health across different groups. 
• That local areas and towns are regenerated and that everyone has a decent home 

environment. 
• That everyone is able to learn, train and develop throughout their lives. 
• The community is able to shape the Moorlands and its future. 
• To ensure that everyone who wishes has access to services, learning opportunities, 

health provision and leisure activities in a way that is effective and sustainable. 
 
Stoke-on-Trent  
 
The Local Strategic Partnership is a group of health and learning providers, police and 
probation agencies, voluntary, community and environmental organisation, local 
businesses and the City Council. The Local Strategic Partnership’s vision for the city is 
that ‘by 2014 Stoke-on-Trent will be a thriving and diverse city where people want to live, 
work and study’. Local transport runs through the Local Strategic Partnership’s ambitions 
to achieve the vision by: 
 
• Fostering a Healthier City. 
• Encouraging a Safer City. 
• Inspiring a Learning City. 
• Developing a Wealthier City. 
• Creating a Green City. 
• Ensuring a Strong Sense of Community. 
 
Corporate Plans   
 
Staffordshire County Council 
 
The Staffordshire County Council’s Corporate Strategy 2006/09 sets the long-term vision 
for the County Council which is to make Staffordshire a ‘great place to live, work, visit and 
invest’.  It will assist in the delivery of the Community Strategy, ‘Shaping the Future of 
Staffordshire’ and reflects the blocks of the Local Area Agreement (from April 2007).   
 
Stoke-on-Trent City Council 
 
The City Council is committed to improving the lives of local people through a vision of 
“Making Stoke-on-Trent a better place for all to live, learn, work and enjoy”. 
 
The Corporate Plan details what is being done to achieve this vision. Since the provisional 
North Staffordshire LTP was published the strategic priorities have been updated because 
over the last three years there have been changes in what local people and the 
Government want us to deliver. The revised strategic priorities are:  
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• Creating a vibrant city with thriving communities. 
• Building a safer city. 
• Delivering better outcomes for children and young people. 
• Promoting health and independence. 
• Managing resources and delivering value for money. 
 
The contribution of this LTP to achieving the aims of Staffordshire and Stoke-on-Trent 
Corporate Strategies is summarised in Table 2.6. 
 
Table 2.6: Contribution of LTP to Corporate Aims 
Corporate 
Plan Aims 

Contribution of North Staffordshire LTP Relevant LTP 
Priority 

 
Children and 
Young People  
 

• Reducing road traffic accidents involving children 
• Helping children to stay healthy, by encouraging 

more walking and cycling 
• pedestrian and cycling training in schools 

Accessibility 
Quality of Life 
Travel Safety 

 
Healthier 
Communities  

• Increasing physical activity by encourage more 
walking and cycling 

• Partnership working between transport providers 
and health partners 

Accessibility 
Quality of Life 

 
Safer 
Communities  
 

• Reducing all categories of road traffic accidents 
• Tackling the root cause of accidents rather than 

their symptoms 
• Improving Community Safety 
• Supporting neighbourhood renewal 

Travel Safety 
Regeneration 
Quality of Life 
Accessibility 
Maintenance 

 
Economic 
Development 
and Enterprise 

• Improving access to jobs and local facilities 
• Effectively managing the transport network  
• Creating an environment for investment  
• Improving conditions for the efficient movement of 

goods  
• Maintaining all adopted transport network assets  
• Enhancing quality of the environment 

Accessibility 
Congestion 
Regeneration 
Maintenance 

 
Sustainable 
Communities 

• Land use and transport integration 
• Improving access to transport network and local 

facilities 
• Supporting neighbourhood renewal 

Accessibility 
Regeneration 
 

Managing 
resources and 
delivering 
value for 
money. 

• Prioritisation and delivery of the capital programme 
• Maintaining all adopted transport network assets  
 

 
Maintenance 

 
Local Government Context  
 
Comprehensive Performance Assessment 
 
The Comprehensive Performance Assessment (CPA) is the mechanism through which 
local authorities’ services are assessed and ranked, allowing for comparisons to me made 
between different authorities. Transport falls within the environmental block of the CPA, 
and it is assessed via a number of Best Value Performance Indicators, namely the 
condition of roads, the number of bus passenger journeys, satisfaction with information 
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and bus services, and the number of pedestrian crossing. In addition to this, the LTP’s 
Annual Progress Reports are also taken into account. 
 
Local Area Agreements   
 
Local Area Agreement (LAA) will be negotiated between local partners and the 
Government by April 2007.  This Agreement will be structured around four national 
themes: children and young people, safer and stronger communities, healthier 
communities and older people, and economic development. 
 
The Stoke-on-Trent LAA was submitted to the Government in February 2006 and will help 
to coordinate local service delivery to meet the strategic objectives. It includes several 
opportunities for interfacing with the North Staffordshire LTP including meeting road traffic 
casualty targets (Safer and Stronger Communities), encouraging walking and cycling 
(Healthier Communities), and improved public transport access to jobs and training 
(Economic Development).  The LAA incorporates other funding sources including the 
Neighbourhood Renewal Fund and the Local Public Service Agreement (LPSA).  
Staffordshire County Council and Stoke-on-Trent City Council have signed new LPSA’s 
for the years 2006/07 to 2008/09 and both include transport targets. Staffordshire have 
continued with a road safety target which will aim to reduce Child KSIs and all KSIs two 
years sooner than originally intended. Stoke-on-Trent City Council have opted for a target 
to deliver a greater use of local bus services to help meet overall congestion targets.  
 
Value for Money 
 
The Service Review Programme will identify options for improving Value for Money within 
services for the benefit of customers either through increasing quality or performance 
within existing resources (or a proportionately lower increase in resources) or sustaining 
quality and performance at existing levels for a reduction in resources. 
 
The Equality Standard for Local Government  
 
The City and County Councils are currently working towards level three of the Equalities 
Standards.  As part of this, the Councils will need to demonstrate that it has undertaken 
comprehensive consultation with stakeholders, it has set objectives for service delivery 
based on impact and needs assessments, and that it is developing monitoring systems to 
track these objectives. These actions will enable the Councils to mainstream equalities 
into service delivery for all aspects of its work. The LTP takes into account the Equal 
Opportunities Commission 2005 Working paper entitled ’Promoting gender equality in 
transport’.  
 
 
2.6 Supporting studies  

 
North Staffordshire Integrated Transport Study (NSITS) 
 
This study was commissioned to develop the long-term framework for transport planning 
in North Staffordshire. The study considered: 
 
• All travel modes 
• All land-use considerations 

• Linkages with other regeneration strategies 
• Short, medium and longer term solutions 
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The study was undertaken by Halcrow transport consultants and managed by a Steering 
Group including representatives from Advantage West Midlands, Stoke-on-Trent City 
Council, Staffordshire County Council and the Highways Agency, all as the funding 
partners.  In addition, the Steering Group included the Government Office for the West 
Midlands, Newcastle-under-Lyme Borough Council, Renew North Staffordshire, North 
Staffordshire Regeneration Zone, First Plc, North Staffordshire Chamber of Commerce 
and Industry, and an environmental specialist from Staffordshire University.  
 
A wider reference group was also identified, including over 500 key stakeholders. These 
included representations from transport users groups, transport providers and operators, 
business and commerce, local planning authorities, tourism, health, education and the 
voluntary sector.  
 
The core study area covers the North Staffordshire urban conurbation as shown on Figure 
2.2.  A wider area roughly equivalent to the Stoke-on-Trent journey to work area was also 
considered because of the impact of commuters and visitors to the conurbation.  
 
Figure 2.2: NSITS Study Area 

 
 

© Crown Copyright. All rights 
reserved. Stoke-on-Trent City 

Council 100024286 2004.

The study was closely aligned with: 
 
• The major regeneration programmes of the Housing Market Renewal Pathfinder 

project (Renew North Staffordshire) and the North Staffordshire Regeneration Zone. 
• The North Staffordshire Integrated Economic Development Strategy. 
• The emerging North Staffordshire Core Spatial Strategy for the Local Development 

Frameworks. 
• The Regional Planning Guidance for the West Midlands. 
• Highways Agency Route Management Strategies for the A500 and A50, and M6 

(Junction 11a to Junction 20). 
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It also takes into account the outcome of the West Midlands to North West Multi-Modal 
Study (the MidMan Study) and the future plans of the Strategic Rail Authority. 
 
The study approach involved: 
 
• Collation and review of data and information on the current transport position across 

North Staffordshire using existing and new data. 
• Development of analytical and technical tools including a multi-modal transport model. 
• Use of existing data and the multi-modal transport model to understand the current 

problems, opportunities and issues. 
• Use of the multi-modal model to predict conditions to 2021 to understand future 

problems, opportunities and issues. 
• Consultation on problems, issues and potential solutions with the wider reference 

group to ensure that the “measured” assessment is the same as the perceived issues. 
• Strategy development and appraisal. 
• Identification of possible strategy components and combinations in consultation with 

the wider reference group. 
• Strategy refinement and reporting. 
 
Outcome of the Study 
 
The study provides a sound analysis of local transport problems and opportunities and a 
strategic basis for the North Staffordshire Local Transport Plan, building on the existing 
North Staffordshire Transport Strategy in the Stoke-on-Trent and Staffordshire Local 
Transport Plans that were published in July 2000.  This detailed evidence base has been 
a crucial component in the development of this LTP.   
 
An appraisal of a wide range of possible solutions was carried out in terms of their 
feasibility, cost and acceptability.  These options are described in Chapter 3: Strategy 
Development.  
 
Following detailed consultation and technical analysis, the study recommends a strategy 
which improves overall accessibility by all modes. In the shorter term it concentrates on 
improving the transport “offer” to the travelling public with Park and Ride, improved and 
reliable bus services and greater travel choice for local residents, commuters and visitors. 
The Strategy however also recognises that these improvements alone will not resolve the 
transport problems of congestion and poor public transport accessibility. Accordingly it 
recommends the introduction of congestion charging in the long-term (after 2016) to help 
achieve modal shift, decongest the road network, and provide the required funding and 
subsidy for transport improvements.  
 
North Staffordshire Retail and Leisure Study 
 
The study provides an in-depth look at the main centres in the administrative areas of 
Newcastle-under-Lyme and Stoke-on-Trent to identify need for further retail and leisure 
land use development. It also looks at local and out of town shopping facilities and the role 
these centres play in meeting the retail and leisure needs of the people in the area. 
 
The study identifies the primacy of Stoke-on-Trent City Centre and the inherent 
requirement to create a retail heart for the city, with the need to broaden the offer into a 
wider range of products and services in line with other centres of similar size. It has also 
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recommended potential growth in Newcastle town centre over the short, medium and long 
term and has identified the requirement for modest growth within the other towns identified 
within the hierarchy of centres to meet local need and regeneration aspirations. 
 
The North Staffordshire Retail and Leisure Study forms part of the background evidence 
required to support the preparation of Development Plan Documents for the Stoke-on-
Trent and Newcastle-under-Lyme Local Development Frameworks. In particular the 
strategic policies for retail development set out in the North Staffordshire Core Spatial 
Strategy and more detailed policies and site specific proposals incorporated within the 
Development Portfolios and Area Action Plans. 
 
Household Travel Survey 2005 
 
A household travel survey was jointly conducted in the autumn of 2005 by Staffordshire 
County Council and Stoke-on-Trent City Council. This involved the delivery of over 11,500 
questionnaires to selected households in accordance to a sample frame developed in 
partnership with the Department for Transport. Questions were asked on household 
characteristics, car ownership, usual mode of travel to work, school, and shopping, and a 
travel diary was provided for more detailed investigation of people’s travel patterns. 
People were also asked for their preferred LTP measures to deal with particular problems. 
 
A good response was received across the two Councils with over 40% of people returning 
their forms. This was helped by a prize draw to encourage people to return their forms. 
The results were analysed using SPSS and have been validated against other known 
sources of data such as the Census to ensure that it is representative.  
 
Initial results have confirmed many of the trends and observations made elsewhere and 
highlighted some new and interesting statistics. Some of these have been included in the 
Strategy Development chapter. These include: 
 
• Car ownership confirmed at 29% and travel to work by car is 78%. 
• 6% of respondents said that they cycled at least several times a month compare with 

the Census figure of 1.6% cycling to work. 
• Bus travel in general is regularly used by around 21% of respondents compared with 

the 2001 Census figure of 10% travelling to work by bus. 
• Congestion is identified as a serious problem for 50% of respondents. 
• Road safety is the top ranking shared priority across North Staffordshire.  
• The top four preferred measures to reduce traffic impact are better public transport, 

better road efficiency, park and ride and walking/cycling measures. 
 
Whilst it was not the intention to use the data to generate LTP targets at this stage the 
information will prove extremely useful to help support the strategies being employed. The 
relative cheapness of the survey lends itself to being repeated every two years. This will 
allow the authorities to build up a time series of data which would be used to develop 
strategic outcome targets in future LTP documents.  
 
Renew Studies and Masterplans 
 
The Revised Prospectus for the Housing Market Pathfinder (Renew) has been submitted 
to ODPM for consideration. This builds on the master planning work that Renew has 
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sponsored with areas of major intervention at Middleport, City Centre South, Meir and 
Knutton & Silverdale.  Further details are included in Chapter 5: Supporting Regeneration. 
 
Local Transport Studies 
 
A number of local transport studies have been carried out recently within North 
Staffordshire for the purpose of informing both the LTP and the development of 
regeneration strategies. The general aims of the studies were to provide an overview of 
the existing transport situation, identify transport constraints, carry out consultation 
exercises with appropriate bodies and develop appropriate solutions in accordance with 
the policies of the LTP and the aims of the major regeneration programmes of North 
Staffordshire RENEW (Housing Market Pathfinder) and the North Staffordshire 
Regeneration Zone. 
 
These studies will therefore provide a further level of detail at a local focus and provide an 
appropriate evidence base for the development of schemes to facilitate the delivery of the 
LTP strategy. They will also allow the early involvement of the local community in the 
development of these schemes. 
 
The particular aims and recommendations of the transport studies carried out for Burslem 
town centre, Stoke-upon-Trent town centre and Normacot General Renewal Area are 
outlined below. 
 
Burslem Town Centre Transport Study 
 
The primary aim of the recent transport study for Burslem town centre was to build on the 
recommendations of previous studies for the area which had resulted in the production of 
the Burslem Masterplan and Urban Design Action Plan and was adopted as 
Supplementary Planning Guidance in June 2004. The main strategic aims of the 
Masterplan included the improvement of accessibility, travel choice, safety, the economy 
and the quality of life in the town centre. 
 
The recent study therefore involved a comprehensive transport and travel audit of the 
town centre, appropriate consultation with the Burslem Regeneration Company and other 
local stakeholders and the development of a set of proposals which would achieve the 
City Council’s transport and regeneration objectives. 
 
The study was completed in April 2005 and identified that bus services and infrastructure 
within, and to, Burslem town centre is generally good, however, cycle activity is low which 
is probably due to the lack of a comprehensive, integrated cycle route network in the 
vicinity of the town centre. Furthermore, traffic currently dominates the area with the busy 
A50 and B5051 forming a crossroads within the town centre which results in significant 
congestion, severance and, hence, reduced quality of the pedestrian environment. A 
number of accident clusters were also identified along the A50. 
 
The preferred option recommended by the study therefore included the pedestrianisation 
of the B5051 Market Place, with general east-west traffic re-routeing via links to the north 
and south of the town centre, improvements to increase capacity and improve safety at 
key junctions affected by the re-routeing of traffic, the implementation of a dedicated bus 
and cycle only route along Market Place north and improvements in parking facilities, 
especially, for the mobility impaired. The results of the study have also informed the Area 
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Action Plan within the Local Development Framework for the Burslem, Middleport and 
Etruria Valley Area of Major Intervention. 
 
Stoke-upon-Trent Town Centre Transport Study 
 
The key aims of the Stoke-upon-Trent town centre transport study were to identify current 
transport issues and problems within the town centre, carry out appropriate consultation 
with local stakeholders and members of the public and develop a set of outline transport 
options which would inform the development of the LTP. The proposed transport options 
had to be developed within the context of regeneration policies, other strategies and 
studies that are being progressed in relation to the town centre, in particular the wider 
NSITS. 
 
The study was timed to report well before the completion of the A500 Pathfinder Project. 
The study will therefore help to achieve the objectives of the Pathfinder Project by 
maximising improvements to local transport across the trunk road into Stoke-upon-Trent 
and help the project act as a catalyst to the town centre. Furthermore, the study will also 
feed into the development of wider master plans for the Stoke Area of Major Intervention 
(AMI). 
  
The study was completed in August 2005 and identified that bus services and 
infrastructure are generally good, however, from the extensive consultation exercise 
carried out it was found that the location of bus stops and lack of clear destination signing 
can be confusing to people. It also reported that the existing one-way system is confusing 
with a number of accident clusters identified at numerous junctions throughout the area. 
This is also exacerbated by traffic congestion also being identified as an issue on several 
routes within and approaching the town centre. Cycle flows in the area are low which may 
be attributed to the lack of cycle facilities and cyclists having to share the same road 
space with heavy and fast traffic flows. The needs of pedestrians were also identified as 
needing more consideration.  
 
The study recommended a number of transport options which achieved the objectives of 
the City Council and which could be implemented over various timescales depending on 
the availability of funding. In summary, all of the options included various degrees of traffic 
management measures, improvements to pedestrian and cycle facilities, the upgrading of 
bus infrastructure (including the provision of real time information and clear signing), a 
review of the signing of routes and the rationalisation of car parking facilities in the area. 
The more major elements of the proposed options include the implementation of the Stoke 
town centre bypass and conversion of the one-way system to a two-way system. 
 
Normacot General Renewal Area Transport Study 
 
The main aim of the transport study for the Normacot General Renewal Area (GRA) was 
to carry out a detailed analysis of the current transport situation in the area, carry out 
appropriate consultation with local residents and provide a set of outline transport options 
for the improvement of the area.  This work would also be part of a much wider 
assessment which would feed into the development of a Masterplan to improve the 
physical environment and urban streetscape of the area in order to inform RENEW and 
assist with the development of the Housing Market Renewal strategy for the Normacot 
GRA. The study completed in May 2005 and the study report is being used by Council 
staff to work up local improvements. 
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2.7 Joint working   
 
Highways Agency 
 
The Highways Agency has been actively involved in the underlying work leading to the 
preparation of the LTP. They were a key contributor of the NSITS steering group and 
representatives from the Network Management division of the Birmingham office will be 
involved in the ongoing delivery of the LTP.  
 
HA staff have also been consulted in terms of the impact of Highway Agency proposals on 
the plan area, and the impact of LTP objectives and proposals on the trunk road network. 
This is an ongoing area of work as the HA are a key consultee on planning applications 
received by the authorities. 
 
The Route Management Strategies for the A500/A50 and also the M6 developed by the 
HA during 2005 involved representation from the local authorities. The next step is the 
production of Route Action Plans.  
 
The Highways Agency’s Targeted Programme of Improvements included two key 
schemes in the North Staffordshire area. The A500 Pathfinder scheme involves the grade 
separation of the City Road and Stoke Road roundabouts on the A500 and Stoke-on-
Trent City Council are an active partner in the planning and delivery of this scheme. The 
works are due to complete in the Summer of 2006 and the benefits to road safety, 
accessibility and improving local congestion should be felt widely across the conurbation. 
Likewise the A50 grade separated junction improvements near Trentham Lakes 
employment site will be completed during 2006. This will allow full and easy turning 
movements into the site which currently has over 2,000 employees on it. 
 
The proposed improvements to the M6 between junctions 11 and 19 will have a direct 
bearing on North Staffordshire as it would lead to increase opportunities for inward 
investment. Both Councils are key stakeholders and have made comments to the 
Highways Agency on the widening options considered so far. Both authorities have 
confirmed their preference for the widening proposals as specified in the Midman multi-
modal study report. Following the necessary traffic modelling of the widening options, the 
Government will make a decision on the preferred scheme to taken forward for public 
consultation. The process is expected to be lengthy and thus it is unlikely that a start on 
works will take place in the next five years.  
 
Rail Industry 
 
Though the City and County Councils are not directly responsible for rail services in this 
area they recognise that the attractiveness of rail can be improved by local action through 
the LTP. This includes improving access to stations by all modes of transport by providing 
taxi, cycle and bus facilities and by assisting in improving the signage to the station for 
motorists. Details of specific measures are included in the Chapter 6: Improving 
Accessibility.  
 
The West Midlands Route Utilisation Strategy (RUS) examines how train services could 
be improved over the next few years through making best use of available capacity and 
making timetabling adjustments. The West Coast Main Line and Stoke station have 
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already seen considerable investment in the past few years and therefore significant 
investment in not planned for North Staffordshire in the RUS. Both the City and County 
Councils have been stakeholders in the production of the West Midlands RUS. 
Discussions are currently taking place with the DfT over the Stafford to Stoke service and 
how this can be maintained and improved.  
 
The Crewe to Derby line is a Community Rail Partnership line and a steering group of 
partners is endeavouring to work with the Train Operating Company (TOC) to develop the 
service and facilities, and to encourage people to use the service. A part time Community 
Rail Officer has been appointed, jointly funded by all the partners, with the role of 
identifying ways of marketing the rail service, identifying possible service and 
infrastructure improvements, and obtaining funds from other sources to help with both of 
these actions. A more strategic aspiration is to reinstate the service to Nottingham and 
Manchester Airport without affecting reliability and levels of service to local stations.  
 
The local authorities will continue to monitor rail use and to coordinate local people’s 
views on rail travel though travel surveys and use this information to inform the rail bodies.  
 
Bus Operators 
 
Both the City and County Councils work closely with bus operators to secure bus service 
improvements in the area. A number of services operated by the area’s largest operator 
First are provided under a Quality Bus Partnership (QBP) agreement with both authorities 
and Newcastle Borough Council. This partnership has contributed to the large number of 
fully accessible vehicles now operated by First and to improvements to bus stops. The 
QBP is to be continued, with the emphasis to link it to new strategies such as the 
Punctuality Improvement Partnership (PIP) and Intelligent Bus Priority (SPRITE) Initiative 
which are currently being developed, producing a ‘showcase’ corridor approach with 
significant bus priority. It is also intended to extend the QBP concept to include service 
information, driver standards and customer care elements. 
 
The PIP will involve both the City and County Councils and First developing and funding a 
programme of regular punctuality surveys, with a joint commitment to seek to remedy 
those factors identified as causing delays to bus services. 
 
The SPRITE initiative is a multi-million pound project which both authorities and First are 
developing to provide enhanced bus priority at traffic signals, together with real-time 
passenger information for passengers. Key corridors have been identified which link in 
with the QBP and PIP agreements to ensure that resources are targeted at specific bus 
routes to maximise the impact of improvements. 
 
First also have a Service Stability Agreement with both the City and County Councils, with 
all parties committing to give prior notice of intended service changes and the operator 
seeking to reduce the number of times per year that they amend services. 
 
The City Council has worked with operators to introduce a PlusBus scheme for Stoke-on-
Trent Railway Station, and the same partners are currently developing a multi-operator 
ticket. 
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Bus operators are consulted on proposed highway schemes which may impact on bus 
services. Meetings are held to discuss major schemes such as the A500 Pathfinder Project 
and City Centre re-development proposals. 
 
Officers from both authorities have a very good working relationship with all operators which it 
is felt has helped to engender a positive attitude within the industry in North Staffordshire. 
   
Other Local Authorities 
 
The North Staffordshire LTP area lies at the northern extreme of the West Midlands Region. 
This plan is by its nature cross-boundary document being jointly developed by Staffordshire 
County Council, and Stoke-on-Trent City Council.  Both authorities have a long history of 
working closely together on transport issues. The LTP area was formerly the North 
Staffordshire Package Area and in the 1st round of Local Transport Plans was covered in the 
LTPs of both authorities under the umbrella of the North Staffordshire Integrated Transport 
Strategy. 
 
The joint LTP will be overseen by the North Staffordshire Local Authorities Partnership that 
comprises the Political Group Leaders and Chief Executives of Stoke-on-Trent City Council, 
Staffordshire County Council, Newcastle-under-Lyme Borough Council, and Staffordshire 
Moorlands District Council. This Group will be supported by Officers from Staffordshire, Stoke, 
Newcastle Borough District Council and Staffordshire Moorlands District Council, together with 
representatives from the Highways Agency, Advantage West Midlands, Renew, Regeneration 
Zone, North Staffordshire Chamber of Commerce and public transport operators. 
 
To facilitate cross boundary work at the Regional Level, Staffordshire and Stoke are members 
of the West Midlands Regional Transport Group, along with officers of the region’s other 
Highway Authorities along with representatives of the Regional Assembly, Highways Agency, 
Strategic Rail Authority, Centro,  Birmingham International Airport and Government Office for 
the West Midlands. The group is responsible for the development of the regions transport 
strategy and sharing good practice in planning and delivery.  It is supported by a number of 
other topic related groups such as the Regional Road Safety Liaison Group and Travelwise 
groups.  A range of joint projects and promotions have been undertaken across the region 
facilitated by these groups 
 
At an inter-regional level Cheshire, Staffordshire and Stoke-on-Trent have met regularly to 
discuss cross-boundary issues. This group has now been extended to include Shropshire.  
There are many area of joint transport interest to consider.  One area of mutual interest is 
access to the University Hospital of North Staffordshire, situated on the border of Stoke and 
Newcastle. The hospital is the sole provider of acute general hospital services to a population 
of approximately half-a-million living in an area of approximately 15 miles radius.  The Hospital 
is also one of four major tertiary centres in the West Midlands, along with Birmingham, 
Coventry and Wolverhampton, providing a range of specialist services to a population of 
around 3 million in Staffordshire, Cheshire and Shropshire.  Along with the hospital trust it is 
hoped that we will able to examine travel and accessibility problems to this site as part of our 
accessibility planning work. 
 
Local Authorities also work together to achieve the outcomes of the MidMan study. For 
example, Cheshire County Council, Stoke on Trent City Council, Staffordshire County Council, 
Highways  Agency, Manchester Airport and Greater Manchester Passenger Transport 
Executive have worked together to develop proposals for C-Net Regional Bus Network. 
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2.8 First Local Transport Plan achievements  
 
During the five years to March 2006, Staffordshire County Council invested over £3.5m in 
North and Stoke-on-Trent City Council over £37m on a wide range of transport schemes 
resulting in significant improvements to the transport network covered by this North 
Staffordshire LTP.   
 
Figures 2.3 and 2.4 provide a summary of the benefits of this investment.  Further and 
more detailed information regarding the improvements which have been made over the 
course of the first LTP will be provided in the 2006 Delivery Reports. 
 
Figure 2.3: Stoke-on-Trent LTP 2000–2006 Achievements 
 
 
 
 
 
 
 
 
 
 
 

 

Advanced 
Transport 
Telematics £6.90m 
• Improved system of 

signal controlled 
junctions 

• Variable Message 
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Benefits 
• Improved flow of 

traffic 
• Bus priority 
• Informed journeys 
• Improved traffic 

monitoring 

Walking Measures
£2.59m 
• New and improved 

footways 
• New crossings 
• Upgraded crossings 
• Traffic calming 
• Improved facilities at 

junctions 
Benefits 
• Safer walking 

environment 
• Improved disabled 

mobility 
• Reduced pedestrian 

casualties 

Cycling Initiatives
£2.25m 
• NCN Routes 5 and 55 

complete 
• Local network links 
• Toucan crossings 
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• Cycle parking facilities 
Benefits 
• Safer cycling 

environment 
• Improved access by 

cycle 
• Reduced cyclist 
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£5.54m 
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Interchanges 
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• Safer interchange 
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around schools 
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• Improved crossings 
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• Carriageway Structural 
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Benefits 
• Underpins and supports 

all other measures 
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safe transportation 
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congestion 
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Figure 2.4: Staffordshire LTP 2000–2006 Achievements in North Staffordshire 
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Achievements at Clayton High 
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• Traffic calming schemes 
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• More children cycling 
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An area of deprivation 
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• Crime and disorder 
• Social problems 
Benefits 
• Enhanced living 

environment 
• Feeling of safety 
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• Reduced fear of crime 
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Improvements to 
Bus Services £329k 
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• BQP Newcastle – 
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• Service x 64 

Infrastructure 
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• Increased patronage  

Walking £249k
•  A34 London Road 
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Crossing 
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• Safer cycling 

environment 
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likely to cycle 
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traffic 
• Potential bus 
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• Chesterton Village Centre 
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• Efficiency of Highway 
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Traffic Calming £264k
• Road markings 
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• Carriageway build - outs 
• Pedestrian refuges 
Benefits at Silverdale 
•  Reduction of  vehicle speeds 
•  Improvements to junction 

layouts 
• At High Street / Parade and 

High Street / Park Road 

Road Safety
Total £2.10m
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3. STRATEGY DEVELOPMENT 
 
3.1 Introduction 

 
The aim of this chapter is to set the scene for the LTP priority strategies in Chapters 5 to 
11 by summarising the evidence base and key problems across the full range of transport 
modes, based on: 
 
• The North Staffordshire Integrated Transport Study (NSITS) 
• Census data 
• Wider Context chapter 
• Consultation exercises 
 
This chapter also explains how we propose to deal with the current transport issues in 
North Staffordshire through the delivery of the key LTP objectives that have emerged from 
the evidence base and the analysis of alternative solutions.  It is particularly evident that 
the wider regeneration objectives of the North Staffordshire sub-region will influence the 
delivery of LTP. This evidence base and problem identification is expanded further within 
the individual strategies. 
 
 
3.2 Background 

 
Population 
 
Current and forecast population levels will have a significant impact on demand for travel 
by all modes in North Staffordshire. 
 
In the two decades since 1981, nearly 4,500 people (1.2% of the population) have left 
North Staffordshire at a time when the overall population of the West Midlands has been 
growing. In particular, the conurbation has seen a decline in its young working-age 
population (16–29), leaving North Staffordshire with an ageing population. Addressing the 
declining population trend is a major thrust of North Staffordshire’s Integrated Economic 
Development Strategy and in order to maximise the potential for population growth, it is 
essential that an appropriate mix of housing, employment and community facilities are 
provided within the conurbation. 
 
The highest concentrations of population tend to be divided into two distinct areas: 
 
• To the east of the A500, the highest populations are concentrated along a north west – 

south east axis that extends from Kidsgrove in the north, through Tunstall, Burslem, 
Hanley, Shelton, Bentilee, Longton and Normacot to Meir Park. 

• To the west of the A500, high populations are concentrated within Bradwell, 
Wolstanton, Basford, Hartshill, Stoke, Penkhull, Oakhill and Clayton. 
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The hierarchy of centres, as described in the Draft North Staffordshire Core Spatial 
Strategy, also indicates where population is concentrated.  The hierarchy is as follows:  
   
Sub regional centre: Stoke-on-Trent City Centre 

Other Strategic Centre: Newcastle-under-Lyme 

Larger District Centres: Longton, Tunstall and Stoke-upon-Trent 

Smaller District Centres: Kidsgrove and Burslem 

Other significant centres: Chesterton, Wolstanton, Silverdale, Fenton and Meir 
 
The Draft Core Spatial Strategy states that development proposals of a nature and scale 
appropriate to the centres to which they relate will be encouraged provided that the 
interests of other centres is not comprised and that they contribute towards urban and 
rural renaissance.  The use of town centres will be increased through measures which 
maintain and promote a diversity of uses in a safe and secure environment. 
 
There are significant areas within the conurbation that have very low concentrations of 
population where there are former industrial sites, which are either derelict, have been 
redeveloped (or are planned to be redeveloped) as employment sites or have been given 
over to open space e.g. Central Forest Park. 
 
Economy 
 
Since 1995 the employment base of the North Staffordshire conurbation has grown by 
around 2,400 persons, an increase of around 1.6%. Claimant count unemployment in 
North Staffordshire (2.0% in Sept. 2004) is below both the regional (2.7%) and national 
(2.2%) averages. This trend represents important progress for North Staffordshire that 
must be protected and built upon. 
 
Core employment areas are currently located around Festival Park, Hanley, Stoke and 
Newcastle.  Other areas of significant employment are located within the A34 corridor 
between Newcastle and Chesterton, the Fenton and Longton areas, and the areas around 
Burslem and Tunstall. 
 
However, in general, the current concentration of employment is in relatively low paid 
activities within manufacturing and in sectors such as distribution.  The conurbation is 
actually under-represented in the knowledge-based sectors that could potentially drive 
forward future economic development. In particular, the conurbation is under-represented 
by around 14,000 jobs in financial, professional and business services. 
 
Economic prosperity is identified as a key concern in the North Staffordshire Integrated 
Economic Development Strategy, in terms of its effect on the overall quality of life within 
North Staffordshire.  In comparison to the national and regional picture, the sub-region is 
relatively impoverished which is why it receives special assistance from the Government 
through the North Staffordshire Regeneration Zone and Renew.  The most affluent and 
skilled households are leaving North Staffordshire and it is necessary to try to retain 
young qualified people, and encourage diverse communities with higher incomes by 
ensuring there are sufficient jobs for the future.  Ensuring better skills and types of jobs 
will also help local people increase their earnings which may ultimately result in increased 
car ownership. 
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The key economic ‘drivers for change’ are identified in the Economic Development 
Strategy. The Strategy recommends a strategic approach of reversing past out-migration 
from the inner core to making it the focus of development and investment – particularly 
where this supports the transformation of the environment and the strengthening of the 
City Centre and Newcastle-under-Lyme town centre. 
 
Land Use Development Forecast 
 
It is essential that forecast land use changes inform the long term transport strategy for 
North Staffordshire. 
 
Detailed analysis in NSITS and extensive discussions with local planning authorities and 
officers working for Renew and the North Staffordshire Regeneration Zone, led to the 
following conclusions: 
 
• There is likely to be a very slight migration from the North Staffordshire urban area to 

surrounding areas in Staffordshire, Shropshire and Cheshire by 2021. 
• The size of the workforce in North Staffordshire is likely to remain static by 2021. 
• There are current commitments towards the creation or expansion of new employment 

sites outside the main town centres at Chatterley Valley, Trentham Lakes, Lymedale 
and Keele. 

• The highest increase in job opportunities is more likely to be in the surrounding areas 
in Staffordshire, Shropshire and Cheshire. 

 
The consequence of these expected changes, combined with the impacts of continuing 
underlying economic growth within North Staffordshire (as identified in the Economic 
Strategy), is likely to be that the overall demand for travel will increase to, from and within 
the conurbation. 
 
The impact of increased employment opportunities at peripheral employment sites may 
result in a change in trips from Hanley and Newcastle centres and a slight shift towards 
increased car travel.  This likely increase in dependency on the car is even more apparent 
when mode share in terms of kilometres travelled is considered rather than simply the 
numbers of people travelling. 
 
Areas of Deprivation 
 
The decline of local industries has left a legacy of economic and social problems across 
the sub-region, with the associated environmental degradation often experienced by those 
communities who experience deprivation.  
 
The Index of Multiple Deprivation (IMD) is a survey undertaken by the Office of the Deputy 
Prime Minister (ODPM) which illustrates the location of pockets of deprivation and the 
relative severity of the deprivation experienced by different communities. Deprivation is 
measured by data collected from each of the following topic areas: 
 

• Income • Barriers to Housing and Services 
• Employment • Crime 
• Health and Disability • Living Environment 
• Education, skills and training 
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Figure 3.1 shows the variation in the levels of deprivation throughout North Staffordshire.  
As a general rule of thumb greater levels of deprivation are experienced at the core of the 
conurbation, with reducing levels towards the edge of the area.  The regeneration agenda 
highlighted in Chapter 5 aims to help tackle problems of deprivation experienced within 
the core areas. 
 
Figure 3.1: Index of Multiple Deprivation in North Staffordshire (2004) 
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Car Ownership 
 
The average car ownership levels across North Staffordshire is 69% which is below the 
national level of 73%, but car ownership levels in North Staffordshire have grown rapidly 
in recent years. 
 
There are however wide variations across the conurbation with many inner urban areas 
exhibiting lower levels of car ownership such as Burslem, Hanley, Knutton, Shelton and 
Bentilee. In contrast the outer “ring” of North Staffordshire has car ownership levels well 
above the national average. The variation in car ownership is highlighted in Figure 3.2. 
This shows lower levels of car ownership towards the core of the conurbation which can 
perhaps be linked to the increased levels of deprivation indicated in Figure 3.1. 
 
Figure 3.2: Proportion of households without access to a car compared to the 
national average. 
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Travel Demand and Travel Movement Patterns  
 
Figure 3.3 summarises the places of work for the residents of North Staffordshire 
identified by Super Output Area from the Census 2001.  Most of the jobs are still in the 
core of North Staffordshire, although there has been a trend to dilute this concentration, 
with jobs moving away from the centre towards the edge of conurbation and out of the 
area altogether.  The local authorities would like to reverse this trend and will endeavour 
to direct development towards the core of the conurbation.  This links to the Regional 
Spatial Strategy (Policy UR1: Implementing Urban Renaissance – the MUAs) and the 
North Staffordshire Core Spatial Strategy (see Section 2.4 of the previous chapter). 
 
Figure 3.3: Place of work for residents of North Staffordshire 
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The vast majority of travel within the conurbation has either an origin or destination (or 
both) within the urban area, with some 55% of trips being wholly within the urban area. 
 
Of particular note is the low overall percentage of travel movements to and from the City 
Centre and Newcastle, which stand at 8% and 5.5% respectively.  This finding clearly 
demonstrates the current polycentric nature of the conurbation, with its two key centres 
and the surrounding centres of Kidsgrove, Tunstall, Burslem, Fenton, Longton and Stoke 
plus other major retail and employment areas.  
 
Figure 3.4 highlights the modes used for work journeys of residents in North Staffordshire. 
 
Figure 3.4: Modes used for work journeys of residents in North Staffordshire 
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By Car 
 
The areas where travelling to work by car is higher than the national average, tend to be 
the outer parts of the conurbation. 
 
By Taxi 
 
Taxi usage for journeys to and from work, although low in absolute terms, is still much 
higher than the national average in many parts of the area, particularly in those areas that 
have lower levels of bus use. 
 
By Bus 
 
Overall, the bus is only used by around 8% of people travelling to work which is low 
compared with other equivalent sized urban areas.  The areas that use the bus more tend 
to be the inner parts of the conurbation.  
 
The North Staffordshire Integrated Transport Study (NSITS) concluded that there is a 
general tendency towards the bus being seen as a mode of last resort rather than as a 
viable alternative to the car. It was also noted that less than 10% of bus users within the 
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conurbation have the option of a car to make the same journey compared with an 
equivalent figure of around 15% for similar areas such as Derby and Leicester. 
 
The key conclusions with regard to bus use that emerged from NSITS are: 
 
• Most public transport movements take place entirely within the urban area. Around 

half of all public transport movements start or finish within the vicinity of the City 
Centre or Newcastle which reflects the structure of the current bus service network. 

• 21% of trips between the City Centre and other parts of the urban area are by public 
transport. 

• 9% of trips between Newcastle and other parts of the urban area are by public 
transport. 

 
By Bike 
 
Cycling levels in North Staffordshire are similar to the national average, accounting for 
around 2% of all journeys and only 1.5% of journeys to work. However with over two-
thirds of all journeys being less than 5 miles in length there is potential to increase the 
number of cycling trips. Locally, the potential is supported by a growing demand for cycle 
facilities by the public and by the growing numbers of children cycling to school and 
people using their bikes for leisure purposes. 
 
By Rail 
 
The rail network has a primary function of moving long distance (InterCity) passengers.  
These requirements, coupled with the limited two-track capacity of the current system, 
mean that at its critical points the rail network is operating very close to its capacity.  Any 
additional train services required for local movement may require additional infrastructure. 
 
Continuing improvements to the West Coast Main Line, in terms of both operating speeds 
and rolling stock, are expected to lead to considerable increases in ‘through travel’ 
patronage levels.  This is likely to result in increasing pressures on existing services and a 
trend towards a need to increase ‘through service’ capacity. 
 
NSITS highlights that current local rail demand is small, particularly in terms of shorter 
distant (non-InterCity) movements.  This has been confirmed through discussions with 
Central Trains and the rail industry’s CAPRI database (Computer Analysis of Passenger 
Revenue Information). 
 
 
3.3 Consultation overview 

 
Staffordshire and Stoke-on-Trent’s original LTPs were underpinned by extensive 
consultation which has continued each year through the various Annual Progress Reports, 
as well as consultation upon individual local transport schemes. 
 
Extensive consultation has been carried out for the development of this LTP, particularly 
as part of the development of NSITS.  There has been: 
 
• Full and active participation with all relevant tiers of Government. 
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• Active involvement of a wide range of interested local stakeholders. 
• Consideration of the full range of people, communities, public services and 

businesses. 
 

The following sections identify the key stages of the consultation process. The individuals, 
groups and organisations identified in Figure 3.5, have all been given the opportunity to 
present their views on the development of this plan. 
 
Unfortunately many of the issues raised through consultations cannot be dealt with solely 
through the implementation of LTP schemes.  That is why it is essential that this plan 
focuses on working with our partners, in particular other transport providers and planning 
authorities, to help deliver the appropriate solutions. 
 
Figure 3.5: Engagement in LTP consultation and participation 
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North Staffordshire Integrated Transport Study 
 
An extensive amount of consultation was carried out at key stages within the development 
of the transport strategy. 
 
Problem Identification 
 
A wide range of stakeholders were invited to workshops in 2004 which concentrated on 
identifying the main problems and issues within the study area.  One-to-one meetings 
were also held with key organisations and individuals involved in transport provision. 
 
Table 3.1 summarises the main problems and issues identified by the workshops and how 
the LTP aims to address these problems.  In general, the problems identified coincide with 
conclusions drawn from technical analysis (Census, North Staffs Transport Model) and 
wider studies. 
 
Table 3.1: Problems and issues identified by NSITS workshops 
 

Problems / Issues 
Identified By NSITS 
Stakeholder 
Workshops 

 

How The Problem / Issue  Will Be Addressed 

Main LTP 
Chapter In 
Which Issue 
Is Dealt With 

BUSES 

Poor reliability Ongoing implementation of Advanced Transport 
Telematics, bus priority and network management 
duties. 

Congestion, 
Bus Strategy 

Poor vehicle condition 
/ cleanliness 

Liaison / negotiation with bus operators. Influence of 
LTP is limited except for the purchase of buses as 
resources permit. 

Bus Strategy 

Lack of service 
information 

Partnership working with bus operators and working 
towards the delivery of Real Time Passenger 
Information. 

Accessibility, 
Bus Strategy 

Lack of shelters for 
bus passengers 

Continued implementation of Quality Bus Partnerships. Accessibility,  
Bus Strategy 

Hanley bus station 
needs refurbishing 

Implement as resources permit. Congestion, 
Bus Strategy 

Lack of capacity at 
Newcastle bus station 

Long term aspiration, dependent on land availability. Bus Strategy 

Poor bus connections 
to industrial estates 
and new 
developments 

Partnership working with bus operators and the 
securing of appropriate developer contributions. 

Accessibility, 
Bus Strategy 

Poor bus connections 
between communities 
within Newcastle area 

Continued implementation of Quality Bus Partnerships 
and engagement in the Renew process. 

Accessibility, 
Regeneration, 
Bus Strategy 
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Problems / Issues Main LTP  
Identified By NSITS Chapter In 

How The Problem / Issue  Will Be Addressed Stakeholder Which Issue 
Workshops Is Dealt With 

RAIL 

Low service frequency 
at local stations 

Influence of the LTP is limited to liaison and 
negotiation with the rail industry. 

N/a 

Stations poorly located 
in relation to centres 

The funding of new railway stations will not be 
implemented through this LTP. 

N/a 

Local access routes to 
stations are poor 

Improved access to stations by all modes will be 
implemented as resources permit, with Stoke station 
being the priority for this LTP. 

Accessibility 

Poor accessibility for 
mobility impaired 

Liaison and negotiation with rail industry is required.  
Train operators are generally responsible for access 
problems within railway stations. 

Accessibility 

Poor personal security 
at local stations 

Liaison and negotiation with rail industry is required to 
improve lighting and CCTV within and to railway 
stations. 

Travel Safety, 
Accessibility 

Lack of through-
ticketing 

Liaison and negotiation with bus and rail industry is 
required who have overall responsibility for ticketing. 

Bus Strategy 

WALKING 

Traffic speeds and 
illegal parking make 
walking unattractive 

Appropriate traffic management measures and the 
implementation of conurbation-wide Decriminalised 
Parking Enforcement. 

Congestion, 
Travel Safety 

Fear of crime partly 
associated with poor 
quality street lighting 

Maintenance of existing street lighting through the 
established PFIs and implementing new lighting as 
resources permit. 

Travel Safety 

A50 / A500 cause 
severance 

Implement cross-conurbation walking, cycling and 
public transport improvement where possible and as 
resources permit and deal with congestion hotspots. 

Congestion 

Poor condition of 
footways 

Delivery of maintenance programme. Looking after 
the transport 
network 

Poor environment 
discourages walking 

Improving the environment for pedestrians is a priority 
of the LTP. 

Regeneration, 
Quality of life  

Inadequate crossing 
times at traffic lights 

Individual concerns will be investigated as resources 
permit and in line with LTP objectives. 

Accessibility,    
Travel Safety 

Lack of safe, attractive 
pedestrian routes 

Improving the environment for pedestrians is a priority 
of the LTP. 

Accessibility,    
Travel Safety 

CYCLING 
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Problems / Issues Main LTP  
Identified By NSITS Chapter In 

How The Problem / Issue  Will Be Addressed Stakeholder Which Issue 
Workshops Is Dealt With 

Poor driver behaviour Continued implementation of revenue funded National 
Driver Improvement Courses and Speed Awareness 
Courses. 

Travel Safety 

Poor road surface 
conditions 

Delivery of maintenance programme. Looking after 
the transport 
network 

Obstruction from illegal 
parking 

Implementation of conurbation-wide Decriminalised 
Parking Enforcement. 

Congestion 

Lack of cycle parking 
facilities 

To be implemented through the LTP as resources 
permit. 

Accessibility, 
Congestion 

Cycle routes are badly 
lit and unsafe 

Improvements to the cycle network will be 
implemented as resources permit. 

Travel Safety, 
Accessibility 

Disjointed routes, 
where they exist 

Improvements to the cycle network will be 
implemented as resources permit. 

Travel Safety, 
Accessibility 

Poor environment 
discourages cycling 

Improving the environment for cyclists is a priority of 
the LTP. 

Regeneration, 
Quality of life  

Weather / topography 
discourages cycling 

Revenue funded travel awareness campaigns to 
promote the benefits of cycling. 

Congestion 

CAR USER ISSUES 

Congestion is the 
major problem 

A five year and longer term strategy for reducing 
congestion has been developed. 

Congestion 

Parking difficulties and 
high charges 

Car parking will be managed as appropriate through 
the LTP and Local Development Framework. 

Congestion, 
Regeneration 

Inadequate direction 
signs 

Appropriate improvements will be delivered as 
resources permit and in line with LTP objectives. 

Congestion 

Disruption caused by 
roadworks 

Delivery of network management duties. Congestion,  
Looking after 
the transport 
network 

General poor level of 
highway maintenance 

Delivery of maintenance programme. Looking after 
the transport 
network 

 

ROAD TRAFFIC ISSUES 

Excessive travel Delivery of appropriate traffic management measures Travel Safety 
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Problems / Issues Main LTP  
Identified By NSITS Chapter In 

How The Problem / Issue  Will Be Addressed Stakeholder Which Issue 
Workshops Is Dealt With 

speeds as resources permit and in line with LTP objectives. 

Rat-running through 
residential areas  

To be implemented as appropriate. Travel Safety, 
Quality of Life 

Air pollution / traffic 
noise 

To be dealt with as appropriate through the LTP. Air Quality,      
Quality of Life 

Too many lorries using 
the road system 

Where possible the impact of lorries in environmentally 
sensitive areas will be controlled and the use of the 
Strategic Highway Network will be encouraged. 

 

Regeneration, 
Quality of Life 

FACTORS AFFECTING SOCIAL INCLUSION 

High cost of travel The influence of the LTP is very limited. Not applicable 

Perception of personal 
safety 

Measures such as lighting, CCTV and environmental 
improvements will be implemented as resources 
permit. 

Travel Safety 

Lack of access to 
public transport, 
particularly in the 
evenings and rural 
areas 

Liaison / negotiation with bus operators who provide 
the services are essential.  Improvement through 
subsidising bus services will be in line with the Bus 
Strategy. 

Accessibility 

Lack of local facilities 
(shops etc) 

A key priority is partnership working with planning 
authorities to achieve consistency between the LTP 
and LDF. 

Regeneration 

Lack of car availability, 
particularly the young, 
old, low waged and 
mothers at home 

A key objective of the LTP is to make it easier for 
people to travel by modes other than the car and 
reduce the need to travel. 

Congestion, 
Accessibility 

 
In addition, consultations focused on identifying the transport problems faced by people 
living in areas of low car ownership, in particular the issue of access to employment.  This 
part of the consultation process focused on workshops with resident associations and 
consultations with a major local employment agency. 
 
The key outcomes of these consultations were:  
 
• There are particular difficulties with regard to public transport access, reliability and 

availability to employment particularly in peripheral areas. 
• This problem is exacerbated for shift workers and for those not working in the main 

town centres, resulting in an increased reliance on taxis.  
• Securing good access by public transport to new and existing employment sites 

should be a priority. 
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• The need to improve public transport access to hospitals and retail was also 
highlighted. 

 
It is considered that achieving the LTP key objectives in particular those related to 
accessibility will help to deal with these issues. 
 
Strategy Development 
 
A study briefing and workshops took place to explain the background to the process of 
developing the NSITS strategy and to seek views on the emerging strategy options.  The 
outcome of the process is summarised in Table 3.2 below. 
 
Table 3.2: Outcome of NSITS strategy development workshop 
 

Key Views Identified By NSITS Stakeholder 
Workshops 

How the issue has been 
addressed 

Main LTP 
Chapter 
where issue 
dealt with 

Sustainable Transport 

Positive 

Encouraging the use of sustainable modes 
was supported by 59% of stakeholders 

Negative 

There were concerns about their potential 
effectiveness 

This will be a key objective of 
the LTP. 

All Chapters 

Bus Priority Corridors 

Positive 

There was support for: 

• allowing taxis to use the bus priority 
corridors  

• improving provision for walking and cycling 
along the routes 

• linking them to proposed Park and Ride 
sites 

Negative 

There was a mixed response to the idea of 
dedicated bus priority corridors.  There were 
concerns expressed about the practicality of 
introducing them and the likely traffic impact on 
adjacent routes. 

The practicality of implementing 
bus priority corridors will be 
investigated in more detail, 
taking into account the concerns 
raised.  Routes will be 
implemented as resources 
permit. 

Congestion 

Step Change in Bus Service Provision  

Positive 

76% were in favour of this initiative, in 
Bus service improvements will 
be a priority of the LTP in 
partnership with bus operators.  

Congestion 

Accessibility 
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Main LTP 
Key Views Identified By NSITS Stakeholder 
Workshops 

How the issue has been Chapter 
addressed where issue 

dealt with 
particular through-ticketing, interchange 
improvements, community transport and 
Quality Bus Partnerships 

Negative 

Concerns about the possible lack of funding, in 
particular revenue support 

The extent of improvements will 
be dependent on availability of 
resources throughout the Plan 
period 

 

Maintaining Local Rail 

Positive 

Strong support for improving existing stations, 
particularly parking, access to stations and bus 
/ rail through-ticketing 

Negative 

There was limited discussion about the idea of 
improving local rail services. 

The authorities are negotiating 
for improved rail services with 
the train operating companies. 
With regard to access to 
stations, the potential for key 
improvements to Kidsgrove, 
Stoke and Longton stations is 
being examined. 

Accessibility 

Park and Ride 

Positive 

86% were in favour of Park and Ride 

Negative 

There were mixed views on which sites should 
be introduced and how many.  There were 
specific objections to the Bucknall site and the 
exclusion of a site to the west of the 
conurbation  

The practicality of implementing 
park and ride will be investigated 
in more detail, taking into 
account the concerns raised.  If 
considered appropriate, 
implementation will take place 
as resources permit.   

Congestion 

Demand Management Measures 

Positive 

There were mixed views on this issue, but 
there was consensus that proceeds should be 
re-invested into local transport  

Negative 

The majority believed that it should only be 
introduced at a national level, with substantial 
public transport improvements required first 

This is considered to be a 
possible long term measure.  
Investigations into its 
implementation will be carried 
out as resources permit. 

Congestion 

Highway Improvements  

Positive Major highway improvements 
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Main LTP 
Key Views Identified By NSITS Stakeholder 
Workshops 

How the issue has been Chapter 
addressed where issue 

dealt with 

The majority were in favour of local highway 
and junction improvements  

Negative 

There was no strong desire for major highway 
construction and there were concerns about 
their impact on the environment, local 
residents, loss of off-road cycle routes and 
resultant peripheral land use developments 

will not be promoted in the Plan 
period.  Local highway 
improvements may be 
implemented to deal with 
capacity and safety issues and 
to support bus priority. 

Congestion 

Travel Safety 

 
The emerging NSITS Strategy was reported to the Renew North Staffordshire Spatial 
Strategy Steering Group, North Staffordshire Regeneration Zone Integration Strategy 
Panel and North Staffordshire Chamber of Commerce and Industry.  The aim was to 
obtain their broad agreement and to state the benefits to the regeneration process of 
delivering the transport strategy. 
 
The Bus Strategy will be the guiding strategy under which all bus priority, service provision 
and service quality measures will be progressed. 
 
Other LTP Consultation Processes  
 
Stakeholder meetings prior to the Provisional LTP 
 
A Newcastle district-wide stakeholder meeting engaged a broad range of interests and 
looked at the future strategy rather than individual proposals.  Delegates stated that out of 
the shared priorities, most attention should be given to congestion during LTP2.  
 
The North Staffordshire Public Transport User Forum has been engaged in the process.  
In addition, Cycle 2000 and Bicycle User groups have offered their support for the plan’s 
positive approach to cycling and provided feedback on targets, infrastructure, 
consultation, training and promotion. 
 
Executive Summary Booklet 
 
To assist with the consultation process an Executive Summary booklet of the Provisional 
LTP was produced containing a postcard questionnaire. This asked for people’s opinion 
on how important each of the strategies are and how satisfied they were with the 
provisional strategies. All of the respondents considered tackling congestion to be 
important, with most considering it as essential for the LTP. Accessibility and maintenance 
of transport assets were considered to be important by most respondents with many 
considering them to be essential strategies for the LTP. Most respondents considered 
improving travel safety, better air quality, quality of life issues and regeneration to be 
either important or essential, however some considered these strategies to be less or not 
at all important for the LTP.  
Respondents recognised that the strategies were linked with actions benefiting more than 
one strategy and were keen to see more detailed proposals for the strategies. Some 
expressed their dissatisfaction with public transport and their frustration at the lack of 
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alternatives to the car. Some respondents emphasised that they were dependent on car 
use and were keen to see the plan demonstrate how it will benefit motorists. 
 
Outcome of the SEA process 
 
The North Staffordshire LTP has been the subject of a Strategic Environmental 
Assessment (SEA) carried out by officers from Staffordshire County Council and Stoke-
on-Trent City Council in consultation with the public and authorities with environmental 
responsibility. This has enabled significant environmental effects of the LTP to be 
identified. Appendix C provides a summary of how environmental considerations have 
been integrated into the LTP. 
 
The main stages in the SEA process to date have been as follows: 

 
Stage A – identifying other relevant plans and programmes and environmental 
protection objectives, establishing the environmental baseline, identifying 
environmental problems and deciding SEA objectives; 
 
Stage B – deciding on the scope of the SEA, developing alternatives to plan 
proposals and consulting with environmental bodies; 
 
Stage C – assessing the effects of the draft North Staffordshire LTP, identifying 
measures to reduce or counteract the negative effects, devise monitoring 
programme and prepare Environmental Report; 
 
Stage D – consultation on the Environmental Report as part of LTP consultation. 

 
The processes of developing the Local Transport Plan and conducting the Strategic 
Environmental Assessment have been closely linked. Environmental considerations are 
one of the many determining factors for the strategies that are included in the Local 
Transport Plan. The Strategic Environmental Assessment process has helped to focus our 
thoughts more clearly on the wide range of possible environmental impacts of the Local 
Transport Plan and areas where we can enhance the environment. The Strategic 
Environmental Assessment process has aided the development of alternative approaches 
to fulfil the transport priorities of supporting regeneration, improving accessibility, tackling 
congestion, improving air quality, improving travel safety, improving quality of life and 
looking after the transport network. The iterative nature of the process gave us an early 
indication of the environmental impacts of each of the alternatives that helped, along with 
other considerations, to determine and finalise our approach for the North Staffordshire 
Local Transport Plan. The detailed comments through the consultation on the SEA have 
been used to clarify and strengthen the strategies set out in the Provisional LTP, to 
develop the chapters that make up this full LTP. In response to the SEA the Full LTP 
contains greater emphasis and clarity on local air quality, responding to climate change 
through reduced greenhouse gas emissions, conservation and enhancement of the 
natural historic environment, landscape quality together with buildings, features and areas 
of historic, archaeological or cultural value, and their settings. 
 
Overall, the SEA indicates that the approach of the North Staffordshire LTP is likely to 
have large beneficial effects for the environmental objectives of promoting more 
sustainable modes of transport; improving access to jobs and services; reducing road 
traffic and congestion; improving health and reducing health inequalities; supporting the 
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regeneration of deprived areas; and supporting sustainable economic growth. The 
cumulative, synergistic and indirect effects of implementation of the LTP are likely to 
augment the impact of the proposals in terms of improving local air quality; reducing 
greenhouse gas emissions; supporting economic prosperity; improving access to 
essential facilities; promoting sustainable modes of transport; enhancing community 
safety; and encouraging development and regeneration. 
 
Most negative effects identified can be minimised to a satisfactory degree through, 
through the mitigation measures identified and possibly additional measures where 
appropriate, which will be identified through more detailed scheme level Environmental 
Impact Assessment. The consultation comments provide clear support for the mitigation 
measures recommended in the Environmental Report. The two categories of mitigation 
(generic and component specific) have been incorporated into Chapter 12 of the LTP: 
Implementation – Making it Happen. 
 
The consultation on the Environmental Report indicated support for the monitoring 
approach being put forward for Stage E – monitoring: 

 
Stage E – monitoring the significant effects of implementing the North 
Staffordshire LTP on the environment. 

 
Stage E now begins with the implementation of the North Staffordshire LTP. A description 
of the measures decided concerning monitoring of the SEA have been included in the 
Environmental Report of the LTP. 
 
Key Stakeholder responses to the Provisional LTP 

 
In summary, the comments in Table 3.3 have been made by key stakeholders to the 
contents of the Provisional LTP and have been taken into account when writing this final 
version of the LTP. 
 
Table 3.3: Summary of responses and amendments to Provisional LTP 
 

KEY STAKEHOLDER RESPONSE AMENDMENT MADE TO THE LTP 

Further emphasis required on cross 
boundary links   

Cross boundary links are now emphasised in 
Chapters 1 and 2. 

Concerns about services provided by 
the local bus operator  

The Councils will continue to encourage partnership 
working with bus operators.  Quality Contracts will be 
considered if necessary. 

Concerns about the deliverability of 
park and ride proposals 

The practicality of implementing park and ride will be 
investigated in more detail, taking into account the 
concerns raised.  If considered appropriate, 
implementation will take place as resources permit. 

Concerns about the implementation of 
congestion charging outside a national 
scheme  

This is considered to be a possible long term 
measure.  Investigations into its implementation will 
be carried out as resources permit. 

Support for improving congestion 
hotspots 

Covered by the Congestion Strategy. 

Insufficient car parking in the There are no proposals to increase public car parking.  
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KEY STAKEHOLDER RESPONSE AMENDMENT MADE TO THE LTP 

conurbation Car parking issues will be dealt with through the LDF 
process. 

Better disabled access required An objective of the Accessibility Strategy is to improve 
transport facilities for everyone. 

Additional information required on 
Community Strategies 

This has been included in Chapter 2. 

Tackling Climate Change is not given a 
high enough priority 

The contribution of the LTP towards improving air 
quality is covered in Chapters 8 and 10. 

Concerned that the LTP does not 
sufficiently take into account the aims of 
the North Staffordshire Integrated 
Economic Development Strategy 

The LTP has been revised to take this into account, 
by giving a greater priority to the need to regenerate 
North Staffordshire. 

Providing alternatives to the car are 
unlikely to sufficiently tackle congestion 
problems  

It is acknowledged that the main aim of providing 
alternatives to the car is to improve transport choice 
and accessibility, which in turn will have some impact 
on congestion. 

There is a need to develop integrated 
transport interchanges 

The development of existing bus and rail facilities into 
integrated transport interchanges is a priority of the 
LTP, in particular Stoke-on-Trent Railway station and 
City Centre bus station. 

 
Engagement in the Local Development Framework Process 
 
Joint consultations on land use and transport issues are carried out wherever possible, 
and transport officers are fully engaged in the LDF process, in particular the development 
of Area Action plans.  
 
Engagement in the Local Strategic Partnership Process 
 
Staffordshire and Stoke-on-Trent Councils have been fully engaged in the Community 
Planning process, including consultation exercises and the production of Community 
Strategies.  Transport has been a key issue for discussion at local forums, community 
consultation events and LSP Board meetings which have all resulted in lively discussions.  
The conclusions drawn have influenced the development of this Plan  
 
Engagement in the Renew Process 
 
Transport officers have been fully engaged in the development of Renew Masterplans and 
LTP funding will support the achievements of Renew objectives as appropriate and as 
resources permit. 
 
 
3.4 Key problems to be tackled by the Second LTP 

 
The strategy development for the LTP has identified the following key problems that will 
need to be tackled: 
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• The regeneration of North Staffordshire will increase the demands on our transport system 

and improvements are needed to support sustainable regeneration. 
• There are many people in North Staffordshire who find access to essential services 

(education, healthcare, employment and retail facilities) and local facilities difficult or 
impossible. 

• Serious congestion on key strategic roads and junctions with a significant negative impact 
on the local economy, people’s quality of life and the prospects for the sustainable 
regeneration of North Staffordshire. 

• Bus routes operating on congested roads causing delays, unreliability and reduced viability 
of services. 

• Sensitive locations that experience high levels of noise and poor air quality from traffic. 
• Despite good progress there are still too many people killed or injured on the roads of 

North Staffordshire. 
• Transport interchange facilities that poorly serve their users particularly with fear of crime 

and personal security problems. 
• Poor environmental quality of important aspects and locations of North Staffordshire 
• The population of North Staffordshire suffers from poor levels of health and significant 

health inequalities. 
 
 

3.5 What might the solutions be? 
 
There are a wide range of things that could be done to address these problems, ranging 
from the construction of new ring roads and bypasses through to the creation of a new 
Light Rail network linking together all of the major centres within the conurbation.  All were 
examined as part of the North Staffordshire Integrated Transport Study. 
 
Improving Public Transport  
 
Public transport initiatives, such as increased bus or rail services, bus priority and Park 
and Ride all have the potential, in varying degrees, to contribute towards achieving the 
Government’s shared priorities. 
 
Without significant improvements in public transport, particularly buses, it will not be 
possible to improve the quality of life for many residents, both today and in the future.  
Public transport improvements must therefore be a key part of any future strategy.  
 
Promoting Walking and Cycling and Reducing Car Dependency 
 
The main emphasis of LTP1 was encouraging walking and cycling, and other measures 
that reduce car dependency, and this will continue to be important in this Plan.  However, 
like public transport improvements, their effectiveness when introduced in isolation is 
limited and any traffic reductions that do result tend to be thinly spread across the road 
network. Nonetheless, if introduced as part of a wider package, their impact can increase 
significantly and they are therefore likely to be the key to the strategy’s success.  
New Highways 
 
Increasing road capacity through small scale measures or grandiose schemes will reduce 
congestion to varying degrees.  Small schemes will have localised affects and larger 
schemes will have much wider decongestion benefits. Also, if introduced in parallel with 
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traffic management and public transport measures, it might be possible to channel these 
benefits into specific areas, thereby maximising road safety, bus reliability and local 
environmental improvements. 
 
On the negative side, a strategy based on wide scale major highway improvements would 
be too expensive to construct, have impacts on the local environment and would make car 
usage even more attractive compared to other modes. 
 
Measures that Increase the Cost of Car Travel 
 
Increasing the cost of car travel has particular advantages in that it offers opportunities to 
alter the balance between the attractiveness of car and public transport, without the need 
to increase overall levels of congestion.  Such measures could additionally be used to 
raise revenue to finance public transport improvements. 
 
Out of all the possible ideas examined, NSITS concluded that congestion charging would 
be the most effective in North Staffordshire in the long term.  It could be used to influence 
the behaviour of all road users and its use could be tailored to ensure that traffic reduction 
occurs in locations where they are most needed.  In comparison, increasing parking 
charges, either public or private, simply targets journeys that end or start in the 
conurbation and excludes through traffic, and any traffic reductions that might be achieved 
tend not to be location specific. 
 
Congestion charging is nonetheless likely to be unpopular, particularly if it were to be 
introduced in the short to medium term, without any other improvements to the transport 
system.  If it is to be part of the strategy it should be viewed as a longer term aim, rather 
than an immediate solution. If such a scheme were to be promoted as a longer term aim, 
after all the other strategy improvements are in place, it is likely that it would be much 
more acceptable with the existence of similar schemes in the towns and cities that 
surround the North Staffordshire conurbation. The impact of such a scheme on the local 
economy is also a key consideration and requires further detailed investigation 
 
Changing Land Use Policy 
 
Changing land use patterns, so as to ensure that people live closer to where they work, go 
to school, buy their food, etc. was found to have considerable advantages.  This could 
reduce car travel and increase bus usage, as many more trips would be concentrated in 
areas with good bus services.  The net result would be reduced congestion, improved 
road safety, reduced noise and air pollution and improved public transport viability.  These 
policies would need to be developed as part of the LDF process. 
 
 

3.6 The preferred way forward 
 
Based on the strategy development set out in this Chapter, Chapter 4: Vision and 
Objectives sets out the long term preferred way forward including key measures for the 
North Staffordshire LTP over the next five years and how they will achieve the vision and 
objectives. 
 

61 



CHAPTER 3: STRATEGY DEVELOPMENT

62



CHAPTER 4: VISION AND OBJECTIVES 

4. VISION AND OBJECTIVES  
 
This section sets out the overall vision for North Staffordshire, the vision for transport and 
the important links with the regeneration agenda.  
 
 
4.1 Vision for North Staffordshire 

 
An overall vision for North Staffordshire has been developed in partnership with 
neighbouring authorities and key stakeholders. The vision is the same for the Core Spatial 
Strategy and also the North Staffordshire Integrated Economic Development Strategy. 
 

“North Staffordshire will become the City Region of Choice 
for 1 million people by 2021.” 

 
The key spatial principles of this vision are to:  
 
SP1 Enhance and reinforce North Staffordshire’s role as a key regional gateway, with 

Stoke-on-Trent City Centre as the primary commercial focus and Newcastle-under-
Lyme Town Centre as a complementary and thriving strategic centre within a 
balanced and strong North Staffordshire economy. 

 
SP2 Create vital, vibrant and distinctive town centres with complementary roles to play. 
 
SP3 Create a greener North Staffordshire by maintaining and improving its network of 

canals, green spaces and parks to provide the setting for high quality development 
of homes, employment and leisure opportunities and to foster a more sustainable 
way of life. 

 
SP4 Improve accessibility and linkages throughout North Staffordshire for local 

residents and visitors. 
 
SP5 Renewal of the urban and rural areas to enable people to live close to their work 

and leisure and community facilities, and to benefit from the best of urban and rural 
living including high density, mixed use development near the city centre, 
Newcastle town centre and other centres and in areas that are accessible by 
public transport. 

 
The overall ambition of the conurbation is that by 2021 North Staffordshire will have 
successfully repositioned itself to the extent that it has become a destination of choice for 
investors, businesses, workers, shoppers, learners and for people seeking cultural and 
leisure experiences.  
 
This position will be reached though committed sustainable economic and physical 
development and social regeneration. The authorities will strive to minimise the 
disbenefits of growth so that local communities can enjoy the positive aspects of 
regeneration. Partnerships with delivery agencies will help to improve education 
standards, reduce crime, improve the streetscene and improve housing conditions for 
residents. 
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The authorities of Stoke-on-Trent City Council, Staffordshire County Council, Newcastle-
under-Lyme Borough Council and Staffordshire Moorlands District Council will work 
together to deliver the vision with leadership, involving business, voluntary and community 
partners and other public agencies. 
 
The vision is to make North Staffordshire a safe, prosperous, healthy and attractive area 
where everyone has equal opportunities and support to live a full and enjoyable life. 
 
An effective and efficient transport system is essential to the delivery of this vision. And 
this is the purpose of the LTP.  
 
 
4.2 The transport vision 

 
The preceding chapters will have explained the wider context and the issues influencing 
the development of the LTP strategy. They will also have explained the challenges facing 
the local authorities in trying to meet a wide range of transport demands. In support of the 
overall vision the LTP vision is: 
 

To create and maintain an integrated and sustainable 
transport system for North Staffordshire to facilitate 
regeneration and to create opportunities for people to 
live, play and travel in a safe and pleasant environment. 

 
This reflects the need to support local people in achieving their needs, to access jobs, 
services, goods and leisure facilities. It also reflects the need for people to achieve a 
healthy lifestyle with good access to healthcare, affordable food and exercise. Improving 
air quality and reducing the number of road traffic accidents contributes to achieving safe 
and sustainable communities, and equal opportunities will be promoted by tackling social 
exclusion including an emphasis on the disable, elderly and the low-waged. More widely, 
the reduction of congestion and improving the local environment will contribute to 
achieving a more attractive area where people will chose to live. 
 
 
4.3 The transport strategy  

 
The Strategy  
 
The longer term transport strategy looks ahead to 2021 to support the North Staffordshire 
vision. It has evolved from the previous Local Transport Plans for Stoke-on-Trent and 
Staffordshire and together with some of the recommendations of the NSITS, takes the 
work of the past forward to create an integrated transport strategy.  
 
The new long term strategy will include significant investment in transport infrastructure 
including park and ride, highway improvements, public transport improvements and urban 
traffic control. These investments will be linked directly to the spatial plans of the Local 
Development Framework and will be supportive of the regeneration programmes of 
Renew and Regeneration Zone. The investment plan will also be reinforced by demand 
management measures to make the best use of the existing networks and an ongoing 
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programme of sustainable travel activities including the provision of cycling and walking 
facilities and the promotion of greener travel choices including Travel Plans.  
 
A summary of the key elements of the long term strategy is set out in Table 4.1 below. 
Many of the measures and interventions will take place during the next five years and will 
continue until 2021. Some projects require longer term planning and investigation, and 
also the assembly of finance packages or land. Such projects will start in a future LTP five 
year period. Details of the individual measures will be provided in Chapters 5 to 11 and 
Chapter 12 will set out the implementation programme. 
 
Table 4.1: Long term transport strategy 
 
Key Under investigation         To be implemented     
 

 
LONG TERM TRANSPORT STRATEGY  

 

 
5 year 

strategy 

 
15 year 
strategy 

 
Supporting Regeneration 
 

  

Transport improvements serving economic growth and 
regeneration areas  

  

Chatterley Valley   
Keele Science Park   

Silverdale   
Etruria   

Transport improvements serving Areas of Major Intervention     
City Centre North West   

City Centre South (Waterside site)   
City Centre   

Burslem / Middleport   
Meir   

Knutton / Cross Heath   
City Centre East   

High quality access to new developments by all modes   
 
Improving Accessibility 
 

  

Public Transport Partnership Routes / Quality Bus Partnerships   
Between key settlements   

Full coverage   
Convenient pedestrian access to bus stops   
Convenient walking and cycling access to local facilities   

Town centres, hospitals, education, regeneration areas   
All local facilities   
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LONG TERM TRANSPORT STRATEGY  5 year 15 year 

 strategy strategy 

High quality railway stations and access to them by all modes   
Stoke-on-Trent station access improvements   

Consideration of all other stations   
Access to taxi services   
Physical access improvements for those with impaired mobility    
Real Time Passenger Information   
 
Reducing Congestion 
 

  

Variable Message Signs   
Introduce to Newcastle town centre   

Expansion of Stoke system   
Expansion of North Staffordshire system   

Expand and develop UTMC based traffic control system   
Park and Ride System   

Sideway / Trentham Lakes   
Bucknall   

Etruria   
Chatterley Valley   

Bus Priority Corridors – the Transit Bus Network   
Key routes linking AMIs and City Centre   

Key routes to other key destinations   
Routes to Park and Ride sites   

Facilities to encourage shift from car use to walking and cycling   
Implement Network Management duties   
Urban core congestion charging regime   
Local highway capacity improvements   
Introduce Decriminalised Parking Enforcement in Newcastle   
 
Improving Air Quality 
 

  

Implement transport aspects of Air Quality Action Plan   
 
Improving Travel Safety 
 

  

Area wide physical speed management measures   
Maintain/ improve the condition of the adopted highway network   
Support Neighbourhood Road Safety Initiatives   
Road safety audits on all new highway schemes   
Safer Routes to School to meet demand   
Full coverage of School Travel Plans by 2010   
Road Safety Education Training and Publicity  (ETP)   
Local junction improvements   
Segregated walking and cycle routes   
Controlled pedestrian and cycle crossing facilities   
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LONG TERM TRANSPORT STRATEGY  5 year 15 year 

 strategy strategy 

CCTV in town centres and key locations   
City Centre and Newcastle town centre   

Other centres / public transport interchanges   
Additional street lighting required to support strategy   
High quality public transport waiting areas   

Public Transport Partnership Routes / Quality Bus Partnership   
Hanley bus station   

 
Improving Quality of Life 
 

  

Support health strategies   
Improve landscape and streetscape   

Greening for Growth   
Hanley City centre   

Newcastle town centre   
Other town centres   

Establish appropriate freight routes   
 
Most of the projects and measures in the long term strategy are currently being planned 
and developed as many have been conceived during the first five years of the LTP. 
However many of the newer projects rely on the progress made by the other regeneration 
agencies in delivering their development programmes and their timetable are often quite 
different. For example, the transport proposals will need to integrate with development 
proposals within the conurbation to allow for growth and for new jobs and new houses. 
The spatial strategy will seek to locate development areas within central located 
brownfield sites so that access to new jobs and services does not give rise to a growth in 
traffic. Therefore a co-ordinated approach is vital to the success of the long term strategy.  
 
The Cost of the Strategy 
 
The total cost of all of these schemes identified in the long term strategy will be very 
significant and far beyond what is currently allocated to the local authorities through the 
planning guidelines announced in December 2005. There will therefore need to be 
additional funding secured through a diverse range of local, regional, national and 
European sources as well as the private sector.  
 
This will be achieved through  
 

• A more proactive partnership between the local authorities and Government, 
GOWM, Highways Agency, transport operators, rail industry and other transport 
agencies to successfully deliver the jointly held vision; and  

 
• Working closely with the regeneration agencies of Renew North Staffordshire and 

the North Staffordshire Regeneration Zone.  
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The implementation strategy for at least the next five years will need to be realistic in what 
it can achieve. This is because the planning guideline allocation is resulting in a 25% 
reduction in capital funding for Stoke-on-Trent by 2020/11. Even though the overall 
allocation for Staffordshire has risen, the total availability of transport capital funding for 
North Staffordshire than was originally planned at the start of the work on producing a new 
LTP.  
 
Additional funding for some of the longer term projects will also be sought through the 
Transport Innovation Fund. A bid made in October 2005 was unsuccessful though this has 
allowed the authorities more time to develop their proposals. A revised bid will be made in 
July 2006.  
 
In the longer term, the pressures on the revenue budgets through other local priorities and 
the government’s drive for efficiency through the Gershon process will require additional 
funding to be found. Again, partnership working and the utilisation of European funding 
sources as well as developer contributions will help to ensure that the capital investment 
programme is supported by a robust operational and maintenance budget. 
 
Delivering the Strategy 
 
Partnership working with the following: 
 
• Community involvement through the LSPs. 
• Close working with Renew and AWM. 
• Close working with planning authorities on their LDFs, in particular, Area Action Plans 

and to ensure transport policies feed into development control decisions. 
• Close working with bus and rail operators and Highways Agency. 
• Close working with surrounding local authorities. 
• Coordination with other corporate priorities. 
• Proactive partnership with GOWM to maximise funding opportunities. 
• Building on the successes of the first LTPs. 
• Continued consultation with key stakeholders e.g. local employers, chambers of 

commerce, health service, education private sector developers, Councillors. 
 
Desired Outcomes 
 
• Vibrant local centres. 
• Good access to employment sites by employees and visitors. 
• Much higher proportion of car users will be able to exercise some form of modal 

choice. 
• A reduction in car trips to Hanley and Newcastle. 
• Increase in overall occupancy of buses. 
• A step change in the levels of non car based accessibility. 
• Improved air quality and local environmental quality. 
• Safer roads and improved personal security. 
• Improve the attractiveness of key inner core area employment locations. 
• More employment places will be accessible by non car modes. 
• Access to the wider transport network will be maintained. 
• More reliable bus services. 
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4.4 The transport objectives 
 
Reviewing the Objectives 
 
The first round of LTP documents covering North Staffordshire both included a North 
Staffordshire Integrated Transport Strategy which was jointly agreed between the two 
authorities. This in turn evolved out of the North Staffordshire Transport Package 
developed in 1996 as part of the Transport Policies and Programme process (TPP). A set 
of overarching aims was developed which reflected the needs at that time. These were: 
 
(a) Economy - facilitate the sustainable regeneration of the North Staffordshire 

economy; 
 
(b) Integration - facilitate a more integrated and sustainable pattern of transport 

provision; 
 
(c) Social Inclusion – removing travel barriers and improving accessibility for everyone; 
 
(d) Environment - reduce the environmental disbenefits of transport; 
 
(e) Safety - ensure travelling in North Staffordshire is safe; and, 
 
(f) Health - improving the health of local people. 
 
These aims have proved to be sound for the purpose of the first LTP. However it is 
necessary to review them in the light of a change in government priorities which has 
resulted in the development of the shared priorities between central and local government.  
 
The Shared Priority for Transport  
 
A new set of seven shared priorities for local government were agreed between the Local 
Government Association (LGA) and central government in July 2002. These priorities 
include the raising of standards across schools, transforming the local environment and 
meeting transport needs more effectively. They will be the focus of the work by central 
government and local councils in improving public services. The transport shared priorities 
are as follows: 
 
• Tackling congestion. 
• Delivering accessibility. 
• Safer roads. 
• Improving air quality. 
 
The New LTP Objectives 
 
The new LTP for North Staffordshire will deliver the transport vision in the context of these 
shared priorities. The transport vision will also reflect local priorities, and in particular 
regeneration. This flows from the consultation and analytical work outlined in Chapter 3: 
Strategy Development. Therefore the priorities for the North Staffordshire LTP are as 
follows: 
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• Support for regeneration efforts and the local economy. 
• Improving accessibility for all. 
• Tackling traffic congestion. 
• Better air quality. 
• Improved travel safety and reduced fear of crime. 
• Cost effective maintenance and management of the transport system. 
• An enhanced quality of life. 
 
The priorities are supported by a set of objectives which will drive the various strategies 
within the LTP. These are set out in Table 4.2 which also shows the linkages between the 
objectives and the agreed priorities.  
 
Table 4.2: Relationship between LTP objectives and agreed priorities 

 
NORTH STAFFORDSHIRE LTP 
KEY OBJECTIVES 
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Supporting Regeneration 
R1 Open up areas for development 

 
       

R2 Create an environment for 
investment 

       

R3 Achieve more balanced and 
sustainable patterns of development 

       Key

R4 Improved conditions for the efficient 
movement of goods 

           

Improving Accessibility High Impact 
A1 Improve access to the transport 

network 
        

A2 Improve access to jobs and local 
facilities 

          

A3 Increase the affordability of 
sustainable transport 

       Medium Impact 

A4 Improve access to travel information 
 

          

Tackling Congestion Low Impact 
C1 Provide high quality alternatives to 

the car 
        

C2 A more effectively managed transport 
network 

          

C3 Encourage travel awareness and 
behavioural change 

       No impact 

C4 Manage travel demand and car 
parking 

          

C5 Provide new infrastructure to meet 
local travel needs 

       Not applicable 
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NORTH STAFFORDSHIRE LTP 
KEY OBJECTIVES 
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Improving Air Quality 
AQ1 Develop our knowledge of air quality 

 
       

AQ2 Implement direct action to improve 
air quality  

       

AQ3 Provide information and education on 
air quality  

       

Improving Travel Safety 
S1 Reduce all categories of road 

casualties 
       

S2 Tackle the root cause of accidents 
rather than their symptoms 

       

S3 Improve personal and community 
safety 

       

Looking after the Transport Network 
HM1 Achieve well maintained / continually 

improved highway network 
       

HM2 Maintain all adopted transport 
network assets 

       

Enhancing Quality of Life 
QL1 Enhance quality of environment 

 
       

QL2 Improve community health 
 

       

QL3 Reduce impact of traffic on 
communities 

       

 
These objectives define the structure of the various strategies within this LTP. 
 
Objectives, Measures and Targets 
 
The local authorities are keen to ensure that the objectives can be directly linked to the 
various interventions and actions set out in this LTP. There is also a need to ensure that 
the objectives are linked to targets so that the performance of the LTP can be measured. 
Accordingly a set of targets and indicators have been agreed between the authorities, and 
Chapter 13: Performance Management provides more details on the specific targets. 
 
Table 4.3 shows the links between the objectives, the main measures to be undertaken 
and the targets and indicators. Further details on the measures and targets are provided 
in the following chapters. 
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 Desired outcomes Measures LTP Targets/indicators 

 Supporting 
Regeneration  

 No specific transport targets but 
will be measured by the following: 

R1 Open up areas for 
development 
 
 
 
 

R2 Create an 
environment for 
investment 
 
 
 
 

R3 Achieve more 
balanced and 
sustainable patterns 
of development 
 
 
 
 

R4 Improved conditions 
for the efficient 
movement of goods 
 
 

• Active partnership working with Renew (Housing Market Renewal), 
North Staffordshire Regeneration Zone, and English Partnerships to 
ensure integration of transport and regeneration objectives. 

• Providing a transport and highway input to Area Action Plans and 
AMI master plans.  

• Maintaining a free flowing and reliable transport network for the 
efficient movement of goods and people. 

• Using spatial planning to focus new development within centrally 
located brownfield sites to minimise travel and increase transport 
choice. 

• Co-ordination with development process, local development 
framework and community strategies 

• Procuring new public transport links to remoter employment sites 
through the use of planning agreements. 

• Greening for Growth project to upgrade cycling and pedestrian 
routes to employment sites and town centres. 

• Improving accessibility of neighbourhood areas to essential services 
by non –car means. 

• Promoting smarter travel to local organisations to help reduce traffic 
levels and save on business costs including mileage. 

M10  Access to a major shopping 
centre 

M12 Change in area wide mileage 

M17 Vehicle delays 

L2 Bus travel to City Centre 

Other indicators : 

• Percentage of new residential 
development built on previously 
developed land in the period 
2001 to 2021.  

• Percentage of new employment 
land developed within the urban 
area in the period 2001 to 2021. 

• Number of jobs created through 
inward investment 

• Percentage of the population in 
super output areas (SOA’s) 
ranking within the worst 20% of 
SOA’s in the country. 

• Percentage change in VAT 
registered businesses 
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Desired outcomes Measures LTP Targets/indicators  

 Improved 
accessibility for 
all 

  

A1 Improve access to 
the transport network 
 
 
 
 

A2 Improve access to 
jobs and local 
facilities 
 
 
 
 
 
 

A3 Increase the 
affordability of 
sustainable transport 
 
 
 
 
 
 

A4 Improve access to 
travel information 
 
 
 

• Developing partnerships with services providers to facilitate the 
provision of key services in accessible locations especially 
hospitals, town centres and employment areas.  

• Using accessibility mapping and planning agreements to secure 
improved access to new development sites by all modes. 

• Co-ordination with development process, local development 
framework and community strategies 

• Improve overall provision of bus services  

• Improve quality of, access to, and affordability of  buses, trains and 
taxis 

• Improve access to travel information 

• On and off highway cycling routes 

• Safer routes to school 

• Make walking safer 

• Access in disadvantaged areas 

• Implementation of Rights of Way Improvement Plans (ROWIP) 

 

M10 Access to a major shopping 
centre 

M11  Access to hospital 

M13 Cycling trips 

L1 Access to bus stops 

L2 Bus modal share 

L4 Easy to use footpaths 

L5 Pedestrian crossings 

I1 PTI satisfaction 

I2 Accessible kerbs 

I3 Low floor buses 

I4 Long distance access 

I6 Bus stops with up to date 
information 
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Desired outcomes Measures LTP Targets/indicators  

 Tackling traffic 
congestion  

  

C1 Provide high quality 
alternatives to the car 
 
 
 

C2 A more effectively 
managed transport 
network  
 
 

C3 Encourage travel 
awareness and 
behavioural change 
 
 
 

C4 Manage travel 
demand and car 
parking 
 
 
 
 

C5 Provide new 
infrastructure to meet 
local travel needs 

• Expansion of UTMC based traffic control system and introduce the 
SPRITE system to improve traveller information. 

• Develop Quality Bus Partnership to deliver quality, fast and reliable 
bus services.  

• Investigate and provide new public transport infrastructure including 
a bus transit network with bus priority lanes, park and ride sites and 
improved passenger interchanges. 

• Exercising the duties of the Traffic Manager to oversee traffic 
control, incident response and road works coordination. 

• Developing a comprehensive car parking strategy to provide policy 
and guidance to planning control, regulation and enforcement. 

• Investigation of urban core congestion charging regime in the long 
term through a TIF application to support regeneration proposals. 

• Application of bus lane enforcement and other moving offences. 

• Integration of transport objectives within land use policies within 
Local Development Framework, Area Action Plans and regeneration 
masterplans. 

• Promote smarter travel through Travel Plans for workplaces and 
schools and marketing TravelWise initiatives. 

• Working with Highways Agency to improve operation of trunk roads. 

M7  Bus patronage 

M8  Bus satisfaction 

M12 Area wide traffic mileage 

M14  Travel to school 

M15  Bus punctuality 

M16  Peak traffic flow 

M17  Vehicle delays 

L3  Workplace travel plans 

L6  Traffic levels 

L7  Temporary traffic controls 

I5  School travel plans 
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Desired outcomes Measures LTP Targets/indicators  

 Improved Air 
quality 

  

AQ1 Develop our 
knowledge of air 
quality 
 
 
 
 
 
 
 
 

AQ2 Implement direct 
action to improve air 
quality  
 
 
 
 
 
 
 

AQ3 Provide information 
and education on air 
quality  
 
 

• On going air quality monitoring 

• Control of air quality through information, regulation and 
enforcement. 

• More effective land use planning to reduce the need to travel and 
also to avoid air quality “blight”. 

• Active traffic management to mitigate pollution “hot spots” 

• Continued management and control of network to smooth traffic 
flows and prevent congestion. 

• Using regulatory powers 

• Promoting and providing for cleaner travel, i.e. walking, cycling, 
public transport and greener vehicles. 

• Promoting smarter travel choices through education and awareness 
campaigns 

• Application of demand management measures to help reduce 
unnecessary car travel. 

 

M18 Air quality – reducing 
emissions 
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Desired outcomes Measures LTP Targets/indicators  

Improved travel 
safety  

   

S1 Reduce all 
categories of road 
casualties. 

 

 

S2 Tackle the root 
causes of accidents 
tackled rather than 
their symptoms. 

 

 

S3 Improved personal 
and community 
safety.  

• Supporting the Community Safety Partnership (Road Safety Priority 
Task Group) 

• Casualty Reduction Partnership with Staffordshire County Council to 
manage safety cameras. 

• Sustaining local projects commenced by Neighbourhood Road 
Safety Initiative. 

• Applying area wide physical speed management measures 

• Applying road safety audits to all new highway schemes. 

• Implementing more Safer Routes to School projects 

• Promoting road safety education and awareness 

• Providing road safety training and driver improvement programmes. 

• Addressing personal safety of all travellers but especially non-car 
users. 

• Continued expansion of CCTV network in town centres and key 
locations.  

• Introducing management of occupation road risk policies  

• Partnership working with police and emergency services to improve 
safety in community. 

M4 KSI casualties 

M5 Child KSI casualties 

M6 Total slight casualties 
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Desired outcomes Measures LTP Targets/indicators  

 Looking after the 
transport network 

  

HM1 Achieve a well 
maintained and 
continually improved 
highway network. 

 

 

HM2 Maintain all adopted 
network transport 
assets 

• Applying preventative and structural maintenance at the right time to 
keep the highway network and bridge structures maintained and 
preserved.  

• Use of UK PMS to manage network condition and plan maintenance 
programmes. 

• Application of Traffic Network Management duties to ensure better 
coordination of road works and minimise disruptions. 

• Delivery of the Transport Asset Management Plan to manage the 
transportation asset. 

• Introduction of new contractual and procurement arrangements. 

• Ensuring value for money by integrating maintenance programmes 
with transport schemes. 

• Ensure coordination with other corporate programmes including 
housing, education, and regeneration. 

 

M1 Principal road condition 

M2 Non-principal road condition 

M3 Unclassified road condition 

M9 Footway condition 
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Desired outcomes Measures LTP Targets/indicators  

 Enhancing 
people’s quality of 
life  

  

Enhance quality of 
environment QL1 

 
 
 
 
 

No specific targets for quality of life 
but will be measured by: 

• Reducing overall traffic growth through the actions of the congestion 
strategy. 

M5 Child KSI casualties  
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• Encouraging smarter and more sustainable travel (accessibility and 
congestion strategy) M8 Public satisfaction with local 

bus services  

QL2 Improve community 
health 
 
 
 
 
 

M11 Access to hospital • Reducing through traffic in sensitive areas by applying traffic 
management measures. M13 Cycling trips  

M18 Air quality - reducing 
emissions  • Ongoing monitoring of traffic noise to identify problem areas and 

developing strategies to tackle them. 78  
Also measured by the following 
indicators as part of the SEA 
process:  

• Partnership working with health agencies on healthier travel. 

Reduce impact of 
traffic on 
communities 

• Encouraging healthier travel through marketing and travel 
awareness work. 

QL3 
• BV 219a: Total number of 

Conservation Areas 
 • Standard mortality ratio for 

coronary disease 
• Carbon dioxide emissions 
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4.5 Conclusions  
 
A strategy is a good strategy if it can stand the test of time and is not superseded within a 
few years. Though this LTP has been produced in an environment of significant change 
with many uncertainties over the future of the regeneration programmes and transport 
funding sources, there is an underlying long term strategy which the local authorities and 
their partners will regard as valid in 2021 as it is today.  
 
Key to the overall process is the need to carry out ongoing monitoring of the transport 
indicators and also to consult the users of the transport system. The local authorities will 
not hesitate to review the strategy if it proves to be not on track or is overtaken by events 
or if additional resources are made available. The five year review of the LTP will allow 
this to take place though more frequent reviews are also possible subject to discussions 
with the Government Office for the West Midlands. Likewise key measures and 
interventions outlined in the LTP will be rigorously evaluated to assess their effectiveness. 
This is a key theme which will be elaborated more in Chapter 13: Performance 
Management.  
 
The following chapters will set out in more detail the strategies, actions and interventions 
required to achieve the long term aim of creating an integrated and sustainable transport 
system for North Staffordshire. 
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5. SUPPORTING REGENERATION  
 
5.1 Introduction  

 
Sustainable regeneration of the North Staffordshire Conurbation is a key priority for the 
local authorities promoting this Local Transport Plan (LTP). This is evidenced in Chapter 
2: Wider Context and Chapter 3: Strategy Development where it can be seen that there 
are many economic and housing problems within North Staffordshire yet there are also 
many regeneration opportunities to help overcome them.  
 
Although regeneration is not explicitly one of the national shared priorities, Central 
Government is also supporting this agenda with the Office of the Deputy Prime Minister 
(ODPM) supporting the area’s Housing Market Renewal Pathfinder (Renew) and the 
Department for Trade and Industry (DTI), through Advantage West Midlands (AWM), 
supporting the North Staffordshire Regeneration Zone (RZ). English Partnerships (EP) are 
also a key player locally and are involved in many of the investment sites across North 
Staffordshire. 
 
The Local Authorities in conjunction with Renew and the RZ are acting as the main drivers 
for regeneration.  The Core Spatial Strategy for North Staffordshire (NSCSS) is the key 
document as it provides the long-term vision, spatial principles and strategic aims for the 
sustainable regeneration of North Staffordshire until 2021. It will provide the context for 
preparing more detailed local development documents such as Area Action Plans (AAP) 
as part of the Local Development Framework (LDF) process. The Core Spatial Strategy is 
expected to be at the Preferred Options consultation stage by mid 2006 with final adoption 
planned for 2008. 
 
A common theme that permeates the pursuit of economic, social and physical 
regeneration is how we address the travel and transport agenda.  Transport provision is 
essential for a successful economy, providing good access to jobs and key services, and 
contributes to the creation of thriving local communities. The local authorities need to find 
practical ways to improve accessibility (Chapter 6), tackle congestion (Chapter 7) and 
minimise the adverse environmental and safety impacts of traffic (Chapters 8: Improving 
Air Quality, 9: Improving Travel Safety and 10: Improving Quality of Life). 
 
This chapter seeks to outline the emerging regeneration position and the steps being 
taken to meet the transport needs of the various proposals. Examples of projects already 
undertaken will be used to illustrate the strategy being pursued.  
 
 
5.2 Objectives  

 
To support the local regeneration initiatives the LTP objectives are to: 
 
R1. Open up areas for development. 
 
R2.  Create an environment for investment. 
 
R3.  Achieve more balanced and sustainable patterns of development. 
 
R4.  Improved conditions for the efficient movement of goods. 
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These objectives have emerged out of the consultations on the provisional LTP and also 
from the ongoing discussions with the key regeneration stakeholders.  
 
Existing and proposed developments in key areas of intervention will influence the 
requirements for transport provision.  At the same time land use planning needs to take 
account of the existing transport network and plans for its improvement. The rest of this 
chapter will be structured around the key objectives identified above. Examples of how the 
existing regeneration initiatives are being supported by transport measures will be 
provided in Section 5.7. 
 
 
5.3 Open up areas for development (objective R1)  

 
North Staffordshire has a high proportion of brownfield sites which is a legacy of its 
industrial history. These are mainly former colliery sites, steel works sites and some 
former pottery factories. Many of these are in good sustainable locations close to existing 
town centres or near the trunk road network and there is clearly an advantage in reusing 
these sites wherever possible to reduce the need to travel and improve accessibility for 
local people. The NSCSS has a strategic aim to focus any appropriate development on 
brownfield sites within the larger settlements.  The joint LTP both in terms of the next five 
years and longer term transport strategy will seek to support this aim. 
 
However, it is clear that despite the location of the brownfield sites in the urban core of the 
conurbation, in some cases, there will need to be new transport links provided to make 
such previously used sites attractive for investment and sustainable. This will require new 
infrastructure and/or public transport service provision. The following projects are either in 
progress or are planned by the authorities and their partners to assist in opening up the 
development sites. They are also shown on Figure 5.1. 
 
1. A500 (T) Pathfinder Project 
 
This is a priority scheme within the Governments Targeted programme of Improvements 
(TPI) and involves the grade separation of the Stoke Road and City Road junctions on the 
A500 trunk road in Stoke-on-Trent. The £40 million project is currently under construction 
and is due to be open to traffic later in 2006. The scheme was designed to meet a number 
of key objectives including regeneration, accessibility, safety and congestion. Stoke-on-
Trent City Council was actively involved with the Highways Agency in the planning and 
development of the scheme under a “Pathfinder” initiative which also brought in the early 
involvement of the contractor.  
 
The benefits of the scheme will include the release of highway capacity on the A500 thus 
reducing localised congestion which will greatly assist the marketability of the key 
development sites along the A500. It will also facilitate access onto the former Stoke rail 
station goods yard site which has been landlocked since the construction of the A500 
during the 1970s. This site is regarded as a strategic site for development and also 
features in the University Quarter Masterplan sponsored by Staffordshire University and 
other education partners. 
 
2. A50(T) Grade Separation at Trentham Lakes Junction 
 
This scheme is a partnership scheme involving funding from the developers of the 
Trentham Lakes development site and is being implemented and managed by the 
Highways Agency. The provision of the junction will allow the link road between the 
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A50(T) and the A5035 to be opened fully to traffic (Stanley Matthews Way) and allow the 
fully unimpeded development of the employment site. Work is currently under construction 
and the junction is programmed to open to traffic later in 2006. There are also 
opportunities to utilise this junction for park and ride services from the Trentham Lakes 
area towards the City Centre. 
 
Town Centre Bypass Schemes 
 
A number of small but significant sections of new highway and improved junctions are 
planned to benefit the regeneration of many of the town centres in North Staffordshire. 
These include the following: 
 
3. Tunstall Northern Bypass 
 
This is a LTP funded major scheme which received a high score in the regional 
prioritisation process. The scheme completes the Tunstall bypass and will not only assist 
in improving the local environment for Tunstall town centre but will also improve 
connections to the main highway network. The scheme is now approved but is currently 
awaiting a Secretary of State confirmation of funding to start following several years of 
strong opposition to the scheme. 
 
4. Completion of Potteries Way around the City Centre 
 
The two “missing links” of the City Centre ring road will be provided by developer 
contributions. The section from the southern end of the Potteries Way at Broad Street to 
Etruria Road will be provided through a planning agreement with the developers of a new 
Tesco superstore to the west of the City Centre, and the remaining section to the north 
linking with Waterloo Road will be provided through a planning agreement as part of the 
Fuchs development. The City Council will be actively involved in the design of the 
schemes to ensure that they are fully integrated in with the adjacent highway network and 
that bus priority measures, walking and cycling measures will be included. 
 
5. Tunstall South Western Access Link Road 
 
To the south of Tunstall is the proposed Tunstall south west access road which is entirely 
developer funded and serves the development of the former Highgate works. Planning 
permission for the road and related development was granted in June 2005.This scheme 
will be fully integrated with the surrounding transport network and offers opportunities for 
improved access by all modes to the new employment areas. 
 
6. Etruria Valley Link 
 
This is a new link from the A500 into the heart of the Etruria Valley development area and 
includes a new bridge over the West Coast Main Line. This scheme could also potentially 
link with the Middleport area. This would help to improve access to the development site 
for the residents of Burslem and would also allow new through bus services in this area. A 
bus gate facility onto Festival Way could provide a fast bus “transit” route to the City 
Centre and could also act as the route for a park and ride site in the Wolstanton area. The 
Congestion Strategy (Chapter 7: Tackling Congestion) provides more details on the bus 
transit and park and ride schemes. 
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7. Stoke Inner Relief Road 
 
This is a long standing scheme to remove through traffic from the town centre. A transport 
study carried out in May 2005 concluded that the relief road was an ideal step forward to 
improve the town centre environment and to release capacity for other road users. 
However the cost of the scheme has hitherto prevented any progress form being made as 
it falls short of a major scheme yet is too expensive to be funded from the integrated 
transport block. An alternative and cheaper alignment is being investigated possibly 
funded by developer contributions. 
 
8. & 9. Burslem Town Centre Bypasses 
 
The regeneration studies of Burslem included several consultant transport studies and 
audits, all of which concluded that traffic needs to be taken out of the town centre to 
improve the environment and commercial attractiveness of the town and also improve 
access by non-car means. A small bypass to the south-east of the town centre is being 
considered as part of the Nile Street development package whilst other traffic could be 
taken on a north-west route via Westport Road. Both schemes are currently being worked 
up in conjunction with the Burslem Regeneration Company and are expected to be private 
sector funded. 
 
10. Wolstanton Link Road 
 
This road provides a new link between the A527 and the A500 and will be funded by 
private developers. The scheme is approved and is awaiting implementation. The benefits 
are that it provides a link to Wolstanton from the A500 and provides improved access to 
nearby commercial development sites. This scheme has the potential to link with the 
Etruria Valley Link scheme to form a new east west link across North Staffordshire 
providing further access opportunities for job seekers and local businesses. 
 
Public Transport Projects 
 
The regeneration of an area can make previously uneconomic bus services commercially 
viable by opening up new potential destinations for bus passengers and a new market for 
bus operators. This in turn has the benefit of making the area more accessible by bus. 
However, the bus operators are often unwilling to take the initial risk and therefore a 
“kickstart” subsidy is often required for the first few years. Developer contributions are 
therefore sought for new bus services and will feature in the major developments currently 
being planned. The Accessibility (Chapter 6: Improving Accessibility), Congestion 
(Chapter 7: Reducing Congestion) and Bus Strategy (Appendix D) provides more 
information on public transport proposals.  
 
Rail Stations 
 
An additional ambition is to enhance the role of Stoke railway station as a key gateway to 
the conurbation. The significant investment and ambitious plans for expansion of the 
Virgin Trains services means that Stoke station will have many more stopping trains from 
other major destinations such as London, Birmingham and Manchester. The local 
authorities are working with the rail operators to improve access to Stoke station and 
assist with car parking issues. Similarly there is now work on the Crewe to Derby line 
through a Community Rail Partnership, which involves four highway authorities, Central 
Trains and the North Staffordshire Rail Promotion Group. 
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5.4 Create an attractive environment for investment (objective R2) 
 
The recent consultant studies on the City Centre and other town centres, concluded that 
the creation of a high quality public realm together with attractive access points are 
important to the overall appearance and attractiveness of the centres. This improves the 
vitality and vibrancy of the centres and improves the potential for social and economic 
exchange. The investment in transport and highway infrastructure helps in this process.  
 
The local authorities will continue to work in partnership with the regeneration agencies of 
Renew, RZ, EP, the private sector and other agencies to secure an improved public realm 
as this will help to provide a quality “sense of place”. Open spaces and quality parks are 
also important as experiences from other cities show that this leads to increase in property 
values and a much improved climate for private sector inward investment. The Greening 
for Growth (G4G) project is the main mechanism for improving the appearance of North 
Staffordshire and has already made significant improvements to Hanley Park, Central 
Forest Park and Burslem Park as well as many miles of resurfaced greenways, river paths 
and canal towpaths providing an extensive network of off-road cycling and walking routes. 
 
The conurbation also requires attractive gateways and this will be provided through a new 
improved bus station and improvements to other transport hubs, improvements to the 
Stoke railway station environment and improved entry points to the City Centre and 
Newcastle town centre. There are plans to improve the legibility of the pedestrian access 
to the centres and pedestrian permeability will be given priority. Many of the key measures 
will also benefit the objectives of the Accessibility (Chapter 6: Improving Accessibility) 
and Travel Safety (Chapter 9: Improving Travel Safety) Strategies.  
 
 
5.5 Achieve more balanced and sustainable patterns of 

development (objective R3) 
 
Implementing sustainable development has the capacity to make a real difference to the 
quality of people’s lives. By joining up and improving the integration between social, 
economic and environmental components, many benefits can be enjoyed by communities 
now and by 2021.  Sustainable development is also a statutory obligation for the planning 
system. A failure to include sustainable development principles into all development will 
lead to a long term decline in the social, economic and environmental fabric of the area 
and would undermine the Government’s sustainable development policy. 
 
Sustainable development is also a key component of the transport strategy. The North 
Staffordshire Integrated Transport Study (NSITS) warned that unless new development 
was located in sustainable locations, with easy access by non-car means to workers and 
residents, then this would lead to run away traffic increases and severe congestion on 
much of the highway network. Moreover, accessibility by non-car means will be 
undermined and local people will find it increasingly difficult to access jobs and essential 
services. This in turn will undercut local bus services which will find it more difficult to 
provide economic services thus forcing them to reduce the level of service. Both 
processes will lead to increased car ownership and car use thus fuelling the car 
dependency spiral still further. NSITS recommended that land use policies should be 
adopted that concentrated both housing and employment land uses within the urban core 
areas. 
 

86 



CHAPTER 5:  SUPPORTING REGENERATION  

The key vehicle for ensuring a consistent approach to sustainable development and the 
granting of planning permission across North Staffordshire is the NSCSS. The current 
Draft for consultation (Preferred Options stage) has the following strategic aims relevant to 
promoting sustainable development: 
 
SA2 To concentrate new development within the North Staffordshire conurbation and 

promote sustainable patterns of development that reduce the need to travel and 
promote accessibility by transport modes other than the private car. 

 
SA3 To focus any appropriate development in rural areas on brownfield sites within the 

larger settlements to reduce the need to travel and to protect the rural 
environment. 

 
SA4 To create a more sustainable urban environment through the appropriate location, 

design, materials, public realm, linkages and control of new development leading 
to a more prudent use of natural resources and creation of more healthy urban city 
living. 

 
SA12 To increase the opportunities for sustainable modes of travel by securing 

improvements to public transport infrastructure and the provision of facilities to 
promote walking and cycling. 

 
SA16 To promote the use of renewable energy sources, green construction methods and 

energy conservation and move towards zero carbon growth. 
 
In general, development proposals will contribute towards the cost of providing 
infrastructure and of meeting social and environmental requirements where this is 
necessary to make a scheme acceptable in planning terms. The conclusions of NSITS 
gives further justification for a developer contribution strategy that will require planning 
obligations to help fund access to essential services and facilities where a development 
proposal is seen to be in an unsustainable location. 
 
Supplementary Planning Documents (SPD) will be produced by Newcastle-under-Lyme 
Borough Council and Stoke-on-Trent City Council for the purpose of providing more policy 
guidance on the subject of developer contributions.  
 
 
5.6 Improved conditions for the efficient movement of goods 

(objective R4)  
 
The movement of people and goods is fundamental to an efficient local economy. 
Commerce and industry in particular rely on the rapid and efficient transport of goods with 
freight distribution at international, national and regional levels. The availability of well-
maintained roads is perceived as a key factor in the location of new businesses. However, 
rising traffic and the growing number of locations where traffic congestion occurs 
frequently leads to conditions that make businesses and industry less efficient.  
 
In addition, concern over the effect that traffic congestion has on jobs and economic 
performance came through strongly from the NSITS stakeholder meetings and the public 
consultations on the Provisional LTP. The key issues which businesses are most 
concerned about include: 
 
• The need for more spending on roads and bridges 
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• More new roads, especially bypasses 
• Clearer signs 
• Better junctions and connections 
• Easier access to destinations across North Staffordshire 
• The desire to use bus lanes or other no-car lanes 
 
These points also confirm the results of discussions with the North Staffordshire Chamber 
of Commerce and Industry (NSCCI), the Freight Transport Association and individual road 
hauliers. 
 
The LTP aims to help the local economy and regeneration projects by: 
 
• Improving the efficiency of the highway network, particularly for commercial vehicles 
• Maintaining a quality network 
• Improving cross conurbation and inter-urban links 
• Enabling sustainable distribution 
 
Improving the efficiency of the network is dealt with in Chapter 7: Tackling Congestion. 
Specific measures include: 
 
(i) Improved technology to control and manage traffic flows using the Advanced 

Transport Telematics system. 
 
(ii) Expansion of Decriminalised Parking Enforcement from Stoke-on-Trent into 

Newcastle-under-Lyme to deal with illegal parking which causes obstructions. 
 
(iii) Use of Variable Message Signs (VMS) and the System for Urban Management 

and Information Transmission (SUMIT) to inform highway users of problems and 
potential delays so that journeys can be planned more efficiently. 

 
(iv) Identifying incidents quickly using CCTV and alerting the emergency services to 

remove the problem. 
 
(v) Dealing with road works more efficiently so that delays are minimised. 
 
(vi) Junction improvements to improve vehicular efficiency where it does not 

compromise other forms of travel. The promotion of new sections of highway may 
also help with improving network efficiency though only as a last resort as it can 
lead to increase car travel if it is not controlled. 

 
(vii) Promoting and providing alternative forms of travel to encourage modal shift. This 

will help to dampen down car use and ensure that only essential journeys are 
made on the highway network. 

 
Maintaining a quality network is dealt with in Chapter 11: Looking after the Transport 
Network. Specific measures being carried out by both the City and County Councils 
include: 
 
(i) Ongoing monitoring of the highway network and structures to check their condition 

and to use this information to inform the maintenance programmes for roads and 
bridges accordingly. 
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(ii) Maintaining the network to a high standard and to meet the best value targets (See 
LTP targets M1 to M3 and M9 in Chapter 13: Performance Management). This 
includes bringing the bridge stock up to standard so that they can support the 
heavier generation of lorries and maintaining the principal road network to a high 
standard. 

 
(iii) Use of the CCTV system and a 24-hour manned response system to deal with 

maintenance problems quickly. 
 
(iv) Providing quality lighting on main roads. 
 
Improving cross conurbation links relates to a number of areas of work which are cross 
cutting in their nature. These include: 
 
(i) Improved signage on strategic routes to enable freight and commercial traffic to 

use the most suitable routes to get to their destination. 
 
(ii) Working with the Highways Agency to ensure that the primary function of the trunk 

roads in North Staffordshire of providing free flowing long distance travel is not 
compromised. Local journeys to local destinations should be encouraged to use 
the local network. 

 
(iii) Providing new or improved links in the highway network where feasible. Many of 

the links already described in Section 5.3 as essential for opening up development 
sites, can serve a dual purpose in facilitating the efficient movement of traffic. 

 
Enabling sustainable distribution is an important theme which relies on a good partnership 
between the local authorities and the private sector. On the one hand the local authorities 
will do all they can to provide more efficient movements of vehicles while businesses for 
their part will seek to develop sustainable distribution systems and good working 
practices. This can lead to a Freight Quality Partnership which is a more formal approach 
to the partnership. Specific actions include the following: 
 
(i) Ongoing dialogue with the freight industry through the North Staffordshire 

Chamber of Commerce and Industry (NSCCI) and also the relevant economy and 
enterprise pillars of the Local Strategic Partnerships for Stoke-on-Trent and 
Newcastle-under-Lyme, respectively. This provides a two way flow of information 
on the needs of the industry and also the duties of the local authorities. 

 
(ii) Improving the efficiency and standard of the highway network as already detailed 

above. 
 
(iii) Enforcing illegal parking and access by lorries in sensitive areas and also taking 

action on vehicles which breach air quality and noise regulations. 
 
(iv) Encouraging the voluntary adoption of travel plans by local businesses to help 

reduce peak hour car traffic and encourage the use of other modes of travel. To 
date over 20,000 employees across North Staffordshire are covered by a Travel 
Plan representing around 13% of the total workforce. 

 
Encouraging the use of rail freight for long distance haulage by promoting rail freight 
opportunities to businesses and protecting potential sites for rail freight distribution. 
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5.7 Supporting local regeneration initiatives  
 

The main areas of regeneration in North Staffordshire are: 
 
• Urban Core – consisting of the City Centre, City Centre South and Burslem, Middleport 

and Etruria Valley. 
• Chatterley Valley. 
• Trentham Lakes and Sideway. 
• Keele University Science and Business Park. 
• Knutton and Cross Heath. 
• Newcastle Town Centre. 
• Meir. 
• Silverdale. 
• Lymedale. 
• General Renewal Areas. 
 

All the above areas are highlighted on Figure 5.2 which shows the geographical boundaries 
for the LTP together with those of Renew and RZ. The following sections describe how 
support has been, or is planned to be, provided to the various regeneration initiatives in 
North Staffordshire. Table 5.1 shows how the main regeneration initiatives meet the 
regeneration objectives. 
 
A Single Implementation Programme (SIP) is being developed as a cross cutting 
programme involving the local authorities, RENEW and the Regeneration Zone. This will 
ensure that all the investment in North Staffordshire is fully integrated and co-ordinated. 
The LTP programme will have a key role to play in the SIP. As the SIP is still being 
developed as at March 2006 further details will be provided in future reports. 
 
Table 5.1: Links between the Regeneration Initiatives and Regeneration Objectives 

 

Regeneration Objectives Regeneration 
Initiatives R1- Open up 

areas for 
development 

R2 - Create 
an environment 
for investment 

 

R3 - Achieve 
more balanced 
and sustainable 

patterns of 
development 

R4 - Improved 
conditions for 
the efficient 

movement of 
goods 

Urban Core      
Chatterley Valley     
Trentham Lakes and 
Sideway     
Keele     
Knutton and Cross 
Heath     
Newcastle Town 
Centre     
Meir     
Silverdale     
Lymedale     
General Renewal 
Areas (GRAs)      
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Urban Core 
 
The Urban Core is made up of several areas at the heart of the conurbation, namely; the 
City Centre, City Centre South, City Centre East, City Centre North West, Burslem, 
Middleport and Etruria Valley, and Shelton South. The regeneration of the Urban Core is a 
key part of the North Staffordshire Regeneration Strategy.  Policy developed over the last 
two to three years by key stakeholders in the North Staffordshire area points towards a 
revamped and much stronger City Centre area at the heart of the conurbation.   
 
Plate 5.1: Aerial view of the Urban Core looking over the City Centre towards 
Burslem, Middleport and Etruria Valley 
 

 
 
 
Masterplanning work undertaken in the Urban Core has been brought together as part of 
a Strategic Development Framework (SDF).  The North Staffordshire Integrated Economic 
Strategy (IEDS) and the SDF place the City Centre at the heart of the future development 
programme for the North Staffordshire area.  This sets out a course for physical 
development and identifies the components of an investment strategy and provides a 
strategic context for development of Area Action Plans (AAP) within the Stoke-on-Trent 
Local Development Framework (LDF).  A plan illustrating the vision of the Urban Core 
strategy is shown as Figure 5.3  
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Figure 5.3: Vision Plan from the Urban Core Strategic Development Framework 
 

 

© Crown Copyright. All rights  
reserved. Stoke-on-Trent City  
Council 100024286 2004. 

 
The vision for the Urban Core includes the aim of creating a significantly upgraded transport 
offer whilst ensuring the right infrastructure is in place to serve the opportunities identified 
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within the area. The purpose of the LTP will be to provide a set of innovative yet achievable 
solutions to help resolve the existing lack of focus towards the city centre and poor journey 
times by all modes. Use of the car will continue to be important but the focus will shift 
towards providing realistic alternatives. A critical element of the transport plan is to link 
opportunities that exist within new development or regeneration areas with the ability to 
provide benefits to the established wider community.  
 
A fundamental element of providing an integrated transport offer is that of recognising 
catchments in the area. Public Transport and green routes will be primarily designed to 
service local needs but provide vital and currently missing links between key centres of 
activity and national and regional gateways. Recognition that the projects emanating from 
the SDF aim to attract different user groups both to the urban areas and to areas within 
commuting distance of Stoke-on-Trent is imperative from a transport perspective. There are 
many attractive towns and villages outside the core urban area. Commuting or irregular use 
from these should be encouraged in a sustainable manner whilst also recognising that 
some groups of users have a higher propensity to switch modes. 
 
Specific transport measures to support the Urban Core proposals include: 
 
Bus priority corridors 
 
These will provide a significant upgrade of strategic sections of the public transport network 
in North Staffordshire linking key regeneration areas. The scheme is being badged as a 
Bus Transit Network and could potentially use high quality articulated vehicles and will be 
on prioritised approaches to the City Centre with possible ‘through routes’ between areas, 
such as from the City Centre to Etruria Valley. There would be both journey time and 
distance advantages over the private car thus an alternative for local people to travel to 
work and to the main shopping areas.  This project is described more fully in Chapter 7: 
Tackling Congestion. 
 
Park and Ride sites 
 
These will be sited on or near the trunk road network on the edge of the Urban Core area 
and will have bus services linking direct to the City Centre as well as to other key 
destinations. The main target users will be commuters, visitors, shoppers and other people 
travelling to the conurbation core. This project is a longer term element of the Congestion 
Strategy and is described more fully in Chapter 7: Tackling Congestion. It is being 
considered as a key component of a future bid to the Transport Innovation Fund (TIF). 
 
Better access for pedestrians and cyclists 
 
Radial movement into the City Centre and orbital travel around the south and western sides 
of the City Centre, primarily along the route of the canals, are not at present exploited to 
anywhere near their full potential. In particular, orbital corridors run through the heart of 
some of the key areas of transformation yet are walking distance from the City Centre.  
Improving clarity and attractiveness of the links towards the City Centre can create an 
excellent addition to the vehicular transport offers. In addition, by increasing the viability of 
walking and cycling for journeys on ‘green routes’ that do not enter the City Centre it will 
help to reduce vehicular pressure on its immediate hinterland. Such routes are of value for 
both work and leisure uses.  These measures support both the Accessibility (Chapter 6: 
Improving Accessibility) and Congestion (Chapter 7: Reducing Congestion) Strategies. 
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Measures to Support Development Proposals 
 
A package of small scale measures to support some of the development proposals. These 
might include localised safety measures, new signage to improve permeability and traffic 
management measures to improve access. Most of these measures will form part of the 
LTP capital programme once details of the developments have been finalised. However it 
is also likely that some of the highway related improvements will also be funded through 
the development process. 
 
Improvements to radial routes to City Centre 
 
These will be improved to reinforce legibility and upgraded to identify their role within the 
urban centre. The city centre consultant studies suggested that the key routes that should 
be upgraded include: 

 
A Business Boulevard connecting the A500 and Festival Park/Etruria Valley with the 
City Centre, broadly along the alignment of Etruria Road, creating a strong sense of 
arrival; and, 
 
A University Boulevard connecting the main railway station with the City Centre, 
primarily focussed towards the non-car offer. 
 

These will be investigated as part of the highway efficiency programme of improvements 
intended as part of the Congestion Strategy (Chapter 7: Tackling Congestion) subject to 
affordability. Developer contributions could assist in this respect. 
 
Gateway parking sites 
 
New high quality gateway parking sites are proposed at the interface of each of the key 
entry points to the City Centre. This would aim to attract those who cannot use or who are 
not easily converted to use other transport modes, creating an upgraded offer from that 
provided at present. This will potentially release lower grade parking areas within the City 
Centre area for enhanced development. The aim is to ensure that parking is provided in 
an appropriate manner and to an appropriate quality to support City Centre regeneration. 
It would assist vehicular routing to and around the City Centre as well as City Centre 
pedestrian strategies therefore aiding overall legibility. Whilst not eligible for LTP funding 
the new car parks will be supported by other LTP measures including Variable Message 
Signs (VMS), access improvements, and signage, and would be constructed to standards 
which would benefit disabled drivers and motorcyclists. 
 
City Centre Link Road 
 
The City Centre ring road will be completed as part of the TESCO and other 
developments. This will be viewed as a means of spreading capacity rather than 
significantly expanding it. However, the danger is that cross-city traffic will be induced into 
the area and create further severance between the City Centre and its hinterland. 
Therefore, the reallocation of some road space to development, pedestrians and cyclists 
on the existing southern and eastern arms of Potteries Way will reduce severance 
between City Centre South and City Centre East with the City Centre. There will be also 
be an investigation into the idea of transforming the Potteries Way into a street by various 
means including the removal of the existing at-grade roundabouts to signalised junctions, 
the provision of active frontage facing the street, high quality public realm treatments and 
provision of at-grade pedestrian crossings. 
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City Centre Implementation Plan 
 
As part of the improvements to the City Centre a City Centre Implementation Plan has 
been drawn up.  As part of this plan a transport feasibility study is required to examine in 
more detail a number of elements including the: 
 
• interaction between these measures; 
• interaction between these measures and others set out in this document (such as 

public realm works); 
• the preliminary design of the measures so that they can be considered as viable 

schemes within the capital programme. 
• the role of transport within the Business Boulevard; 
• the role of transport within the University Boulevard; and 
• the longer term opportunities for transport in the City Centre. 
 
This work will take place during 2006. 
 
Burslem Town Centre  
 
Burslem Town Centre remains as an important regeneration objective, with plans to 
pedestrianise Market Place and divert traffic around the town centre well advanced. 
Improvements to bus interchange facilities also feature as part of the proposals.  
 
Chatterley Valley 
 
The Chatterley Valley Strategic Employment Area is an AWM Programme to redevelop 
111 ha of land at Chatterley Valley in North Staffordshire for offices and workspaces, 
industrial units, warehousing, hotel, etc.  The Development Brief for the site identifies this 
site as attracting high quality development and improving the image of North Staffordshire 
and is therefore of paramount importance and vital to the conurbation’s overall 
regeneration strategy.   
 
The full site to the north of Stoke-on-Trent straddles the administrative boundary of 
Newcastle-under-Lyme Borough Council and Stoke-on-Trent City Council.  Both 
authorities approved the development in principle in March 2005 subject to conditions and 
a Section 106 Agreement.   This has still to be concluded but indications are that there 
may be in the order of £2.5m towards green travel, bus subsidy, art and off site highway 
improvements. 
 
It is proposed that the site will be developed in three phases through the programme as 
11 sites, three for public open space and eight for employment.  Of the sites for 
employment use, six are in private ownership.  Land in public ownership will be developed 
under Phase 1 through joint venture agreements with AWM and others. 
 
It is anticipated that the overall cost of the programme will be approximately £160m with 
nearly £30m from AWM and including £3m ERDF support.  Both Newcastle-under-Lyme 
Borough Council and Stoke-on-Trent City Council will be contributing their land into the 
project and this equates to a financial support of approximately £2m and £1m, 
respectively. The balance of £127m will be private sector leverage.  It is planned that 
development will commence in March 2006 and be completed circa 2012. 
 
There are some concerns about traffic generation from the Chatterley Valley site and 
other proposed developments along the A500 trunk road. As part of the outline planning 
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application earlier this year the Highways Agency instructed that certain conditions be 
imposed. There is the possibility that this may be relaxed in respect of Chatterley Valley 
with minimal improvements being requested.  Although provision will be sought for 
contributions from all developments in Chatterley Valley towards green travel and bus 
subsidies the long term cost may not be sustainable from the development itself and may 
fall upon the Council.  There is perhaps a wider need to ensure that a full A500 corridor 
traffic strategy and implementation plan is developed to reduce long term congestion in 
consultation with all sub-regional highway stakeholders. This work is pending further 
discussions with the Highways Agency. 
 
Trentham Lakes and Sideway Employment Site 
 
The Trentham Lakes Premium Employment Site (30 ha) is now allocated as a Regional 
Investment Site in the North Staffordshire Draft Core Spatial Strategy.  
 
The Regional Spatial Strategy requires provision of Regional Investment Sites (RIS) to 
support the diversification and modernisation of the Region's economy and, in particular, 
the development of the Region's cluster priorities.  Regional Investment Sites need to be 
between 25 and 50 ha, should generally be high quality sites attractive to national and 
international investors, or capable of being served by multi-modal transport facilities and 
be well related to the motorway and trunk road network.  Strong links between these sites 
and the sub-region’s educational and training infrastructure are necessary in order to 
ensure they are effective in terms of bringing about a step change in North Staffordshire's 
economy. 
 
The Trentham Lakes development is a partnership venture between the City Council and 
St Modwen Properties plc.  The partnership called 'Stoke-on-Trent Regeneration Ltd' has 
been successful in attracting over £6m of UK government and EU funding.  The former 
colliery site has been transformed into a high quality environment and flagship 
employment site to create over 6,000 new jobs and attract over £200 milllion of 
investment. To date there are already over 2,000 jobs on site in 25 different companies. 
 
Access to the site by road is good and will be significantly enhanced by the grade 
separation of the junction with the A50(T). Currently public transport access is generally 
poor with only a limited service to the site. The local authorities will be seeking to work 
with local operators and businesses to improve the accessibility of the site by public 
transport.  
 
The Sideway site has direct frontage to and access onto the A500 and is only a few 
kilometres away from junction 15 of the M6 motorway and from the A50(T) to the East 
Midlands. This makes it one of the prime industrial sites in the City and is of sub-regional 
importance.  A major new distribution depot (Sainsburys) has already been completed and 
an industrial/ warehouse unit of 183,000 sq ft is currently under construction.  New 
development land allocations (24Ha) for a range of uses B2, B8, Ancillary B1 have been 
included in the Development Portfolio.  Access by public transport however remains an 
issue especially as the varying shift pattern does not lend itself to bus service provision. 
The City Council has been working with the employers on developing travel plans and car 
sharing initiatives. 
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Keele University Science and Business Park 
 
Keele Science Park is a distinctive development in North Staffordshire of regional 
significance and is located two miles from Newcastle town centre and five miles west of the 
city of Stoke-on-Trent.  It is primarily intended for use by research and development, medical, 
biotech and other hi-tech companies, including spin off companies from the University.   
 
Phase 3 of the Science Park development is due to commence in 2007 for developments 
that are related or complementary to University core activities, which in addition to research, 
academic and residential functions include conference, retail and leisure activities.  This will 
maintain the momentum of investment and attract more high-tech businesses and high skills 
employment to the area in the medical, healthcare and knowledge based sectors.  
Infrastructure work is required before development of Phase 3 commences.   
 
Traffic capacity assessments indicate that there are no insurmountable traffic constraints to 
prevent this development from going ahead. It is accessible by public transport and has good 
walking and cycling links to surrounding residential areas. 
 
Knutton and Cross Heath Housing Market Renewal Area of Major 
Intervention 
 
The Housing Market Renewal Pathfinder programme (Renew) identified the area of Knutton 
and Cross Heath (including Lower Milehouse) as an Area of Major Intervention (AMI) in 
2003.  This was in recognition of the adverse impact of low demand and poor quality housing 
on the local housing market and a desire to create a better future for the people living and 
working in these communities.  
 
The main issues in the area have been identified through extensive consultation exercises 
through Renew in partnership with Newcastle Borough Council, Staffordshire County 
Council, Aspire Housing and the LDF upon which proposals have been developed. 
 
The key statistics for the area are that:  

 
• 44% of households have no car 
• Around 64% of journeys to work by residents in the area are made by car 
• 43% of the employment age population is economically inactive 
• The average income per household is 63% of the Staffordshire mean 
• Crime is 178% of the Staffordshire average crime per household figure 
 

As part of the emerging LDF for Newcastle-under-Lyme an AAP is being prepared for 
Knutton and Cross Heath for adoption in 2007.  It will provide a context for the development 
of Knutton and Cross Heath and bring together a number of initiatives to deliver joined-up 
regeneration across the area.  The AAP conforms with the proposals of Renew North 
Staffordshire.  The Preferred Options Report 2005 has the following vision:   

 
• To protect the village of Knutton and create a stronger and more diverse community. 
• To strengthen the community of Cross Heath ensuring it has access to local services 

and is well connected to Newcastle town centre. 
 

The AAP Preferred Options Report identified a number of transport problems: 
 

• A general layout that is impermeable, inhibiting direct connections within the area and 
the surrounding areas, but particularly to Newcastle town centre  

• Proximity of some parts of the community to industrial buildings and associated goods 
traffic 
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The key objective relating to transport is to create: 
 

‘An environment which is safer and fit for the 21st century through the establishment of 
basic infrastructure that supports good quality residential neighbourhoods with well lit 
streets and adequate provision for off-street parking, pathways and cycle ways and good 
access to a wide range of services and facilities.’ 

 
Newcastle Borough Council and Staffordshire County Council will work in partnership to 
ensure that appropriate transport improvements are implemented within the area, in line with 
key LTP, LDF and Renew priorities and strategies, and as resources permit.  Staffordshire 
County Council will be thoroughly engaged in the Renew process to ensure that there is no 
detrimental impact to the highway network and that all modes of transport are provided for.  
Transport Assessments shall be required to ensure appropriate developer contributions are 
secured for any necessary transport improvements.     
 
The overall spatial and transport strategy currently proposed for the area is summarised on 
Figure 5.4. The strategy which is still being developed will complement the transport 
improvements that have already taken place in the area through the previous LTP; namely, 
Wilmot Drive Home Zone and pedestrian improvements. Environmental improvements 
similar to those achieved through the Home Zone will be a key feature of the neighborhood 
renewal scheme. 
 
Key transport issues include: 
 
• Improve access along Knutton Lane by all modes, particularly by bus 
• Walking and cycling links to local facilities and Newcastle town centre  
• Junction improvements, as appropriate 
• Appropriate access to developments 
• Lack of off-street parking 
 

Figure 5.4:  Proposed Knutton – Cross Heath Strategy 
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Newcastle Town Centre  
 
Newcastle-under-Lyme town centre is categorised as being a ‘strategic centre’ in regional 
terms by the West Midlands Regional Spatial Strategy, along with Stoke-on-Trent City 
Centre.  Renew North Staffordshire has identified Newcastle town centre as a 
‘neighbourhood’ in its own right which has the potential to ‘accommodate a vibrant 
housing market which caters for a mixed income community’.  
 
The emerging Area Action Plan, which is being developed as part of the Local 
Development Framework, broadly fits in with the Renew area.  It promotes mixed-use 
development in the town which will provide a positive contribution to sustainability and 
help reduce the need to travel.   High quality town centre living is recognised as being an 
important component of a vibrant, sustainable urban environment.  A Live Work Office 
Quarter is being promoted on the east side of the town centre, where complementary 
residential and commercial development will be encouraged. This contrasts with the Town 
Centre Housing Area, where commercial development will be resisted so that the 
relatively tranquil areas remain. Retail development will be focused in the primary 
shopping area although there will also be the potential for retail, leisure and business uses 
outside the inner ring road.  
 
Transport Assessments shall be required to ensure appropriate developer contributions 
are secured for any necessary transport improvements.     
   
The vision is to create “an attractive and vibrant town centre including the conservation 
areas”. This is supported by the following underlying principles:   
 
• To maintain and encourage sustainable development 
• To ensure that the issues of behaviour and crime and disorder can be addressed 

appropriately 
• To raise the quality of the public realm, taking into account the historic character of the 

town centre 
 
The key transport objective is “to improve accessibility to and within the town centre, in 
particular, pedestrian access across the ring road” 
 
The key transport problems that exist are as follows:  
 
• Buses operating on congested routes. 
• Congestion problems on the ring road, and A34 and A53 radial routes. 
• Pedestrian / vehicle conflicts in the town centre. 
• Personal safety problems in the town centre. 
• Ring road creates severance for pedestrians and cyclists. 
• Road safety concerns at certain locations. 
• Uncontrolled on-street car parking around the town centre. 
 
A transport strategy, as shown in Figure 5.5, has been developed for Newcastle town 
centre in line with the Area Action Plan and the Borough Council’s Public Realm Strategy.   
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Figure 5.5: Newcastle-under-Lyme Town Centre Transport Strategy 

 
 
The transport strategy is a key component of the wider vision for the town which also 
incorporates: 
 
• Land use policy 
• Enhancement of streetscape 
• Economic regeneration 
• Emphasising the market town character 
• Tackling community safety 
 

A multi-disciplinary public realm group, comprising economic regeneration, planning, 
housing, police, property, transport planning, engineering, community safety, landscape, 
events and marketing, has been set up to take forward proposals for the town.    
 
The traffic flow simulation tool VISSIM is being used to evaluate the traffic impact of 
various alternative transport and land use proposals on the ring road and roads within the 
town centre that are not modelled in detail in the North Staffordshire Strategic model.   
VISSIM will also be used to inform the consultation process as it can provide a realistic 
visual representation of how cars, buses, pedestrians and cyclists will be affected by the 
proposals.   
 
The main transport proposals being developed are as follows: 
 
Town Centre Traffic Management 
 
This seeks to improve the town centre environment by removing through traffic from the 
town centre and re-routing it onto the ring road.  This complex scheme is being jointly 
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managed by the Borough and County Councils and the police to ensure that the following 
key objectives are achieved: 
 
• Improve conditions for pedestrians 
• Address night-time crime and security issues 
• Provide adequate taxi provision 
• Improve bus service reliability 
• Provide adequate disabled parking 
• Control traffic on the highway network as necessary 
 
Bus Services 
 
Where appropriate, traffic management measures such as, Urban Traffic Control, bus 
gating, bus stop improvements and VMS will be implemented to help improve the 
reliability of all bus services to/from Newcastle town centre and particularly those which 
link with other regeneration areas.  
 
Pedestrian Links to the Town Centre 
 
At-grade pedestrian crossings and subways provide essential links across Newcastle’s 
ring road for trips between the primary shopping area  and nearby key local facilities and 
residential areas.   Additional pedestrian crossings are proposed, although the number 
and location of at-grade facilities will need to be balanced against their impact on traffic 
movements on the ring road. 
 
The nine subways serving Newcastle’s primary shopping area are an important existing 
transport asset.  However, their condition and use is variable and recent public 
consultations indicate that use of the subways is reduced, particularly at night, due to fear 
for safety.  There are current proposals to enhance the environment and security of the 
subways. It is proposed that non-LTP funding in the form of the County Council’s Local 
Transport Initiative will be used to fund these pedestrian improvements.    
 
Car Parking 
 
Newcastle Borough Council and Staffordshire County Council are working in partnership 
to manage car parking in Newcastle to help reduce congestion and encourage more 
sustainable forms of travel, but without discouraging investment into the area.  PPG13 
maximum standards will be applied to all new development in Newcastle town centre and 
key proposals that will help meet LTP objectives include:     
 
• The upgrade of the Midway multi-storey car park by the Borough Council 
• Introduction of short stay parking for disabled and vulnerable drivers in High Street 

(South) 
• More effective and intensive use of the existing car parks on the eastern edge of the 

town centre 
• The introduction of decriminalised parking enforcement 
• VMS to limit unnecessary travel by drivers looking for a parking space 
 
Greenways 
 
Silverdale Greenway and Lyme Valley Parkway provide important off-road walking and 
cycling links to Newcastle town centre.  These links will be maintained and enhanced as 
necessary to help meet LTP key objectives, particularly with regard to improving 
accessibility, personal safety and quality of life.  
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Meir Housing Market Renewal Area of Major Intervention  
 
The Housing Market Renewal Pathfinder programme (Renew) identified the area of Meir 
as an Area of Major Intervention (AMI) in 2003.  The majority of housing in the Meir 
neighbourhood was built for rent by the City Council. These were constructed in two main 
phases, the main body in the inter-war period and the surrounding areas in the post-war 
period. Lack of connection between the two phases and the design and layout of the 
roads cause problems for sustainable transport and restrict public transport access. 
Renew North Staffordshire in conjunction with the City Council aims to help the 
community in Meir by providing an improved housing offer and a better quality 
environment. Improvements to the transport environment of Meir are a key part of this. 
The purpose of the AAP for Meir is to set out a spatial vision, objectives and policies to 
support the regeneration of the Meir neighbourhood and surrounding areas. 
 
Some key indicators which give a picture of where improvements are needed for residents 
are set out below: 
 
• Over the last decade this area has lost over 15% of its population with male numbers 

declining by 2%. There are a high proportion of children at both school and pre-school 
age and there is a high ‘turnover’ of residents. Furthermore, the high proportion of 
single-parent and single person households helps generate a low average age for the 
population. 

• A high proportion, over a quarter (26%), of the working age people in this area have a 
limiting long-term illness. Life expectancy is lower and hospital admissions higher than 
the City average. Incapacity Benefit is almost twice the city average suggesting 
problems in engaging with employment opportunities. 

• Half of all housing in this area is rented from the City Council and is dominated by 
semi-detached properties and a high proportion of flats. Average house prices are 
25% below the City average and most sales turnover in the terraced/semi-detached 
property market. 

• Significantly lower proportions of 16-year olds obtained passes of 5 GCSEs (A*-C). 
Most high school pupils within this area attend Longton High School and primary 
pupils Crescent Primary School. A high proportion of 16 to 19-year olds are not in 
employment (double the city average), education or training and 55% of the working 
age population have no qualifications. 

• A significant proportion of households (48%) do not own a car. 
• Burglary, violent crime and anti-social behaviour are all above the City average while 

vehicle crime is also an issue. 
• Household income is significantly low (22% below the city average) and there are also 

29% of households which have an annual income below £10,000. This is reflected in a 
high dependency on Income Support in the area (approaching twice the city average). 

 
In full consultation with local residents a Masterplan has been developed for Meir which is 
led by Renew and the City Council. Residents have been working with Pollard Thomas 
Edwards architects (PTEa) on a plan to improve the whole estate. The draft Masterplan 
was first shown at an exhibition in December 2004 and was strongly supported by the 
people who attended. Comments at the exhibition were positive about the Masterplan, 
with 78% of residents in favour of the ideas. The Masterplan shows how Renew in 
partnership with developers can improve the estate by: 
 
• Making better use of green space. 
• Improving roads through the estate to make it easier and safer to get around. 
• Building new housing. 
• Demolishing some housing. 
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• Improving shopping areas. 
• Improving community facilities. 
 
Figure 5.6 illustrates the proposals for improving principle and local roads the Masterplan 
seeks to achieve as part of the redevelopment of Meir. This comprehensive 
Masterplanning exercise is informing the development of the Area Action Plan, 
Development Plan Document of the Stoke-on-Trent Local Development Framework. 
 
Figure 5.6: Improved road proposals in the Meir Masterplan 
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Preferred options are to be put forward for public consultation during 2006 to advance the 
Meir AAP towards adoption. The draft preferred options reflect the Meir Masterplan 
proposals and include the following vision: 

 
“The Meir estate will be transformed into an vibrant neighbourhood which 
will provide a range of high quality homes, with pleasant, safe streets and 
public spaces, good quality education and health facilities, a bustling mixed-
use district centre, and with excellent links to surrounding areas and public 
transport connections” 

 
To achieve this vision the following Policy Aims (PA) are contained in the Draft Preferred 
Options AAP: 
 
PA1 To capitalise on Meir’s assets and improve linkages and integration with 

surrounding areas and harness the opportunity of creating a new high density 
residential district on the eastern gateway of the City. 

 
PA2 To improve the standard of housing substantially throughout the neighbourhood 

creating attractive and vibrant residential communities with a mix of house types. 
 
PA3 The enhancement of existing areas of open space and the creation of new usable 

and safe open spaces that connect with each other and provide a greater sense of 
place to the neighbourhood. 

 
PA4 To retain existing community facilities and social infrastructure and where 

appropriate enhance provision of facilities and services including childcare, 
medical, youth, sports and support services for the elderly.  Future facilities 
provision should seek to integrate with the existing urban fabric through mixed use 
development and co-location of services where possible. 

 
PA5 To provide a mix of uses within Meir centre and along Weston Road including 

quality shopping, employment, leisure, cultural, entertainment and community 
facilities to meet the daily requirements of surrounding communities.  The Crescent 
area will be designated as a ‘local neighbourhood centre’ with local shops, a 
village hall and community uses in a pedestrian friendly environment.  Existing 
shop premises in Stansmore Road should be accommodated in the renewal 
process. 

 
PA6 To improve east - west linkages across the neighbourhood and to create a 

pleasant, attractive pedestrian friendly street environment which feels safe and 
encourages walking throughout the neighbourhood to principal public transport 
routes along Weston Road and Brookwood Drive. 

 
PA7 To reduce the need for residents to use cars, enhance access to public transport 

and improve linkages to surrounding areas. 
 
PA8 To maximise opportunities for new jobs, support existing employment in and 

around Meir and enhance training and employment services for all residents. 
 
The spatial strategy for the regeneration of the plan area is set out on the Proposals Map 
(Figure 5.7). 
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Figure 5.7: Meir Area Action Plan Draft Preferred Option Proposal Map 
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As part of the Spatial Strategy for Meir in the Draft Preferred Option AAP the following 
policies to improve accessibility and transport are being put forward: 
 
SS7 In considering development proposals for Meir, the City Council will seek 

improvements to public transport infrastructure and services which are appropriate 
to the scale of development and the needs of local residents.  Improvements to 
existing bus routes will be encouraged to reach the whole community including the 
enhancement of the existing bus route along Brookwood Drive with an extension 
along Lyme Road and Colclough Road before rejoining Weston Road as shown on 
the Proposals Map. 

 
SS8 The Council will seek to develop new routes and linkages between the western 

and eastern halves of the Meir estate by changing the road layout to provide a 
clear hierarchy of routes with improved roads, parking, pedestrian and cycle use.  
The hierarchy of routes within the Meir Neighbourhood is shown on the Inset to the 
Proposals Map. 

 
The following improvements are proposed and are labelled on the Proposals Map: 

o Remodelling of the Square as a civic space (A) 
o A new link between the Square and Brookwood Drive (B) 
o A new link between Harvey Road and Brookwood Drive (C) 
o Widening of Harvey Road to Leason Road (D) 
o Traffic management along Stanton Road (E) 
o A new link between Maple Place and the Crescent area (F) 

 
SS9 All new and enhanced routes and linkages should seek to maximise pedestrian 

security through detailed consideration of lighting and security measures.  Where 
possible, new development adjacent to these new routes should seek to overlook 
them. 

 
Other Regeneration Initiatives 
 
Redevelopment of Silverdale Colliery  
 
An indicative Masterplan has been prepared by English Partnerships in response to 
stakeholder and community consultation events.  Further studies are underway to inform 
the precise nature of the redevelopment and the future engineering works that will be 
required.  The proposals will: 
 
• Encourage investment, new community and leisure facilities and new employment 

opportunities 
• Recognise the historical importance of the Silverdale Colliery at the heart of the 

community 
• Create safe, accessible pedestrian and cycle links throughout the site and through to 

Apedale Country Park 
• Assist in the wider regeneration of the housing market and economy  of North 

Staffordshire 
• Create up to 300 new mixed tenure homes for the area 
• Stimulate trade for existing local shops and services 
• Provide high quality landscaped environment 
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Lymedale Business Park 
 
This is a strategic site reclaiming brownfield land for employment uses and forms an 
important part of the ladder of business accommodation available in Newcastle Borough. 
Following successful development of the original 45 ha site a further extension of 10.5 ha 
is proposed.  Infrastructure improvements have been completed to make this extension 
site available and improve links to the employment land at Lymedale Cross where further 
development of this mature employment site is proposed.  
 
General Renewal Areas  
 
Renew North Staffordshire have a number of General Renewal Areas (GRAs) planned 
across North Staffordshire.  These are listed below: 
 

• Burslem Park (Phase 1) 
• Birches Head (Phase 1) 
• Normacot (Phase 1) 
• Chesterton (phase 1) 
• Tunstall (Phase 2) 
• Smallthorne (Phase 2) 
• Dresden (Phase 2) 

 
RENEW has funded activity (group repair and environmental works) within these areas 
and has via the City Council and Housing Associations undertaken masterplanning work, 
and engaged with the community about the proposals.  For example, the Normacot 
masterplan has 72% support from the community. 
 
Within each original GRA, partners have been developing community regeneration plans 
to ensure that these areas are sustainable into the long term.  
During the next two years, four years and lifetime of the intervention programme, the 
estimated outputs that will be achieved within the General Renewal Areas are detailed in  
Table 5.2. 
 
Table 5.2: General Renewal Areas Estimated Outputs 
 

 2006 - 2008 2008 - 2010 Total lifetime 
outputs 

Acquisitions 50 30 586 

Demolitions 25 35 566 

Refurbishments (decent homes) 70  70 

Refurbishments – other 810 700 5,993 

New build 30 38 174 
 
As an example of the progress being made, Renew have commissioned the preparation 
of a Neighbourhood Action Plan for Greater Chesterton in Newcastle which includes 
Crackley.  Consultations with individuals, community groups and service providing 
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agencies have been carried out and road safety and congestion has emerged as a key 
issue.  The Neighbourhood Action Plan will inform Renew and the proposed LDF AAP.  
 Similarly there has been a Neighbourhood Masterplan produced for the Normacot area 
which included a transport study carried out by transport consultants and supervised by 
the City Council. A number of local transport and highway measures are proposed 
including local crossings, speed management measures, and footpath improvements.  
 
 
5.8 Monitoring regeneration performance  

 
Several of the mandatory transport targets are indirect measures of local regeneration. 
These include many of the congestion indicators and some of the accessibility indicators. 
Other indicators taken from the LDF and SEA processes will also be used to monitor 
progress though no targets will be developed for them. Full details are provided in Chapter 
13: Performance Management. Table 5.3 below lists the key targets and indicators that 
will be used.  
 
Table 5.3: Key Regeneration Targets and Indicators 
 

 
Key regeneration targets and indicators 
 

M10  Accessibility to main shopping centre 

M12 Change in area wide mileage 

M17 Vehicle delays 

L2 Bus travel to City Centre 

Other indicators include the following measured as part of the LDF and SEA process. 

• Percentage of new residential development built on previously developed land in the 
period 2001 to 2021.  

• Percentage of new employment land developed within the urban area in the period 
2001 to 2021. 

• Number of jobs created through inward investment. 

• Percentage of the population in super output areas (SOA’s) ranking within the worst 
20% of SOA’s in the country. 

• Percentage change in VAT registered businesses. 
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5.9 Conclusions 
 
In conclusion this chapter demonstrates that there is an enormous amount of work 
currently in hand in regenerating the North Staffordshire conurbation. Furthermore, that 
the transport requirements and implications of the regeneration process is being fully 
supported by the local authorities through their day-to-day operational and planning 
processes. The LTP is an important part of the overall process. It sets out a 
comprehensive and integrated set of actions and interventions which will help with the 
regeneration priority. It also sets out a longer term strategy which together with increased 
funding would make a major difference to the sustainability of the regeneration objectives.  
 
The following chapters provide in more detail the background and actions necessary to 
meet the other priorities of the LTP. 
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6. ACCESSIBILITY STRATEGY 
 
6.1 Introduction – the need for a strategy 

 
Despite the growth in car ownership and car use reported by the 2001 Census there are 
still many people in North Staffordshire who find access to key services and local facilities 
difficult or impossible. Over 31% of households in North Staffordshire have no access to a 
car and a further 45% have access to only one car (2001 Census). These households are 
therefore much more reliant on local facilities providing them with food or essential 
services and their choice of accessing jobs and training will be less than car owning 
households. These households are also sensitive to changes in local services such as the 
closure of a post office, changes to opening times of a food store or the re-routing of a bus 
service.  
 
In recognition of the above points, Stoke-on-Trent City Council and Staffordshire County 
Council both believe that good access is fundamental to the principle of equal 
opportunities and quality of life. This principle is embedded within the corporate priorities 
of both authorities. The first Local Transport Plans for Stoke-on-Trent and Staffordshire 
also recognised the importance of access and both documents included strategies on 
improving accessibility. This process has now been formalised by the Government 
through its accessibility planning process and following the Social Exclusion Unit (SEU) 
report in 2003 on “Making the Connections”. 
 
This chapter provides the final version of the Accessibility Strategy for the North 
Staffordshire Local Transport Plan. It has been based around the five stage approach to 
accessibility planning as recommended by the DfT guidance and is shown in Figure 6.1. 
 
Figure 6.1: The five stage approach to accessibility planning 
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6.2 The analysis of the problem 
 
A considerable amount of work has been undertaken by the City and County Councils and 
their consultants on assessing accessibility. This complies with Stage 1 of the accessibility 
planning process.  
 
As described in Chapter 3: Strategy Development, the North Staffordshire conurbation 
has a unique land use pattern where there is no clearly defined “centre” as found in other 
urban areas of equivalent size such as Nottingham, Leicester or Cardiff. There are at least 
eight main centres including the six Potteries towns, Newcastle-under-Lyme and 
Kidsgrove and a number of other local centres, employment areas and retail parks. This 
results in very scattered and complex transport networks and travel patterns which are 
harder to serve by public transport than a conventional hub and spoke type city, thus 
increasing car dependency.   
 
Chapter 3 also provides an analysis of North Staffordshire’s social-economic 
characteristics including: 
 
• Car ownership 
• Travel patterns 
• Areas of deprivation 
• Population trends 
• Employment trends 
 
The overall message emerging from the analysis of the socio-economic characteristics of 
North Staffordshire appears to be that there are many parts of the conurbation which are 
experiencing symptoms of poor accessibility. However, a more accurate picture of 
accessibility can be provided by three additional areas of spatial analysis: 
 
• An analysis of how accessible the existing public transport network is using MapInfo 

GIS software. 
• The accessibility analysis carried out as part of NSITS. 
• Ongoing in-house work using the DfT sponsored accessibility planning software 

Accession. 
 
MapInfo GIS Software 
 
All bus routes and stops have been digitally mapped using MapInfo GIS and GPS tracking 
devices. An analysis has been carried out of the proportion of all households and those 
households without access to a car that are within 400m reasonable walking distance of 
the nearest bus stop which is served by a regular bus service. (A regular bus service was 
defined as having a frequency of at least 6 buses an hour, Monday to Saturday between 
9am and 6pm.) The exercise was repeated for less frequent services, evening and 
Sunday services and also for a shorter walking distance of only 200m. Table 6.1 below 
summarises the results. 
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Table 6.1: Proportion of households within reasonable walking distance of a bus stop 
 

All Households Households With No Car   

No. % No. % 

Total Households 154,205 100.0 47,994 100.0 

Monday to Saturday, 0900-1800hrs 

Within 400m of a frequent 6 
buses an hour service  88,510 57.4 32,213 67.1 

Within 200m of a frequent 6 
buses an hour service  51,862 33.6 19,952 41.6 

Within 400m of a 2 buses an 
hour service 138,563 89.9 44,932 93.6 

Within 200m of a 2 buses an 
hour service 100,999 65.5 34,119 71.1 

Monday to Saturday, after 1800hrs 

Within 400m of a frequent 6 
buses an hour service  0 0 0 0 

Within 200m of a frequent 6 
buses an hour service  0 0 0 0 

Within 400m of a 2 buses an 
hour service 21,295 13.8 8,602 17.9 

Within 200m of a 2 buses an 
hour service 11,372 7.4 4,512 9.4 

Sunday  

Within 400m of a frequent 6 
buses an hour service  0 0 0 0 

Within 200m of a frequent 6 
buses an hour service  0 0 0 0 

Within 400m of a 2 buses an 
hour service 72,894 47.3 25,407 52.9 

Within 200m of a 2 buses an 
hour service 44,422 28.8 16,023 33.4 

 
The results show that 57.4% of all households and 67.1% of households with no car have 
access to a frequent bus service. This suggests that, in general, the bus services are reaching 
the right households though it shows that there are still a third of households with no car which 
do not have easy access to a regular bus service. Figure 6.2 shows those areas where access 
is a problem. This work has been ongoing for some years and the results have been 
discussed with the operators in order to try and increase the coverage of services. 
 
Table 6.1 also shows that 89.9% of all households have access to services running at least 
twice an hour. Again, the percentage is higher (93.6%) for households without access to a car. 
The work also confirms that there are no parts of the conurbation which have access to 
frequent bus services in the evenings or on Sundays, however, Sunday services are generally 
far better than evening services as they reach more households. 
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Figure 6.2: Access to bus stops 

 
 
Accessibility Analysis from NSITS 
 
An assessment of accessibility to the following facilities by non-car based modes of 
transport was carried out as part of NSITS with travel times extracted from the North 
Staffordshire multi-modal transport model: 
 
• Education facilities, for those aged 4 to 16 years 
• Healthcare facilities 
• Hospital facilities 
• Basic food / household goods retail facilities 
• Employment opportunities 
• Social contact (households which can be visited within a given travel time) 
 
This analysis led to the derivation of the following key statistics: 
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• the overall percentage of the conurbation’s supply of a particular facility that can be 
accessed within an acceptable maximum travel time; and 

• the areas of North Staffordshire where the access to a particular service is judged to 
be problematic.  

 
The results of the analysis of accessibility to key facilities by modes other than the car is 
summarised in Table 6.2 and shown graphically in Figure 6.3.  
 
Table 6.2: Summary of non-car based accessibility problems to key facilities in 
North Staffordshire (2002 base-year, evening peak-hour) 
 

Percentage of the Conurbation’s Households 
that Experience Accessibility Problems  

Key Facilities 

No 
Problem 

Slight 
Problem 

Moderate 
Problem 

Serious 
Problem 

Education Facilities 35.8% 15.3% 26.8% 22.2% 

Healthcare Facilities 61.8% 17.4% 14.0% 6.7% 

Hospital Facilities 48.6% 2.2% 1.3% 47.9% 

Basic Food / Household Goods 48.0% 12.2% 16.6% 23.2% 

Employment Places 65.2% 22.0% 8.0% 4.7% 

Social Contact 48.4% 26.6% 18.1% 6.9% 
 
 
Figure 6.3: Summary of non-car based accessibility problems to key facilities in 
North Staffordshire (2002 base-year, evening peak-hour) 

0% 20% 40% 60% 80% 100%
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The above analyses show that access to hospital facilities, basic food/household goods, 
retail facilities and, to some extent, education facilities require attention as they show 
moderate or serious accessibility problems for those North Staffordshire residents without 
access to a car.  Areas with accessibility problems to hospital and education facilities are 
shown as examples in Figures 6.4 and 6.5. 
 
Similarly, employer-based accessibility was also examined by looking at the accessibility 
of employers to their potential workforces and markets. Based on this work it was found 
that around 27% of the jobs in North Staffordshire are difficult to reach and these tend to 
be in the locations away from the central part of the conurbation, for example, Keele 
University (including Keele Science Park) and the Trentham Lakes and Lymedale 
employment sites. The need to locate new developments in accessible locations is 
therefore acknowledged and work on how best to develop sustainable access to the 
priority areas of Chatterley Valley and Keele has been considered in the Transport 
Assessments produced for these developments. Figure 6.6 shows the areas where 
employer based accessibility is a problem. 
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Figure 6.4: Non-car based accessibility problems: Education (2002 base-year, 
evening peak-hour) 

 

© Crown Copyright. All rights 
reserved. Stoke-on-Trent City 

Council 100024286 2004.

 
Figure 6.5: Non-car based accessibility problems: Hospital facilities (2002 base-
year, evening peak-hour) 

© Crown Copyright. All rights 
reserved. Stoke-on-Trent City 

Council 100024286 2004.
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Figure 6.6: Non-car based accessibility problems: Employer based access to the 
workforce (2002 base-year, evening peak-hour) 

 

© Crown Copyright. All rights 
reserved. Stoke-on-Trent City 

Council 100024286 2004.

  
Figure 6.7: Non-car based travel times to Hanley City Centre (2002 base-year, 
evening peak-hour) 

 

© Crown Copyright. All rights 
reserved. Stoke-on-Trent City 

Council 100024286 2004.
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The final stage of the NSITS analysis looked at access to the town centres. A series of 
time based isochrone maps for non-car based travel were produced for each centre. The 
results of this analysis are shown in Table 6.3 which shows the percentage of the 
conurbation’s population that live within 30 minutes of the primary centres (i.e. Hanley City 
Centre and Newcastle town centre) or 20 minutes of the local centres. The results are 
quite varied however, as expected, the higher percentages relate to the larger primary 
centres. The analysis for Hanley City Centre is shown as an example in Figure 6.7. 
 
Table 6.3: Percentage of the conurbation’s population within the non-car based 
accessibility catchment of primary and local centres (2002 base-year, evening peak-
hour) 
 

Primary Centres 
30 Minute 

Catchment 

Local Centres 
20 Minute Catchment 
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ew
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st

le
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id

sg
ro
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St
ok
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55.1 31.9 1.4 6.7 4.6 11.5 8.0 

 
NSITS also looked at the future situation regarding access to key services and facilities, 
the workforce and town centres in 2021 if no action is taken to improve the current 
transport system other than the implementation of committed schemes. The accessibility 
exercise was carried out in exactly the same way as for the 2002 base-year but with travel 
times taken from the 2021 Reference Case of the North Staffordshire multi-modal 
transport model which is based on a comprehensive traffic forecasting exercise and takes 
account of predicted changes in population, household and employment levels with no 
strategy in place. 
 
In summary, the results show a more widespread problem of access by non-car modes to 
all services and facilities. In particular, the analysis shows that: 
 
• There is expected to be a deterioration in access to educational facilities with 31.9% of 

area’s households showing a serious problem in 2021 compared with 22.2% in 2002. 
• Access to hospital facilities is expected to worsen with 53.6% of the area’s households 

showing a serious problem in 2021 compared with 47.9% in 2002. 
• Access to the workforce is expected to worsen with 33% of the jobs being difficult to 

reach in 2021 compared to around 27% in 2002. 
• Access to all of the town centres in North Staffordshire is expected to worsen. 
 
Accession 
 
Accession is the software recommended by the Department for Transport (DfT) for 
carrying out strategic accessibility mapping. Additional data used to complement this 
process include: 
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• In-house public transport data based on the same information which is provided to 
West Midlands Transport Information System (WMTIS) and used to inform the 
Transport Direct and Traveline services. 

• Demographic and socio-economic data from the 2001 Census. 
• Number of Job Seeker Allowance claimants. 
 
To date 128 separate runs of Accession have been carried out for a variety of centres and 
sites across North Staffordshire and for a number of time periods. A standard walk time of 
5 minutes or 400m to the nearest bus stop has been assumed for all runs though this can 
be reduced to 200m to reflect access by the more elderly. These results are discussed 
below: 
 
Access to University Hospital of North Staffordshire  
 
Table 6.4 shows the initial results obtained from the assessment of accessibility to the 
University Hospital of North Staffordshire. It can be seen that access to the main hospital 
site appears to be fairly good with 57.4% of all households being located within a 30 
minute non-car journey time of the hospital in the morning peak for Monday to Friday. The 
corresponding percentage for households with no car is 62.9% which, because it is 
higher, suggests that the bus services are currently reaching the right areas.   
 
The equivalent figures for evening access to the hospital (8pm to 10pm) are 43.4% of all 
households and 49.5% of households with no car. As might be expected, access to the 
University Hospital on a Sunday is generally poor with 26.6% of all households and 32.8% 
of households with no car having less than a 30 minute journey time to the hospital during 
the day. An example of one of the maps produced from this analysis is provided as Figure 
6.8. 
 
Table 6.4: Access to North Staffordshire hospital  

All Households Households With No Car 

No. % No. % 

Total Households 154,205 100.0 47,994 100.0 
Monday to Friday, Morning Peak (0700-0900hrs)  

0 – 30 minutes 88,443 57.4 30,187 62.9 
0 – 60 minutes 145,038 94.1 46,118 96.1 

Monday to Friday , Evening (2000-2200hrs) 
0 – 30 minutes 66,893 43.4 23,767 49.5 
0 – 60 minutes 141,528 91.8 45,619 95.0 

Sunday Morning Peak (0700-0900hrs) 
0 – 30 minutes 41,017 26.6 15,719 32.8 
0 – 60 minutes 134,686 87.3 44,017 91.7 

Sunday Evening (2000-2200hrs) 
0 – 30 minutes 43,130 28.0 15,955 33.2 
0 – 60 minutes 138,522 89.8 45,244 94.3 
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Figure 6.8: Access by public transport to the University Hospital of North 
Staffordshire (NSRI site) 

 
 
Access to Employment 
 
An analysis was undertaken for access to the main employment areas in the same way as 
for the Accident and Emergency Departments. The underlying dataset used in this case 
was the numbers of Job Seeker Allowance (JSA) claimants. As shown in Table 6.5, the 
results show that the less centrally located sites are more difficult to access by public 
transport. 
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Table 6.5: Comparison of accessibility to employment for Job Seeker Allowance 
claimants 
 

Number/Percentage of Job Seeker Allowance Claimants within 
Journey Time Isochrone of Employment Site 

Journey Time 
Isochrone 

City 
Centre 

Trentham 
Lakes 

Festival 
Park 

Newcastle 
Centre 

Keele 
University 

Chatterley 
Valley 

0-10 minutes 381 81 77 99 6 0 

10-20 minutes 1,434 502 896 768 166 0 

20-30 minutes 1,269 902 1,806 1,090 509 0 

30-40 minutes 972 1,370 925 1,526 804 0 

40-50 minutes 131 1,001 462 683 1,251 0 

50-60 minutes 10 274 27 26 1,246 0 

60-70 minutes 6 62 4 5 201 0 

70-80 minutes 4 7 4 5 8 0 

80-90 minutes 4 3 5 4 6 0 

No Access 149 158 154 153 163 4,360 

Summary in Percentage Terms 

Within 10 
minutes 8.7 1.9 1.8 2.3 0.1 0.0 

Within 30 
minutes 70.7 34.1 63.7 44.9 15.6 0.0 

Within 60 
minutes 96.3 94.7 96.2 96.1 91.3 0.0 

 
It can also be seen from Table 6.5 that the most accessible employment locations to JSA 
claimants (i.e. within a 30 minute travel time) are the City Centre, Festival Park and 
Newcastle town centre. Conversely, Trentham Lakes and Keele University (including 
Keele Science Park) can only be accessed by a relatively small proportion of JSA 
claimants within a 30 minute travel time. The nil results for Chatterley Valley reflect the 
fact that at present there are no bus services serving the site as the main development 
has yet to take place.  These results are also consistent with conclusions made from the 
accessibility analysis carried out as part of NSITS. However, the Transport Assessments 
produced as part of the planning process for the development proposals at Chatterley 
Valley and Keele will ensure that the potential for access by sustainable modes to these 
sites is maximised.   
 
An example of one of the maps produced from this analysis is provided as Figure 6.9 and 
shows the accessibility of Newcastle town centre for JSA claimants. 
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Figure 6.9: Access by public transport to Newcastle town centre 

 
 
Overall Conclusions of Accessibility Analysis 
 
Accession has proven to be very effective in displaying the accessibility by public 
transport of a variety of selected locations in North Staffordshire. When the results are 
examined alongside the analysis work carried out as part of NSITS and the in-house GIS 
studies a clear pattern emerges of the problem areas and issues in North Staffordshire. In 
summary these are: 
 
• Access by public transport to sites located in the urban core of North Staffordshire is 

generally good irrespective of whether they are employment sites, town centres, 
education, etc. 

• People from more deprived backgrounds, claiming benefits or in households with no 
car have generally better access to public transport than all other households. This 
suggests that the current provision of bus services is generally good. 
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• NSITS suggests that the key areas for future action should be access to employment 
and hospital facilities, though access to food shopping and education facilities also 
deserves attention. 

• Access to facilities by bus in the evening and on Sundays is generally poor. 
• More frequent bus services are needed in some areas to reach the City Centre or 

Newcastle town centre. 
• Too many public services are centralised and this reduces people’s options to travel. 

For example, there is only one 24 hour A & E hospital department.   
 
It should be noted that the above analysis does not take into account a number of less 
tangible issues including: 
 
• Quality or suitability of bus services, cycle facilities or footways/footpaths. 
• People’s general unwillingness to change buses to reach a destination. 
• Personal security issues while travelling by bus, cycle or on foot. 
• Specific access needs of disadvantaged groups. 
• Overcrowding of buses – sometimes meaning that they don’t stop at bus stops. 
 
In addition to the above statistical analysis, Chapter 3: Strategy Development describes 
the perceived access needs in North Staffordshire which have been identified through the 
numerous consultation procedures carried out and how they will be dealt with through this 
LTP. 
 
 
6.3 The links with the other shared priorities and objectives 

 
Improving social inclusion and overcoming access barriers will have impacts on some of 
the other shared priorities and wider objectives of the North Staffordshire LTP. Since 
these issues are interlinked then one particular action or transport measure may have a 
beneficial effect on more than one of the objectives. The main links between accessibility 
and these objectives are shown in Table 4.1 in Chapter 4: Vision and Objectives and are 
also summarised below: 
 
Regeneration 
 
As outlined in Chapter 5: Supporting Regeneration, the scale of the North Staffordshire 
RENEW (Housing Market Pathfinder) and North Staffordshire Regeneration Zone 
programmes and the level of investment will have a far reaching and long lasting impact 
on the form, function and character of North Staffordshire. Since both programmes have 
the potential to help in improving transport through the application of sustainable transport 
principles then it is vital that accessibility is considered at an early stage in any master 
planning exercise to ensure sustainable access is provided. For this reason the LTP has 
been developed alongside the work on the Newcastle-under-Lyme and Stoke-on-Trent 
City Council Local Development Frameworks. Transport officers are also actively involved 
in the development of regeneration masterplans across the conurbation. 
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Congestion 
 
Travel Demand Management 
 
The Long Term Strategy for North Staffordshire recognises that providing new and 
improved transport facilities will help to improve accessibility for non car travellers. 
However, the transport objectives can only be fully achieved if there is a continued 
programme of demand management measures to reverse the car dependency cycle and 
cut unnecessary car traffic.  
 
The application of some form of road pricing, congestion charging or increased car 
parking charges will suppress car use and lead to reduced congestion and help travel 
conditions for all modes of travel. However, the application of road pricing or congestion 
charging will need to be sensitive to the state of the local economy.  
 
A more detailed description of this area of work and the options available is provided in 
Chapter 7: Tackling Congestion. 
 
More Efficient Use of the Existing Network 
 
Staffordshire County Council and Stoke-on-Trent City Council have an ongoing policy of 
making the best use of the existing transport network in order to tackle congestion and 
improve journey reliability. Whilst these are not focused directly on delivering the 
accessibility agenda, such measures are likely to have indirect benefits for socially 
excluded groups by improving travel conditions. For example, improving bus reliability will 
make bus services more attractive and give potential users more confidence in trying 
them. 

 
In particular, the responsibility of the Traffic Managers of the two authorities will be crucial 
in ensuring that the efficiency of the transport network is maintained. Details of the specific 
actions are provided in Chapter 7: Tackling Congestion. 
 
Travel Safety 
 
Crime and the fear of crime are barriers to travel and when people travel on foot, by 
bicycle or on public transport they tend to feel more vulnerable. However, there is little 
evidence to suggest that this feeling is justified and therefore the authorities need to 
provide reassurance, work closely with the police and take action swiftly where required. 
Full details of the main areas for action are provided in Chapter 9: Improving Travel 
Safety. 
 
Health 
 
Since a significant proportion of residents in North Staffordshire do not have access to a 
car then their quality of life is dependent upon accessibility to services and facilities by 
other modes of travel. Obviously, good access to healthcare and hospital facilities will be 
of particular importance. 
 
Consequently, improvements to the accessibility of services and amenities through 
improvements to walking, cycling and public transport facilities will obviously encourage 
people to become more physically active and improve their general health and fitness. 
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These issues complement the Health Inequalities Strategy being developed by the Directors of 
Public Health in North Staffordshire which recognise the need for good access to healthcare 
facilities and greater activity of residents to tackle the key issues of respiratory diseases, 
obesity, cardiovascular heart disease, stress and cancer. 
 
Integration of Spatial and Transport Planning 
 
Delivering improved accessibility is now at the heart of the shared transport priorities agreed 
between Government and the Local Government Association and is given major emphasis 
within the DfT’s guidance on preparing Local Transport Plans.  As explained in Chapter 2: 
Wider Context, accessibility is also a key priority in the West Midlands Regional Spatial 
Strategy (RSS) which incorporates the Regional Transport Strategy, the Community 
Strategies covering North Staffordshire, the adopted Staffordshire and Stoke-on-Trent 
Structure Plan 1996-2011 and Newcastle-under-Lyme Local Plan. 
 
There will therefore need to be joint working between authorities to ensure consistency 
between the Accessibility Strategy and the emerging Local Development Frameworks (LDFs) 
for Stoke-on-Trent, Newcastle-under-Lyme and Staffordshire Moorlands. The draft Core 
Spatial Strategy for North Staffordshire (CSS) already tackles the issue of sustainable 
development with a number of key spatial policies. Chapter 5: Supporting Regeneration 
provides more details on this particular issue.  
 
Similarly, the Community Strategies for the three LSP areas of Stoke-on-Trent, Newcastle-
under-Lyme and Staffordshire Moorlands are currently being reviewed and will have a strong 
focus on improving regeneration at the neighbourhood level. It is also vital that accessibility 
issues are taken into account in the development of these strategies. 
 
 
6.4 The way forward – developing the priorities and procedures 

 
The basic ethos of the LTP is to improve accessibility for everybody in North Staffordshire 
whether residents, commuters or visitors and whatever their journey purpose. This means that 
the local authorities want to make it easier for people to get to essential services and facilities 
such as jobs, schools, healthcare and fresh food shops and to achieve social inclusion. It is 
especially important for people from disadvantaged and socially excluded groups, for example, 
people who are mobility impaired, low waged or who live in an area of high deprivation within 
the conurbation. 
 
The consultation and mapping analysis has identified a variety of accessibility issues which 
the Accessibility Strategy will seek to address. Further detailed reviews of local evidence using 
Accession and other mapping techniques will be undertaken together with further 
consultations with local communities and service providers as necessary. Additional mapping 
audits will also be carried out where required which comply with Stage 2 of the accessibility 
planning process. 
 
The guidance recommends developing short, medium and longer term solutions and involving 
partners where necessary as it is recognised that not all issues can be dealt with purely by 
transport actions alone. 
 
Partnership working will be required with different service areas of the local authorities, for 
example, education, regeneration, planning and neighbourhood management.  There will also 
need to be ongoing discussion and agreement of accessibility issues arising from the mapping 
audit with external partners and agencies, particularly those responsible for key local services 
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such as the Primary Care Trusts (PCTs), the Learning and Skills Council (LSC), the local 
Jobcentre Plus offices, local bus and taxi operators, voluntary organisations and support 
agencies such as Age Concern. The County and City Councils will continue to play a major 
part in the Local Strategic Partnerships (LSPs) where many of these organisations are 
represented and they also provide an established forum where accessibility issues can be 
discussed. 
 
Once the key issues and areas of work have been agreed it will be necessary to develop a set 
of appropriate actions or measures to overcome these priorities. This represents Stage 3 of 
the accessibility planning (Option Appraisal) process.  The consultation process described in 
Chapter 3: Strategy Development has provided a sound basis for further discussions and joint 
working on accessibility issues and has helped to identify the specific issues of jobs and 
healthcare which the local authorities believe they can make most progress on. 
 
In the case of healthcare, there is a Health Inequalities Strategy being developed by the 
Directors of Public Health in North Staffordshire and this will be published later in 2006.  It has 
been agreed that this will need to take account of access to healthcare issues arising from the 
accessibility planning work. Meetings with the Directors of Public Health have already taken 
place on the main findings of the work to date and it is intended that this work will evolve into 
the next stages of the accessibility planning exercise. 
 
Access to jobs is being looked at in partnership with Jobcentre Plus as well as with other 
agencies such as Connexions, Business Brokers, the North Staffordshire Chamber of 
Commerce and Industry and the Regeneration Zone. Meetings have already taken place with 
local Jobcentre Plus officers to introduce the concept of accessibility planning and how it can 
benefit their work in helping people find new jobs or training. The other agencies were all 
involved in the Stakeholder workshops of NSITS and have expressed a desire to continue to 
be involved in the accessibility planning process. 
 
 
6.5 Programme of action 

 
The Accessibility Strategy contains an action plan (Stage 4 of the accessibility planning 
process) which is intended to be a live and dynamic document which can be updated more 
frequently than every five years. The Accessibility Strategy itself is a cross cutting strategy 
with links to other strategies and programmes.  
 
Many of the existing LTP programmes of work already address accessibility issues, however, 
it is also recognised that this work needs to be more focused and targeted on areas of need as 
identified by the accessibility audit and local assessment processes.  
 
The key LTP objectives for accessibility are as follows: 
 
A1. Improving access to the transport network 
 
A2. Improving access to jobs and local facilities 
 
A3.  Increasing the affordability of sustainable transport 
 
A4. Improving access to travel information 
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(A1) Improving Access to the Transport Network 
 
The areas of highest deprivation across North Staffordshire are also the areas of lowest car 
ownership and so improving alternative forms of transport will not only help to encourage 
people out of their cars but will also be crucial in tackling social exclusion. There are several 
key areas which will need to be considered in order to improve access to alternative forms of 
transport: 
 
Public Transport  
 
The Bus Strategy (Appendix D) is a key part of the North Staffordshire LTP and its provision 
cuts across most of the transport priorities and objectives of the North Staffordshire LTP. The 
strategy recognises that the bus is an important alternative to car travel for many urban 
journeys yet this mode of travel has seen a significant decline in usage since bus deregulation 
in 1986 both nationally and especially in North Staffordshire. 
 
The analysis and consultation exercises show that many of the accessibility issues relate to 
the inadequate provision of public transport. The main issues include:  insufficient bus 
services, poor quality vehicles and customer service and a lack of information about services. 
The Accessibility Strategy aims to address these issues which will therefore allow the Bus 
Strategy to meet the key targets of improving access to the transport network and thereby also 
increasing bus patronage. 
 
The following main actions are therefore proposed to address these issues:   
 
a)  Bus Service Provision 

 
There are three levels of bus service defined in the Bus Strategy which will be provided 
and improved as follows: 

 
• An agreed core network of bus services to key facilities (major employment sites, 

hospitals, major retail areas and leisure opportunities) along key corridors. These will 
mainly operate along the proposed bus priority corridors (the bus transit network), 
which will be implemented on a phased basis as resources permit (see Chapter 7:  
Tackling Congestion for further details). 

• A supporting network of other services that will be improved through the bus quality 
partnership as resources permit (which could be traditional or demand-responsive or, 
more likely, a mix of both). 

• The filling in of the gaps with more flexible, dial -a-ride or demand responsive services, 
which include evenings and weekends, as resources permit (see Bus Strategy for 
further details). 

 
Opportunities will be continually sought by both authorities and by Newcastle-under-Lyme 
District Council for developer or employer contributions to the funding of bus services.  

 
b)  Quality of Bus Services 

 
The quality of bus services will be improved by: 

 
• Improving the comfort, quality and image of buses by encouraging operators to 

continue to invest in their fleets. 
• Ensuring all bus drivers receive disability awareness training. 
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c)  Access to Bus Services 
 

Access to bus services will be improved by: 
 

• A continued programme of work to make bus stops more accessible through the 
implementation of raised kassell kerbs and being sited near pedestrian crossings. Also 
pedestrian links from local residential areas and work places will be improved. 

• The local authorities will be taking over ownership of the bus stop infrastructure and 
this will allow their locations, condition and information provision to be reviewed and 
improved.  

 
d)  Access to Rail Services  

 
Access to rail services will be improved by: 

 
• Supporting improved access to the intercity rail station at Stoke by all modes and 

providing an interchange facility at this point. Also good access from Stoke station to 
key destinations including the City Centre, Newcastle town centre and key 
employment and tourist “honeypots” sites will be promoted. Furthermore, improving 
access to other rail stations including Longton and Kidsgrove will also be investigated 
and implemented as resources permit. 

• The development of a rail station access strategy with priorities for improving physical 
access to station buildings and platforms, in particular at Stoke, Longton and 
Kidsgrove stations.  

 
e) Taxi Provision 
 

The use of private hire and taxis is fairly high in North Staffordshire and demonstrates that 
this is an area which could help fill many of the accessibility gaps. There are proposals to 
increase the number of hackney carriage licenses and this will help to improve travel 
choice and to allow greater regulation of taxi provision. The purchase of a small number of 
fully accessible taxis from the LTP for use by the taxi trade under contract will also help to 
improve the overall quality of taxi provision. Furthermore, disability awareness training will 
be provided to all taxi drivers. 

 
f) Revenue funded action 
 

The co-ordination and integration of different door-to-door services (e.g. social services, 
ambulance trust, non-emergency patient transport, demand responsive transport services, 
special education needs, etc) will be improved. 

 
g) Partnership Working 
 

Working with operators through the Quality Bus Partnership to increase the number of 
accessible vehicles on key routes across North Staffordshire will be continued. 

 
Cycling 
 
Cycling is cheap, healthy and flexible and although even a substantial percentage increase in 
cycling would not make a huge impact on reducing congestion it is still important in terms of 
improving local accessibility.  
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Both the City Council and County Council have produced successful cycling strategies as part 
of the first round of LTPs. For example, the National Cycle Network in North Staffordshire is 
now virtually complete and there is a growing network of both off and on road routes allowing 
cyclists to reach all parts of the conurbation. Furthermore, a recent assessment of Stoke as 
part of the Midlands Cycling Benchmarking Project, which is managed by the Cyclists Touring 
Club on behalf of DfT, shows that excellent progress is being made with the cycling network 
regarded as being of high quality. Both authorities have also scored well in the “bell ratings” for 
cycling set by the Eastern Region Cycling Development Team. The recent Annual Progress 
Reports provide details of the progress made by both authorities on cycling.  
 
This work will be continued as both authorities fully recognise the importance of investing in 
cycling. A North Staffordshire wide cycling strategy will be developed to help guide this 
investment. Specific measures include the following: 
 
a)  On-Highway Cycling Facilities 

 
On-highway cycling facilities will continue to be implemented to give cyclists priority at 
junctions and along key links on the network. For example the provision of advance stop 
lines (ASLs) and dedicated on-road cycle lanes. Furthermore, the needs of cyclists are 
being considered in the design of highway schemes and Toucan crossings are also being 
provided where cyclists need to cross busy roads. The “missing links” in the cycle network 
are being looked at in conjunction with the North Staffordshire Cycle Forum. 

 
More cycle parking in town centres and at key transport interchanges, public buildings, key 
visitor destinations and formal open spaces will also be provided. Furthermore, the 
provision of cycle facilities in deprived areas to help improve accessibility will be developed 
through the local accessibility action plans. 

 
b)  Greenways 

 
The off-road cycle network is being expanded by making use of the extensive canal, river 
and greenways in North Staffordshire. Most of the investment is being provided through 
the Greening for Growth (G4) programme as part of the overall improvement in the North 
Staffordshire environment, parks and open spaces. Rights of way are also being widened 
and improved - more details are provided in Appendix F.  

 
c)  Safer Routes to School 

 
The Safer Routes to School programme will be continued in order to encourage more 
children to cycle to school. This is an ongoing part of both the City Council and County 
Council’s capital programmes and is expected to continue for the foreseeable future.  

 
d)  Partnership Working 

 
As part of travel plan initiatives, work will continue with other sectors and businesses to 
make improvements to cycling links to major facilities. Similarly, through the planning 
process, new developments will be persuaded to have adequate cycling facilities designed 
in from the outset. 

 
e)  Revenue 

 
Cycle training will continue to be provided at all levels for children and adults in keeping 
with the national standards introduced in 2005. This is an important area of work and is 
closely associated with the work on Safer Routes to School and the development of 
School Travel Plans. 
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Walking 
 
Walking is the mode that glues all journeys together and is also important in its own right as a 
sustainable and healthy way to travel. As for cycling there is a great potential for walking to 
replace many short car trips particularly to local destinations such as schools, shops and 
public facilities. 
 
However, nationally, there has been a steady decline in walking and, in particular, journeys to 
work and to school have suffered. Locally, the authorities have worked hard to minimise the 
decline and in some cases there has been some success. For example, there has been an 
increase in the numbers of children walking to some schools where a Safer Route to School 
project has been implemented. 
 
The health agencies and trusts in North Staffordshire are also very keen to see the promotion 
of more physical activity as this helps them to meet their health inequalities objectives. (See 
Chapter 10: Improving Quality of Life). Walking is often seen as the “forgotten” way to travel 
and there is certainly some correlation between the demise in walking and the rise in obesity 
and circulatory illnesses. 
 
The sizable numbers of people currently walking for many journeys in North Staffordshire 
(16% of all trips are walking trips, Source: 2005 Household Travel Surveys) and the potential 
for people to walk more suggests that walking could also help to meet the congestion 
reduction targets. For this reason the authorities are confidently investing in walking facilities 
and have identified the following key areas of work: 

 
a)  Safer Walking 

 
Local residential areas are being traffic calmed to reduce vehicle speeds and to create a 
safer environment. There are already many 20 mph zones across North Staffordshire and 
these will be added to over the next 5 to 10 years. Furthermore, new residential areas will 
be automatically designated with 20 mph streets. 

 
Specific walking schemes to aid crossings and safer routes in busy areas will continue to 
be provided. Similarly, safe and direct pedestrian access to bus stops is being looked at as 
part of a package to encourage more bus use. In particular, good access will be provided 
for people with mobility difficulties through the implementation of dropped kerbs, audible 
signals at crossings and tactile paving at road edges. Furthermore, Safer Routes to School 
schemes will help to encourage more children to walk to school. 

 
b)  Disadvantaged Areas 

 
Walking improvements in disadvantaged areas to help improve accessibility will be 
developed through the work on local area action plans emerging as part of the LDF. 
 

c)  Partnership Working 
 

Working with developers at the start of the planning process will ensure that new 
developments have adequate pedestrian facilities for their employees and visitors 
designed in from the outset. Similarly, the authorities will continue to develop partnerships 
with other sectors and businesses to encourage green travel plan initiatives in order to 
make improvements for pedestrian links to major facilities. 
 
Work will continue with the health agencies, including North Staffordshire Health 
Promotion Directorate, in order to promote walking and other physical activity as part of a 
healthy lifestyle. 
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d)  Revenue Support 
 

Pedestrian road safety training and instruction will continue to be provided at all levels 
from children through to the elderly. This work has close links with the Safer Routes to 
School programme and the development of School Travel Plans. Promoting safer walking 
through Walk to School week, Walk on Wednesday’s and encouraging parents to set up 
Walking Buses are also important areas of work which will be continued. 

 
The Rights of Way Improvement Plan (ROWIP)  
 
In accordance with Section 60 of the Countryside and Rights of Way Act 2000 both 
Staffordshire County Council and Stoke-on-Trent City Council are preparing their RoWIPs and 
will be publishing them in 2007. The RoWIP is a mechanism for improving the network of 
rights of way and other non-motorised routes to facilitate use by a wide variety of potential 
users. RoWIP therefore has a clear role in helping the LTP to deliver its accessibility 
objectives. Details of the RoWIPs in North Staffordshire have been provided in Chapter 1: 
Introduction and Appendix F. 
 
(A2) Improving Access to Jobs and Local Facilities 
 
Improving accessibility is not just about improving transport. The location and design of 
services and facilities has a major impact on their accessibility and this, in turn, can influence 
the effectiveness of service delivery. It is therefore crucial that all partners, particularly 
planning officers, service providers and developers, recognise these links and understand that 
improving accessibility may help them to meet some of their own wider objectives such as 
those for regeneration and quality of life.  It is also important to ensure that appropriate 
developer contributions are secured for improving accessibility. 
 
Similarly, it is vital that accessibility is a key criterion in planning the location and design of 
new services and is embedded in the Local Development Framework (LDF) process. For 
example, developing a new community health centre at the heart of a residential area, close to 
existing public transport services and within easy walking and cycling distance of the 
catchment population will make it much more accessible than locating it on an edge of town 
site which is only accessible for many by car or if new public transport services are provided. 
This also means that access to health care is more reliable and appointments are less likely to 
be missed for transport reasons. This example is particularly relevant given the emphasis in 
the current 10-year NHS Plan on developing local primary care services to provide more local 
treatment which will involve the development of a new generation of primary care facilities 
across the country. 
 
There are also a number of major employment sites identified across North Staffordshire, 
some of which are already going through the planning process. If such sites are to be 
accessible to disadvantaged communities, where unemployment and economic inactivity is 
highest, it is crucial that they are accessible by foot, cycle and public transport. These issues 
will need to be carefully considered when determining planning applications. 
 
The key areas of action therefore include: 
 
Partnership Working 
 
This will involve closer working between transport officers and planning and development 
control officers to identify accessibility criteria and guidance for use in determining planning 
applications. Accessibility mapping software and other spatial analysis tools will be used 
where appropriate to highlight access issues. 
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Similarly, closer working with service providers will be required, both within and outside of the 
Councils, as well as with private sector agencies and developers to ensure that accessibility is 
a key consideration when identifying sites for new or relocated facilities. Accessibility planning 
software will be used to help identify the most accessible sites. 
 
Development Control Process 
 
It will be necessary to ensure that all major planning applications are accompanied by a clear 
travel plan framework which includes detailed information on how the accessibility of a site will 
be maximised. 
 
Furthermore, the development of clear criteria for identifying the levels of developer 
contributions towards transport improvements that improve accessibility will be required. 
These should be based on the size of development, likely activity levels, site accessibility and 
the level of commitment to a travel plan. The County and City Councils are currently 
investigating the possibility of adopting a developer contribution framework to aid the planning 
application negotiation process. 
 
(A3)  Increasing the Affordability of Sustainable Transport 
 
The cost of using public transport can be a significant impedance to travel, especially for the 
unemployed, the low waged, students and the elderly. This will therefore adversely affect 
these groups accessing key facilities such as jobs, healthcare, education and retail 
opportunities and result in social exclusion. The following initiatives are therefore being 
investigated to increase the affordability of sustainable transport: 
 
• Undertake a review of concessionary fares to coincide with the introduction of free fares 

for all over 60s and disabled people in April 2006. 
• Continue to work with operators to introduce family tickets, cheaper off-peak fares and 

child return fares. 
• Develop a policy for 16-18 year-old student concessionary fares. 
• Work with Jobcentre Plus to reduce travel cost barriers for unemployed/ economically 

inactive people wishing to return to work (e.g. free bus ticket for first month of 
employment). 

• Raise the awareness of different season/discounted tickets available. 
• Promote the Plus-bus scheme which will allow a combined rail-bus ticket to be bought at 

most stations in the UK.  
• Develop multi-operator integrated ticketing schemes (including the use of smartcard 

technology in the long term) to reduce interchange penalties. 
 
(A4) Improving Access to Travel Information 
 
The extensive consultation exercises carried out show that a particular accessibility issue 
relates to the inadequate provision of public transport information on services or fares. The 
following initiatives are therefore being undertaken to improve accessibility through improving 
access to travel information: 
 
• Improving the provision of travel information to bus and rail travellers through the publicity 

of Transport Direct and the Traveline telephone service, the production of bus maps and 
guides and providing Real Time Passenger Information (RTPI) at bus stops. 

• Providing RTPI displays at major facilities as part of the SPRITE scheme. 
 

133 



CHAPTER 6: ACCESSIBILITY STRATEGY 

6.6 Performance monitoring 
 
This represents Stage 5 of the accessibility planning process. It is important as it is 
necessary to demonstrate that accessibility planning is an integral part of the LTP and is 
not being done for its own sake. Therefore a key part of the Accessibility Strategy is the 
setting up of headline targets and indicators which will be monitored to show how the 
proposed actions will contribute to the LTP objectives. A number of core indicators for 
accessibility have been recommended by DfT in their guidance. The two which have been 
adopted within the North Staffordshire LTP following the initial analysis work and 
consultation are: 
 
M10. (a)  To maintain the proportion of households within 15 minutes by public transport 

of a major shopping centre during the am peak at or above 25% and within 30 
minutes at or above 80%. 

(b)  To maintain the proportion of households without access to a car within 15 
minutes by public transport of a major shopping centre during the am peak at or 
above 30% and within 30 minutes at or above 85%.  

M11 (a)  To maintain the proportion of households within 30 minutes by public transport 
of the University Hospital of North Staffordshire (NSRI site) during the am peak at 
or above 55% and within 60 minutes at or above 90%. 

(b) To maintain the proportion of households without access to a car within 30 
minutes by public transport of the University Hospital of North Staffordshire (NSRI 
site) during the am peak at or above 60% and within 60 minutes at or above 95%. 

 
These two targets have been evaluated for their suitability for monitoring purposes for the 
LTP. Targets have been produced which have the joint agreement of Stoke-on-Trent City 
Council and Staffordshire County Council. Following the discussions with Jobcentre Plus 
and other partners a further indicator and target may emerge relating to access to jobs. 
Much depends on the availability of information and the ability of the agencies to collect 
and share information. A report on the progress of this work will be made in the Annual 
Progress Reports. 
 
In addition to these specific indicators other indicators are monitored which demonstrate 
the progress being made on accessibility and targets have also been derived for these. 
Details on these indicators and targets are provided in Chapter 13: Performance 
Management whilst Table 4.1 in Chapter 4 also shows the relationship between these 
indicators and the accessibility objectives and key measures.  
 
A process flow chart has been produced as Figure 6.10 and this shows the complex 
relationships between the objectives, actions and desired outcomes and which targets can 
be used to monitor them.  
 
Other indicators are being developed for internal performance management purposes 
relating to access to education facilities and also to key public facilities such as leisure 
centres and community centres. Details of these will be reported as appropriate.
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Figure 6.10: Improving accessibility process flow chart 
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6.7 Conclusions and the next steps 
 
Considerable progress has been made in taking forward the City and County Councils 
work on accessibility planning as recommended in Government guidance. Though the 
approach is relatively new, it allows the local authorities to build on, and formalise, areas 
of work which have been in place for many years.  The analysis work is also developing 
and, as evidenced in this chapter, yielding information which will be valuable to the spatial 
planning and regeneration process. 
 
In summary the following steps outlines the anticipated work on accessibility over the next 
five years. 
 

1. Ongoing analysis of key themes using Accession for the purpose of informing Area 
Action Plans of the Local Development Framework.  

2. Use of Accession to examine accessibility of new housing areas, for example, 
those planned by Housing Market Renew in the Areas of Major Intervention.  

3. Ongoing discussions with partner organisations on developing the theme specific 
Action Plans where accessibility problems exist.  

4. Ongoing monitoring of indicators chosen for the LTP as it is recognised that 
services relocate, close or start up, and bus service routes and timetables change 
over time.  

5. Ongoing consultation with residents and local groups to find out what the public 
perceive as barriers to accessibility and which services remain as the key ones 
which need to be improved. This will ensure that the quantitative work reflects 
issues emerging at the local level.  
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7. TACKLING CONGESTION 
 
7.1 Introduction 

 
Congestion is a major problem in North Staffordshire because it is having a significant 
negative impact on the local economy, people’s quality of life and the prospects for the 
sustainable regeneration of North Staffordshire. Furthermore, the major regeneration 
programmes of North Staffordshire RENEW (Housing Market Pathfinder) and the North 
Staffordshire Regeneration Zone will create a greater demand for travel over the next 15 
to 20 years which will need to be carefully managed. 
 
Nationally, traffic congestion is amongst the top two or three concerns of motorists. The 
Department for Transport (DfT) defines congestion as the average time lost by a vehicle 
on the road network when compared to free-flow traffic conditions. However, general use 
of the term congestion ranges from being unable to travel at the ascribed speed limit, the 
occurrence of stand still traffic to the unreliability of journey times. This demonstrates the 
varying perceptions of congestion and its potential measurement from person to person. It 
is therefore important that any perceptions of congestion problems are backed up by 
empirical evidence and appropriate measurements. 
 
Across the UK, and as observed in North Staffordshire, congestion is increasing for a 
number of reasons: 
 
• Continued growth in car ownership. 
• Reduction in costs of owning and running cars in real terms. 
• Increased dispersal of services which forces people to drive further afield. 
• Reduction in numbers of new roads being built. 
• Limited offer of travel choice through inadequate provision of public transport. 
 
Unfortunately, the problem is predicted to get worse. Road traffic is forecast to increase 
nationally by approximately 20-40% (Source: National Road Traffic Forecasts, 1997) and 
locally by approximately 20% (Source: North Staffordshire Integrated Transport Study) 
between 2002 and 2021. Furthermore, peak hours are forecast to spread and congestion 
is likely to grow faster than traffic as the relationship between growth in traffic and 
congestion is non-linear - i.e. a relatively small increase in traffic can lead to major 
increases in congestion. 
 
The main dis-benefits of congestion include: 
 
• Unreliability of bus services. 
• Delays to the motorist. 
• Delays to deliveries and supplies which affect productivity. 
• Increases in fuel costs which can reduce a business’s competitiveness. 
• The generation of excessive air pollution, noise and dust. 
• Reduced local amenity. 
 
It is also very stressful for all concerned, whether travellers or residents, and can have a 
negative impact on an area’s image and affect the health and well being of its inhabitants. 
Finally, the most fundamental impact that congestion can have is on the ability of local 
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people to access essential services and jobs which in turn will also be detrimental to 
regeneration efforts. This highlights the major impact congestion has on accessibility and, 
hence, there are strong links between this chapter and the preceding chapter on 
“Improving Accessibility”. 
 
Tackling congestion is therefore a key objective for the new joint LTP for North 
Staffordshire. 
 
 
7.2 The analysis of the problem 

 
The North Staffordshire Integrated Transport Study (NSITS) carried out a comprehensive 
appraisal of both present and future traffic levels and congestion using the North 
Staffordshire transport model. This analysis has recently been further refined by work 
carried out in 2005 by City Council officers. 
 
The study predicted that the forecast increase in population, households and labour force 
will result in a 12% increase in the number of motorised person trips per day (from around 
1.25 million trips in 2002 to nearly 1.40 million trips in 2021) or a growth in traffic of nearly 
20% within the urban area of North Staffordshire. The likely resultant effects on travel 
characteristics in North Staffordshire are shown in Table 7.1 below. 
 
Table 7.1: Vehicle based travel characteristics in North Staffordshire, 2002 and 2021 
evening peak-hour (source: NSITS 2005) 
 

Vehicular 
Travel 

Distance 
(km x 1000s) 

Vehicular 
Travel Time  

(hours) 

Average 
Travel Speed 

(km/h)  

2002 2021 2002 2021 2002 2021 
Private Car and Goods Vehicle by Road Type in the Urban Area 

i) Trunk Road (A50/A500) 131.3 163.4 2785 4437 47.1 36.8 

ii) Strategic Highway Network 
(excluding Trunk Roads) 192.6 216.0 6650 8755 29.0 24.7 

iii) Other Roads 91.0 116.5 3338 4627 27.3 25.2 

Overall 414.9 495.9 12773 17819 32.5 27.8 

Urban Bus 3.1 3.1 150 175 20.4 17.9 

 
In summary, the main conclusions from the study on the changes in travel characteristics 
of private vehicles in North Staffordshire between 2002 and 2021 were as follows: 
 
• The largest increase in traffic in the urban area (of the order of 28%) is predicted to 

occur on the non-Strategic Highway Network (‘Other Roads’). 
• Traffic on the A50/A500 trunk road network is predicted to increase by 24% with 

increases on the Strategic Highway Network being around 12%. 
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• The aforementioned increase in traffic is predicted to result in the overall average 
travel speeds of private vehicles to fall by around 14%, from 32.5 kph to 27.8 kph 
within the urban area as a whole. In particular, more significant reductions in travel 
speeds are predicted on the A50/A500 trunk roads where speeds fall by 22 %, from 
47.1 kph to 36.8 kph. This is in spite of the implementation of the A500 Stoke 
Pathfinder Project. 

• Similarly, traffic speeds on the Strategic Highway Network and ‘Other Roads’ are 
predicted to fall by 15% and 8%, respectively. 

• The disparity between the increase in traffic flows and resultant drop in speeds on the 
Strategic Highway Network and ‘Other Roads’ (i.e. a relatively small increase in traffic 
flows on the Strategic Highway Network is predicted to result in a significant reduction 
in speeds compared with a large increase in traffic on ‘Other Roads’ which is predicted 
to result in a smaller reduction in traffic speeds) demonstrates that significant 
proportions of the Strategic Highway Network are approaching or at capacity with 
traffic therefore diverting on to the less congested minor road network. 

 
Table 7.1 also shows the results of the impact of rising traffic levels on the efficiency of 
urban public transport services. The main observations are as follows: 
  
• The overall distance travelled is predicted to change little between 2002 and 2021. 

This however simply reflects the fact that no committed service changes have been 
allowed for. 

• However, due to increases in traffic and resultant congestion, average bus journey 
times are predicted to fall by over 12% from 20.4 kph in 2002 to 17.9 kph in 2021. This 
could also have the consequence of increasing overall bus operating costs between 
now and 2021. 

• Furthermore, the predicted reductions in bus speeds may also mean that the current 
accessibility problems faced by those who do not have access to a car will increase.  
Thus increasing congestion, coupled with a further general shift towards car 
ownership, could also mean that bus usage will decline, thereby reducing the overall 
viability of bus services and probably leading to a further lowering of standards. 

 
The above results have also been consolidated by the derivation of preliminary indicative 
values for the DfT congestion indicator of average delay per vehicle. These values have 
been derived in accordance with the appropriate DfT guidance. However, since the GPS 
data licensed to DfT from ITIS Holdings is not expected to be made available until later in 
2006 then the North Staffordshire Transport Model has been used to derive congested 
journey time information. Furthermore, due to the impracticalities of deriving network-wide 
values for the indicator then the transport model has also been used to derive inter-peak 
hour journey times as a proxy to the reference speeds defined in the DfT guidance. The 
results of this assessment are shown in Table 7.2. 
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Table 7.2: LTP2 congestion indicator (average delay per vehicle mile) 
 

Average Delay per Vehicle Mile (secs/vm) 
Road Type in the Urban Area 

2002 Base-Year 2021 Ref Case 

i) Trunk Road (A50/A500) 36.0 68.9 

ii) Strategic Highway Network 
(excl. Trunk Roads) 51.3 87.5 

iii) Other Roads 41.1 64.7 

Overall 44.2 76.0 

 
Thus, from Table 7.2 it can be seen that the average delay per vehicle is significant in the 
base-year with approximately 44 seconds lost per mile travelled in the urban area of North 
Staffordshire. In particular, 36 seconds are lost per mile on the trunk road network 
compared with 51 seconds on the Strategic Highway Network (excluding trunk roads) and 
41 seconds on ‘Other Roads’. The average delay per vehicle is predicted to significantly 
increase for all road types by 2021. 
 
The aforementioned predicted increases in traffic and resultant congestion will also affect 
road safety and environmental conditions. In terms of road accidents and local air 
pollution, improvements in vehicle design are predicted to outweigh the impact of 
increased traffic activity.  However, traffic noise and emissions of greenhouse gases are 
predicted to worsen. 
 
Furthermore, the level of congestion predicted by the above analysis appears to support 
the findings of the Government’s own work on traffic speeds (Traffic Speeds in English 
Urban Areas, DfT 2004). This found that the Stoke/Newcastle-under-Lyme urban area 
experienced the largest decrease in average speed over the period 1999-2004 of all the 
urban areas outside London. 
 
The above DfT study showed that average peak-hour traffic speeds within the urban area 
of Stoke-on-Trent and Newcastle-under-Lyme changed from 23.0 mph (37.0 kph) in 1999 
to 24.1 mph (38.8 kph) in 2002 and to 18.8 mph (30.3 kph) in 2004. This compares with 
the predicted reduction in average peak-hour traffic speeds by NSITS from 32.5 kph to 
27.8 kph between 2002 and 2021. The discrepancy between the DfT 2002 observed 
speed and the NSITS base-year modelled speed can be readily attributed to the fact that 
the DfT surveys are heavily biased towards the Trunk and principal road network with only 
16.6% of the road network surveyed being of a B-classification or less. However, the 
North Staffordshire transport model is obviously more comprehensive and includes those 
minor roads (accounting for over 50% of the modelled network) which have an impact on 
the routeing of traffic within the conurbation. Hence, the much lower base-year speeds 
predicted. 
 
Furthermore, the dramatic drop in speeds observed between 1999 and 2004 is not 
reflected in the results predicted between 2002 and 2021 by NSITS as the North 
Staffordshire transport model also takes into account a number of major committed 
schemes for the area (in particular, the A500 Stoke Pathfinder Project and the A50 grade 
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separation at Trentham Lakes) over this period. Therefore, since the aforementioned 
discrepancies can be readily explained gives confidence in both studies and confirms that 
average traffic speeds in North Staffordshire will continue to fall. 
 
NSITS also carried out an assessment of the efficiency of the highway network for existing 
and future traffic levels. This work has also been refined by the City Council using the 
North Staffordshire Transport Model to identify links and junctions with efficiency based 
problems using a revised set of link capacities, a re-definition of the congestion problem 
thresholds and a disaggregation of the results by road type. The results of this 
assessment are shown in Tables 7.3 and 7.4 with Figures 7.1 and 7.2 showing the 
geographical location of the problems. 
 
Table 7.3: 2002 and 2021 Link based efficiency problems 
 

Percentage of Network Subject to Problems 

No Problem Slight 
Problem 

Moderate 
Problem 

Serious 
Problem Network Type 

2002 2021 2002 2021 2002 2021 2002 2021

i) Trunk Road (A50/A500) 74.2 62.4 21.7 8.6 4.1 15.7 0.0 13.3 

ii) Strategic Highway  
(excl. Trunk Roads) 89.9 80.0 6.6 9.9 2.6 7.1 0.9 3.0 

iii) Other Roads 99.6 98.4 0.4 1.6 0.0 0.0 0.0 0.0 

Overall 96.3 93.1 2.7 3.1 0.8 2.4 0.2 1.4 

 
Table 7.4: 2002 and 2021 Junction based efficiency problems 
 

Percentage of Junctions Subject to Problems 

No Problem Slight 
Problem 

Moderate 
Problem 

Serious 
Problem Junction Type 

2002 2021 2002 2021 2002 2021 2002 2021

i) Trunk Road (A50/A500) 82.6 67.8 4.3 10.7 4.3 3.6 8.8 17.9 

ii) Strategic Highway  
(excl. Trunk Roads) 86.8 83.2 11.7 11.8 1.5 3.0 0.0 2.0 

iii) Other Roads 97.2 94.4 2.8 3.7 0.0 1.9 0.0 0.0 

Overall 90.0 85.8 8.2 9.0 1.2 2.6 0.6 2.6 

 
The results show that there are existing link efficiency problems which are concentrated 
primarily on those routes which carry the highest levels of traffic, namely the trunk roads 
and Strategic Highway Network. In 2002, it can be seen that 25.8% of the trunk road 
network has at least a slight problem, i.e. where the ratio of flow to road capacity is 
greater than 80%, compared to 10.1% for the Strategic Highway Network (excluding trunk 
roads). Similarly, the junctions on the network also show some major problems with 
17.4% of junctions on the trunk roads exhibiting some delays, i.e. having an average 
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vehicular delay of at least 30 seconds or more, compared with 13.2% of junctions on the 
Strategic Highway Network. 
 
The results show the situation significantly worsening by 2021 with 37.6% of the trunk 
road network and 20.0% of the Strategic Highway Network predicted to exhibit link-based 
problems. Similarly, 32.2% of junctions on the trunk road network and 16.8% of junctions 
on the Strategic Highway Network are expected to show an average vehicular delay of at 
least 30 seconds. 
 
Figure 7.1: 2002 Base year efficiency problems 
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Figure 7.2: 2021 Reference case efficiency problems 

 
 
With regards to the geographical location of these problems, Figures 7.1 and 7.2 clearly 
show that it is predominantly the urban core area centred around Newcastle town centre, 
Stoke town centre and the City Centre at Hanley which currently and will continue to 
experience significant levels of congestion. This will obviously have adverse impacts on 
the regeneration initiatives for these areas. In particular, the approaches to the City Centre 
and the City Centre South AMI are affected by significant congestion problems. Similarly, 
the approaches to the other town centres of Tunstall, Burslem, Fenton and Longton are 
already or will be adversely affected by congestion problems by 2021. The trunk road 
network can also be seen to be a significant source of efficiency based problems which 
will obviously affect the attractiveness of the area to visitors and, hence, be detrimental to 
regeneration efforts. 
 
Furthermore, it should be noted that the above results only identify the actual source of 
link and junction based efficiency problems within North Staffordshire. In reality, these 
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problems will also reduce the upstream capacity of links and junctions which in turn will 
also become subject to efficiency problems. Hence, the effects of congestion in North 
Staffordshire will be observed to be more prevalent than indicated by the above results 
with queuing and slow moving traffic being observed on significant proportions of the road 
network. Furthermore, these congestion problems will be compounded further by the 
occurrence of traffic accidents and incidents, road works, poor weather conditions and 
other events. It should also be noted that the results are based on outputs from the North 
Staffordshire Transport Model. Since this model is strategic in nature then it cannot be 
expected to take account of or replicate localised issues and conditions. 
 
These results therefore support the accepted and traditional view that congestion is a 
major problem in North Staffordshire. They also support the views and perceptions 
emerging out of the consultations on NSITS which had identified a large number of 
locations on the network where congestion is seen as a problem. Furthermore, these 
conclusions are supported by the work underpinning the Road Traffic Reduction report 
produced in 2000 in support of the Stoke-on-Trent LTP. The sections of the road network 
identified in this report as being overcapacity in 1999 and 2006 are consistent with the 
above results which gives confidence in the robustness of both sets of work.  
 
The identification of the sources of existing and future congestion problems will greatly 
assist in the formulation of local network improvements, the need for the implementation 
of traffic management schemes and the locating of bus priority schemes. 
 
 
7.3 The links with the other shared priorities and objectives 

 
Traffic congestion impacts on all of the other shared priorities and also many of the wider 
objectives of the North Staffordshire LTP.  All of these issues are interlinked so that one 
particular action or transport measure may have a beneficial effect on more than one of 
the objectives. The links between congestion, the other shared priorities and wider 
objectives are therefore discussed below: 
 
Regeneration 
 
This national, regional and local priority is important because of the many ways that traffic 
congestion can impact negatively on regeneration. Delays to road based deliveries and 
supplies affect a business’s ability to operate and can reduce profitability. Those 
businesses who need to attract customers will find that many people will prefer to go 
elsewhere if they perceive that the journey will be too difficult whatever the mode of travel. 
Congestion also impacts on neighbourhood renewal, town centre regeneration plans and 
the ability of people to reach jobs and training opportunities. In particular, people who are 
reliant on the bus will find that their journeys take longer and are more unreliable because 
of traffic congestion and this makes travelling to other parts of the conurbation 
unattractive. Furthermore, the RENEW and Regeneration Zone programmes will see a 
significant change in the form, function and character of North Staffordshire. This could 
potentially result in a localised increase in car travel and therefore worsen traffic 
congestion. Yet both programmes also have the potential to help in improving transport 
through the application of sustainable transport principles. For this reason the LTP has 
been developed alongside the work on the Newcastle-under-Lyme and Stoke-on-Trent 
City Council Local Development Frameworks. Transport officers are also actively involved 
in the development of regeneration masterplans across the conurbation. 
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Accessibility 
 
Increasing traffic congestion adversely affects all forms of travel using the highway 
network, however buses are particularly affected. Excess traffic flows and congestion on 
the network also create hazardous conditions for cyclists and pedestrians and generates 
severance issues. The accessibility of vulnerable sections of society is also compromised, 
particularly children, the elderly and people with mobility difficulties. Chapter 6 outlines the 
proposed framework for an accessibility strategy within the LTP. 
 
Air Quality  
 
Excessive motorised traffic is also a major contributor to localised poor air quality and 
particularly to the incidence of nitrogen dioxide and particulates. Furthermore, traffic 
emissions significantly increase where traffic is subject to congestion and is not allowed to 
move freely. Chapter 9 outlines the main areas in North Staffordshire where air quality is 
of concern and where it is expected that they will be declared as Air Quality Management 
Areas (AQMAs). All of these areas are where traffic congestion has been identified as 
being a problem. 
 
Road Safety 
 
Excessive traffic flows and congestion can create road safety problems as they prevent 
the safe crossing of roads by pedestrians who are forced to take risks. Children and 
people who are less mobile are most at risk in this respect. Traffic congestion also leads 
to bad driver behaviour because of frustration caused by delays. This includes illegal 
vehicle manoeuvres, driving through red lights, aggressive driving and “tail-gating” - all of 
which can lead to accidents. Consequently, a road traffic accident itself can also 
contribute to and exacerbate the problems of congestion. Furthermore, a major concern to 
the local authorities is the impact of accidents on the M6 motorway and trunk roads 
through the area which can have a far reaching impact on traffic conditions on the local 
road network. The Road Safety strategy outlined in Chapter 8 sets out the approach taken 
by the local authorities and their partners in dealing with bad driver behaviour. 
 
Maintenance 
 
In a typical year around 10% of traffic congestion is caused by road and street works. 
Therefore, in accordance with the Traffic Management Act (2004), the local authorities will 
plan their highway improvements to minimise congestion and also impress on the public 
utilities the need to do the same. The appropriate scheduling of works can make a big 
difference in terms of its likely impact on the operation of the network. A further issue is 
that the historical layout of roads in Stoke-on-Trent and parts of Newcastle-under-Lyme 
limits the opportunity for adequate diversionary routes whenever road works take place. 
Clearly some disruption is unavoidable but with the co-ordination of works, the right 
amount of media publicity and on-road signage as well as clearly way-marked 
diversionary routes the impact on traffic flows can be minimised. 
 
Health 
 
The transport strategy recognises that the health, well being and overall quality of life of 
individuals can be compromised by living in a heavily congested environment. Excessive 
traffic emissions lead to poor air quality which in turn leads to health problems such as 
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respiratory diseases. Traffic noise and the presence of queues of traffic can lead to stress 
and depression which in turn can leave people vulnerable to other illnesses. Road 
accidents and the fear of accidents are another obvious detriment to health. The 
severance of communities caused by busy roads can prevent people from using local 
shops which in turn results in the increasing need to use a car to reach services. This 
causes people to travel less by bus, walking or cycling so that they become less active as 
a result which can lead to obesity and general fitness problems. 
 
Integration of Spatial and Transport Planning 
 
A key contributor to traffic growth in North Staffordshire has been the scale, type and 
location of development over the past 50 years. Much of this development has been in 
out-of-town locations and has been car-focused in its design which in turn has 
perpetuated the car dependency cycle. If future traffic growth and congestion is to be 
managed effectively, it is vital that the link between spatial planning and transport is 
recognised by all partners whether internal or external. 
 
In the same way that accessibility should be a key criterion in planning the location and 
design of new services, the likely impact that new developments could have on traffic 
levels must also be considered. Consequently, the key areas of action are exactly the 
same as set out in the accessibility strategy, namely: 
 
• Closer working with statutory spatial planners and development control officers. 
• Closer working with service providers and developers. 
• Requesting a travel plan for all major planning applications. 
• Developing a developer contributions policy in line with emerging Government advice. 
 
 

7.4 Developing the congestion strategy 
 
Clearly it is important to understand why congestion occurs as well as where. The 
analysis provided in the sections above tell us that there are many parts of North 
Staffordshire where traffic congestion which is caused by inefficiencies in the operation of 
the highway network (i.e. where there is insufficient highway capacity to accommodate the 
demand for travel) is a chronic problem. However, other causes of congestion in North 
Staffordshire are difficult to establish as there is little or no objective information on this 
subject along with the fact that perceived views of congestion by the public do not always 
reflect reality. 
 
Nationally, the Office of National Statistics Omnibus surveys in 2004 found that people 
perceived road works as being the main causes of congestion followed by high traffic 
volumes and the school run. Traffic incidents, illegal parking and goods vehicles 
loading/unloading were also cited as significant causes of congestion.  The actual split 
between these various causes clearly varies from area to area and is unlikely to reflect the 
actual problems. Research from the USA (Paniati, 2003) and the UK (TRL, 2003) suggest 
that more than half of lost journey time was due to recurring reasons related to excessive 
traffic volumes while around 25% of lost journey time is due to non-recurring incidents and 
traffic accidents. The remaining lost time is due to other non-recurring causes including 
road and street works, adverse weather, special events and faulty traffic lights. 
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In summary, the main causes of congestion are as follows: 
 
• Recurring: 

o Limited offer of alternative travel modes. 
o Ineffective management of capacity. 
o Unrestrained demand for car travel. 
o Insufficient highway network capacity. 

 
• Non-recurring: 

o Incidents/accidents. 
o Road works. 
o Special events. 
o Adverse weather. 

 
It is clear that any strategy to ease the problems of congestion in North Staffordshire will 
not only need to address the reasons for the problem but will need to communicate the 
causes of congestion to the travelling public. It is also clear that because car drivers are 
part of the congestion problem they should play an equally important part in the solution.  
 
As referred to in Chapter 4, the long term strategy of the LTP seeks to reduce congestion 
on the transport network in North Staffordshire so that it is operating below its capacity 
and, hence, ensure greater journey reliability for essential journeys such as public 
transport and commercial transport. This would also provide knock-on benefits to the 
other LTP objectives, particularly accessibility, air quality and regeneration.  
 
As part of this approach the following key strategic aims of the congestion strategy have 
been identified: 
 
C1.  Providing high quality alternatives to the car. 
 
C2.  Creating a more effectively managed transport network. 
 
C3. Encouraging smarter travel through travel awareness and behavioural 

change. 
 
C4.  Managing travel demand and car parking. 
 
C5.  Providing new infrastructure to meet local transport needs. 
 
The strategy developed to meet these objectives is summarised in Table 7.5.  
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Table 7.5: The main causes of congestion in North Staffordshire and the actions 
proposed to alleviate them 
 

Main Causes of 
Congestion 

Action and Related 
Objectives 

LTP Measures/Schemes 

Recurring 
Limited offer of 
alternative travel 
modes 

Provision for other 
travel modes - C1 

• Bus priority corridors  
• Bus service improvements 
• Cycling and walking measures 
• Park and ride  
• Improved access to railway stations 

Ineffective 
management of 
capacity 

Improved technology 
to control and manage 
traffic flows - C2 
Parking enforcement - 
C4 

• Advanced Transport Telematics (ATT)/ 
Urban Traffic Control (UTC) system   

• Decriminalised Parking Enforcement  
• CCTV and Automatic Number Plate 

Recognition (ANPR)  
Unrestrained demand 
for car travel 

Travel demand 
management  - C3 
and C4 
 
 

• Promotion of sustainable travel 
• Car park management and pricing 
• Road pricing/congestion charging – 

long term 
• Traffic management schemes 

Insufficient highway 
network capacity 

Build additional 
capacity and remove 
bottlenecks - C5 
More efficient use of 
existing capacity - C2 

• Highway improvements 
• Park and ride 
• ATT / UTC system 

Non-recurring 
Incidents/accidents Incident management 

Information to traveller 
- C2 

• ATT system 
• CCTV 
• Variable Message Signs (VMS)  
• Real-time public information system - 

System for Urban Management and 
Information Transmission (SUMIT) 

Road works Road works 
management 
Information to traveller 
- C2 

• Road and street works management  
• Rapid response team 
• Cyclic maintenance programme 
• CCTV 
• ATT system – VMS  
• Use of local media 
• SUMIT 

Special events  Information to traveller 
- C2 

• CCTV 
• ATT system – VMS 
• Use of local media 
• SUMIT 

Adverse weather Information to traveller 
- C2 

• CCTV 
• ATT system – VMS 
• Use of local media 
• SUMIT 
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7.5 Tackling congestion – the actions 
 
The proposed actions related to the key areas of the congestion strategy will be prioritised 
as the LTP develops by taking into account their contribution towards achieving LTP 
targets, their value for money and the availability of resources. The key areas of the 
congestion strategy are discussed below: 
 
(C1) Providing High Quality Alternatives to the Car 
 
To address traffic congestion across North Staffordshire we need to provide realistic and 
viable alternatives to the car, namely; public transport, walking and cycling. The first Local 
Transport Plans covering the period 2000 to 2005 focussed primarily on improving 
conditions for alternative forms of travel, for example implementing bus priority measures, 
new cycle routes and road safety schemes. This work will need to continue in the next 
LTP period with the main areas of action to provide alternatives to the car being as 
follows: 
 
Implementing the Bus Strategy 
 
The Bus Strategy (Appendix D) is a key part of the North Staffordshire LTP and its 
provision cuts across most of the transport priorities and objectives of the LTP. The 
strategy recognises that the bus is an important alternative to car travel for many urban 
journeys yet this mode of travel has seen a significant decline in usage since bus 
deregulation in 1986 both nationally and, especially, in North Staffordshire. The analysis 
shows that bus services in particular suffer from the effects of congestion as this makes 
them unreliable. Therefore the key to improving public transport performance (and making 
them more attractive for people to use) lies in separating buses from general traffic 
particularly at those junctions and network links where congestion is an ongoing problem. 
 
The main actions proposed which are directly relevant to meeting the congestion 
objectives are as follows: 
 
a) Advanced Transport Telematics 

 
Much of the work concerned with improving the reliability of bus services using bus 
priority and urban traffic control is already in progress. For example, both authorities 
have invested heavily in the Advanced Transport Telematics system which, amongst 
other features, is giving priority to buses at signalled controlled junctions.  Progress is 
now being made towards a partnership with bus operators to implement a more 
sophisticated ‘Intelligent Priority’ system for buses at key signalised junctions, which 
will link into a real-time information facility for passengers. 
 

b) Bus Priority 
 

The creation of bus priority corridors within the existing road network that are free from 
through traffic was recommended by NSITS and also builds on the quality bus 
partnership already in place between the authorities and First plc. It is proposed that 
these corridors could be introduced along those routes which are currently carrying the 
highest numbers of bus services and passengers.  
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These are the routes from: 
 
• Longton - Fenton - City Centre (Hanley). 
• Fenton - Stoke - Newcastle. 
• Stoke - Stoke Station - City Centre (Hanley). 
• Newcastle - Wolstanton - Etruria Park and Ride - Festival Park - City Centre 

(Hanley). 
• City Centre (Hanley) - Bucknall - Bentilee. 
• City Centre (Hanley) - Burslem - Tunstall. 
• City Centre (Hanley) - Smallthorne - Sneyd Green. 

 
These routes are currently being investigated regarding their suitability for treatment 
as bus priority corridors. The implementation of the routes will be prioritised according 
to their impact on the surrounding highway network (especially, where traffic may be 
diverted on to unsuitable alternative roads), where they serve the proposed Park and 
Ride sites, the magnitude of the benefits to bus passengers, where capacity is 
released and benefits can be locked in from the completion of highway schemes (for 
example, the A500 Stoke Pathfinder Project) and where they can complement and be 
integrated with development and regeneration proposals (for example, the City Centre 
Regeneration Framework and the major housing areas being developed by RENEW).  
 
It is therefore anticipated that within this LTP period bus priority corridors will be 
implemented as appropriate between Longton and the City Centre, Fenton and 
Newcastle, Stoke and the City Centre and Newcastle and the City Centre. The other 
routes will be implemented in the longer term. 
 
Because of the magnitude of this work it is recognised that the investigation will be 
greatly assisted by additional funding and will therefore form one of the elements of 
the local authorities’ bid to the Transport Innovation Fund (TIF) during 2006. 
Obviously, a successful TIF bid will expedite the investigation, prioritisation and design 
of the bus priority corridors and bring forward the implementation of these proposals. 
 

c) Quality Bus Partnership (QBP) 
 
The existing QBP between the authorities and First covers a number of services on 
key corridors. The aim is to build on this to further encourage the provision of more 
modern, accessible vehicles in North Staffordshire, plus other quality factors such as 
information and customer care, and to link the QBP to a Punctuality Improvement 
Partnership (PIP) that will identify the causes of delays to bus services and the 
remedies available. QBPs will be extended to include and maximise the potential of 
decriminalised parking control and Automatic Number Plate Recognition (ANPR) 
enforcement powers. The existing quality bus partnership will be built on with the 
adoption of a statutory Quality Partnership or Quality Contract approach being 
investigated as appropriate. These are discussed in more detail in the Bus Strategy. At 
a minimum, the service coverage should be improved such that the vast majority of 
residents within the conurbation have a satisfactory level of accessibility to key 
facilities, services and employment opportunities at most times of the day and on each 
day of the week. Furthermore, bus operators will be encouraged to continue to invest 
in their fleets in order to ensure that the comfort, quality and image of buses are 
maintained. 
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However, it should be noted that the QBP agreement has failed to prevent the 
contraction of some services, therefore, the authorities will consider: 
 
• Declining reliability or punctuality of services for reasons within the operators' 

control. 
• Failure to make progress in improving the accessibility of the vehicle fleet. 
• Failure to make progress towards patronage growth. 
• Failure to achieve target service levels on primary and secondary networks. 
• Accessibility targets not being met in line with the aims of the Bus Strategy. 

 
d) Hanley Bus Station 
 

Hanley bus station will be replaced by the implementation of the City Centre multi-
modal transport interchange with any barriers to interchange in the City Centre also 
being addressed. 

 
e)  Access to Railway Stations 

 
Improvement in access to the intercity rail station at Stoke by all modes will be 
supported and an interchange facility will also be provided at this location. Also good 
access from the station to key destinations including the City Centre, Newcastle town 
centre and key employment and tourist “honeypots” sites will be promoted. 
Furthermore, plans for improved access to other rail stations including Longton and 
Kidsgrove will also be investigated and implemented as resources permit. 

 
f) Taxis 
 

Proposals to delimit hackney carriage licenses to improve travel choice and to allow 
greater regulation of taxi provision will be pursued. 

 
Implementing Walking and Cycling Measures 
 
There has been excellent work on improving facilities for pedestrians and cyclists carried 
out by Stoke-on-Trent City Council and Staffordshire County Council during the first five 
years of the Local Transport Plans. This work will continue because of its potential to take 
cars off the roads. A North Staffordshire wide cycling strategy will also be developed to 
help guide this investment. Because these strategies meet several of the shared priorities 
(accessibility, congestion, air quality, road safety and quality of life) only the key elements 
relevant to the congestion strategy are outlined below. 
 
a) On-Highway Cycling Facilities 

 
On-highway cycling facilities to give cyclists priority at junctions and along key links on 
the network will continue to be implemented. Furthermore, the needs of cyclists are 
being considered in the design of highway schemes and Toucan crossings are also 
being provided where cyclists need to cross busy roads. More cycle parking facilities 
in town centres, at key interchanges and at public buildings will also be provided. 
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b) Safer Walking 
 

Specific walking schemes to aid crossings and provide safer routes in busy areas will 
continue to be implemented. Furthermore, safe and direct pedestrian access to bus 
stops is being looked at as part of a package to encourage more bus use. 

 
c) Greenways 
 

The off-road cycle and walking network is being expanded by making use of the 
extensive canal, river and greenways in North Staffordshire. Rights of way are also 
being widened and improved. 
 

d)  Safer Routes to School 
 
The Safer Routes to School programme will be continued in order to encourage more 
children to walk and cycle to school. This is an ongoing part of both the City and 
County Councils’ capital programmes and is expected to continue for the foreseeable 
future. 

 
e) Traffic Calming 
 

Local residential areas are being traffic calmed to reduce vehicle speeds and to create 
a safer environment. There are already many 20 mph zones across North 
Staffordshire and these will be added to over the next 5 to 10 years. Furthermore, new 
residential areas will be automatically designated with 20 mph streets. 

 
f) Rights of Way 
 

The improvement of rights of way will be progressed through the completion of the 
ROWIP. (See Appendix F for more details on this area of work). 

 
(C2) Creating a More Effectively Managed Transport Network  
 
Staffordshire County Council and Stoke-on-Trent City Council have an ongoing policy of 
making the best use of the existing highway capacity in order to reduce congestion and 
improve journey reliability. This is mainly being achieved through work on transport 
telematics, the reallocation of road space and exercising the network management duty. 
 
Advanced Transport Telematics 
 
Both Councils will continue to invest in transport telematics to make better use of the 
existing highway capacity, improve the operation of junctions and to give buses priority 
over cars along key corridors. The first LTP programme has already resulted in the 
implementation of Advanced Transport Telematics (ATT) on fourteen of North 
Staffordshire’s transport corridors and consists of 39 SCOOT sites, 6 MOVA sites, 42 
VMS and 98 sites monitored by RMS. 
 
It has been demonstrated that SCOOT is capable of producing a 10-15% reduction in 
delays along signalised corridors and MOVA is capable of reducing delays by 15-20% at 
isolated junctions when compared to normal signalled controlled junctions. Thus the 
implementation of ATT in North Staffordshire will have had a significant beneficial impact 
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on traffic movements within the conurbation.  Furthermore, all SCOOT and MOVA sites in 
North Staffordshire have been fitted with Selective Vehicle Detection (SVD) equipment to 
provide buses and emergency service vehicles with priority at traffic controlled junctions. 
 
VMS has been installed at 29 locations for the purpose of providing information on the 
City Centre car parks and at another 13 sites to provide motorists with “real-time” journey 
information on delays on the network. The latter facility is also available on the web at 
www.sumit.stoke.gov.uk . A further 18 VMS sites are proposed to serve Newcastle town 
centre. Furthermore, all VMS can be manually overwritten to display any approved 
messages to inform the traveller. Therefore, by means of congestion censors at the 
Stafford control room and the CCTV system linked to the control room at Stoke-on-Trent, 
manual intervention can take place where traffic problems occur as a result of an accident 
or other incident. 
 
A recent development is the installation of Automatic Number Plate Recognition (ANPR) 
into the CCTV system in Stoke which will be used to monitor bus lane infringement and 
potentially enforce parking in the future. ANPR also has the potential to measure journey 
time reliability, in particular that of bus services, at key points through the network. 
Future developments will include Real Time Passenger Information (RTPI) along key 
corridors and the installation of high speed / broadband communications to support the 
control systems.  
 
The Reallocation of Road Space 
 
The two authorities will continue to make more efficient use of existing highway capacity 
through the reallocation of road space. This will include the investigation and 
implementation of the following measures: 
 
• Bus lanes and bus priority measures. 
• High Occupancy Vehicle (HOV) lanes. 
 
There has already been significant investment in bus priority measures including bus 
lanes on some corridors across the conurbation. In total there are 2.8 km of bus lanes and 
these have been located in strategic locations to maximise the benefit to bus operators. It 
is planned to extend existing bus lanes and provide new ones as appropriate. This would 
help to reduce bus journey times and increase the reliability of services. 
 
At present only buses and cycles use bus lanes. However, there is a desire by other road 
users, notably taxis and private hire vehicles, lorries and motorcycles, to also use them. 
Similarly, the City and County Council are aware of experiments into high occupancy 
lanes (HOVs) which can lead to a more efficient use of road space. The authorities will be 
discussing with the DfT how best this can be taken forward and using an analysis tool 
from the DfT’s Roads Information Framework to forecast the impact of this type of 
intervention. There will also be an investigation into the appropriate technology that would 
be required to enforce HOVs.  
 
The Network Management Duties 
 
The responsibility of the Traffic Managers of the two authorities will in particular be crucial 
in ensuring that the efficiency of the network is maintained. The Traffic Management Act 
(TMA) 2004 includes the following main provisions: 

153 

http://www.sumit.stoke.gov.uk/


CHAPTER 7: TACKLING CONGESTION 

• Local authorities are required to appoint a Traffic Manager to oversee network 
management duties to keep traffic moving. 

• A tightening of the regulatory framework within which utility companies are permitted 
to dig up local roads and to give local authorities more powers to co-ordinate works to 
minimise disruption. 

• The scope for local authorities to take over enforcement of traffic contraventions from 
the police by allowing civil traffic enforcement legislation covering parking, 
infringement of bus lanes and some moving traffic offences. 

 
The City and County Councils have designated Traffic Managers who have 
responsibilities for network management and highway maintenance. Work is currently 
underway to comply with the Act in order facilitate the achievement of the congestion 
objectives. 
 
In summary, the response to the new duty includes the following actions: 
 
• Identifying the needs of all road users through ongoing consultation. 
• Recording all customer contacts. 
• Tailoring, and reviewing on an ongoing basis, the work programme to reflect customer 

needs. 
• Working closely with neighbouring authorities and the Highways Agency to manage 

the network efficiently. 
• Employing an on-call team of trained highway staff to deal immediately with problems 

and incidents before a more long term solution can be developed. 
• Making use of UTC and CCTV to monitor the network and responding immediately. 
• Including equality and safety design audits as part of the scheme design process. 
 
Other Duties 
 
Table 7.5 shows that non-recurring causes of congestion which include incidents, road 
and street works, adverse and unexpected weather conditions and special events are 
being dealt with through the following areas of work: 

 
a) Incident Management  

 
Incidents and unplanned events are a major contributor to congestion because of their 
unexpected nature and far reaching impact. Yet despite their high profile in the media 
they only account for a small proportion of all congestion on the network. Generally, 
local transport authorities have only a peripheral role in the management of these 
problems as the leading role is played by the police and other emergency services. 

 
However, the Traffic Management Act has placed a greater emphasis on this area of 
work particularly for trunk roads and motorways. The Highways Agency has 
introduced Traffic Officers to supplement the work of the police and provide a faster 
response time to incidents. The Highways Agency has also introduced the National 
and Regional Traffic Control Centres which manage the network to reduce delays and 
disruption to traffic by the provision of information via variable message signs (VMS) 
and the internet. Both of these initiatives are of relevance to North Staffordshire 
because of the two major trunk roads passing through the conurbation (the A50 and 
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A500) and also because North Staffordshire is bordered to the west by the M6 
motorway with two key junctions (15 and 16) serving the area. Major incidents on 
these roads nearly always have an adverse knock-on effect on the local road network 
which inconveniences all travellers, delays buses and increases air pollution. 
Therefore the local authorities fully support these initiatives. 

 
Stoke-on-Trent City and Staffordshire County Councils have recognised that there is 
merit in working together to replicate some of these initiatives to reduce the impact of 
incidents. These include the following: 
 
• A Local Traffic Control Centre operated jointly with Staffordshire Police. 
• Expansion of the VMS network on local roads.  
• Harmonising Decriminalised Parking Enforcement across North Staffordshire. 
• Addressing moving traffic offences using Automatic Number Plate Recognition. 
 
It is also recognised that some of these initiatives can help to deal with traffic problems 
caused by bad weather conditions and large events such as pop concerts. In the case 
of bad weather, both authorities have rapid response teams who can be mobilised 
quickly to deal with a range of problems. In particular, there are teams who clear 
obstacles, unblock gullies, grit icy roads and clean roads of any fuel spillages. 
 

b) Road and Street Works Management 
 
Whilst road works tend to only be responsible for around 10% of congestion problems 
in a typical year they are, however, highly visible and are perceived by the public as a 
“significant problem”. It is therefore important that their impacts are minimised as far 
as possible particularly as many of the road and street works are under the 
supervision of the local authorities or are at least known to them. Stoke-on-Trent City 
Council and Staffordshire County Council will therefore continue to work together to 
implement better control and co-ordination of all activity on the network. Specific areas 
of action include: 
 
• Use of CCTV and congestion censor systems for early warning of localised 

congestion due to road works and checking with agencies to ensure works are 
permitted. 

• Consideration of a Permit Scheme covering all Local Authority and utility company 
activities on the network. 

• Reorganising functions within the authorities to ensure co-ordination, programming 
and consistency. 

• Ongoing monthly meetings with utility companies to ensure co-ordination of 
activities. 

• Dissemination of information to travellers by the internet, Variable Message Signs 
and local media. 

 
c) Traveller Information 
 

In the event of incidents, events or bad weather which can cause a sudden build up of 
traffic congestion it is important to act promptly and equally important to keep the 
users of the highway informed. Good use is already made of local radio in their regular 
traffic and travel broadcasts. More recently, roadside Variable Message Signs (VMS) 
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have been used to report potential delays and provide warnings of future events which 
might add to the journey times. Furthermore, Stoke-on-Trent City Council has taken 
the concept of VMS further by developing a real time public information system called 
SUMIT - System for Urban Management and Information Transmission. This roadside 
information system will help the Council control the flow of traffic around the city's 
highway network. An agreement with the Highways Agency will also allow some ATT 
controlled VMS on the A50 and A500 trunk roads which will be used to inform visitors 
to the North Staffordshire area. 

 
Both authorities are also making good use of the internet to provide information for all 
travellers. For example, the Stoke-on-Trent SUMIT system gives travel time 
information on the main roads, whilst Staffordshire County Council is developing the 
TrafficWatch system which will provide congestion information for all major routes in 
the County including the urban area of Newcastle. Information on where temporary 
Traffic Regulation Orders have been agreed will also be posted on the internet. 

 
Furthermore, the development of the Real Time Passenger Information system as 
described in the accessibility and bus strategies will lead to bus travellers receiving 
similar quality information on the whereabouts of their bus service. For those with 
internet access the system will provide information on whether the bus is delayed 
before they leave the house. This will help to reduce frustration with bus services 
particularly at times when their reliability is most affected by traffic congestion. 

 
(C3) Encouraging Smarter Travel through Travel Awareness and 
Behavioural Change 
 
Encouraging greater travel awareness and a change in travel behaviour so that more 
people use their cars less and use other means of travelling is an important part of the 
congestion strategy as well as the longer term transport strategy. 
 
The strategy aims to procure a step change in travel behaviour by promoting sustainable 
travel messages as well as promoting new schemes implemented as part of the capital 
programme. This will build on the excellent work carried out by both authorities on 
promoting travel awareness over the past ten years and which has also built up a wealth 
of knowledge and techniques in this field of work. The forthcoming bid to the Transport 
Innovation Fund (TIF) during 2006 will include an element which refers to the need to 
boost the promotion of sustainable travel. 
 
Both Councils are members of the West Midlands TravelWise Group and the National 
TravelWise Association and are active in their pursuance of Travel Plans for schools, 
hospitals and workplaces. The Staffordshire and Stoke-on-Trent Share-a-Lift scheme and 
the Staffordshire TravelWise Award scheme are examples of joint initiatives. Both 
authorities also have their own Travel Plan.   
 
Areas for action include: 
 
Travel Plans 
 
Working with organisations such as schools, businesses and hospitals will continue 
through the  development of site specific Travel Plans which include measures such as 
car pools, cycle parking and lockers, green fleets, bespoke public transport information for 
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staff and car sharing databases. This work is already well developed by both Stoke-on-
Trent City Council and Staffordshire County Council and there are currently over 100 
Travel Plans in existence in North Staffordshire, half of which are based in schools. 
Around 15% of the workforce in Stoke-on-Trent is already covered by an approved Travel 
Plan and the new combined hospital site employing over 8,000 staff will also be covered 
by a Travel Plan. 
 
Travel Awareness 
 
New transport measures (e.g. new Safer Routes to School and cycle schemes) 
implemented through the capital programme will be promoted and publicised so that local 
people are aware of them and are encouraged to use them. 
 
Furthermore, travel awareness campaigns will be used to promote sustainable travel and 
provide information on how people can increase their travel options. Similarly, tailored 
information leaflets on travel to different types of facility (e.g. leisure, healthcare, 
employment and shopping) will be produced in conjunction with partners in order that 
these can be integrated with their own marketing and publicity literature. 
 
Share-a-Lift Initiative 
 
The Staffordshire and Stoke-on-Trent Share-a-Lift initiative which started in early 2005 will 
continue to be developed. This is a web-based car-sharing database which already has 
over 300 users and is helping to reduce drive alone car journeys to work. 

 
Personal Journey Planning 

 
The potential to introduce a Personal Journey Planning programme as recommended by 
NSITS will be investigated as resources permit. 
 
Partnership Working 

 
JobCentre Plus will be worked with in order to develop a travel advocacy scheme. This 
will include providing training to JobCentre Plus staff on using the journey planner and 
ensuring that all Job Centres have access to the journey planning software and have up-
to-date timetable information on all public transport services in the area. 
Appropriate discussions will also be held with the LEAs concerning varying the school 
start and finish times so as to reduce the impact of education based car journeys on the 
network. 
 
(C4) Managing Travel Demand and Car Parking  
 
NSITS concluded that providing major new infrastructure will not in itself improve 
accessibility or reduce congestion. The transport objectives can only be achieved if there 
is a continued programme of demand management measures to reverse the car 
dependency cycle and cut unnecessary car trips. 
 
This key conclusion lies at the core of the longer term transport strategy to 2021. The 
application of some form of road pricing, congestion charging or increased car parking 
charges will create a level playing field between private and public transport and raise a 
new revenue stream to re-invest into the transport network. Furthermore, increasing the 
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cost of car travel will curtail its use and will lead to reduced congestion which in turn will 
help to improve travel conditions for all modes of transport, in particularly public transport, 
as well as reducing the negative impacts of traffic on disadvantaged areas. The local 
economy will also benefit as commercial and business related journeys will be less 
impeded and become more reliable. Demand management measures should therefore 
provide the conditions to help promote social inclusion and improve access to services, 
jobs and customers. 
 
It will be important, however, that demand management measures are implemented in a 
way that does not disadvantage vulnerable or excluded groups in line with the Disability 
Discrimination Act. For example, any changes to parking policy should take into account 
the need for adequate disabled parking provision. Equally, the application of road pricing 
or congestion charging will need to be sensitive to the state of the local economy and the 
need to support local regeneration.  
 
Within North Staffordshire the following two main areas will therefore be considered for 
the purpose of demand management: 
 
Parking Policies 
 
The availability and cost of car parking can have a major impact on travel behaviour. 
Unlimited free or cheap car parking, as is provided in many of the out of town retail areas 
in North Staffordshire, encourages car use even when buses are a viable alternative to 
travel. Furthermore, parking policy is also complicated by the different standards and 
levels of tariffs set by the two authorities responsible for car parking, namely Stoke-on-
Trent City Council and Newcastle-under-Lyme Borough Council. However, the partners 
will continue to apply a strict parking regime in the central areas and town centres to 
encourage local car drivers to use local bus services and longer distance travellers to use 
the proposed park and ride services. 
 
The parking enforcement powers of Stoke-on-Trent City Council (which started 
Decriminalised Parking Enforcement in 2001) will continue to be used to keep traffic 
flowing freely and safely around the city by reducing illegal parking especially where 
congestion is a problem. The introduction of Decriminalised Parking Enforcement in the 
Newcastle area is planned for 2007. 
 
There are a range of options that will be considered as part of a comprehensive review of 
car parking across North Staffordshire. These include: 
 
• A review of the quality and location of car parking provision so that the sites can be 

more effectively managed and create less traffic “searching for spaces”. 
• A review of car parking charges across North Staffordshire. 
• Management of car parking supply through the application of PPG13 maximum 

parking standards. This will be discussed and taken forward as appropriate through 
the emerging Local Development Frameworks. 

• Addressing the balance between long and short stay car parking supply in the City 
Centre and Newcastle town centre to discourage car-based commuting. 

• Developing remote long stay park and ride sites as part of an overall parking supply 
strategy for the conurbation. 
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Road Pricing or Congestion Charging 
 
In the long term (at least after 2016) NSITS gave a very strong recommendation for some 
form of congestion charging or road pricing regime for the urban core area of the 
conurbation but excluding the A50 and A500 trunk roads. (These two roads were 
expected to be covered by other forms of road pricing to be administered by the Highways 
Agency). NSITS carried out a comprehensive evaluation of congestion charging and 
concluded that as an essential part of the strategy the benefits would include: 
 
• A reduction in link and junction capacity problems; 
• Improvements in journey times of all vehicles, particularly buses; 
• Improvements in road safety; 
• Reductions in traffic related noise and emissions;  
• Reductions in green house emissions; and 
• Tackle the significant issues and problems associated with Private Non-Residential 

(PNR) free parking in the urban core. 
 
However, this has since been overtaken by events following the announcement by the 
Secretary of State for Transport on 9 June 2005 of the Government’s proposals for a 
national road pricing scheme.  Though this will have the same benefits as a local 
congestion charging scheme it is not clear whether Local Transport Authorities will be able 
to benefit from any additional revenues which could be used to fund further transport 
improvements such as bus services and behavioural change measures. 
 
In order to fully investigate the effects of a local road pricing scheme the local authorities 
are seeking funding from the Transport Innovation Fund (TIF). Despite an unsuccessful 
bid to TIF in October 2005, a repeat bid is planned in 2006 in order to facilitate a 
comprehensive study to be undertaken covering a number of the key elements of the 
transport strategy including road pricing. 
 
(C5) Providing New Transport Infrastructure 
 
One of the components of the long term transport strategy recommended by NSITS, and 
endorsed by the local authorities, is the provision of some new transport infrastructure. 
Some parts of the conurbation are difficult to get to by any form of transport and new 
sections of highway will not only help reduce congestion which is experienced by all 
vehicles but will also improve public transport journey times, reliability and accessibility. 
Some infrastructure could also directly support or be part of public transport priority 
measures. The three main programmes of work which the Local Transport Plan will be 
promoting are junction improvements, park and ride and other highway improvements as 
follows: 
 
Junction Improvements 
 
These will make an important contribution to ensuring that the network becomes more 
efficient and, hence, ease congestion and reduce nitrogen dioxide levels. As shown in 
Figure 7.2, the North Staffordshire Transport Model has identified a number of key 
junctions with existing or predicted efficiency problems. If these are improved then they 
would improve traffic flows, greatly reduce bus delays and where appropriate would also 
be to the benefit of the bus priority corridors. Wherever possible the junction 

159 



CHAPTER 7: TACKLING CONGESTION 

improvements will be designed to benefit other road users including freight vehicles, 
pedestrians and cyclists. 
 
The local authorities will be undertaking more detailed investigations into potential 
solutions for those junctions which have been identified with existing or predicted 
inefficiency problems. 
 
Furthermore, there will be close working with the Highways Agency to improve the inter-
operability of all of the A500 and A50 trunk road junctions with the local road network. 
 
Park and Ride 
 
NSITS noted that the vast majority of trips between the conurbation and its surrounding 
area are made by private vehicles. Such trips account for around 35% of all private 
vehicle movements within the conurbation and this is expected to increase to 36.5% by 
2021. These trips obviously contribute to the current congestion problems within the 
conurbation which in turn adversely impacts on the delivery of essential goods and the 
performance of public transport. A park and ride system would, however, allow some of 
these car users to transfer to public transport based services at some point in their journey 
and result in an improvement in the efficiency of the road network. 
 
It is proposed that the park and ride system will be built in phases with the first site 
implemented at Sideway and the second site at Etruria though this may be subject to 
change due to land ownership issues. An additional site in the Bucknall area is also 
proposed though this is subject to access issues being overcome. A longer term (beyond 
2011) objective would be to create a park and ride site at Chatterley Valley. All of the park 
and ride services will serve the City Centre. However they will also provide a high quality 
bus network linking the major employment developments at Sideway, Trentham Lakes, 
Festival Park, Etruria Valley and Chatterley Valley as well as the key destinations of the 
City Centre, Newcastle town centre, Stoke rail station and the new combined hospital site. 
 
A detailed study will therefore be required into the costs, feasibility, design and other 
technical aspects of the proposed park and ride sites. Because of the magnitude of this 
work it is recognised that the study will be greatly assisted by additional funding and will 
therefore form another of the elements of the local authorities’ bid to the Transport 
Innovation Fund (TIF) during 2006. Obviously, a successful TIF bid will expedite the 
completion of this study and facilitate the implementation of the two park and ride sites 
sooner within this plan period.  
 
Highway Improvements 
 
There are a number of highway improvements and traffic management measures which 
will be introduced to reduce localised traffic delays. Many of these will be road safety 
measures and schemes required to enhance public transport, including the provision of 
possible new bus priority corridors. No new major road schemes are proposed over and 
above those already given approval – i.e. the Tunstall Northern Bypass and Hanley-
Bentilee Link. Other localised improvements include town centre bypasses within Burslem 
and Stoke-upon-Trent. 
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7.6 Measuring performance 
 
The local authorities will continue to monitor traffic levels through an ongoing programme 
of manual and automatic traffic counts.  An external cordon of sites is already in existence 
and this will be extended to include some screenlines within the conurbation. This and 
other traffic information will be used to maintain the North Staffordshire Transport Model 
which will be used to provide an ongoing assessment of the overall general performance 
of the highway network and also of specific schemes as they are completed. 
 
Monitoring the progress on tackling congestion will be greatly assisted by the receipt of 
the GPS traffic data licensed to the Department for Transport from ITIS Holdings. This 
information is expected to be made available later in 2006. 
 
In addition, the introduction and application of Automatic Number Plate Recognition 
(ANPR) will allow journey time monitoring to take place along key corridors and this, along 
with supplementary in-vehicle journey time surveys, will also provide useful information to 
measure vehicle delay and, hence, congestion. 
 
 
7.7 Congestion targets 

 
The Government has set a number of mandatory indicators for use by local authorities in 
the second round of Local Transport Plans. Those related to measuring the performance 
of meeting the congestion objectives are shown in Table 7.6. 
 
Table 7.6: Congestion indicators and targets 
 

Congestion Indicator Baseline Target 

M7. Passenger journeys 
on buses – BVPI 
102. 

Baseline – 2004/05.

 

 

Target to maintain the number of local bus 
passenger journeys originating in the area 
until 2008/09 and then increase by 2% in 
the last two years to 2010/11.  

M8. Satisfaction with 
local bus services – 
BVPI 104. 

Baseline – 2003/04.

 

To improve bus satisfaction levels to 55% 
by 2009/10. 

M12. 

 

Change in area-wide 
road traffic mileage – 
LTP2. 

Baseline – 2004. Target to ensure the growth in area-wide 
road traffic mileage does not exceed an 
average of 1% per year between 2004 
and 2010. 

M14. Mode share of 
journeys to school – 
LTP4. 

Baseline – 2006/07. A provisional target has been set based 
on existing data of keeping the proportion 
of children travelling to school by non-car 
means at or above 50% for primary 
schools and 65% for secondary schools.  

M15. Bus punctuality – 
LTP5. 

Baseline – 2005/06. To increase punctuality of bus services 
departing timing points to 85% of all 
scheduled departures being within the 
window of one minute early and five 
minutes late by 2010/11. 
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Congestion Indicator Baseline Target 

M16. Changes in peak 
period traffic flows to 
urban centres – 
LTP6. 

Baseline – 2003/04. Achieve a 10% reduction in the total 
number of vehicles travelling into the city 
centre during the am peak by 2010/11. 

M17. Congestion 
monitoring (change 
in average vehicle 
delay) – LTP7. 

Baseline – 2003: 

Using North 
Staffordshire 
Transport Model, 
locally collected 
data and GPS data. 

To be established on receipt of GPS data 
from ITIS Holdings. 

L3. Proportion of 
workforce covered by 
travel plans – Local 
indicator. 

Baseline - 2004/05. Achieve 30% of the workforce to be 
covered by travel plans by 2010/11. 

L6. Traffic levels across 
North Staffordshire – 
Local indicator. 

Baseline - 1999. Constrain traffic growth to a maximum of 
10% between 1999 and 2011 compared 
with the 1997 Low Growth NRTF 
projected increase of 15% over the same 
period (excluding trunk roads). 

L7. Number of days of 
temporary traffic 
controls – BVPI 100 
Local indicator. 

Baseline - 2004/05. To maintain the number of days of 
temporary traffic controls caused by local 
authority road works at zero days/km of 
traffic sensitive roads in Stoke-on-Trent. 
To reduce the number of days of 
temporary traffic controls caused by local 
authority road works to 1.3 days/km of 
traffic sensitive roads in Staffordshire. 

I5. Proportion of schools 
with a travel plan – 
Local indicator. 

In house record of 
number of school 
travel plans. 

Indicator only, no target set. 

 
In general, the local authorities believe that without appropriate capital intervention on key 
schemes such as the bus priority corridors, provision of new transport infrastructure and 
further investment in the transport telematics system then the above targets will be difficult 
to achieve as traffic levels continue to rise sharply and bus patronage continues to 
decline. This will be further exacerbated by the significant growth in traffic expected from 
growing economic activity and the regeneration programmes even after allowance has 
been made for some successes in demand management and promotion of smarter travel. 
 
However, with appropriate measures and schemes in place the targets show an ambitious 
increase in bus patronage in the later years of the LTP, a corresponding reduction in area-
wide traffic growth of less than 1% a year and no increase in traffic growth to urban 
centres. How long this takes will depend on the level of capital resources available. 
 
Fuller details relating to these targets are provided in Chapter 13: Performance 
Management and also Appendix B: Details of Targets and Indicators. Figure 7.3 provides 
a process flow chart which shows the relationships between the different actions, 
objectives, desired outcomes and which targets are used to measure them.  
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Figure 7.3: Tackling congestion process flow chart 
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7.8 Conclusions 
 
It has been shown that congestion is currently and will continue to be a significant problem 
in North Staffordshire. The impacts of congestion have also been shown to have direct 
impacts on the other shared priorities and objectives. 
 
In summary, the congestion strategy represents a balanced and realistic package of both 
capital and revenue measures to reduce congestion and help all travellers across North 
Staffordshire. The strategy aims to make best use of the existing transport network 
through the use of Advanced Transport Telematics, the reallocation of road space and the 
duties of the Traffic Management Act. These aims will be complemented by the 
management of the demand for travel and influencing travel behaviour through providing 
high quality alternatives to the car (including improvements to bus services and walking 
and cycling facilities), the promotion of travel awareness campaigns and appropriate car 
parking policies. The investigation of road pricing or congestion charging will also be 
considered for implementation in the longer term. The strategy also proposes the 
provision of some new transport infrastructure and recognises the necessity for working in 
partnership with other bodies, including bus operators, businesses, RENEW and the North 
Staffordshire Regeneration Zone. 
 
However, since the regeneration programmes in North Staffordshire will see a significant 
change in the form, function and character of the conurbation then this could potentially 
result in a localised increase in car travel and therefore conflict with the objectives of the 
congestion strategy. Hence, it is recognised that there may be a need to achieve a 
balance between the likely impacts of regeneration and the aims of the congestion 
strategy. However, significant elements of the strategy, in particular, those relating to 
providing high quality alternatives to the car, will support regeneration. Similarly, the 
adoption of sustainable transport measures in the regeneration programmes will 
complement the congestion strategy. 
 
This strategy is therefore considered to be the best way forward to help local 
communities, local businesses and the individual. Furthermore, the benefits of the 
strategy will cut across all of the shared priorities and therefore help to meet sustainability, 
accessibility, equality and economic objectives. 
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8. IMPROVING AIR QUALITY  
 
8.1 Introduction  

 
Air quality is a priority for North Staffordshire as there are many places where the national 
air quality objectives for nitrogen dioxide (NO2) and particulates (PM10) are being 
exceeded, mainly due to traffic emissions. This has been confirmed by the ongoing 
monitoring of air quality by the local authorities and also by the North Staffordshire 
Integrated Transport Study (NSITS). 
 
Though there is evidence nationally that overall air quality could improve due to reductions 
in emissions through improvements in vehicle design it is unlikely that the local situation 
will show a marked improvement until well after 2010. There is also the risk that the 
regeneration programmes of North Staffordshire RENEW (Housing Market Pathfinder) 
and the North Staffordshire Regeneration Zone could create a greater demand for travel 
over the next 15 to 20 years, so steps will need to be taken to ensure that this does not 
worsen air quality and compromise the attractiveness of the area and the health of local 
people. 
 
Thus for the foreseeable future, air quality is still an important issue across North 
Staffordshire which needs to be addressed as part of the overall transport strategy for the 
next five-year period of the LTP. 
 
 
8.2 The analysis of the problem  

 
Under the Local Air Quality Management provisions of the Environment Act (1995), local 
authorities are required to carry out a Review and Assessment of air quality in their areas 
on a regular basis with specific reference to seven key pollutants. This work forms the first 
stage of the air quality management process and has the following two key objectives: 
 
• To identify local areas where the air quality objectives will not be met. 
• To ensure that air quality is considered in other Council decision-making processes, 

such as spatial planning and traffic management. 
 
Within North Staffordshire, air quality is the responsibility of Stoke-on-Trent City Council 
and Newcastle-under-Lyme Borough Council. As a result of the first round of the Review 
and Assessment process, the City Council concluded that the nitrogen dioxide annual 
mean objective would be exceeded in the Cliffe Vale area of the City by the target date of 
2005. In addition, Burnham Street (Fenton) was identified where the particulate (PM10) 24-
hour mean objective would be exceeded more than 35 times a year by the target date of 
December 2005. 
 
Both areas were declared Air Quality Management Areas (AQMAs) and Air Quality Action 
Plans (AQAP) were produced for each. During the second round of the Review and 
Assessment process a further seven areas were identified where the nitrogen dioxide 
annual mean objective was expected to be exceeded by the target date of December 
2005. Following approval from the Department for Environment Food and Rural Affairs 
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(DEFRA) and Council approval it was agreed to declare a City-wide AQMA on 1 April 
2006.  An AQAP will be produced for the City within 12 months which will take into 
account the objectives of this LTP. The AQAP will make specific reference to the seven 
areas where particular problems have been identified though it is recognised that many of 
the solutions will need to be wider in their application. 
 
Newcastle-under-Lyme Borough Council submitted its 2004 Progress Report in May 2005 
and was accepted by DEFRA.  However, concerns have been raised in the report 
regarding the levels of nitrogen dioxide at particular sites within the Borough. Although 
progression to a detailed assessment (the declaration of an AQMA) has not been 
necessary, there are geographical areas where further monitoring and investigation will be 
required due to the air quality objectives being potentially exceeded in the future. 
 
NSITS confirmed that high traffic levels in many parts of the conurbation have given rise 
to localised air quality problems with the levels of nitrogen dioxide (NO2) and particulates 
(PM10) being of concern. These are shown in Figures 8.1 and 8.2 below and are based on 
outputs from the 2002 base-year transport model.  
 
Figure 8.1: Local air quality problems, NO2 (2002 base-year) 

 

© Crown Copyright. All rights 
reserved. Stoke-on-Trent City 

Council 100024286 2004.
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Figure 8.2: Local air quality problems, PM10 (2002 base-year) 

 

© Crown Copyright. All rights 
reserved. Stoke-on-Trent City 

Council 100024286 2004.

 
The predominance of transport as one of the major causes of poor air quality is confirmed 
in the examination of the latest NOx data for 2003 from the UK’s National Atmospheric 
Inventory sponsored by DEFRA. As shown in Figure 8.3, road transport is responsible for 
approximately 57% of all NOx emissions across the LTP area though much of this is 
found to come from the trunk road and motorway network. This database will be examined 
annually by the partners to monitor any changes over time. 
 
Figure 8.3: 2003 NOx Emissions in the North Staffordshire LTP Area (Tonnes) 
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8.3 The links with other shared priorities and objectives  
 
Air quality impacts on many of the other shared priorities and wider objectives of the North 
Staffordshire. These issues are interlinked so that one particular action or transport 
measure may have a beneficial effect on more than one of the objectives. The links 
between air quality, the other shared priorities and wider objectives are therefore 
discussed below: 
 
Regeneration 
 
As outlined in Chapter 5: Supporting Regeneration, the scale of the North Staffordshire 
RENEW (Housing Market Pathfinder) and North Staffordshire Regeneration Zone 
programmes and the level of investment will have a far reaching and long lasting impact 
on the form, function and character of North Staffordshire. This could potentially result in a 
localised increase in car travel and therefore worsen traffic congestion, air quality and 
compromise the attractiveness of the area. However, both programmes have the potential 
to help improve transport through the application of sustainable transport principles and, 
hence, manage traffic flows and air quality issues. 
 
Congestion 
 
Traffic emissions significantly increase where traffic is subject to congestion and is not 
allowed to move freely. The key areas of action of the congestion strategy will therefore 
have obvious beneficial impacts on air quality. In particular, the actions of making more 
efficient use of the existing highway network, travel demand management, encouraging 
sustainable travel and providing new transport infrastructure will potentially provide major 
improvements in air quality. A more detailed description of these areas of work is detailed 
in Chapter 7: Tackling Congestion. 
 
Health 
 
The transport strategy recognises that the health, well-being and overall quality of life of 
individuals can be compromised by living in a heavily congested environment which 
results in poor air quality. Obviously, this in turn can lead to or exacerbate health problems 
such as respiratory diseases. 
 
Maintenance 
 
In a typical year around 10% of traffic congestion is caused by road and street works 
which will obviously exacerbate air quality problems. Therefore, in accordance with the 
Traffic Management Act (2004), the local authorities will plan their highway improvements 
to minimise congestion and also impress on the public utilities to do the same. The 
appropriate scheduling of works can make a big difference in terms of its likely impact on 
the operation of the network. Therefore, along with the right amount of media publicity and 
on-road signage as well as clearly way-marked diversionary routes the impact on traffic 
flows and, hence, air quality can be minimised. 
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Accessibility 
 
Because of the strong links between the issues of accessibility and congestion then any 
measures implemented to improve accessibility through the improvement and potential 
increase in use of sustainable transport will obviously improve air quality due to reducing 
car travel. 
 
 
8.4 Developing the air quality strategy  

 
The Air Quality Strategy for North Staffordshire is focussed on reducing the levels of 
nitrogen dioxide across the area designated as an AQMA. This is effectively all of Stoke-
on-Trent as it was decided that having one single Air Quality Action Plan (AQAP) tackling 
the air quality problems of the seven sites where NOx standards are being exceeded 
would be more effective. The Action Plan itself will be developed during 2006 to meet the 
Government deadline of 12 months following the declaration of an AQMA. 
 
Three key objectives have been agreed and the rest of this chapter is structured around 
these main areas of work: 
 
AQ1. Developing our knowledge of air quality. 
 
AQ2. Implementing direct action to improve air quality. 
 
AQ3. Providing information and education on air quality. 
 
The relationship between air quality and the other shared priorities have been discussed 
above and are also shown graphically in Figure 8.4. This shows the strong links with the 
congestion and accessibility strategies and the importance of delivering the actions and 
interventions associated with these programmes. 
 
The main areas of work are discussed in detail in the following sections. 
 

169 



 
Figure 8.4: Improving air quality process flow chart  
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8.5 Developing our knowledge of air quality (objective AQ1) 
 
It is important to have a good understanding of the air quality situation across North 
Staffordshire in order that problems and issues can be monitored and addressed. The 
following main areas of air quality monitoring are therefore currently being carried out by 
the authorities: 
 
• The Department for the Environment, Food and Rural Affairs (DEFRA) Automatic 

Urban and Rural Network (AURN) continues to operate a site within the City which 
monitors nitrogen dioxide (NO2), particulates (PM10), sulphur dioxide (SO2), carbon 
monoxide (CO), ozone (O3) and benzene (C6H6). 

• During 2005 the Stoke-on-Trent Air Quality Monitoring Network consisted of five 
automatic monitors; all of which measure NO2 and two also measure PM10. In 2006 
two additional monitors will be commissioned; both will monitor NO2 and one will also 
measure PM10. 

• During 2005 the nitrogen dioxide diffusion tube network was extended from 62 to 94 
monitoring locations within the City. The additional sites were commissioned to both 
evaluate the extent of poor air quality in those areas identified in the Air Quality 
Detailed Assessment (May 2005) and to monitor improvements resulting from the Air 
Quality Action Plan (AQAP) following the declaration of a City-wide Air Quality 
Management Area (AQMA). 

• Newcastle-under-Lyme Borough Council have 4 automatic monitors measuring NO2, 
CO, SO2 and PM10. Also two more diffusion tubes have been added to the existing 
network on a new residential development on the A34. This is to assess whether the 
objective will be breached at this relevant location. 

 
Despite this comprehensive regime of monitoring the seven main pollutants, there is still a 
need to improve the information available to help measure the progress made in 
alleviating the problems. This will be achieved by: 
 
• Enhancing the monitoring of NO2 and PM10 in order to identify local pollutant hotspots. 
• Developing and maintaining an emissions inventory to support the modelling of air 

quality through the Staffordshire Air Quality Forum (SAQF) formed in 1998. 
• Working with the other members of the SAQF to ensure good inter-authority 

communication, exchange of information and sharing of training and best practice. 
• Seeking additional funding through the SAQF and directly to DEFRA to expand on the 

monitoring network. 
 
 
8.6 Implementing direct action to improve air quality  

(objective AQ2) 
 
There are many types of action available to help reduce poor air quality. The precise 
choice of action will depend on each individual circumstance and there may be some 
actions which are more appropriate to some areas than others. The main areas of action 
are: 
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Air Quality Control  
 
This relates to the work carried out by the Environmental Health Officers of the City and 
Borough Councils in tackling immediate and short-term air quality problems. There are 
several main areas of work including: 
 
• Setting policies in the form of guidance notes and reports on, for example, Controlling 

Hydrogen Fluoride Emissions to the Atmosphere, Enforcement Procedures and 
Smoke Control. 

• Establishing performance indicators to measure progress on meeting statutory 
obligations. 

• Applying control mechanisms, for example: 
o Data collection procedures. 
o Making sure that all prescribed industrial processes regulated by the authorities 

are authorised, inspected, monitored and reviewed. 
o Ensuring that Smoke Control Orders are complied with. 
o Non-prescribed industrial or commercial processes apply the best practicable 

means in controlling emissions. 
• Dealing with any reported incidents and if necessary carry out appropriate 

enforcement action. 
 
Spatial Planning and Policy 
 
Spatial planning provides a way forward to improve air quality in the medium to long term. 
The new Local Development Framework (LDF) process provides an opportunity for land 
uses to be appropriately sited so that sensitive properties, such as housing, are not sited 
in areas of poor air quality and also to reduce the impact of a development on air quality. 
For example, a new development should have a Travel Plan in place to help reduce car 
traffic and promote the use of less polluting modes of travel such as walking, cycling and 
public transport. 
 
On a day-to-day basis, the emerging spatial planning policies will be implemented through 
the development control process. That is, whenever a planning application is made it is 
checked to make sure that it meets the requirements of the development plan (or the 
future LDF) and any relevant planning guidance issued by Government. Since air quality 
is a “material consideration” then the Councils can either refuse permission or enter into a 
legal agreement to develop a series of measures to mitigate any air quality issues. These 
might include highway improvements or the implementation of measures such as 
footpaths, cycle lanes or public transport facilities to improve non-car access to a 
development. 
 
Therefore areas with poor air quality, such as those within an Air Quality Management 
Area, can potentially influence a development control decision. In the case of a proposed 
housing developments within such an area then strong evidence would be needed to 
demonstrate that the development was appropriate in that particular location. Air quality 
concerns could therefore provide sufficient grounds to refuse planning permission if there 
are insufficient other material planning benefits.  
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Transport Planning and Policy 
 
Transport planning is important as many of the air quality problems observed in North 
Staffordshire result from traffic emissions. Though many of the NOX problems will have 
resolved themselves in the longer term due to the tighter controls over vehicle 
manufacturing introduced by the Government, there are still expected to be some 
localised problems requiring transport intervention. Particulates (PM10), however, will 
remain a serious issue for many parts of the network and it is possible that due to future 
tighter thresholds then some form of transport intervention will be required in both this and 
the next LTP plan period. 
 
The partners agree that there is no single transport intervention which can resolve all poor 
air quality problems. For this reason, this LTP includes measures which in combination or 
where applied locally can help to reduce poor air quality. The main areas of work include: 
 
• Providing more environmentally friendly alternatives to the car. 
• Encouraging sustainable travel. 
• Demand management measures. 
• Making better use of the existing network. 
• Using regulatory powers. 
 
There is a strong relationship between air quality and the issues of accessibility and 
congestion and therefore the first four areas of work have already been covered in depth 
in the previous Chapters. In brief, the main areas of action are as follows: 
 
Providing More Environmentally Friendly Alternatives to the Car 

 
The highway authorities can invest in many alternative forms of travel to the car to try to 
encourage people to switch modes. Using the bus, cycling and walking are all modes 
which give out fewer emissions per passenger journey than a car and are therefore 
positively encouraged. Therefore, the provision of bus priority, bus interchange and other 
infrastructure improvements will help make bus travel more reliable, quicker and easier to 
use. Cycling and walking measures such as cycle lanes, toucan and pelican crossings, 
new footways, off-road routes and safer routes to school have already been implemented 
and these will continue to feature in the future programme. Some highway improvements 
can also help reduce emissions by tackling congestion at certain locations. 

 
Encouraging Sustainable Travel 

 
Providing alternative means of travel is only part of the strategy. People need to be 
persuaded to use the bus, cycle or walk and for this reason the authorities are very active 
in their work on travel awareness campaigns and travel planning. All new developments 
now require a Travel Plan and the quality and implementation of these plans are carefully 
controlled by the local authorities. This places some of the responsibilities for reducing 
congestion and in turn air pollution onto local organisations such as businesses, schools 
and hospitals. 

 
Demand Management Measures 

 
The application of fiscal controls such as parking charges or road pricing aim to dampen 
down car use and this will help to reduce congestion and traffic emissions. Higher car 
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parking charges are applied in the central areas of the conurbation where congestion (and 
air pollution) is worse and these will continue to be applied and possibly increased. The 
consideration of a congestion charging regime within North Staffordshire would need to 
have regard to economic concerns, as well as air quality and congestion issues, and 
would therefore only be considered as a longer term option (beyond 2015). 

 
Making Better use of the Existing Network 

 
The control and management of traffic flows is facilitated by the urban traffic control 
systems of the highway authorities. Traffic flows are “smoothed” by co-ordinating the 
sequence of traffic signals which helps to reduce emissions. Buses are also given priority 
at signals which increases their reliability and attractiveness to potential users. There will 
therefore continue to be investment in the Advanced Transport Telematics (ATT) system 
to control and manage vehicular movement along sensitive corridors. 
 
Using Regulatory Powers 

 
The highway authorities have the powers to make Traffic Regulation Orders (TROs) to 
prohibit, restrict or regulate vehicular traffic on roads which could therefore be used to 
restrict traffic from entering an air quality sensitive area. Speed limits could also be set to 
create a calmer, safer environment and which would encourage more people to take up 
walking and cycling. 
 
In summary, by investing in the transport system and offering local people more options to 
travel by different modes can help reduce traffic levels and, hence, traffic emissions. 
 
National Measures 
 
The Action Plan will also recognise that there are many national initiatives which will help 
to reduce vehicle emissions. The most effective are regulatory measures and standards 
for car manufacturers to reduce emissions. Other national initiatives include fiscal 
measures and grants to encourage the take up of cleaner fuels such as LPG and the 
Powershift programme. 
  
Each of these areas of work will require involvement by different sections of the local 
authorities together with any external partners. It is therefore important that the action is 
co-ordinated through the North Staffordshire Air Quality Strategy.  
 
 
8.7 Providing information and education on air quality 

(objective AQ3) 
 
Information and education about air pollution is key to the whole process of Local Air 
Quality Management. Many of the air quality issues of today and in the future require a 
culture change in the way people think and how they can respond to this issue. The work 
of the partners through the Air Quality Strategy can play a major role in helping to win the 
“hearts and minds” of all concerned by providing the kind of information which people can 
easily understand, appreciate and act upon. 
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In brief, the partners will inform and consult the public on air quality issues by:  
 
• Providing real-time measurements from the air quality monitoring station in Hanley via 

Ceefax page 417, Teletext pages 155 and 169 and the internet: www.airquality.co.uk. 
• The publication of Environmental Monitoring Reports by the City and Borough 

councils. 
• Providing internet sites on air quality (www.pollution.stoke.gov.uk/air quality and 

www.newcastle-staffs.gov.uk/pollution). 
• Public display boards giving air quality information. 

 
The partners will educate the public on air quality issues by: 
 
• utilising existing public awareness campaigns including TravelWise, Local Agenda 21 

(Stoke-on-Trent Greensteps) and the Stoke-on-Trent Healthy City Partnership; and 
• utilising member level meetings and the Local Strategic Partnerships (LSPs) to inform 

decision makers and agencies with an interest in air quality. 
 
 
8.8 Air quality indicators and targets  

 
For the purpose of the North Staffordshire LTP the air quality target will be in two parts. 
Firstly an objective to keep within the national standards for all pollutants. The national 
targets for air quality which are of particular relevance to traffic-related pollution in North 
Staffordshire are as follows: 
 
• Nitrogen dioxide 

o 200 µgm3 not to be exceeded more than 18 times a year (1-hour mean) by 
31/12/2005. 

o 40 µgm3 provisional annual mean by 31/12/2005. 
 
• Particles (PM10) 

o 50 µgm3 not to be exceeded more than 7 times a year (24-hour mean) by 
31/12/2010. 

o 20 µgm3 annual mean by 31/12/2010. 
 

• Sulphur dioxide 
o 350 µgm3 not to be exceeded more than 24 times a year (1-hour mean) by 

31/12/2004. 
o 125 µgm3 not to be exceeded more than 3 times a year (24-hour mean) by 

31/12/2005. 
o 266 µgm3 not to be exceeded more than 35 times a year (15-minute mean) by 

1/12/2005. 
 
• Carbon Monoxide 

o 10 µgm3 daily maximum (8-hour mean). 
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In practice and as mentioned above, only two of the standards are currently being 
exceeded – the annual means for NOx (40 µgm3) and particulates (20 µgm3). The 
considerable history of monitoring and the availability of a wealth of past data of Nitrogen 
Dioxide levels lends itself to this pollutant being used as a performance target for the 
purpose of the North Staffordshire LTP. Accordingly, Table 8.1 identifies the “worst case” 
site in each of the seven areas in North Staffordshire where air quality has been identified 
as a problem and the expected improvement by the end of the plan period. All of the 
locations are in Stoke-on-Trent as there are no reported sites elsewhere in North 
Staffordshire where the NOx standard has been exceeded. 
 
Table 8.1: Sites where NOx levels exceeded 
 

Area Site ID Easting Northing 2005 Provisional 
Data (µgm3) 

2010 target 
(µgm3) 

Meir              
(Continuous Monitor) Meir 392992 342332 39.0 33 

Joiner's Square 
(Continuous Monitor) JS 388746 346457 40.0 34 

Victoria Place 2005/011 389335 344693 44.2 37 

Burslem 2005/034 386904 349828 42.8 36 

Cobridge 2005/001 387625 348516 48.8 40 

Hanley 2005/022 388676 347611 46.6 39 

Bucknall 1999/001 389884 347289 43.0 36 

 
There will be ongoing monitoring of these sites to gauge whether there has been any 
improvement in air quality. Similarly the monitoring programme will continue to take place 
across the conurbation to ensure that standards are not exceeded in other locations as a 
result of changes in travel patterns or increases in traffic. 
 
The air quality objectives are policy targets which reflect the desired level of air quality. 
They are designed to be feasible and practical and include an economic appraisal of the 
achievement of the desired levels.  Local authorities are not legally obliged to achieve 
these objectives as some sources of emission are out of their control. They are, however, 
required to work towards them by producing action plans which set out measures to be 
implemented in pursuit of the objectives. The Councils will continue to use modelling 
reports, air quality monitoring and local knowledge to target those areas that have the 
potential to breach the national targets. 
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9. IMPROVING TRAVEL SAFETY  
 
9.1 Introduction  

 
The objective of improving travel safety is an important component of the underlying 
transport strategy of the North Staffordshire Local Transport Plan. Very good progress has 
been made in reducing accident levels thanks largely to the efforts of the local authorities, 
the police and their partners. However there are still too many people being killed or 
seriously injured whilst travelling in North Staffordshire and this has a high human and 
financial cost to society.   
 
The measures outlined to reduce the number and severity of road traffic accidents are 
justified from the benefits that arise from savings in human life and suffering. Department 
for Transport guidelines for 2004 indicate that, in monetary terms, every fatal casualty 
costs £1,384,440, a serious casualty costs £155,560 and a slight casualty costs £11,990.  
When these figures are applied to local casualty totals in North Staffordshire (16 fatal, 103 
serious, 1733 slight), they show a cost to the community of some £58,952,390.  
 
Reducing accidents will have social and economic benefits, such as the reduced burden 
on the National Health Service, fewer incidents of congestion which occur at accident 
sites and also the creation of a safer, healthier environment for pedestrians and cyclists. 
This highlights the important links between road safety and the other shared priorities of 
accessibility, congestion and quality of life. It also explains why the local highway 
authorities have an ongoing partnership with other agencies including the health 
authorities, the police and the local community. 
 
This strategy will provide an outline of the existing road casualty problems, provide local 
casualty reduction targets and set out how these targets will be achieved over the five 
year span of this LTP. 
 
 
9.2 Casualty analysis 

 
Casualty Trends 
 
Road accident casualties across North Staffordshire have declined significantly since 
records began and there has been a reduction of 11% since the 1994/98 average 
baseline was established in the Government’s Road Safety Strategy (“Tomorrow’s Roads 
– Safer for Everyone”, DETR 2000). This reduction in casualties is against a background 
increase in traffic levels across North Staffordshire and is also comparable to the national 
reduction of 12%.  Figures 9.1, 9.2 and 9.3 illustrate the trends reflecting killed and 
seriously injured and slight casualties, all of which show a gradual downward path. 
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Figure 9.1: Total numbers of KSI casualties 1994 to 2004 and target trajectory 
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Figure 9.1 shows that there has been a drop of 123 KSI casualties since 1994. Using 
three year rolling averages the line on the graph is smoothed and shows a continued 
downwards trend which is reflected in the trajectory to 2010. 
 
Figure 9.2: Child KSIs from 1994 to 2004 and target trajectory 

45

39
37

31 31 3238

30
33

27
29

31 26
25

23
22

20
19

17

28 29
26

30

22

16

25 26

35

0

5

10

15

20

25

30

35

40

45

50

1994 1995 1996 1997 1998 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010

N
um

be
r o

f C
as

ua
lti

es

All Child KSI's

3yr Rolling Average

1994-98 Average

Trajectory

 
 

178 



CHAPTER 9: IMPROVING TRAVEL SAFETY  

Figure 9.2 shows how the numbers of child KSIs have reduced from 45 in 1994 to 16 in 
2004. The three year rolling average line shows a more realistic trend to take account of 
irregularities yet this is still downwards. Again this is reflected in the trajectory. 
 
Figure 9.3: All slight casualties 1994 to 2004 and target trajectory 
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Figure 9.3 shows a reduction in slight casualties from 1994 to 2004 though the trend has 
been very irregular. Overall the trend is downwards and this is reflected in the trajectory to 
2010. 
 
However, in spite of this reduction, there were still over 1,800 people either injured or 
killed on roads across North Staffordshire during 2004 and this is clearly unacceptable.  
 
By Mode 
 
An analysis of all casualties in 2004 by mode of travel reveals that the majority (63%) of 
all accident casualties are car occupants and this reflects the higher levels of car usage by 
this mode. However, only 4% of car occupants are killed or seriously injured – the majority 
of accidents involving cars tend to only result in slight injuries.  
 
When this is compared with the proportion of KSIs for the more vulnerable modes such as 
walking (12%), cycling (9%) and motorcycling (20%), it is clear that when these modes are 
involved in an accident they are more likely to fare much worse than a car occupant. This 
shows that priority needs to be given to identifying the location and causes of accidents 
involving vulnerable road users and to implement measures aimed at reducing them. 
Such measures will include a combination of engineering and education initiatives. 
 
Motorcycling casualties continue to be a cause of concern in North Staffordshire. The 
Government’s Motorcycling Strategy published in February 2005 revealed that 
motorcyclists represent a large proportion of road casualties in relation to their numbers. 
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They make up only 1% of road traffic, but suffer around 20% of deaths and serious 
injuries. The Strategy also indicates that one in five deaths on the road is now a 
motorcyclist. 
 
Indeed, in Stoke-on-Trent alone, three of the 11 fatalities in 2004 were motorcyclists. 
Moreover, within the City, some 30% of the accidents involving motorcyclists involve 
younger riders (17 – 19 year olds) using smaller capacity bikes and scooters. Both local 
authorities in North Staffordshire will continue to monitor the situation, and are carrying out 
audits to assist in highlighting the main contributory factors and suggesting ways forward 
to tackle the problem. 
 
By Age and Gender 
 
An analysis of casualties in 2004 by age and gender across North Staffordshire shows 
that casualties are more likely to be male than female. It was also noted that the young 
age groups, particularly the 16-19, 20-29, and 30-39 year olds are those with the highest 
rate of casualties per head of population. 
 
Child casualties are relatively low compared with other age groups in North Staffordshire. 
However, there is a requirement to pay particular attention to this age group to meet 
targets identified in the National Road Safety Strategy and the Government document 
“Every Child Matters”. Figure 9.2 shows the numbers killed and seriously injured child 
casualties in North Staffordshire since 1994 and the good news is that the graph reveals 
that there has been a gradual decline in casualties. 
 
Deprived Areas 
 
As part of the City Council’s Neighbourhood Road Safety Initiative the child pedestrian, 
child cyclist and elderly pedestrian casualty situation was examined against a backdrop of 
deprivation. Casualties were grouped by neighbourhood area and it was found that there 
was an obvious casualty problem in a number of areas with a high incidence of 
deprivation. It was found that the vast majority of the child casualties were local to the 
neighbourhood, whilst the elderly pedestrians were either injured locally or close to 
shopping areas throughout Stoke-on-Trent. Correspondingly, in areas with little 
deprivation, child accidents were found to be much lower. 
 
Work-Related Road Safety 
 
The publication in 2003 of the joint Department for Transport / Health and Safety 
Executive document ‘Driving at Work’ has brought the management of work related road 
safety to the fore. It has been estimated that nationally, up to a third of all road traffic 
crashes involve somebody who is at work at the time. To assess the situation in North 
Staffordshire, detailed investigation of the available local casualty data will be undertaken 
and remedial measures explored as necessary.  
 
North Staffordshire Integrated Transport Study 
 
The North Staffordshire Integrated Transport Study (NSITS) included an evaluation of 
safety conditions on the highway network using three years of data up to December 2002. 
During this period, there were 1,570 personal injury accidents per year (PIAs) on or near 
those links which make up the significant road network within the North Staffordshire 
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conurbation. Of these, some 995 PIAs occurred on links whilst another 575 occurred at 
junctions. 
 
In the case of link based PIAs, pedestrian casualty rates tend to be highest on routes with 
urban frontages and on single carriageway roads, with pedestrians making up some 25% 
of all casualties in such locations. The study also found that between 20 and 25% of all 
casualties that result from PIAs on lower class roads (B, C or unclassified) are children 
aged between 5 and 16. In half of these occurrences, the child was a pedestrian. A similar 
pattern was observed for the intersections. 
 
The NSITS carried out an analysis of the spatial distribution of the PIAs to establish locally 
based PIA occurrence rates for different types of road and differing forms of intersection 
control. The accident rates for North Staffordshire were compared with national rates 
obtained from the ‘Road Casualties in Great Britain 2004’ Annual Report (Department for 
Transport 2004) as shown in Table 9.1 below. It was found that accident rates in North 
Staffordshire were below the national rates for motorways, trunk roads and A roads but 
above the national rates for local roads. 
 
Table 9.1: Comparison of annual average Personal Injury Accident rates on links in 
North Staffordshire compared with national statistics. (Source: Road Casualties in 
Great Britain 2004 Annual Report and NSITS 2005) 
 

Urban Areas Rural Areas 
Link Type 

Local National Local National 

Motorway 0.08 0.09 0.08 0.09 

Core Trunk Roads 0.09 0.11 

A Roads (Dual) 0.33 0.16 

A Roads (Single) 0.67 

 

0.70 

0.31 

 

0.25 

B Roads 0.91 0.32 

Other Roads 1.00 
0.64 

0.43 
0.46 

 
The occurrence rates were also used to establish the severity of current accident 
problems on each link and at each intersection. A ratio was calculated of the number of 
PIAs occurring each year against the average number of such accidents expected to 
occur on the link or intersection using the occurrence rates. The bigger the difference 
between the actual and expected numbers of accidents, the greater the severity of the 
accident problem. This factor was used as one of the indicators for NSITS to measure the 
effectiveness or otherwise of the preferred strategy on safety. 
 
Figure 9.4 shows graphically the results of this analysis. Around 17% of the network is 
experiencing severe link based safety problems and 10% of the junctions. By 2021, the 
number of PIAs is expected to decrease slightly despite a 20% increase in vehicle 
kilometres in the urban area. This reduction is likely to be due to ongoing improvements in 
vehicle design, tighter highway and traffic management standards and greater user 
awareness. Pedestrian based PIAs are also expected to show a similar improvement. The 
long term strategy of the LTP will improve conditions still further and especially at 
intersections and for pedestrians. 
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Figure 9.4: Road safety problems – all road users, 2002 base year, NSITS 2005 
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9.3 Road safety – putting the plan in context  
 
Links with Deprivation 
 
Evidence suggests that there is a direct link between deprivation and road safety and this 
has been highlighted in several areas within North Staffordshire. The relationship between 
social class and child pedestrian fatalities for example has been known for over 20 years, 
perhaps being most clearly identified in the Black Report (1980). Child pedestrian fatalities 
(1-15 years) by occupational class of the parent were last published in 1988. This showed 
that child pedestrians in the lowest social class were five times more likely to be killed 
than their counterparts in the highest social class. Further research suggests that the 
differential between social groups has widened (Roberts and Power 1996). Furthermore, 
social and environmental factors which have contributed to the causes of pedestrian injury 
include speed of traffic, housing type and density, traffic volume and lack of safe crossing 
sites and play areas. It is therefore a priority of this plan to address casualties in areas of 
deprivation across North Staffordshire. 
 
Community Safety Issues 
 
Promoting safer communities is a key priority for North Staffordshire as identified in 
Corporate and Community Strategies. Under the last ‘Fear of Crime’ survey, which was 
primarily designed to assess the impact of public reassurance and the levels of ‘feelings of 
safety’ within the communities, one of the foremost issues of most concern for residents 
within the area where they lived was speeding vehicles. The City’s Community Safety and 
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Drugs Strategy (2005-2008), also identifies the concerns that the public has regarding 
speed and accidents. Accordingly, the strategy recommends the promotion of safer 
communities through, among other issues, improving levels of road and fire safety in 
partnership with the Fire and Rescue Service.  
  
The development of safe and cohesive communities will also be ensured by working closely 
with Neighbourhood Forums and Local Strategic Partnerships to identify priorities for action.  
 
Children at Risk 
 
As shown in Figure 9.2, there has been good progress made on reducing the number of 
child KSIs in North Staffordshire. Under the Government’s ‘Every Child Matters: Change for 
Children’ a priority national target has been identified aimed at reducing the number of 0-15 
year olds injured or killed in road traffic accidents. As a result, particular emphasis will 
continue to be placed on work in schools and colleges.  
 
Child Safety Audits produced by both Councils identify how child casualty reductions aim to 
be achieved during this Plan period. It is the intention that the Audits will be repeated on a 
three yearly basis for comparison purposes whilst continually monitoring the annual figures. 
 
Speed Management 
 
Driving too fast is a factor in the majority of injury collisions since it puts the safety of 
vulnerable road users at risk. It has also been identified as a principal concern in the ‘Fear 
of Crime’ audits. As such, various measures will be implemented aimed at reducing speed, 
changing behaviour and improving the safety of vulnerable road users. The Staffordshire 
Casualty Reduction Partnership will continue to play a full part in determining the location of 
safety cameras in North Staffordshire, their implementation and subsequent maintenance. 
The Partnership comprises Stoke-on-Trent City Council, Staffordshire County Council, 
Staffordshire Police, The Highways Agency, Her Majesty’s Court Service, the Crown 
Prosecution Service, Staffordshire Fire and Rescue Service and Staffordshire’s eight 
Primary Care Trusts. The focus of the Partnership is the management of speed 
enforcement activities at locations identified as having the greatest problems with speed 
related accidents.  
 
Safer Infrastructure 
 
Since the early 1990s, the introduction of local safety schemes has successfully led to the 
reduction in accidents at a number of blackspots throughout North Staffordshire.  Therefore, 
such schemes will continue to be implemented as appropriate and as resources permit, to 
deal with safety issues within an area and along routes. 
 
Personal Safety 
 
The reduction of crime and the fear of crime is a priority wherever it occurs in the transport 
system. Everyone should feel safe wherever they are travelling in North Staffordshire and 
however they are travelling. It is, therefore, important to give as much emphasis to people 
walking to the local shops or to school as to car drivers on the highway network. Equally, 
people need to feel safe while waiting for a bus, while travelling on the bus and when 
arriving at their destination. This will help to achieve the objectives of the accessibility 
strategy and, in turn, the longer term objectives of the North Staffordshire transport 
strategy. 
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9.4 Links with other priorities  
 
Improving travel safety has a beneficial impact on some of the other shared priorities and 
wider objectives of the LTP. The main links are shown in Table 4.2 in Chapter 4: Vision 
and Objectives and are explained more fully below: 
 
Regeneration and Quality of Life 
 
The Local Strategic Partnerships of Stoke-on-Trent and Newcastle-under-Lyme have both 
identified the importance of creating safer, stronger communities. If people feel safe in 
their environment and also feel safe while travelling whether in the car, on the bus, on a 
bike or on foot, then this helps to create a more pleasant environment and helps with the 
regeneration objective of neighbourhood renewal.  
 
Similarly, the reduction of road traffic accidents is a key action identified in the Health 
Inequalities Strategy as it constitutes around a third of all accidents reported at hospital 
outpatient departments. Reducing the number of fatalities and injuries will clearly lead to a 
better quality of life for local people and will also lead to a reduced fear of accidents.  
 
Accessibility and Congestion  
 
The accessibility and congestion objectives seek to encourage more people to travel by 
other more sustainable means. Clearly most accidents involve motorised vehicles and 
therefore the more people who are given the opportunity to travel by bus, on foot or by 
bike then the fewer accidents will occur. As roads become safer then this in turn helps to 
encourage more people to travel by other means. 
 
 

9.5 Priorities for action  
 
Enabling safer, stronger communities is a national and local priority and this includes 
improving travel safety.  The key objectives for this LTP are to:  
 
S1.  Reduce all categories of road traffic casualties. 
 
S2.  Tackle the root cause of accidents rather than their symptoms. 
 
S3.  Improve community and personal safety. 
 
Achieving these objectives will require actions by a number of agencies, notably the 
Government, the Highways Agency, Local Authorities, the Police and the Motor Industry. 
Whilst it is acknowledged that national initiatives can have the most impact on reducing 
accident levels, there is a central role for local transport authorities because of their 
responsibility for the local road network. As such, both Stoke-on-Trent City Council and 
Staffordshire County Council welcome the opportunity to meet the road safety targets and 
making travelling safer across North Staffordshire. 
 
A comprehensive range of actions and measures are already in place by the partners and 
will continue for the life of the Local Transport Plan. These consist of a combination of 
engineering, enforcement and education interventions. New initiatives will be developed 
on an ongoing basis to reflect opportunities and changing areas of needs. A process flow 
chart has been developed to help illustrate the links between the objectives, actions, 
expected outcomes, and the LTP targets. This has been reproduced as Figure 9.5 below.
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Figure 9.5: Improving travel safety process flow chart  
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9.6 Reducing all categories of road casualties (objective S1) 
 
It has already been highlighted that road safety, particularly with regard to both speed and 
accidents, is a major concern within the local community. With some 1852 casualties in 
North Staffordshire during 2004, casualty reduction remains a focal point of this LTP. 
Such a figure is unacceptably high and illustrates that much work remains to be done to 
meet stated targets. The following measures provide an indication of how we propose to 
develop a safer community and make the local environment safer to use.  
 
Child Casualties 
 
Safer Routes to School 
 
The Safer Routes to School initiative will continue to play an important part within the 
strategy across North Staffordshire, since engineering measures fulfil a substantial role in 
child casualty reduction. To date, some 85 Safer Routes to School projects have been 
implemented in North Staffordshire.  
 
Walking Buses 
 
Walking buses both promote road safety by providing practical road safety experience and 
help reduce the number of cars on the school run. These will continue to be introduced 
and promoted across the area. On a similar vein, ‘Walk to School’ initiatives provide an 
opportunity to both encourage sustainable travel and develop important road safety skills. 
Not only does this link with accessibility strategy objectives but also allows for partnership 
working with regional colleagues. As a follow-on, further initiatives such as ‘Walk on 
Wednesday’ will be trialled during 2006 by the City Council. 
 
Disadvantaged Areas 
 
The Neighbourhood Road Safety Initiative (NRSI) has delivered 12 projects in deprived 
neighbourhood areas in Stoke-on-Trent having attracted some £988,000 of funding from 
the Department for Transport. Whilst primarily aimed at reducing child casualties, some of 
the projects are addressing problems experienced by other road users such as the elderly 
and ethnic minorities. NRSI has a delivery date of March 2006 although this has been 
extended for two projects until March 2007. An additional Neighbourhood Focussed 
Project under NRSI is scheduled for completion in December 2006.   
 
Safe Cycling   
 
Adult cyclist training will continue to be made available to back up the existing provision 
for the younger age range. To increase awareness of off-road cycling facilities, together 
with safer routes and cycle lanes, the Stoke-on-Trent and Newcastle-under-Lyme Cycling 
Map and Guide will be updated and distributed bi-annually.  Partnership working is carried 
out with other highway authorities in the Midlands to encourage the sharing of ideas and 
examples of good practice which can be taken forward as appropriate. 
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Motorcycling 
 
Measures will be implemented to improve road safety for motorcyclists as appropriate and 
as resources permit.  For example, the A53 is currently being reviewed as part of a route 
strategy investigation and motorcycle safety is central to this. In 2005, Staffordshire joined 
the National Motorcycle Benchmarking Group. This investigates best practice and, if 
appropriate, motorcycle safety initiatives arising from this will be adopted in North 
Staffordshire.  
 
Horse Riders 
 
Casualty data investigation has revealed no incidence relative to horse riders in Stoke-on-
Trent. Whilst riders have free access to the greenways and bridleways in the City, those 
using areas of greenspace, for example Parkhall and Berryhill Fields, are required to have 
a permit and also insurance. The insurance cover is checked prior to the permit issue. The 
Highway Code provides guidance to riders on safety wear and riding at night and there is 
a link to this via the road safety section of the City Council’s website. 
 
Speed Management 
 
A number of initiatives are in place across the area to combat excessive traffic speeds 
and these cover the following: 
 
Traffic Calming and Speed Reduction Measures 
 
Traffic calming and speed reduction measures will continue to be implemented following 
assessment of their need, contribution towards the LTP objectives and as resources 
permit.  Types of schemes will include: 
 
• Local Safety Schemes. 
• Safer Routes to School.  
• Schemes to encourage walking and road safety in disadvantaged areas. 
• 20 mph zones. 
• Home Zones, taking into account the achievements of the Wilmot Drive Home Zone in 

Newcastle-under-Lyme. 
• Speed interactive signs, ‘Think! Slow Down’ signs and Variable Message Signs. 
• Introduction and review of speed limits. 
 
Staffordshire Casualty Reduction Partnership 
 
The objective of the Staffordshire Casualty Reduction Partnership is to reduce casualties 
through the use of safety cameras, education and publicity. The recent announcement by 
the Secretary of State that safety camera activities and partnerships are to be integrated 
into the wider road safety delivery process will have implications with regard to the 
delivery of casualty reduction. Discussions will be taking place on how the increased 
flexibility on funding can be taken forward after March 2007. 
 
Evidence shows that there has been a reduction in the number and severity of accidents 
following the installation of fixed safety cameras. Table 9.2 details KSI levels three years 
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before and three years after sites were commissioned over the whole of the Partnership 
area. The Casualty Reduction Partnership aims to at least maintain, if not improve, its 
reduced KSI level of 63%. The benefit safety camera enforcement has on changing driver 
behaviour and reducing casualty figures is recognised. 
 
Table 9.2: Casualty reduction at safety camera sites 
 

Severity Ratio (%) Killed or Seriously Injured Personal Injury Collision 

Before After  3 Years 
Before  

3 Years 
After  

KSI 
Reduction 

(%) 

3 Years 
Before 

3 Years 
After 

PIC 
Reduction 

(%) 

12 7 206 77 63 1647 1156 30 

 
In December 2005, the Government announced that the existing arrangements for the 
‘netting off’ of fines from safety cameras will cease from March 2007. Building on the 
camera infrastructure established in Stoke-on-Trent and Staffordshire over previous years 
under the hypothecation scheme, it is proposed to use future funds allocated through the 
LTP for speed enforcement to maintaining the casualty reduction benefit cameras provide. 
A wider road safety partnership will be formed between ourselves and the Staffordshire 
Casualty Reduction Partnership to utilise road safety cameras in conjunction with other 
road safety and speed reduction measures.  
 
In 2005, approximately 3,000 drivers were referred by the Staffordshire Casualty 
Reduction Partnership to a Speed Awareness Course as an alternative to prosecution 
after being detected exceeding the speed limit. Currently, the course is only offered to 
those drivers that are detected exceeding the enforcement threshold in 30mph speed limit 
areas. However, in 2006, this will be extended to include 40mph, 50mph and 60mph 
speed limit areas. From this date, the number of drivers benefiting from this practical road 
safety training is expected to rise to 4,500 per year. 
 
We recognise that controlling vehicle speed offers significant safety benefits. Speeds that 
are inappropriate for the conditions can kill. If a car travelling at 40mph collides with a 
pedestrian, the pedestrian is highly likely to be killed. At 30mph, there is a 50% chance of 
survival, and at 20mph, most people survive. 
 
Design and Road Safety Audits 
 
The design and road safety audits of all highway improvement schemes such as the 
provision of cycling facilities or the introduction of pedestrian crossing facilities includes 
the consideration of vehicle speeds through the scheme and, if appropriate, the inclusion 
of speed reduction features. 
 
Community Safety Partnerships 
 
Stoke-on-Trent Community Safety Partnership have purchased speed enforcement 
equipment to be used by officers from the Staffordshire Police Incident Management Unit. 
The use of this equipment will play its part in speed reduction in the City. 
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New Developments 
 
The County Council’s Residential Design Guide will help to combat pedestrian and cyclist 
casualties that occur in residential areas. This states that ‘all residential developments 
containing a road scheme which measures more than 100 metres from the entrance to the 
development to the furthest extremity of the road system are to constitute or form part of a 
20 mph zone’. 
 
Safer Infrastructure 
 
A number of different measures will be employed to help reduce casualties on the 
highway network, as follows: 
 
Local Safety Schemes 
 
A programme of Local Safety Schemes arising from the systematic analysis of personal 
injury accident data in North Staffordshire will continue as a major contribution to road 
safety and is funded from the LTP capital programme. Value for money will continue to be 
achieved in terms of reduced costs arising from the reduction in accidents.  
 
Street Lighting 
 
Maintaining and improving existing street lighting through the County and City Private 
Finance Initiatives (PFI) have a positive impact on road safety. The City Council’s street 
lighting PFI will illuminate the entire City to current European standards, with 80% 
achieved by 2008. It is predicted to increase road safety, saving 5% of accidents overall 
and 17% of night time accidents. 
 
Maintaining the network 
 
A well maintained network will help to minimise the risk of accidents. The Councils have 
developed programmes of cyclic maintenance as well as rapid response teams to deal 
with immediate issues. A highway cleaning programme also helps to deal with possible 
obstructions on the highway. Further information on the maintenance regimes are 
provided in chapter 11: Looking after the Highway Network. 
 
Road Safety Audits 
 
All highway schemes are subject to Road Safety Audits to ensure that not only is the 
overall scheme safe, but that all the aspects of the associated infrastructure have come 
together in a safe manner. 
 
Improvements in Technology 
 
Improvements in technology and materials will continue to be monitored to ensure that the 
safest possible infrastructure is provided. A recent example of this is the introduction of 
preformed road markings, enabling the introduction of school safety zones. 
 
The development and extension of the Advanced Transport Telematics system will 
provide more reliable and more quickly repaired traffic signals. Variable Message Signs 
(VMS) will assist in incident management and information management. Following 

189 



CHAPTER 9: IMPROVING TRAVEL SAFETY  

discussions with the Highways Agency, it is intended that two signs will be placed on both 
the A500 and A50 trunk roads in the middle of 2006. These will be part funded by the 
Highways Agency. The provision of road safety information and warnings of incidents and 
accidents will enable motorists to plan ahead and avoid trouble spots. 
 
 
9.7 Tackle the root causes of accidents rather than their symptoms 

(objective S2)  
 
It is a sad fact that 95% of all road crashes involve human error and, therefore, much 
needs to be done to increase awareness and change attitudes leading to improved road 
user behaviour. Accordingly, a number of actions are proposed targeted at all categories 
of road users in North Staffordshire. In taking these forward, it is anticipated that they will 
play a full part in addressing the root cause of accidents over the period of this LTP.  
 
Providing Pedestrian and Cyclist Training 
 
Pedestrian and cyclist training will help to overcome perceived safety barriers to walking 
and cycling in North Staffordshire and it is proposed that the following will continue to be 
implemented through this plan period, as resources permit: 
 
• Pedestrian training through initiatives such as Tiny Steps, Kerbcraft and Stepping Out 

which cater for children in the 3-9 age range.  Kerbcraft particularly focuses on 
deprived wards as a requirement of the funding provision. 

• On and off-road cyclist training for younger and older pupils. 
• Curriculum-based work and update of resources to reflect legislation and guidance. 
• Awareness of the development of National Cycling Standards. 
• The City Council’s Children’s Traffic Club where parents / guardians using freely 

provided resources discuss road safety issues with their children. This acts as a good 
starting point for progressive pedestrian training in schools.  

 
Working with Secondary Schools and Colleges 
 
Initiatives being carried out include: 
 
• Curriculum based work including an accident investigation package. 
• ‘Crash Course’ - an initiative involving the emergency services, Victim Support and 

Newcastle Community Service. 
• The annual provision of transition material for pupils moving up to secondary schools 
• ‘Theatre in Education’ productions which highlight the dangers of drink-driving, 

inappropriate speed and non-seat belt wearing as resources permit.  
 
Encouraging Safer Motorcycling 
 
North Staffordshire is well served with training providers, each well equipped to provide 
additional rider training to advanced level if required. 
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For young people considering motorcycling for the first time, a high school course has 
been developed in the City, in partnership with a local training provider. Combining 
classroom based activities together with off road riding, the training course is designed to 
be a stimulating introduction to motorcycling. 
 
Under the Staffordshire County Council LPSA2 programme, specific training courses will 
be offered through subsidised training in conjunction with the Institute of Advanced 
Motorists, together with 10 rider development days. This training will be marketed through 
the slogan ‘Bike Sense’. Additionally, under the ‘Ride it Right’ campaign, certain routes 
are to be signed (using temporary road sign posters) by Easter 2006 to highlight the need 
for bikers to beware at specific locations and for motorists to beware of bikers at junctions 
along these routes. Posters and leaflets will be distributed in the adjacent localities. 
Routes included cover the A34 Newcastle to Kidsgrove and the A520 Leek to Stone.  
 
Reporting Cards distributed to outlets such as motorcycle dealers, training bodies and the 
Motorcycle User Group, have been effective in alerting the City Council to potential 
hazards on the highway for motorcyclists.  The high use of the cards has proved 
encouraging and has attracted positive feedback from the ‘Motor Cycle News’. 
 
Helping Older Road Users  
 
It has been outlined that research undertaken for the Neighbourhood Road Safety 
Initiative pinpointed casualties among older road users. Following discussions with Age 
Concern North Staffordshire, information packs have been produced for distribution to 
older road users and this initiative will be supplemented by visits to groups by the ‘Fifty 
and Counting Team’ (FACT). Such visits will cover safer road usage and to further support 
this activity, a display has been produced which will be available to Age Concern North 
Staffordshire. 
 
Helping Car Occupants (Including Work Related Road Safety) 
 
Car occupants figure highly in the annual casualty returns, therefore the following 
measures will continue to be taken to promote in-car safety: 
 
• Continued support for the county-wide National Driver Improvement Scheme which is 

administered by the County Council and Staffordshire Police. 
• Continuation of Child Car Seat Safety days organised in conjunction with retail outlets 

and School Journey Car Seat Belt Wearing Initiatives in partnership with the Police. 
• Publicity as appropriate to increase awareness of safer driving issues. 
• Detailed investigation of local casualty data will be undertaken and remedial measures 

required to reduce work related road accidents, will be explored as necessary.  Risks 
will be effectively managed in accordance with Health and Safety law. 

• Currently, both local authorities are formulating a ‘management of occupational road 
risk’ policy for their own employees and it is proposed that this will be implemented 
during 2006/7.  The management of occupational road risk will also be promoted more 
widely to other local businesses, possibly in conjunction with workplace travel plans. 
Annual conferences on this subject will continue to be organised as appropriate, 
together with practical driving courses using a panel of Approved Driving Instructors. 

• Both National Driver Improvement Courses and Speed Awareness Courses will 
continue to be offered to drivers. Staffordshire is currently the only authority in the 
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West Midlands to offer Speed Awareness Courses with a practical driving element. 
This is available for those exceeding the 30 mph prosecution threshold by 1 mph and 
it is intended that it will be extended across the speed range.  

 
Influencing Awareness and Behavioural Change 
 
There is the need to increase awareness among members of the public about specific 
road safety issues, notably speed, drink-driving and in-car safety among others. Support 
for national campaigns promoted by the Department for Transport under the ‘Think!’ 
banner will continue as appropriate.  Additionally, regional campaigns, co-ordinated under 
the Mercia Road Safety Officers Group will be supported within the North Staffordshire 
area.  Such campaign programmes are supplemented by local media publicity together 
with published local resources such as Road Safety Guides.  
 
 
9.8 Improving community and personal safety (objective S3) 

 
Responses from public consultations and the triennial Crime and Disorder Audits have 
confirmed that crime, particularly the fear of crime, is a barrier to non-car travel in Stoke-
on-Trent and Newcastle-under-Lyme, particularly after dark.  Examples that were given 
include the fear of muggings and violence on buses and trains, attacks in the street, fear 
of travelling at night and a general sense of unease in areas subject to graffiti, vandalism 
and other evidence of anti-social behaviour. These feelings are shared by many but 
women, children, disabled and elderly people feel most vulnerable. Statistically, young 
men are the most frequent victims of assault on the street. The main difficulty is 
quantifying this information, as the police do not always record attacks in sufficient detail, 
nor do their records deal with public transport related incidents. 
 
For some, the car will remain the most secure form of transport. Nevertheless, if 
alternatives to the car are to be promoted, the negative effects of crime must be 
addressed. Local authorities and police authorities have a statutory duty, under the Crime 
and Disorder Act 1998, to do all they reasonably can to prevent criminal activity. However, 
reducing crime should not mean making routes inconvenient or areas impenetrable. 
Virtuous circles can be created by increasing the number of people walking, cycling and 
using public transport as increased activity acts as a deterrent to crime. 
 
The main areas of action to improve personal safety will include the following: 
 
Partnership Working 
 
• Continued partnership working with the police by the four Councils in North 

Staffordshire to reduce crime so that accessibility by bus, walking or cycling becomes 
more attractive.   

• Vetting of both drivers and vehicles contracted by the Councils to transport children 
and the public around the conurbation. 

• Maintaining the programme of work within the Community Safety Partnerships which 
have recognised the importance of safe travel. 
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CCTV 
 
Maintaining and expanding the closed circuit television (CCTV) system. This has proved 
very effective in reducing the fear of crime to the person and to property eg. vandalism 
and theft of/from vehicle. 
 
Street Lighting 
 
Continuing to improve street lighting as this can reduce the total level of street crime and 
also the number of road traffic accidents. This will be one of the many benefits arising 
from the street lighting PFIs which are gradually replacing and renewing street lighting 
across North Staffordshire over the next 25 years. 
 
Public Transport Interchanges 
 
• Examining the waiting areas at public transport stops and interchanges so that 

passengers’ fear of crime is reduced. Measures such as good levels of lighting, CCTV 
coverage, security patrols and removal of unnecessary landscaping will all be 
considered. 

• The investigation of ‘shelter cameras’ to help deter attacks on bus shelters and to 
improve the feeling of safety at bus stops, particularly at night. 

 
Alley Gating 
 
Introducing ‘alley gating’ in areas of terraced housing and street lighting to improve the 
safety of people and property. 
 
Subways 
 
Encourage walking through the implementation of environmental and safety 
improvements to subways, as resources permit.  
 
Sustrans Rangers 
 
The recruitment of ‘Sustrans Rangers’ to patrol the greenway network in North 
Staffordshire by bike to reassure users of the network on safety issues. They also report 
on any problems such as abandoned cars and vandalism. The City Council has funded 
the training of the rangers and oversees their activities. The rangers also report to the 
North Staffordshire Cycle Forum and assist with promotional activities such as guided 
rides and with cycle training. 
 
 

9.9 Partnership working  
 
The delivery of casualty reduction targets in North Staffordshire is very much dependent 
on partnership working with a number of different agencies and these links with 
appropriate organisations will continue to be developed. Well established contacts already 
exist with Staffordshire Police and, in Stoke-on-Trent, these have been enhanced with the 
appointment of a civilian Road Safety Co-ordinator based in the City. To maintain other 
programmes, good working relationships have been established with such organisations 
as Age Concern North Staffordshire, Sure Start and the North Staffordshire Primary Care 
Trusts. 
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Community Safety Partnerships 
 
The Crime and Disorder Act 1998 placed a statutory obligation on the Police and Local 
Authorities to work in partnership to tackle crime and disorder and the misuse of drugs. 
Accordingly, Road Safety Task Groups have been established as part of the Community 
Safety Partnerships.  These task groups have developed Action Plans relevant to their 
areas. The City Council’s, for example, address speed, child casualties, motorcyclists, 
older road users and deprivation issues which are reviewed annually.  In addition, the 
Safer City Partnership has produced a Community Safety and Drugs Strategy for the 
period 2005-2008 and also a Community Strategy (2004-2014) both of which have a 
vision of creating a ‘Safer City where individuals and communities feel safe and 
neighbourhoods are increasingly free from crime’.  
 
Fire and Rescue Service Partnership 
 
The promotion of safer communities is included in the Staffordshire Fire and Rescue 
Service Strategy. They are required to respond more regularly to road crashes than fires, 
and therefore a joint approach to road casualty reduction has been agreed with the local 
authorities. Accordingly, the Fire and Rescue Service will be promoting road intervention 
programmes and will be involved in the development and delivery of education 
programmes in partnership with both City and County Council road safety teams. 
 
Education Partnerships 
 
Partnerships with individual schools and the local education authority are required to 
successfully implement Safer Routes to School initiatives and walking and cycling training 
programmes,  Also, the development of school travel plans and the promotion of 
TravelWise initiatives will contribute towards improving travel safety. 
 
Regional Road Safety Liaison Group (RRSLG) 
 
Regionally, both local authorities will continue their representation on the West Midlands 
Regional Road Safety Liaison Group (RRSLG) which encourages cross boundary co-
operation and exchange of best practice. Equally, representation on the Mercia Road 
Safety Officers Group provides opportunities for joint work on regional publicity 
campaigns, including the development of supporting resources. The Mercia Group work 
together on two regional campaigns annually and a five year programme put together in 
consultation with the RRSLG concludes with the ‘transition campaign’ scheduled to take 
place during 2006. The development of a further campaign programme will be the subject 
of discussions during the period of this Plan. 
 
Regeneration Partnerships 
 
Measures to improve safety in Renew areas will be carried out in consultation with our 
regeneration partners and neighbourhood renewal funding will continue to contribute 
towards achieving safer communities and casualty reduction in areas of deprivation.  
Examples include the residential areas within Etruria, whilst the Park Estate in Burslem 
was improved with a combination of NRSI and LTP funding. In addition, Greening for 
Growth funding has been used in the development of the National Cycle Network along 
the greenways and some £70,000 has been allocated towards a safe footway/cycleway 
link between the Victoria Place link road and Glebedale Park in Stoke-on-Trent.   
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9.10 Indicators and targets  
 
The Government’s casualty reduction targets, published in March 2000 in the document 
‘Tomorrow’s Roads – Safer for Everyone’, are as follows: 
 

a) A 40% reduction in the number of people killed or seriously injured in road 
accidents by 2010. 

 
b) A 50% reduction in the number of children killed or seriously injured by 2010. 
 
c) A 10% reduction in the slight casualty rate. 

 
All the above targets will be compared against the baseline average 1994 -1998. 
 
Considering the above, the new targets for the North Staffordshire Local Transport Plan 
are set out in the following sections. 
 
Target M4 - Total Killed and Seriously Injured Casualties  
 
The target for KSIs will be made up of two elements which reflect the road safety 
strategies of Stoke-on-Trent City Council and Staffordshire County Council. Firstly, taking 
into account 3 year rolling average figures, the City Council will be looking to continue 
aiming for a 40% reduction based on the 1994/1998 average for the Stoke-on-Trent part 
of North Staffordshire. Secondly, the County Council will be aiming to achieve the 40% 
reduction by 2007 for the rest of North Staffordshire, then a further reduction by 4% to 
2010. This takes into account that the County Council also has an LPSA target for a 40% 
reduction countywide to 300 by 2007. The two trends have been combined to produce a 
composite target for North Staffordshire. The agreed joint area target is therefore 103 KSI 
casualties. 
 
The reason for adopting this approach is because it was felt that the reduction trend for 
Staffordshire as a large rural authority was not appropriate for the urban area of Stoke-on-
Trent. This target will be closely monitored and the underlying methodology may be 
subject to review. 
 
Target M5 - Child Killed and Seriously Injured  
 
As shown in Figure 9.2, the trends in child KSIs are subject to considerable fluctuation 
because of the small figures that are evident. Indeed, in 2004, both the City and the 
County figures show a 50% reduction on the previous year, which is out of step with the 
normal trend. Accordingly, again based on the 3 year rolling average, we will be looking to 
achieve the stretched target of ‘a 50% reduction in the number of children killed or 
seriously injured in road traffic collisions from the 1994-98 baseline and a 35% reduction 
from the 2002-04 baseline in North Staffordshire. This will deliver a reduction of 18 
casualties on the 1994/98 baseline of 35. 
 
Target M6 - Total Slight Casualties 
 
A stretching target is also being applied to the slight casualties. It is the intention within the 
North Staffordshire LTP to apply a 12% reduction from the 1994/98 average based on 
actual totals as shown in Figure 9.3. 
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Details of the mandatory performance indicators relevant to road casualties including the 
trajectories and the risks are outlined in Chapter 13: Performance Management and also 
Appendix B: Details of LTP Indicators and Targets.  
 
 
9.11 Monitoring and research  

 
Both the City and County Councils carry out ongoing programmes of audits and 
monitoring of their road safety performance. This includes Child Safety Audits, Motorcycle 
Audits, Accident Investigation and road safety research.  
 
Accident statistics are provided by Staffordshire Police and collated by Staffordshire 
County Council. A copy of the Stoke-on-Trent accident dataset is then passed to the City 
Council under a service level agreement. However, the accident database only records 
accidents where the police are present and therefore many more ‘travel’ accidents go 
unrecorded. Discussions are in hand with the health agencies in North Staffordshire to 
obtain some of this data from their Accident and Emergency departments. More recently, 
approaches have been explored through the Accident Prevention Task Group attended by 
Stoke-on-Trent City Council, the North Staffordshire Primary Care Trusts and the Healthy 
City Partnership. Research and monitoring will continue to be undertaken over the span of 
the LTP to enable resources to be targeted appropriately.   
 
 
9.12 Conclusions  

 
This chapter has provided an overview of the work that is being undertaken by Stoke-on-
Trent City Council and Staffordshire County Council to improve road safety and reduce 
the number of casualties. Table 9.3 summarises all of these actions. 
 
Table 9.3 – Summary of actions 
 

Actions S1 Reduce all 
categories of  Road 
Traffic Casualties 

S2 Tackling the Root 
Causes 

S3 Improving 
Community Safety 

Safer 
Infrastructure 

• Local Safety 
Schemes  

• Street Lighting 
• Road Safety 

Audits 
• Maintenance 
• ATT 
• Variable Message 

Signs 

• Accident Investigation 
• Road Safety Research 

• Local Safety 
Schemes 

• Street Lighting 
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Actions S1 Reduce all S2 Tackling the Root S3 Improving 
Community Safety categories of  Road Causes 

Traffic Casualties 
Speed 
Management 

• Traffic Calming 
Schemes 

• Safety Cameras 
• Speed Interactive 

Signs 
• ‘Think – Slow 

Down’ signs 
• Review Speed 

Limits 
• Road Safety 

Audits 
• Safer Routes to 

Schools 
• 20mph zones 

• National Driver 
Improvement Courses 

• Speed Awareness 
Courses 

• National / Local 
Publicity Campaigns 

• Residential Design 
Guide 

• Staffordshire 
Casualty Reduction 
Partnership 

• Community Safety 
Partnerships 

• Home zones 

Child 
Casualties 

• Traffic Calming 
Schemes 

• Pedestrian 
Crossing Facilities 

• Cycling Facilities 
• Child Safety 

Audits 

• Children’s Traffic Club 
• Pedestrian Training 

(Tiny Steps, Kerbcraft, 
Stepping Out)  

• Cyclist Training (Basic 
& Cycling Awareness) 

• Curriculum Education 
• Local &National  
    Publicity Campaigns 
• Child Car Seat Safety 

Days 
• ‘Seat belt wearing on 

the School Journey’ 
initiative 

• ‘Theatre in Education’ 
• Transition materials 
• ‘Crash Course’ 
• Walk to School 
• High School Basic 

Motorcycling Course 

• School Travel 
Plans 

• Safer Routes to 
School 

• Walking Buses 

Disadvantaged 
Areas 

• Neighbourhood 
Road Safety 
Initiative projects 

• Safer Routes to 
Schools 

• Local and National 
Publicity campaigns 

• Kerbcraft training 
• Education and Training 

programmes 

• Safer Routes to 
Schools 

• Regeneration 
Partnerships 
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Actions S1 Reduce all S2 Tackling the Root S3 Improving 
Community Safety categories of  Road Causes 

Traffic Casualties 
Vulnerable 
Road Users 

• Local Safety 
Schemes 

• Traffic Calming 
Schemes 

• Cycling facilities 
• Greenway routes 
• Motorcycle Audits 
 

• Local and National 
Publicity campaigns 

• Pedestrian Training 
• Adult Cyclist Training 
• Motorcycle Training 

Schemes 
• Child Car Seat Safety 

Days 
• Older Road Users 

information packs 

• Safer Routes to 
Schools 

• Residential Design 
Guide 

• Community Safety 
Partnerships 

Car Occupants • Local Safety 
Schemes 

• Traffic Calming 
Schemes 

• Local and National 
Publicity campaigns 

• Child Car Seat Safety 
days 

• ‘Seat belt Wearing on 
the School Journey’ 
initiative 

• Management of 
Occupational Road 
Risk (Work related 
road safety) 

• National Driver 
Improvement Schemes 

• Speed Awareness 
Courses 

• Staffordshire 
Casualty Reduction 
Partnership 

• Fire and Rescue 
Service Partnership

Personal 
Safety 

• Safer Routes to 
Schools 

• Street Lighting 

• Partnership working 
with Staffordshire 
Police to reduce crime 
and improve 
accessibility 

• Vetting of drivers and 
vehicles on Council 
contracts transporting 
children and the public 

• CCTV 
• Improving Street 

Lighting 
• Alley Gating 
• Subways 
• Investigation of 

‘Shelter Cameras’ 
• Sustrans Rangers 
• Partnership 

working 

Influencing 
Safety 
Awareness & 
Behavioural 
Change 

• Speed interactive 
signs 

• Variable Message 
Signs 

• ‘Think – Slow 
Down’ signs 

• Local and National 
Publicity Campaigns 

• National Driver 
Improvement Schemes 

• Speed Awareness 
Courses 

• Education, Training 
and Publicity 

• Staffordshire 
Casualty Reduction 
Partnership 
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10. ENHANCING THE QUALITY OF LIFE 
 
10.1 Introduction 

 
Despite its benefits to society, motorised transport has many less than desirable impacts 
on the quality of life of the residents of North Staffordshire. In particular it impacts on the 
environment and communities, and on the health of local people. It is a major contributor 
to air pollution both in terms of greenhouse gases and pollutants harmful to health; it 
generates excessive noise which impinges on the quality of life of people; and it directly 
impacts on living things, flora and fauna.  The key objectives of this Chapter are to: 
 
QL1. Enhance the quality of the environment. 
 
QL2. Improve community health. 
 
QL3. Reduce the impact of traffic on communities.  
 
A Strategic Environmental Assessment (SEA) was conducted as part of the development 
of this plan.  It has identified any adverse environmental impacts that may result from the 
implementation of the LTP and any necessary mitigation measures.  The SEA 
Environmental Report and Non Technical Summary is available to view from Staffordshire 
and Stoke-on-Trent Council websites, North Staffordshire libraries or is available on 
request.  
 
It is the intention of the North Staffordshire Local Transport Plan Strategy to reduce the 
negative effects of transport.  This fulfils the environmental obligations of Stoke-on-Trent 
City Council, Newcastle-under-Lyme Borough Council, Staffordshire Moorlands District 
Council and Staffordshire County Council through their corporate environmental 
objectives, Eco-Management and Audit Scheme (EMAS) and Local Agenda 21 (LA21), 
and also their health responsibilities through the Healthy City, Health Development Plan 
and other health partnerships with the health sector.  
 
There are strong links between Quality of Life issues and other shared priorities as 
described in the previous chapters. Air quality as an environmental issue has already 
been covered in detail in Chapter 8. 
 
 
10.2 Enhance the quality of the environment (objective QL1) 

Climate Change 

The Issues 
 
Motorised transport is a major generator of carbon dioxide and other greenhouse gases.  
Though not directly harmful to life, the build up of these gases is now proven to cause 
global warning, which in turn is causing climatic change. 
 
The UK has committed itself to an internationally binding target to cut overall greenhouse 
gas emissions by 12.5% from 1990 levels, by 2008 to 2012. In particular, a target has 
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been set of reducing carbon dioxide emissions by 20% by 2010.  As transport accounts 
for 21% of CO2 emissions and this percentage is steadily increasing, then there is an 
important role for all transport agencies to meet the targets of the Government’s Climate 
Change Programme. These include:  
 
• vehicle manufacturers;  
• oil companies;  
• Highway Authorities;  
• fleet operators;  
• employers; and  
• all vehicle drivers.  
 
Manufacturers can develop vehicles with better fuel consumption and with engines that 
burn fuel more efficiently. They can fit catalytic converters to clean exhaust gases and 
traps to collect particulates. Oil companies can supply cleaner fuels. Operators can use 
vehicles more efficiently and reduce their mileage and Highway Authorities such as Stoke-
on-Trent City Council and Staffordshire County Council can improve traffic flows and 
reduce congestion. Working with employers, Highway Authorities can improve facilities for 
travellers using alternative modes of travel and attract car drivers to walking, cycling and 
public transport. Drivers can switch off their engines when vehicles are stationary, when 
commercial vehicles are making deliveries and when buses and taxis are at stands. 
Drivers can also share cars and use other modes more often. Car manufacturers now 
publish details of car fuel consumption and CO2 emission rates, allowing consumers to 
make informed decisions on their purchases.  
 
The Local Situation 
 
The North Staffordshire Integrated Transport Study (NSITS) calculated that the total 
annual greenhouse gas emissions in the 2002 base year was around 32,250 tonnes of 
carbon dioxide. Unlike other types of local pollutant, these are not likely to reduce 
significantly overtime due to vehicle improvements and are therefore expected to be a 
major issue both now and in the future. By 2021 NSITS predicted that, without a transport 
strategy in place, this figure would increase by 1,655 tonnes to nearly 40,000 tonnes of 
carbon dioxide. 
 
Key Actions 
 
Stoke-on-Trent City Council and Staffordshire County Council will play their part in 
reducing greenhouse gases as both authorities fully endorse the Government’s objectives. 
The authorities believe that the most effective way to reduce transport induced CO2 and 
other greenhouse gas emissions are: 
 
• Reducing overall traffic growth and congestion through the work of the congestion 

strategy (Chapter 7). 
• Encouraging modal change to non-motorised transport through the work of the 

accessibility strategy (Chapter 6). 
• Using clean fuels and fuel efficient vehicles through the work of the air quality strategy 

(Chapter 8). 
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• Encouraging the use of bus and train and car sharing to maximise travel efficiency i.e. 
to reduce the ratio of persons travelled per unit of CO2 generated. This action 
underpins all of the main strategies. 

• Raising the public awareness of climatic change issues through travel awareness 
campaigns and LA21 initiatives. Again, this action is common to all of the main shared 
priorities.  

 
The County Council has developed a draft Climate Change Strategy which sets out a 
range of initiatives it intends to pursue including reducing the need to travel by car. 
 
Noise Pollution 
 
There is medical evidence provided by the technical press and confirmed by our health 
partners, that excessive noise which disturbs sleep can affect performance in people, can 
induce stress and can lead to heart disease and other diseases.  Moreover, traffic noise 
undermines public amenity and reduces people’s quality of life. 
 
As with any urban area with high traffic levels on most of its roads, North Staffordshire has 
a noise problem on a number of its key links.  
 
To alleviate noise pollution from traffic, the main areas of action are derived from the 
congestion strategy as described in Chapter 7. In summary the main actions are:  
 
(a) Using noise reduction materials where appropriate in highway maintenance works. 
(b) Reducing traffic growth through demand management measures. 
(c) Reducing traffic levels in environmentally sensitive areas such as residential estates 

and town centres through demand management and traffic management measures. 
(d) Managing and controlling the movement and speed of traffic using network 

management responsibilities. 
(e) Managing the movement of lorries so that they do not use unsuitable routes using 

network management responsibilities. 
(f) Incorporating noise mitigation in the design of any new scheme. 
(g) Considering the use of noise reduction materials in highway reconstruction and 

maintenance. 
(h) Close working with Environmental Health Officers in monitoring noise levels across 

Stoke-on-Trent and Newcastle-under-Lyme Borough. 
 
Following the 1996 EC Green Paper on Noise Policy, research is being undertaken on the 
viability of using noise mapping as a technique for the identification, classification and 
control of noise levels in Britain. Although there is some discussion on which types of 
noise source to map there is no doubt that the transportation network, the primary source 
of noise in cities, will be included.  The larger local authorities in conurbations with a 
population greater than 250,000 will be required to map noise levels across their areas 
and the emphasis will be placed on road noise.  
 
Environmental Education  
 
Both Staffordshire and Stoke-on-Trent Councils actively promote the Eco-school initiative 
and to date there are 44 Eco-schools registered within North Staffordshire and 5 with an 
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award. Schools are encouraged to win their “blue flag” by a number of areas of work 
including energy conservation, waste recycling and greener travelling. Having an active 
school travel plan and positive measures on cycling and walking help attain the eco-
school award and also helps to meet the local authorities transport targets on modal share 
of school journeys. 
 
Greening for Growth (G4G) 
 
This is a North Staffordshire wide project which is part funded by the North Staffordshire 
Regeneration Zone and European funding. It seeks to improve the quality of open spaces, 
formal parks and greenways across Newcastle and Stoke-on-Trent urban area. North 
Staffordshire is already a very green area but the quality of the open space has in the past 
been variable due to lack of investment. Many of the river paths and canal towpaths were 
impassable and the many disused railway lines were unattractive and often dangerous 
places to go. The improvements of these greenways has been carried out in partnership 
with transport and highway officers and has resulted in over 30 km of resurfaced river 
paths, canal towpaths and greenways suitable for cycling and walking. Parts of the 
national cycle route (NCN 5 and 55) are on the newly surfaced greenways and to date 
(July 2005) virtually all of the cycle network is complete within North Staffordshire. 
 
The Lyme Valley Parkway is part of the Greening for Growth Strategy providing a major 
green link from Stoke-on-Trent to Newcastle town centre along the course of the Lyme 
Brook. Several initiatives involving the public, private and voluntary sector are already 
underway to improve facilities in the park and the way it is managed and the County 
Council’s Local Transport Initiative will contribute to the funding of the cycle route through 
the park.  The Local Transport Initiative fund (LTI) has been set up by the County Council 
to support environmental improvements associated with transport schemes funded 
through the LTP, for example town centre traffic management schemes and 
environmental / regeneration initiatives.    

Landscape and Biodiversity 

Local authorities are required to consider how their activities link to the biodiversity 
priorities and objectives and the community strategy. It is also is an important 
consideration in the appraisal of major schemes and larger packages of measures for the 
LTP.  
 
The Staffordshire Biodiversity Action Plan (SBAP), which includes Stoke-on-Trent was 
produced in 1998 by the SBAP Steering Group comprising Staffordshire Wildlife Trust, 
English Nature, RSPB, Environment Agency, BTCV, Staffordshire County Council, Stoke-
on-Trent City Council and Staffordshire Local Records Centre. The SBAP outlines the 
work needed to protect and conserve the County’s most important and threatened 
habitats and species. 
 
Both authorities will ensure that: 
 
• That landscape quality is maintained and enhanced where possible during the 

implementation of highway schemes. 
• Biodiversity is considered in the location and design of new highway and transport 

infrastructure. 
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• That the opportunity for animals to cross busy roads are preserved or provided for. 
• That the methods and materials used to maintain roads, cut grass verges and hedges, 

are designed to have minimal impact on biodiversity. 
• That the most appropriate choice is made of plants for road side verges.  
 
Streetscape Quality  
 
The local authorities in North Staffordshire all agree that good design of streets and high 
quality street furniture make life more pleasant in residential areas, contributes to the 
quality of life of residents in local areas, and increases the prosperity of commercial areas. 
Quality streetscapes are particularly important to enable safe and convenient access for 
both on foot - for workers and visitors - and for vehicles - cars, buses and delivery vehicles. 
Open spaces provide a valuable public amenity and a refurbished open space can act as 
the catalyst to regeneration. Results from the Office for National Statistics’ Omnibus 
Survey 2004 showed that 82% of respondents thought it important for their street to be a 
high quality environment (paving finishes, green areas and street art). 
 
The Councils will continue to work with each other and also with Newcastle-under-Lyme 
Borough Council to improve the quality of streetscapes and public spaces to give a more 
pleasant environment to residents and visitors by all modes of transport. The influence of 
traffic in residential areas can be reduced through traffic management, traffic calming and 
residents parking schemes.  
 
The North Staffordshire Housing Market Renewal programme (Renew North 
Staffordshire) will see the improvement of large areas of sub-standard housing in North 
Staffordshire. Masterplans are being drawn up for the Areas of Major Intervention (AMIs) 
in City Centre South, Burslem / Middleport, Meir and Knutton / Cross Heath. These will all 
include improvements to the streetscape and will also improve the ability of local people to 
walk or cycle within their area. 
 
A Home Zone was completed in Wilmot Drive in Newcastle during 2004/05.  Through 
design, planting and choice of materials the attractiveness of the street was increased, the 
fear of crime was reduced by removing hidden areas, and traffic calming reduced traffic 
speeds which in turn increased street activity.  
 
 
10.3 Improving community health (objective QL2) 

 
The Issues 
 
The way people travel has changed dramatically over the past century. From a society 
based almost exclusively around small towns and villages, most people have become 
commuters and travellers of the world. These changes can have a real impact on health.  
 
The Government has recognised that the way we travel is making us less healthy and 
have incorporated pubic health objectives into its national transport strategy and similarly, 
transport issues into its health strategies. For example the Government's health strategy 
“Our Healthier Nation” seeks to improve the health of the worst off in society and narrow 
the health gap by tackling the root causes of ill-health such as transport. This aim is taken 
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further in the Department for Health report “Tackling Health inequalities: A Programme for 
Action” (July 2003) which showed how improved access to health care can contribute to 
healthier communities. 
 
The evidence of how health and travel are intertwined can be seen in the positive and 
negative impacts that transport has on health. Firstly, motorised transport has improved 
access to work and leisure and given opportunities for increased social contact to a great 
number of people. Economic status and mental health are two aspects of people’s lives 
that might be seen to have benefited from the increased use of the motor car. Improved 
access to healthcare is a further aspect of transport.  
 
Conversely the increasing reliant on the car has led to a number of negative effects 
notably: 
 
• Lack of physical activity leading to ill health, particularly coronary heart disease. 
• Death and injury arising from traffic accidents. 
• The environmental impact of road transport on human health such as excessive 

exposure to air pollution and noise. 
• Community severance caused by heavy road traffic. 
• The impact on the more vulnerable groups by traffic – particularly people with 

disabilities, older people, the socially excluded, children and young people.  
 

Alternatives to the car include walking and cycling along with public transport. These are 
ideal ways of incorporating physical activity into modern lifestyles. By taking a 15 minute 
walk twice a day i.e. to and from work people would begin to meet the governments 
recommended exercise levels of 30 minutes of moderate physical activity a day on five 
days of the week.  
 
The Local Situation 
 
Results from the Health Inequalities Profile for North Staffordshire produced by the 
Director of Public Health in 2003 show that the health of the population of the North 
Staffordshire Health Action Zone (HAZ) is among the worst nationally with 21 out of 43 
wards (49%) falling into the top 10% of health deprived ward nationally. Furthermore the 
two largest single causes of premature mortality are circulatory diseases and cancers. 
The rates of premature death from these diseases are disproportionately higher among 
the most deprived communities.  
 
The Road Safety Strategy addresses the needs of disadvantaged areas and the present 
problems therein.  Many of the deaths resulting from circulatory diseases can be delayed 
or avoided through modification of lifestyle. Lack of exercise, overweight and obesity are 
significant factors and can be worsened by the socioeconomic drivers of low income, 
social stress and social exclusion. 
 
Another area of concern is accidents in the home, at work during leisure pursuits and 
when travelling. Whilst road traffic accidents only make up less than 10% of all serious 
accidents recorded by the health authority, it is still an area which the transport authorities 
can make progress on. Moreover, a higher than average number of deaths by accidents 
amongst 25 year olds in North Staffordshire are the result of traffic accidents.  
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The City and County councils already have strong links with the health sector and 
examples of these are given below: 
 
• Involvement in the Health and Well Being Improvement Programme for North 

Staffordshire 2002/03 to 2004/05. 
• Involvement in the writing of the Health Inequalities strategy for North Staffordshire to 

be published later in 2005. 
• Close working between transport officers and the Stoke-on-Trent Healthy City Co-

ordinator. 
• Involvement in North Staffordshire Health Promotion initiatives such as the physical 

activity strategy and walking the way to health programme.  
• Inclusion of health messages in sustainable travel literature, such as the Stoke-on-

Trent and Newcastle-under-Lyme Cycle map and guide, and walking bus literature. 
 
Priorities for Action  
 
The short and long term transport strategy underpinning this Plan will improve the urban 
environment through initiatives to reduce congestion and improve the alternative ways to 
travel, which in turn will help to improve people’s health.  
 
The strategies for congestion, accessibility, travelling safely and air quality within this joint 
LTP, therefore contains many areas of action which would also benefit the health of local 
people. Some of the more pertinent ones to health are listed below: 
 
• Reduce overall traffic levels and congestion through demand management measures 

to help reduce community severance, poor air quality and excess noise. 
• Providing the alternative means of travel to the car which involve some physical 

activity. This includes the promotion of cycling and the implementation of more cycle 
lanes and off road routes, and cycle parking. The promotion of walking supported by 
the implementation of more pedestrian crossings, easily accessible bus stops, and 
safer routes to school.  

• Improving the extent and quality of local bus services so that people do not need to 
use the car for some local journeys.  

• Providing information on the whereabouts of the cycle, walking and bus routes so that 
people know how to make these journeys. 

• Improve road safety and reduce road traffic casualties in line with the targets set within 
the travel safely strategy. This includes slowing down traffic, creating more local safety 
zones and providing more pedestrian friendly crossings of busy roads. 

• Promote more sustainable and healthier travel through the TravelWise campaign, 
LA21 initiatives and events, road safety education, and supporting regional and 
national publicity initiatives. 

• The promotion of Travel Plans for all workplaces and especially the main hospital sites 
and healthcare facilities. 

• Reduce the number of communities which are socially excluded because poor access 
to public transport. 
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• Using accessibility planning tools as part of the accessibility audit to assist the health 
agencies in tackling the problem of missed hospital and GP appointments due to 
transport and access problems.  

• Improve the accessibility of healthcare facilities by non-car means. 
• Working in partnership with health authorities on travel plans and access to healthcare 

facilities. 
 
 
10.4 Reducing the impact of traffic on communities (objective QL3) 

 
High levels of traffic through communities, in particular HGVs, can have a negative impact 
on local air quality and the quality of life of residents.  Changes in business operations 
such as 24 hour opening, ‘in-time’ delivery systems and the centralisation of key services 
mean that goods are being distributed across the conurbation day and night. However, the 
efficient movement of freight is vital for the economy of the region.  
 
There is therefore the need to make best use of the existing network through effective 
design, maintenance and management, to minimise any adverse effect of the transport 
system on the built and natural environment, and to ensure that the transport system 
contributes towards improving the efficiency of industry and the provision of sustainable 
economic development in appropriate locations. 
 
In line with the Staffordshire and Stoke-on-Trent Structure Plan 1996-2011 Policy T10, 
priority will be given to reducing the environmental impact of freight movements by: 
 
• Improving, where appropriate, local roads which serve freight terminals and 

distribution depots. 
• Using traffic management measures to concentrate road freight on the Strategic 

Highway Network, away from town centres and residential areas. 
• Giving priority to locating new developments which are likely to generate significant 

amounts of heavy goods traffic, in areas where there is good access to the rail 
network. 

• Locating developments generating significant amounts of goods traffic with easy 
access by an appropriate route to the Strategic Highway Network avoiding residential 
or environmentally sensitive areas, when rail access is not available or appropriate. 

 
Both authorities will work with the freight industry to investigate ways of improving the 
efficiency of freight movement and minimising impact on the environment and local 
communities.  This could be achieved through measures such as routing agreements for 
new developments and establishing appropriate freight routes through signing and 
possible Weight Restriction Orders. 
 
The excessive speed of traffic can also have a significant impact on the quality of life for 
local communities, especially where there is a high incidence of serious collision.  The 
speed of traffic can be controlled where necessary through measures such as traffic 
calming and safety cameras, and ensuring speed limits and road design are appropriate 
for local conditions. 
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11. LOOKING AFTER THE TRANSPORT NETWORK 
 
11.1 Introduction 
 
The condition of the highway network through appropriate road and bridge maintenance 
and transport asset management is important as it is the only local authority service that is 
used and relied upon by all of its citizens on a daily basis. The condition of the transport 
network is also important as it has direct impacts on regeneration, air quality, accessibility, 
congestion, quality of life and travel safety.  
 
The objective of this service is therefore to guarantee the continued availability of a safe 
transportation network and preserve the investment in the network in the most cost-
effective manner whilst mindful of the network management duty. 
 
The following sections detail the problems and objectives of the City of Stoke-on-Trent 
Council in relation to managing the transport asset of the City. The structural maintenance 
of bridges is detailed in Appendix E: Bridge Strategy. The equivalent issues and 
objectives for the Borough of Newcastle-under-Lyme can be found in the Staffordshire 
Local Transport Plan (LTP). 
 
 
11.2 The analysis of the problem 
 
The Highway Network 
 
The City Council is directly responsible for the maintenance of over 893 km of highway. 
This is broken down into the classifications shown in Table 11.1 with the vast majority 
(96%) of the adopted network being within built-up areas. 
 
Table 11.1: Highway network in Stoke-on-Trent 
 

Highway Classification Length (km) 

Principal ‘A’ Roads 85.3 

‘B’ Roads 17.8 

‘C’ Roads 33.1 

Unclassified Roads 694.0 

Rear Alleyways 63.4 

TOTAL 893.6 
 

The condition of the network is regularly surveyed in connection with the required Best 
Value Performance Indicators (BVPIs) and for the City Council’s own monitoring 
purposes.  This includes Scanner (previously TRACS), SCRIM (Sideway-force Coefficient 
Routine Investigation Machine, CVI (Coarse Visual Inspection), DVI (Detailed Visual 
Inspection) and deflectograph, where appropriate.  In addition, regular inspection reports  
 

207 



CHAPTER 11: LOOKING AFTER THE TRANSPORT NETWORK 

 
and public complaints / requests are recorded and claims histories regularly interrogated. 
This all combines to give an overall picture of the network condition. 
The City Council also undertakes detailed surveys of highway users to ascertain people’s 
perception of the condition of the network and specifically the priority this service should 
be given. 
 
Over recent years there has been significant targeted investment in the principal road 
network, which is now classified as being in a reasonable condition.  This is evidenced by 
the BVPIs prior to 2004, however, the change from CVI to Scanner techniques has 
changed this figure and the consequences / implications of this are being assessed. 
 
The most recent survey (2004/05) of the principal road network (BVPI 223) shows that 
there has been some deterioration in condition. While for 2003/04 a significant change 
was brought about by a change in survey methodology the result for 2004/05 shows some 
deterioration against the previous year. This in part is likely to have been brought about as 
programmed works have had to be curtailed due to statutory undertakers’ works and in 
the vicinity of the Highways Agency’s A500 Stoke Pathfinder Project scheme works in the 
interests of minimising congestion.  At the same time diverted traffic has accelerated the 
decline on other parallel routes. 
 
Similar results have been obtained for the non-principal roads (BVPI 224a) which show 
improvements over the last three years prior to 2004. However, the survey methodology 
of the non-principal and the more strategic unclassified road network is also now being 
changed to Scanner techniques. 
 
Initial indications would suggest positive progress has been made in improving overall 
carriageway condition, however, this is based on a small number of surveys, some 
involving random sampling. Ideally, more surveys are required before there can be full 
confidence in developing a trend pattern. Despite this indicated improvement to some 
carriageways there is concern that the historical under investment in the network has 
resulted in the overall condition of the highway in terms of its life cycle deteriorating to a 
level at which maintenance costs are unsustainable. 
 
Opportunities are also being taken to improve existing side roads where possible in 
connection with regeneration schemes and construction methods are chosen to favour 
extended life. Even so, progress on maintaining the minor side roads is less than that 
achieved for the strategic highway network. 
 
The aforementioned BVPIs are detailed in Chapter 13: Performance Management. 
 
Footways, Footpaths and Cycleways 
 
The City Council is also responsible for over 150 km of other publicly accessible footpath / 
cycle routes including 42 km of Definitive Public Rights of Way (PRoW). 
 
Over recent years much of the available revenue funding has been prioritised to footway 
replacement schemes for the approximate 1,800 km of footways adjacent to the highway 
network which have suffered from past and current under investment. Although this 
supports the walking agenda and also targets safety / claims considerations the condition 
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of the footway network is still of concern and the City Council is seeking appropriate 
increases in funding. 
 
In connection with the sustainable transport agenda the City Council has an ongoing 
planned maintenance regime to safeguard recent investment in the large network of off-
road routes including Safer Routes to School, Greenway and PRoW network.  This is now 
classified as being generally in an average / good condition. Planned improvements to the 
PRoW network for 2006/07 should show a marked improvement to next year’s BVPI 
figure. 
 
However, other areas continue to be a cause for concern, in particular, maintenance of 
the non-major footway network, alleyways and roads in older residential areas continue to 
suffer from lack of investment. This is at a time when much effort is being put into 
sustainable means of transport and against a background of third party claims. 
 
Other Assets 
 
There is a rigorous planned and responsive maintenance regime for all 340 bus shelters 
and two transport interchanges, 245 sets of signals, 42 Variable Message Signs and 140 
CCTV cameras.  When there are additions to this asset commuted sums for maintenance 
are identified where appropriate. 
 
Street lighting and all lit signs are all maintained as part of the Street Lighting Private 
Finance Initiative (PFI) that commenced in 2003 for a period of 25 years. 
 
The overall aim is to get the fabric of the network to an acceptable defined output and 
steady state condition as quickly as possible to enable improved planned maintenance 
and assist in financial and budgetary planning in a stable environment. 
 
However, the transportation network continues to grow at a rate of around 0.3% per year 
and the complexity and maintenance liability of the network is also increasing, for example 
with special surface treatments as a result of safety schemes and high quality materials 
included within public realm regeneration schemes. Furthermore, the forecast increase in 
traffic in North Staffordshire of nearly 20% between 2002 and 2021 (Source: North 
Staffordshire Integrated Transport Study) will exacerbate the condition of the highway 
network.  
 
Furthermore, there is still a high public demand to further improve unclassified roads 
especially in older residential areas.  In addition to structural maintenance there are 
community requests for more general street scene improvements, for example verge 
maintenance treatments, however, practical policy dilemmas can occur when this is 
requested to facilitate parking. 
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11.3 The links with the shared priorities and other objectives 
 
Looking after the transport network impacts on many of the shared priorities and other 
wider objectives of the North Staffordshire LTP.  Many of these issues are interlinked so 
that one particular action or transport measure may have a beneficial effect on more than 
one of the objectives. The links between looking after the transport network and the other 
shared priorities and wider objectives are therefore discussed below: 
 
Regeneration 
 
Improving the quality of public spaces and streetscapes through better quality roads, 
footways and cycleways can have a significant impact on regeneration by attracting and 
securing appropriate investment opportunities. The improvement and maintenance of the 
strategic highway network and those routes of local importance will also support the 
movement of goods and services. 
 
Air Quality 
 
Improving and maintaining the condition of footways and cycleways will encourage more 
people to use them, resulting in less car use and, hence, reduced traffic emissions. The 
appropriate programming and co-ordination of maintenance works can significantly 
minimise the likelihood of congestion and, hence, also reduce traffic emissions. 
 
Accessibility 
 
The appropriate maintenance of footways and cycleways is obviously vital to improving 
and maintaining accessibility. Furthermore, the installation of dropped kerbs with tactile 
paving at all road junctions and crossing points as part of maintenance schemes will have 
significant benefits on accessibility for the blind and those people with a mobility handicap. 
 
The re-allocation of road space through road markings included as part of maintenance 
schemes will assist bus and cycle movements. Similarly, the implementation of kassell 
kerbs will improve access to the public transport network.  
 
Congestion 
 
The appropriate planning, programming and co-ordination of maintenance works can have 
a significant impact on minimising the effects of congestion as around 10% of traffic 
congestion is caused by road and street works in a typical year. Therefore, in accordance 
with the Traffic Management Act (TMA 2004), the planning of highway improvements can 
reduce the effects of congestion. The application of preventative maintenance options 
rather than more expensive and disruptive treatments and the use of alternative materials 
and techniques can yield significant benefits in this respect. 
 
The review and improvement of the layout of road markings as part of maintenance 
schemes can also improve traffic movements and reduce congestion. 
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Travel Safety 
 
Improving and maintaining the quality of the road surface including the use of appropriate 
road treatments and reviewing the layout of road markings as part of maintenance 
schemes will obviously help to reduce accidents. 
 
Quality of Life 
 
The provision of regularly maintained footways and cycleways will encourage more people 
to walk and cycle and, hence, help improve general levels of fitness and tackle current 
health issues such as obesity, heart disease and respiratory problems. Furthermore, as 
discussed above, the programming and co-ordination of appropriate maintenance works 
can minimise traffic congestion and, hence, reduce traffic emissions which in turn will 
have obvious health benefits. Similarly, the condition and appropriate treatment of road 
surfaces can help reduce traffic accidents. 
 
The effects of stress and depression caused by traffic noise, which in turn can leave 
people vulnerable to other illnesses, can be addressed by the maintenance of low-noise 
highway surfaces in order to reduce transport-related noise. 
 
 
11.4 Looking after the transport network – the strategy 
 
The key LTP objectives for looking after the transport network are as follows: 
 
HM1. Achieve a well maintained / continually improved highway network. 
 
HM2. Maintain all adopted transport network assets. 
 
The objectives seek to guarantee the continued availability of a safe transportation 
network that is readily accessible to all users. It is the only local authority service that is 
used and relied upon by all of its citizens on a daily basis and is the authority’s single most 
important and valuable asset. 
 
The above objectives will be met through the following key areas of work: 
 
Best Value for Money 
 
Improving Procurement 
 
LTP funds will be targeted at major structural maintenance projects whilst revenue funds 
will be directed at reactive maintenance and a programme of preventative maintenance, 
highway drainage and footway replacement works.  
 
The City has also had a vibrant Single Regeneration Budget (SRB) programme and a 
number of projects have been directed at improvements to the public realm. Similarly, 
highway works linked to development schemes have included measures which address 
current maintenance issues and reduce future liabilities.  
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In addition to LTP and revenue funds highway maintenance benefit has been and will 
continue to be secured from these and other sources. 
 
It is intended that maintenance money, both revenue and capital will be targeted on routes 
that: 
 
• Assist the delivery of sustainable transport so providing high quality bus, cycle and 

pedestrian routes to improve accessibility and reduce congestion. 
• Support the road hierarchy by identifying those routes carrying the highest volumes of 

traffic and pedestrians. 
• Targeting road safety problems by considering the use of maintenance funds 

alongside local safety scheme expenditure to ensure the best use of resources. 
Carriageway reconstruction and the preventative maintenance programmes are carried 
out by specialist contractors and supervised by the in-house consultancy. All of the 
reactive maintenance work and some footway reconstruction work is carried out by the 
City Council’s Direct Labour Organisation. Efficiency improvements have also been 
achieved by integrating certain highway maintenance activities with street scene activities. 
 
The most efficient use of resources is therefore key to delivering value for money. Further 
to an Audit Commission inspection of the service in 2002 and 2005 the City is seeking the 
most cost-effective means of delivery, possibly including a bid for a Private Finance 
Initiative (PFI) for highway maintenance. 
 
In the interim period, there will be a re-engineering of the delivery of the service with a 
view to further reducing procurement costs and identifying efficiency savings.   An 
example of this is the move to comprehensive Street Scene operations, which is 
delivering efficiency savings and is also more responsive to community requests. 
 
The maintenance programme is assembled based on sound engineering principles but is 
also flexible enough to be responsive to community demands or where it may support 
other initiatives. The City has a well-developed community consultative framework and 
this is used to publicise the programme and respond to community wishes where 
possible. 
 
Asset Management 
 
The City Council has commenced assembling details of the entire transportation asset 
and developing its Transport Asset Management Plan (TAMP) which will follow the 
guidance published by the County Surveyor’s Society (CSS). The developing TAMP will 
take into account the whole of the transportation network including PROW, the network of 
off-highway permissive paths and references to public transport infrastructure. 
 
The network has traditionally been managed by collecting data from a variety of sources. 
These include safety inspection records, public complaints and an annual programme of 
service inspections, which go beyond the minimum required for BVPI purposes. Risk is 
another important factor with claim history and usage of the asset a factor in determining 
intervention levels and planned works programme. 
 
The City has also been involved in collaborative working with the adjoining authority in the 
collection of condition data. It uses the UK Pavement Management System (UKPMS) to 
process data and help identify the most cost-effective schemes. These are considered 
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against other planned highway works including regeneration / development schemes, 
capital improvements, statutory undertakers’ works and community issues. 
 
Investigations are underway for the procurement of an appropriate computer suite and 
system to hold and process details of the whole highway asset.  Advice, without prejudice, 
on how this can be most cost effectively and quickly achieved is being taken from the City 
Council’s current condition surveying contractor and from other authorities.  
 
The computer suite will initially be used to inform the highway maintenance process but 
will ultimately be used to fully value and manage the whole transportation asset. This is 
currently being developed and a project plan is in place with the suite becoming 
increasingly used from mid-2006. In the meantime, condition data continues to be 
collected and temporary staff have been employed to research and record highway 
boundary information.  In connection with reorganisation, to better reflect the Traffic 
Management Duty and the independence of the Traffic Manager, resources are being 
released to fully develop the Highways Asset Management Plan (HAMP).  
 
In preparation for asset management all new improvement schemes are audited for their 
future maintenance implications.  This includes all Section 38s and Section 278 work 
which attract commuted sums, including those specifically related to signals / Advanced 
Transport Telematics (ATT) and for future maintenance of enhanced / high quality 
materials where appropriate.  
 
The City Council is planning and undergoing a comprehensive regeneration programme 
that will involve revised street patterns and improved paving schemes reflecting the wider 
public realm.  Specific regard is being given to ensuring that boundaries and future 
maintenance liabilities are recognised and resourced and incorporated into the asset 
register / plan as it develops. 
 
The structural reorganisation of highway and transportation functions will include for the 
exchange of information between the Network Management and asset management 
functions.  This is already working on a trial basis and has produced dividends in the co-
ordination of work and opportunity to use a cocktail of funding from undertakers works, 
development schemes and maintenance funds (capital and revenue) to achieve value for 
money and added value.  
 
The development of the plan and quantification of the value of the asset will be used to 
help raise the profile of the transport agenda and assist in the consideration of the fair 
distribution of resources. The delivery of the planned maintenance programme is and will 
continue to be built around cost effectiveness and minimising environmental impact and 
congestion. 
 
Sustainability 
 
A balanced approach is currently and will continue to be taken to maintain the network 
with a view to minimising whole life costs and minimising the impact on the natural and 
built environment. This will therefore include the use and recycling of all materials where 
appropriate and also improve the quality of facilities available for pedestrians, cyclists, 
public transport users and the mobility impaired. 
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Sharing and Implementing Best Practice 
 
The City aim to learn from best practice from other authorities, especially with respect to 
monitoring the long-term performance of maintenance schemes and taking account of 
stakeholder feedback. 
 
The City Council has therefore formed with other nearby authorities The West Midlands 
(Shires and Unitaries) Traffic Manager’s Group, which represents the Traffic Managers 
from:  
 
• City of Stoke-on-Trent Council. 
• Herefordshire County Council. 
• Shropshire County Council. 
• Staffordshire County Council. 
• Telford and Wrekin Council. 
• Warwickshire County Council. 
• Worcestershire County Council. 
 
The aims of the Traffic Managers group are: 
 

“To improve the West Midlands regional approach to fulfilling the Network 
Management Duty”. 

 
To achieve this, the group has already identified the initial areas of work which will need to 
be acted upon or improved; 
 
• Assist in guiding and shaping the role of the West Midlands Traffic Operations Group. 
• Share best practice, and performance information, across the members of the group to 

improve the approach to implementing the Traffic Management Act (TMA 2004). 
• To provide regional consistency and develop agreed frameworks to ensure the 

fulfilment of the Network Management Duty. 
• To share information on the causes of congestion, and the proposed solutions, and 

the setting of network hierarchies in each authority. 
• To guide the authority’s approaches to network resilience. 
• To share the information provided to the public through the individual authority’s web 

site by providing hyperlinks. 
• To share information on how each authority is developing its organisation with respect 

to the role of Traffic Manager in order to meet the new demands of the Network 
Management Duty.  

 
This Traffic Managers group will also forge links with other such groups nationally. 
 
Furthermore, the highway network is regularly inspected and safety managed in 
accordance with the latest (July 2005) Highways Maintenance Code of Practice which has 
been fully adopted by the City Council. In considering safety maintenance issues the City 
is particularly aware of the most vulnerable highways users in all climatic conditions; 
pedestrians, cyclists, motorcyclists as well as the special needs of the young (e.g. safe 
routes to school), the elderly and those with a disability. The linkage of highway safety to 
the community safety agenda is also recognised. 
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The Network Management Duty 
 
The City Council has a Traffic Manager in place and is undergoing a reorganisation that 
will place all Network Management activities in one group. This includes ATT, traffic 
orders, licensing, New Roads and Street Works Act (NRSWA) co-ordination and PROW.   
This Group is remote from the promoters of works to provide an independent role.  
 
The responsibility of the Traffic Manager will in particular be crucial in ensuring that the 
efficiency of the network is maintained. The TMA includes the following main provisions: 
 
• Local authorities are required to appoint a Traffic Manager to oversee network 

management duties to keep traffic moving. 
• A tightening of the regulatory framework within which utility companies are permitted 

to dig up local roads and to give local authorities more powers to co-ordinate works to 
minimise disruption. 

• The scope for local authorities to take over enforcement of traffic contraventions from 
the police by allowing civil traffic enforcement legislation covering parking, 
infringement of bus lanes and some moving traffic offences. 

 
The City has a designated Traffic Manager who has responsibilities for network 
management and highway maintenance. Work is currently underway to comply with the 
TMA in order facilitate the achievement of the objectives for looking after the transport 
network. 
 
In summary, the response to the new duty includes the following actions: 
 
• Identifying the needs of all road users through ongoing consultation. 
• Recording all customer contacts. 
• Tailoring, and reviewing on an ongoing basis, the work programme to reflect customer 

needs. 
• Working closely with neighbouring authorities and the Highways Agency to manage 

the network efficiently. 
• Employing an on-call team of trained highway staff to deal immediately with problems 

and incidents before a more long term solution can be developed. 
• Making use of UTC and CCTV to monitor the network and responding immediately. 
• Including equality and safety design audits as part of the scheme design process. 
 
To minimise congestion the City Council will actively manage the network and fairly 
control all activities on it, which may influence safety or free movement. This includes 
managing 245 sets of signals, 91 of which are remotely monitored and 25 under UTC.  
There are also 42 VMS signs, five remotely monitored car parks and 140 CCTV locations 
all linked to a central control. Annually, there are over 12,000 responsive and 350 planned 
maintenance events by the highway authority and over 9,000 events by statutory 
undertakers to be co-ordinated.  In addition there are around 5,000 other licensed 
activities which all have the potential to interfere with efficient network operation. 
 
The City Council already has sophisticated mechanisms in place to monitor third party 
activity on the highway and this is being further developed to include the authority’s own 
activities.  Local performance indicators are being developed so that parity and fairness 
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can be clearly demonstrated. Indicators will also relate to enforcement and congestion. As 
the powers of the TMA unfold the City Council will consider the option of moving towards 
a permit system to effectively manage on-highway activities. 
 
The City Council will continue to develop its ATT systems to maximise network efficiency 
and provide traffic and transport information to the widest range of users. This will include 
development and improvement of the existing web-based real time information.  
The co-ordinated approach to streetworks and to licensing / permitting other activities on 
the highway together with a proactive enforcement policy will be continued. This is aimed 
at ensuring continued safety and minimising congestion and street clutter. Through the 
use of CCTV / ATT system much of the key strategic highway network is actively 
monitored on a 24-hour basis in addition to a 24-hour manned reporting facility. Together 
with round the clock call out this helps to ensure that problems can be responded to 
quickly and any disruption to the highway network is minimised. 
 
The importance of the Network Management Duty as it relates to strategic priorities is 
recognised and will pervade all activities of the authority. In particular, the effect of 
development and emerging regeneration proposals on the network will continue to be 
carefully scrutinised and where necessary mitigation measures identified.  The Highway 
Development Control function will sit alongside the Network Management function and the 
Traffic Manager will have a key input in the consideration of all strategic development 
proposals. 
 
The City Council has already taken on the responsibility for decriminalised parking 
enforcement and will extend this to include bus lane enforcement using Automatic 
Number Plate Recognition (ANPR) when the regulations are finalised. 
 
It is also recognised that the Network Management Duty relates to all modes and its 
delivery will be mindful of all parts of the community and in particular the most vulnerable.  
The City Council has reinforced its enforcement resource and will continue to target illegal 
obstructions of the highway which can impede pedestrian and cycle movement as well as 
creating a poor impression of the City. 
 
As part of the Network Management duty reviews of signal operation, Traffic Regulation 
Orders (TROs) and existing traffic management arrangements will regularly take place. A 
series of diversionary routes and emergency plans, in conjunction with adjoining Highway 
Authorities, are being developed to be incorporated into the Council’s Integrated 
Emergency Management Plan. 
 
Procedures will be put in place to specifically audit planned schemes and events, from a 
variety of sources, with regard to their effects on congestion, network operation and 
safety. 
 
 
11.5 Measuring performance 
 
The condition of the network is and will continue to be regularly surveyed in connection 
with the required Best Value Performance Indicators (BVPIs) and for the City Council’s 
own monitoring purposes. In summary, the following techniques and frequencies of 
surveys will be used: 
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• Principal Roads – Scanner technique to be surveyed annually in one direction. 
• Non-principal Roads – Scanner technique to be surveyed every year in one direction. 
• Unclassified Roads – CVI with 25% of the network surveyed annually. 
• Condition of the surface footway (Category 1, 1a and 2 only) – DVI with 50% of the 

network surveyed annually. 
 
A set of Network Condition Indicators (NCIs) will also be developed for all areas of the 
network and appropriate data will be collected in order to ensure that the defined outputs 
are monitored. 
 
In addition, regular inspection reports and public complaints / requests are recorded and 
claims histories regularly interrogated. This all combines to give an overall picture of the 
network condition. 
 
Furthermore, the City Council undertakes detailed surveys of highway users to ascertain 
people’s perception of the condition of the network and specifically the priority this service 
should be given. 
 
 
11.6 Maintenance targets 
 
The Government has set a number of mandatory indicators for use by local authorities in 
measuring the condition of the transport network. These are detailed in Table 11.2. 
 
Table 11.2: Maintenance indicators and targets 
 

Maintenance 
Indicator Baseline Target 

M1 Condition of 
principal roads – 
BVPI 223 

Baseline 2004/05. Stoke-on-Trent target to reduce the 
percentage of the principal road 
network where structural 
maintenance should be considered to 
30%. 

M2 Condition of non-
principal 
classified roads – 
BVPI 224a 

Baseline 2005/06. Target not currently required due to 
changes in survey methodology for 
2005/06.  

M3 Condition of 
unclassified 
roads – 

BVPI 224b 

Baseline 2003/04. Stoke-on-Trent target to ensure that 
the percentage of the unclassified 
road network where structural 
maintenance should be considered 
does not increase from the baseline. 

M9 Condition of 
surface footway 
– BVPI 187 

Baseline 2004/05. Stoke-on-Trent target to ensure that 
the percentage of the footway 
network where structural 
maintenance should be considered 
does not increase from the baseline. 
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11.7 Conclusions 
 
In conclusion, this chapter demonstrates the significant importance of looking after the 
transport network. It is the only local authority service that is used and relied upon by all of 
its citizens on a daily basis and is the authority’s single most important and valuable asset. 
Furthermore, the improvement and condition of the transport network has cross-cutting 
impacts on the shared priorities and wider objectives of the LTP, namely; regeneration, air 
quality, accessibility, congestion, quality of life and travel safety. 
 
The proposed strategy for looking after the transport network therefore includes a number 
of measures which include delivering better value for money (through improving 
procurement measures, asset management and the use of sustainable techniques and 
materials), sharing and implementing best practice and making full use of the provisions of 
the Network Management Duty. 
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12. IMPLEMENTATION – MAKING IT HAPPEN  
 
12.1 Introduction 

 
This Chapter outlines the implementation programme for the next five years.  There are 
four main parts: 
 
• Integrated Transport; 
• Maintenance; 
• Major Schemes; and, 
• Other funding sources. 
 
The capital programme is based upon the LTP Capital Settlement Letters, December 
2005, sent to Staffordshire County Council and Stoke-on-Trent City Council.  The letters 
took into account the Department for Transport’s (DfT) alteration to the way in which the 
Integrated Transport block is divided among transport authorities.  This move was made 
after the provisional North Staffordshire Local Transport Plan was published. 
 
The introduction of this new approach will mean a significant decrease in the amount of 
finance available to North Staffordshire.  The provisional plan was based upon DfT’s 
indicative allocations which would have seen just over £30m integrated transport block 
expenditure in the period from 2006/07 to 2010/11, with £25.8m being spent in the City 
and £4.2m in the County.  With the changes that have been made by DfT the City are 
likely to receive £18.6m and the County £4.4m, totalling just £23.0m for the conurbation 
as a whole.  This change is summarised below in Table 12.1. 
 
Table 12.1 - Comparison of Provisional and Full LTP Integrated Transport Block 
Funding 
 

2006/07- 2010/11 
Integrated 

Transport Block 

 
Staffordshire CC 

 
Stoke-on-Trent CC 

 
Total 

Provisional Plan £4.2m £25.8m £30.0m 

Final Plan £4.4m £18.6m £23.0m 
 
This is a severe blow for North Staffordshire, meaning that only about three quarters of 
the programme envisaged in the Provisional Plan will be achievable within the Plan 
Period.  This will inevitably delay implementation of the long term strategy. 
 
The achievements of Staffordshire and Stoke-on-Trent in the first LTP period will be the 
subject of detailed Delivery Reports in July 2006.  However, both Authorities have 
successfully delivered a wide range of schemes and initiatives designed to meet targets 
within the financial boundaries of the previous LTP settlements and additional flexibility of 
the Single Capital Pot.  This has been made possible through developing unique solutions 
in consultation with residents, businesses and transport users in North Staffordshire. 
 
The first LTPs for Staffordshire and Stoke-on-Trent both included a joint transport strategy 
for North Staffordshire.  The LTPs included a wide implementation programme that sought 
to improve travel choice across the conurbation in support of the strategy objectives.  
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Over the plan period scheme proposals were assessed to reflect LTP objectives, the cost 
and feasibility of every scheme and public acceptance.  This enabled the authorities to 
maximise the use of resources and ensure that the majority of targets were met or were 
on-track. 
 
DfT has now approved allocations for 2006/07 and given indicative allocations for the 
remainder of the plan period to 2010/11.  These allocations cover two funding areas, 
integrated transport and capital maintenance. 
 
Priorities 
 
The implementation programme for this Plan seeks to build upon the successful 
implementation plan for the first LTP.  The overall programme is based upon the key 
objectives in this new plan namely; supporting regeneration, improving accessibility and 
tackling congestion, whilst improving air quality, travel safety and quality of life.  Despite 
the need to improve travel safety we believe that with the limited funding available there 
needs to be higher focus on achieving the regeneration, accessibility and congestion 
priorities.  
 
This is highlighted in the priority pyramid in Figure 12.1. 
 
Figure 12.1 - Priority Pyramid 
 

Regeneration

Accessibility Congestion

Air
Quality

Travel 
Safety

Quality 
of Life

 
 
 
It is envisaged that from the middle of the plan period onwards the developing Housing 
Renewal Programme will provide opportunities and requirements in relation to the 
implementation of transportation initiatives along key corridors.  Transport improvements 
will be made throughout the conurbation as necessary and as resources permit, although 
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it is anticipated that schemes will be focussed to support the Authorities’ ambitions in the 
City Centre and Newcastle Town Centre as well as the following areas of major 
intervention: City Centre South, Knutton/Cross Heath and Middleport, Burslem & Etruria 
Valley. 
 
The programme of works is part of a longer term strategy (see Table 4.1).   
 
 
12.2 Integrated transport capital programme for 2006/07 - 2010/11 

 
The capital programme for this LTP has been developed to work towards meeting the 
local priority of regeneration and the shared priorities set out by Government. As indicated 
above there will be £23.0m available for integrated transport block funding during the 5 
years of this plan period.  This will be supplemented by additional funding from other 
sources including private sector contributions. 
 
The integrated transport block capital investment will be as the Settlement Allocations 
shown in Table 12.2 below, although the years from 2007/08 onwards will be subject of up 
to +/-25% variation depending upon assessment of this plan and the Staffordshire and 
Stoke-on-Trent Delivery Reports due to be published in July 2006. 
 
Table 12.2 - North Staffordshire Expenditure Profile (£000’s) 2006/07 - 2010/11 
 

 
Integrated Transport 
 

2006/07 
£000’s 

2007/08 
£000’s 

2008/09 
£000’s 

2009/10 
£000’s 

2010/11 
£000’s 

Total 
£000’s 

 
Staffordshire 
 
Stoke-on-Trent 
 

778

4,228

770

3,966

859

3,777

 
955 

 
3,559 

 
1,058 

 
3,039 

4,420

18,569

 
TOTAL EXPENDITURE 5,006 4,736 4,636

 
4,514 

 
4,097 22,989

 
The December 2006 settlement shows a total indicative Integrated Transport Block 
allocation of £18.569m to the City Council and £4.420m to Staffordshire County Council, 
making a total of £22.989m. 
 
Allocations have been determined in order to: 
 
• Meet local and national transport need 
• Take into account consultations with residents and key stakeholders 
• Reflect the need to make the most efficient use of our existing assets 
• Represent value for money 
• Provide the greatest impact on targets 
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The integrated transport block expenditure will be spread across 5 broad headings:  
 
• Improving public transport, will help to support public transport partnership routes, 

improving accessibility.  This includes bus priority measures into the City Centre and 
Newcastle Town Centre, bus stop improvements, improved pedestrian access to bus 
corridors, better public transport interchanges, improved bus stops and improved 
hackney carriages and stands.  Park and ride is part of the strategy, however, the 
reduction in the integrated transport block means that this element is likely to slip 
beyond this LTP period. 

 
• Promoting sustainable transport, comprises cycling and walking initiatives and 

supporting travel plans.  Cycling initiatives will enhance the local cycle network to 
complement the already completed National Cycle Network. Walking initiatives include 
improved disabled access provision, pedestrian crossing, traffic calming and 
supporting the emerging Rights of Way Improvement Plans. 

 
• Improving safety, incorporates the continuing, targeted programme of local safety 

schemes, the popular safer routes to school initiative and implementation of travel 
plans in all schools by 2010. 

 
• Highway network efficiency, primarily helps to tackle congestion hotspots but will 

increasingly be targeted to supporting the Network Management Duty and measures 
for bus lane enforcement.  Such measures will help to improve bus journey times and 
improve accessibility. Minor traffic management schemes and highway improvements 
will help to support the regeneration agenda and improve travel safety. 

 
• Advanced transport telematics, this will see further transport corridors brought 

under Urban Traffic Control (UTC), improving capacity and helping to tackle 
congestion.  Other sites will be added to the Remote Monitoring System (RMS), 
improving road safety and tackling congestion.  Further Variable Message Signs 
(VMS) will be added to the existing system.  Additional CCTV cameras will be installed 
at key locations to monitor traffic flow and incidents. The introduction of Automatic 
Number Plate Recognition (ANPR) software will enable efficient and cost effective 
traffic surveys.  To assist bus users Real Time Passenger Information (RTPI) will be 
introduced, starting on key corridors. 

 
Table 12.3 shows the linkages between these broad headings and the LTP’s key 
priorities. 
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Table 12.3 - Impact of Integrated Transport Block Measure on LTP Priorities 
 

Integrated Transport 
Block 

R
eg

en
er

at
io

n 

A
cc

es
si

bi
lit

y 

C
on

ge
st

io
n 

R
oa

d 
Sa

fe
ty

 

A
ir 

Q
ua

lit
y 

Q
ua

lit
y 

of
 L

ife
 

Improving public 
transport  

      

Promoting sustainable 
travel        

Improving Safety        

Highway Network 
Efficiency       

Advanced Transport 
Telematics       

 
 High Impact 
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Capital investment for integrated transport by each authority is set out in Tables 12.4 and 
12.5. 
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Table 12.4 - Integrated Transport Block allocations for Stoke-on-Trent 
 

2006/07 2007/08 2008/09 2009/10 2010/11 

Year 1 Year 2 Year 3 Year 4 Year 5 
Total Integrated Transport 

Block 

£000’s £000’s £000’s £000’s £000’s £000’s 

Improving public 
transport  530 1,100 1,335 1,156 982 5,103

Promoting sustainable 
travel  870 675 621 615 550 3,331

Improving Safety  1,082 621 592 585 475 3,355

Highway Network 
Efficiency 525 525 281 352 340 2,023

Advanced Transport 
Telematics 1,221 1,045 948 851 692 4,757

Total 4,228 3,966 3,777 3,559 3,039 18,569

 
 
Table 12.5 - Integrated Transport Block allocations for Staffordshire 
 

2006/07 2007/08 2008/09 2009/10 2010/11 

Year 1 Year 2 Year 3 Year 4 Year 5 
Total Integrated Transport 

Block 

£000’s £000’s £000’s £000’s £000’s £000’s 

Improving public 
transport  

125 145 260 270 315 1,115

Promoting sustainable 
travel  35 50 150 160 195 590

Improving Safety  458 110 170 150 110 998

Highway Network 
Efficiency 160 365 120 140 180 965

Advanced Transport 
Telematics 0 100 159 235 258 752

Total 778 770 859 955 1,058 4,420
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The total expenditure in the plan area is set out in Table 12.6 and in Figure 12.1. 
 
Table 12.6 - Combined Integrated Transport Block allocations for North 
Staffordshire 
 

2006/07 2007/08 2008/09 2009/10 2010/11 

Year 1 Year 2 Year 3 Year 4 Year 5 
Total Integrated Transport 

Block 

£000’s £000’s £000’s £000’s £000’s £000’s 

Improving public 
transport  

655 1,245 1,595 1,426 1,297 6,218

Promoting sustainable 
travel  905 725 771 775 745 3,921

Improving Safety  1,540 731 762 735 585 4,353

Highway Network 
Efficiency 685 890 401 492 520 2,988

Advanced Transport 
Telematics 1,221 1,145 1,107 1,086 950 5,509

Total 5,006 4,736 4,636 4,514 4,097 22,989

 
 

Figure 12.1 - Expenditure Profile by Scheme Category 
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12.3 Structural maintenance 
 
This LTP covers Road and Bridge Structural Maintenance for Stoke-on-Trent, which is 
detailed in Chapter 11: Looking After the Transport Network and in Appendix E: Bridge 
Strategy.  The County Council’s expenditure is covered within their 2nd LTP for 
Staffordshire.   
 
In the budget principles report considered by City Council on 2nd

 February 2006, it was 
recognised that there is a need to investigate investment options for transport and 
highway services. This could include a possible Private Finance Initiative (PFI), other 
partnership ventures or a stand alone City Council project. In terms of highway 
maintenance, the DfT has recently announced that it has invited expressions of interest 
from Local Authorities by September of this year and the Council has been invited to 
attend a workshop with the DfT in March. Further work is required to bring this forward 
and whilst no specific funding has been identified within the budget, any costs in bringing 
this forward will need to be funded from the existing Highways Maintenance budget. 
 
The indicative allocations for Maintenance are £8.995m, which will be invested over the 
plan period as follows: 
 
Table 12.7 - Stoke-on-Trent maintenance allocations 
 

Structural Maintenance 2006/07 2007/08 2008/9 2009/10 2010/11 TOTAL 

 Year 1 Year 2 Year 3 Year 4 Year 5 5 Years 

 £000’s £000’s £000’s £000’s £000’s £000’s 

Roads 1,403 1,436 1,500 1,579 1,662 7,580

Bridges 325 250 270 280 290 1,415

Total 1,728 1,686 1,770 1,859 1,952 8,995
 
In addition to the above maintenance allocation DfT have accepted a one-off bid for 
£1.16m capital maintenance work on the de-trunked A34 in 2006/07 between Hanford 
Roundabout south to the City boundary, comprising: 

• A34 Longton Bridge Service Bay (Protection Works)        £200,000 

• A34 Carriageway Reconstruction                                      £960,000 
 
 
12.4 Major schemes 

 
In overall terms, the long term strategy does not envisage that there will be significant 
road building over the next 15 to 20 years, other than those highways schemes already 
benefiting from planning approval or likely to emerge through the Local Development 
Framework process.  Within the Plan area there is currently only one scheme to be 
funded through the major scheme route, namely Tunstall Northern Bypass.  This is a 
“legacy” scheme that pre-dates the Local Transport Plan process and has been subject to 
a series of legal challenges that have delayed its implementation. 
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In addition, there are a number of elements of the long strategy that could be developed 
into schemes potentially the subject of Major Scheme or Transport Innovation Fund Bids, 
for example: 
 
• Etruria Valley Park and Ride site and its access from the A500 over the West Coast 

Main Line. 
• Bus priority or transit corridors. 
• City Centre Bus Station. 
• Congestion charging. 
 
If another major scheme were to be developed it would be subject to discussion with 
Government Office for the West Midlands (GOWM) and DfT officials. 
 
Chapter 5: Supporting Regeneration, details a number of road schemes that will assist 
with objective R1: Opening up areas for development.  Table 12.8 below indicates likely 
time periods and funding for these schemes 
 
Table 12.8 - Road Schemes Supporting Regeneration 
 

Scheme Major 
Funding 
Source 

Likely Completion 

  2006 2007-2011 2011-2021 

A500(T) Pathfinder Highways 
Agency    

A50 Grade Separation Developer    

Potteries Way Developer    

Tunstall Northern 
Bypass LTP major    

Tunstall South Western 
Access Road Developer    

Burslem North Western 
access improvements 

LTP integrated 
transport block    

Etruria Valley Link 
 Developer    

Wolstanton Link Road 
 Developer    

Burslem South Eastern 
Access Road Developer    

Stoke Inner Relief Road Developer    

 
One scheme not included above is the Hanley - Bentilee Link Road which is currently 
under review.  The construction of the road has been a long standing aspiration of the City 
Council.  It was intended to relieve congestion particularly at Limekiln junction.  The 
scheme does not have the benefit of planning permission.  The prospect of constructing 
such a link, having regard to regional priorities in the period to 2021 is remote.  
Accordingly, a comprehensive review is to be undertaken of the best alternative means to 
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improve access to the City Centre from the west and south, improving existing highways 
and junctions where appropriate.  The line of the road will be protected pending this 
review. 
 
 
12.5 Road safety planning guideline 

 
In December 2005, the Government announced that the existing arrangements for the 
"netting-off" of fines from safety cameras will cease in March 2007.  Building on the 
camera infrastructure established in Staffordshire and Stoke-on-Trent over previous years 
under the hypothecation scheme, we propose to use future funds allocated through the 
LTP to be spent on speed reduction measures - including enforcement - thereby 
maintaining the casualty reduction benefit safety cameras provide.  A wider road safety 
partnership will be formed to ensure that road safety cameras are used alongside other 
road safety and speed reduction measures. 
 
The Road Safety Planning Guidelines were announced in February 2006 and we will be 
holding discussions with our road safety partners in April 2006 regarding the targeted 
allocation of these funds throughout the LTP period.  The allocations have been made in 
accordance with road safety needs (using the existing LTP road safety formula based 
upon the number of casualties over the 1994-98 period). 
 
 
12.6 Revenue funding 

 
In addition to capital expenditure on transport schemes, Staffordshire and Stoke-on-Trent 
support the LTP with considerable revenue expenditure, approximately £20m per annum.  
This is spent across a number of areas, including: 
 
• Public Transport: this includes concessionary travel, revenue support for public 

transport services and community transport. 
• Highway Maintenance: encompassing structural and preventative maintenance, 

bridge maintenance, environmental maintenance, traffic signals and signalised 
crossings and traffic signs. 

• Street Lighting: both authorities have successful street lighting PFIs which are 
making significant lighting improvements throughout North Staffordshire. 

• Winter Maintenance. 
• Traffic Management: including road safety education and school crossing patrols. 
 
These are detailed in Table 12.9, which assumes that 18% of the County’s revenue 
expenditure is spent in the North Staffordshire Local Transport Plan area. 
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Table 12.9 - Estimated Revenue Outturn Expenditure 2004/2005 and Budget 
2005/2006 for North Staffordshire LTP area linked to the Shared Priority Areas 
 

Outturn Budget  
2004/05 2005/06 LTP Targets Budget Area 

£'000 £'000 

Shared 
Priority Area

 

Public Transport 

Concessionary Travel 903 923 
Revenue Support for buses 808 770 
Rural Bus Grant 252 228 
Urban Bus Grant 159 161 
Community Transport 133 123 
City Centre Bus Station 118 82 
Revenue Support for Rail 4 3 

Accessibility 
Congestion 
Air Quality 

Increased accessibility 
Increased bus use 
Satisfaction with buses 
Reduced car trips 
Reduced congestion 
Improved air quality 

Highways/Roads (Structural) 

Structural & Preventative 
Maintenance  1,730 1,691 
Bridge Maintenance 368 335 

Maintenance  
Travel Safety

Improved network 
Reduced accidents 

Highways/Roads (Routine) 

Environmental Maintenance 615 586 
Non-Illuminated Traffic Signs 57 64 
Traffic Signal Maintenance 436 446 
Other Routine Maintenance 3,150 3,041 
Gully Emptying 326 308 
Other* 306 285 

 
 
Maintenance  
Travel Safety
Accessibility 
Quality of Life 

 
 

Improved network 
Reduced accidents 
Increased walking and 
cycling 

  

Street Lighting** 5,403 5,478 

Winter Maintenance 371 371 

Maintenance  
Travel Safety
Accessibility  

Improved network 
Reduced accidents 
Increased walking and 
cycling 

Traffic Management & Road Safety 

Traffic Management  304 318 
Road Safety Education 231 215 
School Crossing Patrols 562 599 

Maintenance  
Travel Safety
Accessibility  

Improved network 
Reduced accidents 
Increased walking and 
cycling 
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Outturn Budget  
2004/05 2005/06 LTP Targets Budget Area 

£'000 £'000 

Shared 
Priority Area

 

Staffing Costs - Transport Planning, Policy & Strategy 

Transportation Group*** 354 378 
Programme Management 108 211 
Highway Development**** 215 197 
Private Street Works 4 4 

Highway maintenance 
planning, policy and strategy 2,037 2,198 
Public Transport co-ordination 104 137 
Public and other transport 
planning, policy and strategy 651 703 

Accessibility 
Congestion 
Air Quality 
Maintenance 
Travel Safety
Quality of Life  
Regeneration 

 

Increased accessibility 
Increased bus use 
Satisfaction with buses 
Increased walking and 
cycling 
Reduced car trips 
Reduced congestion 
Improved air quality 
Reduced accidents 
Improved network 

TOTAL 19,709 19,855   

 
* Includes street furniture, highways inspections/S74 income and policy assessments and programmes. 
** Includes contributions made to PFI reserves. 
*** Includes transportation policy work, transport modelling and monitoring, travel surveys, transport 

studies and planning for regeneration projects and awareness campaigns. 
**** Includes advice and Section 38 agreements. 
 
 
12.7 Other funding opportunities 

 
Transport Innovation Fund 
 
An additional avenue for increased transport investment is through the Transport 
Innovation Fund (TIF).  TIF funding is forecast to grow from £290 million in its starting year 
of 2008/09 to £2.6 Billion by 2014/15.  There will be an opportunity to bid for this funding 
in 2006 and a package of public transport schemes could feature as part of this.  A 
successful bid to this fund would help to resolve the existing and predicted congestion and 
accessibility problems.  In the first instance the bids are for further research but an 
advantage of taking this route is that the local authorities would set the conditions for the 
bid.  Both Councils will consider the best way forward on this issue prior to the TIF 
deadline of 31st July 2006.  
 
Exceptional Schemes 
 
There are a number of schemes emerging as thinking advances on the regeneration 
agenda.  Potentially these could come to fruition throughout the lifetime of this LTP, 
particularly from the mid to latter part of the plan period.  An exceptional bid may be 
required as it is likely that the regeneration programme will be difficult to achieve to a high 
standard and in the timescales being set by our regeneration partners, even with making 
use of the funding flexibilities available to a joint LTP area.  The Bid will reflect the need to 
achieve the best value for money and would demonstrate local transport need for the 
additional funding.  Any exceptional bid(s) will be discussed in advance by Staffordshire 
and Stoke-on-Trent with officials from GOWM and the DfT’s regional team. 
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Private Sector Funding 
 
The City and County Councils try to ensure that developers fund any improvements 
required as a consequence of their developments.  Traditionally, in North Staffordshire, 
the assessment of the transport effects and evaluation of contributions or supporting 
improvements required has been undertaken on a proposal by proposal basis.  However, 
the regeneration focus within the area is seeing increasing development pressures.  A 
series of area based master plans have been prepared to determine the effects of 
developments.   
 
Building upon the County’s developer contribution strategies in Burton-on-Trent and 
Stafford to apportion contributions between developers supplementary planning guidance 
on developer contributions will be produced in accordance with the anticipated 
Government guidance.  The North Staffordshire Core Spatial Strategy Preferred Options 
Report indicates at policy CP2 that: 
 
“Development proposals will contribute towards the cost of providing infrastructure, and of 
meeting social and environmental requirements, where this is necessary to make a 
scheme acceptable in planning terms. 
 
The nature and scale of any planning obligations sought for this purpose will be related to 
the form of development, its potential impact upon the surrounding area and the need for 
contributions towards sustainable regeneration initiatives. 
 
Contributions may also be required to meet the running costs of services and facilities 
provided through an obligation. 
 
The appropriate range and level of contributions will be assessed in a comprehensive 
manner, taking into account strategic infrastructure requirements and using standard 
charges where appropriate.  Standards and formulae for calculating contributions will be 
set out in other Local Development Documents.” 
 
Within the urban area and in areas of major intervention in particular some items for which 
contributions will be required will be strategic in nature and it is likely that contributions 
from individual developments could be pooled where appropriate, but in all such cases the 
nature and scale of contributions sought will be in accordance with national guidance and 
regulations. 
 
European Funding 
 
Despite changes in the level and scope of European funding due to the inclusion of new 
members to the European Commission, there are still opportunities to seek funding from 
the ERDF Objective 2 programme where it relates to transport related projects. Currently, 
the City and County Councils are looking at projects which could improve non car access 
to employment and training sites and this could be match funded with other regeneration 
funding. A transport project to support tourism is also potentially eligible though this 
requires further investigation to obtain match funding. Other European funding 
programmes which are related to environmental and health aspects of transport and travel 
such as CIVITAS will be investigated as they occur. Most of these ad hoc programmes 
require partner cities in other European countries and the local authorities have an 
ongoing search for potential partners in the event that a new programme emerges over 
the next five years. 
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12.8 Strategic environmental assessment mitigation measures 
 
The Strategic Environmental Assessment for the North Staffordshire LTP (see Chapter 3) 
has identified mitigation measures aimed at preventing, reducing or offsetting the slight 
adverse effects identified against some of the environmental objectives. The measures 
also seek to enhance the beneficial effects of the LTP on our environmental objectives. 
Such measures fall into two broad categories – the first concerns the need to ensure that 
generic mitigation measures, as set out in national guidance/standards, are implemented 
as a matter of course. The second concerns measures that are specific to types of 
schemes, seeking to target specific concerns or policy priorities in the North Staffordshire 
area. 
 
Generic Mitigation Measures 
 
A Scheme level Environmental Impact Assessments, where applicable. 
B Use of ecological specialists at all stages of design and implementation in order to 

develop measures to protect biodiversity within designated and important habitats 
and integrate biodiversity into final scheme designs. 

C Compensation and creation of additional habitats where negative effects are 
unavoidable. 

D The use of Sustainable Urban Drainage Systems (SUDS) and stormwater treatment 
to minimise the adverse effect on surface and groundwater quality, together with the 
consideration of de-culverting watercourses wherever possible. 

E Consideration of groundwater protection zones during planning and construction 
phases. 

F The incorporation of micro-energy generation (i.e. substitution of conventional power 
sources with energy from renewable sources) in transport proposals. 

G The development of design guidelines for the use of sustainable/recycled materials in 
transport proposals. 

H Use of specific design guidelines for transport infrastructure and signage in 
historically sensitive environments, for example the Streets for All: West Midlands 
guide and consideration of the findings of the Renew AMI Heritage Characterisation 
Studies. 

I The formulation and implementation of specific minimum requirements/standards for 
sustainable transport infrastructure in relation to all new development. 

J Measures to minimise the negative effect on landscape character, which could 
include the use of visual screening/planting, ensuring schemes do not create 
unnecessary streetscape clutter (for example by following the Streets for All: West 
Midlands Guide), and the integration of schemes within the surrounding landscape. 

K Implementation of standard mitigation during construction to limit noise, vibration and 
dust pollution. Waste generated and disposed of during the course of schemes 
should be disposed of at authorised facilities only and waste exemptions may need to 
be registered with the Environment Agency. 

 
An example of how generic measures H and J have been used in the existing Stoke-on-
Trent LTP was reported in the 2003 Annual Progress Report: 
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Component Specific Mitigation Measures 
 
Public Transport, Park and Ride, Cycling and Walking and Integrated Spatial and 
Transport Planning: the creation of a set of ‘designing out crime’ principles for transport 
infrastructure such as bus stops, transport interchanges and walking and cycling routes. 
 
Public Transport, Park and Ride, Cycling and Walking, New Transport Infrastructure 
and Road Safety – Physical and Safety Enforcement Measures: additional or 
replacement lighting should be designed to minimise light spill incorporating downward 
facing beams. 
 
Public Transport, Park and Ride, Cycling and Walking and Integrated Spatial and 
Transport Planning, New Transport Infrastructure: measures to ensure that new 
schemes requiring additional land take are located on previously developed land, where 
this is practicable. 
 
Park and Ride System, Integrated Spatial and Transport Planning, New Transport 
Infrastructure, and Looking After the Transport Network: measures to ensure that 
infrastructure development incorporates facilities/road space to support use of new routes 
by non-car modes. 
 
Integrated Spatial and Transport Planning, New Transport Infrastructure, Road 
Safety – Physical and Safety Enforcement Measures and Looking After the 
Transport Network: measures to minimise noise pollution in sensitive areas including low 
noise surfacing, reducing vehicle speeds and noise attenuation barriers. 
 

Station Road Puffin Crossing 
 
A crossing has been provided outside Stoke-on-Trent railway station in Winton Square (a 
conservation area). The crossing provides safer crossing facilities for passengers 
accessing the station from the nearby bus stops, car park and university buildings. 
 
It was recognised that the 
introduction of the poles, lights, road 
markings and control box necessary 
for a pelican crossing would have a 
detrimental aesthetic effect upon the 
Winton Square Conservation Area. In 
order to minimise the impact of the 
pelican crossing the  pelican poles 
were painted black and no sighting 
boards provided to the signal heads. 
A black compact controller box has 
been installed which has a footprint of 
one third of the controller normally 
used in the City. Furthermore, the 
length of zigzags either side of the 
crossing have been reduced. 
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Public Transport and Park & Ride: promotion of alternative fuels within public transport 
vehicle fleets through the establishment of policies regarding proportion of vehicles that 
should run on non/low-polluting fuels. 
 
Looking After the Transport Network: consider the recommendations of the National 
Salt Spreading Research Group (NSSRG) that Staffordshire County Council has 
contributed to, for example use of new variants of pre-wetted techniques and use of 
agricultural by-products to reduce sodium chloride in precautionary salting techniques. 
Establishment of percentage-based targets for the use of recycled materials in the 
maintenance of the road network. 
 
 
12.9 Prioritisation and ensuring value for money 

 
Current Approach 
 
As there is not a nationally agreed standard approach to assessment, locally developed 
cost benefit methodologies are used to prioritise different types of schemes. In this context 
the net ‘benefit’ can relate to a notional value attributed to the contribution towards 
achieving LTP targets and also, where applicable the net financial benefit e.g. in Local 
Safety Scheme 
 
The derived value of schemes may be increased based on a variety of factors, including: 
 
• Private developer, RZ, European or other funding contributions.  
• Through combining with other LTP scheme(s) to achieve an overall benefit greater 

than the sum of the benefits of the individual schemes. This additional benefit may 
accrue through less prolonged disruption due to roadworks, better value for money 
through only procuring one scheme and the added value associated with improving 
the image of the City. This also relates to achieving Value for Money and adherence to 
the spirit of the Network Management Duty of the Traffic Management Act. 

 
Equally the value of a scheme may be decreased as a result of: 
 
• Other future schemes which may influence the timing of delivery. 
• The impact in relation to other partner organisations / stakeholders e.g. if this scheme 

were to result in a net disbenefit to neighbouring Authorities. 
 
It is also important to recognise the value of ongoing post scheme monitoring in being 
able to realistically determine the expected level of contribution any scheme can make. 
 
Future Developments 
 
It is intended that an updated prioritisation framework will be developed across the 
conurbation. This new approach will be transparent and robust.  It will value schemes 
according to their contribution towards local priorities, the government’s shared priorities 
and the LTP targets against the scheme cost and risks. 
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12.10 Summary of 5-year programme 
 
The first year or two of this plan will largely see continued implementation of the type of 
successful schemes that have been implemented during the first LTP period.  However 
work has already begun to plan to take opportunity of the emerging opportunities 
emerging from Housing Market Renewal and the opportunities to support regeneration 
initiatives within the City Centre, Newcastle Town Centre, Areas of Major Intervention and 
the economic growth areas. These schemes will start to be implemented from the latter 
part of 2007/08, and will become an increasing proportion of the planned expenditure 
through this LTP and its successor. 
 
Table 12.10 below summarises the expenditure from 2006/07 to 2020/22. 
 
Table 12.10 - LTP Capital Expenditure 
 

2006/07 2007/08 2008/09 2009/10 2010/11 

Year 1 Year 2 Year 3 Year 4 Year 5 
Total 

LTP Funding Element 

£000’s £000’s £000’s £000’s £000’s £000’s 

Integrated Transport 
Block: Stoke-on-Trent 4,228 3,966 3,777 3,559 3,039 18,569

Integrated Transport 
Block: Staffordshire 778 770 859 955 1,058 4,420

Highway Capital 
Maintenance: Stoke-on-
Trent 

2,888* 1,686 1,770 1,859 1,952 10,155

Major Scheme: Tunstall 
Northern Bypass 1,598 1,816  3,414

Total 9,492 8,238 6,406 6,373 6,049 36,558

 
*The Highway Capital Maintenance for 2006/07 includes £1.160m towards works on the 
de-trunked A34. 
 
Table 12.10 does not include: 
 
• The recently announced Road Safety Planning Guidelines.  The contribution from this 

element to North Staffordshire will be assessed at a later stage. 
• Highway capital maintenance in those parts of Newcastle-under-Lyme or Staffordshire 

Moorlands in the Plan area.  These are dealt with separately in Staffordshire County 
Council’s second LTP. 

• Any private sector contributions. 
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The programme will be assessed and reviewed throughout the plan period.  Key 
measures and interventions outlined in the LTP will be rigorously evaluated to assess their 
effectiveness. This is a theme which will be elaborated more in Chapter 13: Performance 
Management. 
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13. PERFORMANCE MANAGEMENT  
 
13.1 Introduction  

 
Crucial to the successful delivery of the LTP is how performance is measured to support 
the delivery process. The local authorities have integrated the monitoring of the LTP with 
the existing corporate performance management processes and this allows wider links to 
be made with non-transport programmes of work. 
 
To judge the success of the LTP, it is essential to establish targets and to monitor 
progress towards achieving these targets and this is the purpose of this performance 
management chapter. The following paragraphs will explain how the LTP will be evaluated 
and provide an outline of the methods and techniques being used to monitor the targets.  
 
 
13.2 The monitoring strategy  

  
Monitoring involves measuring a series of criteria or performance indicators against which 
targets may be set. The first LTP contained a number of different targets established by 
local authorities and the performance of the LTP was based on how well the targets were 
being achieved. Annual Progress Reports (APRs) were produced to inform the 
Government on progress which also had a bearing on the authority’s Comprehensive 
Performance Assessment (CPA). This process has, in some years, led to more funding 
being allocated to transport in North Staffordshire.  
 
The Government has prescribed a number of transport indicators which all authorities 
must use to set targets within their LTP. This will allow the Government to monitor the 
performance of individual authorities, ensure value for money and also compare 
performance across similar authorities. The system of APRs will continue though at 
present it is proposed that they will only be required every two years. The authorities in 
North Staffordshire will in any case produce an annual report for its own purposes of 
managing performance.  
 
This LTP will build on this culture of performance management and as shown in Figure 
13.1. LTP will be embracing the following key principles of performance management:  

• Targets must meet the SMART criteria, i.e. Specific, Measurable, Achievable, Realistic 
and Time related and ideally outcome rather than output targets. 

• Relevant to (a) Government’s aims and objectives, (b) Regional policy including the 
Regional Spatial Strategy and (c) Local priorities including the Local Area Agreement. 

• Based on robust data and easy to monitor. 
• Risk management. 
• Clarity of roles and responsibilities. 
• Clear financial and contractual management processes. 
• Ongoing performance reviews. 

 
These principles will be picked up throughout the rest of this chapter. 
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Figure 13.1: The key LTP performance management elements 
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Recording of Information 
 
The City Council will take on the role of recording all LTP targets and indicators using the 
Covalent performance management software system. This is a web based system which 
allows staff to manage the core performance management elements of indicators, risks, 
actions and resources. Details of the software can be found at www.covalent.com. 
Targets and indicators can be set up and assigned to an “owner” who will be responsible 
for ensuring that the latest data is inputted. The local system administrator for Covalent 
would produce monitoring reports to track progress and inform senior management of any 
problems. These reports will be provided to partners as part of the open performance 
management process. 
 
Clarity of Roles and Responsibilities 
 
Key personnel in implementation teams in the respective authorities will have ownership 
of targets with responsibility for that programme of work. There will be regular meetings 
between authorities to discuss issues, share best practice in monitoring, identify cost 
sharing opportunities and act as an early warning for possible problems.  
 
Best Practice  
 
Both authorities will continue to attend the West Midlands Region Targets and Monitoring 
Group meetings to share best practice and possible cost sharing of regionally collected 
surveys and studies. 
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Financial Management 
 
There will be regular monitoring of capital expenditure by highways staff responsible for 
implementing schemes in both authorities. Regular meetings between the two authorities 
on LTP matters will provide early warning on scheme progress and allow decisions to be 
made on possible transfer of funds between spending areas. This ensures that the 
schemes most needed to meet the LTP targets are delivered as efficiently as possible. 
 
A related issue is that of ensuring value for money (VFM). A comprehensive database of 
scheme costs is maintained and this is benchmarked against previous performance. This 
allows continuous improvement of the budget management process. Schemes are 
designed to take account of VFM in their design and project management. 
 
Robust Monitoring 
 
The monitoring network will be expanded by investing in more automatic counters where 
appropriate and being “smarter” with the way data is collected. This will give more 
confidence in the data collected and reported for particular targets and indicators. 
 
Reviewing of Targets 
 
Targets will be reviewed as necessary to see if they are still appropriate or to “stretch” in 
response to performance. This includes examining the process flow charts (or causal 
chain diagrams) outlined in Appendix+1 for each strategy to test their relevance against 
possible changes in the financial, legal, political and wider environment.  
 
Internal and External Reporting 
 
Both the City Council and County Council have well defined and robust internal reporting 
procedures. These include the use of Improvement Plans or Business Plans which set out 
the strategic activities for a three year period to support the Corporate Plans. Performance 
against the delivery of these plans is reported to senior management on a quarterly basis 
and is also subject to scrutiny by members.  
 
External reporting is chiefly carried out through the Annual Progress Reports (APR). A 
report will be produced annually by the local authorities even if the DfT requirement for 
APRs is for every two years. The APR will include an analysis of the data collected each 
year and in some cases quarterly. Progress on the Air Quality Action Plan will also be 
reported back to DEFRA through the APR. 
 
Benchmarking 
 
Targets will also be benchmarked against other local similar Local Transport Plan areas. 
Clearly as the joint LTP area is not a standard local authority area then it is not possible to 
benchmark directly against other local authorities. Where possible a benchmarking 
exercise has been carried out for at least the mandatory and best value indicators using 
Stoke-on-Trent results as a proxy for North Staffordshire. Once information becomes 
available for other joint LTP areas such as Nottingham, Derby and Leicester, then more 
direct comparisons can be made with North Staffordshire. Details of the benchmarking 
work carried out to date are provided for each indicator in Appendix B.  
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In connection with the benchmarking process there are ongoing discussions with other 
authorities: 
 
• Involvement in the West Midlands Regional Transport Officers Group (this was chaired 

by a Stoke-on-Trent Officer in 2004 and 2005). 
• Involvement in the West Midlands Region Targets and Monitoring Panel. 
• Benchmarking meetings with the East Midlands unitary authorities. 
• Involvement in the Midlands Cycle Benchmarking programme sponsored by the DfT. 
• West Midlands Road Safety Liaison panel. 
 
 
13.3 The required LTP targets and indicators  

 
There are two main types of indicators: 
 
• Mandatory indicators which have been based on indicators prescribed by the DfT. 

These include a number of Best Value indicators. 
• Locally set indicators which reflect the North Staffordshire situation. 
 
To ensure a thorough understanding of the progress being made in delivering the LTP 
objectives, a hierarchy of indicators has been developed where the above indicators have 
been further sub-divided into three different categories. These are: 
 
• Key Outcome Indicators. 
• Supporting Outcome Indicators. 
• Contributory Output Indicators. 
 
These are shown graphically in Figure 13.2. 
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Figure 13.2: Hierarchy of indicators for the North Staffordshire LTP 
 

 
 

Contributory Output Indicators 
These local indicators measure the delivery of 
schemes, policies and initiatives which help to 
achieve the outcome targets relating to the 
shared priorities. E.g. Number of school travel 
plans, bus stops with up to date time table 
information. 

Supporting Outcome Indicators 
These are additional local indicators which 
represent progress towards the key outcome 
targets. E.g. access to bus stops, traffic levels 
and bus modal share. 

Key Outcome Indicators 
These directly measure the delivery of the LTP 
strategy. E.g. Total killed and seriously injured, 
mode share to schools and bus punctuality.

LTP Strategy objectives 
Regeneration, Accessibility, Congestion, Travel Safety, Air Quality, Quality of 
Life and Maintenance. 

Other indicators  
These include:  
Financial indicators 
which measure value for 
money and expenditure. 
Local area indicators 
which measure site 
specific impacts. 
Policy indicators which 
measure regeneration, 
spatial planning, and 
quality of issues  
 

 
Key Outcome Indicators  
 
These provide a measure of progress against targets which directly influence the shared 
priorities. Generally these are the Government’s mandatory indicators, but can include 
those local indicators authorities feel directly affect the shared priorities. The Government 
has prescribed two types of mandatory indicators. Best Value Performance Indicators 
(BVPIs) and Local Transport indicators which relate directly to the Local Transport Plan. 
 
There are nine BVPIs, the majority of which were introduced to the LTP process during 
LTP1. They cover road and footway condition, safety and public transport issues. The full 
list including descriptions is provided in Table 13.1 in Section 13.5. 
 
A further eight LTP indicators similarly relate to the core issues surrounding the shared 
priorities. The first five of these are mandatory for all local authority areas. These are 
indicators on:  
 
• Accessibility. 
• Change in area wide traffic. 
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• Index of cycling trips. 
• Mode share of journeys to school. 
• Bus punctuality. 
 
The remaining three LTP indicators are mandatory to some authorities but in all three 
cases targets have been or will be developed for North Staffordshire:  
 
• Changes in peak period traffic flows to urban centre with population excess of 

100,000. North Staffordshire has a population in excess of 350,000 and therefore a 
target has been derived for this indicator. 

• Congestion for authorities with a population in excess of 250,000. An interim position 
statement based on local information has been established for this indicator as the 
national data has not yet been made available. 

• Air quality target where Air Quality Management Areas (AQMA) have already been 
identified. An AQMA is expected to be declared for Stoke-on-Trent in April 2006 and 
thus air quality targets have been developed. 

 
Local Indicators 
 
A number of local indicators will be monitored concurrent to the National indicators. These 
indicators will be supportive to the main LTP strategies (accessibility, congestion, etc). 
The local indicators will be derived from the following three sources: 
 
• Relevant targets from the first LTPs for Stoke-on-Trent and Staffordshire which are to 

be continued through LTP 2. 
• Targets agreed through the West Midlands Transport Group and supportive of the 

Regional Transport strategy within the Regional Spatial Strategy. 
• New indicators directly relating to initiatives from national and local levels which are 

important and relevant to North Staffordshire.  
 
Supporting Outcome Indicators 
 
These are local indicators which represent progress towards the key outcome targets. 
They can also include proxies of a key outcome. It is important that any indicators chosen 
give an accurate and appropriate measure of the priority outcomes we are aiming to 
achieve. The Supporting Outcome Indicators will measure aspects of the shared priorities 
which show small changes, which when aggregated can be expected to make an impact 
on the shared priorities.  
 
Contributory Output Indicators 
 
Further to the supporting outcome indicators, a number of local indicators are proposed 
which measure the delivery of schemes, policies and initiatives which help to achieve the 
outcome targets relating to the shared priorities. 
 
This hierarchy of indicators is supplemented by three other types of indicators which will 
be used by the authorities to measure performance though specific targets will not be set 
for these: 
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• Financial indicators which provide a measure of financial performance, expenditure 
and value for money. 

• Site specific indicators which measure the impact that a scheme or measure has on 
the LTP objectives. 

• Wider policy indicators which will support the regeneration and quality of life priorities.  
 
 
13.4 Developing the targets  

 
The LTP is made up of a number of strategies each of which will be working towards 
delivering the overarching objectives and shared priorities. These are: 
 
• Supporting regeneration. 
• Delivering better accessibility. 
• Dealing with congestion. 
• Improving air quality. 
• Improving travel safety. 
• Asset management. 
• Improving local quality of life. 
 
To support the objectives identified in these strategies, a set of 25 targets and six 
transport indicators have been derived based on the hierarchy of indicators. These will be 
used to assess the performance of the LTP over the next five years.  
 
An additional set of nine wider policy indicators has also been identified to demonstrate 
the LTP’s commitment to supporting wider policy objectives including regeneration and 
quality of life. As these are largely influenced by the Regional Spatial Strategy (RSS) 
which is currently under review, the Local Development Framework process and other 
strategy development, the local authorities will be reserving the right to re-evaluate the 
indicators and incorporate any changes in the LTP.  
 
The targets and indicators have been carefully selected to reflect the guiding principles 
described in Section 13.2. They also reflect the following: 
 
• Past, present and likely future trends using current data sources and forecasting 

techniques. 
• Relationship between the different strategy elements. 
• Sensitivity of trends to different interventions by the LTP including different funding 

scenarios. 
• Evidence from other sources including national guidance, consultant studies and 

experiences and best practice from other similar authorities. 
• Outcome of consultation with partner organisations and local needs. 
• Partnership working between the City and County Council on monitoring transport 

indicators. 
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Trends and Trajectories 
 
Most of the transport indicators are already being monitored by the local authorities and 
therefore there is already a useful database of past trends. Certainly the Best Value 
indicators had to be monitored and some of the mandatory indicators were already the 
subject of targets in LTP1. 
 
The Department for Transport require that robust and consistent baselines should be used 
in the LTP submission. The date for the baselines varies between indicators but ranges 
from 2003/04 to 2005/06. Likewise the horizon for the indicators can vary from 2008-10 
(where a three year average is used) to the more usual 2010/11 end year, dependent on 
the methodology used. The past monitoring experience by the North Staffordshire 
authorities allows these new baselines to be readily adopted and also allows the 
establishment of milestone targets to monitor progress on an annual basis.  
 
The development of trajectories including milestones is an important element of the 
performance management process. Trajectories track the required change in the indicator 
through time to meet the target, taking into account the spending programme and the time 
needed to secure changes to travel behaviour, reductions in congestion, etc. By regularly 
monitoring performance and comparing against the trajectory it is possible to fully 
understand trends and allows prompt intervention of problems. In the case of a projected 
over-achievement, the strategy would be to redirect resources to less well-performing 
areas of the programme or to consider the setting of a more demanding target. On the 
other hand, a projected shortfall below the milestone would require a careful examination 
of the reasons why this has occurred, and the production of an action plan setting out how 
the target can be brought back on-track.  
 
As an example of the above, a sudden decrease in the numbers of children walking to 
school in a given year would require a careful look at all the statistics available for that 
year and an analysis of the underlying trends. The increase may be due to bad weather 
on the days of the surveys, or more schools closing and/or merging or some schools not 
co-operating in School Travel Plan initiatives. Each of the reasons will need to be 
examined and possible solutions identified with timescales and costs. These might include 
developing a Safer Routes to School scheme or working with the schools on localised 
pedestrian training initiatives. Partners will need to be involved and in this case this would 
be the schools, the LEA and the parents.  
 
Relationship between Strategy Elements 
 
We recognise that the relationship between these strategies and the desired targets is 
complex with many of the strategies achieving more than one target. However a 
structured approach has been adopted which will allow the local authority partners and the 
DfT to fully understand the progress made by the LTP strategy over the next five years. 
 
A process flow charting process has been adopted to help explain some of these 
relationships. Sometimes known as causal chain diagrams, these help with the analysis of 
the potential for the various solutions in each theme to contribute to the targets. This in 
turn has influenced the spending programme set out in Chapter 12: Implementation. 
These diagrams are reproduced in chapters 6 (Improving Accessibility), chapter 7 
(Tackling Congestion), chapter 8 (Improving Air Quality) and chapter 9 (Improving Travel 
Safety).  
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Funding Scenarios 
 
The targets are all based on what could be achieved through spending the Planning 
Guideline figures provided in the December 2005 settlement letter and following the 
strategy set out in the preceding chapters. However if additional funding becomes 
available through additional block allocations as a result of improved performance, an 
exceptional maintenance or integrated transport bid, or from the Transport Innovation 
Fund (TIF) then the LTP targets will be reviewed to see of they can be made more 
stretching. This is because an increase in resources will require a modification of the 
various implementation strategies and some of these will result in different outcomes. For 
the purpose of the LTP, only one trajectory has been set for each target at this stage 
because of the uncertainty of future funding levels.  
 
A further issue is that some of the targets have been calculated to reflect the important 
local priority of supporting regeneration. A significant increase in economic activity could 
lead to a considerable growth in traffic levels, adding to congestion, safety issues and 
environmental dis-benefits. The approach taken is to recognise that this might happen in 
the short term and therefore the targets set for the next five years are challenging ones to 
reflect the wider regeneration agenda. In the longer term the local authorities will seek to 
stretch the transport targets once the goal of economic prosperity has been achieved. 
 
Other Sources of Information 
 
The LTP is underpinned by a considerable amount of background research and studies 
on transport issues. These all helped to inform the authorities on what appropriate targets 
should be set for each of the indicators. A summary of these sources of information is 
provided in Chapter 2: The Wider Context and include: 
 
• The North Staffordshire Integrated Transport Study (NSITS) – completed in May 2005. 
• The North Staffordshire Household Travel Survey – completed in December 2005. 
• Numerous transport studies, for example on Park and Ride. 
• LTP consultations during 2005. 
 
Stakeholder Consultations 
 
Many of the stakeholder consultations were carried out by the transport consultants as 
part of NSITS. This included stakeholder meetings, focus groups and one-to-one 
meetings with key players. The wider public views were obtained from ongoing resident 
surveys, elected member meetings and comments, specific polls on transport issues and 
the community engagement networks or equivalent. Where possible, information was 
obtained from other Council department surveys, for example from housing or education. 
The Local Strategic Partnership had a key part to play in providing local views on 
transport issues which helped to influence target setting. For example road safety featured 
prominently as being a particular problem in most consultations and this has led to more 
challenging targets being set. 
 
 
 
 
 

245 



CHAPTER 13: PERFORMANCE MANAGEMENT 

Partnership Working 
 
Because the City and County Councils have sometimes undertaken differing monitoring 
regimes over the past five years during LTP1 it has been necessary to harmonise the 
methodology for a number of indicators which are required for North Staffordshire. A 
working party comprising of officers from both authorities was established in 2004. The 
remit for this group was to develop cost effective and robust mandatory and local 
indicators, by sharing expertise, establishing the availability of data, agreeing work 
programmes and developing a complementary suite of targets. This working group will 
continue to meet throughout the life of LTP. 
 
 
13.5 The LTP targets  

 
Table 13.1 provides a list of the indicators which are being used as part of the 
performance management process of the LTP as agreed between the two transport 
authorities. Twenty five LTP targets have been agreed. The DfT mandatory targets have 
been given the notation M1 to M18, while the local supporting outcome targets have been 
given the notation L1 to L7.  
 
In addition there are six other local transport indicators which will be used by the local 
authorities to gauge progress with the LTP (I1 to I6) and nine wider policy indicators (WP1 
to WP9) but for which no targets will be set. The latter two groups may be increased or 
decreased depending on data availability, changes in the strategies or the outcome from 
the RSS review. A full list is provided in Table 13.2. 
 
Table 13.1: LTP indicators used for setting LTP targets 
 

LTP 
Ref 

Description  DfT/ODPM 
notation  

M1 Condition of principal roads BVPI 223 

M2 Condition of non-principal classified roads BVPI 224a 

M3 Condition of unclassified roads BVPI 224b 

M4 Total killed and seriously injured (KSI) casualties BVPI 99a(i) 

M5 Child killed and seriously injured (KSI) casualties BVPI 99b(i) 

M6 Total slight casualties BVPI 99c(i) 

M7 Passenger journeys on buses BVPI 102 

M8 Satisfaction with local bus services BVPI 104 

M9 Condition of surface footway BVPI 187 

M10 Access by public transport to a major shopping centre LTP 1 

M11 Access by public transport to hospital LTP 1 

M12 Change in area wide road traffic mileage LTP 2 

M13 Cycling trips LTP 3 
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LTP Description  DfT/ODPM 
Ref notation  

M14 Mode share of journeys to school LTP 4 

M15 Bus punctuality LTP 5 

M16 Changes in peak period traffic flows to urban centres LTP 6 

M17 Congestion monitoring (change in average vehicle delay) LTP 7 

M18 Air quality LTP 8 

L1 Access to bus stops N/A 

L2 Bus modal share of peak hour journeys to urban centres N/A 

L3 Proportion of the workforce covered by travel plans N/A 

L4 Footpaths and rights of way that are easy to use by the public BVPI 178 

L5 Pedestrian crossings with facilities for disabled people BVPI 165 

L6 Traffic levels across North Staffordshire N/A 

L7 Number of days of temporary traffic controls BVPI 100 
 
Table 13.2: Other LTP indicators used for performance management 
 

LTP 
Ref 

Description DfT/ODPM 
notation 

I1 Satisfaction with public transport information  BVPI 103 

I2 Access onto public transport N/A 

I3 Accessible public transport N/A 

I4 Long distance travel by public transport N/A 

I5 Proportion of schools with a travel plan N/A 

I6 Bus stops with up to date and current timetable information N/A 

WP1 Percentage of new residential development built on 
previously developed land in the period 2001 to 2021.  

N/A 

WP2 Percentage of new employment land developed within the 
urban area in the period 2001 to 2021. 

N/A 

WP3 Number of jobs created through inward investment N/A 

WP4 Percentage of the population in super output areas (SOA’s) 
ranking within the worst 20% of SOA’s in the country. 

N/A 

WP5 Percentage change in VAT registered businesses N/A 

WP6 Life expectancy N/A 

WP7 Total number of Conservation Areas BVPI 219a 

WP8 Standard mortality ratio for coronary disease N/A 

WP9 Carbon dioxide emissions N/A 
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Table 13.3 provides a summary of the actual targets agreed together with the links with 
the LTP objectives and which of the shared priorities the target helps to measure. It 
should be noted that the LTP strategy is also seeking to deliver better outcomes for wider 
priorities including regeneration, housing, social inclusion, health and the environment. An 
explanation of how the transport targets meet the other wider issues is provided below. 
 
Regeneration and Economic Objectives 
 
A number of the North Staffordshire LTP targets will contribute towards the achievement 
of these economic objectives by focusing on congestion or accessibility to help enable 
successful new development or to improve the accessibility of new housing development. 
These will be marked up in Table 13.3 but in summary are: 

 
M10 Maintaining good access to the three major shopping centres by public 

transport. 
M12 Ensuring the growth in area wide road traffic mileage does not exceed an 

average of 1% per year. 
M17 A congestion target based on vehicle delays. 
L2 Increasing the proportion of am peak journeys into the city centre by bus to 

35% by 2010/11. 
 

A number of non-transport indicators exist in other publications which seek to measure the 
local authorities’ performance on regenerating the sub-region. For example, the emerging 
North Staffordshire Core Spatial Strategy (NSCSS) and the Regional Spatial Strategy 
(RSS). The following indicators have been agreed as most appropriate to the LTP:  
 

WP1 Percentage of new residential development built on previously developed 
land in the period 2001 to 2021.  

WP2 Percentage of new employment land developed within the urban area in the 
period 2001 to 2021. 

WP3 Number of jobs created through inward investment. 
WP4 Percentage of the population in super output areas (SOA’s) ranking within 

the worst 20% of SOA’s in the country. 
WP5 Percentage change in VAT registered businesses. 
 

Quality of Life Issues 
 
In support of the quality of life priority the LTP includes targets relating to air quality and 
travel safety which both contribute to creating a safer and more pleasant environment for 
people to live. Such targets include: 
 

M5  Reducing the numbers of children killed and seriously injured. 
M8  Increasing public satisfaction with local bus services. 
M11 Access to hospital by public transport. 
M13 Maintaining number of cycling trips. 
M18 Reducing air quality emissions. 
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In addition there are a number of non-transport indicators used to measure the quality of 
life issue which can be found in other local strategies. These include health indicators 
such as mortality rates, which can be found in the Health Inequalities Strategy, 
environmental indicators such as Carbon Dioxide emissions and biodiversity indicators 
such as local species counts which are in the Council’s environmental and Local Agenda 
21 strategies. The indicators agreed to be included in the LTP are as follows: 

 
WP6 Life expectancy. 
WP7 BV 219a: Total number of Conservation Areas. 
WP8 Standard mortality ratio for coronary disease. 
WP9 Carbon dioxide emissions. 
 

Appendix B provides more details of the targets and indicators, how they were 
established, their risks and information on benchmarking with other similar areas.  
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Table 13.3: Joint LTP targets and indicators with links to objectives 
 

Target 
No. 

Indicator Baseline data Target or Action Link to LTP 
objectives  

 Accessibility Strategy  QL1 to QL3 

M10 Access by public 
transport to a 
major shopping 
centre 

LTP1 

Baseline 2005/06. 

Using Accession and local 
bus and rail data  

Morning peak time, 
Monday to Friday.  

 

(a) To maintain the proportion of households within 
15 minutes by public transport of a major 
shopping centre during the am peak at or above 
25% and within 30 minutes at or above 80%. 

(b) To maintain the proportion of households without 
access to a car within 15 minutes by public 
transport of a major shopping centre during the 
am peak at or above 30% and within 30 minutes 
at or above 85%. 

A1 to A4, R1, 
R3 

M11 Access by public 
transport to 
hospital 

LTP1 

Baseline 2005/06. 

Using Accession and local 
bus and rail data  

Morning peak time, 
Monday to Friday.  

 

(a) To maintain the proportion of households within 
30 minutes by public transport of the University 
Hospital of North Staffordshire (NSRI site) during 
the am peak at or above 55% and within 60 
minutes at or above 90%. 

(b) To maintain the proportion of households without 
access to a car within 30 minutes by public 
transport of the University Hospital of North 
Staffordshire (NSRI site) during the am peak at or 
above 60% and within 60 minutes at or above 
95%. 

A1 to A4, R1, 
R3 

M13 Cycling trips 

LTP3 

Baseline 2003/04. Target to achieve no reduction in cycling trips 
(annualised index) over the LTP period. 

A1 to A4, C2, 
AQ2 
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Target Indicator Baseline data Target or Action Link to LTP 
No. objectives  

L1 Access to bus 
stops 

Baseline 2005/06. 

Using MapInfo GIS and 
local bus data  

Target to maintain the proportion of households within 
400m of a bus stop with a minimum service provision of 
two buses per hour at or above 85%. 

A1 to A4, R1, 
R3  

L2 Bus modal share 
of peak hour 
journeys to urban 
centres 

Baseline 2005/06. 

Cordon surveys of city 
centre 

Target to increase the proportion of am peak journeys 
into the city centre by bus to 35% by 2010/11. 

A1, C1  

L4 Footpaths and 
rights of way that 
are easy to use 
by the public 

BVPI 178 

Baseline 2003/04. 

In house records 

Target to increase the proportion of footpaths and rights 
of way that are easy to use by the public to 85% by 
2010/11. 

A1, C1, QL1, 
QL2 

L5 Pedestrian 
crossings with 
facilities for 
disabled people 

BVPI 165 

Baseline 2003/04. 

In house records 

Target to increase the proportion of pedestrian 
crossings with facilities for disabled people to 100% by 
2010/11. 

A1, C1, QL1 
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Target Indicator Baseline data Target or Action Link to LTP 
No. objectives  

 Congestion Strategy  R1 to R4 

M7 Passenger 
journeys on 
buses 

BVPI 102 

Baseline 2004/05. Target to maintain the number of local bus passenger 
journeys originating in the area until 2008/09 and then 
increase by 2% in the last two years to 2010/11. 

(Stoke-on-Trent have set a LPSA target of increasing 
bus patronage by 4% by 2008/09 from a 2004/05 
baseline). 

C1, C3 

M8 Satisfaction with 
local bus services 

BVPI 104 

Baseline 2003/04. Target to improve bus satisfaction levels to 55% by 
2009/10. 

C1 to C5, QL1 

M12 Change in area 
wide road traffic 
mileage 

LTP2 

Baseline 2004. Target to ensure the growth in area-wide road traffic 
mileage does not exceed an average of 1% per year 
between 2004 and 2010. 

C2, S1, S2 

M14 Mode share of 
journeys to 
school 

LTP4 

Baseline 2006/07. Not required until 2006/07. The DfT has delayed the 
introduction of this mandatory indicator for a year until 
the data collection has been clarified.   

However a provisional target has been set of keeping 
the proportion of school children travelling to school by 
non car means at or above 50% (primary) and 65% 
(secondary) based on information collected by Stoke-
on-Trent since 1999. 

C1, C3, AQ2,  
S1, S3, QL1 

M15 Bus punctuality 

LTP5 

Baseline 2005/06. Target to increase punctuality of bus services departing 
timing points to 85% of all scheduled departures being 
within the window of one minute early and five minutes 
late by 2010/11. 

C1, C2  
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Target Indicator Baseline data Target or Action Link to LTP 
No. objectives  
M16 Changes in peak 

period traffic flows 
to urban centres 

LTP6 

Baseline 2003/04. Target to achieve a 10% reduction in the total number of 
vehicles (excluding cycles and motorcycles) travelling into 
the city centre during the am peak by 2010/11. 

C2, S1, S2 

M17 Congestion 
monitoring 
(change in 
average vehicle 
delay) 

LTP7 

Baseline 2003. 

North Staffordshire 
Transport Model and locally 
collected data 

Due to a delay in data provision a target for this indicator 
is not required until July 2006. 

The current and forecast situation based on local data can 
be found in Appendix B. 

C2, S1, S2 

L3 Proportion of 
workforce covered 
by travel plans 

Baseline 2003/04. 

In house record of travel 
plans. 

Target to achieve 30% of workforce to be covered by 
travel plans by 2010/11 and 50% by 2020/21. 

C1, C3, S1, S2 

L6 Traffic levels 
across North 
Staffordshire 

Baseline 1999. Target to constrain traffic growth to a maximum of 10% 
between 1999 and 2011 compared with the 1997 Low 
Growth NRTF projected increase of 15% over the same 
period (excluding trunk roads). 

C2, S1, S2 

L7 Number of days of 
temporary traffic 
controls 

BVPI 100 

Baseline 2004/05. Stoke-on-Trent target to maintain the number of days of 
temporary traffic controls or road closures on traffic 
sensitive roads caused by local authority road works at 
zero per kilometre of traffic sensitive roads. 

Staffordshire target to reduce the number of days of 
temporary traffic controls or road closures on traffic 
sensitive roads caused by local authority road works to 
only 1.3 days per kilometre of traffic sensitive roads. 

This will be reported separately for each authority. 
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Target Indicator Baseline data Target or Action Link to LTP 
No. objectives  
 Air Quality Strategy (Also used for Quality of Life Strategy) QL1 to QL3 

M18 Air quality 

LTP8 

Baseline 2004/05. To reduce the levels of Nitrogen Dioxide (NOx) at seven 
locations where the current maximum standard is 
exceeded. 

• Meir (continuous monitor) 
• Joiner's Square (continuous monitor) 
• Victoria Place 
• Burslem 
• Cobridge 
• Hanley 
• Bucknall 

AQ2 

 Travel Safety Strategy (Also used for Quality of Life Strategy) G1 to G3 

M4 Total killed and 
seriously injured 
casualties 

BVPI 99a (i) 

Baseline 1994-98 
average. 

Target to achieve a 41% reduction in the number of 
people killed or seriously injured in road traffic 
collisions.  

Target = 103 by 2008-10. 

S1 to S3 

M5 Child killed and 
seriously injured 
casualties 

BVPI 99b (i) 

Baseline 1994-98 and 
2002-04 averages. 

Target to achieve a 50% reduction in the number of 
children killed or seriously injured in road traffic 
collisions from the 1994-98 baseline and a 35% 
reduction from the 2002-04 baseline.  

Target = 17 by 2008-10. 

S1 to S3 

M6 Total slight 
casualties 

BVPI 99c (i) 

Baseline 1994-98 
average. 

Target to achieve a 12% reduction in the number of 
people slightly injured in road traffic collisions. 

Target = 1,673 by 2010. 

S1 to S3 

254 



CHAPTER 13: PERFORMANCE MANAGEMENT 

Target Indicator Baseline data Target or Action Link to LTP 
No. objectives  
 Maintenance Strategy (Also used for Regeneration strategy) R1 to R4 

M1 Condition of 
principal roads 

BVPI 223 

Baseline 2004/05. Stoke-on-Trent target to reduce the percentage of the 
principal road network where structural maintenance 
should be considered to 30%. 

Staffordshire target to reduce the percentage of the 
principal road network where structural maintenance 
should be considered to 25%. 

To be reported separately for each authority. 

HM1, HM2 

M2 Condition of non-
principal classified 
roads 

BVPI 224a 

Baseline 2005/06. Target not currently required due to changes in survey 
methodology for 2005/06.  

Will be reported separately for each authority. 

HM1, HM2 

M3 Condition of 
unclassified roads 

BVPI 224b 

Baseline 2003/04. Stoke-on-Trent target to ensure that the percentage of the 
unclassified road network where structural maintenance 
should be considered does not increase from the baseline. 

Staffordshire target to reduce the percentage of the 
unclassified road network where structural maintenance 
should be considered to 23%. 

To be reported separately for each authority. 

HM1, HM2 

M9 Condition of 
surface footway 

BVPI 187 

Baseline 

Stoke-on-Trent   2004/05 

Staffordshire   2003/04 

Stoke-on-Trent target to ensure that the percentage of the 
footway network where structural maintenance should be 
considered does not increase from the baseline. 

Staffordshire target to reduce the percentage of the 
footway network where structural maintenance should be 
considered to 19%. 

To be reported separately for each authority. 

HM1, HM2 
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13.6 Risks associated with target delivery  
 
An important part of performance management is the need to consider risk. Many of the 
LTP targets are achieved by many different programmes of work and there is always the 
potential for the targets to be affected by external factors such as weather, accidents, 
changes in national policy and changes in the funding regime. The local authorities have 
developed comprehensive risk management processes including the setting up of risk 
registers and risk procedures. The flow chart set out in Figure 13.3 outlines the main 
process that is being followed as part of the risk management process.  
 
Figure 13.3: Risk management process 

 

Risks mitigation measures 
These might include seeking alternative 

ways of delivering action, seeking 
additional or alternative funding sources, 
collecting more information, consultation 

with partners and/or provider, re-align 
finances and review of targets. 

Measure risks 
In terms of their potential impact on the 
target and the likelihood of occurrence. 

Identify risks 
These include human resources, planning 
and performance, change management, 

legal, financial, service delivery, 
procurement, information management, 

customer, environmental, corporate 
governance, partner support, and asset 

management. 

Agree key objectives 
Regeneration, accessibility, congestion etc.

Establish control measures 
Ongoing monitoring of all targets and 

actions to provide early warning of 
problems.  
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Details of the risks associated with the achievement of each of the LTP targets are 
provided in Appendix B. A summary of the key risks and mitigation measures is presented 
in Table 13.4 below.  
 
Table 13.4: Risks to achieving LTP targets by 2010 and mitigation measures 
 

Target Name  Risks Risk management 

M1 Condition of 
principal roads 

M2 Condition of non-
principal classified 
roads 

M3 Condition of 
unclassified roads 

M9 Condition of surface 
footway 

Reduced levels of 
funding. 
Delayed implementation 
of identified works due to 
unforeseen public events 
and statutory 
undertakers’ works. 

To continue to justify the 
need to invest in highway 
maintenance. 
To have reserved 
schemes of the same 
criteria ready to implement 
if difficulties are met and to 
maintain regular co-
ordination with the 
statutory undertakers. 

M4 Total killed and 
seriously injured 
(KSI) casualties 

M5 Child killed and 
seriously injured 
(KSI) casualties 

M6 Total slight 
casualties 

The road safety strategy 
is not delivered on 
programme Ongoing review of 

progress of the road safety 
strategy and if necessary 
to realign priorities, staff 
and resources. 

M7 Passenger journeys 
on buses 

M8 Satisfaction with 
local bus services 

Congestion and 
accessibility strategies 
are not delivered on 
programme.  
Bus operators unable to 
deliver suitable quality 
service. 
Other local and regional 
strategies conflicting with 
the aims of the LTP. 
Adverse media 
coverage. 

Ongoing review of 
congestion and 
accessibility strategies and 
travel plans on monthly 
basis and if necessary 
realign priorities, staff and 
resources. 
Introduction of Quality Bus 
Network and Punctuality 
Improvement Partnership 
agreements to monitor 
service quality. 
Ensuring key initiatives, 
such as the regeneration 
agenda, accept the 
principles of, and link into, 
the LTP. 
Promote positive bus 
news – potential Publicity 
and Information Officer 
post to assist in general 
promotion including the 
media. 
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Target Name  Risks Risk management 

M10 & 
M11 

Accessibility The accessibility strategy 
is not delivered on 
programme. Bus 
companies’ withdraw 
services. 
Local Development 
Framework (LDF) and 
development control 
allows unsustainable 
retail development. 
Unsustainable transport 
strategy by hospital. 

Ongoing review of 
accessibility and 
congestion strategies. If 
necessary realign 
priorities, staff and 
resources.  
Partnership working with 
operators to ensure bus 
priority to local centres is 
enhanced. 
Ensure transport is a key 
element of the LDF and 
development control 
process. 
Partnership working with 
bus operators and hospital 
to ensure mutually 
beneficial strategies. 

M12 Change in area wide 
road traffic mileage 

Resistance to modal 
change. 
Green travel plans not 
adopted. 

Ongoing review of 
congestion and 
accessibility strategies and 
travel plans and realign 
priorities, staff and 
resources if necessary. 

Ongoing review of 
accessibility strategy. 
Early involvement of 
stakeholders to overcome 
difficulties. 

M13 Cycling trips The accessibility strategy 
is not delivered on 
programme. 
Problems in delivering 
cycle schemes. 
Inadequate funds for 
cycle training. 

M14 Mode share of 
journeys to school 

The accessibility strategy 
is not delivered on 
programme. 
Problems in delivering 
safer routes to school 
schemes and other 
schemes beneficial to 
the journey to school. 
Private Finance Initiative 
and Building Schools for 
the Future programmes 
reducing numbers of 
schools and increasing 
catchment areas. 
Education white paper 
increasing parental 

Ongoing review of 
accessibility strategy. 
Early involvement of 
stakeholders to overcome 
difficulties. 
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Target Name  Risks Risk management 
choice and increasing 
average journey to 
school. 

M15 Bus punctuality Congestion strategy is 
not delivered on 
programme. 
Key projects not 
delivered or poor 
outputs/outcomes. 
Operators’ ability to 
maximise benefits given 
to them. 

Ongoing review of 
congestion and 
accessibility strategies and 
travel plans on monthly 
basis and if necessary 
realign priorities, staff and 
resources.  
SPRITE and Punctuality 
Improvement Partnership 
agreements to be drawn 
up to ensure each partner 
must reach key targets. 

M16 Changes in peak 
period traffic flows to 
urban centres 

M17 Congestion 
monitoring (change 
in average vehicle 
delay) 

Congestion strategy is 
not delivered on 
programme. 
Bus companies priorities 
change. 
Travel plans proceed 
slower than expected. 
The spare capacity in the 
peak period is taken up 
by car users. 
Development located in 
unsustainable locations. 

Ongoing review of 
congestion and 
accessibility strategies and 
travel plans on monthly 
basis and if necessary 
realign priorities, staff and 
resources.  
QBP group to receive 
regular reports on 
progress of bus strategy 
including public 
satisfaction/complaints 
etc. 
Quarterly monitoring of 
patronage data. 

M18 Air quality Delays in implementation 
in congestion and 
accessibility strategies 
and delayed 
implementation of 
national policy measures 
such as requirements in 
vehicle engine 
standards. 

Robust project 
management and working 
with the bus operators 
through the bus strategy. 
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Target Name  Risks Risk management 

L1 Access to bus stops 
L2 Bus modal share of 

peak hour journeys 
to urban centres 

City centre major 
developments delayed or 
abandoned. 
Regeneration of city 
centre which does not 
include bus friendly 
solutions. 
Lack of bus priority. 
Poor quality service. 
Bus and rail operators 
priorities change.  
Decreased revenue 
expenditure by local 
authorities. 

Ensure key parts of bus 
strategy can deliver 
increased patronage 
without sole reliance on 
major development, such 
as bus priority to improve 
journey times and car 
parking charges. 
Closer links between 
transport and regeneration 
strategies e.g. ensuring 
bus station is key element. 
Poor quality service - 
Quality Bus Network and 
Punctuality Improvement 
Partnership agreements to 
monitor quality. 
QBP group to receive 
regular reports on 
progress of Bus Strategy 
including public 
satisfaction/complaints 
etc. Quarterly monitoring 
of patronage data.  
Ongoing liaison with rail 
operators. 
Seeking of external funds 
to supplement mainstream 
budgets. 

L3 Proportion of 
workforce covered 
by travel plans 

Poor take up by local 
employers. 
Reduced resources 
allocated to promotion of 
travel plans. 

Ongoing monitoring of 
travel plans, and obtaining 
staff details from 
employers. 
Ongoing marketing of 
benefits of travel plans. 
High profile publicity of 
successes to attract new 
clients. 

L4 Footpaths and rights 
of way that are easy 
to use by the public 

Level of resources Ongoing monitoring. 
Working with partners to 
deal with problems. 

L5 Pedestrian crossings 
with facilities for 
disabled people 

Level of resources Ensure all schemes meet 
disability design 
standards. 
To have contingency 
schemes ready.  
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Target Name  Risks Risk management 

L6 Traffic levels across 
North Staffordshire 

Congestion strategy is 
not delivered on 
programme. Bus 
companies priorities 
change. 
Travel plans proceed 
slower than expected. 
The spare capacity in the 
peak period is taken up 
by car users. 

Ongoing review of 
congestion and 
accessibility strategies and 
travel plans on monthly 
basis and if necessary 
realign priorities, staff and 
resources.  
 

L7 Number of days of 
temporary traffic 
controls 

Level of resources Ongoing monitoring. 
Working with contractors 
to overcome issues. 
Investigate new efficient 
ways of working. 
Use of IT for rapid 
identification of problems. 
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FINAL SECOND LOCAL TRANSPORT PLAN          
LTP-F11: Summary of support sought from local transport capital settlement         
      

Plan :  North Staffordshire Local Transport Plan         
      

Contact Name :  Louise Wilson         
      

Telephone Number (with extension) :  01782 236433       
    All figures in £000 
  2007-08 2008-09 2009-10 2010-11 
Maintenance block expenditure (up to provisional planning guidelines) 1686 1770 1859 1952 
Primary route bridges and emergency works      n/a n/a n/a 
Individual major schemes     1816 0 0 0 
Exceptional maintenance schemes each costing less than £5 million  0 0 0 0 
Integrated transport block expenditure (up to final planning guidelines) 4736 4636 4514 4097 
Further integrated transport block expenditure (up to 25% of final planning guidelines) 193 215 239 265 
Total (local transport capital settlement)   8431 6621 6612 6314 
      
Notes:       
For LTP-F11 and F12      
1.   All entries should be in cash terms (assuming 2.5% pa retail price inflation)      
2.   Enter all financial data in multiples of £1000, e.g. 500 = £500,000. DO NOT use commas or decimal places.     
3.   All expenditure entries should be for the funding sought from the local transport capital settlement only.     
4.   The threshold for major schemes is for the gross cost (not necessarily the local transport capital settlement contribution) and is usually £5m, but is less for some smaller 
authorities. 
5.   Maintenance schemes costing more than £5m should be reported as major schemes.     
For LTP-F11      
1.   The sum of the maintenance block and integrated transport block expenditure (and not necessarily each block) rows should sum to the final planning guidelines for each year.   
2.   Funding profiles for primary route bridges and emergency works after 2007/08 are not needed (but can be included).     
For LTP-F12      
1.  Only schemes for which support is sought during the 2007/08 to 2010/11 period should be included.     
2.   Schemes should be listed as either a major, exceptional or supplementary scheme, with their F2 code.     
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FINAL SECOND LOCAL TRANSPORT PLAN                              
LTP-F12: Summary of support from local transport capital settlement for major schemes and exceptional schemes            
                

Plan :  
North Staffordshire Local Transport 
Plan                 

Authority 
No.   

                
         All figures in £000      

Scheme name   
DfT 

Start of   
End 
of                     

  Type Ref/ main works main works 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 2011/12 2012/13 2013/14 

    Pry mm yyyy mm yyyy 
and 
before               

and 
after 

TOTAL LTP-F12 - ALL              4161 1598 1816 0 0 0 0 0 0 

TOTAL LTP-F12 - MAJOR SCHEMES             4161 1598 1816 0 0 0 0 0 0 
TOTAL LTP-F12 - EXCEPTIONAL MAINTENANCE 
SCHEMES             0 0 0 0 0 0 0 0 0 
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LTP2 Mandatory Indicators Pro-Forma

LTP North Staffordshire (Joint Plan)

Core Indicator Definitions Year Type Units Plan Area  Year Value

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Financial Percentage Base Data 2004/05 Actual Figures

Target Data 2010/11 Trajectory

Base Data 2004/05
39.1%

Actual Figures
34.3% 39.1%

Area 1 = Stoke-on-Trent City Council

Target Data 2010/11
30.0%

Trajectory
37.5% 36.0% 34.5% 33.0% 31.5% 30.0%

Base Data 2004/05
30.8%

Actual Figures
Not available 30.8%

Area 2 = Staffordshire County Council

Target Data 2010/11
25.0%

Trajectory
30.8% 30.0% 29.0% 28.0% 26.0% 25.0%

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Financial Percentage Base Data 2005/06 Actual Figures Target not currently required.

Target Data 2010/11 Trajectory

Base Data 2005/06 Actual Figures
7.8% 2.7%

Area 1 = Stoke-on-Trent City Council

Target Data 2010/11 Trajectory

Base Data 2005/06 Actual Figures
21.0% 23.9%

Area 2 = Staffordshire County Council

Target Data 2010/11 Trajectory

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Financial Percentage Base Data 2003/04 Actual Figures

Target Data 2010/11 Trajectory

Base Data 2003/04
21.3%

Actual Figures
21.3% 15.4%

Area 1 = Stoke-on-Trent City Council

Target Data 2010/11
21.3%

Trajectory
21.3% 21.3% 21.3% 21.3% 21.3% 21.3% 21.3%

Base Data 2003/04
27.8%

Actual Figures
27.8% 24.0%

Area 2 = Staffordshire County Council

Target Data 2010/11
23.0%

Trajectory
27.8% 27.8% 27.0% 27.0% 25.0% 24.0% 23.0%

1994-98 2001-03 2002-04 2003-05 200406 2005-07 2006-08 2007-09 2008-10 Notes
Base Data 1994-98

174

Actual Figures

174 145 131
Target Data 2008-10

103

Trajectory

126 121 116 112 107 103

1994-98 2001-03 2002-04 2003-05 200406 2005-07 2006-08 2007-09 2008-10 Notes
Base Data 1994-98

35

Actual Figures

35 31 26
Target Data 2008-10

17

Trajectory

25 23 22 20 19 17

1994-98 2003 2004 2005 2006 2007 2008 2009 2010 Notes
Base Data 1994-98

1,901

Actual Figures

1,901 1,779 1,733
Target Data 2010

1,673

Trajectory

1,723 1,713 1,703 1,693 1,683 1,673

Road Condition 
(% of network in 
need of further 
investigation)

(1) Principal 
roads  - BVPI223

(2) Classified, 
non-principal, 
roads - 
BVPI224a

(3) Unclassified 
roads - 
BVPI224b

Area 2

Area 2

Joint Plan Area

Area 1

Area 2

Joint Plan Area

Area 1

Actual and Trajectory Data

Joint Plan Area

Area 1

Casualties

Total killed and 
seriously injured 
casualties - 
BVPI99a(i)

Child killed and 
seriously injured 
casualties - 
BVPI99b(i)

Total slight 
casualties - 
BVPI99c(i)

Casualties

Calendar Casualties

Calendar 
(3year 
rolling 
average)

Joint Plan Area

Calendar 
(3year 
rolling 
average)

Joint Plan Area

Joint Plan Area
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Core Indicator Definitions Year Type Units Plan Area  Year Value Actual and Trajectory Data

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2003/04

n/a

Actual Figures N/a - bus passenger journeys only used for this 
indicator.

Target Data 2010/11

n/a

Trajectory

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2004/05

16,623

Actual Figures
Not 

available 16,623
Target Data 2010/11

16,955

Trajectory

16,623 16,623 16,623 16,623 16,789 16,955

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2003/04

48.0%

Actual Figures

48.0% n/a
Target Data 2009/10

55.0%

Trajectory

n/a 51.5% n/a n/a 55.0% n/a

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Financial Percentage Base Data 2003/04 Actual Figures

Target Data 2010/11 Trajectory

Base Data 2004/05
4.7%

Actual Figures
Not available 4.7%

Area 1 = Stoke-on-Trent City Council

Target Data 2010/11
4.7%

Trajectory
4.7% 4.7% 4.7% 4.7% 4.7% 4.7%

Base Data 2003/04
23.9%

Actual Figures
23.9% 18.0%

Area 2 = Staffordshire County Council

Target Data 2010/11
19.0%

Trajectory
23.5% 23.5% 23.0% 23.0% 21.0% 20.0% 19.0%

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2005/06

28.9%
Actual Figures

28.9%
Target Data 2010/11

25.0%
Trajectory

25.0% 25.0% 25.0% 25.0% 25.0%
Base Data 2005/06

82.4%
Actual Figures

82.4%
Target Data 2010/11

80.0%
Trajectory

80.0% 80.0% 80.0% 80.0% 80.0%
Base Data 2005/06

34.1%
Actual Figures

34.1%
Target Data 2010/11

30.0%
Trajectory

30.0% 30.0% 30.0% 30.0% 30.0%
Base Data 2005/06

86.4%
Actual Figures

86.4%
Target Data 2010/11

85.0%
Trajectory

85.0% 85.0% 85.0% 85.0% 85.0%

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2005/06

57.4%
Actual Figures

57.4%
Target Data 2010/11

55.0%
Trajectory

55.0% 55.0% 55.0% 55.0% 55.0%
Base Data 2005/06

94.1%
Actual Figures

94.1%
Target Data 2010/11

90.0%
Trajectory

90.0% 90.0% 90.0% 90.0% 90.0%
Base Data 2005/06

62.9%
Actual Figures

62.9%
Target Data 2010/11

60.0%
Trajectory

60.0% 60.0% 60.0% 60.0% 60.0%
Base Data 2005/06

96.1%
Actual Figures

96.1%
Target Data 2010/11

95.0%
Trajectory

95.0% 95.0% 95.0% 95.0% 95.0%

Footway 
condition - 
BVPI187 (% of 
the category 1, 
1a and 2 
footway network 
where structural 
maintenance 
should be 
considered.)

Financial

LPT1 - An 
accessibility 
target - Access 
by public 
transport to a 
major shopping 
centre

Joint Plan Area

of which number 
of bus 
passenger 
journeys - 
BVPI102

Satisfaction with 
local bus 
services-
BVPI104

Thousands of 
passenger 
journeys (i.e. 
boardings) per 
year in the 
authority

Thousand 
passenger 
journeys

Total local 
public transport 
patronage in 
target

Area 2

Households 
within 15 
minutes
Households 
within 30 
minutes
Households without 
access to a car 
within 15 minutes

Financial Percentage Joint Plan Area

LPT1 - An 
accessibility 
target - Access 
by public 
transport to a 
hospital

Households 
within 30 
minutes

Financial Percentage Joint Plan Area

Households 
within 60 
minutes
Households without 
access to a car 
within 30 minutes

Households without 
access to a car 
within 60 minutes

Financial Joint Plan Area

Joint Plan AreaFinancial Thousand 
passenger 
journeys

Households without 
access to a car 
within 30 minutes

Area 1

Joint Plan AreaPercentage
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Core Indicator Definitions Year Type Units Plan Area  Year Value Actual and Trajectory Data

2003 2004 2005 2006 2007 2008 2009 2010 Notes
Base Data 2004

1,082

Actual Figures

1,071 1,082
Target Data 2010

1,149

Trajectory

1,093 1,104 1,115 1,126 1,137 1,149

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2003/04

100

Actual Figures

100 94.6
Target Data 2010/11

100

Trajectory

100 100 100 100 100 100 100
2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes

Base Data Actual Figures Setting of target not required until 2006/07

Target Data 2010/11 Trajectory

Actual Figures

Actual Figures

Actual Figures

Actual Figures

Actual Figures

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2005/06

79%

Actual Figures

79%
Target Data 2010/11

87%

Trajectory

81% 82% 84% 85% 87%

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11
Base Data 2005/06

72%

Actual Figures

72%
Target Data 2010/11

84%

Trajectory

75% 77% 80% 82% 84%

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2005/06 Actual Figures

Target Data 2010/11 Trajectory

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2005/06 Actual Figures N/a - no frequent service routes.

Target Data 2010/11 Trajectory

LTP2 - Change 
in area wide 
road traffic 
mileage

Calendar Million 
vehicle 
kilometres

Joint Plan Area

LTP3 - Cycling 
trips (annualised 
index) Financial Index based 

on 2003/04 
= 100

Joint Plan Area

Financial Joint Plan AreaPercentage

Percentage

Minutes

Financial

percentage of which Car Share

Percentage

percentage of which Public Transport

percentage of which Walking

percentage of which Cycling

Joint Plan Area

Financial Joint Plan Area

Financial Joint Plan Area

Joint Plan Area

LTP4 - Mode 
share of 
journeys to 
school

LTP5 - Bus 
punctuality 
indicator

% of buses 
starting route on 
time

Share of 
journeys by car 
(including vans 
and taxis), 
excluding car 
share journeys

% of buses on 
time at 
intermediate 
timing points

% of buses on 
time at non-
timing points

Average excess 
waiting time on 
frequent service 
routes

 percentage of which Car

These two sets of figures have been combined to 
provide the single target in the LTP.

At present we do not have data for non-timing points. 
However, we will be including these points in future 
surveys as part of the proposed Punctuality 
Improvement Partnership agreement with First plc.

Percentage

Financial
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Core Indicator Definitions Year Type Units Plan Area  Year Value Actual and Trajectory Data

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2003/04

5,426

Actual Figures

5,426 5,126 5,249
Target Data 2010/11

4,883

Trajectory

5,348 5,271 5,193 5,116 5,038 4,960 4,883

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2005/06 Actual Figures Target setting not required until July 2006.

Target Data Trajectory

2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11 Notes
Base Data 2005/06

39.0
Actual Figures

n/a n/a 39.0
Target Data 2010/11

33.0
Trajectory

37.8 36.6 35.4 34.2 33.0
Base Data 2005/06

40.0
Actual Figures

n/a n/a 40.0
Target Data 2010/11

34.0
Trajectory

38.8 37.6 36.4 35.2 34.0
Base Data 2005/06

44.2
Actual Figures

n/a n/a 44.2
Target Data 2010/11

37.0
Trajectory

42.8 41.3 39.9 38.4 37.0
Base Data 2005/06

42.8
Actual Figures

n/a n/a 42.8
Target Data 2010/11

36.0
Trajectory

41.4 40.1 38.7 37.4 36.0
Base Data 2005/06

48.8
Actual Figures

n/a n/a 48.8
Target Data 2010/11

40.0
Trajectory

47.0 45.3 43.5 41.8 40.0
Base Data 2005/06

46.6
Actual Figures

n/a n/a 46.6
Target Data 2010/11

39.0
Trajectory

45.1 43.6 42.0 40.5 39.0
Base Data 2005/06

43.0
Actual Figures

n/a n/a 43.0
Target Data 2010/11

36.0
Trajectory

41.6 40.2 38.8 37.4 36.0

Victoria Place

Joiners Square

LTP6 - Changes 
in peak period 
traffic flows to 
urban centres

Financial Vehicle 
numbers

LTP7 - 
Congestion

Financial Joint Plan Area

Meir

LTP8 - An air 
quality target 
related to traffic

To reduce the 
levels of 
Nitrogen Dioxide 
(NOx) at seven 
locations where 
the current 
maximum 
standard is 
exceeded.

Bucknall

Financial µgm3

Hanley

Cobridge

Burslem

Joint Plan Area
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

Target No. M1 (BVPI 223) Condition of principal roads. 
 

Target:   
Stoke-on-Trent target to reduce the percentage of the principal road network where 
structural maintenance should be considered to 30%. 
Staffordshire target to reduce the percentage of the principal road network where structural 
maintenance should be considered to 25%. 
This will be reported separately for each authority. 

 

Baseline:   2004/05          Stoke-on-Trent = 39.1% 
                                          Staffordshire = 30.8% 

Horizon:   2010/11 

 
 
 

 

Performance and trajectory: 

34 .3%

39.1%39.1%
37.5%

36.0%
34.5%

33.0%
31.5%

30.0%

30.8% 30.8% 30.0% 29.0% 28.0%
26.0% 25.0%

0%

5%

10%

15%

20%

25%

30%

35%

40%

45%

2003 /04 2004/05 2005/06 2006 /07 2007/08 2008 /09 2009 /10 2010/11

SOT A c tua l

SOT Tra jec to ry

SCC A c tua l

SCC Tra jec to ry

 

Data Source: As at 2003/04 in Stoke-on-Trent and 2004/05 in Staffordshire 
data was collected via TRACS Type surveys carried out by 
contractors. Prior to that Coarse Visual Inspections were used. 

 

Evidence that the target 
is both ambitious and 
realistic: 

Changes in survey methodology in 2002/03 and 2004/05 
makes comparison of results difficult and does not allow 
development of trends. However, this indicator was 
maintaining a steady state under previous surveying 
methodology. The target is felt to be ambitious, being mindful 
of likely future budget provisions. 

 

Key actions of local 
authorities needed to 
achieve target: 

Development of the Asset Management Plan and full UKPMS 
to assist in prioritisation and to test budgetary and 
maintenance strategies. 
Understanding TRACS parameters and intervention 
opportunities. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

Continued consideration of alternative service provision to 
maximise value for money. 

 

Key actions of local 
partners needed to 
achieve target: 

Continuing consultation with the public to ascertain people’s 
perception of the condition of the network and the priority the 
service should be given. 
Continued joint working with the County Council. 

 

Risks: Reduced levels of funding. 
Delayed implementation of works due to unforeseen events. 

 

Risk management: Continued justification for investment in highway maintenance. 
Reserved schemes ready to implement. 
Maintain regular co-ordination with other statutory undertakers.

 
 
 
 

 

Benchmarking: 

BV 96 Condition of pr incipal roads

0% 10% 20% 30% 40% 50% 60% 70%

York

Redcar & C leveland

Reading

Nottingham

Leices ter

Halton

Derby

Stoke 2004/05
2003/04

 
Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint North 
Staffordshire area using BVPI results. Results for this indicator obtained from ODPM and Audit 
Commission websites. 
 
Survey methodologies used in 2003/04 unclear from ODPM website (BVPI guidance for 
2003/04 allowed choice of survey methods). Information also not available on all individual 
authorities’ websites, figures may therefore not be comparable. Survey methodology 
standardised to TRACS-type surveys for 2004/05 (NB Derby submitted nil return). 
 

Conclusions drawn from 
benchmarking: 

Our current position is in line with three of the authorities in the 
benchmarking group with only two achieving better results. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

 

Target No. M2 (BVPI 224a) Condition of non-principal classified roads. 
 

Target:  Target not currently required due to changes in survey methodology for 
2005/06. (Reference letter from DfT 9th June 2005). 
This will be reported separately for each authority. 

 

Baseline:   2005/06 Horizon:   2010/11 
 
 
 

 

Performance and trajectory: 

7.8%

2.7%

19.6%

23.9%

21.0%

0%

5%

10%

15%

20%

25%

30%

2002/03 2003/04 2004/05 2005/06 2006/07 2007/08 2008/09 2009/10 2010/11

Stoke-on-Trent

Staf fordshire

 

Data Source: Between 2002/03 and 2004/05 data was collected via 
Coarse Visual Inspections carried out by contractors 
(Surveys in Stoke-on-Trent carried out every other year – 
survey parameters changed between 2002/03 and 2004/05 
hence results not comparable). Prior to 2002/03 a different 
survey methodology was employed. 

 

Evidence that the target 
is both ambitious and 
realistic: 

As ‘steady state’ conditions are achieved, the strategy will 
be to maintain this indicative level. 

 

Key actions of local 
authorities needed to 
achieve target: 

Development of the Asset Management Plan and full 
UKPMS to assist in prioritisation and to test budgetary and 
maintenance strategies. 
Understanding TRACS parameters and intervention 
opportunities. 
Continued consideration of alternative service provision to 
maximise value for money. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

Key actions of local 
partners needed to 
achieve target: 

Continuing consultation with the public to ascertain people’s 
perception of the condition of the network and the priority 
the service should be given. 
Continued joint working with the County Council. 

 

Risks: Reduced levels of funding. 
Delayed implementation of works due to unforeseen events.

 

Risk management: Continued justification for investment in highway 
maintenance. 
Reserved schemes ready to implement. 
Maintain regular co-ordination with other statutory 
undertakers. 

 
 
 

 

Benchmarking: 

BV97a Condition of non-principal class ified roads

0% 5% 10% 15% 20% 25% 30% 35% 40% 45%

York

Redcar & Cleveland

Reading

Nottingham

Leicester

Halton

Derby

Stoke
2004/05
2003/04

Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from 
ODPM and Audit Commission websites. 
 

Conclusions drawn 
from benchmarking: 

The figures for 2003/04 may not be comparable due to 
changes in survey methodology. 
2004/05 figures would indicate positive progress. However, 
as the survey methodology is to change again in 2005/06 a 
clearer picture may emerge when these results are 
reported. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

 

Target No. M3 (BVPI 224b) Condition of unclassified roads. 
 

Target:  
Stoke-on-Trent target to ensure that the percentage of the unclassified road network 
where structural maintenance should be considered does not increase from the 
baseline. 
Staffordshire target to reduce the percentage of the unclassified road network where 
structural maintenance should be considered to 23%. 
This will be reported separately for each authority. 

 

Baseline:   2003/04          Stoke-on-Trent = 21.3% 
                                          Staffordshire = 27.8% 

Horizon:   2010/11 

 
  

 

Performance and trajectory: 

19 .5%
21.3%

15.4%

21.3% 21.3% 21.3% 21.3% 21.3% 21.3% 21.3% 21.3%

31.0%

27.8%

24.0%

27.8% 27.8% 27.8% 27.0% 27.0%
25.0%

24.0%
23.0%

0%

5%

10%

15%

20%

25%

30%

35%

2002 /03 2003 /04 2004/05 2005/06 2006/07 2007 /08 2008 /09 2009/10 2010/11

SOT A c tua l

SOT Tra jec to ry

SCC A c tua l

SCC Tra jec to ry

 

Data Source: Both authorities collect this data by Coarse Visual 
Inspection surveys carried out by contractors. Only 25% of 
the network is surveyed each year. 2004/05 was the third 
year of data collection by this methodology which means 
75% of the network has been surveyed to date. Once the 
2005/06 results are available this will provide a complete 
picture of the whole network. 

 

Evidence that the target 
is both ambitious and 
realistic: 

This indicator has suffered for past under-investment. 
Priority has been given to strategic roads. Arresting decline 
in this sector is the initial aim followed by addressing the 
backlog. 

 
 

B-9 



APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

Key actions of local 
authorities needed to 
achieve target: 

Development of the Asset Management Plan and full 
UKPMS to assist in prioritisation and to test budgetary and 
maintenance strategies. 
Understanding TRACS parameters and intervention 
opportunities. 
Continued investigation into alternative methods of 
maintenance and service delivery to achieve value for 
money. 

 

Key actions of local 
partners needed to 
achieve target: 

Continuing consultation with the public to ascertain people’s 
perception of the condition of the network and the priority 
the service should be given. 
Continued joint working with the County Council. 

 

Risks: Reduced levels of funding. 
Delayed implementation of works due to unforeseen events.

 

Risk management: Continued justification for investment in highway 
maintenance. 
Reserved schemes ready to implement. 
Maintain regular co-ordination with other statutory 
undertakers. 

 
 
 

 

Benchmarking: 
BV97b Condition of unclassified roads

0% 5% 10% 15% 20% 25% 30%

York

Redcar & Cleveland

Reading

Nottingham

Leicester

Halton

Derby

Stoke 2004/05
2003/04

Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from 
ODPM and Audit Commission websites. 
 

Conclusions drawn 
from benchmarking: 

Individual methodologies not clear from websites so results 
may not be comparable. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

 

Target No. M4 (BVPI 99a(i)) Total killed and seriously injured casualties. 
 

This target is made up of two elements which reflect the road safety strategies of Stoke-on-Trent 
and Staffordshire. 
1) Stoke-on-Trent aim to achieve a 40% reduction by 2008-10. 
2) Staffordshire aim to achieve a 40% reduction by 2005-07 and then a further reduction of 4% 

by 2008-10. 
These combine to give the overall target: Achieve a 41% reduction in the number of people killed 
or seriously injured in road traffic collisions.  Target = 103 KSI casualties. 

 

Baseline:   1994-98 = 174 KSI casualties Horizon:   2008-10 
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Performance and trajectory: 

242

141
161

152

Data Source: Data collected by Staffordshire Police and collated by Staffordshire County 
Council. 

 

Evidence that the 
target is both 
ambitious and 
realistic: 

Both authorities experienced increased KSI levels during 2000-2002 which 
turned the very encouraging downward trend upwards. The trend is now 
downwards again (based on the three year rolling average) with current 
values being approximately half of the total proposed reduction from 1994-
98 levels. However, whilst the serious casualties have maintained a 
downward trend, fatalities have been subject to fluctuation. 

 

Key actions of 
local authorities 
needed to achieve 
target: 

Working in disadvantaged areas since evidence suggests a direct link 
between deprivation and road safety. 
Effective land-use planning to improve community safety on new residential 
developments. 
A comprehensive programme of education, training and publicity 
measures. 
Speed management via education, engineering and enforcement. 
Particular attention to vulnerable road user groups e.g. motorcyclists. 
Local safety schemes based on the analysis of personal injury accident 
data. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

Key actions of 
local partners 
needed to achieve 
target: 

Continued links with Staffordshire Police, Staffordshire Fire & Rescue 
Service and other appropriate partners to take forward measures aimed at 
casualty reduction. 
Road Safety Task Groups within Community Safety Partnerships to take 
forward local safety initiatives. 

 

Risks: The road safety strategy is not delivered on programme. 
 

Risk management: Review progress and if necessary realign priorities, staff and resources. 
 

 

 

BV 99a(iii) Pe rce ntage  change  in total KSI's  from  1994-98 ave rage
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Benchmarking: 

Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint North Staffordshire 
area using BVPI results. Results for this indicator obtained from ODPM, Audit Commission and individual 
authorities’ websites (unable to locate 2004 figures for Leicester and Reading). 
 

Conclusions 
drawn from 
benchmarking: 

The 2002 chart reflects a high incidence of pedestrian KSI’s compared to 
the majority of authorities in the benchmarking group. A combination of 
education and engineering measures are in place to address this. 
Based on the available data for 2003 and 2004 steady progress is being 
maintained towards the 40% reduction target. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

 

Target No. M5 (BVPI 99b(i)) Child killed and seriously injured casualties. 
 

Target:  Achieve a 50% reduction in the number of children killed or seriously injured in 
road traffic collisions from the 1994-98 baseline and a 35% reduction from the 2002-04 
baseline.  Target = 17 child KSI casualties. 

 

Baseline:   1994-98 = 35 child KSI casualties 
                   2002-04 = 26 child KSI casualties 

Horizon:   2008-10 

 
 
 

 

Performance and trajectory: 
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Data Source: Data collected by Staffordshire Police and collated by 
Staffordshire County Council. 

 

Evidence that the target 
is both ambitious and 
realistic: 

The trend in child KSI’s is subject to considerable 
fluctuation due to the small figures involved. However, from 
the overall trend based on the 3 year rolling average, we 
are confident that the stretched target can be achieved, 
particularly if 2004 levels can be maintained. 

 

Key actions of local 
authorities needed to  
achieve target: 

Continued working in disadvantaged areas with particular 
emphasis on reducing child casualties. 
Continuing education programmes in schools and colleges. 
Child Safety Audits to identify potential casualty reductions. 
Continuing the Safer Routes to School Initiative. 
Pedestrian and cyclist training in schools. 
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Key actions of local 
partners needed to 
achieve target: 

Continued links with Staffordshire Police, Staffordshire Fire 
& Rescue Service and other appropriate partners to take 
forward measures aimed at casualty reduction. 
Road Safety Task Groups within Community Safety 
Partnerships to help take forward local safety initiatives. 

 

Risks: The road safety strategy is not delivered on programme. 
 

Risk management: Review progress and if necessary realign priorities, staff 
and resources. 

 
 
 

 

Benchmarking: 
BV99b(iii) Percentage  change in child KSI's  from  1994-98 average

-80%-60%-40%-20%0%20%40%60%

York

Redcar & Cleveland

Reading

Nottingham

Leicester
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from Audit 
Commission and individual authorities’ websites (unable to locate 2004 figures for 
Leicester and Reading). 
 

Conclusions drawn 
from benchmarking: 

Mindful that the figures can be subject to fluctuation, good 
progress is being made based on the 2004 figures. 
The City’s position compares favourably with the available 
data for other authorities in the benchmarking group. 
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APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

 

Target No. M6 (BVPI 99c(i)) Total slight casualties. 
 

Target:  Achieve a 12% reduction in the number of people slightly injured in road traffic collisions.  
Target = 1,673 slight casualties. 

 

Baseline:   1994-98 = 1,901 slight casualties Horizon:   2010 
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Performance and trajectory: 

Data Source: Data collected by Staffordshire Police and collated by Staffordshire County 
Council. 

 

Evidence that the 
target is both 
ambitious and 
realistic: 

To date, an overall reduction of 9% has been achieved from the 1994-98 
average. However, these figures can be subject to significant fluctuations, 
only two years ago the overall reduction was zero. With this in mind the 
stretched target of 12% is considered to be a realistic one. 

 

Key actions of 
local authorities 
needed to achieve 
target: 

Working in disadvantaged areas since evidence suggests a direct link 
between deprivation and road safety. 
Effective land-use planning to improve community safety on new residential 
developments. 
Speed management via education, engineering and enforcement. 
Local safety schemes based on the analysis of personal injury accident data. 
Continuing education programmes in schools and colleges. 
Continuing the Safer Routes to School Initiative. 
Pedestrian and cyclist training in schools. 
A comprehensive programme of education, training and publicity measures. 

 

Key actions of 
local partners 
needed to achieve 
target: 

Continued links with Staffordshire Police, Staffordshire Fire & Rescue 
Service and other appropriate partners to take forward measures aimed at 
casualty reduction. 
Road Safety Task Groups within Community Safety Partnerships to take 
forward local safety initiatives. 
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Risks: The road safety strategy is not delivered on programme. 
 

Risk management: Review progress and if necessary realign priorities, staff and resources. 
 
 

 

Benchmarking: 
BV99 Slight Casualties  2002
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint North 
Staffordshire area using BVPI results. Results for this indicator obtained from ODPM, Audit 
Commission and individual authorities’ websites (unable to locate 2004 figures for Halton, Leicester, 
Nottingham and Reading). 
 

Conclusions 
drawn from 
benchmarking: 

The 2002 chart very much reflects that the majority of accidents involving 
cars tend to only result in slight injuries (refer to Section 9.2 in Chapter 9: 
Improving Travel Safety). Mindful that the figures can be subject to 
significant fluctuation and the lack of detail available from other authorities, 
good progress is being made towards achieving the stretched target. 
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Target No. M7 (BVPI 102) Passenger journeys on buses. 
 

Target:  Maintain the number of local bus passenger journeys originating in the area until 
2008/09 and increase by 2% by 2010/11. Target = 16.955 million journeys. 

 

Baseline:   2004/05: 16.623 million journeys Horizon:   2010/11 
 
 

 

Performance and trajectory: 

1 6 .6 2 3 1 6 .6 2 3 1 6 .6 2 3 1 6 .6 2 3 1 6 .6 2 3

1 6 .7 8 9

1 6 .9 5 5

1 6 .0

1 6 .5

1 7 .0

1 7 .5

1 8 .0

2 0 0 4 /0 5 2 0 0 5 /0 6 2 0 0 6 /0 7 2 0 0 7 /0 8 2 0 0 8 /0 9 2 0 0 9 /1 0 2 0 1 0 /1 1

M
ill

io
ns

B u s  p a s s e n g e r  jo u r n e y s

T r a je c to r y

 

Data Source: Bus operators’ data for trips originating in North Staffordshire. 
Data for the joint area could not be derived for 2003/04 hence 
the baseline moving forward to 2004/05. 

 

Evidence that the target 
is both ambitious and 
realistic: 

Given the national decline in bus patronage and poor quality of 
service provided over the last few years by the predominant 
operator, maintaining current levels with a view to increasing 
towards the end of LTP2 is considered extremely ambitious. 
Changes in DfT calculation methodologies and concerns over 
the accuracy of the data provided by bus operators means that 
a trend cannot be derived. However, encouraging signs that 
the predominant operator is now able to provide an improved 
level of service which will be a key element to the delivery of a 
number of bus network improvement projects suggests that 
the target is a realistic one. 

 

Key actions of local 
authorities needed to 
achieve target: 

Ensure congestion and accessibility strategies are delivered – 
requires public and political support. 
Ensure accessibility is a key element of the regeneration 
agenda. 
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Key actions of local 
partners needed to 
achieve target: 

Bus operators need to be able to work in partnership with local 
authorities and deliver a quality service. 

 

Risks: Congestion and accessibility strategies not delivered on 
programme. 
Bus operators unable to deliver suitable quality service. 
Other local and regional strategies conflicting with the aims of 
the LTP. 

 

Risk management: Review congestion and accessibility strategies and travel 
plans and realign priorities, staff and resources if necessary. 
Introduction of Quality Bus Network and Punctuality 
Improvement Partnership agreements to monitor service 
quality. 
Ensuring key initiatives, such as the regeneration agenda, 
accept the principles of, and link into, the LTP. 

 
 

 

Benchmarking: 
BV102 Bus  pas s e nge r journe ys
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint North 
Staffordshire area using BVPI results. Results for this indicator obtained from ODPM and Audit 
Commission websites. 
 

Conclusions drawn from 
benchmarking: 

Question the accuracy of the data from operators. 
Highlights low bus use per capita – potential for increase. 
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Target No. M8 (BVPI 104) Satisfaction with local bus services. 
 

Target:  Improve bus satisfaction levels to 55% by 2009/10. 
 

Baseline:   2003/04 = 48% Horizon:   2009/10 
 
 

 

Performance and trajectory: 
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Data Source: ODPM triennial survey. 
 

Evidence that the target 
is both ambitious and 
realistic: 

Recent results show a drop in satisfaction levels from 60% 
in 2000/01 to 48% in 2003/04. Therefore a target of 55% is 
considered to be ambitious, particularly as the predominant 
operator currently has a poor public image. 
Introduction of Punctuality Improvement Partnerships and 
Staffordshire Passenger Real-time Information Technology 
for Everyone (SPRITE) will assist reliability; First fleet 
renewal programme – 80% of vehicles now fully accessible; 
Quality Bus Network Agreement – will address issues of 
drivers’ skills, vehicle cleanliness, quality of information on 
vehicles etc. 

 

Key actions of local 
authorities needed to 
achieve target: 

Assist improved operation of bus services through bus 
priority initiatives (e.g. SPRITE) and secure agreements 
with operators to encourage adoption of high quality 
standards. 
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Key actions of local 
partners needed to 
achieve target: 

Bus operators need to address issues relating to reliability 
(both vehicle and driver) and service quality e.g. customer 
care, vehicle cleanliness etc. 

 

Risks: Congestion and accessibility strategies not delivered on 
programme. 
Bus operators unable to deliver suitable quality service. 
Adverse media coverage. 

 

Risk management: Review congestion and accessibility strategies and travel 
plans and realign priorities, staff and resources if 
necessary. 
Introduction of Quality Bus Network and Punctuality 
Improvement Partnership agreements to monitor service 
quality. 
Promote positive bus news – potential Publicity and 
Information Officer post to assist in general promotion 
including the media. 

 
 

 

Benchmarking: 
BV104 Satis faction w ith bus  s e rvices  
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from 
individual authorities’ websites (unable to locate figures for Leicester and Reading). 
 

Conclusions drawn 
from benchmarking: 

Identifies our low ‘starting point’ which gives us plenty of 
scope to improve. However, this will need consistent and 
sustained service improvements. 
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Target No. M9 (BVPI 187) Condition of surface footway. 
 

Target:  
Stoke-on-Trent target to ensure that the percentage of the footway network where structural 
maintenance should be considered does not increase from the baseline. 
Staffordshire target to reduce the percentage of the footway network where structural 
maintenance should be considered to 19%. 
This will be reported separately for each authority. 

 

Baseline:   2004/05          Stoke-on-Trent = 4.7% 
                   2003/04          Staffordshire = 23.9% 

Horizon:   2010/11 

 
 
 

 

Performance and trajectory: 

 

Data Source: Detailed Visual Inspection survey carried out by contractor. 
The footway network in Stoke-on-Trent was realigned in 2004 
to reflect actual use patterns and transport policy, therefore the 
previous year’s result is not comparable. 

 

Evidence that the target 
is both ambitious and 
realistic: 

Approaching ‘steady state’ levels following recent capital 
investment. The target aims to sustain this level. 

 

Key actions of local 
authorities needed to 
achieve target: 

Development of the Asset Management Plan and full UKPMS 
to assist in prioritisation and to test budgetary and 
maintenance strategies. 
Understanding TRACS parameters and intervention 
opportunities. 
Continued consideration of alternative service provision to 
maximise value for money. 
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Key actions of local 
partners needed to 
achieve target: 

Continuing consultation with the public to ascertain people’s 
perception of the condition of the network and the priority 
the service should be given. 
Continued joint working with the County Council. 

 

Risks: Reduced levels of funding. 
Delayed implementation of works due to unforeseen events.

 

Risk management: Continued justification for investment in highway 
maintenance. 
Reserved schemes ready to implement. 
Maintain regular co-ordination with other statutory 
undertakers. 

 
 

 

Benchmarking: 

BV187 Condition of surface  footw ay
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from 
ODPM and Audit Commission websites. 
 

Conclusions drawn 
from benchmarking: 

Figures indicate positive progress. 
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Target No. M10 (LTP1) Access by public transport to a major shopping 
centre (weekdays 0700-1000). 

 

Target: 
a) To maintain the proportion of households within 15 minutes by public transport of a major 

shopping centre during the am peak at or above 25% and within 30 minutes at or above 
80%. 

b) To maintain the proportion of households without access to a car within 15 minutes by public 
transport of a major shopping centre during the am peak at or above 30% and within 30 
minutes at or above 85%. 

 

Baseline:   2005/06 
a) Households within 15 minutes = 28.9%. 

Households within 30 minutes = 82.4%. 
b) Households without access to a car within 15 minutes = 34.1%. 

Households without access to a car within 30 minutes = 86.4%. 

Horizon:   2010/11 

 
 

 

Access to a major shopping centre: 

 

Data Source: Accession used to derive journey time isochrones and 2001 
Census data disaggregated to postcode centroids. 

 

Evidence that the target 
is both ambitious and 
realistic: 

In view of the past decline in the public transport network, setting a 
target based on the current position is both ambitious and realistic. 
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Key actions of local 
authorities needed to 
achieve target: 

Implementation of accessibility and congestion strategies, including 
provision of bus priority measures, and promotion of alternatives. 
Sustainable spatial planning through the Local Development 
Framework and development control. 

 

Key actions of local 
partners needed to 
achieve target: 

Bus operators to maintain current network. 

 

Risks: Accessibility strategy not delivered on programme. 
Bus companies withdraw services. 
Local Development Framework/development control allows 
unsustainable retail development. 

 

Risk management: Ongoing review of accessibility strategy and travel plans, if 
necessary realign priorities, staff and resources. 
Partnership working with operators to ensure bus priority to local 
centres is enhanced. 
Ensure transport is a key element of the Local Development 
Framework and development control process. 

 

 

 

Acce s s  to s upe rm ark e ts  by public trans por t - National Core  Indicator  V alue s
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Benchmarking: 

Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint North 
Staffordshire area using the National Core Indicator values issued by the DfT. 

 

Conclusions drawn from 
benchmarking: 

This national supermarkets indicator is not directly comparable with 
our own major centre indicator and target, but is useful as a 
benchmarking exercise. 
This would indicate that we have very good access by public 
transport across the authority which is comparable with most of the 
benchmarking group. The lower percentages, particularly for Derby, 
seem unusual. 
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Target No. M11 (LTP1) Access by public transport to hospital 
(weekdays 0700-1000). 

 

Target:   
a) To maintain the proportion of households within 30 minutes by public transport of the 

University Hospital of North Staffordshire (NSRI site) during the am peak at or above 
55% and within 60 minutes at or above 90%. 

b) To maintain the proportion of households without access to a car within 30 minutes by 
public transport of the University Hospital of North Staffordshire (NSRI site) during the 
am peak at or above 60% and within 60 minutes at or above 95%. 

 

Baseline:   2005/06 
a) Households within 30 minutes = 57.4%. 

Households within 60 minutes = 94.1%. 
b) Households without access to a car within 30 minutes = 62.9%. 

Households without access to a car within 60 minutes = 96.1%. 

Horizon:   2010/11 

 
 

 

Access to hospital: 

 

Data Source: Accession used to derive journey time isochrones and 2001 
Census data disaggregated to postcode centroids. 

 

Evidence that the target 
is both ambitious and 
realistic: 

In view of the past decline in the public transport network, 
setting a target based on the current position is both ambitious 
and realistic. 
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Key actions of local 
authorities needed to 
achieve target: 

Implementation of accessibility and congestion strategies, 
including provision of bus priority measures, and promotion of 
alternatives. 
Sustainable spatial planning through the Local Development 
Framework and development control. 

 

Key actions of local 
partners needed to 
achieve target: 

Bus operators to maintain current network serving hospital. 
Hospital to develop transport strategy to encourage staff and 
visitors to travel by bus. 

 

Risks: Accessibility strategy not delivered on programme. 
Bus companies withdraw services. 
Unsustainable transport strategy by hospital. 

 

Risk management: Ongoing review of accessibility and congestion strategies and 
travel plans, if necessary realign priorities, staff and resources. 
Partnership working with bus operators and hospital to ensure 
mutually beneficial strategies. 

 

 

 

Access to hospitals by public transport - National Core Indicator Values
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Benchmarking: 

 
Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint North 
Staffordshire area using the National Core Indicator values issued by the DfT. 
 

Conclusions drawn from 
benchmarking: 

The results of the National Indicators are in line with our own 
results although they are not directly comparable. 
These results seem to imply that there is scope for 
improvement in the access within 30 minutes bracket. 
However, our target is set to maintain current levels, until we 
have more data to compare. 
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Target No. M12 (LTP2) Change in area wide road traffic mileage. 
 

Target:  Ensure the growth in area wide road traffic mileage does not exceed an 
average of 1% per year. 

 

Baseline:   2004 = 1,082 million vehicle kilometres Horizon:   2010 
 
 
 

 

Performance and trajectory: 
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Data Source: DfT’s National Road Traffic Survey (NRTS). 
We have used the figures for Stoke-on-Trent as proxy for 
North Staffordshire because the figures for Staffordshire 
County as a whole include many rural roads, which are not 
representative of the North Staffordshire area. As the above 
graph shows, the figures from the NRTS indicate a 
considerable increase in 2001 with two lesser but still 
significant increases in the following two years. We believe 
that these increases are due to a combination of the 
detrunking programme and also a major road 
reclassification programme which give a false 
representation of the actual situation. 

 

Evidence that the target 
is both ambitious and 
realistic: 

If we discount the results which we feel misrepresent the 
actual performance for the reasons stated above, the 
average increase over the remaining years has been 1%. 
We feel that to maintain this level of increase is therefore a 
realistic target given the national growth in traffic. 
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Key actions of local 
authorities needed to 
achieve target: 

Facilitate increased use of public transport, walking and 
cycling. 
Promotion of green travel plans. 

 

Key actions of local 
partners needed to 
achieve target: 

Bus operators to maintain/increase level of service. 
Adoption by employers and schools of green travel plans. 

 

Risks: Resistance to modal change. 
Green travel plans not adopted. 

 

Risk management: Ongoing review of congestion and accessibility strategies 
and travel plans and realign priorities, staff and resources if 
necessary. 

 
 
 

 

Benchmarking: 

A n n u a l p e r ce n tag e  in cr e as e  in  r o ad  t r a f f ic  m ile ag e
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using results from the DfT’s National Road Traffic Survey 
(NRTS). 
 

Conclusions drawn 
from benchmarking: 

The results shown above are taken from the time-series of 
results from the NRTS for 1993-2004. Analysis of the full 
set of results shows that all the authorities in this 
benchmarking group are following a similar trend with 
regard to the annual growth in road traffic mileage. 
The two very high increases compare with our own for 2001 
shown over and also Derby in 2000. We believe that these 
must all be a result of the detrunking programme and as 
such are not comparable with other years’ results. 
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Target No. M13 (LTP3) Cycling trips. 
 

Target:  No reduction in cycling trips (annualised index) over the LTP2 period. 
 

Baseline:   2003/04 = 100 Horizon:   2010/11 
 
 
 

 

Performance and trajectory: 
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Data Source: In-house cordon counts and automatic counters. 
 

Evidence that the target 
is both ambitious and 
realistic: 

After steady increases in the number of cycling trips from 
2000/01 to 2002/03 the number of recorded trips has 
unfortunately dropped in 2003/04 and 2004/05 despite 
anecdotal evidence that numbers are in fact increasing. We 
are looking to install several more automatic counters at 
both on and off road sites. We will review this target during 
the LTP2 period with a view to a possible increase. 

 

Key actions of local 
authorities needed to 
achieve target: 

Identify improvements to cycling links to major facilities and 
in deprived areas. 
Ensure the needs of cyclists are considered in highway 
design and improvement. 
Expansion of the off-road network. 

 

Key actions of local 
partners needed to 
achieve target: 

Work closely with employers to improve cycling links and 
facilities as part of travel plans. 
Work with developers to ensure cyclists needs are 
considered in the design of new developments. 
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Risks: Accessibility strategy is not delivered on programme. 
Problems in delivering cycle schemes. 
Inadequate funds for cycle training. 

 

Risk management: Ongoing review of the accessibility strategy. 
Early involvement of stakeholders to overcome difficulties. 

 

Benchmarking: Benchmarking is not possible due to the many different 
methodologies of data collection employed by local 
authorities. 
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Target No. M14 (LTP4) Mode share of journeys to school. 
 

Target:  Setting of target not required until 2006/07 until data collection in the DfES 
school census is agreed (Reference letter from DfT 9th June 2005). However, a 
provisional target has been set based on the Stoke-on-Trent City Council annual school 
travel surveys of keeping the proportion of children travelling to school by non-car 
means at or above 50% for primary schools and 65% for secondary schools. (The Stoke 
figures are being used as a proxy for all North Staffordshire until further data is 
available). 

 

Baseline:   2006/07 Horizon:   2010/11 
 
 

 

Performance and trajectory: 
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Data Source: An in house annual school travel survey has been carried 
out since 1999 by Stoke-on-Trent City Council. 
Staffordshire County Council data collection began in 2005. 
Combined data will be used for setting the target in 
2006/07. 

 

Evidence that the target 
is both ambitious and 
realistic: 

Travel to school by non-car modes has been gradually 
declining since we began our surveys. The national travel 
survey shows that there is a national growth in car use for 
school trips and a local school reorganisation programme 
resulting in larger catchment areas that make the journey to 
school longer and less attractive to the use of sustainable 
modes both contribute to the downward trend. 
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Key actions of local 
authorities needed to 
achieve target: 

Liaison with the local education authority and planners to 
ensure that the development of all new schools takes 
sustainable travel issues into account. 
Further implementation of safer routes to school schemes. 
Promotion of school travel plans. 

 

Key actions of local 
partners needed to 
achieve target: 

Local education authority to take pupil travel into account 
when formulating plans for new schools. 
Schools to embrace travel plans and promote sustainable 
travel. 

 

Risks: Accessibility strategy not delivered on programme. 
Problems in delivering safer routes to school schemes and 
other schemes beneficial to the journey to school. 
PFI and BSF programmes reducing numbers of schools 
and increasing catchment areas. 
Education white paper increasing parental choice and 
increasing average journey to school. 

 

Risk management: Ongoing review of accessibility strategy. 
Early involvement of stakeholders to overcome difficulties. 

 

Benchmarking: This was not a core target in LTP1 and data is not readily 
available to allow benchmarking. However, Redcar & 
Cleveland and York did also monitor non-car school travel 
with targets to increase the use of non-car modes. Their 
results show a gradual decline similar to our own 
experience. 
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Target No. M15 (LTP5) Bus punctuality. 
 

Target:  To increase punctuality of bus services departing timing points to 85% of all 
scheduled departures being within the window of one minute early and five minutes late.

 

Baseline:   2005/06 = 75% Horizon:   2010/11 
 
 

 

Performance and trajectory: 
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Data Source: In-house surveys initially, GPS data once the Staffordshire 
Passenger Real-time Information Technology for Everyone 
(SPRITE) project is operational (estimated 2008/09). 

 

Evidence that the target 
is both ambitious and 
realistic: 

Our target is based on the DfT’s stretched target of a 
trajectory towards achieving 90% punctuality by 2012/13. 
We consider this to be ambitious given a significant 
congestion problem and poor operator reliability. SPRITE 
and Punctuality Improvement Partnership agreements will 
aid punctuality. 

 

Key actions of local 
authorities needed to 
achieve target: 

Deliver bus priority measures across key corridors, 
including SPRITE. 
Act on Punctuality Improvement Partnership outputs – 
identifying congestion issues. 
Robust monitoring. 
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Key actions of local 
partners needed to 
achieve target: 

Act on SPRITE advantages. 
Act on Punctuality Improvement Partnership outputs – 
identifying operator based problems such as vehicle and 
driver reliability. 

 

Risks: Congestion strategy not delivered on programme. 
Key projects not delivered or poor outputs/outcomes. 
Operators’ ability to maximise benefits given to them. 

 

Risk management: Ongoing review of congestion and accessibility strategies 
and travel plans and if necessary realign priorities, staff and 
resources. 
SPRITE and Punctuality Improvement Partnership 
agreements to be drawn up to ensure each partner must 
reach key targets. 

 

Benchmarking: This was not a core target in LTP1 and data is not readily 
available to allow benchmarking. 
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Target No. M16 (LTP6) Changes in peak period traffic flows to urban 
centres. 

 

Target:  Achieve a 10% reduction in the total number of vehicles (excluding cycles and 
motorcycles) travelling into the city centre during the am peak (0700-1000hrs).     
Target = 4,883 vehicles. 

 

Baseline:   2003/04 = 5,426 vehicles Horizon:   2010/11 
 
 
 

 

Performance and trajectory: 
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Data Source: In-house city centre cordon counts. 
 

Evidence that the target 
is both ambitious and 
realistic: 

Performance since 1999/00 has shown a steady overall 
reduction of 10%. Our target aims to maintain this trend in a 
climate where car ownership and travel are generally 
increasing and the regeneration programme could lead to 
increases in car use across North Staffordshire. 

 

Key actions of local 
authorities needed to 
achieve target: 

Implement bus priority measures and other key provisions 
of the bus strategy. 
Maintain demand management strategy with increases in 
parking tariffs above inflation. 
Promotion of alternative modes of travel. 

 

Key actions of local 
partners needed to 
achieve target: 

Bus operators to maintain/increase level of service. 
Adoption by employers and schools of green travel plans. 
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Risks: Congestion strategy not delivered on programme. 
Bus companies’ priorities change. 
Travel plans proceed slower than expected. 
Spare capacity in peak periods taken by car users. 

 

Risk management: Ongoing review of congestion and accessibility strategies 
and travel plans and if necessary realign priorities, staff and 
resources. 
QBP group to receive regular reports on the progress of the 
bus strategy. 
Monitoring of patronage data. 

 

Benchmarking: This was not a core target in LTP1 and data is not readily 
available to allow benchmarking. 
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Target No. M17 (LTP7) Congestion monitoring (change in average 
vehicle delay). 

 

Target:  Due to a delay in data provision a target for this indicator is not required until 
July 2006. (Reference the statement to Parliament by the Secretary of State for 
Transport on 7th February 2006). 

 

Baseline:   2003 Horizon:   2010 
 
Since the GPS data licensed to DfT from ITIS Holdings is not expected to be made 
available until later in 2006 then, as an interim indicator, the North Staffordshire Transport 
Model, based on TRIPS, has been used to derive existing and forecast congested journey 
time information. Due to the impracticalities of deriving network-wide values for the 
indicator then the transport model has also been used to derive inter-peak hour journey 
times as a proxy to the reference speeds defined in the DfT guidance. The results of this 
assessment are shown in the table below: 
 

Average delay per vehicle mile (secs/vm) Road type in the urban area 

2002 base-year 2021 reference case 

i) Trunk roads (A50/A500) 36.0 68.9 

ii) Strategic Highway Network 
(excluding. trunk roads) 51.3 87.5 

iii) Other roads 41.1 64.7 

Overall 44.2 76.0 
 

Data Source: North Staffordshire transport model, North Staffordshire 
Integrated Transport Study and observed traffic flows. 

 

Evidence that the target 
is both ambitious and 
realistic: 

Target to be set in July 2006. 

 

Key actions of local 
authorities needed to 
achieve target: 

Expand the UTMC based traffic control system, provide 
more variable message signs and introduce the 
Staffordshire Passenger Real-time Information Technology 
for Everyone (SPRITE) system to improve traveller 
information. 
More effective management of the transport network. 
Encourage travel awareness and behavioural change. 
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Key actions of local 
partners needed to 
achieve target: 

Bus operators to provide a high quality service as an 
attractive alternative to the car. 
Integration of transport objectives within other policies and 
strategies. 
Working with the Highways Agency to improve the 
operation of trunk roads. 

 

Risks: Congestion strategy not delivered on programme. 
Bus companies’ priorities change. 
Travel plans proceed slower than expected. 
Spare capacity in peak periods taken by car users. 
Development located in unsustainable locations. 

 

Risk management: Ongoing review of congestion and accessibility strategies 
and travel plans and if necessary realign priorities, staff and 
resources. 
QBP group to receive regular reports on the progress of the 
bus strategy. 
Monitoring of patronage data. 

 

Benchmarking: This was not a core target in LTP1 and data is not readily 
available to allow benchmarking. 
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Target No. M18 (LTP8) Air quality. 
 

Target:  To reduce the levels of Nitrogen Dioxide (NOx) at seven locations where the 
current maximum standard is exceeded. 

 

Baseline:   2005/06 Horizon:   2010/11 
 

Area Site ID Easting Northing 

2005/06 
Provisional Data 

(µgm3) 
2010/11 

target (µgm3)

Meir Continuous Monitor Meir 392992 342332 39.0 33 

Joiner's Square 
Continuous Monitor JS 388746 346457 40.0 34 

Victoria Place 2005/011 389335 344693 44.2 37 

Burslem 2005/034 386904 349828 42.8 36 

Cobridge 2005/001 387625 348516 48.8 40 

Hanley 2005/022 388676 347611 46.6 39 

Bucknall 1999/001 389884 347289 43.0 36 
 

Data Source: In-house monitoring. 
 

Evidence that the target 
is both ambitious and 
realistic: 

Targets are ambitious in line with the regeneration, 
congestion and accessibility strategies and their associated 
targets. 
They are realistic based on past data collection experience 
and knowledge and robust computer modelling techniques. 

 

Key actions of local 
authorities needed to 
achieve target: 

More effective land-use planning to reduce the need to 
travel and also to avoid air quality ‘blight’. 
Continuing management of the network to smooth traffic 
flows and prevent congestion. 
Promotion of sustainable means of transport. 

 

Key actions of local 
partners needed to 
achieve target: 

Modernising of fleet by bus operators to Euro IV standards. 
Take up of travel plans by employers. 
Supporting promotional work by health agencies. 

 

Risks: Delays in implementation of congestion and accessibility 
strategies and delayed implementation of national policy 
measures such as requirements in vehicle engine 
standards. 
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Risk management: Robust project management. 
Working with bus operators through the bus strategy. 

 

Benchmarking: Benchmarking is not possible due to the various nature of 
previous indicators and targets set by authorities. 
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Target No. L1 Access to bus stops. 
 

Target:  Maintain the proportion of households within 400m of a bus stop with a 
minimum service provision of two buses per hour, Monday to Saturday, 0900-1800hrs 
at or above 85%. 

 

Baseline:   2005/06 = 89.9% Horizon:   2010/11 
 
 Access to bus stops: 

 
Data Source: In-house and 2001 Census data. 

 

Evidence that the target 
is both ambitious and 
realistic: 

Based on comprehensive analysis using MapInfo GIS and 
geocoded bus stop and route information. Because there is 
no past data the target set is based on the present day 
situation but discounting this by 5% to reflect recent 
changes to the bus service network introduced by First plc. 

 

Key actions of local 
authorities needed to 
achieve target: 

Implementation of the bus strategy. 
Implementation of the key provisions of the congestion and 
accessibility strategies that relate to public transport. 
New developments to be located in sustainable locations. 
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Key actions of local 
partners needed to 
achieve target: 

Bus operators to develop network in line with the Local 
Development Framework and regeneration agenda. 

 

Risks: Bus operators reduce network and/or fail to respond to 
changing travel patterns. 
Decreased revenue expenditure by local authorities to fund 
subsidised bus network. 

 

Risk management: Partners to ensure bus strategy is developed. 
Ensure linkages between transport and the Local 
Development Framework/regeneration agenda and the 
development control process. 
Seeking of external funds to supplement mainstream 
budgets. 

 

Benchmarking: Benchmarking for this target is not possible due to the 
newness of accessibility monitoring and also the many 
variables used by local authorities. As more data becomes 
available it may be possible to compare with other 
authorities within the benchmarking group. 
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Target No. L2 Bus modal share of peak hour journeys to 
urban centres. 

 

Target:  Increase the proportion of am peak (0700-1000) journeys into the city centre by 
bus to 35%. 

 

Baseline:   2005/06 = 31.9% Horizon:   2010/11 
 
 

 

Performance and trajectory: 
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Data Source: In-house cordon counts. 
 

Evidence that the target 
is both ambitious and 
realistic: 

Having shown encouraging increases in 2002/03 and 
2003/04 to a peak of 36.3% it is extremely disappointing 
that bus mode share has since dropped back to its lowest 
level of 31.9% in 2005/06. This is being treated as a “blip” 
but will be closely monitored. 
Regeneration proposals for the city centre will help to attract 
more journeys to the city centre. Also bus priority 
improvements including Staffordshire Passenger Real-time 
Information Technology for Everyone (SPRITE) will help to 
improve the level of service offered. 

 

Key actions of local 
authorities needed to 
achieve target: 

Effective implementation of the congestion and accessibility 
strategies. 
Political support for bus priority measures. 
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Key actions of local 
partners needed to 
achieve target: 

Developers progressing planned developments. 
Operators providing a quality service. 
Business community to embrace proposals and strategies. 

 

Risks: City centre major developments delayed or abandoned. 
Regeneration of city centre which does not include bus 
friendly solutions. 
Lack of bus priority. 
Poor quality service. 

 

Risk management: Ensure key parts of strategy can deliver increased 
patronage without sole reliance on major development, 
such as bus priority to improve journey times and car 
parking charges. 
Closer links between transport and regeneration strategies 
e.g. ensuring bus station is key element. 
Poor quality service – Quality Bus Network and Punctuality 
Improvement Partnership agreements to monitor quality. 

 

Benchmarking: As a local target it is difficult to find comparable LTP1 
indicators and so benchmarking past performance is not 
possible. If other authorities choose to report this indicator 
during LTP2 then future benchmarking may be possible. 
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Target No. L3 Proportion of the workforce covered by travel 
plans. 

 

Target:  Achieve 30% of the workforce to be covered by travel plans. 
 

Baseline:   2004/05 = 12.8% Horizon:   2010/11 
 
 

 

Performance and trajectory: 
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Data Source: In-house records. 
 

Evidence that the target 
is both ambitious and 
realistic: 

The target of 30% represents a significant increase from the 
baseline of under 13% but is feasible based on the number 
of travel plans under development. Travel plans are seen as 
a cost-effective way of reducing vehicular traffic and 
therefore both authorities will continue to devote resources 
to this area of work. 

 

Key actions of local 
authorities needed to 
achieve target: 

Implement the accessibility and congestion strategies, the 
councils’ own travel plans and promotion of new travel 
plans. 
Working with bus operators to improve the bus network. 

 

Key actions of local 
partners needed to 
achieve target: 

Companies to develop travel plans. 
Bus operators to improve services. 
NSCCI and LSP to support promotion of travel plans. 
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Risks: Poor take up by local employers. 
Reduced resources allocated to promotion of travel plans. 

 

Risk management: Ongoing monitoring of travel plans. 
Ongoing marketing of the benefits of travel plans. 
High profile publicity of successes to attract new clients. 

 

Benchmarking: As a local target it is difficult to find comparable LTP1 
indicators and so benchmarking past performance is not 
possible. If other authorities choose to report this indicator 
during LTP2 then future benchmarking may be possible. 
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Target No. L4 (BVPI 178) Footpaths and rights of way that are easy to 
use by the public. 

 

Target:   
Stoke-on-Trent target to increase the proportion of footpaths and rights of way that are 
easy to use by the public to 85%. 
Staffordshire target to increase the proportion of footpaths and rights of way that are 
easy to use by the public to 80%. 
This will be reported separately for each authority. 

 

Baseline:   2004/05          Stoke-on-Trent = 14.8% 
                                          Staffordshire = 67.8% 

Horizon:   2010/11 

 
 
 

 

 

Performance and trajectory: 
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Data Source: In-house records. 
 

Evidence that the target 
is both ambitious and 
realistic: 

Definitive map was adopted in January 2005. 
Under-investment in the past has been addressed and 
great steps have been achieved to date. Ambition to make 
network easily accessible by all regardless of ability. 

 

Key actions of local 
authorities needed to 
achieve target: 

Delivery of the Rights of Way Improvement Plan (ROWIP). 
Continued level of support and funding. 
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Key actions of local 
partners needed to 
achieve target: 

Continued relationships with user groups. 
Joint Local Access Forum. 

 

Risks: Level of resources. 
 

Risk management: Ongoing monitoring. 
Working with partners to deal with problems. 

 
 
 

 

Benchmarking: 

BV178 Rights  of w ay easy to use  by the  public
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from 
ODPM and Audit Commission websites. 
 

Conclusions drawn 
from benchmarking: 

Unfortunately this shows that we are not currently 
performing well. However, as stated previously, past under-
investment has been addressed and an ambitious target set 
to improve this situation. 
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Target No. L5 (BVPI 165) Pedestrian crossings with facilities for 
disabled people. 

 

Target:  Increase the proportion of pedestrian crossings with facilities for disabled 
people to 100%. 
This will be reported separately for each authority. 

 

Baseline:   2004/05          Stoke-on-Trent = 28.0% 
                                          Staffordshire = 98.2% 

Horizon:   2010/11 

 
 
 

 

Performance and trajectory: 
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Data Source: In-house surveys. 
 

Evidence that the target 
is both ambitious and 
realistic: 

The Audit Commission reviewed this indicator for Stoke-on-
Trent in 2003 querying the methodology used. A very 
stringent survey of all crossings was then undertaken where 
the total crossings deemed to comply with the Best Value 
requirements fell from 77% to 18.5%. 
Funding has been allocated to bring all crossings up to the 
required standard. 

 

Key actions of local 
authorities needed to 
achieve target: 

Maintain funding at present day levels. 
Implement new facilities in accordance with required 
standards. 
Ongoing monitoring to ensure existing facilities meet 
required standards. 
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Key actions of local 
partners needed to 
achieve target: 

Consultation with local groups e.g. Age Concern and 
general public to gauge satisfaction with facilities. 

 

Risks: Level of resources. 
 

Risk management: Ensure all schemes meet disability design standards. 
Have contingency schemes ready. 

 
 
 

 

Benchmarking: 
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from 
ODPM and Audit Commission websites. 
 

Conclusions drawn 
from benchmarking: 

We have already made good progress from 2003/04 to 
2004/05 and resources have been allocated to ensure this 
improvement continues. 
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Target No. L6  Traffic levels across North Staffordshire  
 

Target:  To constrain traffic growth to a maximum of 10% between 1999 and 2011 
compared with the 1997 Low Growth NRTF projected increase of 15% over the same 
period (excluding trunk roads). 

 

Baseline:   1999 = 0 Horizon:   2011 
 
 

 
 

Performance and trajectory: 
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Data Source: In house cordon surveys. 
 

Evidence that the target 
is both ambitious and 
realistic: 

Current performance indicates that this is a realistic target 
which we are well on track to achieving. However, we 
believe that it is also an ambitious target in light of the 
proposed regeneration of North Staffordshire. 

 

Key actions of local 
authorities needed to 
achieve target: 

Promotion of alternative modes of travel. 
Promotion of green travel plans. 

 

Key actions of local 
partners needed to 
achieve target: 

Bus operators to maintain/increase level of service. 
Adoption by employers and schools of green travel plans. 

 

Risks: Congestion strategy not delivered on programme. 
Bus companies’ priorities change. 
Travel plans proceed slower than expected. 
Spare capacity in peak periods taken by car users. 
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Risk management: Ongoing review of congestion and accessibility strategies 
and travel plans and realign priorities, staff and resources if 
necessary. 

 

Benchmarking: As a local target it is difficult to find comparable LTP1 
indicators and so benchmarking past performance is not 
possible. If other authorities choose to report this indicator 
during LTP2 then future benchmarking may be possible. 
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Target No. L7 (BV100) Number of days of temporary traffic controls. 
 

Target: 
Stoke-on-Trent target to maintain the number of days of temporary traffic controls or 
road closures on traffic sensitive roads caused by local authority road works at zero per 
kilometre of traffic sensitive roads. 
Staffordshire target to reduce the number of days of temporary traffic controls or road 
closures on traffic sensitive roads caused by local authority road works to only 1.3 days 
per kilometre of traffic sensitive roads. 
This will be reported separately for each authority. 

 

Baseline:   2004/05          Stoke-on-Trent = 0 days 
                                          Staffordshire = 1.86 days 

Horizon:   2010/11 

 
 
 

 

Performance and trajectory: 
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Data Source: In-house records. 
 

Evidence that the target 
is both ambitious and 
realistic: 

Very ambitious target set by Stoke-on-Trent City Council 
reflects past record of zero days per kilometre on traffic 
sensitive roads. Similarly, the Staffordshire County Council 
figure is low despite having a much larger network. 

 

Key actions of local 
authorities needed to 
achieve target: 

Inclusion of this target in all highway contracts. 
Delivery of the maintenance strategy. 
Monitoring/supervision of highway contracts. 

 
 

B-53 



APPENDIX B: DETAILS OF LTP INDICATORS AND TARGETS 

Key actions of local 
partners needed to 
achieve target: 

Close working between Stoke-on-Trent City Council and 
Staffordshire County Council on cross-boundary 
improvements. 
Consultation with local groups. 

 

Risks: Level of resources. 
 

Risk management: Ongoing monitoring. 
Working with contractors to overcome issues. 
Investigate new, efficient ways of working. 
Use of IT for rapid identification problems. 

 
 
 

 

Benchmarking: 
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Benchmarking is carried out using Stoke-on-Trent City Council as a proxy for the joint 
North Staffordshire area using BVPI results. Results for this indicator obtained from 
ODPM and Audit Commission websites. 
 

Conclusions drawn 
from benchmarking: 

Results for this indicator show that we are performing very 
well. 
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C. STRATEGIC ENVIRONMENTAL ASSESSMENT 
 
C.1 Introduction 

 
The North Staffordshire LTP has been the subject of a Strategic Environmental Assessment 
(SEA) carried out by officers from Staffordshire County Council and Stoke-on-Trent City 
Council in consultation with the public and authorities with environmental responsibility. This 
has enabled significant environmental effects of the LTP to be identified. This Appendix 
provides a summary of how environmental considerations have been integrated into the LTP 
and the measures decided concerning monitoring of the SEA. 
 

C.2 SEA Process 
 
The main stages in the SEA process to date have been as follows: 

Stage A – identifying other relevant plans and programmes and environmental 
protection objectives, establishing the environmental baseline, identifying 
environmental problems and deciding SEA objectives; 
Stage B – deciding on the scope of the SEA, developing alternatives to plan proposals 
and consulting with environmental bodies; 
Stage C – assessing the effects of the draft North Staffordshire LTP, identifying 
measures to reduce or counteract the negative effects, devise monitoring programme 
and prepare Environmental Report; 
Stage D – consultation on the Environmental Report as part of LTP consultation. 

 
Stage E now begins with the implementation of the North Staffordshire LTP: 

Stage E – monitoring the significant effects of implementing the North Staffordshire 
LTP on the environment. 

A description of the measures envisaged concerning monitoring is given in Chapter 13: 
Performance Management. 
 
 

C.3 Stages A and B: Scoping Report 
 
A scoping exercise was carried out in consultation with the public and authorities with 
environmental responsibility to complete Stages A and B. The schedule of responses to 
Scoping Report consultation comments is reproduced as Table C.1. A framework of SEA 
objectives was developed as part of the scoping exercise to help structure the information 
used in the SEA. These 14 SEA objectives are: 
 1. To maintain and improve local air quality 
 2. To improve the quality of ground and surface waters 
 3. To respond to climate change through reduced greenhouse gas emissions 
 4. To conserve and enhance wildlife habitats and species 
 5. To encourage better use of land and conserve soil resources and quality 
 6. To conserve and enhance the natural historic environment and landscape quality 
 7. To protect and enhance buildings, features and areas of historic, archaeological or 

cultural value, and their settings 
 8. To reduce road traffic and congestion 
 9. To promote more sustainable modes of transport 
10.  To promote health and reduce health inequalities 
11.  To promote safe communities, reduce crime and the fear of crime 
12.  To improve access to jobs and services 
13.  To support regeneration of deprived areas 
14. To support sustainable economic growth
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Table C.1: Schedule of Responses to Scoping Report Consultation Comments 
 

Scoping Report Consultation Comment Response 

The Highways Agency would support these 
themes (Draft SEA themes, Table 2.2) in line 
with its interests and Business Plan objectives in 
sustainable transport. 

This table is included as Table 3.3 in the 
Environmental Report. 

The Scoping Report addresses both current and 
future air quality issues that would be of interest 
and concern to the Highways Agency. 

Comment welcomed 

Noise pollution is briefly discussed in relation to 
traffic. To alleviate noise pollution the SEA 
recommends using noise reduction materials 
where appropriate in highway maintenance 
works, managing the movement of lorries so 
encourage them to use only suitable routes and 
close working with Environmental Health 
Officers in monitoring noise Ievels across North 
Staffordshire. No further detail is provided so 
potentially lorries could be encouraged or 
directed to use trunk and motorway networks. 
Therefore the report does not fully address the 
issues that would be of interest and concern to 
the Highways Agency.  

The actions included in the Scoping Report to 
alleviate noise pollution are in the overview of 
the North Staffordshire LTP section. More detail 
is given in the Provisional LTP in the Quality of 
Life Issues on page 117, and is closely linked to 
the Tackling Congestion Strategy. 

These strategies have been finalised in the full 
LTP in Chapter 7: Tackling congestion and 
Chapter 10: Improving Quality of Life. 

 

 

It is considered that although the SEA is 
comprehensive, the Highways Agency will need 
to assess in more detail the environmental 
effects of the noise alleviation measures and 
once designated, access the detail on the seven 
AQMAs. 

An update on the AQMA process is given in 
Tables A8 and 6.1 of the Environmental Report. 

Chapter 8 of the North Staffordshire LTP 
‘Improving Air Quality’ sets out how the LTP 
plans to tackle traffic related air quality 
problems. 

The Highways Agency supports the recognised 
need to ensure that public transport 
opportunities are increased as an alternative to 
the private car.  It should also be highlighted 
within this section that cycling and walking 
should be encouraged as alternatives to the 
private car. 

Encouraging cycling and walking have been 
added to this section in the Environmental 
Report in line with the strategies in the LTP. 

The Scoping Report sets out the draft SEA 
framework which includes 14 draft SEA 
objectives.  The following objectives would be 
supported by the Highways Agency: 

 Objective 8 “To reduce road traffic and 
congestion.” 

 Objective 9 “To promote more sustainable 
modes of transport.” 

These Objectives have been used in the 
Environmental Report to structure the 
environmental baseline information, likely 
evolution of the baseline, analysis of alternatives 
and the assessment of the significant 
environmental effects of the North Staffordshire 
LTP. 

In terms of the indicators for objective 9 the 
Highways Agency would wish to see indicators 
relating to Workplace Travel Plans and 
Residential Travel Plans in addition to School 
Travel Plans. 

Table 10.1 in the Environmental Report sets out 
the proposed preliminary monitoring programme 
for the North Staffordshire LTP SEA Objectives 
which includes indicators relating to travel plans. 

To summarise the above the Highways Agency 
supports the majority of the content of the 

The baseline information (Appendix A of the 
Environmental Report) includes data for the 
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Scoping Report Consultation Comment Response 
Scoping Report.  However the Highways Agency 
would like to see information and targets for 
cycling and walking included within the baseline 
information. 

percentage of people that travel to work on foot 
and by bicycle (2001 Census). Table 10.1 in the 
Environmental Report sets out the proposed 
preliminary monitoring programme for the North 
Staffordshire LTP SEA Objectives which 
includes indicators relating to cycling and 
walking. 

Should promote environmental enhancement 
rather than merely maintain it.  For example:  
promotion of watercourse de-culverting; channel 
enhancements, SuDS etc. 

This advice has been incorporated into the 
Environmental Report in Table 6.1 - Key 
Environmental / Sustainability Problems and 
Opportunities and the Generic Mitigation 
Measures in Section 9. 

Within Table 2.2 the Environment Agency 
should be included as a National source for the 
maintenance and enhancement of the quality of 
the environment and also to reduce the amount 
of waste produced and ensure the prudent and 
efficient use of natural resources. 

We have added to the table accordingly. 

Waste generated and disposed of during the 
course of the schemes should be disposed of at 
authorised facilities only and waste exemptions 
may need to be registered with the Agency. 

This advice has been incorporated into the 
Generic Mitigation Measures in Section 9 of the 
Environmental Report. 

Liaison with the Agency and associated bodies 
to formulate targets for the improvement of 
ground and surface waters. 

We will liaise with the Environment Agency and 
associated bodies on monitoring of the SEA in 
relation to ground and surface waters. 

We would like to recommend that you ensure 
river corridors (and all watercourses) are 
protected and that there is no detriment to the 
natural floodplains.  We would advise that de-
culverting of watercourses is carried out 
wherever possible. 

This advice has been incorporated into the 
Generic Mitigation Measures in Section 9 of the 
Environmental Report. 

We recommend that consideration is given to 
incorporating an indicator in Table 1.1 which 
relates to biodiversity protection and 
management as an important aspect of 
environmental performance. 

Table 10.1 in the Environmental Report sets out 
the monitoring programme for the North 
Staffordshire LTP SEA Objectives which 
includes indicators relating to biodiversity 
protection and management. 

I would question the statement at paragraph 
1.17 which simply aligns ‘cultural heritage’ to 
humans and the built environment.  As outlined 
below, the recommended broad definition of the 
historic environment encompasses both built 
and natural aspects.  And in view of this the term 
‘historic environment’ is generally preferred to 
‘built heritage’. 

We have used the term ‘historic environment’ in 
place of ‘built heritage’ to encompass all aspects 
of the historic environment. 

In line with the Regional Spatial Strategy and 
other national guidance, the term ‘environment’ 
should also be broadly interpreted in terms of its 
natural, built and historic assets.  For example, 
Table 4.1 uses ‘environmental assets’ to cover 
only biodiversity aspects. 

We have amended the title in the table to more 
specifically describe biodiversity aspects. 
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Scoping Report Consultation Comment Response 

Following on from the above points, throughout 
the appraisal process the historic environment 
(cultural heritage) should be broadly defined - all 
designated historic assets should be considered 
together with potential impacts on non-
designated features of local historic or 
architectural interest and value since these can 
make an important contribution to creating a 
sense of place and local identity.   

We have ensured that non-designated features 
of the historic environment are considered. 

English Heritage strongly advises that the 
conservation and archaeological staff of the 
County Council and the local districts are closely 
involved throughout the preparation of the LTP 
and its assessments. 

We will continue to work closely with the 
environment team, archaeological and 
conservation staff throughout the SEA and LTP 
process. 

As part of the review of national documents, it 
would be useful to include the Government’s 
statement on the historic environment ‘The 
Historic Environment: A Force for our Future’ 
(DCMS, 2001) – the last four bullet points in 
paragraph 9 providing a useful summary of the 
headline aims. 

We have amended the review of documents 
accordingly. 

Under regional plans update the reference to 
Heritage Counts as the 2005 edition (published 
in November 2005 and available via: 
www.heritagecounts.org.uk).  The Regional 
Cultural Strategy should also be included. 

We have updated our reference. 

Stoke on Trent and Staffordshire County Plans 
and Programmes – in addition to the landscape 
SPG a historic landscape characterisation 
project for the County was completed recently 
and will serve to complement the landscape 
SPG by providing further information on the 
historic dimension of landscape character. 

We will include information from the historic 
landscape characterisation in our baseline 
information when it becomes available.  We 
have consulted the environmental team and 
unfortunately the data analysis process is not 
quite complete. 

Intensive and Extensive surveys of historical 
significance are currently underway within the 
North Staffordshire Housing Market Renewal 
Area.  The first report for the Middleport, 
Burslem and Hanley South AMIs is completed, 
and will help to inform the implementation of the 
Renew Prospectus. 

The Heritage Characterisation Studies will help 
to inform the development of any schemes 
within Renew’s Burslem and City Centre South 
Areas of Major Intervention and have been 
added to the Plan and Programmes Table. 

 

With regard to the cultural heritage theme, I feel 
that the sources identified need to be better 
linked to the plans and programmes listed in the 
previous section (and our comments above).  
Under the ‘local’ column a cross-reference to the 
historical significance surveys referred to above 
would be useful. 

We have included this cross referencing. 

For the draft theme on rural areas, whilst I 
welcome the recognition given to heritage as a 
component element of the quality of rural areas, 
I suggest that the Countryside Agency should 
also be referred to in the national/international 
source column. 

The reference has been added. 
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Scoping Report Consultation Comment Response 

Finally, the theme of ‘maintaining and enhancing 
the quality of the environment’ appears to be 
interpreted mainly in terms of pollution factors 
which are covered elsewhere.  It either needs to 
be interpreted more broadly i.e. natural, built and 
historic environment or given a clearer, more 
specific focus. 

We agree that this theme overlaps others and 
that the sources are included in other themes.  
We have amended this theme and more clearly 
defined others to include historic environment, 
landscape and townscape elements. 

As underlined above, in establishing the 
baseline the historic environment should be 
broadly interpreted encompassing: 

• all designated historic assets; 

• non designated features of local historic 
interest; 

• the character of the wider landscape and 
townscape; and 

• the potential for as yet unrecorded 
archaeological interest. 

We have ensured that we apply this broad 
definition of the historic environment. 

Figure 3.2 – although titled ‘key environmental 
constraints’ the figure only refers to BAP 
habitats and the title should be amended. 

We have corrected the plan title. 

Whilst the inclusion of a ‘historic sensitivity’ map 
(Figure 3.3) is welcomed as an aid to help 
inform the strategic level assessment, the basis 
for the derivation of the map is unclear and 
further supporting information should be 
included as part of the Scoping Report.  It would 
also be helpful to clarify how it is intended to use 
the map and at what level. 

We have explained more clearly how we created 
the map. 

We have used the point data that forms the 
sensitivity map in assessing the potential impact 
of North Staffordshire LTP policies with the help 
of the environment staff. 

The relationship between the mapping process 
and the County’s historic landscape 
characterisation (HLC) project should also be 
explained.  More generally, the County’s HLC 
should be taken into account as a baseline 
source relevant to both cultural heritage and 
landscape. 

Staffordshire’s Historic Landscape 
Characterisation is just coming to an end and 
the data will be available to be incorporated into 
our SEA monitoring. We have made this clear in 
the Environmental Report. 

The ongoing survey work for within the HMRA 
on historic significance should be included as a 
baseline source. 

The Heritage Characterisation Studies will help 
to inform the development of any schemes 
within the AMIs and have been added to the 
Plan and Programmes Table. 

Ensure consider Scheduled Monuments and 
other nationally important archaeological 
remains - since not all are scheduled. 

We have added the consideration of other 
nationally important archaeological remains in 
Table 6.1. 

Clarify that all grades of listed buildings have 
been included i.e. Grade I, II*, II – all are of 
national importance and Grade II buildings form 
the vast majority of the listed resource. 

All grades of listed buildings are included and 
this has been clarified in the Environmental 
Report. 

Table A.11: Generally the table should better 
reflect the data presented in Table 4.1.  
References to buildings at risk should be 

Staffordshire does not hold a list of Grade II 
buildings at risk. We have improved the data 
presentation relating to Buildings at Risk in 
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Scoping Report Consultation Comment Response 
clarified – in the national register there are 
regional and county breakdowns of listings 
including for Staffordshire.  Currently the 
national register does not cover Grade II 
buildings – although the County, City Council, 
Newcastle-under-Lyme Borough Council may 
have they own at risk registers covering Grade II 
and local list buildings.  

Table A.11 of the Environment Report. 

Table A.11: Conservation areas fall under 
‘cultural heritage’ and landscape themes – the 
latter associated with their townscape role.  If 
included under landscape rather than cultural 
heritage, the topic should be clearly cross-
referenced as part of the appendix summary.   

We have combined the table for the cultural 
heritage and landscape themes due to the 
overlap of relevance of the data. 

Apart from the broad contextual information on 
their number/extent, it should be noted that as 
from 1 April this year a new BVPI on 
conservation areas has been introduced 
(Reference: ODPM BVPI 2005/6 Report) and 
hence should ideally be reflected in the baseline.  

We will take note of the BVPIs for the % of 
conservation areas with an upto date character 
appraisal and % with published management 
proposals in the monitoring of the SEA when the 
baseline has been set. 

The analysis given in table 4.1 for heritage of 
problems and opportunities provides a good 
basis for the assessment and addresses many 
of the considerations set out in the 
accompanying annex to this response.  
However, it is recommended that this 
information is used in the ‘issue’ summary 
column given in the appendix (tables A.11 & 12) 
for consistency and indeed a more 
comprehensive overview.  

We have amended Appendix A of the 
Environmental Report accordingly. 

For objective 6, the proposed scope of the 
objective and its accompanying indicator is 
unclear. The Countryside Agency’s Countryside 
Quality Counts initiative may provide a potential 
indicator for monitoring change in the landscape. 
As highlighted previously there is also a large 
degree of overlap with the landscape topic in 
terms of safeguarding the character and quality 
of historic landscapes and townscapes. [For 
example see our comments above regarding the 
consideration of conservation areas]. 

Greater use of the Countryside Quality Counts 
project information has been made for the 
baseline information (Section 5 and Appendix A 
of the Environmental Report) and the overall 
assessment for the Potteries and Churnet Valley 
Character Area has been included as an 
indicator for the SEA monitoring programme 
(Table 10.1 of the Environmental Report). 

Either as part of the cultural heritage topic or 
landscape topic we recommend that 
strengthened consideration is given to 
townscape character. As outlined in the 
enclosed leaflet this is the focus of English 
Heritage’s Streets for All guidance with the aim 
of tackling unplanned, unsightly and cluttered 
streetscapes.  More generally the historic 
dimension of landscape character must be 
clearly taken into account.   

Greater emphasis has been placed on 
townscape character and the historic dimension 
of landscape character. The use of the Streets 
for All: West Midlands guide is emphasised in 
the mitigation section of the Environmental 
Report. 

We welcome the overall approach of Objective 
7, which accords with our previous suggestion 

The SEA Objectives have been used in the 
Environmental Report to structure the 
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Scoping Report Consultation Comment Response 
on the County Council LTP. environmental baseline information, likely 

evolution of the baseline, analysis of alternatives 
and the assessment of the significant 
environmental effects of the North Staffordshire 
LTP. 

With respect to the proposed indicators the 
relevance of the buildings at risk indicator to the 
LTP is questioned.   

Staffordshire County Council and Stoke on Trent 
City Council are responsible for a range of listed 
structures throughout North Staffordshire which 
are currently on the ‘Buildings at Risk’ register.  
Mileposts within the verges along major roads 
are included within this register and the 
Buildings at Risk survey looks at the condition of 
these and other structures on an Annual basis. 

The proposed monitoring programme is set out 
in Section 10 of the Environmental Report. 

The second indicator on archaeological sites 
could be extended to cover adverse impacts on 
archaeological sites/remains more broadly (i.e. 
including those of regional and or local interest).  

The proposed monitoring programme is set out 
in Section 10 of the Environmental Report. 

The third indicator could be amended to cover 
both the protection and the improved 
management/maintenance of buildings and 
places of historical significance.  This would 
provide a useful link to the ongoing survey work 
within the HMRA.   

The proposed monitoring programme is set out 
in Section 10 of the Environmental Report. 

Other possibilities for indicators include: 

A measure of the impact (damage) to a range of 
historic assets (including their settings) i.e. 
number, % or area of historic buildings, sites 
and areas affected (designated and non 
designated aspects); 

An exercise in identifying and recording 
monitoring non-scheduled nationally important 
monuments across Staffordshire is set to 
commence during 2006 and a review of locally 
important properties is currently being 
undertaken. This will enable the monitoring of 
non-scheduled nationally important monuments 
and properties and the impacts upon the fabric 
and setting of these from North Staffordshire 
LTP schemes. 

A list of scheduled monuments is maintained by 
the City and County Council.  Works to these 
statutorily protected historic assets require 
Scheduled Monument Consent and levels of 
impact through any LTP scheme can be 
measured through this.  The City and County 
Council will also monitor any monument or its 
setting which is likely to be impacted by the 
schemes of the North Staffordshire LTP. 

A measure relating to change in landscape / 
townscape character, for example the loss of 
historic landscape features, erosion of character 
and distinctiveness; 

SCC are set to complete the historic landscape 
characterisation project in April 2006. This data 
set can then be used to determine levels of 
impact of North Staffordshire LTP schemes 
upon the historic landscape. 

The renewal and reuse of buildings of historic or 
architectural interest as for example facilitated 

We do not currently hold detailed information on 
the renewal and reuse of historic buildings. 
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Scoping Report Consultation Comment Response 
by or as part of transport schemes; However the LTP where possible supports the 

use and re-use of buildings of historic or 
architectural interest, for example Stoke-on-
Trent and Longport Rail Stations. 

Improvements in the management of historic 
and archaeological sites, features and areas; 

We do not manage other historic assets which 
are likely to be impacted by schemes outlined in 
the LTP. 

Facilitating greater understanding, enjoyment 
and access to the County’s historic assets; 

The City and County council are committed to 
the promotion of the historic environment and to 
facilitating greater understanding, enjoyment 
and access to the North Staffordshire’s historic 
assets. The accessibility indicators could be 
used as a proxy to monitor the impact LTP 
schemes may have on this element. 

Improvements in the quality of the townscape, 
such as through the delivery of street/public 
realm audits, improvement works, de-cluttering 
works in both urban and rural areas. 

Considerations such as maintenance and de-
cluttering will be considered through the 
Transport Asset Management Plan which is 
currently being developed. Regeneration led 
Environmental Highway Improvements support 
the LTP and improving the quality of North 
Staffordshire’s townscapes. 

When considering impacts on the historic 
environment, we strongly advise that careful 
consideration is given before concluding that 
impacts on historic sites or features are not 
strategically significant. This is because 
individual sites can have regional or national 
significance, perhaps through scarcity or 
particular associations (regional/sub 
regional/local).   

We will receive assistance from Environmental 
staff to help us determine the likely impacts on 
historic sites and features. 

The cumulative effect of relatively minor 
changes may also become significant – as for 
example the gradual intensification of 
development and the impact on the character 
and appearance of particular historic assets and 
their settings such as conservation areas, as 
well as the character of the wider 
landscape/townscape. 

We have considering possible cumulative effects 
in the Environmental Report. 

It is recommended that a broad interpretation of 
mitigation measures is adopted to accord with 
emerging Government guidance and the SEA 
Directive.  This should be in terms of preventing, 
reducing or off-setting significant effects, in 
addition to considering opportunities for 
enhancement.   

A broad interpretation of mitigation is given in 
Section 9 the Environmental Report. 

We welcome the inclusion of the LTP aim G2 
(Improve overall environmental quality), and 
would emphasise the importance of broadly 
interpreting this to include the natural, built and 
historic environment. 

We will ensure the interpretation encompasses 
the natural, built and historic environment. 
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Scoping Report Consultation Comment Response 

We also welcome the consideration given to 
improve streetscape quality (10.5.7).  In relation 
to the design and management of the 
streetscape and other infrastructure 
proposals/improvements, we would urge that the 
Councils through the LTP promotes the adoption 
of best practice such as advocated in the 
regional Streets for All guidance manual 
(enclosed) as endorsed by the Department of 
Transport.   

Reference to the Streets for All guidance, that 
the City Council contributed to with regard the 
Burslem environmental highway improvements, 
has been included in the generic mitigation 
measures in Section 9 of the Environmental 
Report. 

The potential for ‘de-cluttering’ reviews of street 
signage etc (as proposed in the provisional 
Worcestershire County Council Provisional LTP) 
could also be considered. 

Street scene considerations such as 
maintenance and de-cluttering will be 
considered through the Transport Asset 
Management Plan. 

English Heritage welcomes the production of the 
Transport Asset Management Plan.  As 
indicated there are a wide range of assets 
including bridges and structures, road signs, 
street furniture – aspects of which may be of 
historic interest through their listing status and or 
scheduling as monuments or of general local 
historic/architectural interest.  We trust that 
these aspects will be included in the 
Management Plan.   

The Transport Asset Management Plan will 
cover the management of transport assets with 
historic interest. 

Also with respect to the bridges we recommend 
that the potential historic interest of bridges and 
other structures should be highlighted since this 
should inform any maintenance work.  Where 
appropriate, the opportunity for delivering 
enhancement measures to historic bridges and 
structures as part of any maintenance 
programme should be explored with the County 
Council and City Council historic environment 
officers. 

We will highlight the importance of historic 
bridges and other structures and our role in 
protecting and enhancing this resource. 

Can you explain why Clanway Heathland has 
been left out of the SEA for the LTP2 bid? I 
would hope both the Heathland and the Scotia 
Valley heritage site are both  included in the final 
version sent to GOWM, as rare Heathland is 
included in your Bio-diversity Action Plan and 
deserves the utmost protection. Any decision to 
destroy such a valued land mass should be fully 
explained in your SEA. 

 

4 SSSIs, 1 National Nature Reserve, 6 Local 
Nature Reserves and 48 Grade 1 Sites of 
Biological Importance have been identified. The 
biological sensitivity of North Staffordshire has 
been surveyed and mapped, as shown in Figure 
5.4. The Staffordshire Biodiversity Action Plan 
(BAP) individually lists 28 species and 15 BAP 
priority habitats that are prevalent in the County. 
BAP habitats are shown in Figure 5.2.  

Analysis of strategic alternatives is set out in 
Section 7. Table 8.1 describes the components 
that are proposed for implementation through 
the North Staffordshire LTP and are assessed 
by this SEA. 

The conservation area Victoria Park, Tunstall 
will see an increase in passing traffic of around 
80%(Scott Wilson traffic impact assessment) 
should the Tunstall Northern Bypass be built 

SEA is an iterative review process that plans 
and programmes whose formal preparation 
begins after 21 July 2004, or plans and 
programmes whose formal preparation began 
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Scoping Report Consultation Comment Response 
what impact will this have on the quality of this 
conservation area? And what have the 
conservation experts suggested? 

Why is there no mention of the impact of an 
increase in traffic of some 50% passing 
Chatterley Whitfield (Scott Wilson traffic impact 
assessment)? 

 

before that date if they have not been adopted 
(or submitted to a legislative procedure leading 
to adoption) by 21 July 2006, must undergo as 
they are being developed to ensure that 
significant environmental effects arising are 
identified, assessed, mitigated and 
communicated to decision-makers. The Tunstall 
Northern Bypass is not assessed by this SEA as 
its development and adoption predates the 
North Staffordshire LTP and SEA directive. The 
original Environment Statement is considered to 
be adequate for the project. Table 8.1 of the 
Environmental Report describes the 
components that are proposed for 
implementation through the North Staffordshire 
LTP and are assessed by this SEA. 

Why is there no mention of impact of Hanley-
Bentilee link road on Berryhill fields? 

The Hanley Bentilee Link is not assessed by this 
SEA as its development and adoption predates 
the North Staffordshire LTP and SEA directive. 
Table 8.1 of the Environmental Report describes 
the components that are proposed for 
implementation through the North Staffordshire 
LTP and are assessed by this SEA. As part of 
the Regional Assembly's recent advice to 
ministers Hanley-Bentilee Link has been given a 
low prioritisation for regional funding for major 
transport schemes. As a consequence of this 
advice it is unlikely that funding for the scheme 
will be forthcoming within the plan period. 

Can you explain without a flood risk assessment 
having been taken out, how you can safely drain 
a flooded marl hole and cope with the redirection 
of underground streams and not risk polluting or 
flooding Scotia Brook, surely your information in 
this case must be poor? If not can I have a copy 
of the underground water study? 

The SEA uses Environment Agency chemical, 
biological and nutrient monitoring data covering 
the LTP area as a baseline for water quality. The 
SEA recommends scheme level Environmental 
Impact Assessments where appropriate as a 
generic mitigation measure, that would cover 
this level of detail as required. Table 8.1 of the 
Environmental Report describes the 
components that are proposed for 
implementation through the North Staffordshire 
LTP and are assessed by this SEA. 

Can you explain how building a bypass 
dissecting a greenway natural corridor, directly 
next to a heritage site meets direct 4 of SEA to 
conserve and enhance wildlife habitats? 

Table 8.1 of the Environmental Report describes 
the components that are proposed for 
implementation through the North Staffordshire 
LTP and are assessed by this SEA. 

Why are you continuing to build new build major 
new roads, when this only apparently from your 
report meet 1 of the SEA objectives out of 14? 
Have all options been considered? 

The strategic alternatives, including to 
significantly increase overall road capacity, are 
assessed in Section 7 of the Environmental 
Report. Table 8.1 describes the components 
that are proposed for implementation through 
the North Staffordshire LTP and are assessed 
by this SEA. 
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C.4 Stage C: Environmental Report 
 
As part of Stage C further detailed assessment against the environmental objectives was 
completed for the effect of each of the plan components and the plan as a whole 
compared with the likely state of the environment in the short (5 years) and long term (15 
years) without the LTP.  
 
For the assessment in Stage C of the SEA the actions being put forward in the LTP were 
categorised into components that were likely to share similar environmental effects. These 
components are described below in Table C.2, this table was Table 8.1 in the 
Environmental Report. 
 
Table C.2: North Staffordshire LTP Components Assessed by the SEA 
 

Component Description Proposed 
Timetable

1. Public 
Transport 

The North Staffordshire Bus Strategy reflects the important role of 
public transport within the NSLTP and a range of public transport 
support measures feature in both the Accessibility and Congestion 
strategies. The aim is to provide a viable alternative to the car and 
achieve modal change. 

The following keynote measures are proposed within the Bus 
Strategy.   

• Improved bus reliability along key Quality Bus Corridors; 

• Increased accessibility to popular destinations; 

• Increased service frequencies on popular routes; 

• Improved accessibility to bus stops in terms of personal security, 
safety and reductions in walking distances; 

• Improvements to bus interchanges and waiting infrastructure; 

• Use of quality, low-floor buses throughout the network; 

• Introduction of Real Time Passenger Information; 

• Introduction of multi-operator ticketing; 

• Enhanced travel information provision. 

Within the 
LTP2 
timeframe 
and 
beyond 

2. Park and 
Ride System 

A key part of the Congestion Strategy. 

Parking in the following areas with express bus services to the City 
Centre, Newcastle Town Centre, Stoke upon Trent Town Centre, 
Stoke-on-Trent Rail Station and University Hospital North 
Staffordshire: 

1. Etruria – Etruria Valley (northern part of former steelworks 
brownfield redevelopment) 

2. A50/A500 junction Sideway (Trentham Lakes / Radial Park 
brownfield redevelopment sites) 

3. Chatterley Valley brownfield redevelopment site 

4. Bucknall area (no sites identified) 

Medium to 
long term, 
potentially 
beyond 
the LTP2 
timeframe 
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Component Description Proposed 
Timetable

3. Cycling 
and Walking 

Providing viable and sustainable alternatives to the car is an 
important part of the Accessibility, Congestion and Air Quality 
Strategies of NSLTP. Walking and cycling strategies are being 
developed and will be supported by other initiatives such as Greening 
for Growth. 

The key NSLTP measures to benefit walkers and cyclists include: 

• Completing the National Cycle network within North Staffordshire; 

• Providing a supporting network of both on-road and off-road cycle 
routes; 

• Safer routes to school projects; 

• New or enhanced road crossings (all with either audible signal or 
tactile device); 

• Cycle Parking at key public destinations; 

• New signage for cycle routes; 

• Signs for pedestrian routes; 

• Improved footways and surfaces; 

• Dropped crossings to help the mobility impaired, blind and 
partially sighted; 

• Development of new walking and cycling strategies for North 
Staffordshire; 

• Implementing the County and City Right of Way Improvement 
Plans (RoWIP) to help increase accessibility to local destinations.  

Within the 
LTP2 
timeframe 
and 
beyond 

4. Integrated 
Spatial and 
Transport 
Planning 

This will support both the Accessibility and Congestion Strategies by 
minimising new traffic generation and increasing access to jobs and 
services. 

Measures include:  

• Using transport modelling and accessibility planning techniques 
to inform the development of the Local Development 
Frameworks;  

• Producing a series of local strategies and Area Action Plans 
which will be specifically designed to take account of planned 
development; 

• Identify measures to reduce the need to travel; 

• Set out appropriate cost sharing between public and private 
bodies involved in development. 

Within the 
LTP2 
timeframe 
and 
beyond 

5. Promotion 
of Smarter 
Travel  

The promotion and encouragement of sustainable travel is an 
important element of the Congestion and Air Quality strategies and 
will be conducted under the TravelWise branding.  

Measures include:  

• Providing better and easier to access travel information on all 
modes;  

• Promotion of alternative forms of travel to the car such as the 

Within the 
LTP2 
timeframe 
and 
beyond 
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Component Description Proposed 
Timetable

bus, train, bicycle, motorcycle, and walking;  

• Raising awareness of transport issues; 

• Developing travel plans for schools, workplaces, and hospitals; 

• Promoting the Staffordshire and Stoke-on-Trent Share-a-Lift 
scheme. 

6. Creating a 
better 
managed 
transport 
network  

The NSLTP highlights better network management as a key 
component of the Congestion Strategy. The benefits are more 
reliable bus services, smoother flowing traffic and reduced traffic 
emissions.  

Key measures include:  

• Appointment of a Traffic Manager for Stoke-on-Trent to 
coordinate network management activities; 

• The use of urban traffic control to manage operation of signal 
controlled junctions and create “green waves” for buses and 
emergency vehicles; 

• The use of improved technology including Variable Message 
Signs (VMS) and System for Urban Management and Information 
Transmission (SUMIT) to provide information and respond to 
incidents (crashes, major events and unplanned incidents) in 
order to keep motorists informed and maintain traffic flow; 

• Employing traditional traffic management techniques including 
one-way systems, banned right turns, bus and cycle lanes etc. to 
improve network efficiency; 

• Improvements in junction efficiency at key junctions on the 
Quality Bus Corridor network and where air quality is an issue; 

• Co-ordinated street works, which comprises the co-ordination of 
activity between utility companies and maintenance works in 
order to reduce disruption for all road users. 

Within the 
LTP2 
timeframe 

7. Managing 
travel 
demand and 
car parking  

This element of the Congestion Strategy aims to reverse the car 
dependency cycle and reduce unnecessary car traffic.  

Actions identified include the following: 

• Continued application of Decriminalised Parking Enforcement in 
Stoke-on-Trent and its introduction into Newcastle; 

• A review of car parking policies within the Local Development 
Framework; 

• A review of car parking charges across North Staffordshire; 

• An investigation of establishing a congestion charging or a road 
charging scheme in the longer term. 

Long term 
– probably 
within 
LTP4 
timeframe 
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Component Description Proposed 
Timetable

8. New 
transport 
infrastructure  

The Congestion Strategy of NSLTP will require some new 
infrastructure to create space for: 

• Improved junction capacity and local highway improvements; 

• Quality Bus Corridors, that will generate improved journey time 
reliability for buses and reduced traffic emissions; 

• Park and Ride services; 

• New bus station in the City Centre; 

Much of this new transport infrastructure is likely to be on brownfield 
land due to the urban location. 

LTP2 and 
LTP3 
timeframe 

9. Road 
Safety  - 
softer 
measures  

As part of the NSLTP Road Safety Strategy to reduce accidents, the 
City and County Councils both deliver a range of education and 
training programmes in schools and community/training venues 
across the County, including: 

• Pedestrian and cycling training in schools including Kerbcraft and 
bike to basics; 

• Stage-based road safety programme for schools comprising 
‘Starting-Out’; ‘Stepping-Out’; and Walking Buses; 

• Pre-driver education delivered in partnership with the Police; 

• Working with community safety partners; 

• Administering a Staffordshire wide pass-plus scheme for young 
drivers; 

• Developing a Managing Occupational Road Risk policy to roll out 
to businesses. 

Within the 
LTP2 
timeframe 

10. Road 
Safety – 
physical and 
safety 
enforcement 
measures 

The Road Safety Strategy of NSLTP also seeks to reduce accidents 
by engineering and enforcement measures. Both Councils will 
continue to work with partners to achieve their road safety objectives. 
Key measure include: 

• The Staffordshire Casualty Reduction Partnership will continue to 
work on speed enforcement in known problem areas;  

• The Councils will work with the Police on enforcement of seat belt 
wearing;  

• Local Safety Schemes will be supported in the LTP2;  

• Traffic calming and speed interactive signs will be installed;  

• Speed awareness course and National Driver Improvement 
course offered as an alternative to prosecution;  

• The programme of wet road site improvement, anti-skid surfacing 
and premium surface dressing will continue. 

Within the 
LTP2 
timeframe 

11. Looking 
after the 
transport 
network  

Maintaining the transport network is an important component in itself 
and supports the Congestion Strategy by reducing the need for 
disruptive major highway maintenance. 

Over the timeframe of the North Staffordshire LTP: 

• investment will be made into the continuation of the established 

Within the 
LTP2 
timeframe 
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Component Description Proposed 
Timetable

programme of preventative maintenance across Stoke-on-Trent 
including both roads and bridges. 

In addition, a Transport Asset Management Plan (TAMP) will be 
produced which will: 

• ensure that transport assets including roads, footpaths, and cycle 
paths are well maintained;  

• include the management of transport assets with historic interest. 

 
The assessment presented in the Environmental Report indicated that most of the North 
Staffordshire LTP components individually produce permanent, large beneficial effects for 
some of the SEA objectives. 
 
The Environmental Report showed that none of the components were assessed as having 
large adverse effects. However, there are three components that have slight adverse 
effects for a small number of SEA objectives. These components are; 
 6.  Creating a better managed transport network; 
 8.  New Transport Infrastructure;  
10. Road Safety - physical and safety enforcement measures. 
 
The network management component, whilst assessed as having slight beneficial effects 
on many of the objectives, was assessed as having a slight adverse effect for a few 
objectives as it potentially aids car travel, increasing greenhouse gas emissions for 
example. The component would be implemented as part of a broad LTP scheme 
programme and when considered with demand management policies and improved public 
transport it should help to promote sustainable modes by providing a good quality road 
network on which public transport can operate. 
 
The slight adverse impacts highlighted for new transport infrastructure are generally 
around the period of construction. Careful management and monitoring of the construction 
process will help to reduce these impacts. This will be considered in the mitigation section. 
 
Safety schemes have the potential to reduce the visual quality of the landscape or 
townscape particularly if they are placed in the setting of historical buildings and 
monuments so a slight adverse effect against relevant objectives was highlighted. Careful 
implementation and choice of traffic calming measures for the setting should reduce any 
negative visual impacts. 
 
These three components also have scope to increase the positive effects their 
implementation will bring through careful thought in the design stages. The assessment 
also highlighted that the maintenance component could also increase the positive impacts 
that it has on the environment, again through careful planning and thought. 
 
The assessment also considered cumulative, synergistic and indirect effects of the North 
Staffordshire LTP, and considered it to likely to perform well in terms of the cumulative, 
synergistic and indirect effects on the SEA objectives relating to: the promotion of more 
sustainable modes of transport; the reduction of road traffic and congestion; the 
improvement of health and reduction of health inequalities; the promotion of safe 
communities, reduction of crime and fear of crime and the improvement of access to jobs 
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and services. Benefits are also seen in the majority of the SEA objectives, with secondary 
effects arising from improving air quality and reducing GHG emissions for health, 
biodiversity and the environmental quality of North Staffordshire. This positive 
interrelationship is very much in line with the objectives and approach of the North 
Staffordshire LTP and the spatial planning context of the LTP. 
 
The consideration of cumulative, synergistic and indirect effects did, however, highlight 
one distinct weaknesses of the North Staffordshire LTP, namely – the adverse 
implications of construction in the redevelopment and regeneration works that the North 
Staffordshire LTP aims to support. In turn the regeneration works are likely to have largely 
positive effects on the North Staffordshire LTP SEA objectives. The Environmental effects 
of the regeneration of North Staffordshire will be assessed and monitored through the 
combined Sustainability Appraisal and SEA of the City Council and District Councils’ Local 
Development Documents of their Local Development Frameworks – as set out in their 
Local Development Schemes. This process will ensure environmental effects from 
regeneration are highlighted, realistic alternative approaches investigated, remaining 
effects mitigated, and the effects monitored. 
 
No large beneficial effects were found for the following SEA objectives from any of the 
components individually: 
 
1. To maintain and improve local air quality 
3. To respond to climate change through reduced greenhouse gas emissions 
6. To conserve and enhance the natural historic environment and landscape quality 
7. To protect and enhance buildings, features and areas of historic, archaeological or 

cultural value, and their settings 
 
The assessment of cumulative, synergistic and indirect effects has indicated that large 
beneficial effects to these objectives are likely to be addressed more fully as the effects of 
plan implementation become apparent over time. The assessment indicated that the 
Provisional North Staffordshire LTP should be revisited with a view to more fully 
addressing the issues represented by SEA objectives 1, 3, 6 and 7. Whilst certain 
elements of the objectives are apparent within the overall strategic approach of the 
Provisional North Staffordshire LTP, the Environmental Report indicated it may be 
appropriate to further develop the LTP to incorporate specific schemes and strengthen the 
strategies to meet the objectives.  
 
In addition mitigation has been recommended for possible negative effects that were 
identified and to enhance positive effects or areas where the plan could have greater 
beneficial effect for the SEA objectives. In addition to developing the North Staffordshire 
LTP to target specific weaknesses highlighted through the appraisal process, there is also 
a need to consider more general measures to enhance the effectiveness of the LTP 
content in sustainability terms. Such measures fall into two broad categories – the first 
concerns the need to ensure that standard mitigation measures, as set out in national 
guidance/standards, are implemented as a matter of course. The second concerns 
measures that are ‘bespoke’ in nature, seeking to target specific concerns or policy 
priorities in the North Staffordshire area. 
 
As part of the Environmental Report a monitoring programme was also put forward for 
consultation to manage the environmental effects during the implementation of the LTP. 
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C.5 Stage D: Consultation on the Environmental Report as part of 
LTP Consultation 

 
The detailed schedule of responses to the Environmental Report consultation comments 
is given as Table C.3. The consultation identified further more detailed information was 
developed regarding the environmental baseline and likely evolution without the LTP, this 
increased the certainty of the assessment of the components and will assist with the 
monitoring of the effects. The consultation included many positive comments regarding 
the assessment detailed in the Environmental Report. 
 
Table C.3: Schedule of Responses to Environmental Report Consultation Comments 
 

Environmental Report Consultation Response 

In general LAR [Landscape, Access and 
Recreation (LAR) Division of the  
Countryside Agency] considers that the SEA is 
very thorough and does indeed cover LAR 
interests in sufficient detail. We also consider 
that the report takes a very clear approach to the 
SEA process and follows a logical methodology. 

Comment welcomed 

Paragraph 2.19 Quality of Life Issues - LAR is 
pleased that it is acknowledged that the LTP can 
assist with the improvement of the quality of 
public open spaces and contribute to the  
conservation and enhancement of landscape 
quality 

Comment welcomed 

Comment welcomed 3. Other Relevant Plans and Programmes - 
LAR commends the City and County Council in 
this section for the comprehensive coverage of 
plans and programmes which have been 
included. In particular we are pleased that 
documents relevant to LAWs interests have 
been referenced including, “Countryside Quality 
Counts ‘, State of the Countryside in the West 
Midlands 2004” and Staffordshire County 
Council’s Supplementary Planning Guidance 
Planning for Landscape Change  

4. SEA Objectives In this section the detailed 
indicator profile from “Countryside Quality 
Counts” (GQC) for the Potteries and Churnet 
Valley (CA64) has been used. Whilst LAR 
supports the inclusion and use of this indicator to 
monitor changes in countryside quality, we would 
also like to see additional indicators that could 
provide a wider measurement of landscape 
change. 
Landscape (and townscape) character is equally 
important as quality when assessing the 
potential and actual effects of LTP’s because it 
relates to the environment that affects 
everyone’s daily lives; changes to it are no less 
important than those affecting areas of highest 
quality. Landscape character assessment (LCA) 

We will use this guidance from the Countryside 
Agency LAR Division to develop more detailed 
indicators to monitor LTP effects on landscape 
and townscape. 
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Environmental Report Consultation Response 
is widely accepted as an effective tool for 
describing landscape types and similar methods 
exist for characterising townscapes. 
Staffordshire has an excellent LCA (and the 
associated Supplementary Planning Guidance 
Planning for Landscape Change”) and this 
should he used as a basis for evaluating and 
influencing landscape change. 
Tranquillity is another potentially valuable 
indicator for landscape and environmental 
effects of transport schemes and there is 
continuing research into ways of recording 
tranquillity. It can be described as a “composite 
feature related to low levels of built development, 
traffic, noise and artificial lighting”. 
Light pollution is another key issue for many 
protected landscapes and sensitive character 
areas. Transport corridors can have a major 
adverse influence if unsympathetic lighting 
solutions are adopted and it is therefore 
desirable to record those stretches of road that 
are lit and the type of overhead lighting 
employed. A potential SEA indicator could be, 
“Lengths of road with overhead lighting 
columns”. 
Consideration should also be given to the use of 
indicators to record positive change in landscape 
character or quality arising from sustainable 
transport initiatives. For example improvement of 
the public enjoyment of sensitive landscapes or 
tranquil areas through substitution of bus 
services for private car access, or the 
introduction of car-sharing schemes. 
For further details on landscape indicators 
please see “Landscape Indicators for Strategic  
Environmental Assessment of LTPs - Issues to 
consider” which is a discussion paper prepared 
for the Countryside Agency (LAR Division) and is 
available on the Agency’s website 
www.countryside.gov.uk

5. Baseline Information The general range and 
detail of environmental information provided 
within the baseline information section is 
welcomed. LAR particular welcomes the 
description of the Potteries and Churnet Valley 
character area, which appears in Appendix A. 

Comment welcomed 

6. Summary of Environmental Problems and 
Opportunities In table 6.1 it lists the provision of 
environmental and streetscape improvements to 
encourage walking and cycling. Whilst LAR 
supports this aim we would also suggest that 
these improvements could also provide 
opportunities to contribute to the green 
infrastructure of the urban environment. 

Environmental and streetscape improvements 
that encourage walking and cycling was a 
demonstration of the overlap of the Housing 
Market Renewal and Local Transport Plan 
aims. We agree that there are also mutual 
benefits to improvements to the green 
infrastructure of the urban environment and 
encouraging walking and cycling. We feel that 
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Environmental Report Consultation Response 
In this section LAR would also like to see the 
inclusion of the opportunity that new’ transport  
measures could provide to promote and enhance 
access to the countryside for recreational 
purposes. 

there are also mutual benefits between 
opportunities to green infrastructure of the 
urban environment and housing market 
renewal, and other regeneration in North 
Staffordshire. This is something the LTP 
supports directly through the Supporting 
Regeneration Chapter, and Improving Quality 
of Life Chapter. The Improving Accessibility 
Chapter supports enhanced access to 
recreation facilitates, this includes improving 
accessibility to and from the countryside. 

8. Assessment of significant effects In table 
8.1 LAR welcomes the inclusion, under the 
heading cycling and walking, that provisions will 
be taken to enhance the public right of way 
system. 

The Rights of Way Improvement Plans are 
being integrated into the LTP process. 
Appendix F gives further information about this 
process. 

9. Mitigation LAR supports Generic Mitigation 
Measure J, which measures to minimise the 
negative effect on landscape character, which 
could include the use of visual screening, 
planting and the integration of schemes within 
the surrounding landscape. 

This measure has been included in Chapter 
12: Implementation –Making it Happen and will 
seek to utilise best practice guidance from 
agencies with environmental responsibility 
such as the Countryside Agency. 

10. Monitoring In Table 10.1, Proposed 
Monitoring Programme for SEA Objectives. LAR 
is pleased to note that the indicators to be used 
include the number of schemes that include 
green linkages, as this will encourage the 
establishment of green infrastructure. 

The measures decided concerning monitoring 
of the effects on SEA objectives are detailed in 
Chapter 13: Performance Management, this 
indicator is included. 

Broadly we (English Nature, North Mercia Team) 
welcome the Environmental Report. 

Comment welcomed 

However we question whether the trend data 
indicating a ‘good condition’ presented in table 
5.1, 5.2 and 5.3 relating to wildlife habitats and 
species reflects current trends. Although the 
condition of SSSIs is largely positive in the City, 
in respect of the condition of many Biodiversity 
Action Plan species and habitats, farmland birds, 
protected species and many Sites of Biological 
Importance (SBIs) we judge that negative trends 
are likely to apply from an already low baseline 
situation. The attached table provides available 
data to support this assertion. In our estimation 
the condition of wildlife habitats and species 
should be judged as ‘poor’; trend, ‘declining’ and 
sensitivity ‘high’. Accordingly all possible 
opportunities to maintain and enhance 
biodiversity resources should be integrated into 
the plan. 

We have improved the detail of information in 
our baseline information using the information 
received. We agree that the SEA baseline data 
and trends summary should be described as 
‘poor’ condition, trend, ‘declining’ and 
sensitivity ‘high’. In the commentary to the 
future (short term and long term) baseline data 
and trends make the consequences of other 
strategies dedicated to biodiversity 
improvements against pressures such as 
climate change difficult to forecast. However 
we agree that all possible opportunities to 
maintain and enhance biodiversity should be 
integrated into the plan. To achieve this we 
have included in Chapter 12: Implementation, 
the following standard mitigation measures for 
all LTP schemes where appropriate: 
A scheme level Environmental Impact 

Assessments, where applicable 
B use of ecological specialists at all stages 

of design and implementation in order to 
develop measures to protect biodiversity 
within designated and important habitats 
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Environmental Report Consultation Response 
and integrate biodiversity into final 
scheme designs 

C compensation and creation of additional 
habitats where negative effects are 
unavoidable 

The LTP has been developed within the 
context of the Regional Spatial and Transport 
Strategies. Overall, the SEA indicates that the 
approach of the North Staffordshire LTP is 
likely to have large beneficial effects for the 
environmental objectives of promoting more 
sustainable modes of transport; improving 
access to jobs and services; reducing road 
traffic and congestion; improving health and 
reducing health inequalities; supporting the 
regeneration of deprived areas; and supporting 
sustainable economic growth.  

The SEA has stated that motorised transport is a 
contributing factor to the housing failure and the 
need to improve the transport environment as 
part of the intervention. 
The Regional Spatial Strategy proposes further 
development in North Staffs and West Midlands 
conurbations as opposed to dispersing outside of 
these areas. This will help to minimise longer 
distance commuting into the conurbations and 
help offset traffic, congestion and air quality 
problems on key routes. The Highways Agency 
has concerns over this statement as it may have 
the effect of additional traffic using an already 
congested trunk road and motorway network, as 
identified in paragraph 5.26 of the document. 

The SEA recognises the highest increase in 
travel occurring on the motorway and trunk road 
network contributing to congestion and the 
reduction in travel speeds in the area. As a 
result, the LTP strategies would need to tackle 
these problems in order to improve accessibility. 

Overall, the SEA indicates that the approach of 
the North Staffordshire LTP is likely to have 
large beneficial effects for the environmental 
objectives of promoting more sustainable 
modes of transport; improving access to jobs 
and services; reducing road traffic and 
congestion; improving health and reducing 
health inequalities; supporting the regeneration 
of deprived areas; and supporting sustainable 
economic growth. 

The SEA acknowledges that high levels of 
motorised traffic in many parts of the conurbation 
have contributed to localised air quality problems 
with nitrogen dioxide (NO2) and particulates 
being of concern. As the trunk road and 
motorway network would be heavily trafficked 
during peak periods, the air quality associated 
with these roads is of concern. 

However the Councils have also recognised that 
there are other areas that also have problems 
with air quality (Table A.8). The SEA identifies 
that the LTP will need to contain a strategy to 
improve air quality, incorporating Air Quality 
Management Areas and action plans. 

Stoke-on-Trent City Council has declared two 
AQMAs. The Cliffe Vale AQMA is of concern to 
the HA as the site is in close proximity to the 
A500(T) and cited as the casue of high nitrogen 
dioxide levels. 

A further seven sites have been added since the 
Scoping Report, where the annual mean 
nitrogen dioxide levels were expected to exceed 

Air quality is a priority for North Staffordshire 
as there are many places where the national 
air quality objectives for nitrogen dioxide (N02) 
and particulates (PM10) are being exceeded, 
mainly due to traffic emissions. This has been 
confirmed by the ongoing monitoring of air 
quality by the local authorities and also by the 
North Staffordshire Integrated Transport Study 
(NSITS) 
As a result of the first round of the Review and 
Assessment process, the City Council 
concluded that the nitrogen dioxide annual 
mean objective would be exceeded in the 
Cliffe Vale area of the City by the target date of 
2005. In addition, Burnham Street (Fenton) 
was identified where the particulate (PM10) 
24-hour mean objective would be exceeded 
more than 35 times a year by the target date of 
December 2005. 
Both areas were declared Air Quality 
Management Areas (AQMAs) and Air Quality 
Action Plans (AQAP) were produced for each. 
During the second round of the Review and 
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Environmental Report Consultation Response 
the objectives by the target date of December 
2005. 

The HA would like to suggest that a city wide 
(Stoke) AQMA should be considered in order to 
acknowledge and address the impact traffic 
congestion is having on local air quality (NO2). 

Assessment process a further seven areas 
were identified where the nitrogen dioxide 
annual mean objective was expected to be 
exceeded by the target date of December 
2005. Following approval from the Department 
for Environment Food and Rural Affairs 
(DEFRA) and Council approval it was agreed 
to declare a City-wide AQMA on 1 April 2006, 
covering the whole of Stoke-on-Trent.  An 
AQAP will be produced for the City within 12 
months which will take into account the 
objectives of this LTP. The AQAP will make 
specific reference to the seven areas where 
particular problems have been identified 
though it is recognised that many of the 
solutions will need to be wider in their 
application. 
Chapter 8: Improving Air Quality sets out the 
North Staffordshire LTP Air Quality Strategy. It 
sets out three main areas of work: 
• Developing our knowledge of air quality. 
• Implementing direct action to improve air 

quality. 
• Providing information and education on air 

quality. 

The SEA has identified the importance of 
maintenance where it is acknowledged that ride 
quality encourages more sustainable modes of 
transport as well as reducing vehicle noise. It 
also contributes to improving safety. 

Chapter 11: Looking after the Transport 
Network sets out the maintenance strategy for 
Stoke-on-Trent, maintenance of Staffordshire’s 
transport assets is set out in the Staffordshire 
LTP.  

The document recognises the need for waste to 
be minimised and to encourage recycling in 
accordance with national policy. The SEA 
identifies the need to minimise mineral and 
waste operations due to the environmental 
impact of transport. The HA has concerns over 
this matter as it may have an impact upon the 
trunk road and motorway network. 

The SEA process has identified the need to 
mitigate the demand to extract and dispose of 
materials through the recycling of materials 
used in the maintenance of the road network. 

The Councils acknowledge the need to identify 
the location and causes of accidents involving 
vulnerable road users and implement measures 
aimed at reducing them. It is this category of 
casualty that has more serious injuries than any 
other. 

The Councils will also seek to accord with the 
national road safety target through the LTP, the 
reduction of child casualties. 

It is the aim of the document to work towards an 
effective enforcement policy in liaison with the 
Police and other stakeholders. 

This is set out in Chapter 9: Improving Travel 
Safety. 

C-21 



APPENDIX C: STRATEGIC ENVIRONMENTAL ASSESSMENT 

Environmental Report Consultation Response 

It may be seen by the information above that 
environmentally there are quite a few transport 
related problems which will need addressing in 
the LTP. 

Overall, the SEA indicates that the approach of 
the North Staffordshire LTP is likely to have 
large beneficial effects for the environmental 
objectives of promoting more sustainable 
modes of transport; improving access to jobs 
and services; reducing road traffic and 
congestion; improving health and reducing 
health inequalities; supporting the regeneration 
of deprived areas; and supporting sustainable 
economic growth. 

Strategy Options, C. Better Air Quality: I suggest 
a ninth bullet point under this title – Reduce 
single occupancy car borne trips. I also suggest 
an additional example measure of options – 
Reduce the need for single occupancy car borne 
trips - for strategy No. 1. 

This is covered by the strategy option 
‘Encouraging smarter travel’ – car sharing is 
an example given in Table 7.1 Environmental 
Report. The promotion of the Staffordshire and 
Stoke Share-a-Lift scheme is an example 
measure given in Table 8.1 of the 
Environmental Report. 

The Highways Agency endorses the policy of 
using transport modelling and accessibility 
planning techniques to inform the development 
of the Local Development Frameworks. The 
Agency also agrees that there is a need to 
identify measures to reduce the need to travel. 

Comment welcomed 

This mitigation measure has been included in 
Chapter 12: Implementation – Making it 
Happen and will be implemented where 
appropriate. 

Future decision making regarding potential park 
and ride initiatives will be of concern to HA as it 
may lead to a localised increase in traffic levels 
on the trunk road network, and may therefore 
impact upon the environment. The potential for 
negative effects of new park and ride 
developments is referred to in Section 7.14 of 
the Environmental Report. However it is stated 
that any future park and ride scheme will be 
accompanied by an Environmental Impact 
Assessment (EIA) (Section 8.19), which should, 
in theory, identify and mitigate any environmental 
effects that may concern the trunk network. 

 
The processes of developing the Local Transport Plan and conducting the Strategic 
Environmental Assessment have been closely linked. Environmental considerations are 
one of the many determining factors for the strategies that are included in the Local 
Transport Plan. The Strategic Environmental Assessment process has helped to focus our 
thoughts more clearly on the wide range of possible environmental impacts of the Local 
Transport Plan and areas where we can enhance the environment. The Strategic 
Environmental Assessment process has aided the development of alternative approaches 
to fulfil the transport priorities of supporting regeneration, improving accessibility, tackling 
congestion, improving air quality, improving travel safety, improving quality of life and 
looking after the transport network. The iterative nature of the process gave us an early 
indication of the environmental impacts of each of the alternatives that helped, along with 
other considerations, to determine and finalise our approach for the North Staffordshire 
Local Transport Plan. The detailed comments through the consultation on the SEA have 
been used to clarify and strengthen the strategies set out in the Provisional LTP, to 
develop the chapters that make up this full LTP. In response to the SEA the Full LTP 
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contains greater emphasis and clarity on local air quality, responding to climate change 
through reduced greenhouse gas emissions, conservation and enhancement of the 
natural historic environment, landscape quality together with buildings, features and areas 
of historic, archaeological or cultural value, and their settings. 
 
Overall, the SEA indicates that the approach of the North Staffordshire LTP is likely to 
have large beneficial effects for the environmental objectives of promoting more 
sustainable modes of transport; improving access to jobs and services; reducing road 
traffic and congestion; improving health and reducing health inequalities; supporting the 
regeneration of deprived areas; and supporting sustainable economic growth. The 
cumulative, synergistic and indirect effects of implementation of the LTP are likely to 
augment the impact of the proposals in terms of improving local air quality; reducing 
greenhouse gas emissions; supporting economic prosperity; improving access to 
essential facilities; promoting sustainable modes of transport; enhancing community 
safety; and encouraging development and regeneration. 
 
Most negative effects identified can be minimised to a satisfactory degree through, 
through the mitigation measures identified and possibly additional measures where 
appropriate, which will be identified through more detailed scheme level Environmental 
Impact Assessment. The consultation comments provide clear support for the mitigation 
measures recommended in the Environmental Report. The two categories of mitigation 
(generic and component specific) have been incorporated into Chapter 12 of the LTP: 
Implementation – Making it Happen. Additionally the consultation was supportive of the 
monitoring approach being put forward with some detailed comments regarding further 
work to establish indicators relating to landscape and townscape. 
 
 
C.4 Stage E: Monitoring 

 
The ongoing stage of the SEA process is now the monitoring of the significant effects on 
the environment of implementing the North Staffordshire LTP. A description of the 
measures envisaged concerning monitoring is given in Chapter 13: Performance 
Management. This has been informed by the consultation on the proposed monitoring 
programme put forward in the Environmental Report, and will be reviewed as part of the 
LTP implementation of the process. 
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D1. Introduction 
 
1.1 Policy Framework 
 
Section 110 of the Transport Act 2000 requires each local authority to produce a Bus Strategy, which will 
form part of their Local Transport Plan. The bus strategy must contain the authority’s general policies as to 
how best to carry out their functions so that: 
 
• Bus services meet the public’s transport requirements 
• Bus services are provided to the required standards 
• Complementary elements of bus services are provided, such as bus priority, information, integration with 

other modes, suitable passenger waiting facilities etc. 
 
Section 111 of the Transport Act 2000 requires local authorities to consult with a range of people, including 
bus users. This draft strategy will be put forward for consultation as part of the Local Transport Plan 2006-
2011 consultation process. A summary of the powers given to local authorities in the Act is given in 
Appendix 1. 
 
Local Transport Plans need to address how transport fits into the wider context, and thus a number of 
Shared Priorities have been introduced to assess how public transport can have a role in addressing them. 
The Shared Priorities for the North Staffordshire LTP are: 
 
• Supporting regeneration 
• Improving accessibility 
• Tackling congestion 
• Improving air quality 
• Improving travel safety 
• Improving quality of life 
 
This Bus Strategy sets out how the partnership of Stoke-on-Trent City Council, Staffordshire County Council, 
Newcastle Borough Council and Staffordshire Moorlands District Council will address theses Shared 
Priorities. Those without access to a car need a good public transport network to allow them to access key 
facilities such as employment, health and education. A good public transport network also provides people 
with a real alternative to using the car, thus helping to alleviate any worsening of congestion. Public 
transport is more environmentally friendly than travelling by car. It can also provide a means by which 
people can access leisure and recreational facilities, and allow them to visit friends and relatives, thus 
improving their quality of life. Finally, a strong public transport network can be the catalyst for sustainable 
regeneration of the area.  
 
Bus is the main public transport mode for journeys within North Staffordshire; the Bus Strategy is therefore 
key to ensuring that the Shared Priorities are addressed.  
 
 
1.2 Linking the Bus Strategy to other policies and strategies 
 
(a) National policy aimed at addressing the provision of public transport is outlined in a number of key 
guidance documents.  
 
• Planning Policy Guidance Note 13: Transport 
• Planning Policy Statement 6: Town Centres and Retail Development  
 
These provide guidelines to local authorities and developers to encourage new development to be in 
locations easily accessible by public transport.  
 
• Transport White Paper: A New Deal for Transport: Better for Everyone 
 
This document was produced by the government in 1998 and had two key aims of reducing social exclusion 
and increasing modal shift away from the car. 
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• Transport 2010 – The Ten Year Plan 
 
This document was published by the government in 2000 and set out five over-arching objectives for 
transport: 
 

 to protect and enhance the built and natural environment 
 to improve safety for all travellers 
 to contribute to an efficient economy and support sustainable economic growth in appropriate 

locations 
 to promote accessibility to everyday facilities for all, especially those without a car 
 to promote the integration of all forms of transport and land use planning, leading to a better, 

more efficient transport system 
 
• Transport Act 2000 
 
This gives local authorities powers to apply for Statutory Quality Partnerships and Quality Contracts, and 
also gives authorities responsibilities relating to concessionary fares and multi-operator ticketing. 
 
• Making the Connections: Final Report on Transport and Social Exclusion 
 
This report was published in 2003 by the government’s Social Exclusion Unit and examines the relationship 
between social exclusion, transport and the location of key services.  
 
• White Paper – The Future of Transport: A Network for 2030 
 
This document was published by government in 2004 and reiterates the government’s view that bus 
services will be the key to improving the local transport network. 
 
(b) On a regional basis, the Regional Policy Guidance for the West Midlands (RPG11) was published in 
2004. Incorporating the Regional Transport Strategy, it is designed to provide a Spatial Strategy to guide the 
preparation of local development and transport plans. 
 
(c) Local plans and strategies also feed into the Local Transport Plan and hence the Bus Strategy.  
 
• Stoke-on-Trent City Council Corporate Plan 
• Staffordshire County Council Corporate Plan 
• Newcastle-under-Lyme Borough Council Corporate Plan 
• Staffordshire Moorlands District Council Corporate Plan 
 
(d) In May 2005 consultants Halcrow produced their Final Report of the North Staffordshire Integrated 
Transport Study (NSITS). This report was commissioned by a consortium of Staffordshire County Council, 
Stoke-on-Trent City Council, Advantage West Midlands and the Highways Agency, to undertake a 
comprehensive overview of all travel modes, all land use considerations, linkages with regeneration 
strategies, and which considers short, medium and long-term solutions. The brief required public transport 
improvements to be a key element of any proposed strategy. 
 
The report produced a Preferred Strategy that has helped to direct transport policy in the area. 
 
The linkage between these various strategies are shown in Figure 1. 
 
 
1.3 The North Staffordshire Bus Strategy 
 
North Staffordshire Local Transport Plan area has a population of 360,000. The majority of these live in the 
administrative boundary of the City of Stoke-on-Trent. However, the conurbation also takes in the vast 
majority of Newcastle-under-Lyme plus urban parts of Staffordshire Moorlands . 
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The public transport network provides a service throughout this urban core, rather like a small metropolitan 
area controlled by a Passenger Transport Executive. Thus, it is important that there is a common policy  
 
 
relating to public transport throughout the North Staffordshire conurbation and its environs. The local 
authorities already have an excellent working relationship and are involved in partnerships such as the 
Advantage Concessionary Bus Pass Scheme and Quality Bus Partnerships. 
 
 

Figure 1: Bus Strategy linkages with key policies and strategies 
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National Legislation and Guidance
- Transport Act 2000  
- PPGs 
- White papers 
- 10-year plan 
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Regional Strategy 
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- Transport Strategy 

Sub-regional strategies and plans 
- RENEW North Staffs. 
- Regeneration Zone 

Implementation Plan 
- NSITS 
- Structure Plan 
- Community Strategy 
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- UTC bus priority 
measures 
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Customer Care 
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D2.  Analysis of Current Situation in North Staffordshire 

 
2.1 The Bus Network Area 
 
North Staffordshire is a conurbation with a number of local centres, reflecting the history of the area as one 
of separate towns until unification in 1925 brought most of them into the administrative region of Stoke-on-
Trent. In addition to these traditional centres, other district centres have emerged over the years, mainly due 
to development. The result is a generally linear but multi-centred conurbation with no one centre dominating 
in terms of percentage of journeys. 
 
One town centre, Hanley, has become Stoke-on-Trent’s City Centre. It is of sub-regional importance for 
retail and leisure purposes, but does not have the level of employment that may be expected for a City 
Centre. Two miles to the west of Hanley, Newcastle-under-Lyme is still a prominent market town. Other 
centres still fulfil a local role for retail and, to a lesser extent, employment. However, many jobs are located 
away from these traditional centres. 
 
Health facilities are still located in numerous locations, although most key hospital services are to be 
redeveloped onto one site at the University Hospital by 2011. This site is not in one of the traditional centres, 
but will be a key destination in its own right with 6,500 staff. The hospital is of regional significance being the 
fourth largest in the country. 
 
 
2.2 Bus Services in North Staffordshire 
 
The majority of local public transport journeys undertaken in North Staffordshire are by bus. Most bus 
services are provided commercially, concentrated on key urban corridors and linking town centres to other 
town centres and to major residential areas. Daytime frequencies on these corridors are satisfactory, but 
evening and Sunday frequencies are generally poor.  
 
The local authorities subsidise some evening and Sunday services, as well as daytime services to areas 
away from the core commercial network. They also work with bus operators to encourage commercial 
services to be introduced to new developments and/or subsidise services through their own transport 
budgets or developer contributions. 
 
Mirroring the rest of the country outside London, there has been a decline in bus patronage for many years. 
Locally this may be attributed to increased prosperity leading to greater car ownership, decentralisation of 
some key facilities, particularly employment with the demise of traditional coal mining, pottery and steel 
industries, and unreliability of bus services due to congestion and operational issues. 
 
The main bus operator in North Staffordshire is First PMT Limited (First), which carries over 90% of all bus 
passengers. The major operator of subsidised services is independent D & G Bus & Coach. Other minor 
operators in the area include Arriva and a number of local independents.  
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D3. Strengths, Weaknesses, Opportunities and Threats 

 
 
An analysis has been undertaken of the strengths, weaknesses, opportunities and threats facing the bus 
network in North Staffordshire. From this analysis the Bus Strategy will attempt to build on the strengths and 
opportunities, and tackle the weaknesses and threats. The latter two create a gap between what the 
authorities wish to achieve and what we currently have, and we wish to attempt to bridge that gap during the 
life of this Local transport Plan. 
 
 
3.1 Strengths 
 
• Frequent daytime core urban bus network between town centres and to/from traditional residential areas 
• Significant proportion of population within 400 metres of a minimum 30 minute frequency service 
• Investment in accessible vehicles by commercial operators – 60% of First’s fleet is low floor 
• Investment in vehicles by local authorities – 22 accessible vehicles purchased by Stoke City Council and 

used on subsidised services 
• Passenger waiting facilities improved since 2001 – new shelters and raised kerbs at many stops; new 

interchanges at Longton and Newcastle; improvements at Hanley bus station 
• PlusBus scheme for bus-rail journeys 
• Area-wide Advantage concessionary travel scheme for elderly and disabled 
• Regular meetings and good working relationship with bus operators 
• Partnership working – Quality Bus Partnerships (QBP) have seen improved vehicles and passenger 

facilities on several routes in North Staffordshire.  Voluntary QBPs are referred to as Public Transport 
Partnership Routes by Staffordshire County Council  

 
 
3.2 Weaknesses 
 
• Poor reliability due to congestion 
• Lack of road space for bus lanes 
• Poor reliability due to operational problems, particularly driver shortages 
• Different travel patterns at evenings and on Sundays not always reflected in bus network  
• Poor satisfaction rating from bus users 
• Lack of commercial risk by operators – for example, new housing developments 
• Multi-centre conurbation – unrealistic to expect direct links between all areas, so interchange required 

but interchange facilities often poor 
• New developments not served by existing bus network 
• Poor information provision 
• No multi-operator ticketing 
• Poor Community Transport provision – funding and volunteer availability constraints 
 
 
3.3 Opportunities 
 
• To define and brand a core bus network, expanding to non-traditional centres where appropriate 
• Voluntary Quality Bus Partnerships (QBP), Punctuality Improvement Partnerships (PIP) and a Customer 

Care Charter (CCC) with operators 
• Better quality, fully accessible buses and waiting/boarding facilities through QBPs  
• More bus priorities and more punctual buses through PIPs  
• Better journey experience for passengers through the CCC  
• Statutory Quality Partnership and Quality Contract options through Transport Act 2000 
• Better passenger facilities through bus interchange improvements 
• Park & Ride to free up road space and reduce congestion in the urban core 
• Real Time Passenger Information scheme, to also provide 

• Intelligent bus priority at key traffic signal junctions 
• Punctuality information direct from vehicle 
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• Patronage growth potential through services to new developments and regeneration initiatives 
• Multi-operator ticketing potential 
• Bus Stop Improvement scheme – including information provision and security 
• Funding through Kickstart to cushion operators from commercial risk 
• Developer contributions, linked to accessibility audits for new developments 
• Other external funding such as EU and regeneration 
 
 
3.4 Threats 
 
• Increasing affluence leads to increase in car ownership 
• Declining patronage results in vicious circle of fare increases and reduced service levels 
• Poor reliability continues due to driver shortages or, 
• Increase in driver wages leads to fare increases and/or reduced service levels 
• Increased transport industry costs – pressure on commercial network 
• Risk of major operator pulling out of area altogether, as in Dorset 
• Increased contract prices – pressure on subsidised network 
• Pressure on local authority budgets – particularly revenue budgets to subsidise services 
• Inter-urban and intra-urban competition – pressure to provide for car-based journeys; resistance to car 

control policies 
• Regeneration and development – pressure from developers for car parking, especially where large 

number of jobs are offered  
• Lack of support for the sustainable transport agenda from retailers, developers and general public 
• Complete loss of confidence in main bus operator by public  
• Political pressure to accept low grade jobs in remote locations and not impose planning conditions or 

levy bus subsidy support 
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D4. Bus Strategy 

 
4.1 Introduction 
 
The Shared Priorities give a clear guideline of what the Bus Strategy is aiming to achieve. To help achieve 
the priorities it is prudent to have an overarching Mission Statement and to split the strategy into its 
constituent parts or elements, with identified outcomes required from each of the elements. The strategy is 
an important component of the North Staffordshire LTP and will be a key reference point for the area’s 
Housing Market Renewal Pathfinder (RENEW) and Regeneration Zone initiatives.  
 
Mission Statement 
To work in partnership towards an effective and accessible bus network for North Staffordshire, 
underpinning sustainable regeneration initiatives,to provide a realistic alternative to the car for local 
travel needs. 
 
(a) Elements of the Bus Strategy 

• Network Provision & Accessibility 
• Physical Access to the Network 
• Operational Performance 
• Interchange and boarding points 
• Information 
• Ticketing 
• Customer Focus 

 
In order to ensure that the local bus network is effective and accessible, the bus journey itself needs to be 
broken into its constituent parts. All these elements of planning and undertaking a local bus journey are 
considered in the following sections. 
 
• You have a bus service available       section 4.2 
• You have the service information available before you walk to boarding point  section 4.6 
• The bus stop is within reasonable walking distance     section 4.3 
• You feel safe walking to the boarding point and at the boarding point   section 4.3 
• There is information again at the boarding point     section 4.6 
• The bus service is reliable and punctual      section 4.4 
• There is easy access into the vehicle from boarding point    section 4.3 
• The bus fare is affordable        section 4.7 
• There is a good quality service, including customer care and service information section 4.8 
• There is easy egress from the vehicle at the alighting point    section 4.3 
• There is easy egress from the vehicle at the alighting point    section 4.3 
• It is easy to change onto another bus or train      section 4.5 
• You feel safe walking from the alighting point to the end destination   section 4.3 
• Your destination is within reasonable walking distance of the alighting point  section 4.3 
 
(b) North Staffordshire Integrated Transport Study (NSITS) 
 
The NSITS Final Report has produced a Preferred Strategy that sets out priorities for the next 15 years. 
Heavily dependent on public transport improvements, the key elements of the strategy are: 
 
• improving the definition and quality of the urban bus network 
• introduction of Bus Priority Corridors to aid service quality  
• improvements to interchange facilities 
• establishment of Park & Ride services 
• winning hearts and minds – such as personal journey planning, Travel Plans etc. 
• parking controls – on-street parking charges, annual increase in real terms in parking charges  
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• adoption of land use policies that encourage new development in the Inner Core Area of North 
Staffordshire 

• consideration of Statutory Quality Partnership (SQP) or a Quality Contract (QC) if voluntary partnerships 
do not deliver improvements 

 
NSITS provide a sound analysis of local transport problems and opportunities and a strategic basis for the 
North Staffordshire LTP, including the Bus Strategy. 
 
4.2 Network Provision & Accessibility 
 
(a) Network Policy Statement 
The local authorities will work with operators and other partners to implement a high quality core urban 
network in North Staffordshire, supported by a further network of services, based on social inclusion, in 
areas away from the core network corridors. Accessibility Assessments will be used to inform all aspects of 
bus service provision in North Staffordshire. In partnership with bus operators we will help them identify 
where there is potential for commercial services to be introduced, diverted or extended. With regard to non-
commercial services, accessibility indicators will be used, together with best value indicators, to inform the 
authorities of where subsidised services will be of most benefit. 
 
(b) Key Issues 
 
North Staffordshire is a multi-centred conurbation. Neither Stoke-on-Trent City Centre (Hanley) nor 
Newcastle-under-Lyme are huge employment centres; nor are the other town and district centres. Thus, the 
travel to work pattern is dispersed and, as the core network is based on services to and from these centres, 
a large number of people have no direct home to work bus service. Whilst encouragement is given to new 
employers to locate in the existing centres, much new employment demand requires large brownfield sites, 
particularly for distribution companies, creating new employment centres. 
 
Similarly, much further and higher education provision is provided outside the traditional centres, as are the 
main hospital sites. Most of the centres do, however, have a good range of supermarkets for food and other 
essential shopping. 
 
Key residential areas are being built in existing centres and on brownfield sites. The former are very 
accessible for public transport and are enhancing the viability of the centres. The latter are often edge-of-
town sites, and require the diversion or extension of existing services, or new services. 
 
When funding is required to provide a new development with a bus service, financial contributions from 
developers are sought. However, the current economic climate in North Staffordshire means it is often 
difficult to attract suitable contributions, and many developments cannot be served adequately. Bus 
operators seem unwilling to take the financial risk of providing a service to a new market. 
 
The majority of bus services in North Staffordshire are provided commercially by First PMT Limited. From 
this strong base the authorities wish to work with First and other operators to identify and implement a 
network of key public transport corridors. Indicators affecting which corridors will be chosen include: 
 

• current bus network 
• current bus service patronage 
• travel demand by other modes 
• accessibility indicators – particularly proximity to residential areas 
• identified potential travel attractors – existing and proposed 
• bus priority potential 
• perceived commercial viability by operators and/or available funding from local authorities and 

developers 
• interchange with other modes including private car, local and regional bus, coach and rail 

 
Choosing corridors where these indicators can be maximised provides the best opportunity for a 
predominantly commercial network to produce a modal shift and improved accessibility.  
 
(c) What is already being done? 
There is a Quality Bus Partnership working group consisting of Staffordshire County Council, Newcastle-
under-Lyme Borough Council, Stoke-on-Trent City Council and First PMT Limited. This has helped inform  
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the local authorities of how to identify and prioritise the sustainable transport element of the Local Transport 
Plan Capital Programme. Bus priority measures and improved passenger boarding and waiting facilities 
have been provided. It has also provided the impetus for First to invest in accessible vehicles for the area 
(Plate 1). Value for money is achieved by matching these investments along agreed bus corridors. 
 
Plate 1: Official Launch of service 20 QBP by Mike Parker,  

 Director General, Nexus PTE. November 2002. 
 

 
 
There is direct liaison between engineers, transport planners and town planners within North Staffordshire. 
Stoke-on-Trent City Council has the benefit of being responsible for all these functions as a Unitary 
Authority, whilst Staffordshire County Council has an excellent working relationship with its borough and 
district councils. This liaison ensures that, wherever possible, new development is promoted in locations 
already on the core bus network, and that, if not, a contribution is sought from the developer to fund the 
required enhancement of the network. It is felt that this aspect of land-use planning is essential in the future, 
and that its true potential to assist with encouraging a modal shift to public transport has not been fully 
realised to date. 
 
The local authorities do subsidise a number of local bus services. Over 7% of bus passenger journeys in 
North Staffordshire are made on subsidised services. These tend to be based on ensuring access to key 
facilities, particularly employment, education, health facilities and access to essential shopping for the 
elderly. They will fall into the following categories: 
 
• direct links to employment, particularly early mornings and late evenings 
• direct links to education, particularly for pupils not entitled to free transport 
• direct links to health, particularly evenings 
• socially necessary services: off peak services away from the core network, providing the only direct link 

for those with mobility problems and for those without access to a car 
• specialised/community transport schemes, where door to door transport is required 
 
Stoke-on-Trent City Council has purchased 22 vehicles to be used on its Cityrider network of socially 
necessary services, further improving the accessibility of these services. 
 
Community Transport is also available to residents of North Staffordshire, with several transport schemes in 
place (Plate 2). The local authorities provide a grant to these schemes, although some struggle to cover 
their costs as their fare structures have to be affordable for their customers, who often have very limited 
disposable income. Passenger journey information is provided by operators to enable benchmarking of cost 
per passenger journey and to establish the type of journey being undertaken.. 
 
(d) What we intend to do  
(i) Core Network 
A core network will be identified based on the indicators detailed in part (b) above. This will involve 
information being required from all the local authorities in North Staffordshire and all bus operators. The  
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partners will work towards minimum standards that any operator providing services on the network should 
adopt.  
 
The core network will aim to provide services to satisfy as many existing and potential journeys by all modes 
as possible. Particular attention will be paid to new housing and employment areas, where present public 
transport provision is poor.  
 
Plate 2: Specialist Transport provision 
 

 
 
The voluntary Quality Bus Partnership (QBP) concept is to be reviewed and improved. Whilst acknowledging 
the need for further funding of accessible bus stops and increasing the accessible bus fleet, it is felt that this 
is a core component of all the partners’ strategies now.  
 
The core network should have the following characteristics, some of which will be expanded on in future 
sections. 
 
• direct links between all residential areas and the nearest local centre (employment, shopping, limited 

interchange) 
• direct links between the majority of residential areas and the nearest major centre (employment, 

shopping, main interchange) 
• direct links between all local centres and the two major centres 
• direct links between both major centres and all key employment, education and leisure destinations 
• direct links between local centres and some key employment, education and leisure destinations 
• direct link between both major centres and Stoke-on-Trent Railway Station 
• all fully accessible vehicles by 2011 
• high standards of performance (section 4.4) 
• high standard of bus stops and interchange (section 4.5) 
• high standard of publicity and information (section 4.6) 
• multi-operator ticket scheme (section 4.7) 
 
 
(ii) Supporting network 
It is recognised that the core commercial network must concentrate on a limited number of corridors, 
allowing the partners to concentrate resources. Services can deviate and extend away from the core 
network; indeed this is a major advantage of bus based transport. However, this will result in some areas of 
North Staffordshire not being close to this network, and thus a network of services will be required to feed 
into local centres and the core network.  
 
These services will be less frequent, and some will be provided commercially, whilst others will require 
funding from local authorities and other funding sources. In addition, some services may be required to 
edge-of-town or out-of-town destinations, or between residential areas. 
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Quality standards will be identified for this network, driven by contract conditions for subsidised services. 
The following sections will identify the different standards, where appropriate, between the two parts of the 
network. 
 
Punctuality Improvement Partnerships and The Customer Care Charter will also be applied to services on 
the supporting network. 
 
Consideration will be given to the introduction of more demand-responsive services on the supporting 
network. Local authorities and operators have the ability to provide such services either on a basic fixed 
route with diversions on-demand, or through a completely demand-only basis in a specified operating area. 
This type of service can be expensive to provide, but may be economical where demand is low. The benefits 
include a service based more on passenger demand, and therefore more accurately targeting resources 
plus, to the passenger, the reduced walking distance and improved safety perceptions.  
 
(iii) Specialised transport 
There is a third tier of local transport that is required for the most vulnerable in our society. However 
accessible bus services are, some people require a greater degree of care than bus services can provide. 
Currently, Community Transport schemes, local authority in-house fleets, non-emergency hospital services, 
voluntary car schemes and taxis all provide a service of this type.  
 
The authorities will continue to work with Community Transport operators, and they will be encouraged to 
bid for local authority education and social services contracts as a means of funding. The authorities will also 
need to ensure that resources are utilised in the most cost-effective way. The current grant funding will need 
to be augmented by a criteria-based subsidy in keeping with drives to ensure value for money and public 
accountability. The scope for utilising in-house transport will be established. The City Council has an 
integrated team responsible for organising local bus, school and social services transport and as such is in a 
strong position to co-ordinate transport efficiently. The County Council also has strong links between local 
bus and school transport co-ordination. The potential for a taxi-card scheme and other innovative schemes 
will also be researched.  
 
(iv) Frequencies 
The Local Transport PLan identifies improvements to frequency of services as a key element in improving 
the urban bus network. Key corridors will link residential areas with traditional centres, major employment 
sites, education facilities, hospital sites, rail stations and key leisure facilities. A target ten-minute frequency 
has been set. The supporting network concentrates on short, local services into local centres and local 
health facilities, offering access to the core network. Frequencies will be lower than on the core network – 
generally between every twenty minutes and hourly.  
 
(v) Key destinations 
The Accession accessibility software will be used to determine where there is a poor level of accessibility 
and will allow us to show what effect various options would have on improving accessibility. As an integral 
part of the Accessibility Planning process the Bus Strategy will help to ensure that the North Staffordshire 
Bus Network concentrates on access to key destinations, which will maximise benefits to ensure value for 
money. 
 
Access to three key destinations has been prioritised: 
 
• Stoke-on-Trent City Centre – the sub-regional retail centre and significant employment centre 
• Newcastle Town Centre – the next largest retail centre in Staffordshire; significant employment and 

further education establishment 
• University Hospital of North Staffordshire – providing a regional facility as the fourth largest hospital in 

the country 
 
There will still be a recognition that accessibility to more peripheral employment areas is required, but 
concentrating on Hanley and Newcastle initially will help to drive the regeneration of the Inner Core Area and 
encourage more sustainable development. The new hospital complex will provide primary health care to 
North Staffordshire residents, and good access by bus is fundamental to their health. 
  
(e) How we intend to do it 
Chapter 5 of the LTP outlines the regeneration initiatives in North Staffordshire and makes reference to the 
need for all regeneration to encourage sustainable travel. Whilst much regeneration in the area will be  
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targeted at sites with good public transport access there are other sites, such as those earmarked for the 
logistics industry which, by necessity, need to be sited away from residential areas and close to the national 
highway network. These sites provide particular challenges, so it is essential that bus service provision is 
identified as a key issue to be addressed at the earliest planning stage and that resources are made 
available for this. Continued close working between strategic planners and transport planners is essential. 
 
Many access issues relate to land-use policy. Therefore, there must be a working partnership between local 
authority planners and transport planners with policies designed to encourage development in sustainable 
locations, such as existing centres with good bus service access.  Where development takes place in less 
sustainable locations, local authorities will first attempt to secure a commercial bus service. If this is not 
possible, funding must be secured to provide a service until such time as the service is commercially viable. 
Funding from developers will be sought to fully fund any increase in service deemed appropriate. 
 
The local authorities will continue to work with operators of commercial services to ensure current frequency 
of services on the core network is not reduced. Passenger Transport Partnerships (PTPs) will establish with 
commercial bus operators the extent to which they can provide a core, commercially viable, network, based 
on the quality indicators previously stated. The authorities will provide information relating to travel patterns 
and local development to the operator to help them with this decision. The authorities are fully committed to 
build on the improvements already made through voluntary partnerships with operators and only if the PTP 
system is shown to not be working, based on a set of agreed common indicators, and as last resort, will the 
possibility of Statutory Quality Partnerships or Quality Contracts be explored. 
 
Any parts of the core part of the network or the supporting part of the network that cannot be provided 
commercially will be considered for subsidy. Value for money of supported services will be measured 
through an agreed methodology, with demand, journey type, alternative provision, social indicators and total 
cost all likely to be included in the agreed model. Preference will be given to areas where the recommended 
level of service is not yet met. Increasing revenue funding for subsidy of such services will continue to be a 
high priority for both the City and County Councils. Contracts for subsidised services will be designed to 
encourage operators to grow patronage and revenue, with options to include provision of vehicles by local 
authorities, revenue sharing above agreed thresholds, and trigger points for commercial registration.  
 
The potential for demand responsive services will be ascertained. Existing subsidised services will be 
subjected to a value for money exercise, to see if a more flexible service may be more suitable. This can be 
extended to discussions with operators regarding their non-core commercial services. Particular emphasis 
will be placed on services used predominantly by elderly and female passengers, and evening services. 
 
The most vulnerable will continue to need specialised door-to-door transport, and there needs to be a more 
co-ordinated approach to delivering this through North Staffordshire. A review of existing provision will be 
undertaken and recommendations made as to how this provision could be achieved more efficiently. 
Particular emphasis will be placed on integrating Community Transport schemes, local authority in-house 
fleets, non-emergency hospital services, and commercial operators of accessible vehicles. A central 
operating centre using vehicle scheduling software providing a one-stop shop would be one potential 
system. 
 
The local authorities will seek to include developer contributions towards sustainable transport within local 
planning policies and strategies, specifically through the production of a Developer Guidelines for 
Sustainable Transport document, using the Social Exclusion Unit’s Making the Connections: Final Report on 
Transport Transport and Social Exclusion for guidance. This guidance should be adopted as part of the 
development framework of the local authorities and it will set a benchmark for the required public transport 
access levels dependent on size, nature and location of the development. A draft is shown in Appendix 2. 
External funding will also be pursued, initially through the government’s Kickstart programme.  
 
The key outcomes we wish to achieve through this part of the Bus Strategy are shown below. The LTP 
indicator references are shown in parentheses. 
 
Target M10 (LTP1) – Accessibility of major shopping areas  
 
To maintain (a) 25% of households to be within 15 minutes of a major shopping area by public transport. 
 and (b) 80% of households to be within 30 minutes of a major shopping area by public transport  
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Target M10 (LTP1) – Accessibility of major shopping areas  
To maintain (a) 30% of households without access to a car to be within 15 minutes of a major shopping area 
by public transport and (b) 85% of households without access to a car to be within 30 minutes of a major 
shopping area by public transport. 
 
Target M11 (LTP1) – Accessibility of hospital facilities 
 
To maintain (a) 55% of households to be within 30 minutes of the University Hospital of North Staffordshire 
by public transport and (b) 90% of households to be within 60 minutes of the University Hospital of North 
Staffordshire by public transport. 
 
To maintain (a) 60% of households without access to a car to be within 30 minutes of the University Hospital 
of North Staffordshire by public transport and (b) 95% of households without access to a car to be within 60 
minutes of the University Hospital of North Staffordshire by public transport. 
 
There will also be a requirement to improve access to regular bus services throughout North Staffordshire, 
particularly for the elderly. 
 
Target L1 – Accessibility of regular bus services 
To maintain the current proportion of 85% of households being within 400m of a bus stop with a minimum 
weekday off-peak service provision of two buses per hour. 
 
Target L2 – Bus modal share of peak hour journeys to Stoke-on-Trent City Centre 
To increase the proportion of morning peak journeys into the City Centre by bus to 35% by 2010/11. 
 
Target M7 (BVPI 102) – Bus patronage in North Staffordshire 
To initially maintain the 2004/5 baseline figure of bus passenger journeys until 2008/9 and thereafter 
increase by a total of 2% by 2010/11. 
 
 
4.3 Physical Access to the Network 
 
(a) Access Policy Statement 
The local authorities will identify best practice with regard to access to the bus network, and use their 
powers as Highway Authorities to ensure that new developments are accessible and to identify and improve 
access at existing locations. 
 
(b) Key Issues 
Strategic access issues have been discussed in the previous section. However, even where there is a 
regular bus service, poor physical access can provide a major barrier to using the service. There are two 
main components of physical access: 
 
• Pedestrian routes to and from the point of entry for the service i.e. the bus stop or boarding point 
• Entry onto the vehicle 

 
(c) What is already being done? 
 
Pedestrian access 
The 2004/5 LTP Capital Programme saw the commencement of a programme to improve the walking 
environment between origins/destinations and bus stops, with particular emphasis on improving safety. 
Specific actions have included improvements to surfacing, lighting, crossing facilities and removal of 
overgrown vegetation.  
 
Vehicle access 
The local authorities have worked hard with operators to improve vehicle accessibility through Quality Bus 
Partnerships where, in return for infrastructure improvements through LTP, First have provided low floor, 
accessible vehicles. Much of the infrastructure improvement has been in the form of raised kerbs at stops to 
provide level boarding onto the low floor buses.  80% of Firsts’ fleet on commercial services are of low floor 
design, with over 90% of passenger journeys made on low floor buses.  
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Vehicle accessibility on subsidised local bus services is being addressed in North Staffordshire.  All tenders 
for subsidised journeys specify the use of accessible vehicles and, in addition, the City Council has provided 
22 fully accessible vehicles for use on these services (Plate 3). This network of services, marketed and 
branded as Cityrider in Stoke-on-Trent, has seen an increase in patronage that customer surveys suggest is 
predominantly due to the quality of the vehicles.  
 
(d) What we intend to do 
Barriers to pedestrian access to the bus network will continue to be identified. Factors that will help 
prioritisation of resources will include the perceived vulnerability of passengers (age, gender, those with 
special needs), the frequency of service, number of passengers and, where crossings are being considered, 
the level of pedestrian and vehicle traffic. The introduction of demand responsive transport may allow for 
passengers to be picked up and set down closer to their home/destination which will complement 
improvements to pedestrian links by minimising walking distances, particularly for the elderly and for evening 
night.  
 
Emphasis will also be placed on good design of new developments, and developers will be encouraged to 
discuss their site designs with transport officers to ensure good pedestrian links to bus stops are provided. 
This will be included in the proposed Developer Guidelines to Sustainable Transport policy document 
(Appendix 2), which, as stated in the previous section, will also be a strategic guideline for developers with 
regard to the desired levels of public transport access and the rationale behind expected developer 
contributions. 
 
Plate 3: Fully accessible buses on subsidised services 
 

  
 
With regard to vehicles, the Disability Discrimination Act requires that all new buses be fully accessible, as 
defined in the Public Service Vehicle Accessibility Regulations 2000, with all single deck vehicles to be DDA 
compliant by 2015.  The Local Transport Plan identifies improved vehicle quality as very important in 
improving the image and quality of the urban bus network.  The authorities will also work with operators 
towards a deadline of 2011 for all bus services on the core network in North Staffordshire to be operated by 
fully accessible vehicles. 
 
 
(e) How we intend to do it 
Raised kerbs at bus stops are essential if the investment in low floor vehicles is to gain the most value. The 
LTP Capital Programme and other internal and external funding sources will be used to continue the 
programme of converting bus stops to be fully accessible. This will include not only the bus stop itself, but 
pedestrian access to the stop. 
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Voluntary Quality Bus Partnerships (QBPs) will continue to concentrate on operators funding the purchase 
of modern, accessible buses as part of their contribution to the partnership. Much of the core network in 
North Staffordshire already has accessible bus operation, and priority of the development of QBPs will be all 
services on the core network being fully accessible.  
 
The Office for Fair Trading (OFT) is being consulted regarding how local authorities can legally encourage 
operators to provide modern, accessible vehicles. The Competition Act 2000 places restrictions on how 
commercial organisations can benefit in kind from public bodies, and it may be that some commercial 
services need to be brought under the control of the local authorities to allow the necessary improvement in 
vehicle quality. This could be in the form of providing each service under contract through a competitive 
tendering process, or a more radical proposal such as an area franchise or Quality Contract.  
 
With regard to vehicles used on subsidised services, the current buses are still young and do not need to be 
replaced in the near future. The purpose of purchasing vehicles for use on contracted services, as well as 
reducing contract costs, was to bridge the gap until DDA compliant vehicles are required on all bus services 
in 2015. A decision will be made as to whether the current vehicles will be retained until this date, or whether 
a fleet renewal programme will be sought via the LTP Capital Programme and other external funding 
opportunities. 
 
Indicator I2 – Accessibility of bus stops  
To continue the programme of providing raised kerbs at bus stops to improve accessibility of bus services. 
 
Indicator I3 – Accessibility of vehicles 
To continue to work with bus operators to increase the proportion of accessible, low floor buses operating on 
local bus services. 
 
 
4.4 Operational Performance  
 
(a) Operational Performance Statement 
The local authorities will work with operators to help them improve reliability and punctuality of bus services 
in North Staffordshire.  
 
(b) Key Issues 
Punctuality refers to a bus service operating according to the scheduled time. Reliability refers to whether 
the bus service actually operated at all. When a survey of passengers, or potential passengers, is 
undertaken, this issue is often at the top of the list of priorities.  
 
There are three main reasons for poor reliability and punctuality: 
 
• Operational malpractice – shortage of drivers, vehicle unreliability, unrealistic timetables, drivers failing 

to adhere to timetable (late start, early running) 
• Traffic conditions – caused by unpredictable congestion and lack of bus segregation or priority 
• Illegal use of bus lanes and bus stops by private motorists 
 
Driver shortage is still an issue in North Staffordshire. Operators could attract more drivers through 
increased pay and conditions, but this may mean withdrawal of some commercial services. Operators also 
have difficulty in attempting to reconcile the need for easy to understand, clock-face timetables with the need 
to account for variable running times at different times of the day or week. 
 
North Staffordshire has a number of congestion hot-spots, predictably at some key junctions. The degree of 
congestion is unpredictable, often affected by external factors such as accidents or repairs on the nearby 
motorway and trunk road network. In addition, the constrained nature of the local road network makes it very 
difficult to provide significant amounts of bus lane.  
 
Where bus lanes are provided, parking in them by private motorists is a particular problem, as is parking at 
bus stops. This delays buses, particularly as narrow roads often make it difficult or dangerous to pass the 
parked vehicle, and boarding and alighting take longer  
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(c) What is already being done? 
(i) Operational issues 
The Traffic Commissioners’ Standards for Local Bus Services sets out the punctuality of bus services 
expected from operators. Table 1 summarises these targets, which identify that lack of punctuality at the 
start and end of a route is not excused, whilst some recognition of traffic conditions along the route is 
recognised by the imposition of a less onerous punctuality target at stops along the route. 
 
In effect much of the core network will have frequent services, and a different set of principles apply to 
punctuality on these corridors, based on the average waiting time for passengers. The aim is to reduce the 
average waiting time for passengers by ensuring buses do actually turn up at, say, 5 minute intervals rather 
than at intervals of, say, 2 minutes and then 8 minutes. 
 
Table 1: Punctuality Standards for Local Bus Services 
 

Point on the route Benchmark (actual against scheduled) Performance 
Services less frequent than every 10 minutes 
Start Between 1 minute early and 5 minutes late 95% 
Intermediate points* Between 1 minute early and 5 minutes late 70% 
Finish No more than 5 minutes late 95% 
Frequent Services 
All points on route Excess Waiting Time (EWT) < 1.25 x EWT 
 
Initial discussions have taken place with First PMT to establish a Punctuality Improvement Partnership (PIP). 
It is intended that this document will link into other strategies such as the Quality Bus Partnership, providing 
some key targets for improvement. Staffordshire County Council and Stoke-on-Trent City Council already 
have conditions in place relating to punctuality on contracted bus services.  
 
(ii) Traffic Conditions 
Urban Traffic Control (UTC) systems are in operation in North Staffordshire. In North Staffordshire many key 
junctions have traffic signals able to identify when a bus is approaching and extend the green time where 
possible. All local bus services in North Staffordshire can potentially benefit from this system.  
 
Approximately 2 kilometres of bus lane are currently operational in North Staffordshire, including bus gates 
approaching Hanley bus station and the main bus routes in Stoke and Tunstall Town Centres. Pedestrian 
crossings are often coincided with bus lane provision to stop general traffic and allow buses and pedestrians 
to cross independently of each other. 
 
A number of Variable Message Signs (VMS) have been provided in Stoke-on-Trent, issuing advice to all 
road users on journey times. They are capable of providing details of alternative routes for motorists, which 
can help reduce congestion at key times.  There are also plans to implement VMS in Newcastle during this 
LTP period. 
 
(iii) Illegal Use of Bus Lanes 
Stoke-on-Trent City Council has a decriminalised system for enforcing parking offences. Whilst problem 
spots are identified and targeted, the problems do return. Guard railing has on occasions been placed 
adjacent to bus lanes to discourage loading/unloading and parking, but it is expensive and unsightly, and it 
is a barrier for pedestrians.  There are also plans to implement Decriminalised Parking Enforcement in 
Newcastle during this plan period.  
 
(d) What we intend to do 
We will work with the operators to acknowledge all the parties’ roles in helping improve bus reliability and 
punctuality. The local authorities will play their part by giving buses more priority, though a hierarchy of 
 
• segregation for buses – bus only roads, bus lanes, bus gates 
• policing of bus segregation facilities 
• junction priority for late running buses 
• junction priority for all buses 
• infrastructure improvements  
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All measures will be aimed at improving the bus network where benefits can be realised. Thus, there will be 
a structured plan rather than piecemeal schemes provided as and when the opportunity arises.  
 
In turn, the operators need to ensure that they have enough resources to operate their advertised services in 
full. We will seek penalty payments for operators who do not operate their subsidised services according to 
the advertised timetable.  
 
(e) How we intend to do it 
(i) Punctuality Improvement Partnerships 
Punctuality Improvement Partnerships (PIPs) will be set up with any bus operator who is willing to work with 
the local authorities. The first PIP is being set up with First PMT Limited, and issues regarding targets and 
monitoring are currently being discussed.  The key roles for the partners in any future PIP will be: 
 
• Local authorities – investigating potential for identified bus priority measures; monitoring of services 
• Operator – identifying key congestion problems; ensuring timetables and staff levels are adequate; 

ensuring driver awareness of punctuality issues 
 
(ii) Urban Traffic Control 
There are proposals to enhance the existing Urban Traffic Control (UTC) system during this plan period. 
This system will provide bus priority at more locations, and will also be able to identify which bus is 
approaching and whether it is early, on time or late. This will then determine whether, and how much, priority 
is given to the bus. It will also provide huge efficiency savings in terms of monitoring service punctuality as it 
will be done by an in-vehicle console for each journey. Real-time information for passengers is another 
significant benefit. It is proposed that the system also be operational in surrounding authorities’ road 
networks, and Staffordshire County Council is working with the City Council and First PMT Limited to this 
end.  
 
(iii) Bus Priority Measures 
The identification of a core bus network and its delivery through the QBP and PIP will highlight where bus 
priority measures are required. UTC has a role to play, but segregation of buses from general traffic will be 
required in places. Any potential for bus lanes identified through QBP and PIP will be fully assessed from an 
engineering and highway management perspective and for value for money, including punctuality 
improvement, savings to journey times and accessibility improvement.  
 
The NSITS study identifies a number of bus priority corridors that may entail roads being made available for 
buses, cyclists and cars requiring access, with the use of Automated Number Plate Recognition (ANPR) to 
prevent motorists driving beyond the zone to which they require access. This potential will be fully explored. 
Indicative corridors on the commercial network where this will be explored are: 
 

 Longton – Fenton – City Centre (Hanley); 

 Fenton – Stoke – Newcastle; 

 Stoke - Stoke Station – City Centre (Hanley); 

 Newcastle - Festival Park - Wolstanton – Etruria Park and Ride – City Centre 
(Hanley); 

 City Centre (Hanley) - Bucknall – Bentilee; 

 City Centre (Hanley) – Burslem – Tunstall; and 

 City Centre (Hanley) – Smallthorne – Sneyd Green 
 
(iv) Bus Lane Enforcement 
Stoke-on-Trent City Council already has an extensive CCTV system in operation. The Traffic Management 
Act 2004 will allow authorities to use CCTV to identify a vehicle’s registration and issue a Penalty Notice 
accordingly. Proposals are being forwarded to ANPR to protect bus lanes and bus stops from abuse. Bus 
operators are currently supplying their fleet details so that they can be added to the exempt vehicles 
database. The output we wish to deliver from this part of the Bus Strategy is: 
Target M15 (LTP5) – Punctuality of bus services 
 
To increase punctuality of bus services departing timing points to 85% of all scheduled departures being 
within the window of one minute early and five minutes late by 2010/11. 



APPENDIX D: BUS STRATEGY 

D-20 

 
4.5 Interchange and Boarding Points 
 
(a) Interchange Policy Statement 
The local authorities will work to provide high quality bus stop and interchange facilities for passengers and 
operators, such that there is easy access to and within the bus network, and between the bus network and 
other modes. 
 
(b) Key Issues 
No matter how extensive a bus network and how accessible the vehicles, people need to be able to access 
the network. This includes the walk to the bus stop, as described in section 4.2, and also the bus stop itself. 
Once on the network, people need to change onto other buses, and between bus and train, coach, car or 
taxi. Cycling needs to be encouraged as a key mode of accessing the network, so cycle facilities are 
required at key boarding points. 
 
First and their predecessors have traditionally owned and maintained bus stops in North Staffordshire. 
Unfortunately, resources are required to maintain these stops and there are also insurance issues with a 
third party, street lighting column provider, with many bus stop flags attached to street lighting columns. 
Understandably, the stops advertise First’s services predominantly, although other operators’ service 
numbers are shown. No other operator provides any bus stop facility, nor contributes to the upkeep of the 
existing stops. 
 
As part of the QBP a programme of providing bus stops with raised kerbs has been implemented throughout 
the life of the 2001-2006 LTP. The majority of the most frequently used stops now have Kassel kerbs as 
standard. Developers are also often required to cover the cost of bus stop provision or upgrade of stops 
closest to their development.  
 
The aim is to improve as many bus stops as possible in North Stafforshire through the implementation of 
QBP.  In addition, the City and County Councils upgrade stops away from the QBP network, for example as 
part of highway improvement schemes or at new developments. Stoke-on-Trent City Council also has a 
contract with bus shelter provider J.C.Decaux which provides further opportunities for bus stops to be 
improved. This has resulted in new shelters at almost 300 bus stops, many on key bus corridors. Newcastle-
under-Lyme Borough Council is also working towards an agreement with a bus shelter provider to improve 
stops in the borough. 
 
Hanley Bus Station is over forty years old and in need of improvement. There is currently pressure from 
developers to relocate the bus station to allow for retail development on the current bus station site. Longton 
Interchange is a new facility, opened in 2003 (Plate 4). However, lack of revenue funding means that it is not 
staffed, with the resulting litter and security issues. Longton Interchange is adjacent to Longton Railway 
Station. Both Hanley and Longton bus facilities do have CCTV. 
 
Plate 4: Longton Interchange from Longton Rail Station 
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None of the three bus stations/interchanges have cycle storage provision. However, with more routes being 
shortened to aid reliability and punctuality, there are more passengers than ever who are required to 
interchange, and therefore cycle parking will be an issue. 
 
The other local centres have on street facilities. Changing buses is not physically difficult, but lack of 
information and signage is a barrier.  
 
Table 2: Bus Interchange Hierarchy 
 

Location                   Facilities  
   
 

1 2 3 4 5 6 7 8 

CATEGORY 1 – key interchanges 
Hanley Bus Station         
Newcastle Bus Station         
Tunstall Interchange         
Burslem Interchange         
CATEGORY 2 – key on-street interchanges 
Stoke Town Centre         
CATEGORY 3 – inter-modal interchanges 
Stoke-on-Trent Rail Station         
Longton Bus and Rail Interchange         
Kidsgrove Rail Station         
Longport Rail Station         
CATEGORY 4 – non town centre on-street interchanges 
University Hospital         
Meir Centre         
Festival Park         
Bucknall Road / Finney Gardens         
Trent Vale, Black Lion         
Chell roundabout         
Heron Cross         
Key: 
1 Passenger Information – real time passenger information 
2 Passenger Information – written scheduled timetable information 
3 Passenger Information – timetable leaflets available 
4 Safety – staffed  
5 Safety - CCTV 
6 Cycle storage facilities 
7 Ticket purchase available 
8 Interchange with other rail or coach 

 
 

(c) What is currently being done? 
In order to enable a programme of improvements to bus stops, the local authorities have taken over 
responsibility for them.   
 
The outcome of local authority responsibility for bus stops will be that guidance will be published by the 
County Council and City Council regarding: 
 
• how new bus stop locations will be determined 
• under what circumstances relocation of a bus stop will be considered 
• a hierarchy of bus stops and the appropriate minimum standard of bus stops at each level 
 
The City Council’s 2006/7 LTP Capital Programme includes a scheme to improve the passenger linkages 
between Longton Bus Interchange and Longton Railway station. This includes initially, improving pedestrian 
links between the two, and improving facilities at the rail station. In the longer term, the scheme will see 
disabled access being provided to the rail station.  
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Another element of the City Council’s Capital Programme is the upgrade of a number of taxi ranks in the 
city. Linkages between bus stations and taxi ranks have been assessed, and improved where possible. 
Safety at ranks is a key issue, and CCTV provision will be a key element of any upgrade.  
 
(d) What we intend to do 
The hierarchy of bus interchange facilities was established in the initial Stoke-on-Trent LTP. This established 
the level of passenger facilities to be provided at each level. Table 2 updates the hierarchy and details the 
facilities expected by the end of LTP2 for all of North Staffordshire. This is very much still provisional and is 
subject to agreement from partners. 
 
The local authorities are determined to see an improvement in interchange facilities. Any new bus station at 
Hanley will have suitable vehicle and passenger capacity and be central to ensure good accessibility to key 
destinations within the City Centre. It will have high quality facilities for passengers and bus drivers, 
comprehensive timetable information, and an integral taxi rank.  
 
Burslem and Stoke town centres are currently the subject of regeneration studies, with public transport 
facilities being a key consideration. Initial proposals for Burslem involve an upgrade of stops as part of a 
pedestrianisation scheme. The Stoke study is less advanced, but initial proposals involve enhancing the 
current bus mall at Church Street, with related highway works to allow all services to access stops on the 
mall. There would also be rationalisation of the stops, which, with signage, will ease interchange. 
 
Tunstall town centre is undergoing significant development. It is proposed that Woodland Street could 
become a bus mall, with some stops on High Street remaining as additional stops to the bus mall. This 
would provide a joint facility for bus services currently terminating in at Woodland Street and through 
services currently using High Street only. 
 
There are a number of other locations where there is a potential for interchange that is not currently realised. 
This would allow some passengers to reduce their journey times and the inconvenience of having to travel to 
the nearest centre to interchange. These interchanges are detailed in Table 3. 
 
Table 3: Category 4 Interchanges – proposed improvements 
 

Location Number of 
services 

Current barriers Proposed improvements 

University Hospital 4 Poor shelter and 
information provision; A34 
provides barrier for service 
101 

Improved information and shelter 
provision; timetable leaflets at key 
buildings; potential for real time 
information; good pedestrian 
access to/from A34 

Bucknall Road / Finney 
Gardens 

13 No formal pedestrian 
crossing on busy road 

Pedestrian crossing and signage; 
bus shelter provision; all-operator 
timetable information 

Trent Vale, Black Lion 5 Services split at junction of 
A34 and London Road 

Improvement of existing bus 
shelters prior to junction; 
pedestrian crossing provision 
closer to stops 

Festival Park 3 Services spilt at Festival 
Way and Ridgehouse Road 

Stops to be included on common 
stretch of all services; lay-by and 
shelter provision  

Chell roundabout 5 Public awareness of 
interchange potential 

Improved information and shelter 
provision 

Heron Cross 3 Services split at Heron 
Cross traffic lights; no stops 
prior to split 

Additional stops to be added on 
common stretch of all services 

 
The NSITS study identifies a need to brand the local bus network. Therefore, it is planned to introduce a 
specific design of shelter and clear interchange logo at the interchanges in the above table. 
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(e) How we plan to do it 
With regard to the main bus interchanges, the local authorities will continue explore means of improving 
facilities. Stoke-on-Trent City Council will work with any developer of the existing Hanley Bus Station site to 
ensure any replacement has the required capacity and facilities. If the site is not to be developed then 
funding will be sought to improve or replace the existing structure. 
 
Funding for the staffing of Longton Interchange will be sought. Some initial discussions have already taken 
place with adjacent retailers, to assess the potential for joint staffing and marketing initiatives. This would 
then allow physical improvements to be introduced, such as provision of entrance doors. 
 
Improvements at Tunstall and Stoke can be undertaken after consultation exercises with bus operators, 
local traders and local residents. Funding would be from the LTP Capital Programme, with contributions 
sought from developers and other external sources. A new bus interchange at Burslem would be planned 
and funded as part of a wider regeneration project, with some LTP funding. 
 
Feasibility assessments will be undertaken to establish the viability of intended improvements at other 
interchanges. Upgraded shelters will be procured either through the existing agreement with J.C.Decaux or 
through a competitive tendering exercise.  
 
It is envisaged that these schemes will be funded through the LTP Capital Programme and will be 
undertaken in the first two years of the 2006-11 LTP. Passenger information will be provided as part of the 
bus stop replacement programme.  
 
 
4.6 Information  
 
(a) Information Policy Statement 
The local authorities will work with operators to provide public transport information that is easily accessible, 
comprehensive and understandable. 
 
(b) Key Issues 
The three main aspects of information provision are: 
 
• Printed information – to inform of the public transport options and to allow journeys to be planned in 

advance 
• Telephone and web-based information – to provide an alternative to printed information 
• Information at the bus stop or bus station – to confirm information obtained prior to journey, and to 

inform any intending passenger who has not obtained prior information  
 
Printed Information 
Currently each operator provides printed timetables of their own services. However, sometimes quality is 
very poor, there is no attempt to distribute the information and there is usually no mention of fares or other 
operators’ services. 
 
Comprehensive information is required which shows all bus service options for a particular journey or 
journeys, irrespective of operators. This includes timetables and fares information. The information must 
also be legible; ATCO’s Printed Public Transport Information: A Code of Good Practice is the acknowledged 
industry standard.  
 
Ensuring this information reaches the customer is often the most over-looked aspect of bus information. 
General information can be distributed throughout a region, but information also needs to be targeted at the 
correct audience, either in terms of the locality in which a service operates, or the potential types of service 
user.  
 
Telephone and web-based Information 
Research has shown that many people have problems understanding printed public transport timetables, 
whilst some people will not have a printed timetable available. Thus, a telephone enquiry line is an essential 
tool. Again, the telephone number needs to be widely publicised and easily accessible, in terms of cost and 
the hours of operation. 
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Web sites allow the user to see all the information, choose which information to view and to interrogate the 
information more thoroughly. They can also provide a more personalised service, such as informing the user 
of the next departure or of promotional fares. As with telephone enquiry lines, the web-site address must be 
publicised.    
 
Information at bus stops 
Many intending users will not have any prior information of bus services, departure and arrival times and 
fares prior to arriving at the boarding point. Hanley and Newcastle Bus Stations have staff available to 
provide information. However, many stops in the area do not have basic information of the service(s) using 
that stop. 
 
Information at bus stops is a key element of any information strategy. In addition, at town centres with 
multiple on-street stops, or non-staffed bus stations, guidance as to which stop to use is required. 
 
Basic information at the stop should include a list of all services using that stop, departure times, selected 
destinations en-route and arrival time or journey time at each, telephone enquiry number and a bus stop 
location identifier. 
 
(c) What is currently being done? 
Each of the local authorities currently has an Information Strategy which help form the basis of information 
and publicity in North Staffordshire.  The Strategies will be reviewed as necessary to take into account the 
priorities of LTP2. 
 
Printed Information 
Stoke-on-Trent City Council produces a Public Transport Map & Guide covering all services in North 
Staffordshire. It includes an area map of bus services, detailed town centre maps, a summary of all bus 
services in North Staffordshire and contact addresses and telephone numbers for all operators.  
 
First PMT provide timetable leaflets for all their services in North Staffordshire. Despite the small size of the 
leaflets, the information is clear, with route details being depicted on a map to aid clarity. However, 
distribution is limited, restricted to key bus stations and a small number of other outlets such as libraries.  
 
Other operators provide a mixed quality of information, ranging from acceptable to very poor. None of these 
operators has the resources to undertake any significant distribution.  
 
Staffordshire County Council produces a series of Area Public Transport Guides including one for Newcastle 
and one for Kidsgrove and Biddulph. These give the times of all bus services operating in that area, town 
and area maps, details of how to obtain more information, contact addresses and telephone numbers for all 
operators and general guidance on issues such as concessionary fares. Updates for each guide are printed 
when services change, and new guides printed when significant changes occur.  
 
The County Council also produces an annual countywide Public Transport Guide, providing a map and 
summary of all services in Staffordshire.  
 
Stoke-on-Trent City Council produces a comprehensive series of timetable leaflets for all of its subsidised 
Cityrider network. These provide a generic theme throughout the series, enhancing the Cityrider theme.  
All information provided by the local authorities carries the Traveline number. 
 
Distribution of the local authority information is still limited, with resources concentrated on traditional outlets 
such as bus stations, libraries, village halls etc. Little targeted distribution has been undertaken.  
 
Telephone and web-based Information 
Both local authorities are partners in the WMTIS regional Traveline telephone enquiry facility, investing 
significant time and resources in providing accurate data. Both authorities have led the field in fully 
embracing the opportunities arising from this data provision. The data provided is also used for the national 
Transport Direct journey planning facility. In addition, Stoke-on-Trent City Council maintains its journey 
planner web-site on www.ukbus.co.uk. , which will soon be replaced by the Transport Direct site. 
 
First PMT also provide their own telephone enquiry line and web site, whilst most other operators publicise 
their telephone number on their printed timetable information. 
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A recent development has been the incorporation of the www.ukbus.co.uk website at a number of new 
British Telecom Information kiosks, under a partnership between BT and Stoke-on-Trent City Council. These 
kiosks still have a telephone, but have the addition of a computer screen, and will offer either method for the 
public to access bus information. The move to the Transport Direct site will also be incorporated into this 
partnership. 
 
Information at bus stops 
Operators are responsible for providing information at bus stops.  The authorities ensure that this 
information is provided at principle bus stops.  In cases where operators fail to provide the information 
required of them, the Councils may use their powers under the Transport Act 2000 to rectify such failure and 
recover any costs incurred.  The City Council provides information at Hanley Bus Station, Longton 
Interchange and key town centre stops.  
 
Both the City and County Councils have recently taken over ownership of the bus stop infrastructure, with a 
five year programme to replace all flags in the county with a standard County Council design. Whilst 
provision of timetable information will continue to be the responsibility of operators, the County Council’s 
Information Strategy dictates that all information should  
 
• conform to the ATCO Code of Good Practice,  
• include the Traveline logo and telephone number, 
• include interchange information together with local area bus maps,  
• provide information about all operators’ services using that stop  
 
A hierarchy of information quantity has also been established as per Table 4. 
 
Table 4: Staffordshire County Council Public Transport Information Strategy  
– bus stop information levels 
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Bus Stations and Interchanges – each stand    
Bus stops at railway stations    
Stops with 50 or more boarding passengers per day    
Stops which are published timing points    
Stops at hospitals    
Stops on Public Transport Partnership corridors – every stop    
On-street stops in Town Centres    
 
(d) What we intend to do 
Printed Information 
Stoke-on-Trent City Council will seek to implement the following changes to printed information during the 
first two years of LTP2 
 
• move to a web-based version of the Public Transport Map and Guide. This will allow for updates to be 

implemented quickly and cheaply, creating a completely up to date version on the web at all times and 
offering the potential for more than one printed issue per year. It will also allow more information to be 
provided on the web-based version, using menus and links to access complementary information. 
Ongoing costs will be reduced as updates will be done electronically rather than by traditional printing 
methods 

• work with operators to adopt a generic theme for all bus timetable guides, whether produced by an 
operator or the city council 

• incorporate best practice guidance into all printed guides, whether produced by an operator or the city 
council; and to recover costs from any operator whose information does not conform to this guidance 

• to enhance the distribution network of bus service information 
• work with operators to introduce more targeted marketing of bus service information 
• work with operators to introduce promotional marketing where appropriate 
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Staffordshire County Council recently undertook a study of public transport information provision. 
Recommendations relating to printed information include: 
 
• consider the need to aim information at users and non-users in different ways 
• consider sub-division of area booklets 
• introduction of corridor specific timetables 
 
Telephone and web-based information 
The next progression of non paper-based information is the addition of a text message service, based on 
each stop having a unique identification number. This will allow intending passengers to receive information 
about the next bus to depart from a specific stop. The coding of all stops has already been undertaken and 
the system went live in North Staffordshire in May 2005.  
 
A key element of any Information Strategy will be to publicise the stop reference code. As well as the code 
being marked on each stop, this information will need to be provided to members of the public. It is 
envisaged that a high profile campaign will be launched, based on roadside and bus shelter advertising, 
adverts in local publications, bus exterior advertising and mail-shots. The potential of using text messages to 
promote the service will also be explored with mobile ‘phone service providers. 
 
The benefits of converting the city council’s Public Transport Map and Guide to a web-based format have 
been detailed in the previous section. There will be links to the Transport Direct web-site, and also links to 
other relevant sites, such as those related to tourism in the area.  
 
Information at bus stops 
It is proposed that every bus stop in North Staffordshire will have a unique number shown at the stop, to 
allow for text message timetable information to be provided when requested by passengers. This will 
complement a printed timetable at the majority of stops.  Other information will be in accordance with the 
current Staffordshire Public Transport Information Strategy, and will include fares, network details, 
connection details plus Traveline and Transport Direct contact details. The City Council will update its 
Information Strategy, building on the County Council template to ensure a seamless provision of information 
in North Staffordshire. 
 
To help infrequent users to establish their location, each stop will have a clear location display together with 
the number of each bus service calling at that stop.  
 
The most used stops in the area have shelters, and it is planned for the provision of real-time information at 
some of these stops. This will provide customers with more certainty with regard to arrival times, and again 
further enhances the image of local bus services. 
 
(e) How we plan to do it 
Printed information 
Both authorities will work in partnership with operators to consider the potential for a joint North Staffordshire 
Public Transport Information Strategy, based on the aspirations of authorities and operators. It is recognised 
that parts of any strategy suitable for public transport in an urban area like North Staffordshire may not be 
compatible with a countywide strategy based on providing information for bus services in market towns and 
a rural hinterland. However, there should be some common ground to establish some key principles. 
 
Public Transport Publicity and Information Officers at both authorities will be key to any information strategy, 
as they will develop the strategies and be given the resource required to deliver a successful marketing 
drive. 
 
With regard to a web-based Stoke-on-Trent Public Transport Map and Guide, the City Council is currently 
discussing proposals with potential suppliers, with the aim of awarding a contract during 2005/6. The initial 
capital costs will be via the LTP capital Programme, with on-going costs provided through existing public 
transport marketing budgets. 
 
Telephone and web-based information 
The local authorities are committed to furthering the progress of Traveline and Transport Direct. This 
includes embracing the move to the Naptan2 protocol which, it should be noted, will require investment in 
staff time and resources to achieve by December 2006. 
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Information at bus stops 
Having acquired responsibility for bus stops in the area, both authorities are committed to improving the 
quality of information at stops, either by direct management or through a supply and maintain contract with 
third party providers. The potential to use the data already provided for Traveline will be exploited. In the 
city, the Publicity and Information Officer will lead on this project. 
 
Real time passenger information at key stops is a key element of the RTPI (UTC Intelligent Priority) 
Partnership with First. The legal agreement of the partnership commits to a significant number of real time 
display screens at key stops. 
 
Indicator I6 – Information at bus stops 
To increase the number of bus stops which display timetable information. 
 
Indicator I1 (BVPI 103) – Satisfaction with public transport information  
To increase the proportion of respondents who are satisfied with public transport information. 
 
 
4.7 Ticketing  
 
(a) Ticketing Policy Statement 
The local authorities will work with operators, using Transport Act 2000 provisions, to produce affordable 
and flexible ticketing options to local bus service users.  
 
(b) Key Issues 
First Group, and its predecessors, has traditionally been the major bus operator in North Staffordshire. 
Whilst still retaining the dominant commercial role, a number of other operators now provide services both 
commercially and under local authority contract.  
 
First offer a comprehensive range of tickets, and until recently there has been no real market for any further 
ticketing options to be introduced. However, with the emergence of other operators, there is now a need for 
a network ticket that allows passengers to travel on a number of different operators’ services without being 
financially penalised.  
 
There is also a local rail network in North Staffordshire, which provides an alternative to the bus for some 
local journeys and provides for some longer journeys, particularly for commuters, not available direct by bus. 
 
The lack of multi-operator and multi-mode ticketing is a significant barrier to achieving an integrated public 
transport network. The NSITS study identified a specific need for through-ticketing, as the need for 
interchange increases. 
 
All operators provide paper-based tickets, with journey information input by the driver. This greatly reduces 
the amount of passenger journey information available to operators, which subsequently makes it difficult 
and time-consuming for them to provide statistics to the local authorities. There has been an increase in the 
use of pre-purchased passes, but the majority of passengers still tender a cash fare to the driver, increasing 
dwell time at stops and thus increasing the overall journey time. Greater emphasis of off-bus sales would 
reduce the dwell time at stops, although security and cash handling issues would need to be resolved. 
Smart cards would also help to provide accurate patronage information and allow greater flexibility of travel, 
with stored value cards potentially allowing for travel by different modes, including car parking.   
 
North Staffordshire contains several wards with high levels of deprivation. Affordability of public transport is 
often a key issue for people. Operators have increased fares recently to counteract rises in the cost of fuel, 
insurance and staff wages, furthering the vicious circle for those least able to afford, including pensioners, 
students, the unemployed and people with disabilities. 
 
(c) What is currently being done? 
In order to reduce the financial barriers associated with travelling with different bus operators, many 
subsidised service contracts require the operator to accept other operators’ return tickets and travel cards. 
Thus the revenue foregone is borne by the local authority. In addition, the local authorities’ Education 
Departments (LEAs) assist entitled students by subsidising local bus service passes, whilst local further 
education colleges have worked in partnership to sell subsidised, discounted bus passes for all students. 
For the unemployed, initial discussions have taken place with Connexions to discuss potential schemes. 
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To address the cost of having to interchange, First have introduced a through ticket valid on services that 
have recently been split at the City Centre. Some operators also issue a two-trip ticket that presents a 
saving over two single tickets to passengers needing to change buses. In addition, to address the need for a 
multi-mode ticket, the Stoke-on-Trent PlusBus scheme was launched in 2004. All local bus operators are 
partners in the scheme, with revenue shared on a mileage proportion basis. As Stoke-on-Trent station is 
some distance from the City Centre and other key destinations such as Newcastle and Keele University, 
buses form a vital link to the rail network for many people. Bus/rail interchange at Stoke-on-Trent is very 
easy. 
 
Both authorities have strengthened their commitment to maximising journey opportunities for concessionary 
pass holders by continuing to be pro-active in their support of a county-wide scheme. As a result, from 1st 
April 2006, all North Staffordshire concessionary pass holders will be able to travel for free anywhere in the 
county, and on direct journeys into Cheshire, Derbyshire and Shropshire. It is one of the most generous 
schemes in the country. (Plate 5).  
 
Plate 5: The North Staffordshire Advantage Pass 
 

 
 
(d) What we intend to do 
The Transport Act 2000 (section 135-138) allows for a local authority to set up multi-operator ticketing 
systems to cover all or part of its area. Using these powers, the authorities are working with operators 
towards introducing multi-operator daily and weekly tickets. They will cover the same area as the existing 
Stoke-on-Trent and Newcastle PlusBus ticket. It is intended that a wider range of tickets will be introduced in 
the future, including monthly and family multi-operator tickets.  
 
The possibility of extending the passes to allow travel on local rail services is being discussed with Train 
Operating Companies. This would utilise spare capacity on some local rail services, and improve bus/rail 
integration. It would also help to advertise the potential for local journeys to be made by rail. 
 
Free travel for concessionary pass holders provides an opportunity to introduce smart cards. The potential 
for a phased introduction of smart cards for concessionary pass holders is being investigated by the local 
authorities in the Advantage pass scheme. Smart cards are particularly valuable for ensuring accurate 
patronage data is recorded when no fare is being tendered.  
 
For students who are not entitled to purchase discounted bus passes from their LEA, the local authorities 
will work with operators to explore the potential for affordable travel for 16-19 year olds in full time education. 
Discussions will continue with Connexions and other agencies to determine whether funding is available to 
introduce a discounted bus fare scheme for those seeking employment and/or new into employment. 
 
Smart cards can also be in the form of a pre-paid stored value, and any extension of the proposed North 
Staffordshire multi-operator ticket, particularly off-bus sales, will provide an opportunity to investigate the 
potential for use of smart cards. Initial discussions with suppliers have allowed the authorities to gain an 
understanding of the options available, and First are partners in a nationally recognised scheme in Cheshire. 
 
(e) How we intend to do it 
All operators have agreed in principle to the introduction of multi-operator ticketing, after discussions at the 
regular North Staffordshire Bus Operators’ Forum. The Block Exemption Grant allows local authorities to 
apportion revenue from ticket sales in a number of ways. The simplest is that the revenue lies where it falls, 
and this could be the system for the new one-day ticket. The introduction of weekly and monthly tickets will 
require a more sophisticated revenue sharing system, traditionally based on the passenger mileage  
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proportion of each operator. However, other suitable methods may be possible following the current review 
of the Block Exemption. There will also need to be a suitable network of sales outlets; the local authorities 
already have a network of local offices, whilst various third party providers have also been identified. All 
operators have signed up to an agreement detailing the scheme procedures, and how the scheme will 
operate and be managed. 
 
With regard to discounted passes, the potential for discounted bus passes for job-seekers will be examined. 
We will work with Connexions, associated agencies and employers, to identify funding streams. Smartcards 
could help to integrate this into other stored monies, such as unemployment benefits and staff benefits. 
 
 
4.8 Customer Focus  
 
(a) Customer Focus Policy Statement 
The local authorities will encourage and expect operators to improve customer care through the introduction 
of agreed customer care standards, which will include staff training, vehicle quality and infrastructure 
provision. 
 
(b) Key Issues 
There are many factors that affect the quality of a public transport journey. Some of these have already been 
highlighted in previous sections; information prior to making the journey, whether there is a bus service 
available, the quality of the waiting environment, the reliability and punctuality of the service, and the cost of 
travel. Three other factors are considered here; 
 

• customer care 
• vehicle standards 
• customer safety 
 

Good quality customer care is required from when an enquiry is made through to the passenger completing 
his/her journey. The inability or unwillingness to give information or to assist the passenger or to undertake 
duties in a way that will maximise the quality of the journey are all issues raised by passengers. The NSITS 
report identifies staff training as part of the package of measures required to improve the quality of the urban 
bus network. 
 
NSITS also concludes that vehicles should portray a positive image. Thus operators need to ensure that 
their vehicles have an acceptable standard of cleanliness, information and general appearance. 
 
With regard to safety, much of this relates to the walk to and from the bus stop and waiting at the bus stop or 
bus station.  
 
(c) What is currently being done? 
Operators of commercial services may have their own customer care practices. However, they are very 
rarely, if ever, publicised, and often appear in a negative context, referring more to what is expected of 
passengers than vice versa. 
 
For operators of contracted services, both Stoke-on-Trent City Council and Staffordshire County Council 
have contract conditions which require the operator to produce a Customer Relations Scheme and to 
provide a suitable Customer Complaints Procedure. Some driver training has been undertaken with 
operators of subsidised services, concentrating on issues such as disability awareness (Plate 6). 
 
With regard to vehicle standards, Bus Operators are registered with the Traffic Commissioner and the 
vehicles registered with the DVLA. The maintenance of vehicles is monitored by the Vehicle and Operator  
 
Services Agency (VOSA). A local authority vehicle inspector undertakes specific checks on vehicles 
undertaking contracted services. Contract conditions require the operator to use only correctly licensed 
vehicles, to have a daily check and regular maintenance system, and to keep vehicles in general good 
working order. Penalties for failure to do so are included in the conditions. 
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With regard to passenger safety, the potential for introducing demand responsive services to minimise 
walking distance to the bus stop, particularly at night, are discussed in section 4.2. Details of improving 
pedestrian links to and from the bus stop are given in section 4.3. Proposed improvements to interchanges  
 
and bus stops have been detailed in section 4.5. Good information provision, including via sms-text 
message, allows people to reduce the waiting time at the stop by not arriving too early at the stop. 
 
Plate 6: Driver training in progress 
 

 
 
(d) What we intend to do 
There is a varying quality of operators’ customer care commitments, and this will be addressed with the 
production of a generic Customer Care Charter (CCC) that will be included in any updated Conditions of 
Contract for subsidised services. Operators will be expected to advertise the existence of the CCC on 
literature and on their vehicles. Operators will be encouraged to adopt the CCC for their commercial 
services, to provide a consistent and holistic approach to customer care on all local bus services.  
 
Improved lighting, CCTV coverage, help points and demand responsive services will reduce the fear of 
danger that many passengers have. Punctuality of bus services will also minimise passenger waiting time at 
stops 
 
(e) How we intend to do it 
Stoke-on-Trent City Council and Staffordshire County Council will work towards Conditions of Contract with 
a common CCC element. This will clarify the position for operators and passengers. All operators of 
contracted services will need to sign up to this. Checks will be made to ensure that all operators are 
advertising the CCC to their passengers. The authorities can help with the production of promotional 
material with a corporate format. Bus Users UK (BUUK) will be consulted as part of the process, and their 
role in the customer complaints procedure will form part of the CCC. An example of the proposed CCC is 
shown in Appendix 3. It is expected that some aspects of the CCC will be applied to key commercial 
services through incorporating customer care issues into the revised Quality Bus Partnership agreement. 
 
Improved pedestrian links are already a key element of the LTP. We will examine the potential for 
installation of help points at key stops, in conjunction with CCTV coverage to minimise abuse, with the 
possibility for direct links to the police. We already have a network of CCTV around North Staffordshire, and 
have made initial enquiries into CCTV systems integral to bus shelters. Demand responsive services may 
replace traditional services if found to be more suitable and affordable. Introduction of a real time information 
system will give passengers the opportunity to find out the actual arrival of the bus at their nearest stop by 
text message prior to them walking to the stop. 
 
Target M8 (BVPI 104) – Satisfaction with local bus services 
To increase the proportion of respondents who are satisfied with local bus services to 55% by 2009/10. 
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D5. Summary 
 
This Bus Strategy is part of a Local Transport Plan that is committed to delivering a step change in the way 
people travel around North Staffordshire. The Shared Priorities provide the key focus as to what we wish to 
achieve; the delivery plan shows how we will achieve it.  
 
There are many linkages between different elements of the delivery plan, and it will be necessary to 
implement all aspects of the delivery plan; the whole is undoubtedly greater than the sum of the parts.  
 
The LTP Capital Programme is part of a wider commitment from the local authorities and operators to invest 
in improved public transport provision. Operators are continuing to invest in new, fully accessible vehicles. 
Through significant investment, the major commercial operator in North Staffordshire, First, now has 80% of 
its fleet consisting of low floor, accessible buses, with a commitment to introduce further fleet upgrades in 
the next few years. 
 
The County and City Councils continue to fund bus services for a wide range of community needs, from 
enabling people to travel to work at a new employment development to providing a service for people to 
simply meet up with friends or access leisure facilities. As there is pressure on budgets for subsidising 
socially necessary services, other potential funding options are explored, including: 
• Integrated procurement of transport, so that the times of local bus service, school and recreation 

contracts do not conflict with each other, and ensuring contracts are tendered together, giving operators 
the complete picture and producing a critical mass of work that leads to cost savings 

• Innovative contracts such as provision of vehicles to reduce daily operating cost to the operator and 
thus reducing the contract price 

• Revenue sharing with operators to share the benefits as well as the risk. The income can then be used 
to fund enhance existing services or to fund new services 

• Advertising revenue from council-owned vehicles and infrastructure 
• Developer contributions (or development tax revenues if these replace s.106 funding) 
• External funding – three Kickstart bids were submitted to the Department for Transport in June 2005 

and bids will be made in future rounds of Kickstart. Also, a bid was submitted in 2005 to the Transport 
Innovation Fund (TIF), and consideration will be given to bids being produced for future |TIF rounds. 
The potential for key public transport initiatives to be funded through Single Regeneration Budget and 
Regeneration Zone funds is also being explored 

 
Figure 2 shows how the LTP and Bus Strategy produces a series of desired outcomes that will be 
developed and monitored through key partnership agreements and delivered through a number of 
programmes, including the LTP Capital Programme. 
 
Table 5 shows how the different strands of funding will finance the delivery plan and allow us to address the 
Shared Priorities. 
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Figure 2: Bus Strategy Delivery Plan 
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Table 5: Summary of Bus Strategy Delivery Process, KPIs and Shared Priorities Achieved  

 

KEY:  = positive effect on shared priority                = significant effect on shared priority                
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SECTION 4.2 - Network Provision & Accessibility 
Core network – high frequency, linking 
main origins and destinations of existing 
and predicted transport matrix 

LTP 
Revenue budget 
Bus operators 

M10 (LTP1) 
L2 
M7 (BVPI 102) 

      
Supporting network – links to core 
network and socially necessary services 

LTP 
Revenue budget 
 

L1 
M7 (BVPI 102)       

Specialised transport 
 

Revenue budget 
 
 

L1 
      

SECTION 4.3 - Physical Access 
Accessible bus stops – raised kerbs and 
safe walking routes to stops 

LTP 
 
 

I2  
      

Accessible vehicles Bus operators 
LTP 
 

I3  
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Key Delivery Element of Bus Strategy Delivery 

sources 
Key Performance 
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SECTION 4.4 - Operational Performance 
Punctuality Improvement Partnerships 
 
 

Operators M15 (LTP5) 
     

 

Urban Traffic Control 
 
 

LTP M15 (LTP5) 
    

 
 

Bus priority – bus lanes, bus gates etc. 
 
 

LTP M5 (LTP5) 
      

Bus lane enforcement 
 
 

LTP M5 (LTP5) 
      

SECTION 4.5 - Interchange  
Town Centre Interchange improvements 
 
 

LTP  
      

Out-of-town interchanges 
 
 

LTP  
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Key Delivery Element of Bus Strategy Delivery 
sources 

Key Performance 
Indicator  

LTP Priorities Directly Achieved 
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SECTION 4.6 - Information 
Bus stop information LTP 

Revenue budget 
Operators 

I6 
       

Good quality and well distributed printed 
bus service information 

LTP 
Revenue budget 
Operators 

I1  
      

Telephone and web based information 
 
 

Revenue budget  
      

SECTION 4.7 – Ticketing 
Extending multi-operator ticketing 
schemes including inter-modal schemes 
 

Revenue budget 
Operators 

 
      

Promoting Concessionary Travel Scheme 
 
 

Revenue budget  
      

Exploring smart card potential LTP 
Revenue budget 
Operators 

 
      

SECTION 4.8 - Customer Care 
Improvement of service through customer 
charter, customer safety and vehicle 
quality  

LTP 
Operators 

M8 (BVPI 104) 
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Appendix 1 Transport Act 2000 

 
Statutory Quality Partnerships 
 
Quality Bus Partnerships (QBPs) between local authorities, bus operators, and other stakeholders 
have been in existence for several years with the aim of improving bus service provision on a 
particular corridor in a particular area. However, the agreements between the parties in a QBP are 
purely voluntary.  
 
QBPs have been successful in encouraging operators to procure low floor, accessible buses whilst 
the local authorities have undertaken a programme of providing high Kassell kerbs and shelters at 
stops to improve access and comfort for passengers. However, there is no means of recourse 
should any party not keep to their part of the agreement.  
 
Statutory Quality Partnerships (SQPs) allow a binding agreement to be formed. The SQP must be 
used as a tool to implement the Bus Strategy and is aimed at improving bus services for the benefit 
of passengers. The basic principle is that the local authorities agree to provide bus facilities and set 
standards that operators must adhere to as a condition of using those facilities. Failure to do so 
can lead to the Traffic Commissioner taking enforcement action against the operator. SQPs must 
be for a minimum of five years. They cannot dictate frequency of commercial services or fares.  
 
Quality Contracts 
 
The Transport Act 2000 allows local authorities to “determine what local services should be 
provided in the area concerned (and to what standard) and will let contracts with bus operators 
granting them exclusive rights to provide services to the authority’s specification”. 
 
The Act stresses that a Quality Contract (QC) should only be pursued if it can be proven that all 
attempts to deliver improvements through either QBPs and SQPs have been unsuccessful. An 
application would need to be made to the Secretary of State to implement the scheme. Extensive 
consultation with operators and other interested parties is essential. A proposed amendment to the 
Act would require a period of six months before the QC could be implemented, with the local 
authority taking responsibility at this point for all bus services in the designated area. Specifically, 
the local authority specifies all aspects of the bus service and invites tenders either for individual 
routes or the entire area.  
 
Thus the local authority can determine routes, frequencies, fares, vehicle quality, reliability and 
punctuality targets, and customer care policies. The local authority is also responsible for 
enforcement of all service standards. 
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Appendix 2 Draft Developer Guidelines for Sustainable Transport 

 
Objectives of Guidelines 
 
• to help inform developers 
• to set a framework detailing required public transport accessibility levels 
• to encourage development in locations with good existing public transport accessibility 
• to ensure that public transport accessibility is considered prior to a planning application  
• to ensure that the cost of any additional public transport provision to the agreed levels is 

funded by the developer 
 
Methodology 
 
The minimum requirement for public transport access to a specific location is based on: 
 
(a) the aims and aspirations of local authorities and their partners for the development and 

regeneration of North Staffordshire 
(b) accessibility targets based on the Bus Strategy in the Local Transport Plan, which in turn has 

made reference to the document Making the Connections: Final report on Transport and Social 
Exclusion produced by the Social Exclusion Unit in Febuary 2003. 

 
Thus North Staffordshire would be zoned on the basis of public transport accessibility, with the 
most accessible areas requiring little or no improvement to existing bus services, and the least 
accessible areas requiring significant funding to provide suitable public transport access. This 
would act as a guide to developers. 
 
Service levels 
 
Benchmark Criteria 
Planning approval for any development will only be given if the development is within 400 metres 
of a level 1-4 bus interchange, as defined in section 4.6 of the Bus Strategy, or within 400 metres 
of the core strategic network, as defined in section 4.2 of the Bus Strategy. 
 
If the development does not meet the criteria, then the developer should fund the full cost of public 
transport improvements to provide the levels of access to/from site as follows: 
 
Residential 
Maximum 45 minutes journey time to City Centre 
Maximum 20 minutes journey time to nearest local retail centre 
Maximum 45 minutes journey time to Stoke-on-Trent Rail Station 
Maximum 45 minutes journey time to University Hospital of North Staffordshire 
Maximum 20 minutes journey time to fresh food supplier or supermarket 
Maximum 20 minutes journey time to catchment area secondary school 
Maximum 30 minutes journey time to nearest sport/recreational facility 
 
This is for travel by bus between the hours of 0800 and 1800. 
 
Employment 
Provision of a bus service(s) that will allow at least 25% of the workforce or projected workforce to 
have a journey time, by bus, of a maximum of 30 minutes at times of the day that allow for arrival 
and departure at required shift times. Specific attention should be paid to access to the site from 
residential areas with social exclusion issues. 
 
Retail, other 
No applications should be approved if the benchmark criteria are not met. 
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Appendix 3 Draft Customer Care Charter 

 
As an operator we will ensure that: 
 
• legal lettering is displayed on the exterior of each vehicle 
• our company name is shown clearly on the exterior of the vehicle 
• a suitable number of buses and drivers are available to undertake all scheduled journeys  
• each bus is cleaned inside and out prior to its first duty each day 
• buses will be repaired as soon as possible to maintain a good quality internal and external 

appearance 
• buses will be of sufficient size to minimise the need for standing, subject to fleet constraints 
• route branded buses will be used on the intended route where ever possible 
• there is a customer care facility made available, and specifically 

• the telephone number and/or address and/or e-mail address is clearly displayed on all 
vehicles 

• the telephone number and/or address and/or e-mail address is clearly displayed on all 
publicity and information material 

• all drivers are given a pro-forma to give to passengers on request 
• a written reply is guaranteed within ten working days 
• a full record is kept of all telephone calls and letters/e-mails received and responses  

 
We will undertake to ensure that our drivers: 
 
• will maintain a smart appearance 
• endeavour to keep to the scheduled timetable wherever possible 
• display the correct route and destination information, illuminated when it is dark 
• have information on all local bus services operated in North Staffordshire by the same operator 
• are aware of ticket options available and will suggest the most suitable if so requested 
• stop as closely as possible to the bus stop kerb when picking up and setting down passengers 
• take reasonable precautions for the safety of passengers, including when passengers are 

boarding and alighting 
• do not use inappropriate or offensive language  
• are aware of the needs of disabled passengers 
• endeavour to allow any wheelchair user to board the bus, using any kneeling mechanism that 

may be available if required, or personal assistance where safe to do so 
• allow a dog accompanying a blind person or an assistance dog accompanying a disabled 

person to travel 
• do not eat, drink or smoke in the vehicle whilst in service 
• do not smoke in the vehicle – whether on service or during driver breaks 
• undertake a tidy up of the vehicle at the terminus of each journey, subject to time constraints 
• on request, are able to supply a telephone number and/or address for a passenger to make a 

request or complaint and/or obtain bus service information or can provide a pro-forma for 
passengers to complete and return 

 
We will also expect the following standards from passengers, which will form part of the 
Customer Care Charter, and will be displayed on all vehicles: 
 
To avoid confusion, and to ensure a quick and pleasant journey:  
 
Passengers should 
•   give a clear hand signal when waiting at the stop 
• have the cash fare or bus pass ready for the driver upon boarding 
• attempt to submit the correct fare to the driver where possible and where known in advance 
• utilise the nearest available seat 
• give a clear signal to the driver when intending to alight from the vehicle, using the stop bell 

where available 
• respect the driver and other passengers at all times 
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Passengers should not 
• damage or deface the vehicle in any way 
• endanger, impede or distract the driver 
• endanger other passengers 
• behave in such way that may cause offence to other passengers, namely 

• smoke 
• swear 
• eat/drink 
• leave litter 
• play excessively loud music or play a musical instrument 
• be in a condition that could be offensive, including drunkenness and poor personal 

hygene 
• expect pets to be carried, except at the discretion of the driver 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Customer Care Charter summary 
 
• All vehicles to display full Customer Care Charter  
• All printed and electronic public information to contain the Customer Care Charter logo 

and a contact telephone number, postal address and, where available, e-mail address 
• All drivers to carry an information pack containing  

• timetables for all services operated in North Staffordshire by his employer, 
• details of all fares available, 
• details of the Customer Careline telephone number, postal address and e-mail 

address, or 
• a complaints pro-forma incorporating freepost facility 
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D1. Introduction 
 
1.1 Policy Framework 
 
Section 110 of the Transport Act 2000 requires each local authority to produce a Bus Strategy, which will 
form part of their Local Transport Plan. The bus strategy must contain the authority’s general policies as to 
how best to carry out their functions so that: 
 
• Bus services meet the public’s transport requirements 
• Bus services are provided to the required standards 
• Complementary elements of bus services are provided, such as bus priority, information, integration with 

other modes, suitable passenger waiting facilities etc. 
 
Section 111 of the Transport Act 2000 requires local authorities to consult with a range of people, including 
bus users. This draft strategy will be put forward for consultation as part of the Local Transport Plan 2006-
2011 consultation process. A summary of the powers given to local authorities in the Act is given in 
Appendix 1. 
 
Local Transport Plans need to address how transport fits into the wider context, and thus a number of 
Shared Priorities have been introduced to assess how public transport can have a role in addressing them. 
The Shared Priorities for the North Staffordshire LTP are: 
 
• Supporting regeneration 
• Improving accessibility 
• Tackling congestion 
• Improving air quality 
• Improving travel safety 
• Improving quality of life 
 
This Bus Strategy sets out how the partnership of Stoke-on-Trent City Council, Staffordshire County Council, 
Newcastle Borough Council and Staffordshire Moorlands District Council will address theses Shared 
Priorities. Those without access to a car need a good public transport network to allow them to access key 
facilities such as employment, health and education. A good public transport network also provides people 
with a real alternative to using the car, thus helping to alleviate any worsening of congestion. Public 
transport is more environmentally friendly than travelling by car. It can also provide a means by which 
people can access leisure and recreational facilities, and allow them to visit friends and relatives, thus 
improving their quality of life. Finally, a strong public transport network can be the catalyst for sustainable 
regeneration of the area.  
 
Bus is the main public transport mode for journeys within North Staffordshire; the Bus Strategy is therefore 
key to ensuring that the Shared Priorities are addressed.  
 
 
1.2 Linking the Bus Strategy to other policies and strategies 
 
(a) National policy aimed at addressing the provision of public transport is outlined in a number of key 
guidance documents.  
 
• Planning Policy Guidance Note 13: Transport 
• Planning Policy Statement 6: Town Centres and Retail Development  
 
These provide guidelines to local authorities and developers to encourage new development to be in 
locations easily accessible by public transport.  
 
• Transport White Paper: A New Deal for Transport: Better for Everyone 
 
This document was produced by the government in 1998 and had two key aims of reducing social exclusion 
and increasing modal shift away from the car. 
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• Transport 2010 – The Ten Year Plan 
 
This document was published by the government in 2000 and set out five over-arching objectives for 
transport: 
 

 to protect and enhance the built and natural environment 
 to improve safety for all travellers 
 to contribute to an efficient economy and support sustainable economic growth in appropriate 

locations 
 to promote accessibility to everyday facilities for all, especially those without a car 
 to promote the integration of all forms of transport and land use planning, leading to a better, 

more efficient transport system 
 
• Transport Act 2000 
 
This gives local authorities powers to apply for Statutory Quality Partnerships and Quality Contracts, and 
also gives authorities responsibilities relating to concessionary fares and multi-operator ticketing. 
 
• Making the Connections: Final Report on Transport and Social Exclusion 
 
This report was published in 2003 by the government’s Social Exclusion Unit and examines the relationship 
between social exclusion, transport and the location of key services.  
 
• White Paper – The Future of Transport: A Network for 2030 
 
This document was published by government in 2004 and reiterates the government’s view that bus 
services will be the key to improving the local transport network. 
 
(b) On a regional basis, the Regional Policy Guidance for the West Midlands (RPG11) was published in 
2004. Incorporating the Regional Transport Strategy, it is designed to provide a Spatial Strategy to guide the 
preparation of local development and transport plans. 
 
(c) Local plans and strategies also feed into the Local Transport Plan and hence the Bus Strategy.  
 
• Stoke-on-Trent City Council Corporate Plan 
• Staffordshire County Council Corporate Plan 
• Newcastle-under-Lyme Borough Council Corporate Plan 
• Staffordshire Moorlands District Council Corporate Plan 
 
(d) In May 2005 consultants Halcrow produced their Final Report of the North Staffordshire Integrated 
Transport Study (NSITS). This report was commissioned by a consortium of Staffordshire County Council, 
Stoke-on-Trent City Council, Advantage West Midlands and the Highways Agency, to undertake a 
comprehensive overview of all travel modes, all land use considerations, linkages with regeneration 
strategies, and which considers short, medium and long-term solutions. The brief required public transport 
improvements to be a key element of any proposed strategy. 
 
The report produced a Preferred Strategy that has helped to direct transport policy in the area. 
 
The linkage between these various strategies are shown in Figure 1. 
 
 
1.3 The North Staffordshire Bus Strategy 
 
North Staffordshire Local Transport Plan area has a population of 360,000. The majority of these live in the 
administrative boundary of the City of Stoke-on-Trent. However, the conurbation also takes in the vast 
majority of Newcastle-under-Lyme plus urban parts of Staffordshire Moorlands . 
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The public transport network provides a service throughout this urban core, rather like a small metropolitan 
area controlled by a Passenger Transport Executive. Thus, it is important that there is a common policy  
 
 
relating to public transport throughout the North Staffordshire conurbation and its environs. The local 
authorities already have an excellent working relationship and are involved in partnerships such as the 
Advantage Concessionary Bus Pass Scheme and Quality Bus Partnerships. 
 
 

Figure 1: Bus Strategy linkages with key policies and strategies 
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D2.  Analysis of Current Situation in North Staffordshire 

 
2.1 The Bus Network Area 
 
North Staffordshire is a conurbation with a number of local centres, reflecting the history of the area as one 
of separate towns until unification in 1925 brought most of them into the administrative region of Stoke-on-
Trent. In addition to these traditional centres, other district centres have emerged over the years, mainly due 
to development. The result is a generally linear but multi-centred conurbation with no one centre dominating 
in terms of percentage of journeys. 
 
One town centre, Hanley, has become Stoke-on-Trent’s City Centre. It is of sub-regional importance for 
retail and leisure purposes, but does not have the level of employment that may be expected for a City 
Centre. Two miles to the west of Hanley, Newcastle-under-Lyme is still a prominent market town. Other 
centres still fulfil a local role for retail and, to a lesser extent, employment. However, many jobs are located 
away from these traditional centres. 
 
Health facilities are still located in numerous locations, although most key hospital services are to be 
redeveloped onto one site at the University Hospital by 2011. This site is not in one of the traditional centres, 
but will be a key destination in its own right with 6,500 staff. The hospital is of regional significance being the 
fourth largest in the country. 
 
 
2.2 Bus Services in North Staffordshire 
 
The majority of local public transport journeys undertaken in North Staffordshire are by bus. Most bus 
services are provided commercially, concentrated on key urban corridors and linking town centres to other 
town centres and to major residential areas. Daytime frequencies on these corridors are satisfactory, but 
evening and Sunday frequencies are generally poor.  
 
The local authorities subsidise some evening and Sunday services, as well as daytime services to areas 
away from the core commercial network. They also work with bus operators to encourage commercial 
services to be introduced to new developments and/or subsidise services through their own transport 
budgets or developer contributions. 
 
Mirroring the rest of the country outside London, there has been a decline in bus patronage for many years. 
Locally this may be attributed to increased prosperity leading to greater car ownership, decentralisation of 
some key facilities, particularly employment with the demise of traditional coal mining, pottery and steel 
industries, and unreliability of bus services due to congestion and operational issues. 
 
The main bus operator in North Staffordshire is First PMT Limited (First), which carries over 90% of all bus 
passengers. The major operator of subsidised services is independent D & G Bus & Coach. Other minor 
operators in the area include Arriva and a number of local independents.  
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D3. Strengths, Weaknesses, Opportunities and Threats 

 
 
An analysis has been undertaken of the strengths, weaknesses, opportunities and threats facing the bus 
network in North Staffordshire. From this analysis the Bus Strategy will attempt to build on the strengths and 
opportunities, and tackle the weaknesses and threats. The latter two create a gap between what the 
authorities wish to achieve and what we currently have, and we wish to attempt to bridge that gap during the 
life of this Local transport Plan. 
 
 
3.1 Strengths 
 
• Frequent daytime core urban bus network between town centres and to/from traditional residential areas 
• Significant proportion of population within 400 metres of a minimum 30 minute frequency service 
• Investment in accessible vehicles by commercial operators – 60% of First’s fleet is low floor 
• Investment in vehicles by local authorities – 22 accessible vehicles purchased by Stoke City Council and 

used on subsidised services 
• Passenger waiting facilities improved since 2001 – new shelters and raised kerbs at many stops; new 

interchanges at Longton and Newcastle; improvements at Hanley bus station 
• PlusBus scheme for bus-rail journeys 
• Area-wide Advantage concessionary travel scheme for elderly and disabled 
• Regular meetings and good working relationship with bus operators 
• Partnership working – Quality Bus Partnerships (QBP) have seen improved vehicles and passenger 

facilities on several routes in North Staffordshire.  Voluntary QBPs are referred to as Public Transport 
Partnership Routes by Staffordshire County Council  

 
 
3.2 Weaknesses 
 
• Poor reliability due to congestion 
• Lack of road space for bus lanes 
• Poor reliability due to operational problems, particularly driver shortages 
• Different travel patterns at evenings and on Sundays not always reflected in bus network  
• Poor satisfaction rating from bus users 
• Lack of commercial risk by operators – for example, new housing developments 
• Multi-centre conurbation – unrealistic to expect direct links between all areas, so interchange required 

but interchange facilities often poor 
• New developments not served by existing bus network 
• Poor information provision 
• No multi-operator ticketing 
• Poor Community Transport provision – funding and volunteer availability constraints 
 
 
3.3 Opportunities 
 
• To define and brand a core bus network, expanding to non-traditional centres where appropriate 
• Voluntary Quality Bus Partnerships (QBP), Punctuality Improvement Partnerships (PIP) and a Customer 

Care Charter (CCC) with operators 
• Better quality, fully accessible buses and waiting/boarding facilities through QBPs  
• More bus priorities and more punctual buses through PIPs  
• Better journey experience for passengers through the CCC  
• Statutory Quality Partnership and Quality Contract options through Transport Act 2000 
• Better passenger facilities through bus interchange improvements 
• Park & Ride to free up road space and reduce congestion in the urban core 
• Real Time Passenger Information scheme, to also provide 

• Intelligent bus priority at key traffic signal junctions 
• Punctuality information direct from vehicle 
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• Patronage growth potential through services to new developments and regeneration initiatives 
• Multi-operator ticketing potential 
• Bus Stop Improvement scheme – including information provision and security 
• Funding through Kickstart to cushion operators from commercial risk 
• Developer contributions, linked to accessibility audits for new developments 
• Other external funding such as EU and regeneration 
 
 
3.4 Threats 
 
• Increasing affluence leads to increase in car ownership 
• Declining patronage results in vicious circle of fare increases and reduced service levels 
• Poor reliability continues due to driver shortages or, 
• Increase in driver wages leads to fare increases and/or reduced service levels 
• Increased transport industry costs – pressure on commercial network 
• Risk of major operator pulling out of area altogether, as in Dorset 
• Increased contract prices – pressure on subsidised network 
• Pressure on local authority budgets – particularly revenue budgets to subsidise services 
• Inter-urban and intra-urban competition – pressure to provide for car-based journeys; resistance to car 

control policies 
• Regeneration and development – pressure from developers for car parking, especially where large 

number of jobs are offered  
• Lack of support for the sustainable transport agenda from retailers, developers and general public 
• Complete loss of confidence in main bus operator by public  
• Political pressure to accept low grade jobs in remote locations and not impose planning conditions or 

levy bus subsidy support 
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D4. Bus Strategy 

 
4.1 Introduction 
 
The Shared Priorities give a clear guideline of what the Bus Strategy is aiming to achieve. To help achieve 
the priorities it is prudent to have an overarching Mission Statement and to split the strategy into its 
constituent parts or elements, with identified outcomes required from each of the elements. The strategy is 
an important component of the North Staffordshire LTP and will be a key reference point for the area’s 
Housing Market Renewal Pathfinder (RENEW) and Regeneration Zone initiatives.  
 
Mission Statement 
To work in partnership towards an effective and accessible bus network for North Staffordshire, 
underpinning sustainable regeneration initiatives,to provide a realistic alternative to the car for local 
travel needs. 
 
(a) Elements of the Bus Strategy 

• Network Provision & Accessibility 
• Physical Access to the Network 
• Operational Performance 
• Interchange and boarding points 
• Information 
• Ticketing 
• Customer Focus 

 
In order to ensure that the local bus network is effective and accessible, the bus journey itself needs to be 
broken into its constituent parts. All these elements of planning and undertaking a local bus journey are 
considered in the following sections. 
 
• You have a bus service available       section 4.2 
• You have the service information available before you walk to boarding point  section 4.6 
• The bus stop is within reasonable walking distance     section 4.3 
• You feel safe walking to the boarding point and at the boarding point   section 4.3 
• There is information again at the boarding point     section 4.6 
• The bus service is reliable and punctual      section 4.4 
• There is easy access into the vehicle from boarding point    section 4.3 
• The bus fare is affordable        section 4.7 
• There is a good quality service, including customer care and service information section 4.8 
• There is easy egress from the vehicle at the alighting point    section 4.3 
• There is easy egress from the vehicle at the alighting point    section 4.3 
• It is easy to change onto another bus or train      section 4.5 
• You feel safe walking from the alighting point to the end destination   section 4.3 
• Your destination is within reasonable walking distance of the alighting point  section 4.3 
 
(b) North Staffordshire Integrated Transport Study (NSITS) 
 
The NSITS Final Report has produced a Preferred Strategy that sets out priorities for the next 15 years. 
Heavily dependent on public transport improvements, the key elements of the strategy are: 
 
• improving the definition and quality of the urban bus network 
• introduction of Bus Priority Corridors to aid service quality  
• improvements to interchange facilities 
• establishment of Park & Ride services 
• winning hearts and minds – such as personal journey planning, Travel Plans etc. 
• parking controls – on-street parking charges, annual increase in real terms in parking charges  
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• adoption of land use policies that encourage new development in the Inner Core Area of North 
Staffordshire 

• consideration of Statutory Quality Partnership (SQP) or a Quality Contract (QC) if voluntary partnerships 
do not deliver improvements 

 
NSITS provide a sound analysis of local transport problems and opportunities and a strategic basis for the 
North Staffordshire LTP, including the Bus Strategy. 
 
4.2 Network Provision & Accessibility 
 
(a) Network Policy Statement 
The local authorities will work with operators and other partners to implement a high quality core urban 
network in North Staffordshire, supported by a further network of services, based on social inclusion, in 
areas away from the core network corridors. Accessibility Assessments will be used to inform all aspects of 
bus service provision in North Staffordshire. In partnership with bus operators we will help them identify 
where there is potential for commercial services to be introduced, diverted or extended. With regard to non-
commercial services, accessibility indicators will be used, together with best value indicators, to inform the 
authorities of where subsidised services will be of most benefit. 
 
(b) Key Issues 
 
North Staffordshire is a multi-centred conurbation. Neither Stoke-on-Trent City Centre (Hanley) nor 
Newcastle-under-Lyme are huge employment centres; nor are the other town and district centres. Thus, the 
travel to work pattern is dispersed and, as the core network is based on services to and from these centres, 
a large number of people have no direct home to work bus service. Whilst encouragement is given to new 
employers to locate in the existing centres, much new employment demand requires large brownfield sites, 
particularly for distribution companies, creating new employment centres. 
 
Similarly, much further and higher education provision is provided outside the traditional centres, as are the 
main hospital sites. Most of the centres do, however, have a good range of supermarkets for food and other 
essential shopping. 
 
Key residential areas are being built in existing centres and on brownfield sites. The former are very 
accessible for public transport and are enhancing the viability of the centres. The latter are often edge-of-
town sites, and require the diversion or extension of existing services, or new services. 
 
When funding is required to provide a new development with a bus service, financial contributions from 
developers are sought. However, the current economic climate in North Staffordshire means it is often 
difficult to attract suitable contributions, and many developments cannot be served adequately. Bus 
operators seem unwilling to take the financial risk of providing a service to a new market. 
 
The majority of bus services in North Staffordshire are provided commercially by First PMT Limited. From 
this strong base the authorities wish to work with First and other operators to identify and implement a 
network of key public transport corridors. Indicators affecting which corridors will be chosen include: 
 

• current bus network 
• current bus service patronage 
• travel demand by other modes 
• accessibility indicators – particularly proximity to residential areas 
• identified potential travel attractors – existing and proposed 
• bus priority potential 
• perceived commercial viability by operators and/or available funding from local authorities and 

developers 
• interchange with other modes including private car, local and regional bus, coach and rail 

 
Choosing corridors where these indicators can be maximised provides the best opportunity for a 
predominantly commercial network to produce a modal shift and improved accessibility.  
 
(c) What is already being done? 
There is a Quality Bus Partnership working group consisting of Staffordshire County Council, Newcastle-
under-Lyme Borough Council, Stoke-on-Trent City Council and First PMT Limited. This has helped inform  
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the local authorities of how to identify and prioritise the sustainable transport element of the Local Transport 
Plan Capital Programme. Bus priority measures and improved passenger boarding and waiting facilities 
have been provided. It has also provided the impetus for First to invest in accessible vehicles for the area 
(Plate 1). Value for money is achieved by matching these investments along agreed bus corridors. 
 
Plate 1: Official Launch of service 20 QBP by Mike Parker,  

 Director General, Nexus PTE. November 2002. 
 

 
 
There is direct liaison between engineers, transport planners and town planners within North Staffordshire. 
Stoke-on-Trent City Council has the benefit of being responsible for all these functions as a Unitary 
Authority, whilst Staffordshire County Council has an excellent working relationship with its borough and 
district councils. This liaison ensures that, wherever possible, new development is promoted in locations 
already on the core bus network, and that, if not, a contribution is sought from the developer to fund the 
required enhancement of the network. It is felt that this aspect of land-use planning is essential in the future, 
and that its true potential to assist with encouraging a modal shift to public transport has not been fully 
realised to date. 
 
The local authorities do subsidise a number of local bus services. Over 7% of bus passenger journeys in 
North Staffordshire are made on subsidised services. These tend to be based on ensuring access to key 
facilities, particularly employment, education, health facilities and access to essential shopping for the 
elderly. They will fall into the following categories: 
 
• direct links to employment, particularly early mornings and late evenings 
• direct links to education, particularly for pupils not entitled to free transport 
• direct links to health, particularly evenings 
• socially necessary services: off peak services away from the core network, providing the only direct link 

for those with mobility problems and for those without access to a car 
• specialised/community transport schemes, where door to door transport is required 
 
Stoke-on-Trent City Council has purchased 22 vehicles to be used on its Cityrider network of socially 
necessary services, further improving the accessibility of these services. 
 
Community Transport is also available to residents of North Staffordshire, with several transport schemes in 
place (Plate 2). The local authorities provide a grant to these schemes, although some struggle to cover 
their costs as their fare structures have to be affordable for their customers, who often have very limited 
disposable income. Passenger journey information is provided by operators to enable benchmarking of cost 
per passenger journey and to establish the type of journey being undertaken.. 
 
(d) What we intend to do  
(i) Core Network 
A core network will be identified based on the indicators detailed in part (b) above. This will involve 
information being required from all the local authorities in North Staffordshire and all bus operators. The  
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partners will work towards minimum standards that any operator providing services on the network should 
adopt.  
 
The core network will aim to provide services to satisfy as many existing and potential journeys by all modes 
as possible. Particular attention will be paid to new housing and employment areas, where present public 
transport provision is poor.  
 
Plate 2: Specialist Transport provision 
 

 
 
The voluntary Quality Bus Partnership (QBP) concept is to be reviewed and improved. Whilst acknowledging 
the need for further funding of accessible bus stops and increasing the accessible bus fleet, it is felt that this 
is a core component of all the partners’ strategies now.  
 
The core network should have the following characteristics, some of which will be expanded on in future 
sections. 
 
• direct links between all residential areas and the nearest local centre (employment, shopping, limited 

interchange) 
• direct links between the majority of residential areas and the nearest major centre (employment, 

shopping, main interchange) 
• direct links between all local centres and the two major centres 
• direct links between both major centres and all key employment, education and leisure destinations 
• direct links between local centres and some key employment, education and leisure destinations 
• direct link between both major centres and Stoke-on-Trent Railway Station 
• all fully accessible vehicles by 2011 
• high standards of performance (section 4.4) 
• high standard of bus stops and interchange (section 4.5) 
• high standard of publicity and information (section 4.6) 
• multi-operator ticket scheme (section 4.7) 
 
 
(ii) Supporting network 
It is recognised that the core commercial network must concentrate on a limited number of corridors, 
allowing the partners to concentrate resources. Services can deviate and extend away from the core 
network; indeed this is a major advantage of bus based transport. However, this will result in some areas of 
North Staffordshire not being close to this network, and thus a network of services will be required to feed 
into local centres and the core network.  
 
These services will be less frequent, and some will be provided commercially, whilst others will require 
funding from local authorities and other funding sources. In addition, some services may be required to 
edge-of-town or out-of-town destinations, or between residential areas. 
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Quality standards will be identified for this network, driven by contract conditions for subsidised services. 
The following sections will identify the different standards, where appropriate, between the two parts of the 
network. 
 
Punctuality Improvement Partnerships and The Customer Care Charter will also be applied to services on 
the supporting network. 
 
Consideration will be given to the introduction of more demand-responsive services on the supporting 
network. Local authorities and operators have the ability to provide such services either on a basic fixed 
route with diversions on-demand, or through a completely demand-only basis in a specified operating area. 
This type of service can be expensive to provide, but may be economical where demand is low. The benefits 
include a service based more on passenger demand, and therefore more accurately targeting resources 
plus, to the passenger, the reduced walking distance and improved safety perceptions.  
 
(iii) Specialised transport 
There is a third tier of local transport that is required for the most vulnerable in our society. However 
accessible bus services are, some people require a greater degree of care than bus services can provide. 
Currently, Community Transport schemes, local authority in-house fleets, non-emergency hospital services, 
voluntary car schemes and taxis all provide a service of this type.  
 
The authorities will continue to work with Community Transport operators, and they will be encouraged to 
bid for local authority education and social services contracts as a means of funding. The authorities will also 
need to ensure that resources are utilised in the most cost-effective way. The current grant funding will need 
to be augmented by a criteria-based subsidy in keeping with drives to ensure value for money and public 
accountability. The scope for utilising in-house transport will be established. The City Council has an 
integrated team responsible for organising local bus, school and social services transport and as such is in a 
strong position to co-ordinate transport efficiently. The County Council also has strong links between local 
bus and school transport co-ordination. The potential for a taxi-card scheme and other innovative schemes 
will also be researched.  
 
(iv) Frequencies 
The Local Transport PLan identifies improvements to frequency of services as a key element in improving 
the urban bus network. Key corridors will link residential areas with traditional centres, major employment 
sites, education facilities, hospital sites, rail stations and key leisure facilities. A target ten-minute frequency 
has been set. The supporting network concentrates on short, local services into local centres and local 
health facilities, offering access to the core network. Frequencies will be lower than on the core network – 
generally between every twenty minutes and hourly.  
 
(v) Key destinations 
The Accession accessibility software will be used to determine where there is a poor level of accessibility 
and will allow us to show what effect various options would have on improving accessibility. As an integral 
part of the Accessibility Planning process the Bus Strategy will help to ensure that the North Staffordshire 
Bus Network concentrates on access to key destinations, which will maximise benefits to ensure value for 
money. 
 
Access to three key destinations has been prioritised: 
 
• Stoke-on-Trent City Centre – the sub-regional retail centre and significant employment centre 
• Newcastle Town Centre – the next largest retail centre in Staffordshire; significant employment and 

further education establishment 
• University Hospital of North Staffordshire – providing a regional facility as the fourth largest hospital in 

the country 
 
There will still be a recognition that accessibility to more peripheral employment areas is required, but 
concentrating on Hanley and Newcastle initially will help to drive the regeneration of the Inner Core Area and 
encourage more sustainable development. The new hospital complex will provide primary health care to 
North Staffordshire residents, and good access by bus is fundamental to their health. 
  
(e) How we intend to do it 
Chapter 5 of the LTP outlines the regeneration initiatives in North Staffordshire and makes reference to the 
need for all regeneration to encourage sustainable travel. Whilst much regeneration in the area will be  
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targeted at sites with good public transport access there are other sites, such as those earmarked for the 
logistics industry which, by necessity, need to be sited away from residential areas and close to the national 
highway network. These sites provide particular challenges, so it is essential that bus service provision is 
identified as a key issue to be addressed at the earliest planning stage and that resources are made 
available for this. Continued close working between strategic planners and transport planners is essential. 
 
Many access issues relate to land-use policy. Therefore, there must be a working partnership between local 
authority planners and transport planners with policies designed to encourage development in sustainable 
locations, such as existing centres with good bus service access.  Where development takes place in less 
sustainable locations, local authorities will first attempt to secure a commercial bus service. If this is not 
possible, funding must be secured to provide a service until such time as the service is commercially viable. 
Funding from developers will be sought to fully fund any increase in service deemed appropriate. 
 
The local authorities will continue to work with operators of commercial services to ensure current frequency 
of services on the core network is not reduced. Passenger Transport Partnerships (PTPs) will establish with 
commercial bus operators the extent to which they can provide a core, commercially viable, network, based 
on the quality indicators previously stated. The authorities will provide information relating to travel patterns 
and local development to the operator to help them with this decision. The authorities are fully committed to 
build on the improvements already made through voluntary partnerships with operators and only if the PTP 
system is shown to not be working, based on a set of agreed common indicators, and as last resort, will the 
possibility of Statutory Quality Partnerships or Quality Contracts be explored. 
 
Any parts of the core part of the network or the supporting part of the network that cannot be provided 
commercially will be considered for subsidy. Value for money of supported services will be measured 
through an agreed methodology, with demand, journey type, alternative provision, social indicators and total 
cost all likely to be included in the agreed model. Preference will be given to areas where the recommended 
level of service is not yet met. Increasing revenue funding for subsidy of such services will continue to be a 
high priority for both the City and County Councils. Contracts for subsidised services will be designed to 
encourage operators to grow patronage and revenue, with options to include provision of vehicles by local 
authorities, revenue sharing above agreed thresholds, and trigger points for commercial registration.  
 
The potential for demand responsive services will be ascertained. Existing subsidised services will be 
subjected to a value for money exercise, to see if a more flexible service may be more suitable. This can be 
extended to discussions with operators regarding their non-core commercial services. Particular emphasis 
will be placed on services used predominantly by elderly and female passengers, and evening services. 
 
The most vulnerable will continue to need specialised door-to-door transport, and there needs to be a more 
co-ordinated approach to delivering this through North Staffordshire. A review of existing provision will be 
undertaken and recommendations made as to how this provision could be achieved more efficiently. 
Particular emphasis will be placed on integrating Community Transport schemes, local authority in-house 
fleets, non-emergency hospital services, and commercial operators of accessible vehicles. A central 
operating centre using vehicle scheduling software providing a one-stop shop would be one potential 
system. 
 
The local authorities will seek to include developer contributions towards sustainable transport within local 
planning policies and strategies, specifically through the production of a Developer Guidelines for 
Sustainable Transport document, using the Social Exclusion Unit’s Making the Connections: Final Report on 
Transport Transport and Social Exclusion for guidance. This guidance should be adopted as part of the 
development framework of the local authorities and it will set a benchmark for the required public transport 
access levels dependent on size, nature and location of the development. A draft is shown in Appendix 2. 
External funding will also be pursued, initially through the government’s Kickstart programme.  
 
The key outcomes we wish to achieve through this part of the Bus Strategy are shown below. The LTP 
indicator references are shown in parentheses. 
 
Target M10 (LTP1) – Accessibility of major shopping areas  
 
To maintain (a) 25% of households to be within 15 minutes of a major shopping area by public transport. 
 and (b) 80% of households to be within 30 minutes of a major shopping area by public transport  
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Target M10 (LTP1) – Accessibility of major shopping areas  
To maintain (a) 30% of households without access to a car to be within 15 minutes of a major shopping area 
by public transport and (b) 85% of households without access to a car to be within 30 minutes of a major 
shopping area by public transport. 
 
Target M11 (LTP1) – Accessibility of hospital facilities 
 
To maintain (a) 55% of households to be within 30 minutes of the University Hospital of North Staffordshire 
by public transport and (b) 90% of households to be within 60 minutes of the University Hospital of North 
Staffordshire by public transport. 
 
To maintain (a) 60% of households without access to a car to be within 30 minutes of the University Hospital 
of North Staffordshire by public transport and (b) 95% of households without access to a car to be within 60 
minutes of the University Hospital of North Staffordshire by public transport. 
 
There will also be a requirement to improve access to regular bus services throughout North Staffordshire, 
particularly for the elderly. 
 
Target L1 – Accessibility of regular bus services 
To maintain the current proportion of 85% of households being within 400m of a bus stop with a minimum 
weekday off-peak service provision of two buses per hour. 
 
Target L2 – Bus modal share of peak hour journeys to Stoke-on-Trent City Centre 
To increase the proportion of morning peak journeys into the City Centre by bus to 35% by 2010/11. 
 
Target M7 (BVPI 102) – Bus patronage in North Staffordshire 
To initially maintain the 2004/5 baseline figure of bus passenger journeys until 2008/9 and thereafter 
increase by a total of 2% by 2010/11. 
 
 
4.3 Physical Access to the Network 
 
(a) Access Policy Statement 
The local authorities will identify best practice with regard to access to the bus network, and use their 
powers as Highway Authorities to ensure that new developments are accessible and to identify and improve 
access at existing locations. 
 
(b) Key Issues 
Strategic access issues have been discussed in the previous section. However, even where there is a 
regular bus service, poor physical access can provide a major barrier to using the service. There are two 
main components of physical access: 
 
• Pedestrian routes to and from the point of entry for the service i.e. the bus stop or boarding point 
• Entry onto the vehicle 

 
(c) What is already being done? 
 
Pedestrian access 
The 2004/5 LTP Capital Programme saw the commencement of a programme to improve the walking 
environment between origins/destinations and bus stops, with particular emphasis on improving safety. 
Specific actions have included improvements to surfacing, lighting, crossing facilities and removal of 
overgrown vegetation.  
 
Vehicle access 
The local authorities have worked hard with operators to improve vehicle accessibility through Quality Bus 
Partnerships where, in return for infrastructure improvements through LTP, First have provided low floor, 
accessible vehicles. Much of the infrastructure improvement has been in the form of raised kerbs at stops to 
provide level boarding onto the low floor buses.  80% of Firsts’ fleet on commercial services are of low floor 
design, with over 90% of passenger journeys made on low floor buses.  
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Vehicle accessibility on subsidised local bus services is being addressed in North Staffordshire.  All tenders 
for subsidised journeys specify the use of accessible vehicles and, in addition, the City Council has provided 
22 fully accessible vehicles for use on these services (Plate 3). This network of services, marketed and 
branded as Cityrider in Stoke-on-Trent, has seen an increase in patronage that customer surveys suggest is 
predominantly due to the quality of the vehicles.  
 
(d) What we intend to do 
Barriers to pedestrian access to the bus network will continue to be identified. Factors that will help 
prioritisation of resources will include the perceived vulnerability of passengers (age, gender, those with 
special needs), the frequency of service, number of passengers and, where crossings are being considered, 
the level of pedestrian and vehicle traffic. The introduction of demand responsive transport may allow for 
passengers to be picked up and set down closer to their home/destination which will complement 
improvements to pedestrian links by minimising walking distances, particularly for the elderly and for evening 
night.  
 
Emphasis will also be placed on good design of new developments, and developers will be encouraged to 
discuss their site designs with transport officers to ensure good pedestrian links to bus stops are provided. 
This will be included in the proposed Developer Guidelines to Sustainable Transport policy document 
(Appendix 2), which, as stated in the previous section, will also be a strategic guideline for developers with 
regard to the desired levels of public transport access and the rationale behind expected developer 
contributions. 
 
Plate 3: Fully accessible buses on subsidised services 
 

  
 
With regard to vehicles, the Disability Discrimination Act requires that all new buses be fully accessible, as 
defined in the Public Service Vehicle Accessibility Regulations 2000, with all single deck vehicles to be DDA 
compliant by 2015.  The Local Transport Plan identifies improved vehicle quality as very important in 
improving the image and quality of the urban bus network.  The authorities will also work with operators 
towards a deadline of 2011 for all bus services on the core network in North Staffordshire to be operated by 
fully accessible vehicles. 
 
 
(e) How we intend to do it 
Raised kerbs at bus stops are essential if the investment in low floor vehicles is to gain the most value. The 
LTP Capital Programme and other internal and external funding sources will be used to continue the 
programme of converting bus stops to be fully accessible. This will include not only the bus stop itself, but 
pedestrian access to the stop. 
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Voluntary Quality Bus Partnerships (QBPs) will continue to concentrate on operators funding the purchase 
of modern, accessible buses as part of their contribution to the partnership. Much of the core network in 
North Staffordshire already has accessible bus operation, and priority of the development of QBPs will be all 
services on the core network being fully accessible.  
 
The Office for Fair Trading (OFT) is being consulted regarding how local authorities can legally encourage 
operators to provide modern, accessible vehicles. The Competition Act 2000 places restrictions on how 
commercial organisations can benefit in kind from public bodies, and it may be that some commercial 
services need to be brought under the control of the local authorities to allow the necessary improvement in 
vehicle quality. This could be in the form of providing each service under contract through a competitive 
tendering process, or a more radical proposal such as an area franchise or Quality Contract.  
 
With regard to vehicles used on subsidised services, the current buses are still young and do not need to be 
replaced in the near future. The purpose of purchasing vehicles for use on contracted services, as well as 
reducing contract costs, was to bridge the gap until DDA compliant vehicles are required on all bus services 
in 2015. A decision will be made as to whether the current vehicles will be retained until this date, or whether 
a fleet renewal programme will be sought via the LTP Capital Programme and other external funding 
opportunities. 
 
Indicator I2 – Accessibility of bus stops  
To continue the programme of providing raised kerbs at bus stops to improve accessibility of bus services. 
 
Indicator I3 – Accessibility of vehicles 
To continue to work with bus operators to increase the proportion of accessible, low floor buses operating on 
local bus services. 
 
 
4.4 Operational Performance  
 
(a) Operational Performance Statement 
The local authorities will work with operators to help them improve reliability and punctuality of bus services 
in North Staffordshire.  
 
(b) Key Issues 
Punctuality refers to a bus service operating according to the scheduled time. Reliability refers to whether 
the bus service actually operated at all. When a survey of passengers, or potential passengers, is 
undertaken, this issue is often at the top of the list of priorities.  
 
There are three main reasons for poor reliability and punctuality: 
 
• Operational malpractice – shortage of drivers, vehicle unreliability, unrealistic timetables, drivers failing 

to adhere to timetable (late start, early running) 
• Traffic conditions – caused by unpredictable congestion and lack of bus segregation or priority 
• Illegal use of bus lanes and bus stops by private motorists 
 
Driver shortage is still an issue in North Staffordshire. Operators could attract more drivers through 
increased pay and conditions, but this may mean withdrawal of some commercial services. Operators also 
have difficulty in attempting to reconcile the need for easy to understand, clock-face timetables with the need 
to account for variable running times at different times of the day or week. 
 
North Staffordshire has a number of congestion hot-spots, predictably at some key junctions. The degree of 
congestion is unpredictable, often affected by external factors such as accidents or repairs on the nearby 
motorway and trunk road network. In addition, the constrained nature of the local road network makes it very 
difficult to provide significant amounts of bus lane.  
 
Where bus lanes are provided, parking in them by private motorists is a particular problem, as is parking at 
bus stops. This delays buses, particularly as narrow roads often make it difficult or dangerous to pass the 
parked vehicle, and boarding and alighting take longer  
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(c) What is already being done? 
(i) Operational issues 
The Traffic Commissioners’ Standards for Local Bus Services sets out the punctuality of bus services 
expected from operators. Table 1 summarises these targets, which identify that lack of punctuality at the 
start and end of a route is not excused, whilst some recognition of traffic conditions along the route is 
recognised by the imposition of a less onerous punctuality target at stops along the route. 
 
In effect much of the core network will have frequent services, and a different set of principles apply to 
punctuality on these corridors, based on the average waiting time for passengers. The aim is to reduce the 
average waiting time for passengers by ensuring buses do actually turn up at, say, 5 minute intervals rather 
than at intervals of, say, 2 minutes and then 8 minutes. 
 
Table 1: Punctuality Standards for Local Bus Services 
 

Point on the route Benchmark (actual against scheduled) Performance 
Services less frequent than every 10 minutes 
Start Between 1 minute early and 5 minutes late 95% 
Intermediate points* Between 1 minute early and 5 minutes late 70% 
Finish No more than 5 minutes late 95% 
Frequent Services 
All points on route Excess Waiting Time (EWT) < 1.25 x EWT 
 
Initial discussions have taken place with First PMT to establish a Punctuality Improvement Partnership (PIP). 
It is intended that this document will link into other strategies such as the Quality Bus Partnership, providing 
some key targets for improvement. Staffordshire County Council and Stoke-on-Trent City Council already 
have conditions in place relating to punctuality on contracted bus services.  
 
(ii) Traffic Conditions 
Urban Traffic Control (UTC) systems are in operation in North Staffordshire. In North Staffordshire many key 
junctions have traffic signals able to identify when a bus is approaching and extend the green time where 
possible. All local bus services in North Staffordshire can potentially benefit from this system.  
 
Approximately 2 kilometres of bus lane are currently operational in North Staffordshire, including bus gates 
approaching Hanley bus station and the main bus routes in Stoke and Tunstall Town Centres. Pedestrian 
crossings are often coincided with bus lane provision to stop general traffic and allow buses and pedestrians 
to cross independently of each other. 
 
A number of Variable Message Signs (VMS) have been provided in Stoke-on-Trent, issuing advice to all 
road users on journey times. They are capable of providing details of alternative routes for motorists, which 
can help reduce congestion at key times.  There are also plans to implement VMS in Newcastle during this 
LTP period. 
 
(iii) Illegal Use of Bus Lanes 
Stoke-on-Trent City Council has a decriminalised system for enforcing parking offences. Whilst problem 
spots are identified and targeted, the problems do return. Guard railing has on occasions been placed 
adjacent to bus lanes to discourage loading/unloading and parking, but it is expensive and unsightly, and it 
is a barrier for pedestrians.  There are also plans to implement Decriminalised Parking Enforcement in 
Newcastle during this plan period.  
 
(d) What we intend to do 
We will work with the operators to acknowledge all the parties’ roles in helping improve bus reliability and 
punctuality. The local authorities will play their part by giving buses more priority, though a hierarchy of 
 
• segregation for buses – bus only roads, bus lanes, bus gates 
• policing of bus segregation facilities 
• junction priority for late running buses 
• junction priority for all buses 
• infrastructure improvements  
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All measures will be aimed at improving the bus network where benefits can be realised. Thus, there will be 
a structured plan rather than piecemeal schemes provided as and when the opportunity arises.  
 
In turn, the operators need to ensure that they have enough resources to operate their advertised services in 
full. We will seek penalty payments for operators who do not operate their subsidised services according to 
the advertised timetable.  
 
(e) How we intend to do it 
(i) Punctuality Improvement Partnerships 
Punctuality Improvement Partnerships (PIPs) will be set up with any bus operator who is willing to work with 
the local authorities. The first PIP is being set up with First PMT Limited, and issues regarding targets and 
monitoring are currently being discussed.  The key roles for the partners in any future PIP will be: 
 
• Local authorities – investigating potential for identified bus priority measures; monitoring of services 
• Operator – identifying key congestion problems; ensuring timetables and staff levels are adequate; 

ensuring driver awareness of punctuality issues 
 
(ii) Urban Traffic Control 
There are proposals to enhance the existing Urban Traffic Control (UTC) system during this plan period. 
This system will provide bus priority at more locations, and will also be able to identify which bus is 
approaching and whether it is early, on time or late. This will then determine whether, and how much, priority 
is given to the bus. It will also provide huge efficiency savings in terms of monitoring service punctuality as it 
will be done by an in-vehicle console for each journey. Real-time information for passengers is another 
significant benefit. It is proposed that the system also be operational in surrounding authorities’ road 
networks, and Staffordshire County Council is working with the City Council and First PMT Limited to this 
end.  
 
(iii) Bus Priority Measures 
The identification of a core bus network and its delivery through the QBP and PIP will highlight where bus 
priority measures are required. UTC has a role to play, but segregation of buses from general traffic will be 
required in places. Any potential for bus lanes identified through QBP and PIP will be fully assessed from an 
engineering and highway management perspective and for value for money, including punctuality 
improvement, savings to journey times and accessibility improvement.  
 
The NSITS study identifies a number of bus priority corridors that may entail roads being made available for 
buses, cyclists and cars requiring access, with the use of Automated Number Plate Recognition (ANPR) to 
prevent motorists driving beyond the zone to which they require access. This potential will be fully explored. 
Indicative corridors on the commercial network where this will be explored are: 
 

 Longton – Fenton – City Centre (Hanley); 

 Fenton – Stoke – Newcastle; 

 Stoke - Stoke Station – City Centre (Hanley); 

 Newcastle - Festival Park - Wolstanton – Etruria Park and Ride – City Centre 
(Hanley); 

 City Centre (Hanley) - Bucknall – Bentilee; 

 City Centre (Hanley) – Burslem – Tunstall; and 

 City Centre (Hanley) – Smallthorne – Sneyd Green 
 
(iv) Bus Lane Enforcement 
Stoke-on-Trent City Council already has an extensive CCTV system in operation. The Traffic Management 
Act 2004 will allow authorities to use CCTV to identify a vehicle’s registration and issue a Penalty Notice 
accordingly. Proposals are being forwarded to ANPR to protect bus lanes and bus stops from abuse. Bus 
operators are currently supplying their fleet details so that they can be added to the exempt vehicles 
database. The output we wish to deliver from this part of the Bus Strategy is: 
Target M15 (LTP5) – Punctuality of bus services 
 
To increase punctuality of bus services departing timing points to 85% of all scheduled departures being 
within the window of one minute early and five minutes late by 2010/11. 
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4.5 Interchange and Boarding Points 
 
(a) Interchange Policy Statement 
The local authorities will work to provide high quality bus stop and interchange facilities for passengers and 
operators, such that there is easy access to and within the bus network, and between the bus network and 
other modes. 
 
(b) Key Issues 
No matter how extensive a bus network and how accessible the vehicles, people need to be able to access 
the network. This includes the walk to the bus stop, as described in section 4.2, and also the bus stop itself. 
Once on the network, people need to change onto other buses, and between bus and train, coach, car or 
taxi. Cycling needs to be encouraged as a key mode of accessing the network, so cycle facilities are 
required at key boarding points. 
 
First and their predecessors have traditionally owned and maintained bus stops in North Staffordshire. 
Unfortunately, resources are required to maintain these stops and there are also insurance issues with a 
third party, street lighting column provider, with many bus stop flags attached to street lighting columns. 
Understandably, the stops advertise First’s services predominantly, although other operators’ service 
numbers are shown. No other operator provides any bus stop facility, nor contributes to the upkeep of the 
existing stops. 
 
As part of the QBP a programme of providing bus stops with raised kerbs has been implemented throughout 
the life of the 2001-2006 LTP. The majority of the most frequently used stops now have Kassel kerbs as 
standard. Developers are also often required to cover the cost of bus stop provision or upgrade of stops 
closest to their development.  
 
The aim is to improve as many bus stops as possible in North Stafforshire through the implementation of 
QBP.  In addition, the City and County Councils upgrade stops away from the QBP network, for example as 
part of highway improvement schemes or at new developments. Stoke-on-Trent City Council also has a 
contract with bus shelter provider J.C.Decaux which provides further opportunities for bus stops to be 
improved. This has resulted in new shelters at almost 300 bus stops, many on key bus corridors. Newcastle-
under-Lyme Borough Council is also working towards an agreement with a bus shelter provider to improve 
stops in the borough. 
 
Hanley Bus Station is over forty years old and in need of improvement. There is currently pressure from 
developers to relocate the bus station to allow for retail development on the current bus station site. Longton 
Interchange is a new facility, opened in 2003 (Plate 4). However, lack of revenue funding means that it is not 
staffed, with the resulting litter and security issues. Longton Interchange is adjacent to Longton Railway 
Station. Both Hanley and Longton bus facilities do have CCTV. 
 
Plate 4: Longton Interchange from Longton Rail Station 
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None of the three bus stations/interchanges have cycle storage provision. However, with more routes being 
shortened to aid reliability and punctuality, there are more passengers than ever who are required to 
interchange, and therefore cycle parking will be an issue. 
 
The other local centres have on street facilities. Changing buses is not physically difficult, but lack of 
information and signage is a barrier.  
 
Table 2: Bus Interchange Hierarchy 
 

Location                   Facilities  
   
 

1 2 3 4 5 6 7 8 

CATEGORY 1 – key interchanges 
Hanley Bus Station         
Newcastle Bus Station         
Tunstall Interchange         
Burslem Interchange         
CATEGORY 2 – key on-street interchanges 
Stoke Town Centre         
CATEGORY 3 – inter-modal interchanges 
Stoke-on-Trent Rail Station         
Longton Bus and Rail Interchange         
Kidsgrove Rail Station         
Longport Rail Station         
CATEGORY 4 – non town centre on-street interchanges 
University Hospital         
Meir Centre         
Festival Park         
Bucknall Road / Finney Gardens         
Trent Vale, Black Lion         
Chell roundabout         
Heron Cross         
Key: 
1 Passenger Information – real time passenger information 
2 Passenger Information – written scheduled timetable information 
3 Passenger Information – timetable leaflets available 
4 Safety – staffed  
5 Safety - CCTV 
6 Cycle storage facilities 
7 Ticket purchase available 
8 Interchange with other rail or coach 

 
 

(c) What is currently being done? 
In order to enable a programme of improvements to bus stops, the local authorities have taken over 
responsibility for them.   
 
The outcome of local authority responsibility for bus stops will be that guidance will be published by the 
County Council and City Council regarding: 
 
• how new bus stop locations will be determined 
• under what circumstances relocation of a bus stop will be considered 
• a hierarchy of bus stops and the appropriate minimum standard of bus stops at each level 
 
The City Council’s 2006/7 LTP Capital Programme includes a scheme to improve the passenger linkages 
between Longton Bus Interchange and Longton Railway station. This includes initially, improving pedestrian 
links between the two, and improving facilities at the rail station. In the longer term, the scheme will see 
disabled access being provided to the rail station.  
 
 
 



APPENDIX D: BUS STRATEGY 

D-22 

 
Another element of the City Council’s Capital Programme is the upgrade of a number of taxi ranks in the 
city. Linkages between bus stations and taxi ranks have been assessed, and improved where possible. 
Safety at ranks is a key issue, and CCTV provision will be a key element of any upgrade.  
 
(d) What we intend to do 
The hierarchy of bus interchange facilities was established in the initial Stoke-on-Trent LTP. This established 
the level of passenger facilities to be provided at each level. Table 2 updates the hierarchy and details the 
facilities expected by the end of LTP2 for all of North Staffordshire. This is very much still provisional and is 
subject to agreement from partners. 
 
The local authorities are determined to see an improvement in interchange facilities. Any new bus station at 
Hanley will have suitable vehicle and passenger capacity and be central to ensure good accessibility to key 
destinations within the City Centre. It will have high quality facilities for passengers and bus drivers, 
comprehensive timetable information, and an integral taxi rank.  
 
Burslem and Stoke town centres are currently the subject of regeneration studies, with public transport 
facilities being a key consideration. Initial proposals for Burslem involve an upgrade of stops as part of a 
pedestrianisation scheme. The Stoke study is less advanced, but initial proposals involve enhancing the 
current bus mall at Church Street, with related highway works to allow all services to access stops on the 
mall. There would also be rationalisation of the stops, which, with signage, will ease interchange. 
 
Tunstall town centre is undergoing significant development. It is proposed that Woodland Street could 
become a bus mall, with some stops on High Street remaining as additional stops to the bus mall. This 
would provide a joint facility for bus services currently terminating in at Woodland Street and through 
services currently using High Street only. 
 
There are a number of other locations where there is a potential for interchange that is not currently realised. 
This would allow some passengers to reduce their journey times and the inconvenience of having to travel to 
the nearest centre to interchange. These interchanges are detailed in Table 3. 
 
Table 3: Category 4 Interchanges – proposed improvements 
 

Location Number of 
services 

Current barriers Proposed improvements 

University Hospital 4 Poor shelter and 
information provision; A34 
provides barrier for service 
101 

Improved information and shelter 
provision; timetable leaflets at key 
buildings; potential for real time 
information; good pedestrian 
access to/from A34 

Bucknall Road / Finney 
Gardens 

13 No formal pedestrian 
crossing on busy road 

Pedestrian crossing and signage; 
bus shelter provision; all-operator 
timetable information 

Trent Vale, Black Lion 5 Services split at junction of 
A34 and London Road 

Improvement of existing bus 
shelters prior to junction; 
pedestrian crossing provision 
closer to stops 

Festival Park 3 Services spilt at Festival 
Way and Ridgehouse Road 

Stops to be included on common 
stretch of all services; lay-by and 
shelter provision  

Chell roundabout 5 Public awareness of 
interchange potential 

Improved information and shelter 
provision 

Heron Cross 3 Services split at Heron 
Cross traffic lights; no stops 
prior to split 

Additional stops to be added on 
common stretch of all services 

 
The NSITS study identifies a need to brand the local bus network. Therefore, it is planned to introduce a 
specific design of shelter and clear interchange logo at the interchanges in the above table. 
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(e) How we plan to do it 
With regard to the main bus interchanges, the local authorities will continue explore means of improving 
facilities. Stoke-on-Trent City Council will work with any developer of the existing Hanley Bus Station site to 
ensure any replacement has the required capacity and facilities. If the site is not to be developed then 
funding will be sought to improve or replace the existing structure. 
 
Funding for the staffing of Longton Interchange will be sought. Some initial discussions have already taken 
place with adjacent retailers, to assess the potential for joint staffing and marketing initiatives. This would 
then allow physical improvements to be introduced, such as provision of entrance doors. 
 
Improvements at Tunstall and Stoke can be undertaken after consultation exercises with bus operators, 
local traders and local residents. Funding would be from the LTP Capital Programme, with contributions 
sought from developers and other external sources. A new bus interchange at Burslem would be planned 
and funded as part of a wider regeneration project, with some LTP funding. 
 
Feasibility assessments will be undertaken to establish the viability of intended improvements at other 
interchanges. Upgraded shelters will be procured either through the existing agreement with J.C.Decaux or 
through a competitive tendering exercise.  
 
It is envisaged that these schemes will be funded through the LTP Capital Programme and will be 
undertaken in the first two years of the 2006-11 LTP. Passenger information will be provided as part of the 
bus stop replacement programme.  
 
 
4.6 Information  
 
(a) Information Policy Statement 
The local authorities will work with operators to provide public transport information that is easily accessible, 
comprehensive and understandable. 
 
(b) Key Issues 
The three main aspects of information provision are: 
 
• Printed information – to inform of the public transport options and to allow journeys to be planned in 

advance 
• Telephone and web-based information – to provide an alternative to printed information 
• Information at the bus stop or bus station – to confirm information obtained prior to journey, and to 

inform any intending passenger who has not obtained prior information  
 
Printed Information 
Currently each operator provides printed timetables of their own services. However, sometimes quality is 
very poor, there is no attempt to distribute the information and there is usually no mention of fares or other 
operators’ services. 
 
Comprehensive information is required which shows all bus service options for a particular journey or 
journeys, irrespective of operators. This includes timetables and fares information. The information must 
also be legible; ATCO’s Printed Public Transport Information: A Code of Good Practice is the acknowledged 
industry standard.  
 
Ensuring this information reaches the customer is often the most over-looked aspect of bus information. 
General information can be distributed throughout a region, but information also needs to be targeted at the 
correct audience, either in terms of the locality in which a service operates, or the potential types of service 
user.  
 
Telephone and web-based Information 
Research has shown that many people have problems understanding printed public transport timetables, 
whilst some people will not have a printed timetable available. Thus, a telephone enquiry line is an essential 
tool. Again, the telephone number needs to be widely publicised and easily accessible, in terms of cost and 
the hours of operation. 
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Web sites allow the user to see all the information, choose which information to view and to interrogate the 
information more thoroughly. They can also provide a more personalised service, such as informing the user 
of the next departure or of promotional fares. As with telephone enquiry lines, the web-site address must be 
publicised.    
 
Information at bus stops 
Many intending users will not have any prior information of bus services, departure and arrival times and 
fares prior to arriving at the boarding point. Hanley and Newcastle Bus Stations have staff available to 
provide information. However, many stops in the area do not have basic information of the service(s) using 
that stop. 
 
Information at bus stops is a key element of any information strategy. In addition, at town centres with 
multiple on-street stops, or non-staffed bus stations, guidance as to which stop to use is required. 
 
Basic information at the stop should include a list of all services using that stop, departure times, selected 
destinations en-route and arrival time or journey time at each, telephone enquiry number and a bus stop 
location identifier. 
 
(c) What is currently being done? 
Each of the local authorities currently has an Information Strategy which help form the basis of information 
and publicity in North Staffordshire.  The Strategies will be reviewed as necessary to take into account the 
priorities of LTP2. 
 
Printed Information 
Stoke-on-Trent City Council produces a Public Transport Map & Guide covering all services in North 
Staffordshire. It includes an area map of bus services, detailed town centre maps, a summary of all bus 
services in North Staffordshire and contact addresses and telephone numbers for all operators.  
 
First PMT provide timetable leaflets for all their services in North Staffordshire. Despite the small size of the 
leaflets, the information is clear, with route details being depicted on a map to aid clarity. However, 
distribution is limited, restricted to key bus stations and a small number of other outlets such as libraries.  
 
Other operators provide a mixed quality of information, ranging from acceptable to very poor. None of these 
operators has the resources to undertake any significant distribution.  
 
Staffordshire County Council produces a series of Area Public Transport Guides including one for Newcastle 
and one for Kidsgrove and Biddulph. These give the times of all bus services operating in that area, town 
and area maps, details of how to obtain more information, contact addresses and telephone numbers for all 
operators and general guidance on issues such as concessionary fares. Updates for each guide are printed 
when services change, and new guides printed when significant changes occur.  
 
The County Council also produces an annual countywide Public Transport Guide, providing a map and 
summary of all services in Staffordshire.  
 
Stoke-on-Trent City Council produces a comprehensive series of timetable leaflets for all of its subsidised 
Cityrider network. These provide a generic theme throughout the series, enhancing the Cityrider theme.  
All information provided by the local authorities carries the Traveline number. 
 
Distribution of the local authority information is still limited, with resources concentrated on traditional outlets 
such as bus stations, libraries, village halls etc. Little targeted distribution has been undertaken.  
 
Telephone and web-based Information 
Both local authorities are partners in the WMTIS regional Traveline telephone enquiry facility, investing 
significant time and resources in providing accurate data. Both authorities have led the field in fully 
embracing the opportunities arising from this data provision. The data provided is also used for the national 
Transport Direct journey planning facility. In addition, Stoke-on-Trent City Council maintains its journey 
planner web-site on www.ukbus.co.uk. , which will soon be replaced by the Transport Direct site. 
 
First PMT also provide their own telephone enquiry line and web site, whilst most other operators publicise 
their telephone number on their printed timetable information. 
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A recent development has been the incorporation of the www.ukbus.co.uk website at a number of new 
British Telecom Information kiosks, under a partnership between BT and Stoke-on-Trent City Council. These 
kiosks still have a telephone, but have the addition of a computer screen, and will offer either method for the 
public to access bus information. The move to the Transport Direct site will also be incorporated into this 
partnership. 
 
Information at bus stops 
Operators are responsible for providing information at bus stops.  The authorities ensure that this 
information is provided at principle bus stops.  In cases where operators fail to provide the information 
required of them, the Councils may use their powers under the Transport Act 2000 to rectify such failure and 
recover any costs incurred.  The City Council provides information at Hanley Bus Station, Longton 
Interchange and key town centre stops.  
 
Both the City and County Councils have recently taken over ownership of the bus stop infrastructure, with a 
five year programme to replace all flags in the county with a standard County Council design. Whilst 
provision of timetable information will continue to be the responsibility of operators, the County Council’s 
Information Strategy dictates that all information should  
 
• conform to the ATCO Code of Good Practice,  
• include the Traveline logo and telephone number, 
• include interchange information together with local area bus maps,  
• provide information about all operators’ services using that stop  
 
A hierarchy of information quantity has also been established as per Table 4. 
 
Table 4: Staffordshire County Council Public Transport Information Strategy  
– bus stop information levels 
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Bus Stations and Interchanges – each stand    
Bus stops at railway stations    
Stops with 50 or more boarding passengers per day    
Stops which are published timing points    
Stops at hospitals    
Stops on Public Transport Partnership corridors – every stop    
On-street stops in Town Centres    
 
(d) What we intend to do 
Printed Information 
Stoke-on-Trent City Council will seek to implement the following changes to printed information during the 
first two years of LTP2 
 
• move to a web-based version of the Public Transport Map and Guide. This will allow for updates to be 

implemented quickly and cheaply, creating a completely up to date version on the web at all times and 
offering the potential for more than one printed issue per year. It will also allow more information to be 
provided on the web-based version, using menus and links to access complementary information. 
Ongoing costs will be reduced as updates will be done electronically rather than by traditional printing 
methods 

• work with operators to adopt a generic theme for all bus timetable guides, whether produced by an 
operator or the city council 

• incorporate best practice guidance into all printed guides, whether produced by an operator or the city 
council; and to recover costs from any operator whose information does not conform to this guidance 

• to enhance the distribution network of bus service information 
• work with operators to introduce more targeted marketing of bus service information 
• work with operators to introduce promotional marketing where appropriate 
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Staffordshire County Council recently undertook a study of public transport information provision. 
Recommendations relating to printed information include: 
 
• consider the need to aim information at users and non-users in different ways 
• consider sub-division of area booklets 
• introduction of corridor specific timetables 
 
Telephone and web-based information 
The next progression of non paper-based information is the addition of a text message service, based on 
each stop having a unique identification number. This will allow intending passengers to receive information 
about the next bus to depart from a specific stop. The coding of all stops has already been undertaken and 
the system went live in North Staffordshire in May 2005.  
 
A key element of any Information Strategy will be to publicise the stop reference code. As well as the code 
being marked on each stop, this information will need to be provided to members of the public. It is 
envisaged that a high profile campaign will be launched, based on roadside and bus shelter advertising, 
adverts in local publications, bus exterior advertising and mail-shots. The potential of using text messages to 
promote the service will also be explored with mobile ‘phone service providers. 
 
The benefits of converting the city council’s Public Transport Map and Guide to a web-based format have 
been detailed in the previous section. There will be links to the Transport Direct web-site, and also links to 
other relevant sites, such as those related to tourism in the area.  
 
Information at bus stops 
It is proposed that every bus stop in North Staffordshire will have a unique number shown at the stop, to 
allow for text message timetable information to be provided when requested by passengers. This will 
complement a printed timetable at the majority of stops.  Other information will be in accordance with the 
current Staffordshire Public Transport Information Strategy, and will include fares, network details, 
connection details plus Traveline and Transport Direct contact details. The City Council will update its 
Information Strategy, building on the County Council template to ensure a seamless provision of information 
in North Staffordshire. 
 
To help infrequent users to establish their location, each stop will have a clear location display together with 
the number of each bus service calling at that stop.  
 
The most used stops in the area have shelters, and it is planned for the provision of real-time information at 
some of these stops. This will provide customers with more certainty with regard to arrival times, and again 
further enhances the image of local bus services. 
 
(e) How we plan to do it 
Printed information 
Both authorities will work in partnership with operators to consider the potential for a joint North Staffordshire 
Public Transport Information Strategy, based on the aspirations of authorities and operators. It is recognised 
that parts of any strategy suitable for public transport in an urban area like North Staffordshire may not be 
compatible with a countywide strategy based on providing information for bus services in market towns and 
a rural hinterland. However, there should be some common ground to establish some key principles. 
 
Public Transport Publicity and Information Officers at both authorities will be key to any information strategy, 
as they will develop the strategies and be given the resource required to deliver a successful marketing 
drive. 
 
With regard to a web-based Stoke-on-Trent Public Transport Map and Guide, the City Council is currently 
discussing proposals with potential suppliers, with the aim of awarding a contract during 2005/6. The initial 
capital costs will be via the LTP capital Programme, with on-going costs provided through existing public 
transport marketing budgets. 
 
Telephone and web-based information 
The local authorities are committed to furthering the progress of Traveline and Transport Direct. This 
includes embracing the move to the Naptan2 protocol which, it should be noted, will require investment in 
staff time and resources to achieve by December 2006. 
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Information at bus stops 
Having acquired responsibility for bus stops in the area, both authorities are committed to improving the 
quality of information at stops, either by direct management or through a supply and maintain contract with 
third party providers. The potential to use the data already provided for Traveline will be exploited. In the 
city, the Publicity and Information Officer will lead on this project. 
 
Real time passenger information at key stops is a key element of the RTPI (UTC Intelligent Priority) 
Partnership with First. The legal agreement of the partnership commits to a significant number of real time 
display screens at key stops. 
 
Indicator I6 – Information at bus stops 
To increase the number of bus stops which display timetable information. 
 
Indicator I1 (BVPI 103) – Satisfaction with public transport information  
To increase the proportion of respondents who are satisfied with public transport information. 
 
 
4.7 Ticketing  
 
(a) Ticketing Policy Statement 
The local authorities will work with operators, using Transport Act 2000 provisions, to produce affordable 
and flexible ticketing options to local bus service users.  
 
(b) Key Issues 
First Group, and its predecessors, has traditionally been the major bus operator in North Staffordshire. 
Whilst still retaining the dominant commercial role, a number of other operators now provide services both 
commercially and under local authority contract.  
 
First offer a comprehensive range of tickets, and until recently there has been no real market for any further 
ticketing options to be introduced. However, with the emergence of other operators, there is now a need for 
a network ticket that allows passengers to travel on a number of different operators’ services without being 
financially penalised.  
 
There is also a local rail network in North Staffordshire, which provides an alternative to the bus for some 
local journeys and provides for some longer journeys, particularly for commuters, not available direct by bus. 
 
The lack of multi-operator and multi-mode ticketing is a significant barrier to achieving an integrated public 
transport network. The NSITS study identified a specific need for through-ticketing, as the need for 
interchange increases. 
 
All operators provide paper-based tickets, with journey information input by the driver. This greatly reduces 
the amount of passenger journey information available to operators, which subsequently makes it difficult 
and time-consuming for them to provide statistics to the local authorities. There has been an increase in the 
use of pre-purchased passes, but the majority of passengers still tender a cash fare to the driver, increasing 
dwell time at stops and thus increasing the overall journey time. Greater emphasis of off-bus sales would 
reduce the dwell time at stops, although security and cash handling issues would need to be resolved. 
Smart cards would also help to provide accurate patronage information and allow greater flexibility of travel, 
with stored value cards potentially allowing for travel by different modes, including car parking.   
 
North Staffordshire contains several wards with high levels of deprivation. Affordability of public transport is 
often a key issue for people. Operators have increased fares recently to counteract rises in the cost of fuel, 
insurance and staff wages, furthering the vicious circle for those least able to afford, including pensioners, 
students, the unemployed and people with disabilities. 
 
(c) What is currently being done? 
In order to reduce the financial barriers associated with travelling with different bus operators, many 
subsidised service contracts require the operator to accept other operators’ return tickets and travel cards. 
Thus the revenue foregone is borne by the local authority. In addition, the local authorities’ Education 
Departments (LEAs) assist entitled students by subsidising local bus service passes, whilst local further 
education colleges have worked in partnership to sell subsidised, discounted bus passes for all students. 
For the unemployed, initial discussions have taken place with Connexions to discuss potential schemes. 
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To address the cost of having to interchange, First have introduced a through ticket valid on services that 
have recently been split at the City Centre. Some operators also issue a two-trip ticket that presents a 
saving over two single tickets to passengers needing to change buses. In addition, to address the need for a 
multi-mode ticket, the Stoke-on-Trent PlusBus scheme was launched in 2004. All local bus operators are 
partners in the scheme, with revenue shared on a mileage proportion basis. As Stoke-on-Trent station is 
some distance from the City Centre and other key destinations such as Newcastle and Keele University, 
buses form a vital link to the rail network for many people. Bus/rail interchange at Stoke-on-Trent is very 
easy. 
 
Both authorities have strengthened their commitment to maximising journey opportunities for concessionary 
pass holders by continuing to be pro-active in their support of a county-wide scheme. As a result, from 1st 
April 2006, all North Staffordshire concessionary pass holders will be able to travel for free anywhere in the 
county, and on direct journeys into Cheshire, Derbyshire and Shropshire. It is one of the most generous 
schemes in the country. (Plate 5).  
 
Plate 5: The North Staffordshire Advantage Pass 
 

 
 
(d) What we intend to do 
The Transport Act 2000 (section 135-138) allows for a local authority to set up multi-operator ticketing 
systems to cover all or part of its area. Using these powers, the authorities are working with operators 
towards introducing multi-operator daily and weekly tickets. They will cover the same area as the existing 
Stoke-on-Trent and Newcastle PlusBus ticket. It is intended that a wider range of tickets will be introduced in 
the future, including monthly and family multi-operator tickets.  
 
The possibility of extending the passes to allow travel on local rail services is being discussed with Train 
Operating Companies. This would utilise spare capacity on some local rail services, and improve bus/rail 
integration. It would also help to advertise the potential for local journeys to be made by rail. 
 
Free travel for concessionary pass holders provides an opportunity to introduce smart cards. The potential 
for a phased introduction of smart cards for concessionary pass holders is being investigated by the local 
authorities in the Advantage pass scheme. Smart cards are particularly valuable for ensuring accurate 
patronage data is recorded when no fare is being tendered.  
 
For students who are not entitled to purchase discounted bus passes from their LEA, the local authorities 
will work with operators to explore the potential for affordable travel for 16-19 year olds in full time education. 
Discussions will continue with Connexions and other agencies to determine whether funding is available to 
introduce a discounted bus fare scheme for those seeking employment and/or new into employment. 
 
Smart cards can also be in the form of a pre-paid stored value, and any extension of the proposed North 
Staffordshire multi-operator ticket, particularly off-bus sales, will provide an opportunity to investigate the 
potential for use of smart cards. Initial discussions with suppliers have allowed the authorities to gain an 
understanding of the options available, and First are partners in a nationally recognised scheme in Cheshire. 
 
(e) How we intend to do it 
All operators have agreed in principle to the introduction of multi-operator ticketing, after discussions at the 
regular North Staffordshire Bus Operators’ Forum. The Block Exemption Grant allows local authorities to 
apportion revenue from ticket sales in a number of ways. The simplest is that the revenue lies where it falls, 
and this could be the system for the new one-day ticket. The introduction of weekly and monthly tickets will 
require a more sophisticated revenue sharing system, traditionally based on the passenger mileage  
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proportion of each operator. However, other suitable methods may be possible following the current review 
of the Block Exemption. There will also need to be a suitable network of sales outlets; the local authorities 
already have a network of local offices, whilst various third party providers have also been identified. All 
operators have signed up to an agreement detailing the scheme procedures, and how the scheme will 
operate and be managed. 
 
With regard to discounted passes, the potential for discounted bus passes for job-seekers will be examined. 
We will work with Connexions, associated agencies and employers, to identify funding streams. Smartcards 
could help to integrate this into other stored monies, such as unemployment benefits and staff benefits. 
 
 
4.8 Customer Focus  
 
(a) Customer Focus Policy Statement 
The local authorities will encourage and expect operators to improve customer care through the introduction 
of agreed customer care standards, which will include staff training, vehicle quality and infrastructure 
provision. 
 
(b) Key Issues 
There are many factors that affect the quality of a public transport journey. Some of these have already been 
highlighted in previous sections; information prior to making the journey, whether there is a bus service 
available, the quality of the waiting environment, the reliability and punctuality of the service, and the cost of 
travel. Three other factors are considered here; 
 

• customer care 
• vehicle standards 
• customer safety 
 

Good quality customer care is required from when an enquiry is made through to the passenger completing 
his/her journey. The inability or unwillingness to give information or to assist the passenger or to undertake 
duties in a way that will maximise the quality of the journey are all issues raised by passengers. The NSITS 
report identifies staff training as part of the package of measures required to improve the quality of the urban 
bus network. 
 
NSITS also concludes that vehicles should portray a positive image. Thus operators need to ensure that 
their vehicles have an acceptable standard of cleanliness, information and general appearance. 
 
With regard to safety, much of this relates to the walk to and from the bus stop and waiting at the bus stop or 
bus station.  
 
(c) What is currently being done? 
Operators of commercial services may have their own customer care practices. However, they are very 
rarely, if ever, publicised, and often appear in a negative context, referring more to what is expected of 
passengers than vice versa. 
 
For operators of contracted services, both Stoke-on-Trent City Council and Staffordshire County Council 
have contract conditions which require the operator to produce a Customer Relations Scheme and to 
provide a suitable Customer Complaints Procedure. Some driver training has been undertaken with 
operators of subsidised services, concentrating on issues such as disability awareness (Plate 6). 
 
With regard to vehicle standards, Bus Operators are registered with the Traffic Commissioner and the 
vehicles registered with the DVLA. The maintenance of vehicles is monitored by the Vehicle and Operator  
 
Services Agency (VOSA). A local authority vehicle inspector undertakes specific checks on vehicles 
undertaking contracted services. Contract conditions require the operator to use only correctly licensed 
vehicles, to have a daily check and regular maintenance system, and to keep vehicles in general good 
working order. Penalties for failure to do so are included in the conditions. 
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With regard to passenger safety, the potential for introducing demand responsive services to minimise 
walking distance to the bus stop, particularly at night, are discussed in section 4.2. Details of improving 
pedestrian links to and from the bus stop are given in section 4.3. Proposed improvements to interchanges  
 
and bus stops have been detailed in section 4.5. Good information provision, including via sms-text 
message, allows people to reduce the waiting time at the stop by not arriving too early at the stop. 
 
Plate 6: Driver training in progress 
 

 
 
(d) What we intend to do 
There is a varying quality of operators’ customer care commitments, and this will be addressed with the 
production of a generic Customer Care Charter (CCC) that will be included in any updated Conditions of 
Contract for subsidised services. Operators will be expected to advertise the existence of the CCC on 
literature and on their vehicles. Operators will be encouraged to adopt the CCC for their commercial 
services, to provide a consistent and holistic approach to customer care on all local bus services.  
 
Improved lighting, CCTV coverage, help points and demand responsive services will reduce the fear of 
danger that many passengers have. Punctuality of bus services will also minimise passenger waiting time at 
stops 
 
(e) How we intend to do it 
Stoke-on-Trent City Council and Staffordshire County Council will work towards Conditions of Contract with 
a common CCC element. This will clarify the position for operators and passengers. All operators of 
contracted services will need to sign up to this. Checks will be made to ensure that all operators are 
advertising the CCC to their passengers. The authorities can help with the production of promotional 
material with a corporate format. Bus Users UK (BUUK) will be consulted as part of the process, and their 
role in the customer complaints procedure will form part of the CCC. An example of the proposed CCC is 
shown in Appendix 3. It is expected that some aspects of the CCC will be applied to key commercial 
services through incorporating customer care issues into the revised Quality Bus Partnership agreement. 
 
Improved pedestrian links are already a key element of the LTP. We will examine the potential for 
installation of help points at key stops, in conjunction with CCTV coverage to minimise abuse, with the 
possibility for direct links to the police. We already have a network of CCTV around North Staffordshire, and 
have made initial enquiries into CCTV systems integral to bus shelters. Demand responsive services may 
replace traditional services if found to be more suitable and affordable. Introduction of a real time information 
system will give passengers the opportunity to find out the actual arrival of the bus at their nearest stop by 
text message prior to them walking to the stop. 
 
Target M8 (BVPI 104) – Satisfaction with local bus services 
To increase the proportion of respondents who are satisfied with local bus services to 55% by 2009/10. 
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D5. Summary 
 
This Bus Strategy is part of a Local Transport Plan that is committed to delivering a step change in the way 
people travel around North Staffordshire. The Shared Priorities provide the key focus as to what we wish to 
achieve; the delivery plan shows how we will achieve it.  
 
There are many linkages between different elements of the delivery plan, and it will be necessary to 
implement all aspects of the delivery plan; the whole is undoubtedly greater than the sum of the parts.  
 
The LTP Capital Programme is part of a wider commitment from the local authorities and operators to invest 
in improved public transport provision. Operators are continuing to invest in new, fully accessible vehicles. 
Through significant investment, the major commercial operator in North Staffordshire, First, now has 80% of 
its fleet consisting of low floor, accessible buses, with a commitment to introduce further fleet upgrades in 
the next few years. 
 
The County and City Councils continue to fund bus services for a wide range of community needs, from 
enabling people to travel to work at a new employment development to providing a service for people to 
simply meet up with friends or access leisure facilities. As there is pressure on budgets for subsidising 
socially necessary services, other potential funding options are explored, including: 
• Integrated procurement of transport, so that the times of local bus service, school and recreation 

contracts do not conflict with each other, and ensuring contracts are tendered together, giving operators 
the complete picture and producing a critical mass of work that leads to cost savings 

• Innovative contracts such as provision of vehicles to reduce daily operating cost to the operator and 
thus reducing the contract price 

• Revenue sharing with operators to share the benefits as well as the risk. The income can then be used 
to fund enhance existing services or to fund new services 

• Advertising revenue from council-owned vehicles and infrastructure 
• Developer contributions (or development tax revenues if these replace s.106 funding) 
• External funding – three Kickstart bids were submitted to the Department for Transport in June 2005 

and bids will be made in future rounds of Kickstart. Also, a bid was submitted in 2005 to the Transport 
Innovation Fund (TIF), and consideration will be given to bids being produced for future |TIF rounds. 
The potential for key public transport initiatives to be funded through Single Regeneration Budget and 
Regeneration Zone funds is also being explored 

 
Figure 2 shows how the LTP and Bus Strategy produces a series of desired outcomes that will be 
developed and monitored through key partnership agreements and delivered through a number of 
programmes, including the LTP Capital Programme. 
 
Table 5 shows how the different strands of funding will finance the delivery plan and allow us to address the 
Shared Priorities. 
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Figure 2: Bus Strategy Delivery Plan 
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Table 5: Summary of Bus Strategy Delivery Process, KPIs and Shared Priorities Achieved  

 

KEY:  = positive effect on shared priority                = significant effect on shared priority                
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SECTION 4.2 - Network Provision & Accessibility 
Core network – high frequency, linking 
main origins and destinations of existing 
and predicted transport matrix 

LTP 
Revenue budget 
Bus operators 

M10 (LTP1) 
L2 
M7 (BVPI 102) 

      
Supporting network – links to core 
network and socially necessary services 

LTP 
Revenue budget 
 

L1 
M7 (BVPI 102)       

Specialised transport 
 

Revenue budget 
 
 

L1 
      

SECTION 4.3 - Physical Access 
Accessible bus stops – raised kerbs and 
safe walking routes to stops 

LTP 
 
 

I2  
      

Accessible vehicles Bus operators 
LTP 
 

I3  
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Key Delivery Element of Bus Strategy Delivery 

sources 
Key Performance 
Indicator 

LTP Priorities Directly Achieved 
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SECTION 4.4 - Operational Performance 
Punctuality Improvement Partnerships 
 
 

Operators M15 (LTP5) 
     

 

Urban Traffic Control 
 
 

LTP M15 (LTP5) 
    

 
 

Bus priority – bus lanes, bus gates etc. 
 
 

LTP M5 (LTP5) 
      

Bus lane enforcement 
 
 

LTP M5 (LTP5) 
      

SECTION 4.5 - Interchange  
Town Centre Interchange improvements 
 
 

LTP  
      

Out-of-town interchanges 
 
 

LTP  
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Key Delivery Element of Bus Strategy Delivery 
sources 

Key Performance 
Indicator  

LTP Priorities Directly Achieved 
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SECTION 4.6 - Information 
Bus stop information LTP 

Revenue budget 
Operators 

I6 
       

Good quality and well distributed printed 
bus service information 

LTP 
Revenue budget 
Operators 

I1  
      

Telephone and web based information 
 
 

Revenue budget  
      

SECTION 4.7 – Ticketing 
Extending multi-operator ticketing 
schemes including inter-modal schemes 
 

Revenue budget 
Operators 

 
      

Promoting Concessionary Travel Scheme 
 
 

Revenue budget  
      

Exploring smart card potential LTP 
Revenue budget 
Operators 

 
      

SECTION 4.8 - Customer Care 
Improvement of service through customer 
charter, customer safety and vehicle 
quality  

LTP 
Operators 

M8 (BVPI 104) 
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Appendix 1 Transport Act 2000 

 
Statutory Quality Partnerships 
 
Quality Bus Partnerships (QBPs) between local authorities, bus operators, and other stakeholders 
have been in existence for several years with the aim of improving bus service provision on a 
particular corridor in a particular area. However, the agreements between the parties in a QBP are 
purely voluntary.  
 
QBPs have been successful in encouraging operators to procure low floor, accessible buses whilst 
the local authorities have undertaken a programme of providing high Kassell kerbs and shelters at 
stops to improve access and comfort for passengers. However, there is no means of recourse 
should any party not keep to their part of the agreement.  
 
Statutory Quality Partnerships (SQPs) allow a binding agreement to be formed. The SQP must be 
used as a tool to implement the Bus Strategy and is aimed at improving bus services for the benefit 
of passengers. The basic principle is that the local authorities agree to provide bus facilities and set 
standards that operators must adhere to as a condition of using those facilities. Failure to do so 
can lead to the Traffic Commissioner taking enforcement action against the operator. SQPs must 
be for a minimum of five years. They cannot dictate frequency of commercial services or fares.  
 
Quality Contracts 
 
The Transport Act 2000 allows local authorities to “determine what local services should be 
provided in the area concerned (and to what standard) and will let contracts with bus operators 
granting them exclusive rights to provide services to the authority’s specification”. 
 
The Act stresses that a Quality Contract (QC) should only be pursued if it can be proven that all 
attempts to deliver improvements through either QBPs and SQPs have been unsuccessful. An 
application would need to be made to the Secretary of State to implement the scheme. Extensive 
consultation with operators and other interested parties is essential. A proposed amendment to the 
Act would require a period of six months before the QC could be implemented, with the local 
authority taking responsibility at this point for all bus services in the designated area. Specifically, 
the local authority specifies all aspects of the bus service and invites tenders either for individual 
routes or the entire area.  
 
Thus the local authority can determine routes, frequencies, fares, vehicle quality, reliability and 
punctuality targets, and customer care policies. The local authority is also responsible for 
enforcement of all service standards. 
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Appendix 2 Draft Developer Guidelines for Sustainable Transport 

 
Objectives of Guidelines 
 
• to help inform developers 
• to set a framework detailing required public transport accessibility levels 
• to encourage development in locations with good existing public transport accessibility 
• to ensure that public transport accessibility is considered prior to a planning application  
• to ensure that the cost of any additional public transport provision to the agreed levels is 

funded by the developer 
 
Methodology 
 
The minimum requirement for public transport access to a specific location is based on: 
 
(a) the aims and aspirations of local authorities and their partners for the development and 

regeneration of North Staffordshire 
(b) accessibility targets based on the Bus Strategy in the Local Transport Plan, which in turn has 

made reference to the document Making the Connections: Final report on Transport and Social 
Exclusion produced by the Social Exclusion Unit in Febuary 2003. 

 
Thus North Staffordshire would be zoned on the basis of public transport accessibility, with the 
most accessible areas requiring little or no improvement to existing bus services, and the least 
accessible areas requiring significant funding to provide suitable public transport access. This 
would act as a guide to developers. 
 
Service levels 
 
Benchmark Criteria 
Planning approval for any development will only be given if the development is within 400 metres 
of a level 1-4 bus interchange, as defined in section 4.6 of the Bus Strategy, or within 400 metres 
of the core strategic network, as defined in section 4.2 of the Bus Strategy. 
 
If the development does not meet the criteria, then the developer should fund the full cost of public 
transport improvements to provide the levels of access to/from site as follows: 
 
Residential 
Maximum 45 minutes journey time to City Centre 
Maximum 20 minutes journey time to nearest local retail centre 
Maximum 45 minutes journey time to Stoke-on-Trent Rail Station 
Maximum 45 minutes journey time to University Hospital of North Staffordshire 
Maximum 20 minutes journey time to fresh food supplier or supermarket 
Maximum 20 minutes journey time to catchment area secondary school 
Maximum 30 minutes journey time to nearest sport/recreational facility 
 
This is for travel by bus between the hours of 0800 and 1800. 
 
Employment 
Provision of a bus service(s) that will allow at least 25% of the workforce or projected workforce to 
have a journey time, by bus, of a maximum of 30 minutes at times of the day that allow for arrival 
and departure at required shift times. Specific attention should be paid to access to the site from 
residential areas with social exclusion issues. 
 
Retail, other 
No applications should be approved if the benchmark criteria are not met. 
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Appendix 3 Draft Customer Care Charter 

 
As an operator we will ensure that: 
 
• legal lettering is displayed on the exterior of each vehicle 
• our company name is shown clearly on the exterior of the vehicle 
• a suitable number of buses and drivers are available to undertake all scheduled journeys  
• each bus is cleaned inside and out prior to its first duty each day 
• buses will be repaired as soon as possible to maintain a good quality internal and external 

appearance 
• buses will be of sufficient size to minimise the need for standing, subject to fleet constraints 
• route branded buses will be used on the intended route where ever possible 
• there is a customer care facility made available, and specifically 

• the telephone number and/or address and/or e-mail address is clearly displayed on all 
vehicles 

• the telephone number and/or address and/or e-mail address is clearly displayed on all 
publicity and information material 

• all drivers are given a pro-forma to give to passengers on request 
• a written reply is guaranteed within ten working days 
• a full record is kept of all telephone calls and letters/e-mails received and responses  

 
We will undertake to ensure that our drivers: 
 
• will maintain a smart appearance 
• endeavour to keep to the scheduled timetable wherever possible 
• display the correct route and destination information, illuminated when it is dark 
• have information on all local bus services operated in North Staffordshire by the same operator 
• are aware of ticket options available and will suggest the most suitable if so requested 
• stop as closely as possible to the bus stop kerb when picking up and setting down passengers 
• take reasonable precautions for the safety of passengers, including when passengers are 

boarding and alighting 
• do not use inappropriate or offensive language  
• are aware of the needs of disabled passengers 
• endeavour to allow any wheelchair user to board the bus, using any kneeling mechanism that 

may be available if required, or personal assistance where safe to do so 
• allow a dog accompanying a blind person or an assistance dog accompanying a disabled 

person to travel 
• do not eat, drink or smoke in the vehicle whilst in service 
• do not smoke in the vehicle – whether on service or during driver breaks 
• undertake a tidy up of the vehicle at the terminus of each journey, subject to time constraints 
• on request, are able to supply a telephone number and/or address for a passenger to make a 

request or complaint and/or obtain bus service information or can provide a pro-forma for 
passengers to complete and return 

 
We will also expect the following standards from passengers, which will form part of the 
Customer Care Charter, and will be displayed on all vehicles: 
 
To avoid confusion, and to ensure a quick and pleasant journey:  
 
Passengers should 
•   give a clear hand signal when waiting at the stop 
• have the cash fare or bus pass ready for the driver upon boarding 
• attempt to submit the correct fare to the driver where possible and where known in advance 
• utilise the nearest available seat 
• give a clear signal to the driver when intending to alight from the vehicle, using the stop bell 

where available 
• respect the driver and other passengers at all times 
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Passengers should not 
• damage or deface the vehicle in any way 
• endanger, impede or distract the driver 
• endanger other passengers 
• behave in such way that may cause offence to other passengers, namely 

• smoke 
• swear 
• eat/drink 
• leave litter 
• play excessively loud music or play a musical instrument 
• be in a condition that could be offensive, including drunkenness and poor personal 

hygene 
• expect pets to be carried, except at the discretion of the driver 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Customer Care Charter summary 
 
• All vehicles to display full Customer Care Charter  
• All printed and electronic public information to contain the Customer Care Charter logo 

and a contact telephone number, postal address and, where available, e-mail address 
• All drivers to carry an information pack containing  

• timetables for all services operated in North Staffordshire by his employer, 
• details of all fares available, 
• details of the Customer Careline telephone number, postal address and e-mail 

address, or 
• a complaints pro-forma incorporating freepost facility 
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E. BRIDGE STRATEGY 
 
E.1 Introduction 

 
This Bridge Strategy relates to the City of Stoke-on-Trent area of the North Staffordshire 
Local Transport Plan, structural maintenance in Staffordshire is covered by the 
Staffordshire Local Transport Plan. 
 
The City Council has substantially completed its programme of assessment and 
strengthening of bridges to ensure, as far as possible, that the bridge stock on all routes is 
upgraded. Where strengthening has not been possible, interim measures have been 
introduced. The bridge stock carrying public roads comprises some 100 bridges owned 
and managed by the City Council and some 30 privately owned bridges. The City 
Council’s stock includes one substandard bridge gained following the de-trunking of the 
A34.  
 
The majority of private bridges subject to assessment are over railways and canals. 
Responsibility for these bridges generally falls to Network Rail and British Waterways. As 
part of its overall strategy and in accordance with Government advice, the City Council 
has actively liaised with these private bridge owners and with bridge owners in adjoining 
areas, to facilitate a coherent and co-ordinated approach to maintenance and 
strengthening that minimises disruption to traffic and commerce. 
 
 
E.2 Overall Objectives of Bridge Strategy 

 
Stoke-on-Trent City Council’s objectives for bridge assessment, strengthening and 
maintenance are based upon the following priorities:- 

• Support the road hierarchy, by ensuring that bridges on routes required to carry the 
highest volumes of traffic, particularly HGV’s, are of appropriate strength.  Where 
environmentally desirable and cost-effective remove interim measures by 
strengthening. 

• Support the needs identified from the consultation process with local business, freight 
and bus operators and with the residential and travelling public. 

• Fully maintain and preserve the economic value of bridges and ensure their full and 
safe use by all vehicular traffic permitted under the Construction and Use Regulations, 
by carrying out structural maintenance works at the correct time, to ensure value for 
money. 

• Ensure co-operative working with private owners of bridges and neighbouring 
authorities in programming works to minimise disruption and disturbance to the public. 

• Avoid diversionary routes through environmentally sensitive areas by strengthening 
bridges on lower classification routes. 
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• Preserve and improve the environmental impact created by the appearance of 
bridges. 

• Fully maintain and improve bridges for safe use by pedestrians, cyclists and public 
transport, to support the council’s policy with respect to encouraging sustainable 
transport. 

These objectives are further summarised against NATA criteria in Table E1. 
 
Table E1: The Impact of the bridge maintenance strategy compared to NATA criteria 
 

NATA Criteria Impacts of Bridge Maintenance Strategy 

Environment 
Reduced congestion which leads to less air pollution, less noise and 
improved amenity. Care in design enhances the environmental 
impact of the appearance of bridges. 

Safety 
Repair and strengthening of structures leads to improved safety, can 
also incorporate specific measures for pedestrians, cyclists and 
disabled users. 

Economy 
Improved structures on the highway network remove constraints 
from the system. This leads to the more efficient and effective 
movement of people, goods and services. 

Accessibility 
Improved access to employment areas – reducing the economic cost 
of distribution. Improved accessibility in local areas freed from the 
passage of goods vehicles. 

Integration As above and also integrates with traffic management strategy, 
safety and economic objectives. 

 
 
E.3 Bridge Assessments 

 
Of the total bridge stock, 67 bridges owned by the City Council and 18 privately owned 
bridges required assessment. The assessments of all of the City Council structures are 
now complete. Table E2 gives details of the assessment situation to date. Two privately-
owned bridges carrying access roads are still to be assessed. 
 
Appropriate interim measures, in accordance with BA 79/98, have been applied to some 
bridges which failed their initial assessment, particularly with respect to service bay 
failures. In one case lane restrictions have been introduced. The five-year implementation 
programme includes for the strengthening of some of these bridges, where it is likely to be 
economical and practical. However, this will need to be confirmed through design. For 
bridges not included in the five-year programme these measures will remain in place until 
the bridges are strengthened. 
 
The five-year implementation programme shown in Table E3 allows for the completion of 
the outstanding assessments and for the re-assessment of bridges which narrowly passed 
their assessment, to allow for any deterioration in condition. 
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Table E2: Bridge assessment programme up to March 2006 and future programme. 
 

 PRN/SH
N B C & D TOTAL 

City Owned Bridges:  
Total No. of Bridges 39 5 54 98 
Less:-     
No. not requiring assessment 10 0 21 31 
Assessments to 40 tonnes ‘pass’ 16 3 23 42 
Assessments to 40 tonnes ‘fail’ 13 2 10 25 
Total remaining to be assessed 
(City) 0 0 0 0 

     
Privately Owned Bridges:     
Total No. of Bridges 10 2 23 35 
Less:-     
No. not requiring assessment 4 1 11 16 
Assessments to 40 tonnes ‘pass’ 4 0 2 6 
Assessments to 40 tonnes ‘fail’ 2 1 8 11 
Total remaining to be assessed 
(Private) 0 0 2 2 

     
Re-assessments to be carried out in 
five-year programme:     

City Bridges to be re-assessed 1 0 4 5 
Private Bridges to be re-assessed 2 0 3 5 

 3 0 7 10 
 
Total Bridges remaining to be assessed 3 0 9 12 

 
 

E.4 Bridge Strengthening 
 
Strengthening Strategy 
 
The bridge strengthening programme included in LTP1 resulted in the reconstruction, 
strengthening or implementation of interim measures for all bridges identified as weak. The 
aim in LTP2 is to complete any strengthening works identified in the outstanding assessments, 
and to remove the interim measures where economically and structurally feasible and 
environmentally desirable. It must be stated that priorities in urban areas cannot be based 
solely on road classification. Vehicle and HGV flows on lower or unclassified roads can be 
higher than comparative flows on PRN routes in rural areas. Also there are often no practical 
diversionary routes available should weight restrictions be imposed, due to existing restrictions 
such as low bridges, road junctions and environmental constraints in residential areas. This 
leads to goods vehicles using residential roads that are not conducive to environmental 
objectives or popular with residents. 
 
The five-year Implementation Programme shown in Table E3 reflects this approach. Priority 
will be given to completing work on the principal road network. However, in some cases it will 
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be necessary to retain interim measures on structures on the PRN. Other funds will be 
targeted at the remaining substandard structures on non-principal roads. In this way it is 
anticipated that, by 2010/2011, significant inroads will have been made to ensure that the risks 
associated with any remaining substandard structures will be within acceptable levels.  
 
Risk Assessment Strategy 
 
As it was apparent that a significant number of substandard bridges would not be 
strengthened by 1st January 1999, a risk assessment strategy has been devised in Stoke-on-
Trent. In some cases, interim measures have been introduced to protect substandard service 
bays or to impose weight or lane restrictions on weak bridges. Structures have been subjected 
to a risk assessment system derived in accordance with BA79/98. The criteria involved in the 
determination of risk include the age, span, and construction type of bridge, the obstacle 
crossed, the volume of HGV’s crossing the bridge, the potential failure mode and the suitability 
of alternative routes. These same criteria were initially used to determine whether any bridge 
should be strengthened. The effects of strengthening to levels lower than 40 tonnes have also 
been considered through consultation exercises. Monitoring regimes have been introduced for 
bridges subject to interim measures and, should the situation deteriorate significantly for any 
particular structure, programmed priorities may require to be amended. Private owners have 
been involved in discussions and decision-making where appropriate. 
 
Consultations 
 
The programme and funding of the assessments for privately owned bridges have been 
subject to consultation and agreement with all owners. The majority of these bridges were 
assessed as having adequate strength prior to 1st January 1999.  Interim measures to protect 
weak service bays or edge beams have been introduced for some private bridges. In 
accordance with the strengthening strategy, works to those bridges on the PRN, or bridges 
whose condition gave most cause for concern, were given the highest priority. Cost-sharing 
agreements have been entered into in accordance with national guidance or, where 
appropriate, local agreement.  
 
Where environmental considerations were involved in the design of any strengthening 
measures, appropriate consultations have been carried out. Several bridges strengthened 
crossed canals included within Conservation Areas, and the design and details were agreed 
with the City Planning Department and British Waterways.  Similarly, the effects of any traffic 
diversions on the surrounding environment, particularly in residential areas, have been 
considered. The results of all such consultation exercises were used in the determination of 
the level to which bridges should be strengthened. Only in two instances where bridges had 
existing weight restrictions, has it been deemed acceptable to accept levels lower than 40 
tonnes. 
 
Conclusions 
 
The City Council was able to ensure that strength assessments of the majority of highway 
bridges in the City were completed before 1st January 1999. A risk assessment strategy was 
introduced for un-assessed or non-strengthened substandard bridges. Monitoring regimes 
were introduced where appropriate. 
 
 
E.5 Bridge Strengthening Bid 
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The City Council’s bridge strengthening strategy seeks to continue strengthening 
substandard bridges through the five-year Implementation Programme. A supplementary 
bid was made for works required to structures gained following the de-trunking of the A34. 
The programme is set out in Table E3, including details of individual strengthening 
schemes. 
 
Bridge Strengthening (2005/2006) 
 
The allocation for bridge assessment and strengthening totalled £85,000. This was spent 
on the completion of Shelton New Road Caldon Canal Bridge, together with design work 
for a scheme to protect weak service bays on the A34 Stone Road Longton Brook Bridge. 
 
Bridge Strengthening (2006/2007) 
 
The allocation for bridge assessment and strengthening totals £210,000, including 
£200,000 from the supplementary bid for the A34 structures. It is proposed that this will be 
spent on a scheme to protect weak service bays on the A34 Stone Road Longton Brook 
Bridge, together with minor strengthening works to the A34 Stone Road Hanford Bridge 
and a retaining wall on the same road. 
 
Five Year Bridge Strengthening Implementation Programme Bid 
 
The five-year implementation programme shown in Table E3 allows for the removal of 
interim measures from some substandard bridges by strengthening. It also includes an 
allocation for strengthening works to structures still to be assessed or re-assessed. The 
schemes have been prioritised, mainly according to road hierarchy, along with those 
schemes for structural maintenance included in the table. The bridge strengthening 
programme totals £650,000 within the five years, out of a total programme estimated at 
£1,300,000. It includes £80,000 for schemes as yet unconfirmed. If funding is not 
available for the full programme of works, it will be necessary to leave existing interim 
measures, some of which were implemented more than ten years ago, in place for the 
foreseeable future. 
 
 
E.6 Bridge Structural Maintenance Bid 

 
Introduction 
 
An effective structural maintenance programme is essential to maintain and upgrade 
bridge structures so that the public may safely use them. It will also prevent their condition 
deteriorating to a point where their load carrying capacity would fall below the required 
level. 
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Bridge Structural Maintenance Strategy 
 
The need for bridge structural maintenance is identified through regular condition 
inspections of bridges and other highway structures, together with reports of defects and 
damage arising from road traffic accidents, vandalism, flooding or other causes. 
 
The City Council will prioritise bridge structural maintenance in accordance with the 
overall objectives of the bridge strategy. Additionally, consideration will be given to the 
nature and severity of defects, and the risks to public safety involved in delaying repairs. 
As the programme for strengthening bridges nears completion, LTP bridge allocations will 
be directed to increasing the level of spending on bridge structural maintenance. 
 
In addition to general structural maintenance, certain specific items of work have been 
identified as requiring urgent attention. These including: - 
 
• Maintenance painting of steel bridges and parapets and other structures to prevent 

corrosion and ensure durability. As well as ensuring structural reliability, this will avoid 
rusty neglected structures from detracting from the surrounding built and natural 
environments; 

 
• Repairing defective concrete in bridge decks and other elements of structures; 
 
• Replacement of defective bridge waterproofing to prevent deterioration of both 

concrete and steel bridges; 

• Replacement of carriageway expansion joints to maintain a smooth and safe surface 
for all traffic and to prevent deterioration caused by ingress of surface water;  

• Repairs to retaining walls of all types; and, 

• Upgrading of footbridges on public rights of way. 

Five Year Bridge Structural Maintenance Implementation Programme Bid 

The five year implementation programme shown in Table E3 includes provision for major 
structural maintenance works to two bridges and one retaining wall in the early part of the 
programme. Future years include various unspecified allocations for maintenance 
painting, concrete repairs, re-waterproofing, joint replacement, repairs to retaining walls, 
and upgrading footbridges. 
 
The bridge structural maintenance programme totals £650,000, within the five years, 
averaging £130,000 per year, out of a total programme estimated at £1,300,000. It 
includes £180,000 for schemes as yet unidentified. It must be borne in mind that any 
reduction in funding from the proposed bid levels would mean that the current backlog of 
works would continue beyond 2010/11. 

Other Bridges Restricting the Highway 

Apart from bridges failing strength assessments, there are other bridges that restrict 
movement of HGV’s along highways in Stoke-on-Trent, in particular those with low 
headroom. 
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E.7 Longer Term Strategy for Bridges 
 
Information on the anticipated position of the assessment and strengthening programme 
at April 2006 is given in the preceding text. The longer-term strategy is set out below. 

Bridge Assessment 

Assessments of the majority of highway bridges within the City area are complete. A bid is 
included to cover the costs of any outstanding assessments and re-assessments of 
bridges which only narrowly achieved full strength. 

Traffic Restrictions 

It is not the City Council’s intention to impose restrictions indiscriminately. Weight 
restrictions, or strengthening to levels lower than 40 tonnes, have been considered at 
several sites. However, these had to be ruled out as being either unacceptable to local 
businesses or unenforceable. The Council intends to replace interim measures which 
cause restrictions to vehicles, cyclists or pedestrians by strengthening where this is 
considered advantageous to traffic movements and the long-term transportation strategy, 
as funds permit. 
 
Bridge Strengthening 

The City Council’s strategy is to complete all necessary bridge strengthening including the 
removal of interim measures as quickly as possible, dependant on levels of funding and 
other priorities. Priority has previously been given to principal routes and to bridges 
considered to be high risk. The current programme includes the strengthening of bridges 
on all classes of roads which will be integrated with the demands for urgent structural 
maintenance of bridges. Where funds permit, it is intended to carry out strengthening 
works to bridges where lane restrictions or service bay protection measures have 
previously been introduced as interim measures. Table E3 includes the currently identified 
strengthening schemes for the period of the five-year implementation programme. 
 
Table E3 Notes: 
a Schemes to remove interim measures protecting weak service bays subject to 

investigation of feasibility and cost-effectiveness (see E.4 and E.7) 
b Service bay protection to bridge gained following de-trunking 
c Strengthening of deck to bridge on access road in advance of major road scheme 
d Allowance for additional schemes on completion of assessments 
e Maintenance painting to sheet pile retaining wall with existing paint system at end 

of design life 
f Upgrading existing bridge to enable improvements to link to Housing Renewal 

Project  
g Bridge waterproofing schemes 
h Completion of concrete repairs to underside of bridge over West Coast Main Line; 

emergency holding works were carried out in 2003. This bridge links to major land-
locked development areas; developers are proposing options to widen the existing 
bridge.  
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Table E3: Bridge Assessments, strengthening and structural maintenance programme 2006/2007 to 2010/2011 
 

ROAD 
NUMBER SCHEME TITLE / LOCATION PRIORITY / 

PLAN E1 REF
2006 / 7 

£000 
2007 / 8 

£000 
2008 / 9 

£000 
2009 / 10 

£000 
2010 / 11 

£000 
TOTAL 
£000 

(a)  Bridge Assessments and Strengthening Schemes 
B5045 Shelton New Road, Caldon Canal 1 5     5 
A34 Stone Rd Longton Brook Bridge b 2 200     200 

A5035 Longton Road, T&M Canal a 3   10 125 5 140 
A5035 Trentham Rd, Newstead Brook a 4  10  60  70 

D Clayton Lane Bridge a 5  10 80   90 
D Trentmill Road Bridge c 6   5 35  40 
- Unidentified Schemes d N/A    5 75 80 
- Assessments N/A 5 5 5 5 5 25 
 SUB TOTAL (a)  210 25 100 230 85 650 

(b)  Structural Maintenance Schemes: 
A5008 Bucknall Road Retaining Walls e 7 70     70 

D Botteslow Street Canal Bridge f 8 50     50 
D Caverswall Road Bridge g 9 50     50 
D Ravensdale Bridge h 10 20 185 45   250 
D Ridgway Road Canal Bridge g 11   50   50 
- Bridge Repairs N/A     80 80 
- Retaining Wall Repairs N/A     50 50 
- Footbridges N/A   25  25 50 
 SUB TOTAL (b)  190 185 120 0 155 650 

 GRAND TOTAL  400 210 220 230 240 1,300 
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Plan E1: Bridge Strengthening and Structural Maintenance Schemes 
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Bridge Structural Maintenance 

Bridge Structural Maintenance is an ongoing activity that is essential to maintain the 
condition and durability of the bridge stock. The bridge structural maintenance programme 
is based upon reports from the City Council’s programme of regular bridge inspections. 
Defects identified in inspections are programmed according to a priority system based on 
BA63, which incorporates considerations of public safety and the consequences of 
delaying remedial measures. 
 
The County Surveyors Society (CSS) Report on Funding for Bridge Maintenance 
concluded that annual expenditure on Structural Maintenance should be in the order of 
1% of the value of the authorities bridge stock, plus 0.9% of the value of its retaining wall 
stock. Estimates value the City Councils stock at around £60 million for bridges and £10 
million for retaining walls giving an annual total expenditure of £690,000. (Other sources 
e.g. OECD suggest 0.5% of the value which would be £350,000.) 
 
The City Council currently commits £155,000 of its Revenue funding to inspections, 
routine and preventative maintenance of bridges and retaining walls. Taken with the 
£130,000 included in the bid, this gives a total of £285,000 per year, which is around 80% 
the OECD figure and is considerably less than the CSS suggestion. 
 
In order to prevent continued deterioration of condition it is essential that substantial 
provision for bridge structural maintenance is made in the course of the five-year 
programme. Table E3 includes the presently identified structural maintenance schemes. 

Appropriate Condition for Bridge Stock 

The City Council’s view is that the bridge stock should be maintained to a level to carry all 
vehicles permitted to use it under the Construction and Use Regulations. In some 
instances measures to protect vulnerable areas of bridges (e.g. service bays) from 
overloading, particularly due to accidental wheel loading, will be accepted. Only in cases 
where it would be possible to divert affected HGV’s on relatively short routes, without 
causing unacceptable environmental effects to residential or other sensitive areas, will 
weight restrictions be imposed. 
 
It is also the Council’s view that structural maintenance of bridges should be carried out to 
ensure both the continued safety of the stock, and to prevent structural elements from 
deteriorating to the condition where major expense would be required. The reduced 
funding for structural maintenance in recent years has led to a backlog of such work, 
which the Council intends to address through a regular programme of maintenance. 
 
It is the City Council’s intention to commence the introduction of bridge performance 
indicators during 2005/2006. Initially Bridge Condition Indicators will be calculated, and 
these will be followed up with other performance indicators as they are agreed nationally 
and published.  The first indicators will be included in the LTP1 Delivery Report. 
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F. RoWIPs STATEMENT  
 
F.1 Introduction 

 
Rights of Way (RoW) are defined within the Countryside and Rights of Way Act, 2000, as 
including footpaths, cycle tracks, bridleways, restricted byways and byways open to all 
traffic. This Act requires Local Highway Authorities to prepare and publish a Rights of Way 
Improvement Plan (RoWIP) by November 2007. The outputs of this RoWIP will be 
progressively incorporated into the LTP in terms of securing better provision for 
pedestrians, cyclists, equestrians and people with mobility difficulties, and delivering LTP 
shared priorities and objectives. 
 
Good quality Rights of Way can make a valuable contribution towards increasing levels of 
sustainable journeys, by linking people and their local facilities. Although Rights of Way 
are generally considered to be a recreational resource, we recognise that they play an 
important role within the whole transport network, providing safe routes to services, for 
example schools. They can provide a traffic free, safe environment suitable for 
encouraging shifts in modes of transport. Helping and encouraging people to make 
greater use of local Rights of Way, supports achievement of the LTP objectives and 
targets.  
 
The aim of the RoWIP process is to secure funding to continue the consultation and 
analysis phases, and then to produce a document that will outline the strategic drivers to 
ensure the increased awareness of the general path and access network in order to 
promote sustainable transportation, linking to the objective of increasing the health and 
well-being of the people of North Staffordshire. We will complete our RoWIPs by 
November 2007 and they will incorporate; 
 
• The extent to which local Rights of Way meet the present and likely future needs of 

the public 
• The opportunities provided by local Right of Way for exercise and other forms of 

outdoor recreation and the enjoyment of North Staffordshire and surrounding 
countryside 

• The accessibility of local Rights of Way to the blind or partially sighted people and 
people with mobility problems 

• Improving links within the network by either creating new routes or upgrading existing 
ones to multi-user status 

• Improving promotion of the access network 
 
 
F.2 Work on the RoWIPs to Date 

 
Staffordshire County Council and Stoke-on-Trent City Council have both identified the 
need to gather information in consultation with the public and other stakeholders on the 
extent to which the RoW meets present needs.  To date, work has concentrated on 
gathering this information.  A review of the condition and status of the RoW and its links 
with other plans and strategies will be carried out before identifying in detail what 
improvements could be made to the existing network to better meet the needs of walkers, 

F-1 



APPENDIX F: RIGHTS OF WAY IMPROVEMENT PLANS STATEMENT 

cyclists, horse riders, and wheelchair users. Approximately two thirds of the access 
network within Stoke-on-Trent has been assessed by a network surveyor and we are 
undertaking consultation with the user groups, the general public, adjoining authorities 
and statutory bodies.  
 
We are conducting surveys to gauge the public’s opinion on their use of the existing 
network and to identify any improvements that they perceive as necessary to encourage 
greater and more enjoyable use. It is anticipated that the responses to the survey will 
reinforce and possibly add to the issues already identified, as well as reinforce the findings 
of other similar national surveys. 
 
A mapping exercise has been undertaken to assess the suitability of the countryside 
within Staffordshire for outdoor recreation and the anticipated demand. Factors such as 
the proximity of the population to the countryside, agricultural land classification, 
ecological sensitivity, land amenity value and the density of the recorded rights of way 
network have been assessed. The outcome of the exercise will enable an assessment to 
be made of the likely existing demand for countryside access, areas where there is a 
shortfall in access provision, and areas most appropriate for encouraging further public 
access. 

 
The issues that need to be tackled in order to comply with the requirements of Disability 
Discrimination legislation, include: 
 
• dealing with obstructions and clearance of overhanging vegetation to enable routes to 

be more accessible and easy to use, including better and more informative signage; 
• improving connectivity within the network particularly to local facilities and to resolve 

anomalies in the existing network such as gaps in the network (especially public 
bridleways), paths which stop at Parish boundaries, and paths which duplicate others.  
Such work may involve paths alongside canals; 

• better lighting of Rights of Way and improved maintenance to enhance their condition 
and attractiveness to enable and encourage greater use of the network; 

• encouraging greater use of Rights of Way through promotion; 
• opportunities for improving Rights of Way in relation to large scale developments. 
 
The RoWIPs will be developed with regard to the Community Strategies and Local Area 
Agreements, the emerging Local Development Frameworks’ Development Plan 
Documents, together with other plans, policies and strategies that contribute towards 
wider quality of life improvements. These other plans, policies and strategies include 
those relating to healthy living, leisure, recreation, sport and tourism as well as to 
transport needs, for example programmes in North Staffordshire such as Greening for 
Growth. In particular the development of the RoWIPs will relate to economic vitality, 
regeneration and social inclusion. 
 
The Staffordshire and Stoke-on-Trent Joint Local Access Forum (JLAF) has been 
regularly consulted and involved in the work to date relating to the RoWIP as required by 
statute. Their input provides an independent balanced view on the aims and aspirations of 
the RoWIPs. By working in close co-operation with the JLAF, a number of interim policies 
and an overall objective, detailed below, have been identified for improving public access. 
These all closely link with the LTP priorities and wider quality of life issues.  
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F.3 RoWIPs Interim Objectives 
 
The overarching objective for our RoWIPs is:  
 
'to ensure greater use of and accessibility to the public path network by people of all ages 
and abilities in order to increase enjoyment of open-air recreation and exercise and as a 
means of promoting sustainable transport'.  
 
The interim policies for the Staffordshire and Stoke-on-Trent RoWIPs include: 
 
• Improve the condition of the public path network so as to increase its attractiveness to 

as wide a range of people as possible by replacing existing licensed stiles with kissing 
gates, where applicable.  People will be more easily able to walk between homes and 
services, thereby increasing accessibility; 

• Improve unsuitable path surfaces on the public path network, particularly those areas 
in close proximity to population so as to maximise opportunities for people to make 
short journeys to facilities and services on foot or cycle thereby increasing 
accessibility; 

• Improve links between existing multi-user routes by creating paths or upgrading 
existing paths to establish more multi-user routes that link with homes and facilities 
such as local shops, schools, workplaces and service and recreational facilities, 
thereby reducing congestion and giving a better quality of life;. 

• Engage and encourage more local communities and volunteers to become involved in 
the improvement and promotion of their local path network by expanding the existing 
Community Paths Initiative to give local communities a better quality of life; 

• Ensure that the path network is improved and not detrimentally affected by major 
development proposals and opportunities to encourage people to walk, cycle or gain 
access to bus or rail services are optimised, thereby reducing congestion; 

• Encourage greater use of the path network and public access land by promoting a 
range of well-signposted and way marked routes for use by walkers, cyclists and 
horse riders to encourage shifts in chosen modes of transport away from car usage 
and thus reduce congestion and improve air quality. The provision of such routes, 
predominantly off road, will also assist in the achievement of road safety targets. 

 
 
F.4 Likely RoW Improvements 

 
The production of the RoWIPs is an ongoing process. Until the full assessments have 
been completed, it is difficult to forecast the improvements that are necessary. 
Nonetheless, the following proposals for improving public access that have so far 
emerged have strong links to the shared priorities and wider quality of life objectives of the 
LTP, as shown in Table F.1.  
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Table F.1: Likely Rights of Way improvements and links to LTP priorities 
  

 
Likely Rights of Way Improvements 
 

 
Links to LTP Priorities 

Path surface improvements 

 
• Looking after the Transport Network 

• Travel Safety 

• Accessibility 

Replace existing stiles with kissing gates 

 
• Accessibility 

New routes to reduce the need to use 
roads and to address dangerous junctions 

 

• Travel Safety 

• Accessibility 

Improve watercourse crossings with hand 
rails and non-slip surfacing 

 

• Travel Safety 

• Accessibility 

Improve links in partnership with 
regeneration and development projects 

 

• Regeneration 

Establish more multi-user routes that link 
homes, facilities and public transport 
services  

 

• Accessibility 

• Congestion 

• Air Quality 

Community and voluntary involvement in 
improvements and publicity of their use  

 

• Quality of Life 

Increase public awareness of the network 

 
• Congestion 

• Quality of Life 

Well signposted and way marked routes 

 
• Accessibility 

• Travel Safety 

 
Implementation of improvements will be prioritised in accordance with the interim policies 
detailed above, and the LTP objectives. Prioritised RoW improvements will be funded 
through the LTP as resources permit, following the guidelines set out in Chapter 12 of the 
LTP: Implementation – Making it Happen, and assist with the overall performance of the 
LTP, the monitoring and management of which is set out in Chapter 13. 
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