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1. What we’re setting out to do and why 
 

1.1 In his Election Manifesto, the Liverpool City Region’s Metro Mayor, Steve Rotheram sets out 
his commitment to: 
 

“….publish a comprehensive long-term plan for a London-style local 
transport system bringing together our buses, trains and ferries and 
combining them with a comprehensive cycling and walking network….” 

 
1.2 The related 2021-2024 Corporate Plan for the city region reaffirms the importance of 

connectivity as part of a fair, strong, clean and vibrant city region:- 

 

 
 

1.3 This document is the first step in delivering this commitment and in scoping and structuring 
the vision for a new, comprehensive Local Transport Plan (LTP) to serve the 1.6 million 
people who live in the Liverpool City Region.  The city region has a wealth of assets, including 
a comprehensive network of high quality bus services, the Merseyrail network as the jewel 
in the local rail network, a range of inter-city and inter-regional rail services, a growing 
network of dedicated walking and cycling routes, not forgetting the world famous Mersey 
Ferries service across the River Mersey. 
 

1.4 Equally, transport does not respect or follow administrative boundaries.  It is important to 
plan for the needs to the wider city region area, closer to a population of 2.5 million, who 

https://www.liverpoolcityregion-ca.gov.uk/corporate-plan/
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travel into, and across the city region and its wider travel-to-work-areas in North East Wales, 
Cheshire West and Chester, West Lancashire and Warrington.   

 
1.5 The Liverpool City Region is also an important gateway for people and visitors though its sea 

and airport, and connections onto other parts of the country are critical.  Liverpool is the 4th 
largest port in the country, accommodating a wide range of different cargo types and a total 
tonnage of 34.3 million tonnes in 2019. Traffic is increasing and the port is a significant 
current and future asset for the economy.  For freight, access to distribution depots and 
onward supply chains relies on a well-functioning transport network.  Before COVID-19, 
Liverpool John Lennon Airport had in excess of 5 million passengers per annum, with a focus 
on flights to European destinations, including 1.1 million passenger to the island of Ireland. 

 
1.6 At the same time, transport must respect and support the Metro Mayor’s clear vision for 

clean economic growth and recovery from the COVID-19 pandemic, the need to tackle the 
poor air quality that stems for transport, and the decarbonisation of transport.  This all links 
to our wider vision to be a net zero emission producing city region by 2040 and, legally, by 
2050 nationally.  The city region also declared a climate emergency in the spring of 2019. 
 

1.7 This document sets out these issues and challenges in a logical order, leading to a series of 
suggested high level goals or priorities.  But it reflects that we do not yet have the answers 
to many questions that still abound on the future shape of travel and transport.  Developing 
the right responses, plans and investment priorities in our final LTP that we intend to publish 
in early 2023 requires us to have the best information and critically, buy in and support from 
across the city region and by the organisations and people who can make the change that 
we need.  We also know that the scale of the change that we need, in order to achieve this 
vision, is huge, but that the benefits for all are compelling. 
 

1.8 We welcome your views on the issues that we’ve identified in this discussion paper, and 
on whether you think we are planning the right course of action in response to these.   
 

  

https://www.liverpoolcityregion-ca.gov.uk/climate-emergency-declared-for-liverpool-city-region/
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2. What is a Local Transport Plan and why is it important? 
 
2.1 This document is the first stage in developing a new Local Transport Plan (LTP) for the 

Liverpool City Region.  Put simply, the purpose and role of an LTP is to set out a series of 
plans and policies and ambitions for transport services and transport investment over a set 
period of time. 

 
2.2 The city region is currently covered by two LTPs, known as “LTP3”, being the third in the 

series of LTPs since the introduction of this planning regime in 2000.  These third LTPs were 
developed in 2011.  There is a plan serving Merseyside, developed by Merseytravel as the 
Integrated Transport Authority at the time, and a separate, but aligned plan for Halton from 
when it was a unitary authority with transport planning powers prior to the establishment of 
the Combined Authorities.  These plans contained long-term strategies extending to 2026 
and short term, 5-year delivery plans.   

 
2.3 The plans are now a decade old, and are outdated, as their delivery plans have expired, plans 

and references to historic funding sources.  They also pre-date the creation of the Combined 
Authority, though the LTPs’ overall focus on supporting growth whilst reducing carbon and 
supporting equality of access remain relevant as high-level objectives. 

 
2.4 But, the time is right to develop a new, long-term LTP for the Liverpool City Region:- 
 

 As set out in the introduction, a new 4 year Mayoral term commenced in May 2021, and 
the Metro Mayor wishes to clearly articulate his vision for transport, through a London-
style network and plan and a new transport plan  
 

 The transport plan’s building blocks are being assembled now and include:- 
 

o new economic forecasts and the emerging Plan for Prosperity to set out our 
economic vision and our recovery plans post-pandemic 

o a Climate Action Plan to set out our decarbonisation plans, and 
o our Spatial Development Strategy (SDS) to set out a vision and framework for 

new development and infrastructure. 
 
These complementary activities provide the right context to allow us to understand 
what transport needs to “do” in response to wider demands and expectations.    
 

 Naturally, significant changes that have materialised since the LTPs were developed in 
2011 and that need translating into local policy.  Principally,  these include: the impacts 
and legacies of the COVID-19 pandemic, the net zero carbon agenda, the growth in the 
availability and use of alternative fuels, the planned abolition of new diesel and petrol 
vehicles, and big policy changes that make walking, cycling and bus use priorities for 
government, radically changing the focus of earlier policy and guidance. 
 

 the need for a clear, robust policy framework to underpin the process of supporting the 
new transport schemes and interventions and the new single transport settlement that 
may be announced at the autumn Spending Review and critically, future spending 
review submissions beyond 2025. 
 

2.5 Our new LTP will replace our two existing LTPs for the city region and in time, will update a 
series of existing, detailed strategies for different forms, or modes of travel. 

https://www.liverpoolcityregion-ca.gov.uk/governance/policy-documents/
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3. Our process for developing a new Local Transport Plan 
 
3.1 An LTP is a transport strategy for an area, setting out a vision, policies, a delivery programme 

and metrics to gauge success and overall performance in the delivery of its objectives. LTPs 
are used to bid for, prioritise and allocate funds, and provide the strategic narrative and 
rationale for specific schemes and interventions.  Government increasingly wants to see 
local areas develop LTPs as a framework for local action, and in particular, to help set out 
transport’s role in achieving zero-carbon. 

 
3.2 The process of developing a new LTP recognises that transport is a service - something that 

people need and often rely upon to do and achieve other things, but that transport is not a 
goal in itself.  Transport is a means of travelling to school or college, to work, buying food 
and goods, seeing people and places and critically, for moving goods, materials, and things 
that we all rely on and that sustain us.  We often only take note of transport when it does 
wrong or isn’t there. 

 
3.3 Because of this, transport is a demand that is influenced by other things, and we can’t plan 

transport in isolation.   That is why it’s important that we understand what we need our 
transport network to do and for what reason; whether it is supporting access to new homes 
and employment opportunities, to essential facilities, or providing access to and from places 
further afield, we need to be clear on what it’s expected to do.   

 
3.4 We also know that transport presents its own challenges and problems, whether it is 

through consuming raw materials – especially petrol and diesel from oil, producing harmful 
pollution, creating delay and inconvenience, or tragically, killing and injuring people on our 
roads.   If transport is not there, is of poor quality, is unreliable, or unaffordable, then this is 
a barrier to growth and an impediment to barrier for people, which in turn can lead to 
isolation and exclusion and in turn, lead to illness, unhappiness or poverty.   

 
3.5 This document sets out some of the main challenges and priorities that we have identified 

for transport in the run up to 2040 – the date when we have committed that the city region 
will emit net zero carbon.  We also set out a series of high-level themes, priorities and goals.    

 
3.6 The planned process for developing our LTP will be structured as follows: 
 

Stage 1 – Understanding the ‘drivers of change’ to develop a vision for transport 
 

 This entails understanding the economic change anticipated in the city region, where the 
new homes, jobs and developments will typically be based and what form they will take, and 
conversely where we envisage jobs may be lost.  

 The impacts of Brexit and arising from the COVID-19 pandemic are especially significant in 
this process – both significant uncertainties. 

 We are developing a new Plan for Prosperity to support the delivery of the Corporate Plan’s 
objectives and to provide a long-term economic and place-based vision for the City Region 
over the next decade and beyond. This Plan for Prosperity will informed by and influence 
other CA strategies, including the LTP. 
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(Cont…) Stage 1 – Understanding the ‘drivers of change’ to develop a vision for transport 
 

 We have commissioned Oxford Economics to help develop new economic forecasts that will 
be used to inform our  Plan for Prosperity and other related plans, including the LTP.   

 This work includes a new economic baseline (i.e. what the economy and the wider LCR could 
look like based on current assumptions and approaches, including aspects such as demand 
for housing and new development, changes anticipated in our main town and retail centres, 
the impact of new jobs and services and leisure and tourism implications 

 Five economic scenarios are being developed and which will  to include high growth and a 
low growth scenarios to reflect current uncertainties.   

 We will also understand the priorities emerging from relevant legislation, national and local 
policies  

 We will review what members of the public are telling us, including an analysis of travel 
habits and trends 

 We will commission a Habitats Regulations Assessment, Equality Impact Assessment and a 
Health Impact Assessment will be commissioned, to shape our plans and programmes to 
ensure that there are no adverse or unintended consequences 

 
 

Stage 2 – Understanding what this change means for transport and transport emissions 
 

 Using the findings from the economic forecasts and this wider vision, we will then seek to 
understand the more detailed impact of these in transport terms, by developing transport 
scenarios that we can use our strategic transport model to assess.  

 This will include understanding how we think travel work and leisure patterns may change 
over time, where the main movements are likely to exist, the gaps that exist, and the impact 
of these possibilities.  These scenarios help to explore uncertainty, especially at a time 
where future transport demand – especially for personal travel – is very uncertain as a 
consequence of Brexit and COVID-19 

 The impact of the planned Freeport, shipping, port, marine activities and aviation will also be 
factored into our scenarios and our modelling  

 Allied to this, we need to understand movements of freight across the city region, and we 
need to understand the degree to which continued growth in home shopping and internet 
shopping will change demand for our freight and logistics parks across the city region, and 
also potential impacts on the city centre and town centre movements.  This will also help to 
develop and test solutions that may include freight consolidation centres, freight bike 
schemes, drones and district locker schemes.   

 The transport scenarios that we will develop will provide modelled demand data that can 
then be converted into carbon emissions to understand what the scale of gap may be to our 
net zero carbon trajectory, and what additional policy measures LCR needs to take. 
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Stage 3 – developing a preferred strategy and transport policies and priorities 
 

 We will consider the feedback form the above processes including the understand the 
modelled scenarios to build on, and refine this vision 

 We will use our transport model and carbon models to test and inform a preferred strategy 
that meets the needs of the transport network whilst delivering on our priorities to 
decarbonise.  This will shape the priority interventions that are needed to deliver the vision, 
looking ahead to 2040, but in practice, the timeframes are likely to be shorter due to COVID 
uncertainties 

 We will undertake further engagement on our preferred strategy and understand people’s 
perceptions on this and what it might mean in practice 

 
 

Stage 4 – Developing a Delivery Plan 
 

 Levels of funding that the Combined Authority will have access to in the period leading to 
2040 are very uncertain, with the exception of national large-scale projects 

 Our delivery plan thus needs to best responds to the funding that we believe we’ll have 
access to, or else be able to secure, in order to support our transport strategy 

 As we expect the bulk of our funding to be available over the short-term (2022 to 2027) our 
delivery plan will be short-term, but which will include longer term aims and interventions 

 We will continue to test and validate our strategies and plans as required by legislation that 
governs new statutory plans and policies developed by transport bodies, including the 
independent Integrated Assessment covering aspects such as a Strategic Environmental 
Appraisal 

 
 
3.7 We are currently at Stage 1 in the above process and the indicative timeline for working 

through these stages inset out in the Next Steps in section 9. 
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4. Understanding the bigger picture – relevant legislation and policy 

 
4.1 Stemming from the above, an important starting point in developing our core vision and 

goals for transport is to understand the wider policies and directives that affect 
development, movements and expectations for transport, and looks at the role of transport 
in addressing wider priorities or challenges.  

 
4.2 This context will also be used to help share the transport scenarios that we are in the 

process of establishing as outlined in xxxxx, and that we will use to test what impact these 
might have in transport and emissions terms.   

 
4.3 The diagram below summarises the main policy considerations at various levels:- 
 

 
 

4.4 The principal national, sub-national and more local priorities and considerations are 
summarised below 
 
 
National priorities 
 

4.5 Transport Investment Strategy (DfT) - Moving Britain Ahead, 2017 
 

4.5.1 The Transport Investment Strategy sets out how UK Government will, through the 
investment decision, respond realistically and pragmatically to recent challenges, 
and drive progress towards fulfilling the aims of the Industrial Strategy and putting 
the travelling public at the heart of the choices Government make. 

 
4.5.2 Investment must seek to create a more reliable, less congested, and better-

connected transport network that works for the users who rely on it; intensively 
used networks are ageing and face increasing demands, creating delays and 
undermining reliability. In places they don’t provide the connections people and 
businesses need. 
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4.6 National Infrastructure Assessment, 2018 
 

4.7.1 Of the many important recommendations in the above infrastructure assessment a 
core issue relates to the condition of local transport assets, particularly local highway 
condition:- 

 

“Local road maintenance 
 
In recent years, insufficient funding has led to poor conditions on local roads, affecting 
road users throughout the country. Six per cent of urban local A roads are considered 
to be in poor or very poor condition, and 3 per cent of rural A roads.18 This creates 
hazards for road users, and also increases the long term cost of maintenance. The 
economic case for maintenance is very strong, since inadequate upkeep creates a risk 
that roads may need to be closed for emergency repairs….” (p.72) 

 
4.7.2 The commission recommend that government should make significant funding (£500 

million) available from 2025-35 for local highways authorities to address the local road 
maintenance backlog across the country 

 
 

4.7 National Infarstructure Commission - Better Delivery, 2019 
 
4.7.1 The National Infrastructure Commission (NIC) produced a report Better Delivery, 

emphasising the need for a clean freight network – linking this not just to 
decarbonisation but to other emissions and issues of congestion too. The report is 
strong in terms of urging the government to publish plans for the infrastructure that 
will decarbonise freight (both charging networks for ZEVs and rail electrification) but is 
ambivalent on modal shift. They also highlighted the need for local authorites to 
better consider urban freight – including consolidation centres – in their pland. 
 

4.7.2 The report also points to parallel issues related to decarbonisation – how the need to 
ensure a ‘clean’ freight transport system also deals with particulate emissions, 
congestion, etc.  The report indicates that building or widening roads is not a long-
term solution to tackling congestion in urban areas, being a matter of time before it is 
filled again.  

 

4.7.3 The report notes that there are no current commercially available Hydrogen or 
battery-electric HGVs, although believes these will be the most likely solutions for the 
future. For rail it comes down more in favour of electrification rather than batteries or 
hydrogen. modal shift is not capable of replacing all HGV journeys and will not be the 
long term solution to decarbonising road freight 

 

4.7.4 Among the recommendations considered within the report include banning the sale of 
new diesel HGVs from 2040 (, the need for local authorities need to consider urban 
freight within their infrastructure strategies, for example identifying the land 
necessary for new initiatives, including considering the case and incentives for 
consolidation centres. 

  

https://nic.org.uk/app/uploads/CCS001_CCS0618917350-001_NIC-NIA_Accessible-1.pdf
https://nic.org.uk/
https://nic.org.uk/studies-reports/uk-freight/
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4.8 Road Safety Statement: A Lifetime of Road Safety - Moving Britain Ahead (DfT, 2019) 
 

4.8.1 This Statement sets out a road safety aspiration where the UK moves towards a 
“Vision Zero” approach to road safety.  This acknowledges that since road deaths 
and casualties are not merely the result of poor driving, of a transport system as a 
whole, from signage to road user education, from enforcement to infrastructure 
design and construction, avoidable road deaths and injuries should be reduced to 
an absolute minimum. 

 
4.8.3 Vision Zero is a strategy to eliminate all traffic fatalities and severe injuries, while 

increasing safe, healthy, equitable mobility for all. The Safe Systems approach, 
supported by Vision Zero, views human life and health as paramount to anything 
else and should be the first and foremost consideration when designing or 
redesigning a road network. 

 
4.8.4 It also recognises the need for a “hierarchy” of sources of danger and risk; road 

users most at risk in the event of a collision must be at the top of the hierarchy. 
 
 

4.8 Future of Transport (DfT - 2021) 
 
4.8.1 The main aims of the Future of Transport programme are to: 
 

 stimulate innovation in the transport sector 
 create new transport markets 
 secure a 21st-century transport system 
 secure the UK’s position as a world-leading innovator, decarbonising the 

transport system for the benefit of all society. 
 

4.8.2 Technology will drive radical changes in transport in the next ten years, with 
profound implications for transport users and businesses. Electrification, 
connectivity, automation, and real-time data collection and analysis are driving the 
development of new modes of travel and new ways to do business. 

 
4.8.3 Some of these changes – such as transport apps, electric vehicles, drones and early 

vehicle automation – are already here; the rest are likely to ramp up dramatically 
between now and 2030.  By improving how we do business and how we travel, this 
brings opportunities to advance decarbonisation, improve air quality, tackle 
congestion, and improve our communities and make them better places to live and 
work. 

 
 

4.9 Climate Change Committee – 6th Carbon Budget 
 
4.9.1 The Climate Change Committee reports an impact of COVID-19 restrictions that 

during 2020 emissions from surface transport dropped by 20.8%; but noted there 
needed to be a sustained reduction.  
 

4.9.2 Their 6th Carbon Budget provides a range of indicative targets for transport, including 
that – even with increasing ZEVs – car miles should be reduced by 9% by 2035 and 

https://www.theccc.org.uk/
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17% by 2050; suggesting this should be via a combination of working from home, 
increased active travel, and more mode shift to public transport than pre-COVID-19. 

 

 
 
4.10 The National Bus Strategy – Bus Back Better, 2021 

 
4.10.1 The National Bus Strategy seeks to make buses a practical and attractive alternative 

to the car for more people. It seeks to make buses more frequent, more reliable, 
easier to understand and use, better co-ordinated and Cheaper and more like 
London’s, where these type of improvements dramatically increased passenger 
numbers, reduced congestion, carbon and pollution, helped the disadvantaged and 
got motorists out of their cars. 

 
4.10.2 Buses are also the easiest, cheapest and quickest way to improve transport, and that 

relatively small sums of money, by the standards of transport spending, can deliver 
significant benefits.  

 
4.10.3 The chart below highlights the challenges and trends locally, and pre-COVID in 

respect of bus patronage:- 
 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/980227/DfT-Bus-Back-Better-national-bus-strategy-for-England.pdf
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4.10.4 There are a number of key elements to the Strategy, including: 

 

 Comprehensive networks and integration  

 Fares and ticketing  

 Infrastructure , with a significant focus on implementation of bus lanes where 
possible and technology to prioritise buses (e.g. at traffic lights);  

 Zero Emission vehicles  

 Accessibility  
 

4.10.5 The strategy acknowledges that the lasting impact on bus use remains unknown, 
with passenger numbers expected to fall from pre-COVID-19 levels – at least 
initially”; and that there “are likely to be several years of recovery.  Despite this, 
there is a clear opportunity to build back better and ensure that bus plays an 
important role in the economic recovery, supporting the LCR’s zero emission targets.  

 
4.10.6 From April 2022, local transport authorities will need to have an Enhanced 

Partnership  in place, or be following the statutory process to decide whether to 
implement a franchising scheme, to access the new discretionary streams of bus 
funding. 

 
4.10.7 Importantly, the Strategy sets out initial spending plans for the £3bn for buses in 

England outside London that will be the subject to Bus service Improvement Plans 
(see xxxxxx).  In these, Government expects to see plans for bus lane on any roads 
where there is a frequent bus service, congestion, and physical space to install one.  
Local authorities are advised to consider physical changes to roads’ footprints to 
allow the provision of continuous bus lanes. Where there is insufficient space for a 
bus lane, LTAs should consider point closures of some main roads to private cars, 
allowing through traffic on other main roads nearby.   Robust enforcement of traffic 
restrictions will be key.   
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4.11 Gear Change: A Bold Vision for Cycling and Walking, DfT - 2020 
 

4.11.1 Gear Change sets out an ambitious clear vision for country to be a great walking and 
cycling nation.   Places are to be truly walkable and e made cycling a mass form of 
transit, with cycling and walking will be the natural first choice for many journeys 
with half of all journeys in towns and cities being cycled or walked by 2030.”   

 
4.11.2 The strategy notes now cycling and walking measures are no longer seen as an 

afterthought but have moved to the very heart of considerations for all transport 
policy and planning, at all levels of leadership.  Cycling is or will become mass transit 
and must be treated as such. Routes must be designed for larger numbers of cyclists, 
for users of all abilities and disabilities.” 

 
4.11.3 Gear Change introduces a clear link between standards and funding; schemes that 

are delivered using DfT funding that fail to adhere to the standards will either not be 
funded, or else funding can be clawed back.  The Transforming Cities Funding, that is 
available until the end of March 2023 is also explicitly subject to these requirements 

 

4.11.4 The strategy and related technical guidance recognise that traditional approaches to 
planning for and promoting walking and cycling must change to achieve this vision.  
The new design guidance sets out the much higher standards required if schemes 
are to receive funding, along with a number of failings which Government will either 
no longer allow at all, or will strongly discourage. The standards will be enforced by a 
new inspectorate, Active Travel England.  The extract below summarises some of the 

new approaches mandated in the technical guidance. 
 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/904146/gear-change-a-bold-vision-for-cycling-and-walking.pdf
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4.12 DfT Transport Decarbonisation Plan, 2021 
 

4.12.1 The DfT published the Transport Decarbonisation Plan that builds on the evidence 
established in the March 2020 paper Decarbonising Transport: Setting the Challenge. 
Overall the plan.  Many of the earlier publications summarised below have been 
cross referenced or reinforced in the plans, that: 

 

 Emphasises the importance of achieving net zero for transport 

 Contains suggestions on how each mode can be decarbonised 

 Identifies key ‘enablers’ for this to happen (including non-transport 
considerations) 

 Sets out the pathway to net zero carbon for transport following the above 
 

4.12.2 Reflecting uncertainty, the plan notes how post-COVID-19 demand for transport may 
change compared to pre-pandemic, but notes: that whille the reduction in use of 

https://www.gov.uk/government/publications/transport-decarbonisation-plan
https://www.gov.uk/government/publications/creating-the-transport-decarbonisation-plan
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public transport has been a short-term necessity, there is a need to ensure a speedy 
return to public transport and to support a growth in patronage. 

 
4.12.3 Importantly, the strategy reflects that a decarbonised transport network does not 

simply mean changing how we power our vehicles. It means we can make better use 
of limited road space for all users, and provide more mobility options, especially for 
short journeys that dominate UK travel.  Increasing road vehicle occupancy can 
significantly reduce carbon emissions as well as directly help tackle congestion when 
it displaces what would otherwise be additional road vehicle journeys. 

 
4.12.4 But equally, private vehicles clearly remain part of the mix of traffic and need to be 

proactively planned for an managed; the strategy notes that investment in the 
national traffic signal asset is needed to maintain an effective traffic management 
system. Traffic signal controls are essential for managing congestion, delay, and 
emissions.   Investing in the maintenance of this essential asset will not only improve 
emissions but also enable new technologies and data systems that will support the 
delivery of a digital and connected road network.  This is why continued high 
investment in the road network will remain as necessary s ever to ensure the 
functioning of the nation and to reduce the congestion which is a major source of 
carbon.  

 
4.12.5 The plan also sets out the following high timeframes and pathways to working 

towards the UK Government target of achievement net zero emissions by 2050:- 
 

2021 2030 2035 2040 2050 
 Introduce petrol 

with 10% 
bioethanol. 

 Jet zero 
consultation. 

 Hydrogen strategy 
produced. 

 Consult on ship-to-
shore power. 

 50% of journeys in 
towns & cities to 
be walking/cycling. 

 End sale of new 
petrol & diesel cars 
& vans. 

 End sale of non-
ZEV cars & vans. 

 End sale of non-
ZEV HGVs (up to 
26t). 

 World class 
walking/cycling 
network in place. 

 End of diesel 
traction on rail 
network. 

 End sale of all non-
ZEV new HGVs. 

 UK domestic 
aviation to achieve 
net zero. 

 Maritime to 
achieve net zero. 

 
 

Sub national 
 
4.13 Northern Powerhouse Independent Economic Review (TfN,2016) 
 

4.13.1 The Northern Powerhouse Independent Economic Review (NPIER) identified some of 
the key factors that contribute towards the economic gap between the North and 
the South, which included poor links and under investment in transport 

 
4.13.2 The Review set out a bold vision of economic transformation for the North that will 

rebalance the UK economy and increase international competitiveness, with a clear 
focus on transport infrastructure to improve connectivity and agglomeration 
between towns and cities. A transformed North in 2050 could generate: 

 
 £92 billion (15%) increase in GVA. 
 850,000 additional jobs. 
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 4% higher productivity than in a business as usual scenario. 
 
 
4.14 One North: The Strategic Transport Plan (Transport for the North, 2019) 
 

4.14.1 The TfN Strategic Transport Plan (STP) is designed to rebalance decades of 
underinvestment and transform the lives of people in the North.   It outlines how up 
to £70 billion of investment to 2050 could contribute towards an additional £100 
billion in economic growth.  The plans include a major focus on transport investment 
and priorities include: 

 
 Northern Powerhouse Rai 
 Strategic Rail 
 Strategic Roads Study: Manchester North West Quadrant Northern Package 
 Integrated & Smart Travel 
 Freight & Logistics 
 International Connectivity 

 
 

4.14.2 Northern Powerhouse Rail is also especially important, and fully supported by the 
LCR in terms of its creation of much needed capacity on the rail network to 
accommodate new demand, especially new capacity for freight. 
 

4.14.3 The TfN Strategic Transport Plan is currently under review and its timetable for 
completion is March 2024 and will remain an important consideration as the new 
LTP is developed. 

 
4.14.4 In addition, TfN is analysing future travel demand scenarios. These are four realistic 

future scenarios developed in collaboration with partners to represent a range of 

https://transportforthenorth.com/future-travel-scenarios/
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differing possible futures which may affect the demand of and nature of transport to 
2050, taking into account a wide range of factors including the economy, 
environment, spatial development, technology and public attitudes and behaviour.  
These will also inform the local transport strategies that have been identified in 
xxxxx. 

 

 

4.15 TfN Draft Decarbonisation Strategy and adaptation to climate change 

 

4.15.1 Transport for the North’s (TfN) Draft Decarbonisation Strategy is very much an 
evidence-led assessment, using scenarios to explore how far current plans and 
policies will go towards achieving zero carbon in a range of different futures. The 
strategy presents a range of suggested policies which local areas could follow to 
support their work, based around the three areas of Zero Emission Vehicles, Demand 
Management and Improvements of Conventional Vehicles. It also raises the need for 
transport schemes to consider the risks from climate change. 

 

 
 
 
4.15.2 A key part of the TfN Strategy that is not evident in the DfT document is embedding 

awareness of how climate change may affect the transport network. This 
emphasises how the risks from this should be embedded in policy and infrastructure 
planning as much as decarbonisation itself. Data is based on the predicted 4oC global 
temperature rise, should there fail to be global efforts maintaining global warming 
below 2oC.  

 

4.15.3 Key data highlighted includes, by the following estimates for England by 2050 – with 
all factors worsening by 2080 (shown by figures within brackets).  The link with the 
national maintenance backlog highlighted in XXX will be clear too:- 

https://transportforthenorth.com/decarbonisation/
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 Summer temperatures +7.4oC above current average (+11.7oC) 
 Rainfall extreme intensity +20% higher than current levels (+40%) 
 Peak river flows +50% above current levels (+105%) 
 Sea level rise of +0.6m (+1.0m) 
 Storm surges increasing by +35% (+70%) 

 
 

Local 
 
4.16 LCR Bus Service Improvement Plan (BSIP), 2021 
 

4.16.1 As a requirement of the Bus Back Better strategy, the Combined Authority 
developed and published its Bus Service Improvement Plan (BSIP) at the end of 
October 2021.  This will then be updated annually and reflected in our Local 
Transport Plan (LTP) as required by DfT.  

 
4.16.2 The LCR’s BSIP has been developed in collaboration with local bus operators, local 

authorities, community transport bodies and local businesses, services and people, 
and in order to secure an investment of £667.4m over the next three years.  This is  
enable the city region to transform bus services, and achieve the shared ambitions 
set out in Bus Back Better and the LCR’s Vision for Bus. maximise the funding 
available from the national £3b 

 

 Quick and reliable bus journeys 

 A comprehensive and integrated bus network 

 Straight forward ticketing and great value fares 

 An excellent passenger experience 

 An emission-free bus system  
 

4.16.3 To support delivery, we will reform our bus services by introducing either 
Franchising or an Enhanced Partnership, with the LCR setting out its preferred option 
in early 2022.  In 2020 the LCRCA agreed that Franchising was the emerging leading 
option for reform. 

 
 
4.17 LCR Road Safety Strategy, 2021 
 

4.17.1 As one of the most urgent and stark consequences of transport and movement, a 
priority has been to develop a new road safety strategy for the city region, but 
covering the Merseyside Road Safety Partnership area.  Going beyond earlier 
priorities to reduce the numbers of people killed and injured on the roads, the draft 
revised strategy is built around “vision zero” principles, and to eliminating deaths 
and injuries on the roads by 2040. 

 
4.17.2 This is about developing a “safe system” approach, reflecting that one death on the 

roads is one too many.  This is in contrast to stark numerical targets around casualty 
reduction in earlier strategies, with an acceptance that deaths and injuries will 
continue.  This new strategy begins with making roads and spaces safe to begin with, 
and aligned to new government policy (and funding) on sustainable travel and 
reducing the dominance of private vehicular traffic.  

https://www.liverpoolcityregion-ca.gov.uk/wp-content/uploads/LCR_BSIP_2021.pdf
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4.17.3 Merseyside and Halton have separate arrangements for road safety due to the 
policing boundaries, and whilst this is a Merseyside strategy, a complementary 
approach is set to be developed for the Cheshire Constabulary area in the case of 
Halton. 

 
 

4.18 LCR Plan for Prosperity, 2022 
 

4.18.1 This plan is being developed in tandem with our LTP, and stems from a commitment 
in our CA Corporate Plan published in July.  The plan will supersede our draft Local 
Industrial Strategy and set out a new approach and ways of working to deliver 
meaningful, shared prosperity for the whole of Liverpool City Region.    

 
4.18.2 It will provide a 15 year vision for LCR, supported by refreshed evidence base plus 

updated economic forecasts from Oxford Economics, 
 
4.18.2 Help the City Region respond to the changing policy and economic environment 

Provide a long-term strategic narrative for the City Region and Consistent with the 
CA Corporate Plan and the key messages of the Metro Mayor manifesto 

 

 A Fairer City Region 

 A Cleaner City Region 

 A Stronger City Region 
 

Integrated Infrastructure for a connected City Region 
 -   Successful transport modal shift 
 -   Renewable energy generation that powers our ambitions 
 -  World class digital infrastructure and connectivity 
 -  Enhanced assets that drive trade and internationalisation 
 -  Enrichment of blue and green infrastructure 
 
To be reported at the January CA meeting 

 
 
4.19 LCR Climate Action Plan 
 

In development – our interim plan for Net Zero by 2040 
 
Integrates Air Quality challenges and action plan 

 
 

https://www.liverpoolcityregion-ca.gov.uk/wp-content/uploads/LCRCA-AIR-QUALITY-ACTION-PLAN-2020.pdf
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4.20 LCR Spatial Development Strategy 
 

https://www.liverpoolcityregion-ca.gov.uk/lcr-our-places/  
 
+ Infrastructure development plan (IDP) 
 
Brief summary of latest position 
 
 
 
Brief Summary of core messages from above (decarbonise, clean and sustainable growth technology, 
modal shift, new priorities) 
  

https://www.liverpoolcityregion-ca.gov.uk/lcr-our-places/
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5. The human angle - what are people doing and telling us? 

 
5.1 We know that transport is an activity that affects everyone living, working in or visiting the 

city region in one way or another – whether through allowing us to travel where we need to 
get to, and in terms of our food and basic suppliers.   

 
5.2 Views also differ on transport and its effects, and some people are more affected by 

transport than others, whether through noise, poor air quality, congested streets, unsafe 
streets or being cut off.  The movement of freight in particular brings particular challenges to 
the city region, as  a port city region with important freight and logistics facilities.  For this 
reason, we are committed to developing our new LTP in an open and transparent way 
through its main stages, hence this document as a first stage in setting out our broad vision.   

 
5.3 At the same time, we have listened to views and concerns about transport through a wide 

range of recent consultations and engagement activities.   They form an important building 
block in what are vision for transport looks like, reflecting that we have a good understand of 
what people want and are asking for, and so are not starting our plan from a clean sheet of 
paper.  Recent engagement includes: 

 

 the #LCR listens process in 2019 

 engagement on our Vision for Bus 

 engagement on our plans for walking and cycling, including our Sustrans Bike Life report 

 tracker surveys of views and concerns during the height of the COVID-19 pandemic and 
periods of lockdown 

 public engagement from climate action plan - awaited 
 

5.4 These views can be summarised as xxxxxxxx. (i.e people’s willingness to use alternatives but 
cost, convenience and infrastructure is lacking + key points from climate plan.)   

 
Travel trends pre-COVID 

 
5.5 Fundamentally, even when the infrastructure  is in place to allow people to travel in a range 

of ways, our plans are only as good as the choices that people make, ultimately.  The main 
issue is that too many trips are driven by private car, and too few are made o foot, by bike, 
by rail or by other clean modes.   

 
5.6 Looking at numbers of trips by car as a driver, LCR tends to reflect national patterns: this is 

the dominant mode, accounting for 42.7% of all trips. Active travel accounted for 23.2% of 
all trips – and although LCR sees fewer walking trips than nationally, it is slightly higher in use 
of bicycle.  Rail trips at 2.3% represents a lower mode share but is above the England 
average, outside of London. The LCR also sees a higher share of bus and taxi trips than 
nationally – 12.0% and 3.1% respectively. 

https://www.liverpoolcityregion-ca.gov.uk/lcrlistens-summary/
https://www.sustrans.org.uk/bike-life/bike-life-liverpool-city-region/
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Sources: CWS, Merseytravel; National Travel Survey, DfT 

 
5.7 Currently relatively few LCR residents use methods of active travel (i.e. walking and cycling). 

Only 5% of residents cycle for travel at least once a week, compared to 6% nationally, while 
42% walk for travel at least once a week, compared to 42% nationally.  Not only does the 
low take up of active travel contribute to LCR’s poorer health profile, but it also means 
residents are more likely to use less environmentally friendly modes of travel 

 
5.8 Both nationally and locally there has been a long-run trend of increasing rail journeys -

+37.5% nationally and +21.2% locally. There was also a particularly large jump in rail 
journeys to and from the city region for longer distance journeys, of 64.1% - this may reflect 
both on increases in business trips as well as the city region’s continued growth as a visitor 
destination. 

 
5.9 In terms of bus, there has been a long-run decline in bus patronage, except (until recently) in 

London that has a different form of regulatory system.  Using the DfT dataset, over the last 
ten years bus patronage across LCR has fallen by -11.2%, compared to -16.7% nationally 
(excluding London).  However, through the LCR Bus Alliance and £50m investment being 
secured in the local bus offer, there has been a 16.2% increase in fare-paying patronage and 
a 91% passenger satisfaction ratings 

 
5.10 Although mode shift will be critical in achieving zero carbon – as well as addressing other key 

City Region objectives, improving health and reducing congestion – the switch to zero 
emission vehicles will also be an important part of the solution.  Although the take-up of 
electric vehicles is accelerating, this is lagging somewhat in the LCR compared to nationally – 
as at the end of 2020, there were 1.4 vehicles per 1,000 population, compared to 2.9 
nationally. 

 
The COVID dimension 

 
4.16 COVID changed travel and demand for travel in an unprecedented way, and overnight, as 

people were told not to travel, and to work from home where possible form the outset of 
the pandemic in March 2020.  Its impact on the wider economy and our forecasts is outlined 
in the section that follows. 
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4.17 The gradual unlocking of restrictions has not led to an immediate return in previous travel 
habits reflecting concerns around the relative safety of mass transit, and a wider, societal 
issue of homeworking and increasingly “hybrid” working, where people able to do so. The 
DfT’s All Change Travel Tracker (Feb/March 2021) found: 29% of UK adults reported working 
from home all the time in the preceding four weeks, with 13% some of the time. Those 
working exclusively from home more likely to be from higher income groups (42% exceeding 
£40,000), travelled by train once a week or more often (40%) pre pandemic; and cycled once 
a week or more (36%) pre pandemic.  

 
4.18 The demand for, and use of public transport  has changed very starkly, and is likely to 

continue to do so:- 
 

 

  

 

Source: COVID-19 transport use, DfT 

 
4.19 Latest findings from the ONS show half of adults are still very, or somewhat concerned about 

the effect of COVID-19 on their life right now.  Just 12% think life will return to normal within 
the next six months and over a third (36%) think life will return to normal in more than a 
year’s time. Around three in ten (32%) of working adults worked from home at some point 
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within the last seven days (25th August to 5th September); with 57% travelling to work 
(exclusively and in combination with working from home).  
 

4.20 In travel terms, a range of studies suggest that confidence in using public transport has 

increased over time, with the majority of users feeling safe travelling on bus or train; however, 

recent findings suggest journey satisfaction declining as services become busier with less 

space to social distance. Safety measures remains forefront in the decision to travel, as well as 

longstanding issues, such as the frequency, reliability and cost of travel.  

 

4.21 A DfT survey of UK business decision-makers that undertook business travel before the 

pandemic found only 35% of businesses had continued to conduct business travel during the 

pandemic. Of those that had continued business travel, this was less frequently and involved 

fewer staff. Car as the main mode for business trips increased significantly, with a decrease in 

long distance and inter-city train services.  

 
Uncertain times 

 
5.11 We understand that some stark choices will be needed in planning for transport – funds are 

finite, the implications of COVID-19 on travel, spend and personal behaviour are significant, 
and some of our challenges decarbonising, that they will require us to things in very different 
ways.   

 
5.12 Planning for continued growth in car ownership and car growth is no longer an option as we 

transition to a zero carbon future, and as we set out in the sections that follow. Transport and 
travel is also changing in response to changes in attuite linked to new, more flexible shared 
forms of travel being available – the pilot escooter scheme in Liverpool, app-led taxi services, 
car sharing schemes, bike sharing and the promise of technology changing way that things 
move – drones, autonomous vehicles, lorry platoons and other technologies.   

 
5.13 But we cannot underestimate the need for us all to make different choices to make the 

difference, and that without practical action and support from people who travel, the policies 
and proposals in our new LTP will not have the desired effect.  

 
 
 
 

  

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1010170/business-travel-during-covid-19-a-survey-of-uk-businesses.odt
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6. What we understand so far on our challenges, priorities and opportunities? 
 

6.1 Building on the issues set out in the earlier sections, there are a number of clear challenges 
and priorities that can be identified for the Liverpool City Region.  The early issues and 
implications from our economic forecasting work summarised in xxxx are also identified, 
together with aspects that we believe will have an impact on ways of working, travel 
demand and travel choice.  The issues and priorities can be grouped as follows:- 

 
6.2 Supporting recovery from the pandemic and building an inclusive economy 
 

6.2.1 In addition to the direct travel and behavioural impacts summarised in the previous 
section, it will be completely apparent that COVID-19 has had a significant impact on 
our economy.  The LCR’s economy shrank by an estimated 10.2% in 2020, but 
economic forecasts suggest the economy is expected to recover relatively quickly 
from the impact of COVID-19. It is expected to grow by 8.1% in 2021 and 6.8% in 
2022. Continued economic growth, along with jobs growth, is likely to increase 
demand for transport over the coming decades. 

 
6.2.2 Before COVID-19, the city region had seen economic growth and was closing gaps 

with national averages on certain indicators, particularly in the labour market. 
However, LCR still faces significant income and productivity gaps with the rest of the 
country. GVA per head is 29% lower than national levels, while GVA per hour worked 
is 15% lower. 

 
6.3.3 These performance gaps are driven by a range of factors including high economic 

inactivity, poor health, low skills and high levels of deprivation. LCR has one of the 
highest economic inactivity rates in the country, while nearly half of its 
neighbourhoods are in the top 20% most deprived areas nationally.  

 
 

 

Source: ONS Annual Population Survey, 2005 - 2020 
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6.3.4 The City Region also has longstanding challenges linked to deprivation, with poor 
health and disability being a particular problem. In 2020, 29% (about 68,000) of 
economically inactive residents were out of work due to long term sickness – this 
compares to 23% nationally1.  

 

Figure 1: Proportion of economically inactive due to long term sickness, 2020 

 

Source: ONS Annual Population Survey, 2020 – NB ADD WIRRAL  

 

 
Liverpool City Region LSOAs in the top 20% most deprived IMD deciles overall 
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 ONS, Annual Population Survey, 2020 
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6.3.5 The 2021 Sport England, Active Lives Survey indicated that on the whole residents 
from the LCR (70% stating they are active or fairly active) were less active than those 
residing within the North West (71%) and England (73%).  There is a direct link 
between levels of activity, personal health and economic inclusion. 

 

6.3.6 Looking ahead, the findings of our economic forecasts discussed in xxxxxx indicate 
that the LCR has the potential to further strengthen its profile as a global, confident 
and outward looking City Region. Underpinned by its demonstrable, distinctive 
research excellence and world-leading innovation assets, LCR is a strong R&D 
economy with potential to make a national contribution. Alongside the strength of 
its port, airport and associated sectors, LCR has the potential to drive productivity 
and export growth across the country. The LTP will have a role to play in supporting 
LCR’s global competitiveness. 

 

Indexed change in Gross Value Added (GVA), base = 2016 

 

Source: Oxford Economics, 2021 

 
 
6.3.7 Economic forecasts also show that the LCR’s population is not expected to grow 

significantly, and the working age population is expected to shrink. This may 
contribute to a reduction in transport demand, particularly for leisure purposes. 
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Population change (index = 2019) 

 

Source: Oxford Economics, 2021 

 
6.3.8 While the total population is expected to remain relatively steady over the forecast 

period, it is anticipated that the working age population will decrease significantly. 
Between 2019 and 2045, the working age population is likely to decrease by 7.4% in 
LCR. This is a significantly larger rate of decline than regionally and nationally. 

 
6.3.9 This trend extends into the LCR’s wider functional area, with its hinterland of West 

Lancashire, Warrington, Cheshire West & Chester, Flintshire and Wrexham projected 
to see an even larger decrease in working age population. 

 

Working age population change (index = 2019) 

 

Source: Oxford Economics, 2021 
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3.3.8 Jobs growth is expected to continue, particularly in higher value, service sectors. It is 
anticipated that there will be a large decrease in the number of manufacturing jobs, 
while the number of jobs in service sectors will likely increase.  The largest growth 
sectors are expected to be human health, professional and scientific and admin and 
support, while leisure and tourism sectors are expected to continue to grow. 
 

3.3.9 Depending on the extent to which these jobs can be done remotely, the anticipated 
jobs growth may increase transport demand for both work and leisure. While 
population growth is expected to be relatively slow in the LCR, jobs growth is 
anticipated to outstrip regional and national levels. This will mostly be driven by 
residents moving from inactivity or unemployment and into unemployment.  As of 
2019, LCR’s economic inactivity rate of 21% was one of the highest rates in the 
country. However, by 2045, it is expected to come down to roughly national and 
regional averages at 11%. This represents a decrease in the number economically 
inactive of around 105,000. 

 
 

6.4 Decarbonising the economy and transport 

 
6.4.1 While LCR has made significant progress on reducing its carbon emissions, there is 

still work to be done if it is to meet its decarbonisation targets. Transport emissions 
remain high and contribute a growing share of total emissions. Reducing transport 
emissions will be key to LCR achieving its targets. Alongside its substantial 
decarbonisation, LCR will also take advantage of its natural assets to become a 
pioneer of the Green Industrial Revolution. 

 

 

Sources: UK local authority and regional carbon dioxide emissions national statistics: 2005-2019, BEIS;  Sub-national 

road transport fuel consumption in the United Kingdom 2005-2019, BEIS 

 
 

0

500

1,000

1,500

2,000

2,500

3,000

2
0

0
5

2
0

0
6

2
0

0
7

2
0

0
8

2
0

0
9

2
0

1
0

2
0

1
1

2
0

1
2

2
0

1
3

2
0

1
4

2
0

1
5

2
0

1
6

2
0

1
7

2
0

1
8

2
0

1
9

K
t 

C
O

2
(e

) 

LCR transport emissions 

Road (Motorways) Road (A roads)

Road (Minor roads) Diesel Railways

Transport Other

0

100,000

200,000

300,000

400,000

500,000

600,000

700,000

800,000

2
0

0
5

2
0

0
6

2
0

0
7

2
0

0
8

2
0

0
9

2
0

1
0

2
0

1
1

2
0

1
2

2
0

1
3

2
0

1
4

2
0

1
5

2
0

1
6

2
0

1
7

2
0

1
8

2
0

1
9

kt
 O

il 
Eq

u
iv

 

LCR road transport energy use 

Diesel cars Petrol cars Bus Motorbikes

Diesel LGVs Petrol LGVs HGVs



 

31 
 

 
 

6.3.2 The need to achieve zero emissions is now a key priority, and although the target 
set by the UK government is 2050, the LCR has declared a climate emergency 
with 2040 as a local target.   The Linear Pathway equates to taking some 30,000 
fossil fuel powered cars off the road in LCR per year either by switching to 
electric vehicles, or through increases in public transport use and active travel.  
Decarbonisation also brings benefits that address some of the economic 
challenges noted above, including improved health and less congestion and new 
economic opportunities for technologies.  There are different mechanisms for 
different forms of travel, including scaling up ultra-low emissions vehicles, 
increasing freight on rail and increasing mode shift to public transport.  

 
6.3.3 We know that emissions are more closely aligned by distance, so, whilst mode 

shift to active travel will help deal with many issues, it will not on itself hugely 
contribute to reducing carbon emissions, which come more from longer distance 
trips. Understanding potential for increased public transport, working from home 
and spatial planning that reduces travel demand all have a role to play in 
reaching net zero. 

 

6.3.4 Section 5 has also highlighted the challenges to decarbonisation that stems from 

the COVID-19 pandemic.  This includes ongoing concerns around the cleanliness 

of clean, mass transit, and the viability of public transport as a result of changes 

to the way that people are working and travelling.   

 

6.3.5 As travel behavior continues to readjust with COVID-19, research from a number 
of sources suggests:-   

 

 an increasing number of journeys are being made across all modes, 

however many people continue to have concerns about the virus and see 

car as the safer option over public transport.  

 Confidence in using public transport has increased over time, with the 

majority of users feeling safe travelling on bus or train;  safety measures 

remain forefront in the decision to travel, as well as longstanding issues, 

such as the frequency, reliability and cost of travel.  
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 Reinforcing the messages that public transport is safe, as well as promoting 

the benefits of new active travel infrastructure, will be important, 

particularly to encourage more sustainable travel behaviour in the future. 

 

6.3.5 Although a significant number of trips made by car are less than 2km, with there 

being the potential to change to more active travel, a majority of emissions come 

from longer distance trips, with more mode share on public transport being an 

issue – especially in recovering demand post-COVID-19. LCR has some very good 

levels of connectivity at a local and national level, but there are also some 

significant gaps – including with its hinterland – which may be deterring mode 

shift. 

 

6.3.6 At the same time, freight traffic looks set to increase, especially from light goods 

vehicles, which have increased significantly over recent years, driven by 

increasing home shopping and internet deliveries.  But we have gaps in our 

knowledge on the movements, and the origins and destinations of much of our 

freight.  We are seeking to address this through detailed study that is currently 

underway around the destination of port freight, which we recognise as a 

priority, and that we will feed into the next stages of the LTP’s development. 

 

6.3.7 Radically increasing the amount of walking and cycling across the city region is 

also core to reducing carbon emissions, and this is reflected fully in the 

Government’s Gear Change strategy in (xxxxx).  The challenges of securing public 

acceptability of new cycle lanes and the associated need to take capacity away 

from cars and general traffic to give active travel the desired space and priority 

have also been significant.  The Department for Transport has been critical of 

local authorities that have been slow to reallocate space for cyclists or have 

removed cycle lanes without evidence in response to “bikelash” – local 

opposition to the introduction of walking and cycling infrastructure.  Examples of 

resistance to the introduction of cycle lanes are also apparent at a local level. 

 

6.5 Responding positively to the focus of new funding 
 
This section will briefly summaries the focus of new funds and the rules and constraints 
especially form the Spending Review on 27/10.  The actual funding will be covered in section 
8 – Delivery. 
 
 
In his recent Budget and Spending Review on the 27th October 2021, the Chancellor 
confirmed a £5.7 billion investment in sustainable transport settlements for the city regions.   
As part of the City Region Sustainable Transport Settlement (CRSTS) that will take effect 
from April 2022, the Liverpool City Region is set to receive £710 million over the five year 
period. 
 
Point here is that the focus is on Decarbonisation, so bus, active travel, sustainable travel in 
Sustainable Transport Settlement (CRSTS).   
 

https://www.gov.uk/government/publications/active-travel-schemes-supported-by-government-funding
https://www.gov.uk/government/publications/active-travel-schemes-supported-by-government-funding
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Uncertainties/challenges to stem from Spending Review - CRSTS, Active travel capital, 
BSIP monies, Rail funding Integrated Rail Plan 

 

https://www.gov.uk/government/publications/city-region-sustainable-transport-
settlements-developing-proposals/city-region-sustainable-transport-settlements-
guidance-for-mayoral-combined-authorities  

 

 
 
“To succeed, bids must clearly show how they will serve the following objectives, shared by the 
government and all MCAs: 
 
- driving growth and productivity through infrastructure investment 
- levelling up services towards the standards of the best 
- decarbonising transport, especially promoting modal shift from cars to public transport, 
walking and cycling” 
 
 
“City regions generally have mature road networks, but these ultimately have finite capacity. As 
we have seen in London, we would expect congestion to increase significantly as places grow. 
That is why public transport and active travel are the areas most in need of levelling up and car 
ownership in many parts of the 8 regions is low” 
 
 

  

https://www.gov.uk/government/publications/city-region-sustainable-transport-settlements-developing-proposals/city-region-sustainable-transport-settlements-guidance-for-mayoral-combined-authorities
https://www.gov.uk/government/publications/city-region-sustainable-transport-settlements-developing-proposals/city-region-sustainable-transport-settlements-guidance-for-mayoral-combined-authorities
https://www.gov.uk/government/publications/city-region-sustainable-transport-settlements-developing-proposals/city-region-sustainable-transport-settlements-guidance-for-mayoral-combined-authorities
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7. Vision and draft goals for the transport plan 

 
7.1 The policy context and issues highlighted in the preceding sections form an important  

starting point in the process of developing a robust LTP.  It is important to understand the 
overview of the national, regional and local guidance and strategies and understand what 
transport is expected to achieve and to support.  From this, a draft vision and supporting 
goals have been developed.   
 

7.2 Again this are in draft form and will be revised based on feedback from this consultation and 
engagement process, and also from the scenario development and testing work that will be 
undertaken is outlined in XXXX. 
 

7.3 The proposed high level vision for the plan is as follows:- 

 
 

“To plan for, and deliver a clean, safe, resilient, accessible and inclusive 
London-standard transport system for the movement of people, goods 
and freight in a way that delivers our vision and to become a net zero 
carbon emitting city region by 2040” 
 
 

6.1 We have identified 5 goals to guide our plan and next stages of work.  These all have equal 
status and are mutually dependent:- 

 
 

GOAL 1  Ensure that transport supports post-pandemic recovery, 
sustainable growth and development, and that our transport plan, 
Plan for Prosperity, Climate Action Plan and Spatial Development 
Strategy are fully aligned 

 
 

a) Economic prosperity is driven by many factors, such as the availability of a skilled 
workforce, training facilities, investment decisions, proximity to supply chains and the 
availability of land, amongst others.  It  will be essential that our new LTP is designed to 
deliver transport policies and measures that support clean growth by responding to 
the changing economic environment that we foresee.  As we have set out, transport 
can help build a stronger, more balanced economy by enhancing productivity, 
responding to the demands of local growth priorities.  It can also help to share the 
benefits of growth more evenly between different places, as we know that come 
communities feel isolated and left behind.   
 

b) We will need the right policies and priorities in the LTP to address some of these deep-
rooted and long-standing socio-economic challenges that we face and also the adverse 
impacts of transport are minimised. 
 

c) By “sustainable growth”, we refer to growth that is not at odds with social inclusion and 
environmental constraints or limits – in transport terms, this must mean that growth 
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does not lead to a rise in car use, congestion, a culture of car dependency, pollution 
from harmful emissions and from carbon dioxide, poor health and road injuries.  
Equally, it is about linking opportunity and need and ensuring that people are not left 
vulnerable or isolated by a lack of access to transport for whatever reason.  
 

d) The LTP therefore has an important role to play in supporting sustainable economic 
growth through better access to essential services, providing the right travel choices, 
and in a safe and effective way, including:- 

 

 Opening up land for future commercial, employment and residential development 
by all forms of travel 

 Improving journey times for residents and businesses 

 Promoting  quality of place and active travel that is good for healthy, convenient 
access to everyday facilities 

 Providing more affordable travel and supporting equal travel opportunities for all 

(i.e. especially people who live in areas poorly service by transport, do not have 

access to, or do not wish to have access to a private vehicle) 

 Improving access to leisure, parks and green space 

 Supporting equal travel opportunities for all, not simply people with access to, and 

who can afford transport or who can afford, especially for work and training 

 Improved intra-city transport links to the rest of the North West and the North, will 

support greater collaboration between regions universities, innovation assets and 

new opportunities within high value employment. 

 
e) As the earlier sections show and linked to our forecasting work, while overall 

employment is expected to increase over the coming decades, the composition of 
employment is likely to change.  It is anticipated that there will be a large decrease in 
the number of manufacturing jobs, while the number of jobs in service sectors will likely 
increase.  The largest growth sectors are expected to be human health, professional and 
scientific and admin and support, while leisure and tourism sectors are expected to 
continue to grow.  We will need to understand the implications of growth and 
investment for travel demand and movements, including the  impacts of homeworking 
for people in service sectors that do not need to be based in an office on a daily basis.   
 

f) Crucially, we must use the current opportunity that exists through the Plan for 
Prosperity and Spatial Development Strategy to work collectively as a city region to 
align our plans; this will include influencing decisions around new housing, retail, 
employment and investment that we want to see, where it is best located and how we 
will support employers and employees alike, and in a way that support the supports this 
transport vision.  Equally, setting the right parameters, support packages and criteria to 
guide new development and growth is vital.  As a core principle, we must prioritise sites 
that are not car-dependent, highly accessible and highly integrated by clean, zero 
emissions transport – especially by foot, bike, bus and rail.  This will link directly into 
our wider Climate Action Plan to support our trajectory to become a net zero carbon 
emitting city region by 2040.  This is a focus in the Goal that follows. 
 

g) Some of our economic activities involve transport and movement by their very nature.  
These include our ports and airport, our escooter pilot in the city centre, and our 
logistics sites and activities.  Tackling the adverse impacts and consequences of air and 
port hubs and freight movements in particular must be a priority, in order to achieve 
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sustainable growth.   In support of our plans for the LCR Freeport, linked to the 
potential of the Port of Liverpool and our key logistics sites in Parkside, Widnes and 
Birkenhead, we will also develop better evidence on the freight flows from through the 
port. We have commissioned a study has been commissioned to do this, and so that we 
can better plan for freight movement in a way that is efficient, economically viable and 
supports our net zero carbon commitments. 

 
h) We also understand the important role of the digital agenda for our city region, both as 

an employer and as a means of accessing services, learning and working remotely.  With 
unique assets as a city region, such as the Hartree Supercomputer in Daresbury linked 
to our planned Liverpool LCR Connect fibre spine, we can also ensure that people can 
perform essential functions without needing physically needing to travel, and with the 
associated benefits for personal time and through reduced emissions.  We also know 
that digital innovation has the potential to transform how transport is provided and 
managed and how goods can be moved more efficiently.   

 

GOAL 2 Achieve net-zero carbon emissions by 2040 whilst safeguarding and 
enhancing our environment 

 
a) As we have shown, the LCR has made good progress on reducing carbon emissions; since 

2010, LCR has seen a 32% decrease in per capita emissions compared to 27% regionally 
and 28% nationally.  However, emissions from the transport sector in LCR have 
remained steady over the past decade. Transport now contributes 34% of all LCR 
emissions compared to just 23% in 2010. 
 

b) In developing the nest stages of our LTP, we need to understand the best types of 
actions, and the scale needed to reduce transport emissions from 34% to net zero, and 
within the funds that we will hold or can realistically secure.  This may require some 
difficult choices.  Whilst there must be a focus on short trips when it comes to demand 
management and mode share, carbon emissions are equally linked to trip distance, and 
longer journeys that emit high levels of carbon will require a strong shift to bus and rail 
from private transport.  There is a direct link between reducing carbon and reducing 
other harmful emissions from transport in a way that supports the priorities in both the 
national and local air quality strategies.  

 

c) The scenarios that we develop guide our strategy will need to include factors such as the 
future vehicle fleet mix as we transition from petrol and diesel.  This is to understand the 
scale of any shortfalls in our carbon reduction trajectory, and hence, what additional 
policy measures LCR needs to take.  But more data is needed on an ongoing basis to 
understand how these factors are changing post-COVID-19; for example, whether 
increased home working is helping reduce longer distance trips, or whether this is a 
short-lived trend.  These answers may take some time to become clear. 

 

d) But we know that securing a huge increase from the use of cars to walking, cycling, 
and public transport is a key solution. This is possibly made much harder by the COVID-
19 impacts and concerns that we highlight, hence the need to overcome any perceived 
and actual barriers.  Ambitious plans to make buses more attractive, punctual  and 
accessible are vital.  Likewise, the unique assets that we have through the Merseyrail 

https://www.lcrconnect.com/
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network, linked to the exciting new rolling stock being introduced, and that will double 
passenger capacity, provides a real alternative for people living on its catchment to use 
to access work, leisure, education, and shopping.   
 
Plug in key actions from final Bus Services Delivery Plan priorities – October 20201 
 

e) Especially for our areas that are poorly served by the rail network, ensuring better 
connectivity by bus, bike and on foot with be a priority.  Simple ticketing is needed to 
take out the guesswork of planning for travel, especially where multiple journey legs or 
connections between different operators or transport types are needed. More flexible 
ticketing is important in supporting uncertainty and change, and as people respond to 
more flexible, “hybrid” ways of working in an office and at home.   
 

f) We know that the severe capacity constraints at Central station mean that the station 
will be unable to serve its critical purpose as a low carbon gateway to the city centre, to 
the universities, and growth areas like the Knowledge Quarter.  Its role as an 
interchange between all Merseyrail line and in supporting onward journeys will also be 
prejudiced.  Joint action with government to develop capacity solutions for Central, in a 
way that also support and complements the major “Circus” commercial development 
planned above the station at Central Village in the city. 
 

g) Decarbonising freight will be vital in the development of our LTP, and we already know 
the importance of creating additional rail capacity in supporting the shift from road-
based to rail-based transport.  The reality is that the current rail network is at capacity in 
many places, with no space to accommodate more, typically slower moving rail freight.  
This is related in our support and advocacy for the development of a new, twin track rail 
line to Liverpool via Northern Powerhouse Rail from the proposed High Speed 2 line in 
Warrington.  We know that other significant rail constraints will need to be addressed to 
support this shift to rail. 

 

h) It is important to be realistic and to accept that there is no simple “technical fix” to 
decarbonising transport; whilst the electrification of transport will reduce emissions and 
pollution, we risk simply switching from a culture often dependent on private petrol and 
diesel vehicles, to a culture that is dependent on electric or zero emission vehicles if we 
don’t plan movement and travel in a different way.  This also risks simply switching one 
set of problems for different problems and challenges, including growing congestion, the 
dominance of cars and vans, community severance, the need for car parking, further 
conflict and competition for roadspace, and road safety.    
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i) The wider safety and quality of life issues implications of this are addressed further in 

Goal 3 below, but it is also important to understand the technical and commercial 

limitations to a technological solutions such as this, articulated very clearly in 

government guidance on the City Region Sustainable Transport Settlement:-  

“…simply relying on the electrification of road transport will not be viewed as 

sufficient to meet decarbonisation objectives and the UK's legal targets, particularly 

the medium-term (2035) target. By 2027…the Society of Motor Manufacturers and 

Traders' central forecast is that less than 15 per cent of vehicles on the road will be 

zero-emission….. 

….Modal shift plans are therefore also strongly required: proposals should show how 

they will encourage people (and in some cases deliveries) to switch from cars to 

active travel and public transport, how they should prioritise such modes, and that 

plans will not lead to overall increases in car use or car modal share….” 

a) Not all options to decarbonise transport are related to transport; the right investment 
decisions, design considerations, planning policies and planning decisions are critical.  
This links closely to the aims of Goal 1.  Good planning principles can include concepts 
such as “20 minute neighbourhoods”, whereby mixed use development of homes, 
workplaces, schools, and services are prioritised.  Equally, developments and investments 
where walking, cycling and penetration by high quality public transport will make low 
carbon, healthy travel the dominant, everyday forms of travel.   
 

b) We recognise the challenges associated with international transport emissions.  As a port 
city region, the LCR sees significant emissions from diesel-powered shipping, that must be 
tackled.  But at the same time, encouraging the of the LCR’s ports for good bound for 
markets in the north and midlands can deliver a net emissions reduction for the UK as a 
whole; imports tend to focus on historically important ports, but a continued reliance on 
eastern and southern ports for imports that then need to be carried by road and rail to 
markets in the north and midlands is undesirable.  The need to decarbonise, and tackle the 
adverse impacts of the carriage of freight from the LCR’s ports must prevail, in line with 
principles underpinning our strong Freeport offer. 

 
c) Aviation is clearly a big challenge for decarbonisation and our zero carbon vision, 

especially if the UK’s Jet Zero ambitions to reach net zero aviation by 2050 are not 
realised.  At the same time LCR’s economy is linked to international visitor markets.  If the 
phenomenon of flygskam (the reluctance to fly on grounds of principle) takes hold, there 
will be a need to consider how to radically transform non-aviation links. 

 

d) Our analysis of post COVID-19 trends also show how important it will be to continue to 

provide reassurance and positive messaging , in order to encourage the sustainable 

transport decisions that are essential to support decarbonisation.  The alternative will be 

a car-based recovery that does not support the principles articulated in this vision. 

  

https://www.gov.uk/government/consultations/achieving-net-zero-aviation-by-2050
https://www.bbc.com/worklife/article/20190718-flygskam
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GOAL 3 Improving health and quality of life through transport – safer, more 
attractive streets and places used by zero emission transport 

 
a) This goal is closely related to Goal 2 on decarbonisation, but with a focus on promoting and 

funding healthy forms of transport, and equally, addressing the adverse impacts and 
consequences of transport.  These health challenges stem directly from nitrogen dioxide and 
particulate matter from engines, exhausts and tyres, together with noise, stress and 
disturbance, from heavy traffic.   
 

b) Deaths and injuries on our roads are a stark and tragic reminder of the trade-offs that 
society has accepted in balancing transport freedoms with health, and which is no longer 
acceptable as we move to “Vision Zero”, discussed further below.   
 

Direct link to new Road Safety Strategy – going to Transport Cttee / LCRCA November 2021 – 
bring in key points.   
 
 

c) Allied to this, our low levels of active travel exacerbate poor levels of health across the city 
region, closely linked to the economic disparities that we have set out in section xxxxxxx.    
Not only does the low take up of active travel contribute to LCR’s poorer health profile, but 
it also means residents are more likely to use less environmentally friendly modes of travel.  
We also know that more walking and cycling is good for mental health, as well as physical 
health and wellbeing. 
 

d) The focus in this goal is on creating places and movement designed around the need of 
people, rather than vehicles.  One bus can take the place several dozen vehicles on the roads 
and the importance of reallocating road space and priorities for buses is clear from Bus Back 
Better and in new funding stipulations.  Public transport users and motorists are also 
pedestrians, cyclists, scooter, or wheelchair users at particular stages of their journey; 
prioritising space for safe, convenient active travel is vital, as is reducing and removing heavy 
through traffic from streets.  Corresponding measures such as Liveable Neighbourhoods, 
School Streets, 20mph zones, and  20 minutes minute communities are part of the mix 
needed, in line with the clear national guidance set out in Gear Change discussed in section 
xxxxx. 
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Source: https://samim.io/p/2020-07-23-space-required-to-transport-48-people/ 
 

e) At the same time, we must work to shift our transport network form one powered by oil 
(petrol and diesel) to clean fuels, such as green hydrogen and electricity.  We are already 
taking action to develop a new fleet of hydrogen bus services, that produce water as exhaust 
and use a by-product as a fuel source.  Our new Merseyrail trains are electrically powered, 
but with the potential to run on battery technology away from the electrified lines and on 
services that are currently reliant on diesel trains. 
 

f) We believe that the themes we set out in the out Local Journeys Strategy in 2017about 
placemaking and quality of place have become even mor important that they were when the 
strategy was adopted.   These principles around reallocating roadspace for people, and 
prioritising the movement of people, need to be mainstreamed into our new LTP and into 
our Spatial Development Strategy alike.   

 

  
 
Source: Local Journeys Strategy, , LCRCA, 2017 

https://www.liverpoolcityregion-ca.gov.uk/wp-content/uploads/LCRCA_LCL_JRNYS_STRATEGY.pdf
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g) As we have shown in Goal 2, simply electrifying how we travel now without changing 
fundamental aspects is not consistent with our broader vision and the principles in this Goal.  
Neither is the challenge of converting petrol and diesel filling stations to electric charging 
facilities a simple one.  Whilst the roll-out of charging facilities for electric vehicles at home 
and at the roadside is vital to transition from internal combustion engines to electric 
engines, (and now being proactively planned for by energy distributors), it remains a part of 
the solution needed to support this Goal.   

 
h) Finally, when talking about health, we cannot avoid again the impact of the COVID-19 

pandemic; as we have set out above, ongoing concerns around  the safety of public 
transport remain, and presents a significant barrier in changing travel habits.  It will be 
important that measures such as the enhanced cleaning regimes that have been so 
important in supporting the reopening of the transport network in recent months continue.  
Reinforcing the reassurances and messages that public transport is safe, as well as 
promoting the benefits of new active travel infrastructure, will be important, particularly to 
encourage more sustainable travel behaviour in the future 

 
 

GOAL 4 Ensuring that our transport network and assets are resilient, 
responsive to the effects of climate change, and are well 
maintained 

 
a) As we have shown, we must take urgent action to reduce carbon emissions to limits global 

temperature charges in order to avoid catastrophic climate change.  But we also know, at a 
more local and tangible levels, that as our climate become warmer, weather patterns will 
become more extreme and variable – heavier rain showers, extreme temperatures and 
periods of hot weather, and a greater chance of blustery storms damage our transport 
infrastructure and influence our travel choices.  In transport terms, we must plan for these 
changes more proactively.  
 

b) We will not be able to use our electrified railways if tracks are waterlogged more frequently, 
or if overhead power lines are blown down by more frequent or more extreme storms.  
Similarly, walking and cycling becomes less attractive in extreme weather, including during 
very high summer temperatures, which requires us to look at new ways of providing natural 
protection through tree belts and “green walls” to cool the air.  Transport uses of all types 
will face difficulties, dangers and delays if roads are flooded more regularly, or if erosion and 
degradation of transport assets is made worse.  This means that the principle of maintaining, 
updating and making out facilities resilient will become as important as creating new or 
expanded infrastructure. 
 

 

https://www.spenergynetworks.co.uk/pages/connectmore_interactive_map.aspx
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c) Similarly, we have ageing road tunnels that cross the River Mersey that require investment 
and remodelling to meet new needs and demands, especially our modal shift and 
decarbonisation aims, and to maintain their integrity and importance as social and economic 
assets. 
 
 

 
Source: Liverpool Echo  

 
 

d) We know that we have significant maintenance backlogs on our local highway networks, and 
must increase the level of spend on what are most local authorities’ largest and most 

https://www.liverpoolecho.co.uk/news/liverpool-news/liverpool-roads-flooded-after-heavy-15021741
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valuable asset.  It is important to remember that a well maintained road network is vital to 
attract and support more walking, cycling, and bus usage, and that uncomfortable or 
dangerous conditions are not conducive to this. 
 

e) An important principle that we should build into the investment plans in our LTP is around 
the integration maintenance of our highways into the wider programmes of capital projects 
and new schemes.  This means integrating efforts and plans for new works with 
opportunities to improve the condition of our highways that are in the poorest or most 
vulnerable condition, through an integrated approach to managing and maintaining the 
highway network.  The consolidated nature of new funds that we will secure between 2022-
2027 discussed in XXXXX will help us to do this, as maintenance and capital budgets have 
traditionally been allocated and managed separately.   
 

f) We also recognise that stepping up, and regularly updating our highway condition data, 
including our Highway Infrastructure Asset Management Plan (HIAMP) is vitally important.  
This must also include gaining a more detail and consistent understanding of all highway 
assets, such as bridges, drainage, safety restraints and pavements.  In our first HIAMP 
surveys in 2017, we estimated that to maintain a steady state on our Key Route Network 
(amounting to 10% of all of our roads), we will need an annual budget of £19 million once 
the maintenance need has been arrested and £59 million to address the existing 
maintenance backlog.  More investment in, and more efficient maintenance regimes will be 
needed to support this Goal. 
 

 

GOAL 5 Ensuring that we respond to uncertainty and change but also 
innovation and new technologies  

 

a) Finally, we cannot ignore the pace of technological change and invocation in transport, and 
despite our view that there is not a simple technical fix to transport decarbonisation, the 
role of technology is vital.  Recent examples and pilots have shown the importance of new 
forms of travel to fill gaps in the network, provide last mile links or replace car journeys 
entirely – on demand taxi apps, e-scooters and flexible car clubs.  Trialling, developing and 
promoting flexible and adaptable forms of travel will be especially important in facing 
uncertainty, where the benefits of a more costly or fixed transport solution may not be clear.  
This principle will be an important aspect in support of this Goal.   
 

b) Again, the COVID-19 lockdown has accelerated, and in some cases, forced change to work 
patterns, with many taking up homeworking out of necessity.  Technology has been central 
to this, with many benefitting from Zoom, Skype and Teams meetings as alternatives to 
costly and inefficient business trips.  However, it is uncertain if the changes to travel 
behaviour during the height of the pandemic will translate into longer term changes.  
 

c) New technological and innovative opportunities to encourage alternatives to car are 
emerging, especially “last mile” services, often termed “mobility as a service” – measures 
that provide the same benefit as having access to a vehicle, but without the cost burden and 
associated requirement of owning a private vehicle.  Such technologies include car sharing 
schemes, car pool schemes, flexible taxis, e-scooters or bike hire schemes that can be 
booked and paid for quickly and easily linked to mobile phone apps and simple payment 
systems.  There is also significant potential for better data and technology to transform the 
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movement of goods and freight and that is being investigated as part of our ongoing study 
to understand freight movements in more depth. 
 

d) This makes digital connectivity as important for many as physical connectivity – a basic 
utility.  This reinforces the importance of our digital fibre spine that is in development.  But 
there will remain a significant proportion of jobs and roles that cannot be performed 
remotely, and our economic forecasting will aid our understanding of this, and what we will 
need to do in transport terms in response.  
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8. Funding, delivery and monitoring aspects 
 

Funding 
 
7.1 Since the creation of the Combined Authority in at 2017, funding to deliver transport 

schemes, series and support has taken the forms of two main sources:- 
 

a) Capital funding to deliver physical schemes and measures – this has typically 
stemmed from our 5-year Transforming Cities Fund award of £172.5 and a 5-year 
transport settlement of £132.5 million between 2017-2022 that included monies 
spend on slam-scale integrated transport measures and on highways maintenance.  
In addition, capital funds have been secured form a range of sources including the 
Local Growth Fund and specific government bud funds, especially for walking and 
cycling. 
 

b) Revenue funding to deliver operational transport services such as supported bus 
services, rail enhancements and concessionary travel are funded through the 
Merseyside transport levy 

 
7.2 The funding environment that will guide the early years of the new LTP will be different 

again, especially from a capital funding perspective.  The bulk of funding that the Combined 
Authority will have access to from 2022-2027 will take the forms of the City Region 
Sustainable Transport Settlement.  The CRSTS aims to work and deliver in the same way as 
the settlement established over the last two decades in London, creating a more 
consolidated and devolved model of transport funding and delivering significant 
improvements for users, according to the DfT.  The funding could be the first of a series of 
five-year transport settlements for the city  

 
This new fund stems from the announcement made in 2019 that the city regions would 
receive £4.2 billion of additional funding for local transport networks.   
 
Need to update final figures in light of CSR 2021 - £710m award. 

 
7.5 This will sit alongside other local funding streams, such as the DfT’s £5 billion commitment 

for buses and cycling and its £4.8 billion Levelling Up Fund, which will still be available to the 
city regions  will be able to access these and most other funding pots in the usual way, 
including the funding for the Major Road Network (MRN) and Large Local Majors projects, 
and local electric vehicle (EV) charging infrastructure funds, alongside the CRSTS, to support 
delivery of their transport priorities, and subject to decisions at Spending Review 2021. 

 
Integrated Rail Plan 
Other CRS headlines/funding issues 
  

 
Delivery 

 
7.6 The  development of the LTP is being led by the Combined Authority in close collaboration 

with the constituent local authorities, with transport bodies and providers and wider 
through the consultation and engagement processed that have been set out.  This reflects 
the importance of establishing a clear sense of purpose and priority, and also of managing 
expectation where it comes to funding projects and interventions in due course.  The 
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Combined Authority’s Transport Committee will be responsible for steering the process of 
the plan, for considering regular updates and for making recommendation to the Combined 
Authority on the development of the plan.   

 
7.7 As now, the delivery of the measures in plan will be delivered in partnership by the 

Combined Authority, via its Merseytravel delivery arm, by our local authorities and by 
central government and by its agencies.   
 

 
Monitoring and evaluation 

 
7.8 As we have shown in this vison document, the importance of data to understand current 

challenges and opportunities is critically important. Using data and evidence to prioritise 
actions and programmes will also be paramount, especially where difficult decisions are 
needed where funding is constrained or committed.   

 
7.11 The LCR has data to a wide range of sources and including 

 Detailed counts for points on the road network across the whole UK, including a number 

of points within LCR, broken down by vehicle type 

 bus and rail patronage levels based on sampling with information on journey purpose by 

ticket type and time of day 

 Census (ONS) data on population, work and travel in 2011 and in turn, 2021 

 Counts by different mode of journeys into key centres across LCR  

 Cycle monitoring from a network of counters across the LCR, providing a measure of 

cycling trends. 

 Local Authority Carbon Dioxide Emissions 

7.12 But we recognise that we have certain gaps in our data – freight movements as a notable 

one and we are now beginning to roll-out more modern, real time ways of collecting data; 

good examples include the use of new wireless transport sensors that can measure number 

of vehicles, by type and by time of day, including changes to relative air quality levels.,  We 

are working with academic bodies and team to capture new, and better data sets and to 

understand the impact that transport measures and other factors are having. 

7.13 We are also beginning to collect new, very detailed information using anonymised data on 

movements collected from mobile phone data and which is now providing a snapshot of the 

impact of travel during COVID-19 across LCR in 2020 – both during a lockdown and a period 

when restrictions were relaxed.  We hope to  procure a fresh wave of this data during 2022 

to better understand how travel patterns are recovering / changing, but this would be 

dependent on funding. 

7.14 Finally, the role of performance management is critical, to ensure effective delivery and to 

hold the Combined Authority to account. This leads to the importance of the evaluation of 

measures, especially for new, innovative or time-limited measures, to understand their role 

or value in the future.  Examples of such measure include the Liverpool e-scooter pilot and 

“pop up” cycle lanes funded in response to the COVID 19 pandemic.  Such trial measures 

may provide important solutions in addressing new needs and demands as we develop this 

plan.  
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9. What are the next steps? 
 

9.1 As discussed in the introduction, this document forms a starting point in engaging and 
consulting on our new Local Transport Plan to 2040.  The core stages are summarised in 
section xxxxxx and we aim to finalise the plan by spring of 2023. 

 
9.2 At this stage, we have developed a series of high level challenges, opportunities and a vision 

that we are engaging and consulting upon, and the degree to which the vision and high-level 
goals are recognised and supported by our stakeholders.  We will then evaluate this 
feedback in xxxxxxx. 

 
9.3 Other important tasks will happen in parallel.  These include the development of transport 

scenarios based on how we think aspects such as population change, new jobs and 
associated travel, work and leisure patterns may change over time.  We will test these 
scenarios using our transport model and our carbon modelling tools.  This will help 
understand where the main movements are likely to be, plus the gaps or constraints that 
exist, especially from the critical point of view of reducing carbon emissions from transport. 

 

9.4 This work, supported by feedback and engagement, will help us to shape a draft preferred 
strategy.  This will be presented to the Transport Committee and Combined Authority in 
early summer 2022, and will form the basis of further consultation and engagement. 

 
 
 
Explain consultation process for this vision document 
Consultation questions to be scoped with Evidence and Intelligence team colleagues 
Link to further information  

 
 
 


