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7. Tackling Congestion 
 
7.1  Introduction 
 
7.1.1 We recognise the importance 

of tackling congestion on our 
transport system. While 
reducing the growth in 
congestion in Plymouth is an 
objective in its own right, it also 
contributes towards other 
objectives: for instance, 
improving accessibility and air 
quality. Congestion affects all 
road users; as well as delay to 
private car users, it also has 
impacts on the efficient 
movement of freight and has 
adverse impacts upon both 
users and operators of buses. 
Also of concern is the impact that congestion can have on the efficient operation of the local 
economy. Indeed the issue of worsening congestion was identified through SWARMMS as 
the major contributory factor to the region losing its competitiveness in the future. 

 
7.1.2 Looking to the future, the agenda for growth will bring with it increased demand on the area’s 

transport systems and on the road network in particular. The city must ensure that 
sustainable transport options accompany future economic growth to minimise unnecessary 
travel by private car, so that investment in Plymouth as a regionally significant location for 
growth does not create an unsustainable situation where uncontrolled traffic growth is 
creating ever-increasing levels of road congestion. 

 
7.1.3 Despite the steady increase in traffic growth in recent years, congestion in Plymouth remains 

less acute than in many of its historically more successful commercial comparators. This will 
be a very significant factor in promoting economic growth in the city. LTP2 presents an 
opportunity for the rate of growth of congestion to be limited, while the economy of the city is 
able to grow, thus retaining this competitive advantage. The purpose of this chapter is to set 
out how we intend to tackle congestion and, specifically, how funding through the LTP2 
process can be optimally invested to make a real difference over the LTP2 period and a 
major contribution towards delivery of the long-term strategy for the city. 

 
7.1.4 This chapter sets out why and where congestion in Plymouth occurs currently and the 

problems and issues which arise as a result. It then sets out how we anticipate congestion 
will grow in the future in the absence of measures specifically designed to prevent it. We 
then set out our strategy for intervention, the anticipated outcomes of the strategy and how 
those outcomes will be measured.  

 
7.2  Congestion: The Current Situation 
 
The Effects of Car Dependency 
 
7.2.1 Increased levels of car use lead to increased congestion. Chapter 5 presents analysis of 

current car ownership, journey purpose and mode share within the city and highlights the high 
level of dependence upon the private car for many movements to, from and around the city 
and for each of the trip purposes. The choice to use a private car may be influenced by a 
range of factors but will generally reflect the trip-maker’s perception of the attractiveness of 
other options available to them. They might for instance weigh up the time and cost of using 
their car (taking account of parking cost and availability at the destination) against the 
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convenience, cost (in terms of fare and journey time) and reliability associated with the bus 
alternative. 

 
7.2.2 The private car has become the predominant choice for many trips in Plymouth. Many people 

are worried that it is not safe for them or their children to walk or cycle and so they make even 
very short journeys by car. 

 
7.2.3 In order to tackle congestion, therefore, there is a need to tackle car dependency. As set out in 

our strategy later in the chapter, we believe the way to achieve this is to widen the number of 
realistic and attractive choices available to trip-makers.  

 
 
 
 
 
 
 
 
 
7.2.4 Congestion is also a function of how road space is used. The Council has difficult decisions to 

make in terms of the allocation of road space. Road space is a limited resource and very often 
the needs of different user groups conflict. Residents want to be able to park close to their 
homes, pedestrians want to be able to cross safely and not be exposed to exhaust emissions, 
through traffic wants unobstructed and reliable journey times through the network, business 
operators want somewhere to load and unload goods and for their customers to park and 
cyclists want to be free from intimidation by motor traffic. The Council must balance the 
conflicting needs of all road users and devise strategies that allocate space more efficiently 
and create more capacity for people to travel through the network.  

 
7.2.5 Increasingly events and incidents that occur on or adjacent to the highway are having an 

impact on day-to-day travel. Planned events, such as road works, sports events and festivals, 
can cause congestion by affecting normal travel and parking patterns. Unplanned incidents 
such as road traffic accidents or severe weather can cause major disruption. Strategies have 
to be devised in advance that can predict the consequences as far as possible. Planned 
events have to be co-ordinated and managed and plans for responding to unexpected 
incidents need to be prepared. 

 
7.2.6 It is important to note that the majority of the Council’s traffic signalling equipment is past its 

recommended 25-year life and needs replacing. Not only is it wearing out, it is incapable of 
incorporating the latest technological innovations and does not allow traffic to flow as 
efficiently as it would with up-to-date systems. 

 
7.2.7 Experience from LTP1 has shown that targeted initiatives, such as the joint initiative with 

Orange to encourage modes other than the car, can make a significant impact in reducing car 
use but we recognise that there is much more to do. 

 
 
 
 
 
 
 
 
 
 

The Orange organisation has recorded the results of a modal and accessibility analysis 
since investing in a telephone call centre in Plymouth in 2001. Immediately upon 
occupation the modal share of the car as the means of travelling to work for call centre 
staff was 65%. After three months single occupancy car travel had increased to 72%. 
Through the City Council’s UBC 01 project and bus subsidy support from Orange, the 
modal share of car has now been reduced to 52%. 

Consultation has revealed that better public transport was the most popular means of 
reducing congestion.  94% of respondents felt that improved public transport would be 
effective in reducing congestion, whilst over 80% of respondents felt that integrated 
transport or park and rides would be effective. 
 
LTP2 Phase 1 Consultation: On-Street Interviews within Plymouth   
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7.2.8 Analysis using the Plymouth Travel To Work Area (TTWA) Paramics model (updated to a 

2006 base) provides a number of citywide indicators of network performance. During the 
morning peak period (7am to 10am) a total of 106,000 vehicle trips are made, featuring 
average highway speeds of 45 km/h, an average journey time of 11 minutes and an average 
trip distance of 8 km. 

 
Where does Congestion Occur? 
 
7.2.9 The physical geography of the city has an important influence on congestion. The waterfront 

acts both as a barrier and as a potential transport corridor. It means that potential routes in 
and out of the city are limited and bridges and junctions along these routes can act as 
bottlenecks saturated by heavy traffic flows. 

 
7.2.10 The city centre attracts 

commuters, shoppers and 
visitors from a wide 
catchment area. In 
common with many other 
urban areas across the UK, 
high car dependence and 
the occurrence of many 
movements along the 
same corridors at the same 
periods of the day, leads to 
congestion on the arterial 
roads at peak periods. 
Additional congestion in 
the city centre can occur as 
a result of circulatory trips 
being made in search of 
parking spaces. 

 
7.2.11 The A38 Trunk Road carries exceptionally heavy traffic, not only vehicles travelling through 

the region but local traffic to and from destinations within the Plymouth sub-region. This 
causes congestion at its junctions with Plymouth’s own local road network, which delays other 
traffic. 

 
7.2.12 Localised congestion occurs most notably on the northern and eastern approaches to the city, 

particularly when special events or incidents lead to extended lengths of local journeys with 
resulting unreliable journey times by private car and bus.  

 
The Effects of Congestion on Journey Time  
 
7.2.13 Journey time surveys were conducted on key routes throughout the city in the extended 

morning peak during March and April 2005 using the ‘floating car’ technique (repeated over 
several weeks during this period to obtain a representative sample).  Additional surveys were 
also carried out at the same time of year in the early hours of Sunday morning to establish an 
average journey time during ‘free-flow’ conditions, that is when a motorist can be expected to 
experience little or no congestion. It is therefore possible to compare the average journey 
times for journeys starting at different times within the morning peak with those under free-flow 
conditions. 

 
7.2.14 Analysis of journey times has been focused on the northern and eastern corridors since these 

are corridors where growth in travel demand is expected as a result of new development and 
where the most pronounced congestion can be expected with associated impacts on journey 
time during peak periods. 

 



 98 

7.2.15 Figure 7.1 clearly shows considerably greater journey times of up to three or four times longer 
during the peak half-hour for inbound journeys on the northern corridor when compared with 
free-flow conditions. It is also apparent that the inbound peak half-hour does not occur at the 
same time for the route via Mutley Plain as it is for that via Outland Road, indicating a potential 
for ‘balancing out’ the amount of traffic using each route, perhaps by encouraging different 
travel choices using information displayed to motorists on variable message signs either north 
of the George Junction park and ride site or north of Manadon Junction. 

 
7.2.16 On the eastern corridor (Figure 7.2), inbound journeys times are again longer at peak times 

although the difference is much less than is seen on the northern corridor. It is also noticeable 
that the Plympton route displays a similar profile to that of the Plymstock route, indicating that 
congestion occurring in the vicinity of the Eastern Gateway and along Exeter Street is causing 
delays on both routes. 

 
Figure 7.1 Average Journey Times - Northern Corridor 
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Figure 7.2 Average Journey Times - Eastern Corridor 
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The Impacts of Road Congestion on Buses 
 
7.2.17 In the absence of specific priority measures, road congestion results in delay to buses as well 

as to private cars and freight vehicles. Initiatives to encourage greater use of buses (including 
through mode shift from the car) are undermined if journey times are seen as increasingly long 
and unpredictable. Slower and more variable journey times also increase costs for bus 
operators. Table 7.1 shows local pinch points where unpredictable delays to buses are 
reported.  

 
Table 7.1 Parts of the Road Network where Bus Services Experience Extended or Unreliable 
Travel Times 
 

Location Description 

A379 Laira Bridge 
Although bus travel times are relatively consistent, there is a 
risk that traffic volumes will increase on completion of the 
Sherford development just outside the city boundary. 

A386 Outland Road Buses experience delays caused by the volume of traffic 
during peak hours. 

B3250 
Mannamead Road 

Buses experience peak hour delays due to the volume of 
traffic on sections of Mannamead Road without bus priority.  

A374 Exeter Street / 
Embankment Road 

Buses experience delays on merging with other traffic at the 
end of the outbound bus lane at the western end of 
Embankment Road. 

B3250 Mutley Plain The volume of traffic and illegal parking cause delays for 
buses leading to variable bus journey times. 

City Centre Insufficient capacity at bus stops and volume of traffic delay 
bus services leading to variable bus journey times. 

Alma Road/ 
Pennycomequick 

The volume of inbound traffic in the morning peak delays 
buses including Milehouse Park & Ride buses leading to 
variable bus journey times. 



 100 

 
Bus Punctuality 

 
7.2.18 Bus punctuality surveys were carried out over a two-week period in late January and early 

February 2006. These covered bus services on the northern, eastern and western corridors 
and were conducted over six half-days to provide a full day’s data (06:00 to 18:00) for each. 
All corridors were surveyed at three service timing points starting with the city centre, with the 
exception of the Plympton corridor, which was only surveyed at two points. 

 
7.2.19 Although the results of these surveys give a rough indication of where punctuality problems 

exist, it should be stressed that data is needed for more timing points, different days of the 
week, school/bank holidays and for the evening, as well as at different times of the year, to 
provide more robust evidence. Detailed information of this nature will become available 
through the Council’s RTPI system, which will be used throughout the LTP2 period to inform 
the further development of schemes aimed at improving bus punctuality where it is needed 
most.  

 
7.2.20 A period of data verification 

between manual surveys and the 
RTPI system will be necessary. 
Additionally, the RTPI system 
only covers low-floor routes so 
manual surveys will continue to 
be required on some services. 
As punctuality monitoring 
develops and/or Bus Punctuality 
Improvement Partnerships are 
entered into, it is planned to 
examine punctuality data for 
services outside of the major 
strategic/primary network, thus 
ensuring that secondary services 
have high levels of punctuality. It 
is the Council’s view that punctuality is more important for low frequency services or when an 
alternative service is not available. In addition to punctuality other key service features will 
continue to be monitored, including overground branching, accuracy of information on 
destination blinds and vehicle type. 

 
7.2.21 The graphs shown in Figures 7.3 to 7.5 give the results of recent surveys and show the 

proportion of services operating on each corridor within the Traffic Commissioner’s six-minute 
window of tolerance (i.e. no more than one minute early or five minutes late) throughout the 
whole journey. 

 
7.2.22 In terms of all corridors, approximately 72% of buses were running within one minute early and 

five minutes late; the Northern Corridor shows poorest punctuality (64%), followed by the 
Plymstock Corridor and then the Western Corridor. The best punctuality (86%) was on the 
Plympton Corridor, although it should be noted that it was easier for these services to achieve 
‘punctuality’ since they were only surveyed at two points. In general, services achieved better 
punctuality in the morning than in the afternoon, although this difference was negligible on the 
Plympton Corridor and the Western Corridor displayed slightly better punctuality in the 
afternoon. 
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Figure 7.3 Bus Punctuality January / February 2006: Morning (08:00–13:00) 
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Figure 7.4 Bus Punctuality January / February 2006: Afternoon (13:00–18:00) 
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Figure 7.5 Bus Punctuality January / February 2006: All Day (08:00 - 18.00) 
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Northern Corridor: Key Observations 
 

• Of the journeys operating outside the ‘six minute window’ roughly one third were more than 
one minute early at one or more timing points 

• Of the journeys operating outside the ‘six minute window’ roughly two thirds were more than 
five minutes late at one or more timing points 

• Some early running occurred from the city centre, mainly in the afternoon 
• Late running from the city centre was minimal but peaked at Crownhill in the morning and 

afternoon (mainly between 08:00 and 09:00 and between 17:00 and 17:30), suggesting that 
buses experience congestion through Mutley and Mannamead Road 

 
Eastern Corridor: Key Observations 

 
• The majority of journeys operating outside the ‘six minute window’ were more than five 

minutes late at one or more timing points (for Plymstock and Plympton) 
• Late running from the city centre was minimal but was at its peak at Plymstock Broadway in 

both the morning and afternoon, suggesting that buses experience congestion between Sugar 
Mill and the Broadway 

• For the Plymstock corridor almost all the late running was less than eight minutes late in the 
morning, although this was more variable in the afternoon 

 
Western Corridor: Key Observations 

 
• The majority of journeys operating outside the ‘six minute window’ were more than five 

minutes late at one or more timing points 
• The majority of late running was in the peak periods (mainly 08:00 to 09:00 and 15:45 to 

17:30) 
• More journeys started late at the city centre than on the other corridors and a number of 

journeys were observed to run late at both the second and third timing points 
 
 
 
 
 
 
 
 
 
 
 
7.3  Future Challenges   
 
7.3.1 New jobs, houses and increased economic activity in Plymouth will create new travel demand 

which, in the absence of careful planning, will significantly add to current traffic flows and 
levels of congestion and bring about longer journey times. Such increases in congestion could 
undermine some of the key principles of a strengthening economy and improved quality of life, 
which the growth agenda aims to deliver. 

 
7.3.2 Our analysis shows that without intervention, peak period traffic volume would increase by 

around 15% by the end of the LTP2 period relative to current levels. We have used the 
Plymouth TTWA Paramics model to assess the impacts of this level of traffic growth on the 
performance of the road system. 

The Bus Partnership Forum has reported that, nationally, 74% of buses run between one 
minute early and five minutes late at service timing points, which indicates that performance 
in Plymouth is broadly in line with the national average and is some way short of the Traffic 
Commissioner’s target. The Forum also quotes work from the TAS consultancy, which has 
shown that a 1 mph reduction in scheduled bus speeds adds 9% to bus operating costs.  
Plymouth recognises the implications of congestion both for bus users and operators and 
proposes specific measures within the LTP2 programme and beyond to address this. 
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7.3.3 Model outputs indicate that across the network as a whole average AM peak period journey 

times are forecast to increase by 74% from 2006 to 2011 without any interventions being put 
in place. Increases vary on individual corridors. Journey times from Plympton to Charles Cross 
on the B3416 and A374 are forecast to increase by 82% during the AM peak. Delays at 
individual junctions where main routes converge (which are already congested during the 
peak) are forecast to increase by up to 52% in the AM peak by 2011, in the absence of any 
alternative transport interventions. The model is being developed further to assess the impacts 
of the full range of interventions proposed for LTP2 in detail. We will set this alongside the 
detailed analysis already undertaken of the northern and eastern corridors, to provide a 
comprehensive citywide analytical base. 

 
7.4  Developing a Strategy for Tackling Congestion 
 
7.4.1 Tackling congestion is not just about dealing with the symptoms (although there is clear scope 

for measures to deal with localised issues). It requires a more strategic approach, which seeks 
to address the root causes as well as the symptoms. Our strategy therefore comprises a range 
of measures, from local traffic management, through to area-wide strategies designed to 
influence travel behaviour as well as the operation of the transport system. 

 
7.4.2 We have acknowledged that, as part of our sustainable growth agenda, we cannot allow road 

traffic to grow uncontrolled with corresponding increases in congestion. Our strategy therefore 
comprises measures designed to address problems now and measures designed to decouple 
economic growth from traffic growth in the future. 

 
7.4.3 The strategy for congestion described in 

this chapter sets up a range of systems 
and procedures that will allow congestion 
to be monitored and measured so that 
appropriate remedial measures can be 
identified, prioritised and implemented. It 
examines the methods and different 
techniques available that will be analysed 
and combined as required to ensure that 
the right solutions are introduced in the 
right places and at the right times. It 
demonstrates how the Council is re-
organising the way it allows itself, and others, to use the limited space available on the 
highway network for different purposes and activities, by regulating and by providing 
incentives. The strategy for congestion is continuously evolving so that it can always respond 
to current needs and circumstances and it will be constantly reviewed and updated. The co-
operation of outside agencies and organisations that have roles to play in managing the use of 
the network continues to be an essential element. 

 
7.4.4 The strategy for congestion is designed to assist the city and its economy to grow and develop 

without any undue increase in congestion. It is recognised that congestion is detrimental to the 
economy, to public health, accessibility and road safety and contributes to delays and 
pollution. We will draw together methods that will prevent congestion as far as possible and 
then manage it as efficiently as possible where it cannot be avoided. We will focus on 
techniques that reduce the need for travel by private car by making other more sustainable 
options easier, more convenient, more attractive and more beneficial to use. Ultimately, we will 
seek to improve and influence choice as far as possible. 

 
7.4.5 In developing our strategy for congestion we have endeavoured to consider issues and 

proposals that have arisen through our engagement with operators, stakeholders, partners 
and members of the public. Some of the key issues are described in Table 7.2. 
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Table 7.2 Comments from Consultation and Community Engagement 
 
Issue Source 
“Would wish to see continuous corridors of bus priority as far as 
possible with Sunday running times as the goal.” 
 
“More buses and passengers closer to the city centre so measures 
need to be prioritised to areas close to the city centre and working 
out along corridors.” 
 
“…. lack of a comprehensive demand management strategy.” 
 
“Infrastructure improvements need to be put in place to improve 
bus speeds.” 
 
“Consideration of public transport provision needs to be built into 
new developments and the need to properly obtain Section 106 
funding to bring in transport solutions.” 
 

Bus Operators 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

“If you make huge improvements in bus services and fares it 
should ease congestion.” 
 
“Unless the bus services are improved very soon congestion is 
sure to get worse. This should be a number one priority. Numbers 
of cars will be cut, air pollution will be better, one follows the other.” 
 
“The Council needs to ensure the provision of a fast, efficient, 
modern, economical and environmentally friendly bus service for the 
people of Plymstock to encourage them to leave their cars at home.”  
 
“Congestion charging for city centre and revenue raised ploughed 
into public transport.” 
 
“Measures to reduce traffic at peak times should include a 
comprehensive method of school attendee’s transport. Congestion 
is substantially reduced during school holidays. Provide better 
transport for school/college/university students and congestion will 
reduce dramatically.” 
 

Public Consultations 

“It is of course vital that robust traffic modelling is used to justify 
transport infrastructure improvements identified as necessary to 
facilitate emerging development proposals.”  

Highways Agency 
 
 
 
 
 

“The cross boundary planning of high quality public transport is 
welcomed and the timely provision of infrastructure should be 
ensured.  
The Eastern Corridor Study is of key importance…” 

South Hams District Council 

“As the public transport strategy for the Eastern Corridor emerges 
from your study work, it will be important to understand how any 
consequent schemes may be funded: and from our perspective it 
will be critical to know how you will deal with demand management 
to support the programme of measures.”  

Devon County Council 
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Components of the Strategy  
 
7.4.6 The congestion strategy, which is set out in this chapter, has been developed to address 

congestion problems through a combination of three main areas of intervention, as follows: 
  

• Traffic control and management measures, including localised traffic management 
interventions 

• Sustainable travel initiatives and smarter choices 

•    Demand management measures, public transport and modal shift 
  

7.4.7 A successful congestion strategy will balance these three components. The implementation of 
sustainable transport options can, in themselves, represent a form of demand management 
and can form an integral part of a fuller and more direct range of demand management 
measures over the course of this second LTP period and beyond. 

 
Traffic Network Control and Management 
 
7.4.8 Modern technology has great potential to assist in reducing congestion by providing relevant 

travel information to more people more quickly. Systems for receiving, verifying and 
distributing information can allow us to rapidly identify problems along the network and take 
appropriate action. Sophisticated data gathering and monitoring equipment means that 
problems can be dealt with more quickly. Giving quick and accurate information to the public 
about traffic conditions and problems can help them to review and, if necessary, change their 
travel plans to avoid being caught in and adding to congestion. Similarly technology allows 
different organisations, such as the police and the Highways Agency, to co-operate and work 
together to deal with traffic problems when they occur. 

 
7.4.9 The Traffic Management Act (2004) has given the Council specific responsibilities to ensure 

traffic moves around the highway network as efficiently as possible without causing undue 
hazards. Our proposals with respect to this delivery area are best summarised in terms of our 
plans for implementing the network management duty, as set out in Table 7.3. 

 
7.4.10 The underlying purpose of network management is the expeditious movement of traffic; i.e. to 

ensure that traffic flows as freely as possible without posing undue risks to road-users. The 
Traffic Manager will seek to prevent congestion wherever possible and to minimise its impact 
where it does occur. As highlighted later in the chapter, implementing the Network 
Management Duty, combined with the other components of our proposed strategy for 
congestion, will serve to contribute to a range of LTP2 objectives, not just reducing the rate of 
growth of congestion. It will also contribute, for instance, to improving air quality and to 
improving quality of living, working and visiting the city.  
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Table 7.3 - Implementation of the Network Management Duty: Specific Actions 
 
Action Comment 
Appoint a 
permanent Traffic 
Manager. 

We have appointed a Traffic Manager to bring together all aspects of highway 
network management. The Traffic Manager will ensure that traffic flows as efficiently 
as possible by reducing or eliminating congestion. This will be achieved by a 
combination of regulation, encouragement and co-operation.  

Work with 
neighbouring 
councils, the 
Highways Agency 
and other 
stakeholders to 
make sure that the 
network as a whole 
works efficiently. 

We will continue to expand our network of highway management groups so that 
different agencies and organisations that influence the road network can work more 
closely together. The Council has already helped to establish working groups with 
the police, Highways Agency, utility companies, public transport operators and 
neighbouring councils. These groups allow different organisations to co-ordinate 
their activities on the highway and to agree strategies to prevent congestion and to 
address it when it does occur. They provide opportunities to share ideas and 
information and to combine resources where appropriate.  
 

Assume Local 
Highway Authority 
responsibility to 
plan, manage and 
co-ordinate its own 
activities to prevent 
congestion. 

We recognise that we have a responsibility to plan, manage and co-ordinate our own 
activities to prevent congestion. All of the City Council’s services and activities will be 
reviewed. Travel patterns will be reviewed and unnecessary journeys will be 
identified and eliminated. Working patterns will be timed to avoid congested routes at 
peak periods where possible. The use of alternative modes of transport will be 
explored. We will introduce our own workplace travel plan. Operations such as road 
works and refuse collection will be co-ordinated so that disruption to other road users 
is kept to a minimum.  

Develop a road 
hierarchy that will 
classify individual 
roads and routes 
according to the 
different priorities 
placed on them by 
different categories 
of road user. 

A road hierarchy is being developed that will classify individual roads and routes 
according to the different priorities placed on them by different categories of road 
users. This will assist in the way road space is allocated to different functions at 
different times of the day, week and year. We will give priority to sustainable modes 
of transport over the needs of private car travel, while still catering for the needs of 
car drivers as far as possible without causing detriment to the network as a whole. 
The hierarchy will help to prioritise improvement schemes, making sure that facilities 
such as pedestrian crossings and bus lanes are provided where they are most 
suitable. We will influence the planning and co-ordination of activities and will limit 
certain activities, such as loading or maintenance work from being undertaken at the 
most inconvenient times.  

Improve the 
gathering and 
distribution of 
information. 

The gathering and distribution of information will be improved. We are already 
reviewing existing methods of communicating information with other highway 
management agencies. This involves both the use of new technology and also 
improving systems and procedures for processing data.  

Review Intelligent 
Transport Systems. 

A provisional programme of reviewing Intelligent Transport Systems (ITS) has been 
drawn up. ITS can include Urban Traffic Management and Control (UTMC) traffic 
signal control equipment, Variable Message Signing (VMS), Automatic Number Plate 
Recognition (ANPR), Closed circuit cameras (CCTV), Vehicle Activated Signs, 
Automatic Vehicle Location (AVL), and Real Time Passenger Information systems 
(RTPI). ITS can benefit the network and reduce congestion in a number of ways: 

• Influence modal choice, route choice and journey timings by providing 
information; 

• Increase priority for buses and other public service vehicles; 

• Assist traffic management and control to make junctions more efficient; and 

• Provide data to assist network monitoring and planning. 
 
The ITS review will examine the various available options in detail to assess what 
can be achieved. It will also identify the desired outcomes so that the right solutions 
for the job can be accurately selected. This will ensure the systems chosen will meet 
the required specification and will enable a proper Cost Benefit Analysis to be 
undertaken. It will allow an accurate resource implication to be calculated, so that 
factors such as license agreements, service costs and staffing can be included. 
 

Identify emergency 
diversion routes. 

A review has been carried out jointly with the police and the Highways Agency to 
identify emergency diversion routes through the Plymouth area that will be used 
when the A38 Trunk Road is closed because of accidents or similar incidents. 
 



 107 

Provide information 
to the travelling 
public. 

We will continue to look at how we use the internet to provide information to the 
travelling public. It is committed to developing a means of providing road works 
information on a daily basis and is working in conjunction with councils across the 
southwest region to co-ordinate this in a single system. We are also developing a 
range of fault reporting facilities so that any defects on the network, such as broken 
lamp columns or missing drain covers, can be recorded instantly. We will continue to 
expand the range of services available on the internet so that the public can carry 
out business with the City Council on-line and avoid having to travel into the city 
centre. It is intended to automate some services, such as the renewal of residents’ 
parking permits or payment for skip permits, to facilitate this. 

Consider planning 
of major events. 

The planning of major events has undergone some major changes and we will 
continue to develop this process. We have already worked closely with Plymouth 
Argyle F.C. and the police to look at ways of reducing the congestion around Home 
Park on match days. This is a promising partnership venture and we intend to repeat 
it for other major events across the city. Such partnerships require continuous review 
to build and maintain effective relationships. 

Consider planned 
works. 

All proposals for activities on or adjacent to the network, ranging from development 
applications through to maintenance schemes, will be assessed and co-ordinated by 
the Traffic Manager so that they have minimal adverse impact on efficient traffic flow. 
Opportunities to combine different schemes and operations, such as carrying out all 
impending service repairs to underground apparatus prior to resurfacing, will save 
money and minimise disruption. The Traffic Manager will seek to impose conditions 
on developments and other activities so that they do not create additional 
congestion. 

Keep the 
effectiveness of the 
arrangements 
under review. 

We will set up procedures to record information reports that can be used for traffic 
management input and also be referred to after events have occurred for review 
purposes (de-briefing). Proposals are also being drawn up to expand the role of the 
existing UTC traffic signal control room so that it can function as a wide-ranging 
network incident control centre to co-ordinate response to major events and 
incidents. The traffic management programme will rely on continuous network 
monitoring, therefore specific needs and priorities will change over time. 

Devise a Route 
Management 
Strategy. 

The City Council is devising a route management strategy that looks holistically at 
corridor routes through the area and enables a comprehensive management plan to 
be drawn up for each of them. The first stage is to gather and analyse data so that 
congestion and safety problems can be identified and prioritised. Each of the routes 
will then be reviewed according to key network management criteria. 

Assess Traffic 
Regulation Orders. 

The Council has introduced a new procedure for assessing all existing and proposed 
Traffic Regulation Orders. Traffic restrictions will be reviewed to ensure that their 
potential effect on congestion is taken into account and that changes needed to 
allow traffic to flow more efficiently are quickly identified and implemented. The new 
system allows proposals to be assessed more quickly and introduces stricter criteria 
to conform to the precise requirements of the Network Management Duty. 

Form a Bus 
Punctuality 
Improvement 
Partnership. 

We will join with bus operators and other interested parties to form a Bus Punctuality 
Improvement Partnership. We will use information from operators and the RTPI 
system to assist in monitoring bus punctuality and to identify and prioritise 
improvement schemes. The data will be reviewed over time to monitor progress.  

Monitor the 
efficiency of the 
network. 

The most significant means of delivering congestion reducing schemes are the new 
systems and procedures for monitoring the efficiency of the network, for identifying 
causes and sources of congestion and for evaluating, prioritising, implementing and 
reviewing solutions. Broadly these fall into two categories - systems for managing 
specific routes or areas and systems for managing specific duties or activities across 
the network.  
We have already installed a VMS system, principally to assist with car park 
management but also to advise drivers of traffic conditions ahead. We intend to 
expand this system with additional signs. The Council’s existing CCTV network is 
currently run separately from the traffic signal monitoring cameras and a review will 
take place to determine the feasibility of linking these two systems to improve traffic 
surveillance and control. There are legal implications concerning the use of video 
images, an issue that is being addressed.  
Systems and procedures will be used to identify the causes of congestion at specific 
points along the routes and to evaluate potential solutions. Plans will be developed 
that combine appropriate measures according to best value. This will enable 
schemes and procedures that remove elements that contribute to congestion to be 
devised and implemented as quickly and as inexpensively as possible. 
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School Travel Plans 
 

7.4.16 School Travel Plans will continue to be created and implemented to encourage the use of 
sustainable modes of transport, thus reducing commuter and school related traffic along with 
associated congestion and pollution during the peak hour periods. Combining engineering 
improvements that improve road safety with specific promotion of sustainable modes, STPs 
will contribute towards improving air quality and the environment around schools, as well as 
giving benefits in terms of both child health and accessibility to education. 

 
7.4.17 As is the case for WTPs, a dedicated resource will be allocated to the STP programme. 

Schools will, under guidance from the Council and through consultation with staff, parents and 
pupils, produce their own strategies for local infrastructure improvements and other measures 
designed to encourage more walking, cycling and public transport use. Further details can be 
found in the ‘Safer Roads’ chapter. 

 
Personalised Journey Planning 

 
7.4.18 This involves one-to-one travel advice and information provision for individuals either at home 

or their place of work. It can be used as part of a WTP to inform staff of their sustainable 
transport options by taking into account their personal situation or requirements. It may also be 
used in schools, for example to target individual secondary school children regarding available 
travel options and information. There is potential for personalised journey planning to be 
particularly effective when promoting new or improved public transport services. Plymouth City 
Council will use these measures in conjunction with wider travel planning. 

 
Information, Marketing and Local Campaigns 

 
7.4.19 Information and marketing of the opportunities available is essential if the potential for modal 

change is to be fully realised. The Council appreciates the need for publicity campaigns to 
promote both the wider sustainable transport agenda and the specific areas of its work, for 
instance a new bus route or ferry service. The Council will therefore continue to promote and 
publicise sustainable modes, in particular public transport, walking and cycling.  

 
7.4.20 The Variable Message Signing Programme will also harness the ‘free text’ capability of signs 

to promote more sustainable modes by highlighting the benefits over private car-use in terms 
of faster journey times by public transport and lower pollution levels. 

 
7.4.21 The Council was the lead authority in developing the southwest branch of the national 

‘traveline’ project, which provides public transport information by phone and over the internet. 
It continues to have an active partnership role in the organisation. Together with the rolling out 
of the RTPI system on strategic bus corridors and SMS-based information services this will 
play a key role in encouraging the use of public transport. 

 
Car Sharing  

 
7.4.22 Plymouth City Council has been working in partnership with Devon County Council and 

Torbay Council to set up www.carsharedevon.com. The website aims to maximise people’s 
travel options, whilst at the same time reducing the amount of cars on the road, reducing 
pollution, protecting the environment and saving people money.  

 
Walking and Cycling 

 
7.4.23 Measures to provide better infrastructure for and promote walking and cycling will contribute 

towards the objectives of improving accessibility and road safety. These are discussed in more 
detail in chapters 6 and 8. Walking and cycling also have a role to play in reducing congestion 
as sustainable alternatives to the private car. 

 
7.4.24 A specific scheme that will be implemented during LTP2 involves the improvement of 

pedestrian and visitor route signage throughout central Plymouth, highlighting attractions and 
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• Continuing to establish parking charges at levels that keep the cost of travel by bus 
cheaper than, or the same price as, a three-hour parking stay and that encourage short-
stay parking and discourage long-stay (commuter) parking. This will ensure that the city 
remains attractive as a retail and tourist destination and safeguards the vitality of these 
sectors. 

• Improving information on the internet and in printed form to allow trip-makers to plan their 
journeys and car park spaces to be used more efficiently. 

• Using the development control process to restrain the amount of car parking provided by 
developers. PPG13 emphasises the need for a restraint based approach to parking 
provision and suggests recommended maximum parking standards. The Council will 
adopt challenging parking standards within the emerging LDF and, where possible, will 
seek reductions greater than those suggested in PPG13. For instance, reductions of 
more than 60% of the maximum standard will be sought for private non-residential (PNR) 
parking spaces provided at employment sites in the city centre and car free 
developments will be sought, particularly for new office developments. Additionally, 
developers will be encouraged to provide parking areas that are detached from new 
developments. 

 
7.4.30 Schemes that are funded from the LTP2 capital programme include: 

• Increasing the proportion of limited waiting spaces in car parks serving local and district 
centres to give preference to short-stay (three-hour maximum) parking. This will be on a 
phased basis, focussing initially on those car parks where pressures are highest. 

• Improving car park signing and VMS to help maximise the use of existing provision and 
reduce congestion caused by circulating traffic and misdirection. 

 
Public Transport and Modal Shift 

 
7.4.31 In order to realise the objective of tackling congestion, modal shift from the private car must be 

achieved. Public transport provides the most efficient means of moving people in and out of 
the city since it reduces the number of vehicles needed, freeing up road space and reducing 
the need for parking spaces.  

 
7.4.32 If congestion is to be reduced, recent declining bus patronage in Plymouth must be reversed.  
 
7.4.33 Plymouth has an extensive public transport network base and experiences high levels of bus 

usage of around 12% for commuter trips compared with the national average of 8% (Census, 
2001). These conditions, coupled with the extensive population growth agenda, lead us to 
believe that by implementing a step-change in public transport provision we can achieve 
significant patronage increases. This step-change in the quality of public transport is 
fundamental to LTP2. It will be the first step in working towards the quality of system needed 
to provide realistic transport options for the growing population and attract the levels of use 
that will alleviate traffic congestion. Figure 7.6 gives an outline of how investment in public 
transport will result in increased frequencies and revenue growth. 

 
7.4.34 The vision for achieving a step-change during LTP2 is based on: 

• Improving bus movement 

• Improving service reliability and bus punctuality 

• Improving the passenger waiting environment 

• Improving the quality of and access to bus information 

• Increasing peak period capacity through vehicle type and frequency enhancement 

• Increasing accessibility to the bus network 
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Figure 7.6 Outline of the Public Transport Investment Model 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
7.4.35 The public transport action plan for LTP2 involves a range of strategic public transport 

improvements in a corridor-based approach. The initial focus will be a programme of bus 
priority measures on the northern corridor involving the re-allocation of road space for bus 
lanes, RTPI and traffic signal priority. This will be combined with improvements to existing park 
and ride sites (discussed in the next section). The development of public transport 
infrastructure on the eastern corridor associated with the Sherford New Community, including 
a new park and ride site with services to the city centre, is discussed in Chapter 12. The focus 
will subsequently shift to service frequency enhancements on westbound routes serving 
regeneration areas in Stonehouse, Mount Wise and Devonport. The improvements on these 
three corridors, together with some citywide programmes, such as the replacement of bus stop 
poles, will form the first stage in establishing a HQPT network. This network will be further 
developed over the life of subsequent LTPs, when the potential for off-road bus routes linking 
growth areas on the eastern side of the city to the city centre will be explored. 

 
Partnership Working 

 
7.4.36 Historically the Council has an excellent record of informal partnership working with Plymouth 

Citybus Ltd, First (Devon and Cornwall) and smaller bus operators who serve the city. In order 
to implement the above action plan it will be necessary to work within formalised Quality Bus 
Partnership arrangements in which responsibilities are shared for the delivery of specific 
schemes. The Council has already entered into a partnership with operators and system 
suppliers to deliver the RTPI system on key corridors. Further details regarding Quality Bus 
Partnerships can be viewed in the Bus Strategy within the Passenger Transport Strategy at 
the following web address: 
http://www.plymouth.gov.uk/homepage/transportandstreets/transportplanning/proltp/proltppass
enger.htm 
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Park and Ride 
 
7.4.37 Plymouth is served by three park and ride sites, one of which opened in early 2006, providing 

a total of over 1500 spaces. A full three service park and ride network will be launched on 1st 
June 2006. The first two sites have been successful in attracting car users onto public 
transport and contribute to reducing congestion on key routes and improving accessibility to 
the city centre. The Council will make improvements in terms of capacity and facilities at the 
existing sites. We will also continue to research and develop possible sites for further park and 
ride schemes to serve new developments on the eastern edge of the city and at other 
peripheral locations. The demand for park and ride will be partly driven by a reduction in 
parking in the longer-term in the city centre. 

 
• Coypool - This site has a capacity of over 450 spaces and attracts people travelling into the 

city from areas to the east of Plymouth, particularly Ivybridge, Torbay and Exeter. The Council 
is exploring the potential for increasing the capacity of the site by decking, although this will 
have to take into account the Waste Management Strategy for the city, which identifies a 
nearby site for development. Increased capacity would reduce congestion along the A374. 

 
• Milehouse - This site has a capacity of over 600 spaces and serves car users travelling into 

the city from the western part of Plymouth, Saltash and Cornwall. The Council intends to 
upgrade surfacing and passenger facilities at this site to transform it into a public transport 
interchange and enable two-way flow for buses along the northern corridor. 

 
• A386 George Junction - This new site has 450 spaces and will help to ease congestion on the 

northern corridor. The Council will extend the capacity of this site by 250 spaces as part of a 
staff travel plan run by the NHS Trust at Derriford. Improvements in bus punctuality and 
journey times through strategic public transport improvements will help further attract car 
users. In addition, VMS signs on the A386 at Woolwell will be used to promote park and ride 
availability. 

 
• Eastern Corridor and Sherford - New developments on the eastern approaches to the city at 

Plymstock Quarry and Sherford will be supported by high quality public transport services 
including park and ride facilities. It is expected that a new park and ride site will become 
operational at Deep Lane by 2011. 

 
• A38 West of Tamar Bridge - Plymouth City Council will, in partnership with Cornwall County 

Council, explore the provision of a park and ride site west of the Tamar Bridge. 
 

Intelligent Transport Systems 
 
7.4.38 Intelligent Transport Systems will be used as part of the network management duty to reduce 

congestion as a whole. However there will be a focus on key corridors with ITS targeted 
specifically at bus users. 

 
7.4.39 Travellers need access to reliable information on public transport if its use is to increase. The 

Council is in the process of rolling out its RTPI system on key bus corridors, which will provide 
real-time information on bus services at bus stops and interchanges, via mobile phones and 
through the internet. RTPI will continue to be developed and implemented during the LTP2 
period and its profile will be raised through publicity and marketing.  

 
7.4.40 To ensure the success of the RTPI system, there will be continued development of the 

interface with the Urban Traffic Control system. This will enable priority to be given to buses 
that are running late at signalised junctions on key bus corridors, contributing to improved 
punctuality. Consideration will be given to including this within a Bus Punctuality Improvement 
Partnership. 
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7.4.41 The VMS programme will implement free-text signs on key bus corridors, both near the edges 
of the city and at major junctions. These will be capable of displaying real-time journey time 
information by bus relative to car. The system of signs will be able to take advantage of links 
to UTC and RTPI with the aim of encouraging modal transfer from private vehicle to public 
transport.  

 
7.4.42 The new Traffic Management Act will allow authorities to use CCTV mounted on buses to 

provide evidence to prosecute people parking in bus lanes during operational hours.  
 

Kickstart Programme  
 
7.4.43 Through the Council’s own ‘Kickstart’ Programme bus operators will be able to bid for funding 

for schemes specifically aimed at increasing bus patronage. This differs from subsidies given 
to operators to address accessibility issues and puts the emphasis on operators to come up 
with solutions to boost patronage. This will contribute to promoting public transport on the key 
corridors by allowing operators who are successful with their bids to buy extra vehicles to 
improve frequency or improve the quality of their fleet. 

 
Bus Stops, Flags and Poles 

 
7.4.44 There will be an ongoing programme during LTP2, at 

bus stops without shelters, to replace all existing bus 
stop poles with replacement poles incorporating 
timetable cases and existing flags with new flags 
incorporating individual stop names and SMS text 
reference codes for the RTPI system. This will form an 
important element of improving the quality and 
availability of passenger information across the whole 
bus network thereby encouraging modal shift from the 
private car to the bus and improving the accessibility of 
the bus network. 

 
Improvements to the Bus Station 

 
7.4.45 The bus station at Bretonside serves as a public transport interchange for local bus services, 

sub-regional bus services and for coach operators regionally and nationally. There is also a 
frequent shuttle bus from the train station. Whilst its location relative to the main retail area 
and main tourist attractions is ideal, the current waiting environment is poor and detracts from 
bus use. This view has been supported in consultation with service operators and the general 
public. Physical improvements will be made and street level boarding points created for 
outbound services. This will help to raise the profile of public transport and present a better 
image of the city for residents and visitors alike at an interchange that provides better 
integration between services. This will only be undertaken in partnership with developers. 

 
Cremyll Pontoon 
 

7.4.46 The new pontoon and improved passenger facilities at 
Cremyll Quay, in south-east Cornwall will be implemented 
to increase capacity of the Cremyll Ferry (operating from 
Stonehouse) and promote its use. The improved services 
will not only provide better access to leisure at Mount 
Edgecumbe Country Park but will also benefit those living 
in isolated parts of the Rame Peninsula wishing to travel to 
Plymouth via already improved bus services from these 
areas to the interchange at Cremyll. The increased 
capacity will also enable the development of further water-
borne transport routes including water-taxis to new 
waterfront developments on the Plymouth side.  
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Land Use Planning  
 
7.4.47 There is considerable potential for the land use planning system to help reduce the need to 

travel and make the use of alternatives to the car more convenient. This means consideration 
of transport issues at all stages of the planning process in order that employment, education, 
leisure, health, retail and other services are located and developed in a way that cuts down on 
journeys by private car, promotes accessibility and makes effective use of transport 
connections, enabling more journeys to be made by public transport, on foot or by bicycle. The 
LDF embraces this as part of the Sustainable Communities agenda. If Plymouth is to attract 
the required new commercial growth as defined in the LDF and RSS, it is vital that congestion 
is not allowed to increase to a level that would adversely affect the competitive advantage that 
the city currently possesses. 

 
7.4.48 In terms of the physical space needed for transport infrastructure, it is necessary that land be 

safeguarded for the progressive creation of a High Quality Public Transport Network starting 
with the eastern and northern corridors. Consideration will also need to be given to land-use 
issues regarding the upgrading of existing interchanges and park and ride sites, as well as the 
creation of new interchanges. To encourage walking and cycling the planning system should 
ensure the promotion of a network of safe routes linking employment and services with 
residential areas. 

 
7.4.49 AAPs for the city centre and Sutton Harbour contained within the LDF Core Strategy require 

particular linkage with LTP2. These areas will require more priority to be given to the 
pedestrian by removing traffic capacity. Many of the demand management measures outlined 
previously, coupled with the promotion of bus use, will reduce traffic to the levels required to 
meet the aspirations of the LDF. It will be necessary to continuously review demand 
management policies in order to determine the level of 
impact they have on reducing traffic. Additionally, a 
much more aggressive bus priority programme around 
the city centre will be required to increase bus use.  

 
7.4.50 LTP2 will also be used to part-fund transport 

infrastructure proposed through the LDF in the city 
centre, the Hoe and Sutton Harbour, specifically 
pedestrian and lighting improvements, as part of the 
AAPs for these areas, which will contribute to the 
objectives of the LDF and further promote walking 
whilst reducing congestion. 

 
Freight Movement 

 
7.4.51 The movement of freight and goods by road can have a number of damaging impacts relating 

to both the city’s environment and economy. Emissions from HGVs and noise have negative 
environmental effects, whilst increased levels of traffic congestion have the potential to impact 
negatively on economic growth. For these reasons and to support Plymouth’s position in the 
wider freight network, the Council has developed a Sustainable Distribution Strategy. The 
Strategy examines ways that the impacts of road freight movements can be reduced (such as 
better signing and information) and considers the provision of increased mode choice for 
freight movement. The full strategy can be viewed at: 
http://www.plymouth.gov.uk/homepage/transportandstreets/transportplanning/proltp/proltpsust
ainable.htm 

 
7.4.52 As part of the work undertaken for the Sustainable Distribution 

Strategy, we have been working in partnership with Cornwall 
County Council and major freight operator, English Welsh and 
Scottish Railway (EWS), to examine the provision of inter-
modal rail to road freight facilities for the city. A potential site 
has been identified at Tavistock Junction, near Marsh Mills 
interchange. This site has excellent access to the A38 Trunk 
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Road and is included as one of the proposals in LTP2. The provision of greater options in the 
distribution and movement of goods provided by this scheme will contribute significantly to 
maintaining or indeed enhancing the city and region’s economic position. 

 
7.4.53 In addition, a Freight Quality Partnership will be set up for the city and southwest region, 

providing a forum for local businesses, freight operators and councils to work together. The 
aim will be to encourage best practice in efficient, safe and environmentally sensitive freight 
transport. 

 
7.5  Delivering the Strategy 
 
7.5.1 The three broad areas of intervention above have been translated into five inter-related 

programme areas for tackling congestion over the five year LTP2 period, as follows: 
• Demand management and network management 
• Strategic public transport improvements 
• Walking and cycling 
• Land use planning 
• Smarter Choices 

 
7.5.2 The proposed schemes and initiatives associated with each programme area are set out in 

Table 7.4. 
 
Table 7.4 Component Parts of the Plymouth LTP2 Strategy for Congestion  
 

Objective 2: Reduce the rate of growth of congestion 
Programme Area Types of schemes and initiatives 
Demand management 
and network 
management 

• Variable Message Signing programme 
• Increase limited waiting restrictions for parking at local and 

district centres 
• Car park signing 
• Extension to the Park and Ride sites 
• Improvements to existing Park and Ride sites 
• Implementation of measures to address air quality on major 

corridors 
• Network Management Duty 
• Freight Quality Partnership 
• Tavistock Junction inter-modal freight interchange facility 

Public transport 
improvements 

• Upgrade of remaining bus stop flags and poles 
• Improvements to city centre bus station 
• Purchase of new buses through the Council’s own  

‘Kickstart’ programme 
• Real Time Passenger Information/Urban Traffic Control 

interface 
• A386 Northern Corridor bus priority measures  
• Northern Corridor passenger transport interchange 
• Intelligent Transport Systems on key corridors 

Walking and cycling • Pedestrian route signage 
Land use planning • Integration of transport and land use planning within the 

Sutton Harbour and city centre Area Action Plans 
• Development control policies  

Other initiatives to 
support Smarter 
Choices 

• Employer and school travel planning 
• Air quality emissions management 
• Marketing and publicity of public transport services 
• Partnership working with bus operators 
• Car Share Devon 
• Community transport and Shopmobility 
• Supported bus services 
• Integrated ticketing and smartcard development 
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Delivery of the Strategy: Capital Schemes 
 
7.5.3 Our strategy comprises a series of specific measures, which have emerged as best ‘value for 

money’ in terms of meeting our congestion objectives through the application of the scheme 
prioritisation methodology described in detail in Chapter 12. These measures are set out by 
programme area in Table 7.5. 

 
7.5.4 All the schemes and programmes that will reduce and prevent traffic congestion will make a 

positive contribution to one or more of the other over-arching objectives of LTP2. Table 7.5 
also sets out the different elements of the transport strategy to tackle congestion and 
illustrates how these contribute to the other shared priorities and local objectives. This shows 
that the specific schemes proposed to tackle congestion also have significant impacts in 
relation to air quality and accessibility objectives, in particular, both of which have clear quality 
of life implications. 

 
Table 7.5 Contribution of Congestion Schemes to Other LTP2 Objectives  
 

LTP Objectives Programme 
Area 

Scheme Type or 
initiative Accessibility 

Chapter 6 
Tackling 
Congestion 
Chapter 7 

Improve 
Road 
Safety 
Chapter 8 

Improve 
Air 
Quality 
Chapter 9 

Regeneration 
Chapter 10 

Extension to the 
George Junction 
Park and Ride site 

✓✓✓ ✓✓✓ ✓ ✓✓✓ ✓✓ 
Demand 
management 

 
Improvements to 
existing Park and 
Ride sites 

✓✓ ✓✓✓ ✓ ✓✓✓ ✓✓ 

Variable Message 
Signing programme ✓✓ ✓✓✓ ✓ ✓✓ ✓ Network 

management 
Increase limited 
waiting restrictions 
for parking at local 
and district centres 

✓✓ ✓✓✓ ✓✓ ✓✓ ✓ 

Upgrade of 
remaining bus stop 
flags and poles 

✓✓✓ ✓✓✓ ✓ ✓✓ ✓ 

Improvements to 
city centre bus 
station 

✓✓✓ ✓✓✓ ✓✓ ✓✓ ✓✓ 

Quality Bus 
Partnership 
schemes 

✓✓ ✓✓✓ ✓ ✓✓ ✓✓ 

Real Time 
Passenger 
Information/Urban 
Traffic Control 
interface 

✓✓✓ ✓✓✓ ✓ ✓✓ ✓ 

Intelligent 
Transport Systems 
on the main 
corridors 

✓✓ ✓✓✓ ✓ ✓✓✓ ✓✓ 

Strategic 
public 
transport 
improvements 

Purchase of new 
buses through the 
Council’s ‘Kickstart’ 
programme 

✓✓✓ ✓✓✓ ✓✓ ✓✓ ✓✓ 

Walking and 
cycling 
 

Pedestrian route 
signage ✓✓✓ ✓✓✓ ✓ ✓✓✓ ✓ 

Land use 
planning 

Pedestrian and 
lighting 
improvements: City 
Centre/Hoe 
Foreshore 

✓✓ ✓✓✓ ✓ ✓✓✓ ✓✓✓ 
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7.6  The Indicators for Tackling Congestion 
 
7.6.1 To enable us to monitor our success in tackling and preventing congestion, the following 

specific indicators will be used. Some of the indicators will be primarily reporting congestion-
related outcomes of schemes and programmes (key outcome indicators), whilst others will be 
reporting primarily on another objective (for example, improving accessibility and social 
inclusion) but will still have a degree of relevance to the congestion objective (secondary 
outcome indicators). 

 
LTP2 - Change in Area Wide Road Traffic  
 
This measures total vehicle kilometres travelled on the Council’s roads and will show the level 
of traffic growth or decline over time. The degree to which we are successful in preventing 
traffic growth in Plymouth and the resultant citywide congestion problems will be linked to this 
measure. However, such a measure will not serve to indicate more localised congestion 
issues.  

 
LTP3 - Cycling Trips 
 
This measures our success in maximising the role of cycling in order to reduce the use of 
private cars. Schemes that improve cycling infrastructure and safety and that aim to better 
integrate cycling with other travel modes will contribute towards making cycling a more 
attractive option. 

 
LTP4 - Mode Share of Journeys to School 
 
School Travel Plans will encourage the use of sustainable modes, thus reducing school 
related traffic and its associated congestion during peak periods. Our success in achieving this 
will be measured through this indicator. 

 
LTP5 - Bus Punctuality 
 
Congestion on the road delays buses as well as cars, which can result in longer or more 
variable journey times. In order to make services more punctual and thus attract more 
passengers, we will need to work closely with Traffic Managers and bus operators. The 
implementation of measures such as bus priority at signalised junctions, bus lanes, improved 
enforcement of parking in bus lanes and at bus stops and overall improved traffic 
management will contribute towards improving bus punctuality. 

 
LTP6 - Change in Peak Period Traffic Flows to Urban Centres 
 
This key outcome indicator will provide a measure of the change in total flow of vehicular 
traffic into the city centre within the extended peak period between 7am and 10am. As with the 
indicator for change in area wide road traffic kilometres, it will provide an indication of how 
successful the Council is in preventing traffic growth, although for trips into the city centre only. 
The city centre contains the main retail and employment area (the 2001 Census data shows 
that over 20% of all jobs in the city are located in St Peter and the Waterfront, the city centre 
ward). Hence there is a large influx of work, business and retail related traffic into this area 
during the period to be monitored. Therefore, citywide success in creating modal shift, 
particularly for the journey to work, will be reflected through this indicator. It should also be 
noted that although parts of the network that are known to experience congestion problems 
are located within or on routes into the city centre, the indicator will not provide any measure 
of changes in such localised problems. 
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BVPI102 - Public Transport Patronage 
 
This Best Value indicator, although largely measuring accessibility outcomes, provides a 
congestion outcome measure in that greater bus patronage (including park and ride) indicates 
less reliance on the private car and less congestion. We will firstly seek to improve bus 
punctuality and then to reduce bus journey times (whilst retaining punctuality).  Improvements 
to both will make bus travel more attractive and should have positive benefits in terms of 
reduced congestion across the city as a whole. 
 
BVPI103 - Satisfaction with Local Transport Information 
  
Improved information about local bus services either pre-trip (timetables, information about 
boarding points), or during trips (RTPI) will encourage people to use the bus rather than their 
car. Hence the more satisfied people are with this information the fewer trips they will make by 
private vehicles with associated citywide benefits in terms of reduced congestion. 
 
Pedestrian Trips into the City Centre 
 
Schemes to improve the physical 
walking environment, including new 
footways and crossings to reduce 
severance and make routes more 
direct, better signage and 
improvements to footway condition, 
improved pedestrian safety through 
new crossings, facilities at signals, 
pedestrian refuges and Safer Routes 
to School schemes all contribute 
towards encouraging more pedestrian 
movements. By increasing journeys 
on foot in this way, particularly during peak hours, we can help reduce journeys by car and 
therefore reduce traffic flows and congestion. This indicator will provide a measure of 
pedestrian movements into the city centre and enable the success of walking initiatives and 
schemes to be assessed.  

 
BVPI187 – Footway Condition 
 
Any improvement to the walking environment can potentially encourage journeys to be made 
on foot. Thus, the Best Value indicator for footway condition will therefore provide a minor 
measure of any shift to this mode and its associated benefits for congestion. 

 
Mode Share of Journeys to Work 
 
The journey to and from work is a major contributor to congestion on key routes within the city 
at peak times and we therefore intend to reduce trips to work made by private car. The 
continued enforcement of workplace travel plans, starting with the Council’s own and building 
upon the success of Derriford Hospital’s plan through working with other major employers, will 
be the principle means to achieving this aim. Other schemes affecting different modes, 
including bus priority, RTPI, cycling and walking infrastructure, together with the promotion of 
public transport, walking and cycling will also seek to create modal shift for the trip to work in 
particular.  
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Modal Share of Non-car Modes on the Torpoint Ferry 
 
In a similar way to the indicators for mode share of journeys to work and school, this will 
enable an assessment of the success of measures aimed at promoting modal shift for inbound 
trips on this strategic corridor. It will measure the proportion of people travelling on the ferry by 
sustainable modes versus private car. A higher proportion of use of sustainable modes would 
indicate lower congestion on this corridor, particularly at Torpoint where vehicles are queuing 
to board the ferry. 
 

 
 
Journey Times / Vehicle Speeds (to be introduced) 
 
As a non-metropolitan authority, Plymouth is not required to report on indicator LTP7 
(Congestion: Average Vehicle Delay). However, we intend to continue our programme of 
journey time surveys conducted annually over a 6-8 week period on key strategic routes. The 
data from these surveys will allow analysis of average journey times, vehicle speeds and 
identification of locations where localised congestion is occurring throughout the city. The lack 
of historic data and development of a suitable methodology has resulted in this proposed 
congestion measure not being included in LTP2 at this stage. It is however our intention 
(resources permitting and subject to the successful development of a suitably robust method 
of data manipulation) to establish a baseline and monitor specific journey times, speeds or 
localised congestion on the key routes at a later stage in the life of LTP2. 
 


