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Executive Summary

1. One of the key proposals within the Government’'s 1998 Transport White Paper “A New Deal for
Transport : Better for Everyone” was the introduction of Local Transport Plans (LTPs), whereby local
authorities are required to draw up a 5 year integrated transport strategy for their area. These Plans
replaced the annual Transport Policies and Programme (TPP) documents as the system for bidding for
funding for local transport capital projects. The Transport Bill currently before Parliament will place
authorities under a statutory duty to produce and implement a Local Transport Plan.

N

This document is Lincolnshire’s first full Local Transport Plan and covers the period 2001/02 to 2005/06.
It builds upon the provisional Local Transport Plan submitted in July last year.

In developing a Local Transport Plan for Lincolnshire, there are many key issues relating to transport
which have been taken into account. These include :

w

* the geographic size of the county and its predominantly rural and small town character, but also its
diversity from the larger urban areas to the sparsely populated and remote areas

* the importance of transport to the county - both in terms of its economy which is heavily reliant on
agriculture/food processing and tourism, and the distances which have to be travelled by many

residents to reach services

* the extensive highway network (almost 9000 kms), but with no motorway and only 60 kms of dual
carriageway, and the backlog in maintenance of highways

* the problems of social exclusion, both in some areas in the larger urban centres and also in the rural
areas where 90% of parishes have no daily bus services and local facilities continue to decline

* rising levels of traffic, growing numbers of fatal and serious accidents and deteriorating community
environments from the increasing volume, speed and weight of vehicles

* limited rail network and services away from the East Coast Main Line

* outside of Lincoln, Grantham and Skegness (during the holiday season), an under developed bus
service with many rural services that do exist having irregular and unconnected services

voveloping the Strategy -

4. The overall Vision for Lincolnshire which the LTP will seek to attain is :
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An economically successful, accessible county with a network of inclusive communities and an
enviable quality of life, which is an integral part of the wider region through well-developed
economic and communications connections.

There are many objectives that the LTP will need to meet; not just the corporate objectives of Lincolnshire
County Council, but also those of local and regional partners and of the Government as set out in the
national integrated transport policy. These have been incorporated into three fundamental objectives,
based around the above Vision :

. to create an economically successful county

. to develop inclusive communities

. to improve quality of life Spatial Themes :
The LTP seeks to address the above issues * Develop Strategic Networks

through a strategic approach encompassing
both spatial and cross-cutting elements as
shown below * Integrate Approaches in the Large Market Towns

* Integrate Approaches in the Major Urban Areas

* Serving the Rural Heartland
The Vision and objectives of the Local Transport °ving e fura’ 1 edrancs

Plan are being pursued through six key Cross-Cutting Themes :

integrated strategies : e Widen Travel Choices

. Economy and Regeneration * Promote Safe and Inclusive Communities and a
Schemes - a multi-modal approach Befter Quality of Life
to develop the county’s economy in a

. > * Manage Transport and Related Resources in an
number of high priority areas for Efficient Way

regeneration, through approaches
which are fully integrated with land-
use planning and which, where appropriate, support the redevelopment of brownfield land.

. Asset Protection - the active management of a rapidly deteriorating highway network,
targeting intervention, which will major on trying to ensure that classified roads do not get
worse over the next 5 years, planning for a continued deterioration in the extensive
unclassified network, whilst seeking to keep the majority of bridges open to HGV traffic.

. Staying Alive - a pro-active approach to tackle the exceptionally high and rising levels of
fatal and serious accidents on the county’s roads through high profile enforcement, skilful
engineering and intensive education and information which together reduce the risks being
taken by road users; to be undertaken in partnership with Lincolnshire Police and Lincolnshire
Health.

. InterConnect - the definition and implementation of a full public transport network for the
county, based on primary inter-urban corridors, either bus or rail as best fits the situation, with
key hubs on the corridors, usually small market towns and villages, which provide managed
interchange options, guaranteed connections and integrated ticketing, with very local bus and
community transport services.

. Community Travel Zones - an intensive programme to reduce car use for very local journeys
in the urban areas of the county through new walking, cycling and bus networks in the towns,
integrating the full “toolbox” (e.g. green travel plans, safe routes to schools) into a
comprehensive zonal approach within the towns.

. Rural Priorities Initiative - an active strategy to reduce the blight of heavy through traffic in
rural communities, including the definition and implementation of a selective HGV network
and highway measures which switch priority from through traffic to pedestrians, cyclists and
residents.
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8. The Local Transport Plan also sets out the County Council’s policy in respect of other transport issues,

including :
. Demand Management - in particular car parking, travel plans, Safer Routes to School and
School Travel Plans, Road User Charging and Workplace Parking Levy
. Transport and the Disabled - outlines the approach the County Council is taking to help
the disabled overcome the accessibility problems they face
. Transport and the Environment - sets out the policies that the Council is pursuing to reduce

the impact of transport on the environment

A

In developing the Local Transport Plan, the County Council has put great emphasis on public
consultation and partnership, working with organisations such as District Councils, Town and Parish
Councils, adjacent Authorities, the Police, Health Authorities, transport operators and many other groups
with an interest in Transport. This will continue as the proposals within the LTP are taken forward.

10. The implementation of the strategies outlined above will be measured against a series of targets and
performance indicators (including national Best Value Performance Indicators where appropriate) which
have been developed for the Local Transport Plan. These transport targets also feature in the County
Council’s overall Performance Plan. Suitable monitoring systems have also been developed and results
will be reported through the annual progress report.

11. Lincolnshire’s overall bid for funding contained within the Local Transport Plan is summarised below :

Strategy/Scheme 2001/02 2002/03 2003/04 2004/05 2005/06 Total

Economy and Regeneration Schemes

(less than £5m) 1882 1233 1058 1453 673 6299
Asset Protection : Principal Roads 3895 3815 3855 3805 3880 19250
Asset Protection : Bridges 1250 1306 1340 1200 1265 6361
Staying Alive 1000 1000 1000 1000 1000 5000
InterConnect 400 400 400 400 400 2000
Community Travel Zones 1500 1600 1600 1600 1600 7900
Rural Priorities Initiative 1300 1300 1300 1300 1300 6500
Sub - Total 11227 10654 10553 10758 10118 53310

Major Scheme Priority 1
A1073 Spalding -Eye Improvement 150* 2085 7850 12000 2000 23935

Major Scheme Priority 2
A52 Grantham East-West Improvement 120* 100* 90* 50* 2000 2000

Major Scheme Priority 3
A158/C541 Coastal Access Improvement 85* 60* 60* 60* 2230 2230
Total 11227 12739 18403 22758 16348 81475

* Advanced design fees already included in Economy & Regeneration Schemes block above
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12.

13.

The County Council’s top priority major scheme for which LTP funding is sought is the A1073 Spalding
- Eye Improvement. LTP funding is not being sought for the Boston Southern Link as it is intend to fund
this project through other methods. After the A1073, the County Council is committed to finding effective
solutions to the existing problems in Grantham and on the access route to the coast. Hence, the A52
Grantham East-West Improvement is identified as the Council’s second priority and the A158/C541
Coastal Access Improvement as third priority.

The Plan also indicates the impact that a settlement below the bid level would have and the priority areas
which would be expanded if additional resources over and above the bid level were to become available.
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Introduction

Transport is an issue that affects everyone in many ways. Nationally, the Government has been
discussing transport and its effect on the environment, the problems of traffic congestion, and the
importance of making sure that everyone and every business has proper access to the services and
facilities they need. In July 1998, the Government published its integrated transport paper “A New Deal
for Transport - Better for Everyone”, the first comprehensive transport White Paper for twenty years.

A core part of the proposals in the White Paper is the introduction of Local Transport Plans. Local
authorities are now required to draw up a five year integrated transport strategy for their area, covering
all modes of urban and rural transport and linking them together. Subject to Parliamentary approval of
the Transport Bill currently before Parliament, authorities will be under a statutory duty to produce and
implement a Local Transport Plan. Through the use of transitional provision in regulations, Local
Transport Plans submitted in July 2000 will be treated as Local Transport Plans made under the
provisions of the Bill. The Local Transport Plan also replaces the Transport Policy and Programme system
for allocating resources for local transport capital expenditure.

The introduction of Local Transport Plans is a major development for local authorities. The government
therefore decided on a two-stage implementation approach with Provisional Local Transport Plans
submitted in July last year forming the first stage of this process.

This is Lincolnshire’s first Full Local Transport Plan, covering the period 2001-02 to 2005-06. The Plan
will be assessed by government and used as the basis for a firm allocation of funding for 2001-02 and
an indicative allocation for each of the remaining four years of the plan. These indicative allocations
will be reviewed annually and actual funding will be dependent upon the amount of resources available
within the Local Transport Plan system, the progress on major transport schemes and the performance
of individual authorities, as measured through annual progress reports.

Annual progress reports are the means whereby the County Council can demonstrate the success of the
Local Transport Plan, measured by how well the Authority is meeting the targets and objectives that it
has set itself at the start of the plan period and report on actual expenditure. The first such report will
be required in July 2001.

The Lincolnshire Local Transport Plan is based on a realistic view of what can be achieved over the next
5 years, given available resources and the starting point of the county. The Plan:

* clearly identifies the problems it is seeking to address

* sets clear and accountable outcome targets based on what will be different in Lincolnshire at the end
of the Plan

* sets out locally-owned strategies to meet those targets

Introduction !



The Context for a Lincolnshire Local Transport Plan

A realistic plan........
2.1.1 In preparing its Local Transport Plan, Lincolnshire is seeking to develop policies and programmes that:

* respond to the Government’s White Paper on Integrated Transport, whilst acknowledging that the
earlier “golden age” of road building seemed to miss out on Lincolnshire leaving a highly
substandard road network

* recognise the county’s predominantly rural and small town character, but also its diversity from
relatively larger urban areas to very sparsely populated and remote areas

* appreciate the current poverty of all types of infrastructure - road, rail, ports, pedestrian facilities,
cycling provision, sites and premises - with a long history of limited investment and improvement from
private or public sectors

* acknowledge the importance of transport to the county - in terms of most of its markets (e.g. food or
tourism or manufacturing) relying on road transport and the long distances which have to be
travelled in the county by many residents to access services

* identify and deal with the massive backlog in maintenance of highways

* cope with rising traffic, growing accident rates and deteriorating community environments from the
increasing volume, speed and weight of traffic

* grasp the opportunity for a leap in the success of transport planning - better integration with land-
use planning, stronger partnerships, bold and rigorous targets and performance measurement,
alongside improved investment from all sectors in all modes of transport

* acknowledge that the availability of resources for transport over the next 5 years, as well as
Government priorities for such resources, will require some hard choices to be made about the best
balance of spending overall to meet transport needs.

Helping to deliver an ambitious level of growth and diversification........

2.1.2  In addition to, but in keeping with, the statutary plans which provide context for the LTP, Lincolnshire
partners have prepared the “Lincolnshire Agenda”. This document sets out an ambitious strategic vision
for the County’s development, at a time when key regional strategies (economic, spatial and the
Integrated Regional Strategy) have a similar, aspirational tone. The lack of past investment in its
infrastructure, and rural character, give an imperative in Lincolnshire to the delivery of vital transport
projects and initiatives. These improvements play a fundamental role in underpinning the increasingly
integrated approach to economic, social and community development.

2 The Context for a Lincolnshire LTP 3



........ through innovation in approach

2.1.3  The “Lincolnshire Agenda” provokes the need for concerted action to deliver sustainable growth and
support inclusive communities in the county. Whilst much innovation is being applied nationally,
regionally, and locally to facilitate and support change, we draw attention to the pilot Rural Action Zone
(RAZ) approach in South Holland District area. Being developed by regional and local partners, this aims
to respond holistically to the major challenges affecting rural areas. The intention is that the lessons
learnt from this approach can be transferred elsewhere. Again, with ambition, it aims to shape a positive
future for rural life. Key objectives are:

. to facilitate high value jobs, skills and enterprise

. raise expectations of individuals and communities

. improve and protect the natural and built environment

. to improve accessibility - better access to the area and to high quality services in the area.

2.1.4  Transport is fundamentally important accessibility. Cross-cutting initiatives, joint service delivery and
pooling of budgets to increase efficiency are some of the early outcomes from the initiative. The LDP is
a key delivery tool in the Rural Action Zone approach

2.2.1  The following paragraphs set out some of the key facts about the county which have influenced the
development of the Local Transport Plan.

* Lincolnshire’s population has grown to 623,000 (1998) from 504,000 in 1971 and will rise to
677,000 by 2011. The Structure Plan allocates 66,900 more dwellings between 1991 and 2011

* Lincolnshire is a large county - its 2,300 square miles covering 5% of England - but sparsely
populated with just 1 person per hectare, less than one-third the England/Wales average. Very
approximately, one-third of the population live in settlements of less than 3,000, one-third live in
small to medium urban settlements of 3,000 to 20,000 and one-third live in the larger (but still small
in national terms) towns of Lincoln, Boston and Grantham. Lincoln, the county’s largest population
centre, is only the 7th largest urban area in the East Midlands region.

* The county’s economy has a low GDP at 91% of the national average and low wages at 85 % of the
national average. The most recent EM Regional Economic Assessment comparing competitiveness
showed that Lincolnshire was 7th out of 7 in the region for the quality of its infrastructure and human
capital and 6th out of 7 for economic performance and small business success. The county has set 2
major targets for its economy by 2011 - to increase GDP by 20% to equal the regional average and
to increase employment by 40,000 jobs in named sectors.

* The economy is heavily dependent on transport - with over 15m tourist visitors each year, a quarter
of the nation’s vegetables grown in the county and the biggest contribution to GDP coming from
engineering companies which are a long way from their markets.

* Car ownership at 75% is higher than the national average of 67%, but it ranges from Lincoln with
38% of homes not having cars to South Holland where just 20% of homes do not have cars. However,
these averages mask the range of positions, with some wards in Lincoln having 50% ownership and
some rural Parishes having 100% ownership.

* Social exclusion is manifest in urban areas - with Lincoln City being in the top 50 most deprived
districts in the country and most of the other towns in northern and central Lincolnshire including
Gainsborough, Boston and Skegness being identified as regional priority areas. Social exclusion in
terms of physical isolation is also a major problem in the rural areas - 90% of parishes having no
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daily bus service, over half of jobs being unskilled and outward migration of young people. The
majority of the county has eligibility for economic and community assistance, including Obijective 2,
Rural Development Area and Assisted Area 2nd and 3rd tier status, along with areas covered by SRB.

The county has a very extensive highway network - totalling 8,965 km (5,572 miles) - which is 14.4
km per 1000 population, a rate which is 2.5 times the national average and 70% higher than the
English shire average. In this network, there are no motorways, only 60 km of dual carriageway-
predominantly the A1: there is 311 km of trunk road, to be reduced to 49 km after detrunking. Much
of the network comprises narrow, tortuous roads and country lanes - 80% being C class or
unclassified. Of the 55 settlements with more than 500 people on the Primary Route Network, less
than half have the benefit of a bypass for through traffic. The majority of the Strategic Road Network
falls well short of current design standards, leading to low average speeds and safety problems.
(Figures 2.1 and 2.2 show the vehicle flows on the strategic road network)

The rail network is just 207 miles (see Figure 2.3) - only Grantham is on the inter city network and
of the 22 defined towns in the Structure Plan only 9 have any rail link at all and 57% of people live
in communities not served by rail. Recent years have seen improvements to the rail services in the
county, with some now running to an hourly service. Similarly, many stations have been improved
through Railtrack’s Station Regeneration Programme. However, further improvements to local rail
services are now limited due to poor infrastructure, particularly signalling and low line speeds. Little
rail freight originates within Lincolnshire - with the main uses being the Port of Boston moving steel
to the West Midlands and oil being moved from Reepham.

Outside Lincoln, Grantham and Skegness (in the holiday season), much of the rural bus network
remains in decline following deregulation and the increasing rise in car ownership and use. Many
rural services that do exist have irregular and unconnected services. The powers currently held by
local authorities limits what can be achieved. Figure 12.1 shows the bus network where a 2 hourly
service or better operates Monday to Friday.

The ports of Boston, Sutton Bridge and Fosdyke (see Figure 2.3) are well placed facing continental
Europe - with Boston and Sutton Bridge each handling about Tm tonnes and 700 ships per year.
There are no major airports in the county, although Humberside Airport is on the northern border,
but other airports with international destinations are an average of 1.5 to 2 hours drive away.

The Context for a Lincolnshire LTP 5
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Vision, Objectives and Policy Framework

3.1.1  As stressed through highlighting its fit with key new initiatives, such as the “Lincolnshire Agenda” and
Rural Action Zone (RAZ), the Local Transport Plan will not simply be a Plan for transport in Lincolnshire.
To have such a Plan would imply that transport is an end in itself, but this is rarely so; rather it is a Plan
for how transport can contribute to the future economic and social well being of the county.

3.1.2  For it to do this, however, the strategy for the LTP acknowledges the policy framework in which a
transport strategy for Lincolnshire has to be prepared and the objectives of the County Council and its
other partners that need to be met.

3.1.3  These policy frameworks and objectives are wider than those directly related to transport: most are to
do with economic development and regeneration, which needs to be promoted across all of Lincolnshire
if the county’s economy and its GDP is not to fall further behind the regional and national averages, and
to address issues of social inclusion and lack of access to services, which owing to the sparcity of
population is rarely concentrated to the extent seen in some parts of the UK, but is present in all parts
of the county.

321 The development of the LTP and in particular of its strategic element will be aided by the
acknowledgement of the policy frameworks that impact upon the Plan and on the corporate and other
objectives that need to be met. There is also a need to express an overarching vision that the LTP along
with other Lincolnshire plans and strategies can seek to bring to fruition.

3.22  The Vision for Lincolnshire, which the LTP will fundamentally seek to attain, is:

An economically successful, accessible county with a network of inclusive communities and an
enviable quality of life, which is an integral part of the wider region through well-developed
economic and communications connections.

3.3.1  The Local Transport Plan will need to meet not only the corporate objectives of Lincolnshire County
Council but also if ensuring a genuine partnership approach to addressing transport needs in the county,
those of local and regional partners as well. It also has to be consistent with the national integrated
policy for transport and its over-arching objectives.

3 Vision, Objectives & Policy Framework 11



National Objectives

3.3.2 The Government’s over-arching objectives for transport are set out in the White Paper on Integrated
Transport. They are:

* to protect and enhance the built and natural environment

* to improve safety for all travellers

* to contribute to an efficient economy, and to support economic growth in appropriate locations

* to promote accessibility to everyday facilities for all, especially those without a car

* to promote the integration of all forms of transport and land use planning, leading to a better, more
efficient transport system

County Council Corporate Objectives

3.3.3  Five of the County Council’s six corporate objectives (as expressed in the Performance and Budget Plan)
can help to be addressed through the LTP, these being:

* to campaign for Investment in Lincolnshire roads and infrastructure

* to build a network of strong, self-sufficient, rural communities

* to secure safer, more confident communities

* striving for excellence in education

* to work in partnership with others to provide better services to the public
* to manage the Council’s resources in a business like way

Partner Objectives

3.34  The LTP can also contribute to meeting the objectives of county and regional partners. These can be
summarised as:

* to improve economic performance to create a vibrant economy

* to enhance infrastructure

* to achieve social inclusion through healthy, safe, diverse and inclusive communities
* to conserve and improve environmental quality

* to distribute and locate activities in a sustainable way

* to promote linkages and partnerships

LTP Objectives

3.3.5  Whilst the above objectives are consistent and widely shared, there can be a danger of objective
overload from the complex array of strategies which shape the LTP. To prevent this, the objectives above
have been streamlined into three fundamental ones. These are based around the vision:

* to create an economically successful county
* to develop inclusive communities
* to improve quality of life

3.4.1  The LTP Strategy will also need to take account of the policy frameworks at european, national, regional
and of course county level. These are many and varied, but some of the key ones and why they are
particularly influential are highlighted in the table below.

POLICY FRAMEWORK POLICY FUNCTION LTP ROLE
‘ European Level
European Spatial EU and Member State approved The LTP needs to develop at a county
Development Perspective development guidance that seeks level the ESDP themes, particularly
balanced and sustainable those related to increasing
development and which is supportive | accessibility and improving
of infrastructure improvement to infrastructure.

increase accessibility.

12 3 Vision, Objectives & Policy Framework



POLICY FRAMEWORK

POLICY FUNCTION

LTP ROLE

‘ National Level

Local Government Act

A New Deal for Transport

PPG13 Transport

Road Traffic Act 1991

The National Air Quality
Strategy - Working Together
for Clean Air

UK Climate Change
Programme

Road Traffic Reduction Act
1997

Disability Discrimination Act
1995

Transport Act 1985

Transport Bill (Subject to
Parliamentary approval)

Bringing Britain Together

Towards an Urban
Renaissance

3 Vision, Objectives & Policy Framework

Gives a statutory role to local
authorities to promote the social,
economic and environmental well
being of their communities.

Sets the context for integrated
transport in the UK.

Guidance to Planning Authorities
such as Lincolnshire County Council
to promote transport choices and
development in sustainable locations.

Allows the designation of Special
Parking Areas and decriminalisation
of parking where these were
established.

Requires local authorities to
periodically review air quality and to
take action if statutory air quality
objectives are not met.

Sets a goal of reducing CO2
emissions.

Requires local authorities to assess
existing traffic levels, forecast future
levels and set targets for reducing the
level of traffic or its rate of growth,
where appropriate.

Requires service providers such as
local authorities to make their
services available to disabled people.

Deregulated the bus industry and
gave County Councils a duty to
secure necessary public transport
services that would not otherwise be
provided without its support.

Requires local authorities to produce
and implement a LTP and to produce
and consult on a Bus Strategy. Gives
authorities powers to enter into
quality bus/contract partnership
schemes, to implement road user
charging and workplace levy
schemes, and introduces a
mandatory travel concession.

A National Strategy for
Neighbourhood Renewal developed
by the Social Exclusion Unit.

Report of the Urban Task Force on
revitalising urban areas.

Transport can contribute to this well-
being and the LTP should illustrate
how and why.

The LTP has to rise to the challenge
of developing an integrated approach
to transport across this large,
relatively sparsely populated county.

The LTP will have to accord with this
guidance.

The LTP will need to examine how it
will deal with parking and parking-
related matters.

The LTP needs to set out how it will
deal with this issue.

The LTP needs to set out how the
proposed measures contribute
towards this goal.

Statutory Road Traffic Reduction
Reports are required as part of the
LTP process.

The LTP needs to understand where
this Act affects transport providers. It
also needs to ensure that the disabled
in Lincolnshire are not excluded from
access to fransport.

The LTP will need to set the policy
context for travel by bus in the county
and through which decisions on bus
route support will be made.

Transitional provisions are being
made to treat plans produced this
year as LTPs made under the
provisions of the Bill. Hence, the LTP
will need to take these provisions into
account.

The LTP will need to consider and
bring in the policy framework for how
transport can assist in reducing social
exclusion in the county.

Transport and the effect it can have
on the environment has an important
impact in towns and the LTP will need
to set out how it can strengthen and
enhance the roles of, and life in,
Lincolnshire’s many towns.
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POLICY FRAMEWORK

POLICY FUNCTION

Crime and Disorder Act 1998 Places a duty on the Police and local

authorities to work together with other
agencies to develop and implement a
crime and disorder strategy.

LTP ROLE

Transport has an impact in this arena
most prominently in relation to issues
of safety - e.g. car parking, movement
on public transport at night and safe
routes to school. The LTP needs to
acknowledge the contribution it can
make in this area.

Rogionl Lovel

Draft RPG for the Spatial
Development of the East

Midlands

Prosperity Through People -
Regional Economic Strategy

Interim Regional Transport
Strategy

Guides the location of development
in the region and sets the context for
Structure Plan preparation.

Prepared by the Regional
Development Agency (emda) this is
the strategy for East Midlands
economic development to 2010.

Strategy linking transport with other
land use aspects contained in the

draft RPG.

The LTP needs to acknowledge that its
proposals will need to be developed
within the context of regional land-use
policy.

The LTP will need to ensure that
transport plays a full role in
contributing to the future success of the
Lincolnshire, and therefore regional,
economy.

The development and implementation
of the LTP will need to be undertaken
in conjunction with the development
and implementation of the RTS.

‘ County/Sub-Regional Level ‘

Lincolnshire Agenda

Lincolnshire Structure Plan

Rural Action Zone

Lifelong Learning
Development Plan

Health Improvement
Programme

Community Safety Plan

Lincolnshire County Council
Performance & Budget Plan

The partnership driven sub-regional
strategy for the long-term
development of Lincolnshire’s
economy within the East Midlands
region.

Sets out the key strategic policies for
future land use in Lincolnshire and
provides the framework for the
content of Local Plans.

A pilot, integrated approach to
economic, social and community
development is being promoted and
implemented in South Holland district

The Plan to widen participation in
learning for adults and to promote
the development of learning
communities across Lincolnshire.

The process under which statutory
and non-statutory agencies in the
county are required to work together
to create the conditions that will
enhance the well-being of the people
of Lincolnshire.

Each District within Lincolnshire has a
duty to produce a plan which
indicates priorities established by a
Crime and Safety Audit. In five
districts, Road Casualty Reduction has
been identified as a key issue.

Sets out the County Council’s
corporate priorities, specific
commitments and tragets for service
improvements.

This strategy has the need for transport
and infrastructure investment in the
county as a fundamental element. The
LTP needs to ensure it is consistent
with, and helps deliver, the priorities of
the Lincolnshire Agenda.

Together the Structure Plan and the LTP
will need to set the context for future
transport and land use integration in
Lincolnshire.

The LTP is fundamentally important in
shaping and delivering transport
initiatives which improve accessibility -
both access to the area, and to high
quality services within the area

County residents and businesses need
to have access fo education and
training opportunities. The LTP will
need to facilitate this.

The LTP will need to make a clear and
unequivocal link between health and
transport and how transport policies
and initiatives will contribute to a
healthier Lincolnshire.

The LTP sets out a strategy to reduce
road accidents and casualities.

The LTP will need to support these
priorities and commitments where they
relate to transport and accessibility, as
well as helping fo point the way for
improvements in service delivery
related to them.
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3.4.2  Although the LTP is a county-wide document, it will have distinct impacts at sub-area and district level
in Lincolnshire. It therefore requires a close association in relation to sub-area and District level policy
and strategy. Of most importance are the Local Plans prepared by the District Councils which set out
detailed policies and proposals for the development and use of land. Local Plan reviews are currently
being undertaken and the LTP will need to guide, in conjunction with the Structure Plan, transport and
land use integration within these emerging plans (see also paragraph 6.2.1 and the District Council
Statements in Appendix B of the Plan).

3.4.2  During the period of this first LTP for Lincolnshire, it will be the intention to work more closely with District
level partners over the development of other sub-area strategies - for example, District Council Economic

Development Strategies and the Plans of the new Primary Care Trusts - to ensure that addressing
transport and accessibility issues become integral to their strategy approach.

3.5 THE TRANSPORT POLIC _

3.5.1  In preparing Local Transport Plans, it is advisable if local authorities have developed a number of
strategies either for full incorporation within the Plan or as discrete strategies to be included as
supporting documents to it.

3.5.2  The situation in respect of these strategies within Lincolnshire is as follows:

[ ey | CorentPoston |

Bus Strategy A Bus Strategy for Lincolnshire was formally adopted this June. The bus
elements of the InterConnect section of the LTP are based upon that
Strategy.
Rail Strate No formal strategy exists except that stated in policy reports and the
ay gy p policy rep

Provisional Plan. The Council recognises the important role played by rail
services in the County, and the need for a clear strategy at a time of
great flux in the railway industry as current franchises are renegotiated,
and Railtrack develops its investment programme.

It is intended to prepare and publish a draft strategy document within the
next six months covering both passenger and freight which will reflect the
issues, programme and targets set out in the Full LTP

Cycling Strategy A Cycling Strategy for the county was consulted upon in 1998. However,
whilst the final document was approved in January 1999, it was never
published due to the advent of the LTP system which resulted in a
fundamental review of all transport issues across the county.

It is intfended that a revised Cycling Strategy reflecting the issues, themes
and targets set out in the Full LTP will be developed in due course.

Walking Strategy No formal Walking Strategy exists at present. It is the County Council’s
intention to develop such a Strategy reflecting the theme and targets set
out in the Full LTP particularly those relating to Community Travel Zones
and the Rural Priority Initiative. The Strategy will be guided by the DETR
advice “Encouraging Walking” issued in March this year.

Road Safety Strategy The Road Safety Strategy - which is a key element of the LTP - sets out the
County Council’s programme to reduce road collisions and casualties
during the next 10 years. In order to support the National Road Safety
Strategy a Best Value Review recommends that the Strategy would be best
delivered by developing partnerships with Lincolnshire Police and
Lincolnshire Health being the key partners.

3 Vision, Objectives & Policy Framework 15
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Strategy Current Position

Public Transport Information
Strategy

There is no formal strategy adopted by the Council though it has for
many years provided a range of comprehensive information services.

The Transport Bill currently before Parliament proposes to place a duty on
local authorities to provide such services, and a power to recover
reasonable costs from operators. In these circumstances, it will be
important for the County Council to consult widely on, and adopt a
formal strategy on how it intends to respond to the new situation. In
doing so, it will draw on the issues, programme and targets contained in
the Full Plan.

Road Maintenance Strategy

The strategy for principal road maintenance will be to target maintenance
on lengths of the network which have reached the point at which repairs
to prolong their future life should be considered. Full details of the
strategy, targets and monitoring are included in Section 13.3 of the LTP

Bridge Strengthening Strategy

The County Council has adopted a Bridge Strengthening Strategy which
covers assessments, weight limits, strengthening and maintenance of all
structures, including culverts, footbridges and retaining walls. The
Strategy is included in Section 13.6 of the LTP.

Freight Strategy

Whilst no formal Freight Strategy currently exists, the County Council
recognises that road transport will continue to be the predominant mode
for freight in the county for the time being and is looking to develop
Freight Quality Partnerships with the industry and those affected by HGVs.
In addition, the Council is also keen to explore the opportunities for
moving freight by other modes, in particular by rail. These elements,
along with others, will be drawn together to form a more formal strategy
in due course.
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ssues and Strategic Themes

L

4.1.1  The LTP's role is to set out how transport and related topic areas can contribute to the future economic
and social well-being of Lincolnshire. To do this effectively it will need to address a number of key issues.
These issues are highlighted below, grouped around the vision-led fundamental objectives.

4.1.2  The issues that need to be addressed to create an economically successful county are related to:

. improving access to markets, sources of supply and labour/skills

. improving access to the wider region and to the rest of the UK and Europe

. enhancing the role of the main towns as a focus for their rural hinterlands

. expanding the strategic role of urban centres, particularly Lincoln

. improving the local economy, including through mobile investment

. strengthening secondary transport networks to tie them into key strategic trunk networks

. promoting partnership based co-operation between small and medium sized towns

. co-ordinating spatial development policy and land use planning with transport and
telecommunications planning

. co-ordinating and integrating infrastructure planning

. making the most efficient use of existing transport infrastructure

4.1.3  The issues that need to be addressed to develop inclusive communities are related to:

. improving access to jobs, services, facilities and learning opportunities
. providing support for social networks

i reducing community severance due to transport

. improving public transport

4.1.4  The issues that need to be addressed to improve quality of life are related to:

. strengthening small and medium sized towns as focal points for their rural hinterlands

. ensuring a basic supply of services and public transport in small towns

. increasing accessibility for all

. making communities a safer place in which to live

. ensuring that community inclusion is increased and that social exclusion and deprivation is
reduced

. minimising the effect of traffic on peoples lives

. reducing exhaust emissions

. reducing adverse impact on the environment and on natural resources

. reducing adverse impact on health and promote healthier living

. improving personal safety

4.2 THE STRATEGIC THENE -

4.2.1  The LTP seeks to address the above issues through a strategic approach encompassing both spatial and
cross-cutting elements.

4 Issues & Strategic Themes 17



422  The spatial themes seek to:

. Develop Strategic Networks

. Integrate Approaches in the Major Urban Areas
. Integrate Approaches in the Large Market Towns
. Serve the Rural Heartlands

4.2.3  The cross-cutting themes seek to:

. Widen Travel Choices
. Promote Safe and Inclusive Communities and a Better Quality of Life
. Manage Transport and Related Resources in an Efficient Way

4.3.1 Lincolnshire is a large, sparsely populated county with a traditional settlement structure which includes
over 20 free-standing towns. It is also relatively remote from the main routes of communications. The
development of Strategic Networks to encourage linkages between the towns and with the national
trunk networks for both residents, businesses and visitors is therefore fundamentally important for
accessing services and for the encouragement of economic development and regeneration.

4.32  Development of these Networks will relate not only to step change in the quality of public transport
provision - a network of fast, reliable and high-quality InterConnect bus routes with encouragement of
similar in relation to the rail network - but to a continued and long-term programme for upgrading the
key strategic roads in the county, particularly where these will increase linkages to adjacent areas and
therefore to the trunk road network.

4.3.3  This theme will help to address the key issues by:

. increasing accessibility

. sustaining the strategic role of the urban centres

. strengthening secondary transport networks to tie them into the key strategic trunk networks
. strengthening the small to medium sized towns as focal points

. improving the local economy and encouraging mobile investment

. improving public transport

4.34 A concentration of resouces on a strategic network, with the encouragement of bypasses where
appropriate, should help to minimise the effect of traffic on people lives and make communities a safer
place in which to live. Concentrating land use development and activity at the towns in association with
this theme will be a clear co-ordination of spatial development policy and land use planning with
transport planning.

4.4 SPATIAL THEME: INT R URBAN AREAS

4.4.1  The first theme aims to improve key connections across Lincolnshire and to tie these in to centres of
activity outside of the County. This theme, along with the following relating to the Large Market Towns,
seeks to integrate transport in Greater Lincoln and the main towns of the county, which are the main
transport nodes on the strategic network.

442  The Major Urban Areas (see Figure 4.1) comprise Greater Lincoln, Grantham and Boston. Because of its
major role as a key tourist destination during the summer months, Skegness has to deal with many of
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4.1 THREE TIER APPROACH

Gainsborough

O Louth

Lincoln

O Sleaford
Grantham
O Spalding

CROWN COPYRIGHT RESERVED
Stamford

Major Urban Areas O Large Market Towns Rural Heartlands
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4.4.3

4.4.4

4.4.5

4.4.6

4.4.7

4.4.8

4.4.9

4.4.10

20

the same issues as the other three locations during this period, and is therefore regarded as falling
within this category during the summer.

Greater Lincoln - Lincoln is an historic cathedral city with an urban area population (Greater Lincoln)
of approximately 100,000, which includes the suburban town of North Hykeham. It is an important sub-
regional centre for the East Midlands and provides significant employment, business, education, retail,
leisure, health and cultural services to a growing urban population and an extensive rural hinterland of
approximately two hundred thousand people. Over 75% of the jobs available in the Lincoln Travel to
Work Area (TTWA) are located in the City.

Grantham - Grantham is situated in the south east of the county, adjacent to the Al. The town of
Grantham has a population of around 33,500, which rises to 37,500 when the urban fringe settlements
of Belton, Manthorpe and Londonthorpe are included. Employment in the town is centred mainly around
the engineering and food industries

Boston - The market town of Boston lies on the River Witham in the north of the fens. The population
of the town itself is some 27,000, although this rises to 36,000 when the adjacent villages of Fishtoft
and Wyberton are included. The highly fertile fenlands mean that agriculture is the dominant
employment sector, along with the associated food production and processing. The town also has a
significant engineering base.

Skegness - The holiday facilities of the Lincolnshire Coast in the Skegness and Ingoldmells area attract
up to 3 million visitors a year, both day trippers and persons staying overnight. The area generates very
substantial traffic flows from throughout the East Midlands and Yorkshire and Humberside regions
during the summer months. On a typical August night the resident population swells from 21,200 to
75,000. As well as catering for the large numbers of holidaymakers, the area is faced with a rising
indigenous population. This not only puts incredible pressure on the routes to the coast but also on the
local road network and the car parks within the resorts.

Lincoln is defined as a Regional Centre in the Structure Plan, with Boston and Grantham being the two
Sub-Regional Centres in the county. Skegness is identified as one of six Main District Centres. The
characteristics of these Major Urban Areas is that they:

. have large populations in the Lincolnshire context (the population of Skegness and
Ingoldmells rises fourfold during the summer due to overnight visitors)

. are aoffected by traffic congestion, particularly at peak times

. have large numbers of mostly slight injury accidents

. are served by reasonable commercial bus networks

. have access to the rail network

. have low levels of car ownership in some areas

. experience high levels of cycling and walking

. are attracting significant planned land-use development

In all of the areas, there is seen to be a realistic opportunity to widen travel choices and encourage
people to use the more sustainable ways of travelling, the overall aim being to reduce the predicted level
of car usage. An integrated approach will seek within these urban locations an increase in transport
choice and further development of these locations as transport hubs through better interchange facilities.

This theme will address the key issues by:

. enhancing the role of Greater Lincoln and the main towns

. strengthening the towns as focal points for their rural hinterlands
. increasing local accessibility

. improving public transport

. co-ordinating and integrating infrastructure planning

. making the most efficient use of existing transport infrastructure.

Integrated action within the towns will also be targeted towards making communities a safer place in
which to live, increasing community inclusion and attempting to minimise the effect of traffic on peoples
lives. There will also be a greater co-ordination and integration of development and land use planning
with transport planning.
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4.5.1 The Large Market Towns (see Figure 4.1) comprise those towns in the next level of Lincolnshire’s
settlement hierarchy below the major urban areas. These are Gainsborough, Louth, Sleaford, Spalding
and Stamford, and are those towns designated as Main District Centres in the Lincolnshire Structure
Plan.

4.5.2  The population of these towns range from 10,500 (Sleaford) to 20,000 (Spalding), although they all act
as service centres for many smaller villages and other adjacent communities. The Large Market Towns
can generally be characterised as having:

. poor bus networks

. limited or no rail services

. significant numbers of mostly slight injury accidents

. town centre regeneration issues

. town centre conflict between road users

. relatively high car ownership, but some areas with limited access to a car

. high levels of cycling and walking

. further land-use development planned

. locally centred travel patterns, still being self sufficient towns (each of the towns is the centre

of a Travel To Work Area)

4.5.3 The Local Transport Plan will encourage people to make greater use of walking, cycling and public
transport, so reducing predicted traffic growth. However, due to the size of the Large Market Towns and
the scope for large scale enhancements within them, opportunities for a step change in modal shift is
likely to be restricted. Nevertheless it is intended this theme will address the key issues by:

. enhancing the role of the main towns
. strengthening the towns as focal points for their rural hinterlands
. increasing local accessibility
. improving public transport
. co-ordinating and integrating infrastructure planning
. making the most efficient use of existing transport infrastructure
4.5.4  Integrated action within the towns will also be targeted towards making communities a safer place in

which to live, increasing community inclusion and attempting to minimise the effect of traffic on peoples
lives. There will also be a greater co-ordination and integration of development and land use planning
with transport planning.

4.6 SPATIAL THEME: SER _

4.6.1  The Rural Heartlands consist of all of the county outside of the Major Urban Areas and Large Market
Towns, being its Small Towns and Rural Areas (see Figure 4.1). Although it is in many respects a diverse
area, comprising isolated rural dwellings and small scattered rural hamlets through to commuter
settlements and small towns, the characteristics of this area is typified by the following:

. under-developed bus and community transport networks

. scarce access to the rail network

. extensive highway maintenance problems

. very high levels of fatal and serious road accidents

. high levels of car ownership

. rapidly growing conflicts between through-traffic and communities (particularly relating to
speed and HGVs)

. a historic lack of integration between land-use and transport planning decisions

. declining social facilities (e.g. schools, health services, shops), so reducing the self-sufficiency

of communities and increasing the need to travel
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4.6.2  This theme is intended to improve accessibility, whilst at the same time ameliorating the adverse effects
of existing traffic movements, for those who live and work in the rural heartlands, i.e. away from the key
strategic networks and the main towns. The intentions will be, firstly, to bring access to services for those
in the Heartlands, either by improving connections to the nearest service centres or by bringing those
services back to the local community; the second will be to work towards making life in those
communities which suffer from the adverse effects of transport more pleasant and more safer, through
traffic management and safety initiatives.

4.6.3  This theme will help to address the key issues by:

. increasing local accessibility
. improving public transport
. making communities a safer place in which to live
. increasing community inclusion
. help minimise the effect of traffic on peoples lives.
4.64 It should also assist in strengthening small and medium sized towns as focal points for their rural

hinterlands, help ensure a basic supply of services and public transport in small towns and possibly
promote partnership based co-operation between the small and medium sized towns.

4.7 CROSS-CUTTING THE _

4.7.1  National and regional policy has become very strong on promoting transport choice and this needs to
be achieved through more integration between travel modes and between transport and land use
planning. This approach echoes the concerns of Lincolnshire residents over walking, cycling and public
transport facilities in the county and their wish to have a public transport network that connects services
together.

4.7.2  This theme therefore seeks to promote transport choice, and will seek to extend this wherever possible
to all of the county's communities. In many parts of the county, particularly the large urban areas and
market towns, where real transport choice has the potential to be achieved, this will be encouraged
through increasing the relative advantage of travel modes other than the private car.

4.7.3  This theme will help to address the key issues by:

. increasing accessibility for all

. improving public transport

. improving access to jobs, services, facilities and learning opportunities

. making our communities a safer place in which to live

. ensuring we increase community inclusion and reduce social exclusion and deprivation
. minimising the effect of traffic on peoples lives

4.74  The successful implementation of this theme will require the co-ordination and integration of land use
and transport planning.

4.8 CROSS-CUTTING THE ES AND A BETTER
QUALITY OF LIFE

4.8.1  Community well-being is now acknowledged as a fundamental issue that needs addressing. The LTP
can help to achieve this, and thus be a major contributor to the role local authorities are required to play
in promoting the social, economic and environmental well-being of their communities as enshrined in
the recent Local Government Act.

4.82  The concept of transport choice outlined in the above cross-cutting theme will play a key role here. Too

many Lincolnshire residents are disadvantaged through not having access to a car especially as public
transport alternatives are too often not present. This exclusion from services needs addressing. Being
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without a car in Lincolnshire, as is the reality for the county's many elderly and its younger people, should
not lead to a second class existence.

4.8.3  Anther important element is that of encouraging safer and healthier communities. Transport choice has
a role to play here too, for example, encouragement of walking and cycling as healthy alternative modes
of travel and contributing to the reduction of CO2 emissions. Cycling, walking and other modes of
travel do need, however, to be made safer. Measures will include preventative action at accident black
spots and initiatives such as Safer Routes to School.

4.84  The final element of this cross-cutting theme is that related to using transport investment to encourage
economic development and regeneration, thereby using the subsequent improvement of the Lincolnshire
economy to help to combat social exclusion and create a better quality of life. This theme will help to
address the key issues by:

. increasing accessibility for all
. improving public transport
. making communities a safer place in which to live
. improving access to jobs, services, facilities and learning opportunities
. ensuring a basic supply of services and public transport in small towns
. providing support for social networks
i reducing community severence due to transport
. ensuring that community inclusion is increased and that social exclusion and deprivation are
decreased
4.8.5 It should also assist in:
. minimising the effect of traffic on peoples lives
. reducing exhaust emissions
. reducing adverse impact on the environment and on natural resources
. reducing adverse impact on health and promote healthier living
. improving personal safety

4.8.6  The successful implementation of this theme will also require the co-ordination and integration of land
use and transport planning.

4.9 CROSS-CUTTING TH TED RESOURCES IN AN
EFFICIENT WAY

4.9.1  The resources for transport that this LTP is intended to realise for Lincolnshire requires to be managed
in a cost effective manner. The Best Value regime that local authorities now have to be a part of, with
its concentration on Performance Indicators that need to be exceeded year on year, will be a key driver
to achieve this.

4.9.2  The LTP however, seeks to be a catalyst in achieving genuine partnerships and cross-cutting activity and
it is hoped that through this wider economies of scale can present themselves; these will be on top of
the widely accepted existing correlations whereby County Council spending can help other agencies -
for example, new street lighting reducing accidents and thus reducing costs for the Police and Health
Trusts.

4.9.3  This theme will help to address the key issues of making the most efficient use of existing transport
infrastructure and co-ordinating and integrating infrastructure planning. A sustainable approach to land
use planning should also over time help to influence the location of activities in a way that should reduce
the need to spend transport related resources on ameliorating the effects of non-sustainable
development.
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The Strategy

5.1.1  The LTP’s four spatial themes and three cross-cutting themes will drill downwards into a six pronged
strategy to realise the LTP vision and its three fundamental objectives, as represented diagrammatically
in Figure 5.1.

5.1.2  The six elements of the LTP strategy are:

* to develop strategic networks for public transport and widen travel choice through the InterConnect
strategy

* to widen travel choice and promote safe and inclusive communities, integrating approaches in the
major urban areas and large market towns, through the development of Community Travel Zones

* to serve the rural heartlands, widen travel choice, promote safe and inclusive communities and
manage resources more efficiently through the Rural Priorities Initiative

* to promote safe and inclusive communities through Staying Alive, a concerted road safety strategy

* to manage the county’s transportation and highways resources and assets more efficiently through
the Asset Protection strategy

* to bring all four spatial themes and all three cross-cutting themes together through support of key
Economy and Regeneration Schemes

* InterConnect - the definition and implementation of a full public transport network for the county,
based on primary inter-urban corridors, either bus or rail as best fits the situation, with key hubs on
the corridors, usually small market towns and villages, which provide managed interchange options,
guaranteed connections and integrated ticketing, with very local bus and community transport
services.

* Community Travel Zones - an intensive programme to reduce car use for very local journeys in the
urban areas of the county through new walking, cycling and bus networks in the towns, integrating
the full “toolbox” (e.g. green travel plans, safe routes to schools) into a comprehensive zonal
approach within the towns.

* Rural Priorities Initiative - an active strategy to reduce the blight of heavy through traffic in rural

communities, including the definition and implementation of a selective HGV network and highway
measures which switch priority from through traffic to pedestrians, cyclists and residents.
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* Staying Alive - a pro-active approach to tackle the exceptionally high and rising levels of fatal and

serious accidents on the county’s roads through high profile enforcement, skilful engineering and
intensive education and information which together reduce the risks being taken by road users; to be
undertaken in partnership with Lincolnshire Police and Lincolnshire Health.

* Asset Protection - the active management of a rapidly deteriorating highway network, targeting

intervention, which will major on trying to ensure that classified roads do not get worse over the next
5 years, planning for a continued deterioration in the extensive unclassified network, whilst seeking
to keep the majority of bridges open to HGV traffic.

Economy and Regeneration Schemes - a multi-modal approach to develop the county’s economy
in a number of high priority areas for regeneration, through approaches which are fully integrated
with land-use planning and which, where appropriate, support the redevelopment of brownfield
land.

5.3 INTEGRATION BET _

5.3.1

26

The strategies themselves are fully integrated as shown in Figure 5.1. Some examples of the integration
are:-

between Community Travel Zones and Staying Alive - One of the contributions in recent years to
reduced accident rates has been the decline in cycling and walking. It is critical that if cycling and
walking are to be increased that safety is paramount and that accident rates are reduced not
increased.

between the Rural Priorities Initiative and Community Travel Zones - One of the key objectives
in the RPI will be to improve conditions for pedestrians and cyclists in rural areas allowing, for
example, safer routes to school in some of the larger villages.

between the Rural Priorities Initiative and Staying Alive - One of the joint priorities between the
two strategies will be to reduce the speed of vehicles in rural areas.

between the Economy and Regeneration Schemes and the Rural Priorities Initiative - One of the
key aspects of the RPI will be to define a selective HGV network, which can then be the subject of
greater, more focused investment which will assist the movement of freight.

between the Economy and Regeneration Schemes and InterConnect - InterConnect will prioritise
the areas of greatest rural need for public transport for early implementation and this will allow better
access for rural residents to employment and services in the county’s regeneration areas.

between InterConnect and Community Travel Zones - The improved inter-urban services through
InterConnect offer new choices to commuters into the urban areas to reduce car use for their journeys
and to contribute to traffic reduction targets.

between InterConnect and Rural Priorities Initiative - There are opportunities to link the rural bus
feeder services being provided as part of the InterConnect initiative with proposals within the Rural
Priorities Initiatives, for example, new footways to enable easier access to bus stops, the provision of
secure cycle parking at bus stops to encourage bike and ride.

between Asset Protection and all the other Strategies - The maintenance of the highway network is
vital for all of the other strategies (e.g. good footways for pedestrians, accessible bridges for freight,
good surfaces and markings for safety, etc.) and, in turn, the other strategies can reduce the
deterioration of the network (e.g. HGV routeing, investment in key corridors, traffic reduction in urban
areas, etc.)
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Public Participation, Partnership

and Cross Boundary Working

6.1 PUBLIC PARTICIPAT _

6.1.1  There have been many years of active public participation on transport planning issues in Lincolnshire -
there are highly developed civic networks, e.g. with over 500 parish and town councils and active local
chambers of trade and commerce; there are active campaigning groups in cycling, road haulage, rail
usage, disability access; there are action groups in towns and on specific roads to improve safety and
the environment; there has been extensive consultation on specific projects and initiatives, many of
which are still awaited; more recently, transport forums were established in many areas to devise
Transport Packages to suit the areas. However, in putting the provisional LTP together, there was a special
and extensive process of participation for partners and the public.

6.1.2  The participation was based on the principles that:

* people should be well-informed, with good data, an evaluation of the current situation and realistic
expectations of what can be achieved

* initial participation would lead to a Provisional LTP with the main issues and approaches defined,
followed by further, more focused consultation for the Full Plan to be submitted in 2000 - with the
Provisional LTP being the key consultation document for this second stage

* the individual strategies identified in the Provisional LTP would themselves be based on participation
as a key part of their refinement and implementation

6.1.3  The consultation process for the Provisional Local Transport Plan included :

* 6 high profile launch events held in March 1999 to mark the start of an eight week consultation
period. Representatives from all District Councils and Parish Councils were invited, along with
transport operators, the Police, health services and other organisations with an interest in transport.
At these events, the new LTP process was outlined to those present and initial thoughts on the way
forward in Lincolnshire outlined. Copies of the consultation documents (see below) were also handed
out

* over 4,000 consultation documents were published and distributed around the county. These were
produced in the form of 6 separate publications each targeted at a separate sub-area of the county.
Each document set out information, issues and ideas relating to transport in that area and invited
people to make comments and suggestions either in writing, by fax or by e-mail

* a full month of roadshows was held during April/May 1999 covering 22 towns around the county
using 2 mobile exhibition units. The length of stay in each location varied from 3 days in Lincoln to
a morning or afternoon in the smaller towns. The roadshow was manned by County Council staff who
explained the background to the LTP process and invited members of the public to make comments,
including a simple questionnaire on their general priorities for spending (e.g. road maintenance,
cycling measures, footways, etc.)

* an active Public Relations campaign during the consultation period which led to a high profile for the
LTP, both in the local press and radio

* an exhibition as part of the County Council’s stand at the Lincolnshire County Show held in June
1999, again inviting comments from the public
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6.1.4

6.1.5

Following on from the publication of the Provisional LTP in July 1999, further consultation has taken
place in the development of the Full LTP, including :

* a widespread distribution of the published Provisional LTP around all District and Parish Councils, and

transport, community and commercial groups, inviting their comments on the Plan
a copy of the Provisional LTP was placed in every library in the county

a summary of the Provisional LTP was placed on the County Council’s web site, giving information as
to how get hold of a full copy and how to respond either in writing or by e-mail

further consultation with the groups mentioned above through a document entitled “Toward a Full
Local Transport Plan for Lincolnshire - An Outline for Consultation”. This short document outlined the
progress made since the Provisional LTP was submitted and the major changes that the County
Council were looking to make in producing the Full LTP

The whole process elicited several thousand contributions which have substantially driven and refined
the Lincolnshire Local Transport Plan. The key messages derived from the participation process to date
are:

* there are clearly three types of transport need in the county - the larger towns of Lincoln, Boston,

Grantham and Skegness (in the summer) with typical urban problems (of congestion, pressure to
develop brownfield land, many slight injury accidents, commercial bus networks) ; the larger market
towns of Louth, Gainsborough, Spalding, Stamford and Sleaford with smaller scale urban issues; the
small towns and rural area with a very different rural agenda (of peripherality, many fatal and serious
injury accidents, crumbling infrastructure, dependency on freight movements and unviable
commercial public transport)

there has been a sea-change in expectations about the degree of road improvements which could be
realistically achieved and the benefits they would bring, but there is still a recognition that a more
selective programme of road improvements is essential for Lincolnshire

there is extensive anxiety about the Lincolnshire problem with fatal and serious accidents - which are
recently rising, against the national trend

there is growing concern about walking, cycling and public transport facilities and there is a
recognition that a public transport network must be about connecting services together if it is to meet
the needs of most people

there are really good opportunities for partnership investment in the next 5 years - across rail, buses,
ports, regeneration funding and new developments

there is a need to take a stronger role in managing what happens on the highway networks in terms
of traffic management - to set priorities between road users and to focus investment across a very
large network, which is not likely to be radically improved in the near future.

6.2.1

30

The County Council can achieve relatively little on its own - it needs to work with partners to address the
key issues and to devise and implement effective strategies. The Council is involved in a wide range of
partnerships including:-

* with District Councils - as Local Planning Authorities on Local Plans and development control, as

providers of off-street car parking, on joint schemes to improve the environment in town centres and
as partners in economic development

with the bus industry - through the Bus Operators Partnership, which meets quarterly and has
provided ideas and feedback on proposals taken forward through the Rural Bus Grant and Challenge.
The Partnership has also helped develop the proposals in this Plan and address a range of
operational issues. Various operators are also partners in the InterConnect bus initiative.
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* with the rail industry - through the Lincolnshire and Humberside Rail Forum and direct work with
individual operators and Railtrack, that has led to joint funding of station enhancements with
Railtrack, developing and promoting new services, instigation of a jointly-funded Community Rail
Development Officer and the preparation of a Rail Passenger Partnership Scheme, amongst many
other proposals. Such partnerships with train operators, and also with the Strategic Rail Authority, are
now being used to try and influence plans for the replacement rail franchises in order to achieve, as
far as possible, the County’s rail aspirations

* with the Police - on road safety and enforcement issues, including the joint speed camera
programme, the Driver Improvement Scheme and the new Staying Alive programme which has
resulted in the setting up of a new multi-organisation road safety unit with officers from the County
Council, Police and Health Authority

* with others involved in community transport - through the Rural Transport Partnerships administered
by the Countryside Agency and involving the District Councils, Health Authority, the Community
Council for Lincolnshire and bus operators

* with the Health Authority - as partners in road safety and the joint strategies with the Police and as
a major service provider in innovative schemes to reduce travel, such as a new multi-purpose, SRB-
assisted service centre in a large village. Also in a pilot project to look at the joint commissioning of
transport of health, social services and community transport

* with cyclists - through local groups to develop the CTZ and RPI strategies and with SUSTRANS in
implementing the National Cycle Network

* with businesses - through involvement in economic development proposals and initiatives to improve
communications for business

* with adjacent authorities - through various forums or specific projects (see below for further
information)

* with the Highways Agency - as highway authority for the trunk road network

6.2.2  In pulling together these separate partnerships, a Partnership Forum was established to develop the
Provisional LTP as the best response to the key issues coming out of participation - it involved a full range
of partners from Friends of the Earth, CBI, Railtrack, Police, District Councils to Community Transport
providers.

6.2.3  As well as meetings of the overall Partnership Forum, other seminars have been organised for partners
dealing with specific issues, in particular :

* developing Community Travel Zones
* the Best Value review of Road Safety
*  the Best Value review of Highway Maintenance

These more focused meetings have enabled partners to gain a more in depth understanding of the
issues and problems faced and how they might best contribute to achieving the overall aims.

6.3.1  The issues around transport are not constrained by administrative boundaries. There are many examples
of situations where travel patterns within Lincolnshire are effected by external factors, for example, the
impact of Peterborough on the south of the county or Grimsby in the north-east. Therefore the County
Council works closely with adjacent authorities to ensure that, wherever possible, a complementary
approach is adopted on cross boundary issues. Examples of this work include :

* the development of the Interim Regional Transport Strategy through the East Midlands Regional
Assembly
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co-operation on cross boundary bus issues, with services with North Lincolnshire, Nottinghamshire,
Norfolk and Cambridgeshire being joint funded

joint working on the Passenger Transport Information 2000 project to develop a regional telephone
timetable service

the joint bid with Peterborough City Council for the major improvement for the A1073 between
Spalding and Eye Green included within this LTP

the successful Rural Bus Challenge bid made jointly with Norfolk for the expansion of the
InterConnect project to services on the Spalding - Kings Lynn route

discussions through the Officer Rail Working Group including representatives from Nottinghamshire,
North Lincolnshire, North East Lincolnshire and the District Councils

various cross boundary agreements on maintenance and winter gritting to improve efficiency

a local authority Freight Partnership Forum in the south of the county, involving Leicestershire,
Rutland, Northamptonshire, Peterborough City, Cambridgeshire and Norfolk

various Best Value groups dealing with a wide range of issues
liaison with adjacent strategic and local planning authorities and regional planning bodies over

transportation and land use integration issues, particularly in respect of reviews to Regional Planning
Guidance and Structure and Local Plans
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Targets and Monitoring

7.1 INTRODUCTION T0 TH - .

7.1.1  The previous chapters have set out the strategy development process for the LTP, including outlining the
key strategies which have a bearing on the Council’s transport planning and operations. This chapter
presents a parallel ‘cascade’ which shows how the chosen performance indicators and targets have
come to be adopted.

7.1.2  Lincolnshire’s targets in the Provisional LTP were considered to be well ahead of most of its
contemporaries, both in terms of the indicators themselves and the ambitious nature of some of the
targets. In setting the targets for the full LTP we would obviously not wish to move too far away from
this approach. A review of the indicators and targets contained within the Provisional LTP has, however,
been undertaken. Lincolnshire received a settlement substantially lower than bid through the provisional
LTP and as a consequence the targets contained within it can not now be met in full, as they would have
been if the settlement had matched the bid level. This has therefore led in some instances to the
adoption of revised targets.

7.2 DEVELOPING THE IND _

7.2.1  The derivation of the various strategies set out in the Local Transport Plan is set out overleaf, and by
linkages back to the over-arching objectives helps to justify the performance indicators used to measure
the success of implementation. The result is the set of performance indicators for the Lincolnshire LTP.
The targets and output measures will be used to assess whether the Local Transport Plan is delivering its
stated objectives. Each of the targets have measurable outcomes to be achieved over the 5 year life of
the plan and progress will be monitored annually. The first annual Local Transport Plan Progress Report
will be produced in 2001. Targets established in the Local Transport Plan and performance against them
will also be audited annually through the Best Value Local Performance Plan.

7.2.2  Many of the ideal transport indicators identified in the table overleaf are, however, expensive to measure
and may also prove unreliable, and hence difficult to justify as performance indicators to be used in the
Local Transport Plan. Therefore, a parallel set of indicators has been developed which provides a good
fit with the absolute indicators. Where national targets exist, these have also been taken into account,
along with appropriate Best Value Performance Indicators. The adopted targets are set out overleaf.
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TRANSPORT CHOICES
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THE VISION

An economically successful, accessible county with a network of inclusive communities and
an enviable quality of life, which is an integral part of the wider region through well-developed

OVERALL OBIJECTIVES

AIM

economic and communications connections

To create an
economically successful
county

To increase GDP and
employment

To develop inclusive
communities

To reduce deprivation

To improve quality of life

To improve community
well-being

TRANSPORT ISSUES

Improving access to
markets, sources of
supply and labour/skills

Improving access to jobs,
services, facilities and
learning opportunities

Reducing emissions

Enhancing the role of the
main towns as focus of
hinterland

Providing support for
social networks

Reducing impact on
environment and natural
resources

Improving access to
regional facilities and
Europe

Reducing community
severance

Reducing health impact
and promote healthier
living

Improving personal safety

TRANSPORT
INDICATORS

Transport costs on
strategic networks

Cost of travel to
essential facilities

Congestion

Reliability of strategic
networks

Opportunities for travel
to essential facilities

Traffic volume, nature
and speed

Accessibility of regional
facilities

Access to Europe

Accessibility of other
communities

Personal safety

TT1 - To contain peak hour traffic congestion in Greater Lincoln, Boston, Grantham and Skegness*
to 2000 levels by 2006.

*Skegness - summer season only

Output Measures to achieve Target

Total Increase by

2006

™1 Increase bus ridership through the implementation of Quality Bus Partnerships:

e TMla Beacon Park, Skegness 5%

e TM1b Brant Road, Lincoln 10%

* TMIic Boston Town 10%

* TMI1d Hykeham Road, Lincoln 10%
TM2  Increase rail ridership into Lincoln 20%
TM3  Increase the amount of cycling on routes or within areas where measures

are implemented 50%
TM4  Increase in the amount of walking on routes or within areas where measures

are implemented 50%
TM5  Reduce single car occupancy -10%
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and Stamford to 6% between 2000 and 2006.

CTT2 - To contain the growth in peak hour car traffic in Gainsborough, Louth, Sleaford, Spalding)

Output Measures to achieve Target

Total Increase by

2006

TM6  Increase bus ridership on town services:

e TMbéa  Gainsborough 10%

e TMéb  Louth 20%

e TMé6c  Stamford 10%
TM7  Increase the amount of cycling on routes or within areas where measures

are implemented 50%
TM8  Increase in the amount of walking on routes or within areas where measures

are implemented 50%
TM9  Increase rail ridership into:

e TM%9a  Sleaford 20%

e TM9b  Spalding 20%

from 18% to 12% between 2000 and 2006.

CTT3 - To reduce the proportion of unmet travel needs to employment and services in rural areas)

Output Measures to achieve Target

Total Increase by

2006
TM10 Increase bus ridership through implementation of InterConnect:
¢ TM10a Grantham/Lincoln 15%
e TM10b  Gainsborough/Lincoln 30%
e TM10c Lincoln/Grimsby 30%
TM11  Increase the usage of community transport across the county 60%
TM12  Increase rail ridership through the implementation of InterConnect:
¢ TM12a Gainsborough - Lincoln 20%
e TM12b Lincoln - Grimsby 20%
e TM12¢ Lincoln - Sleaford 40%
e TM12d Sleaford - Spalding 100%
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ROAD SAFETY

of the growth in rural traffic.

per annum.

/STI - To reduce fatal and serious road casualties by 20% (a reduction of 151 over the 5 year LTP\
period) from an average annual number of 757 (in 1994/98) to no more than 606 per annum
and to contain slight casualties overall at their average 1994/98 level of 3049 per annum in spite

ST2 - To reduce fatal and serious road casualties involving children by 25% (a reduction of 19 over
the 5 year LTP period) from an average annual number of 76 (in 1994/98) to no more than 57

ST3 - To reduce injury casualties amongst vulnerable road users, notably cyclists, pedestrians,
\_ motorcyclists, young and elderly drivers by 2006 as shown below.

J

Vulnerable Road

Current Level

Total Reduction

User Group of Casualties by 2006
(94/98)

KSI | Slight | KSI | Slight
SM1 Pedal Cyclists 45 249 13 54
SM2 Pedestrians 79 243 7 14

(involving vehicles)

SM3 Motorcyclists 110 194 22 32
SM4 Car Users 463 | 2079 109 150
SM5 Elderly Drivers 67 257 | |ncluded within the
SMé Young Drivers 306 | 1278 | above categories

Carriageways

Current
length of
c/way

below

zero

residual

life

69 km
(8.6%)

MT1

To reduce the projected 113 km
(14.1%) on the Principal Road Network
which have reached the point at which
repairs to prolong their future life
should be considered to 68 km (8.5%)
by reconstructing 45 km (5.6%) by
2006

Projected
length of
c/way

below zero
residual life

113 km
(14.1%)

2006 Impact on Resultant
Intervention current Level of
Target levels by | carriageway
length 2006 below zero
residual life
for 2006
45 km -1 km 68 km
(5.6%) (1.4% (8.5%)

reduction on
current level)

36

7 Targets & Monitoring




7

Current | Projected 2006 Impact on Resultant
length of | length of | intervention current Level of
c/way c/way Target levels by | carriageway
above above length 2006 above
CIWL CIWL CIWL by
(without 2006
intervention)
MT2 99 km 174 km 81 km -6 km 93 km
To reduce the length of carriageways (19.5%) (34.2%) (15.9%) (6% (18.3%)
on Hierarchy 1 Roads above the reduction of
condition index warning level by 1% current level)
per annum
MT3 86 km 161 km 81 km -6 km 80 km
To reduce the length of carriageways (16.7%) (31.7%) (16%) (6% (15.7%)
on Hierarchy 2 Roads above the reduction of
condition index warning level by 1% current level)
per annum
MT4 328 km 533 km 225 km -20 km 308 km
To reduce the length of carriageways (23.6%) (38.4%) (16.2%) (6% (22.2%)
on Hierarchy 3 Roads above the reduction of
condition index warning level by 1% current level)
per annum
MT5 341 km 1039 km 436 km +263 km 604 km
To reduce the projected level of length (7.8%) (23.8%) (10%) (77% (13.9%)
of carriageways on Hierarchy 4 Roads increase on
above the condition index warning current level)
level by 1.65% per annum
MTé 165 km 413 km 51 km +197 km 362 km
To reduce the projected level of length | (11.5%) (28.8%) (3.5%) (119% (25.3%)
of carriageways on Hierarchy 5 Roads increase on
above the condition index warning current level)
level by 0.6% per annum
CIWL - Conditional Index Warning Level
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Fooiways

condition index warning level by 12.9%

current level)

Current | Projected 2006 Impact on Resultant
length of | length of | intervention current Level of
footway | footway Target levels by footway
above above length 2006 above
CIWL CIWL CIWL by
(without 2006
intervention)
MT7 8.1km 12.3km 4.7km -0.5km 7.6km
To reduce the projected length of (28.4%) (43.2%) (16.5%) (6.1% (26.7%)
Hierarchy 1 footways above the reduction of
condition index warning level by 16.5% current level)
MT8 41.5km 60km 21km -2.5km 39km
To reduce the projected length of (32.3%) (46.8%) (16.4%) (6.0% (30.4%)
Hierarchy 2 footways above the reduction of
condition index warning level by 16.4% current level)
MT9 137.7km 248km 118km -8.7km 129km
To reduce the projected length of (18.6%) (33.4%) (16%) (6.3% (17.4%)
Hierarchy 3 footways above the reduction of
condition index warning level by 16% current level)
MT10 64.5km 435km 310km +60.5km 125km
To reduce the projected length of (2.7%) (18.1%) (12.9%) (93.8% (5.2%)
Hierarchy 4 footways above the increase on

CIWL - Conditional Index Warning Level

/MTH - Not assigned

MT12 - To improve access to the County’s network by 5% by increasing the number of bridges
eligible for assessment, capable of taking 40 tonne lorries from 88% (986 bridges) at the end of

1999/2000 to 93% (1030 bridges) by 2006

MT13 - To improve the structural integrity of the County owned bridges by reducing the number
of bridges with severity 1 and 2 defects from 7.3% (95) at the end of 1999/2000 to 3.5% (45) by

2006

MT14 - To improve the structural integrity of the County’s culvert / footbridges with severity 1 and

severity 2 defects from 6.1% (118) at the end of 1999/2000 to 4.5% (87) by 2006

MT15 - To replace/refurbish 20% (10,140) columns from the county lighting stock of 50,700 units

by 2006

MT16 - To make 95% of all Priority 1 and 2 public rights of way and 50% of Priority 3 public rights

of way open and available for use by 2006

.

MT17 - To signpost 84% of all footpaths and other rights of way where they leave a road by 2006

~

J
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/ENTI - To ensure that the national Air Quality Objectives are met at locations in Lincolnshire\
which are declared as Air Quality Management Areas due to emissions from road traffic following
assessment under the Local Air Quality Management system

ENT2 - To improve the environment of 100 communities by promoting measures which reduce the
damaging effects of traffic, promote transport choice and improve access to local services

\ENT3 - To define an HGV network which removes through traffic from at least 100 communities )

7.3 MONITORING

7.3.1

7.3.2

7.3.3

7.34

7

ECT1 - To contribute towards the target of 20% sustainable growth in Gross Domestic Product and
40,000 new jobs by 2011 as set out in the Lincolnshire Agenda

Output Measures Through the LTP to Achieve Targets

ECM1 Promoting Freight - To increase rail freight usage by 20% by 2006

ECM2 Regeneration - By implementing measures in the County’s areas of priority for
regeneration

ECM3 Reducing Peripherality - To reduce peripherality by providing quicker and more
convenient access

Transport Choices

The target to contain congestion in the major urban areas will be monitored using a combination of data
available from the SATURN models currently being developed for Lincoln, Grantham and Boston, and
the ASTRID database which stores traffic information from the SCOOT traffic signal control system.
Further details on the methodology to be adopted can be found in the Road Traffic Reduction Report.

In Skegness, which doesn’t have the benefit of either of the above systems, journey time information will
be recorded on a number of strategic routes in the area during the peak summer season. These will be
repeated on an annual basis to monitor change.

The growth in peak hour car traffic in the larger market towns will be monitored using a series of cordon
surveys around the town centres. Vehicle categories will be recorded in accordance with NRTF 1997 for
6 hours per day (0700-1000 and 1500-1800). Supplementary longer term validation data will be
collected in the town centres using ATC’s or information from traffic signal remote monitoring systems
as appropriate.

Updated information on meeting unmet travel needs will be provided from the SONATA database.

Records will be maintained on the take up of community transport and regular surveys will be required
to measure the level of new facilities provided in villages.
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7.3.5

7.3.6

7.3.7

7.3.8

7.3.9

7.3.10

7.3.11

7.3.12

7.3.13

40

The use of the InterConnect services (and the % increase in patronage compared to previous services)
will be monitored through ticket sales. Ticketing data will also be supplied by the train companies. This
will enable trends in rail patronage to be determined.

Road Safety - Staying Alive

The Stats. 19 accident reports recorded by the police at the scene of a collision will continue to form the
database from which information will be extracted to monitor progress in achieving the targets.

The formation of the new integrated road safety unit will focus attention on a ‘data led approach’. Full
regard of the latest software developments, such as GIS and Internet based technology, will be
employed in conjunction with the ‘Wings’ software currently used. The remit will be to provide a clear,
current, accurate and concise reporting format on a monthly basis to all those partners responsible for
contributing to the implementation of the strategy in order that measures can be directed to maximum
effect and regard taken of new and emerging trends in the nature of the problem.

In addition, data for benchmarking comparisons will be shared with the authorities selected for the
derivation of targets for the vulnerable road user categories. Initially such data will be used for
diagnostic purposes, however the aim will be to move eventually to a form of process benchmarking
in order to identify and utilise further best practice measures.

Maintenance - Asset Protection

Principal Roads - The current condition of principal roads is measured by visual condition and machine
based surveys by:

* structural condition (residual life - deflectograph)
* surface condition, including structural defects (coarse visual inspection - CVI)
» surface skidding resistance (SCRIM)

The condition trends of the network are assessed using National Best Value Performance Indicators
(BVPI) and data supplied for the annual National Road Maintenance Condition Survey (NRMCS) as
follows:

* length of principal roads with less than zero years residual life (BVPI 96) - This Indicator will
be measured twice a year to assess performance against the 5 year target. Figures will be available
on 1 April and 1 October following the autumn and spring deflectograph seasons using the Pandef
software.

* length of principal roads with CVI defect index > 70 benchmarked (BVPI 96 alternative) -
This Indicator will be measured annually on completion of the CVI surveys on all principal roads.
There is no current target for the Indicator as no historic data is available, however performance will
be compared with the above alternative BVPI96, using the Hermis 2000 maintenance management
system

* length of principal roads with skidding resistance at or below investigatory level supplied
annually for NRMCS report - The length of principal roads with skidding resistance at or below
investigatory level will be supplied annually for the NRMCS report, from the SKID software package.
No target has been set as no trend information is yet available

Other Roads And Footways - The current condition of other roads and footways are also measured
by visual condition and machine based surveys recorded on HERMIS 2000, Pandef and SKID with reports
on a regular basis.

Routine and Winter Maintenance - The current routine targets are reported and monitored quarterly
from the respective central database systems for each functional specialism.

Bridges - The three performance indicators for this specialism will be monitored and reported on either

a quarterly or annual basis as appropriate using information held on a central database updated daily
with inspection reports.
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7.3.14

7.3.15

7.3.16

7.3.17

7

Street Lighting - Statistical data will be reported and monitored monthly using the Mayrise contracts
management system and Mapinfo GIS to develop works programmes.

Public Rights of Way - Reporting and monitoring will be on an annual basis by survey sampling and
interrogation of databases relating to the ordering of works.

Environment

The County Council will continue to assist the District Councils in carrying out their responsibilities with
regard to air quality in their areas. Where air quality management areas are declared, the Council will
help develop strategies to ensure air quality objectives are met.

Economy

The Research Team at Lincolnshire Development monitor the County’s economic strength and prosperity
on a continuous basis from a variety of original data sources. Monitoring of the target and progress in
achievement of the support measures will rely on a composite analysis and collation from sources such
as the Annual Employment Survey, Labour Force Survey, ONS in Regional Trends, ONS Annual Census
of Production (Business Competitiveness Indicators) as well as journey time surveys to the areas of
principal regeneration.
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Resources

8.1.1  The Provisional Local Transport Plan for Lincolnshire identified a resource plan totalling £67m over the
five year Plan period which was based upon Lincolnshire receiving a proportion of the total budget
available which was in line with its proportion of the national population. However, in the settlement
letter received from the Government Office for the East Midlands in December 1999 it was made clear
that this bid was considered to be unrealistic in relation to the resources available nationally.

8.1.2  This year’s bid reflects the advice given in the settlement letter but also takes into account the increase
in national resources from £755m last year to £1,016m assumed for each year of this full Plan. Last
year's settlement was £5.888m, representing 0.78% of the total sum available. This basic bid of
£10.66m per year, £53.3m over the five year period, represents 1% of the total sum available,
significantly less than the £67m or 1.3% bid included in the Provisional Local Transport Plan.

8.1.3  Lincolnshire as a highly rural county has transport problems which differ significantly from those of more
urban areas but also from those of many other rural counties. Whilst these are described in some detail
elsewhere in the Plan it is worth highlighting that:

* Lincolnshire has the worst ratio of road fatalities per capita in the country and one which in Europe
is exceeded only in Greece and Portugal

* Lincolnshire has 2.5 times more highway per capita than the national average

* Not only is Lincolnshire sparsely populated but also that population is spread more thinly than in
many other rural counties. This is because Lincolnshire does not have the large areas of zero
population characteristic of those counties with significant upland areas such as the moors of Devon
or North Yorkshire. The impact of such a widespread small population is illustrated by the analysis of
unmet travel needs per parish.

* When detrunking is complete, Lincolnshire will have taken over a greater length of non-core trunk
road than any other authority in the country. Adequate funding for these roads once transferred is
vital and is reflected in a significant change in resources anticipated to be available to the authority
once detrunking is completed.

8.2.1  The County Council’s highest priority major scheme bid is the A1073 Spalding to Eye Improvement. This
scheme is a strategic improvement which lies approximately two thirds in Lincolnshire and one third in
Peterborough City. Peterborough City have given their full support to the scheme. As Peterborough City
lies in a different Government Office region from Lincolnshire, discussions have taken place between the
two authorities and the two Government Offices to determine how the bid for the scheme should be
submitted. It has been agreed that the entire bid should be made by Lincolnshire to the Government
Office for the East Midlands although some minor preparatory costs are reflected in Peterborough City’s
Local Transport Plan. The figures quoted within this Local Transport Plan therefore cover the costs of the
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A1073 Improvement within Peterborough City Council’'s boundaries as well as within Lincolnshire.
Further information on this scheme in included in Chapter 9 and a full appraisal accompanies the
submitted LTP.

After the A1073, the County Council is committed to finding effective solutions to the existing problems
in Grantham and on the access route to the coast. Hence, the A52 Grantham East-West Improvement
is identified as the Council’s second priority and the A158/C541 Coastal Access Improvement as third
priority. Work is continuing on progressing these schemes in order that they may proceed should funding
be made available.

The overall bid excluding major schemes is for some £53.310m over the five year plan period. Including

the major schemes, this rises to almost £81.475m. The breakdown of the bid by year and by theme is
set out below.

Strategy/Scheme 2001/02 | 2002/03 | 2003/04 | 2004/05 | 2005/06

Economy and Regeneration Schemes

(less than £5m) 1882 1233 1058 1453 673 6299
Asset Protection : Principal Roads 3895 3815 3855 3805 3880 19250
Asset Protection : Bridges 1250 1306 1340 1200 1265 6361
Staying Alive 1000 1000 1000 1000 1000 5000
InterConnect 400 400 400 400 400 2000
Community Travel Zones 1500 1600 1600 1600 1600 7900
Rural Priorities Initiative 1300 1300 1300 1300 1300 6500

Sub - Total 11227 10654 10553 10758 m 53310

Maijor Scheme Priority 1
A1073 Spalding -Eye Improvement 150* 2085 7850 12000 2000 23935

Maijor Scheme Priority 2
A52 Grantham East-West Improvement 120* 100* 90* 50* 2000 2000

Moior Scheme Priority 3
A158/C541 Coastal Access Improvement 2230 2230

11227 12739 18403 22758 16348 81475

* Advanced design fees already included in Economy & Regeneration Schemes block above

In addition to the funding through the LTP system, the County Council is also expecting to receive further
funding during the 5 year LTP period as a result of the extensive detrunking which is proposed across
the county. Over the 3 year period from April 2002 when the detrunking is scheduled to come into effect,
the sum anticipated is in excess of £45m. This is further explained in Chapter 19.

The bid is considered to be realistic but information is given to indicate the changes which would be
necessary to the Plan if the level of settlement were to be 20% below that of the bid. Equally, information
is given to indicate the high priorities which could be addressed if extra resources were to become
available nationally which enabled the settlement to be 33% above the bid level.

The major impacts of a reduction in settlement level by 20% would be:

* the assumption that the only Major Scheme to proceed will be the A1073 Improvement

* elimination of LTP contribution to the Lincoln Railway Corridor Regeneration Zone

* a reduction of £4.9m over the 5 year period in Community Travel Zones, leading to a much longer
overall implementation programme

* a reduction of £0.25m per year in Bridge Strengthening

* a reduction of £0.75m per year in PRN maintenance
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8.27  The major impacts of an increase in settlement by 33% would be:

* an increase of £0.65m per year in Principal Road maintenance

* an increase in the Staying Alive budget of £1m per year

* an increase in the InterConnect budget of £1m per year

* an increase of £3.8m over the 5 year period in Community Travel Zones
* an increase of £0.7m per year for the Rural Priorities Initiative

8.28  The list in paragraph 8.2.7 above is given in priority order i.e. the County Council’s top priority should
additional funding become available is principal road maintenance, followed by Staying Alive. However,
the precise amount allocated to each area would depend upon the level of additional funding received.
Similarly, the list in paragraph 8.2.6 shows the priority order in which the County Council would look to
reduce funding should the bid not be met in full.

8.2.9  Additional resources for transport have been identified from a number of sources including the European
Union, District Councils, Developers, other Government funds (e.g. Bus Challenge) and, most
significantly, the resources to be transferred from the Highways Agency on detrunking mentioned above.
These additional resources have been identified as “Other” within the bid but a full analysis of them will
be provided to the Government Office.
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9.1 STRATEGY FOR THE

Economy and Regeneration Schemes

lack of appropriate transport infrastructure.

The Economy and Regeneration Schemes element of the LTP Strategy is the part that concentrates on
building economic success through infrastructure investment and is where the county’s bids for major
scheme funding lies. It is very much concerned with progressing the LTPs spatial theme of Developing

Strategic Networks and has a particular, but not sole, concentration on new road infrastructure.

The County Council and its partners have a long term aim to upgrade its key road corridors, most
notably expressed through the Lincolnshire Agenda, Lincolnshire Structure Plan and the County
Council’s own Performance Plan, Serving the Community. The County Council is fully committed to such
a strategy as it is considered to be key to the county’s future, but this strategy is not being pursued to
the detriment of other approaches. The need to encourage transport choice across the county and to
create a distinct modal shift in the larger towns is fully acknowledged and supported - the other elements
of the LTP Strategy picking up on these themes. However, it is still the County Council’s strong contention

that Lincolnshire requires upgraded roads for it to remain economically competitive.

Over the past year and a half the County Council has reviewed its position with regard to major schemes
and larger multi-modal projects in the county (no major scheme being bid for in the Provisional LTP as
this review was under way). This followed guidance issued by Government last year that, given the
overall resources available, it was not expected that a large number of major schemes (now classified
as over £5m gross cost) would be approved over the 5 year period of the LTP On this basis pursuing
the strategic road corridor upgrades across the county will be long term, and in consequence the LTP has
prioritised those areas where we would wish to see such infrastructure investment concentrated in the
short term. In a county where the need for upgrading is long and the resources short, this has not been
easy. The proposals in the first LTP period are therefore concentrating on those areas of greatest
economic fragility - those areas that are likely to be particularly prone to economic decline if an increase

in economic infrastructure investment is not forthcoming.

The County Council wishes to concentrate major transport investment on the following parts of the

strategic network:

* around South Eastern Lincolnshire - notably the key strategic link south to Peterborough and the

AT(M).

* on key links in Eastern Lincolnshire to improve access to the coastal holiday resorts.

The transport investment in these two priority areas will be predominantly based on safeguarding and
then expanding two of the county’s key employment sectors: Food and Distribution (The Freight Hub)

and Tourism (Coastal Access). The Major Schemes (over £5m) associated with each area being:

Economy & Regeneration Schemes

One of the fundamental objectives of the Lincolnshire Local Transport Plan is to create an economically
successful county. Lincolnshire has in many respects a fragile economy and one that needs the necessary
investment in economic infrastructure to succeed. It has unfortunately been particularly lacking in
transport infrastructure investment, with its poor quality roads cited as a major barrier to investment by
both existing Lincolnshire firms and companies looking to relocate. In addition, opportunities for new
development or the redevelopment of brownfield sites within the urban areas are being stifled by the
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9.1.7

* The Freight Hub: the A1073 Spalding to Eye Improvement, the Boston Southern Link and the A52
Grantham East-West Improvement

* Coastal Access: the A158/C541 Improvements involving bypasses for the villages of Burgh Le
Marsh, Orby and Partney in Eastern Lincolnshire.

The County Council’s top priority major scheme for which LTP funding is sought is the A1073 Spalding
- Eye Improvement. LTP funding is not being sought for the Boston Southern Link as it is intend to fund
this project through other methods. After the A1073, the County Council is committed to finding effective
solutions to the existing problems in Grantham and on the access route to the coast. Hence, the A52
Grantham East-West Improvement is identified as the Council’s second priority and the A158/C541
Coastal Access Improvement as third priority. The rest of this section details the rationale behind the bid
for support for the major schemes above, and how they tie in to other elements of the LTP strategy, as
well as the related multi-modal and smaller schemes (less than £5m) that will also significantly assist the
local economy.

9.2.1

9.2.2

9.2.3

9.24

9.2.5

48

Issues

The ease of movement of goods into, out of and around the county is vital to Lincolnshire’s economy.
This is perhaps most important in the south of the county, where the food industry is pivotal to the
economy of that part of Lincolnshire. This part of the county has been identified in the LTP as the Freight
Hub.

Transport and The Food Supply Chain

A crucial factor in the continued growth and sustained competitiveness of the food industry is the food
supply chain. For the most part, this is heavily dependant in terms of transport and distribution upon
the road haulage industry, which offers the flexibility to meet the time-scales set by major retailers and
has already invested heavily in refrigeration vehicles and warehouse and cold store facilities. Added to
this is the transport needs of general industry in the area, particularly those associated with the Wash
ports of Boston, Sutton Bridge and Fosdyke.

The agriculture and horticulture industries have developed during the last two decades, often around
small, isolated farms. Some of these have evolved to become major players in the national industry.
Their initial development seemed innocuous, in respect of their effect on the environment and road
infrastructure, but the more recent rapid growth has created unacceptable demands upon some
communities and roads. In more recent years, expansion has also been related to a change of sourcing
of products, as locally grown produce is supplemented by that grown overseas imported into the county
to be packaged, thereby maintaining a year round supply and providing new, more exotic lines to the
major supermarket chains.

Many of the roads, particularly the many minor roads that provide access to agricultural and food
processing related sites, are narrow and pass through the numerous small settlements. The sub-
standard nature of these roads in relation to the volume of HGYV traffic they carry results in poor levels
of safety, increased freight transportation time, costs and fuel, unacceptably high negative impacts on
the environment and local communities and demands upon the road structure for which they were not
designed, resulting in extremely high levels of deterioration that maintenance budgets cannot address.

The County Council is therefore seeking to develop an overall strategy for freight movement in this area
which will support the local economy whilst protecting the environment within the local rural
communities, particularly from the impact of the many large HGVs. This issue of the impact of the large
lorries is being tackled primarily through the proposed HGV Routeing proposals being pursued as part
of the Rural Priorities Initiative. Further information on this can be found in Chapter 14 of the Plan. The
opportunities for encouraging the use of other forms of freight movement, in particular rail, are also
being explored and further details are contained in Section 18.3. Figure 9.1 illustrates the differing
issues associated with the freight industry in the south of the county.
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However, it must be recognised that for many companies in Lincolnshire, road haulage will remain the
principal method of moving goods for the time being. The County Council is therefore pursuing several
initiatives which will support the freight industry by assisting the movement of goods by road whilst
ameliorating the impact of HGVs on communities. Further details of these schemes, in particular the key
A1073 improvement, are given in later paragraphs of this section.

The South Holland Rural Action Zone

A large part of the Freight Hub falls within the local authority area of South Holland. Lincolnshire County
Council, along with South Holland District Council and other partners, have designated this area as a
Rural Action Zone. This has been done to make a concerted effort to address the particular issues within
the South Holland Rural Action Zone area (all of which are also present to the same or similar extent in
other parts of the Freight Hub area), being:

* a poor communications network, particularly in respect of road infrastructure

* a low wage, low skill economy

* a location at the fringe of the economic hub of the East Midlands

* an over dependency on one economic sector

* an area where service provision is complicated and made expensive by rurality
* a shortage of young people

* a large elderly population

* a major deficiency in voluntary sector infrastructure

On the positive side, however:

* there is some of the best agricultural land in the country

* a number of world class names with food production interests in the area (including Geest, Northern
Foods, Marks & Spencers and George Adams).

* a strong tradition of self sufficiency in the area, evidenced by the low unemployment rate and
agricultural heritage of the area

* a proximity to the regional growth location of Greater Peterborough, enabling advantage to be taken
of its economic multiplier effect.

The purpose of the Rural Action Zone is therefore to address the emerging gap between economic
circumstance and the areas potential to become a thriving modern community. To achieve this will
require:

* an increase in skills and wage rates through diversifying the local economy with an emphasis on
added value activities within the food sector and more broadly whilst improving links between schools
and employers

* creating a stable community environment, to enable the district to retain its young talent and provide
a good quality of life for its most vulnerable members, through measures to develop sustainable
community capacity and build social inclusion

but most importantly in respect of the LTP:
* tackling the negative effects of rurality in terms of accessibility and service provision

The untapped economic potential of the area means that it is intended that the return arising from the
regeneration proposals within the Rural Action Zone will be significant.

A151 Weston Bypass (Ongoing Scheme)

This £3.300m scheme will improve the strategically important A151 route, and allow development of
existing and new businesses. Village facilities will be safeguarded and land will be opened up for
residential development. The scheme will remove the vast majority of the current 11,200 vehicles using
the existing road through the village, and will deliver complementary environmental improvements to
the village centre. The scheme is being funded through a combination of :

- European Obijective 5b support

- developer contributions, and
- County Council funding.
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At the time of writing, the Secretary of State for the Environment, Transport and the Region has called in
the planning application for the residential development which will help fund the proposed bypass. An
Inquiry is anticipated in November 2000 and subject to a satisfactory outcome, a start on the scheme is
expected early in 2001/02.

A1073 Spalding - Eye Improvement (LTP Major Scheme Bid - First Priority)

Issues - The A1073 is approximately 19.5 kilometres in length and extends between the A16 Trunk Road
at Spalding to the north and the A47 trunk road at Eye to the south. The southernmost 5.5 kilometres
lie within Peterborough City. Up to 12,400 vehicles per day use the route of which 8% are HGVs.

The existing route is deficient in a number of respects:

- poor alignment over significant lengths, with numerous sub-standard bends;

- width standards for both carriageway and verges are not met;

- poor accident record;

- inadequate construction on weak soils and in part is carried by a five metre high flood bank. The
route requires a further £2 million of capital maintenance over the next five years with an additional
£50,000 per annum for routine repairs; and

- the route passes through the village of Eye Green.

The A1073 offers a more direct alternative to the A16 Trunk Road for traffic moving to the Al and the
south of England. Furthermore, rail industry proposals to increase rail freight on the joint line (Sleaford
to Peterborough) and to increase the number of passenger trains on the main line will increase gate
closures at level crossings on the A16 at Tallington and Deeping St Nicholas.

The Highways Agency’s decision to abandon plans for an A16 bypass for Stamford and the
consequential current proposal to introduce a weight limit through Stamford will result in significant
increases in eastbound HGYV traffic exiting the A1 at Peterborough; offering the A1073 as a more direct
route. It is proposed to de-trunk the A16 in 2002.

At present, 130,000 tonnes of freight is carried per week along the A1073, and the opportunities for rail
freight use, described in Section 18.3, have been examined as an alternative. The difficulties in
marketing rail transport for the food industry in particular, is that it has historically been unable to
provide the type of “point-to-point” distribution and flexibility, which road transport offers at present.

Specifically for the A1073, surveys have shown that approximately half the freight traffic in fact travels
away from the areas served by the railway between Spalding and Peterborough. Even with
improvements to rail facilities between Spalding and Peterborough, a large proportion of food and food
products will still require to be transported by road, via the A1073.

The Joint Line, which runs from Doncaster to Peterborough via Lincoln, Sleaford and Spalding has the
potential to carry a proportion of this trade and serves the midst of the agricultural production and
processing area. Although the line has spare capacity, the main issues influencing a switch from road
to rail are:-

. the condition of the track and signalling infrastructure;

. the ‘single-shift’ eight operating day available between Sleaford and Spalding;

. the lack of loading/unloading facilities;

. the high start-up costs of freight operations, including refrigeration;

. competitiveness of road freight; and

. lack of confidence of local industry in rail meeting its operational needs, e.g. reliable just-in-

time delivery.

Strategy - Whilst in the long term, the County Council will continue to work towards the development
of the necessary rail freight handling facilities that the food industry requires, the transport of food will
be almost totally reliant on road transport over the short and medium term. It is for this reason that the
A1073 plays a vital role in meeting the transport needs of the food industry in part of Lincolnshire, both
in terms of local producers and the movement of finished, processed food. Given the future conditions
expected for the A16 as described above, the importance of the A1073 as a strategic route is further
enhanced. In addition, the HGV Routeing proposals described at Section 9.2.4 require quality routes,
meeting the stated objectives, in order to be successful.
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Accordingly a strategy is proposed that will upgrade both the quality and status of the A1073 route, with
a corresponding reduction in status of the A16 following its de-trunking. The strategy and the proposals
described below have been prepared in partnership with Peterborough City Council.

Proposals - A number of improvement options have been considered for the A1073 ranging from
continuation of current maintenance regimes, through on-line improvements, to full upgrade of the
route to dual carriageway standards. From these options, two have been selected as the best
alternatives and will be the subject of public consultation later this summer.

The options selected; to upgrade the route to full single carriageway standards and constructed
predominantly off line; will offer:

. adequate widths, alignment and junctions;
. a well engineered road, capable of carrying the traffic loads imposed; and
. bypass relief for the village of Eye Green and other properties fronting the existing route.

The two routes follow the same general alignment. They depart the existing A16 at Spalding via a new
roundabout, following the line of the disused railway before bypassing Cowbit village to the east. The
difference comes in the vicinity of Crowland and Eye Green. The “on-line” alternative would involve
improving the existing A1073 past Crowland and down to Masons Bridge before passing to the west of
Eye Green to join the A47 trunk road at a new roundabout. The “off-line” option would remain to the
east of the A1073, passing well away from Crowland village before crossing the existing route south of
Crowland to pass to the west of Eye Green village, again joining the A47 Trunk Road at a new
roundabout. These routes are shown in Figure 9.2.

The “on-line” option is approximately 18.7 kms in length and is expected to cost some £24.8 m. The
“off-line” option is slightly longer at 19.0 kms and is estimated to cost £24.0 m. For the purpose of the
bid the higher estimate has been used.

Benefits - The proposed route improvement offers good value for money, and provides the necessary

support to the local economy, particularly the food industry, through improved road access for businesses

and hauliers in the area, as well as expansion of key sites identified in Local Plans.

Specifically the scheme will bring the following benefits :

* considerably improved journey times and journey time reliability which will both assist the freight
industry and bus services operating between Spalding and Peterborough (including future
InterConnect implementation for this corridor)

* a significant reduction in accident numbers

* areduction in the deterioration of the highway network thereby achieving the maintenance objectives

* a reduction in noise levels and improved air quality in affected communities and at other properties
on the existing route

* reduced severance and community impact at Eye Green

* engineered drainage systems with pollution collection facilities will reduce the risk of damage to the
local water environment

* the possible use of parts of the existing route for dedicated non-vehicular usage

* minimised disruption to existing traffic flows and communities during the period that the works are
carried out by the construction of the route off-line

The full assessment for the scheme is presented in the “A1073 Spalding to Eye Improvement” document
which accompanies the Local Transport Plan.

Funding - It is considered that the success of the project is dependant on other strategies set out in the

Local Transport Plan, ie. Rail Freight Movement and HGV Routeing which are outside the control of
potential PFl partners. Furthermore, the peripherality of the location of the scheme in relation to
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nationally important routes leads the County Council to believe that there would be a low level of market
interest for PFl procurement. Accordingly, it is proposed that this scheme should be accepted for
conventional funding.

Given the strategic needs for the scheme solely in terms of Lincolnshire’s Economy, it is accepted by the
County Council and Peterborough City Council, that the proposals are unlikely to form a high regional
priority in the latter’s (Eastern) region. Therefore, funding for the entire scheme is bid for within
Lincolnshire County Council’s Local Transport Plan, with the exception of limited funding to enable
Peterborough City Council to provide sufficient resources on the development of the scheme proposals.

Timetable - Work on the scheme is expected to start in Autumn 2002, with construction expected to last
some 2 years. A full programme is included in the accompanying assessment report. The timetable set
out reflects the uncertainties allied to major road schemes; allowing sufficient time for all statutory
processes and consultations, together with the often protracted delivery of public inquiry decisions.

However, the County Council and Peterborough City Council are committed to early completion of the
scheme, in order to secure the benefits without unnecessary delay, and in any event, development of the
scheme will continue despite the uncertainty of the outcome of the approval and bid process. In support
of the ambitious timetable proposed for the scheme, the County Council have considerable experience
in recent years of the delivery of major highway schemes, which have required the full range of statutory
processes, within ‘fast-track’ programmes.

In conclusion, the scheme is programmed to be delivered within the period of this Local Transport Plan.

Boston Southern Link

Issues - Since the proposal to construct a Boston Bypass failed to progress in the mid 1990’s, there have
been a number of substantial developments within Boston and a number of significant alterations to the
highway network which have influenced the way in which traffic circulates within and passes through the
town. These include :

. Expansion of the Riverside Industrial Estate to the south of the town

. Development of the Enterprise Park to the west of the town (Currently in progress)
. Expansion of the port and reintroduction of rail freight

. Redevelopment of Queen Street (Currently in progress)

. Installation of a SCOOT traffic signal system

. Trunk Road signalisation at Bargate roundabout and Liquorpond Street roundabout
. Construction of new A16 route from Liquorpond Street towards Spalding.

The layout of Boston, with the Port and Riverside Industrial Estate to the east and south east means that
access to and from the rest of the Midlands is predominantly via the A1121/A52 (Sleaford Road). This
results in business traffic being directed through both major residential areas and the key access points
into the town centre before continuing enroute to/from its destination.

The A52 is a major holiday traffic route from the Midlands to the Skegness area. Through traffic is forced
to travel along Sleaford Road, Liquorpond Street, Haven Bridge, John Adams Way and Spilsby Road
exacerbating existing problems on these links.

Based upon work being undertaken by consultants air pollution levels are expected to exceed
government defined thresholds at Haven Bridge, Sleaford Road, Liquorpond Street and Spalding Road.

Strategy - Boston Borough Council has recently commenced a review of its Local Plan and has produced
an issues paper as the first step in this process. Among the matters to be addressed prior to the
publication of the Deposit Plan is the relative strategic merits of different
development/highway/transport options.

With regard to the allocation of new housing land in the town, the Borough Council has identified two
possible options: -

. a concentrated strategy - effectively a single large allocation of land in an appropriate
location.
. a dispersed strategy - a greater number of small sites located throughout the town.
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Maintenance : Asset Protection

10.1.1  As local highway authority, the County Council is responsible for the maintenance of the vast majority
of the highway network in Lincolnshire. This comprises :

8,965 kms (5,572 miles) of road

around 1,425 bridges and 2,500 known smaller culverts, footbridges and other structures
some 3,300 kms (2,000 miles) of footways and cycleways

- 3900 kms of public rights of way

10.1.2  In addition, there are 311 kms (193 miles) of trunk road, including a further 115 bridges, which are
currently the responsibility of the Highways Agency. However, the Government is currently proposing that
the majority of this network be handed over to the County Council in the near future (See chapter 19).
Finally, there are some 180 bridges that are owned and maintained by other bodies such as British Rail
Property Board, Railtrack, British Waterways, the Environment Agency and the various Drainage Boards.

10.1.3 The estimated replacement value of the County Council’s element of this network is some £5,000
million. Currently, about £20 million is spent every year on maintaining this highway network,
representing just 0.4% of the value of the asset, with only half of this figure being allocated to the
structural layers of carriageways and footways. Hence, there is a major backlog with regard to the
maintenance of roads and bridges. The level of recent Government funding settlements means that the
County Council has to firmly prioritise the spending of the available money.

10.1.4 The County Council’s objectives for maintenance are : Figure 10.1
e To maintain an effective highway Typical Annual Maintenance Expenditure
network.

1%

9%

* To maintain the long-term structural
integrity of highways throughout the
county.

* To maintain the long-term structural
integrity of all bridges and other
highway structures.

10.1.5 Maintenance activities in the county are broken
down into five headings, as described below
and shown in Figure 10.1:

Structural Maintenance - This is further 4%

divided into capital and revenue elements.

Capital expenditure covers all bridges and 66%
principal roads (A roads). Maintenance

expenditure on the rest of the road network, on

footways and cycleways, and on culverts,

retaining walls, etc. is classified as revenue. Struciural [l Roodside Sofety [l Winter Other
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Structural maintenance is important to preserve the value of the highway network. Early preventative
maintenance is far more cost effective than waiting until failure occurs.

Roadside (Environmental) Maintenance - This covers grass cutting, weed control, verges and
roadside trees and shrubs. Much of the work is of a cyclic nature, but contributes little to the preservation
of the network, although weeds can damage paved footways and carriageway edges.

Safety Maintenance - Safety aspects of maintenance include signs, road markings and studs, drain
cleaning and gulley emptying, street lighting, traffic signals and other traffic management costs.

Winter Maintenance - Winter maintenance covers precautionary salting to prevent ice forming, and
snow clearance. The variability of winter weather from year to year means that the annual expenditure
incurred varies.

Other Maintenance Expenditure - This small budget covers specialist machine surveys, bridge
inspections and visual condition surveys. The results are used to help make decisions on budget
allocations and priorities.

Only those elements of expenditure relating to capital expenditure on bridge strengthening and
maintenance of principal roads are eligible for funding support through the Local Transport Plan process.
The remainder will continue to be funded through revenue support as in the past. The following sections
of this chapter set out the County Council’s strategy for specific areas of highway maintenance.

All of the County Council’'s maintenance programmes are restrained financially, and proposals to
improve access, safety and the condition of the network have to compete for their place alongside the
Council’s other community responsibilities. Whilst the Council’s budget management and allocation
illustrate the high priority placed on maintaining transport infrastructure in Lincolnshire, protecting both
past investment and future accessibility will remain under-resourced activities in the current financial
framework. The Council is therefore investigating the components of an asset management strategy
focusing on the management and improvement of the network, and based on substantial private sector
involvement. These plans will be brought forward for consideration during this first full Local Transport
Plan and may involve a formal bid under the Private Finance Initiative.

Key Maintenance Issues

The key areas of maintenance requiring strategically targeted funding include:

* principal road structural maintenance

* non principal road and footway structural maintenance
* routine road maintenance

* winter maintenance

* bridge strengthening

* street lighting

* public rights of way

On principal roads, the key issue to be addressed is the increasing lengths of carriageway which have
reached the point at which repairs to prolong their future life should be considered. Funding levels
cannot prevent a continuing deterioration of the network as a whole, but careful targeting of allocations
will be made to repair those sections with zero residual life to minimise the outstanding critical lengths.

On other roads and footways the issue is the inability of current funding levels to match the rate of
deterioration of the network, where targeting spending on the main classified network (A, B and C roads)
and urban footways will aim to improve these routes and reduce the length with unacceptable defect
levels.

In routine maintenance, safety is the major issue, where more efficient and effective spending on repair
of urgent defects and cyclic activities will be targeted. For winter maintenance, the issues are related to
precautionary salting in terms of treatment times, route efficiency and new initiatives, which will be used
to ensure routes are completed cost effectively within a 4 hour target time.

Bridge maintenance requirements have been seriously hit with the change of maximum vehicle weights
affecting the ageing bridge stock, and funding will be targeted at increasing the number of bridges
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10.1.14

capable of taking 40 tonne lorries together with reducing the number of bridges, culverts and
footbridges with severity 1 and 2 defects.

The main street lighting issue is the condition of much of old stock concrete and non root protected steel
columns, future funding will be targeted particularly at 10 metre high concrete columns and a
programme of replacement of the highest severity defect steel columns.

Public rights of way funding will targeted at bridge maintenance on inter village and other important
local routes.

10.2 BEST VALUE REVIE _

10.2.1

10.2.2

10.2.3

10.2.4

10.2.5

10.2.6

10

Background

A Best Value Review of Structural Maintenance has been undertaken for 3 main reasons:

* surveys had shown that the condition of roads and footways were a major public concern

* visual condition assessment surveys carried out over the whole network revealed a maintenance
backlog of nearly £40 million to bring the whole network up to an acceptable standard

* recognising this, the service was selected as a high priority for a fundamental service review in the
first year of the County Council Performance and Budget Plan.

Review Group

A review group was set up to oversee the review and included County Council Highways and Planning
staff as well as representatives from GOEM, LCR Highways, Norfolk CC and the Freight Transport
Association

Under the review group a project team was set up using both internal resources and external input from:

. other local authorities

. consultants (Babtie, Oscar Faber, OPUS)

. contractors and suppliers (LCR, RMC, Tarmac)

. local freight transport association members
Programme

The review commenced in October 1999 and has been programmed for substantial completion in time
for input into this Plan. In compliance with Best Value guidelines, the following processes were
undertaken.

Compare

In establishing a benchmark to ascertain Lincolnshire’s position in comparison with other authorities and
as a base to measure improvements in service delivery, data was obtained for:

. historical expenditure

. network and inventory data

. coarse visual inspection data (see Figure 10.2)
. machine based data (see Figure 10.3)

. utility openings

. staff resources

. maintenance backlog (see Figure 10.4)

This data was then compared with data from other shire counties of a similar rural nature and in the
same audit family. Initially data was sought from 17 counties and more detailed information from 5
counties, namely Norfolk, Cumbria, Northamptonshire, Suffolk and Shropshire.
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National Road Maintenance Condition Data, 1993-99
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Figure 10.2
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Figure 10.3
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Three years ago Lincolnshire externalised its Direct Labour Organisation and has for a number of years
let all of its works competitively, most of which is provided through a Term Maintenance Contract, with
design and laboratory services being provided by an “ in-house” Technical Services Group in partnership
with consultants, Babtie. As part of the review alternative service delivery has been investigated,
including:

. design, supervise and construct
. partnership (shared savings)
. flexible contracts (new DETR initiative)

Lincolnshire has already moved towards better planning and targeting of maintenance and has searched
world-wide for a suitable Asset Management approach for the Lincolnshire road network. In seeking this
OPUS International were commissioned to investigate the applicability of the system they have
developed in New Zealand to Lincolnshire’s roads. In addition, discussions were held with Babtie and
Oscar Faber who both have asset management experience in the UK.

Examples from the analysis of the comparison data has shown Lincolnshire in the following light :

. good historic works and financial records

. low level of third party claims

. excellent visual and machine survey coverage (showing deterioration of network condition)
. budget below average

. well prepared for Best Value Performance Indicators

. very low population per kilometre of highway

. average condition of the maintainable network

Challenge and Compete

The County Council is tasked with providing a good quality carriageway and footway network for the
safe passage of the public. The challenge was to find better ways of providing the service and the
competition being to seek out who can best provide the service.

The challenge phase of the review concentrated on a number of major themes :

* development of a UKPMS (United Kingdom Pavement Management System) compliant Maintenance
Management System (HERMIS 2000 was purchased in 1999 and is now available to 100 users
countywide) to provide -

- accurate network and inventory data

- work priorities for future planned maintenance programmes
- work and cost history for each road and footway

- safety inspection planning and historic records

- visual and machine based condition survey data

* using data from the HERMIS system both HQ (strategic) and local area staff will be better equipped
to:

- better target and plan maintenance and reduce the amount of reactive maintenance

- regularly assess performance against national Best Value Performance Indicators and county
Performance Plan targets

- assess trends in condition of the network

- assess future budget requirements

- use the quality data available in national surveys and for future LTP bids

* traffic routeing, in particular HGVs (heavy goods vehicles) causing the most damage to the network,
is an issue in Lincolnshire due to the food supply and distribution chain, and the quarrying industry.
Working on the experiences of Leicestershire and Norfolk, a trial area around Stamford is being
investigated. Future work is covered in this document under the Rural Priorities Initiatives and long
term it is hoped that as much HGV traffic as possible can be attracted to the better maintained
classified network to in turn relieve the burden on many unclassified roads not designed to carry
HGVs.
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* in order to ensure that cost effective treatments are used for future maintenance a review of the
county’s Maintenance Design Manual is planned. In order to ensure best value the manual will cover:

- site investigation to ensure cost effective designs

- treatment options ( Lincolnshire’s soil conditions vary dramatically across the county)
- use of new alternative materials (e.g. thin surfacings)

- recycling options and initiatives

- follow up testing to ensure treatments achieve design life

- short design life treatments (5 to 10 years where appropriate)

In considering who can best provide the service options, different types of contracts will need to be
trialled before a decision on the type of contract to replace the existing Term Maintenance Contract
which ends in May 2003. The options discussed in 10.2.6 must address best value and are likely to follow
an asset management approach.

Consult

The consultation process has considered the 3 main groups affected by the service:

. users ( public, parish councils, Council Members)
. providers ( operational staff)
. stakeholders ( partners, contractors, consultants, suppliers, freight transport)

The main concerns of the users are:

. potholes

. patching/ utility reinstatements

. HGYV damage and lorry routeing

. footway condition

. carriageway edge failure and vehicle overrun
. more money for maintenance

Staff consultation raised :

. budget disaggregation process

. practices in the identification of work

. prioritisation of work

. selection of treatments

. work procedures and documentation

. pressures and constraints (internal and external)

A consultation workshop for staff and stakeholders concentrated on 3 main themes :

. traffic and road use
° procurement
i asset management

The workshop also raised a number of topics for areas of improvement :

. reducing duplication of CVI (Coarse Visual Inspection) surveys with local condition surveys
. reducing disruption to the public

. maintaining a network that is fit for purpose

. robust intervention policy based on structural integrity and risk

i procurement based on outcomes or outputs

Progress seminars have been held for the benefit of council members, which have helped them to
become better informed of the processes and problems facing the structural maintenance service.

Recommendations Emerging From The Review

The final report is expected to be completed by the end of July 2000. Recommendations are expected to
be phased in over a number of year and include :
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* A move towards better planned and targeted maintenance leading to a full Asset Management
approach to supplying the structural maintenance service (already commenced during 2000/01)

* HGV routeing - to ease the maintenance burden on much of the unclassified network and dealt with
more extensively through the Rural Priority Initiative

* A more frequent and thorough regime of visual inspection surveys (CVI) - to monitor performance
against LTP and Performance Plan targets as well as providing up-to-date data for National Best
Value Performance Indicators (to be commenced during 2000/01)

* Service standard levels for each road and footway ( to be developed in conjunction with local
Members and Parish Councils), which in turn will lead to a review of the maintenance hierarchy

* An alternative Service Delivery following the end of the current Term Maintenance Contract in 2003

* A rewrite of the Maintenance Design Manual, to incorporate alternative designs, use of modern
materials, use of recycling techniques and other treatments

* The development of partnerships to ensure that as well as providing an efficient and cost effective
service road users and frontagers needs are considered

* Developing closer relationships with Utility Companies to minimise disruption to road users

10.3 PRINCIPAL ROADS _

10.3.1

10.3.2

10.3.3

10.3.4

10.3.5

Issues

Using efficient and effective targeting and treatments, the current bid/funding levels cannot prevent a
continuing deterioration of the principal road network. To repair all sections with zero residual life over
the next 20 yrs, it is anticipated that the funding for principal road maintenance would need to be in the
region of £4.3 million per annum.

Coarse Visual Inspections (CVIs) have been carried out on the entire principal road network since
January 2000 and the raw data has been used in helping to prioritise work in the 5 year programme.
However, a figure for the percentage of the principal road network with Structural Condition Index equal
to or greater than 70 will not be available until later this year. Once established, it is intended that CVI
will be carried out annually on the principal road network to provide up to date information on its
condition. This will assist in establishing the effectiveness of treatments and overall indication of the
trend in its condition in accordance with the alternative visual survey BVPI 96.

The bid level of £3.85 million if fully funded will be targeted to reduce the deterioration of the principal
road network in terms of length with less than zero residual life. Although it is not anticipated that this
level of funding will halt the deterioration, over the next 5 years improved survey techniques, better asset
management and maintenance history records and achievements of targets will enable Lincolnshire to
submit a more soundly justified bid to reduce the length of zero residual life on the network for the
second LTP for the period 2006/11.

Current Condition

The current condition of principal roads is measured by visual condition and machine based surveys by:

* structural condition (residual life - deflectograph)
* surface condition, including structural defects (coarse visual inspection - CVI)
» surface skidding resistance (SCRIM)

The condition trends of the network are assessed using National Best Value Performance Indicators
(BVPI) and data supplied for the annual National Road Maintenance Condition Survey (NRMCS) as

follows:

. length of principal roads with less than zero years residual life deteriorating (BVPI 96)
- 8.95% at 1 April 2000

. length of principal roads with CVI defect index > 70 benchmarked (BVPI 96 alternative)
- Figure available later in 2000
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. length of principal roads with skidding resistance at or below investigatory level supplied
annually for NRMCS report
- 9.62% of length surveyed in 1999

Strategy

In order to provide a high quality, efficient and cost effective service on principal roads, the following
strategy is in place. The effectiveness of this strategy will be monitored using BVPIs and NRMCS returns.
The strategy has been implemented under three main areas:

* structural - restoring 20 year life to lengths of principal roads with less than zero years residual life
and having the lowest residual life factor. To target maintenance at structurally failed lengths of
carriageway and to reduce the percentage of principal roads which have reached the point at which
repairs to prolong their future life should be considered in line with BVPI 96. As some sections (e.g.
crushed concrete or slag sub-base on a wet mix roadbase) cannot be modelled in PANDEF, the low
deflections can lead to unrealistically high residual lives. As failing sites with this type of construction
are identified, the need to repair these sections may be given a higher priority than some sites with
zero residual life.

* surface condition - carrying out surface treatments to the lengths of principal roads with the highest
surface defects, but having acceptable residual life. To seal the carriageway surface and provide a
cost effective way of maximising residual life by preventing ingress of water into the structural layers

* surface skidding resistance - resurface sites with the highest cost/benefit rate of return in accident
savings. To reduce both the number of accidents and the potential for road surface condition being
a contributory factor to future accidents. On these sites the structural condition is also assessed for
repairs to maximise the life of the surface treatment and reduce the disruption of the surface for
structural repairs in the short term

The development of the 5 year programme on the principal road network relates investment in
maintenance to other LTP themes :

. Rural Priority Initiative for rerouteing HGV traffic from minor roads

. Improving the environment of rural communities by resurface schemes with porous asphalt
(reduces spray from vehicles in wet weather) and low noise surfacing treatments

. The needs of strategic local transport routes (e.g. the Lincoln to Skegness InterConnect bus
initiative)

. Access to main transport interchanges (e.g. bus and train stations)

. Initiatives within the Staying Alive strategy (e.g. surface skidding resistance treatments and

higher specification for road markings and studs)

2000/01 Programme

The programme of work identified in the first year of the provisional LTP has been reviewed to include
A52 Wharf Road, Grantham following the poor condition revealed from the latest deflectograph and the
need to incorporate this maintenance work in with the Grantham Town Centre Improvement. As a result,
the lowest priority scheme for 2000/01 (A52 Skegness - Burgh Road Fork to Roman Bank) has been
deferred. The revised programme is shown in Table 10.1 including details of the lengths of carriageway
with below zero residual life to be repaired. This programme is targeted to repair 4.4 km of principal
road with a residual life below zero.

Targets

The target for the LTP has been set as follows, but is based on full funding of an average annual bid of
£3.85 million for the next 5 years :

MT1 - To reduce the projected 113 km (14.1%) on the Principal Road Network which
have reached the point at which repairs to prolong their future life should be
considered to 68km (8.5%) by reconstructing 45km (5.6%) by 2006
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Table10.1

2000/01 Principal Road Maintenance Programme

Original Length of zero

SCHEMES Budget Residual life repaired
£ Km

Maintenance Schemes above £150,000

A18 LUDBOROUGH C615 Salters Ln to Cty Bdry 230,000 1.10
A1104 MABLETHORPE High St (Victoria Rd to A1031) 220,000 0.75
A1031 MABLETHORPE Meers Bridge to A1104 245,000 1.00
A52 GRANTHAM South Parade to Speed Limits 170,000 0.40
Maintenance Schemes £75,000 to £150,000

A1031 NORTH COATES B1201 to Thoresby Bridge 115,000 0.45
A157 TOTHILL C528 Authorpe to New Lane (C534) 95,000 0.35
A1073 CROWLAND Queensbank to Hulls Drove 100,000 0.15
A52 GRANTHAM Wharf Road 135,000 0.20
Maintenance Schemes below £75,000 188,000

Surface Treatments 277,504

SCRIM Treatments 150,114

Retentions 24,382

TOTAL 1,950,000 4.40

10.3.10 The calculation of the length of Principal Road which has reached the point at which repairs to prolong

10.3.11

10

their future life should be considered is in accordance with national BVPI 96 guidance. However, the
indicator does not take into account lengths of the network treated after the latest deflectograph survey
took place. In order to have a complete picture of the network these sections have been included as
having a residual life greater than zero to enable total network coverage to be considered in the 5 year
target.

The 5 year programme of schemes with low residual life will target stability in the network and aim to
retain the proportion of the network with zero residual life at between 8.5 and 9.5% during the period
of the Local Transport Plan as shown below. Although at a slightly lower standard, this is in line with the
Highway Agency Business Plan target to retain the percentage of the trunk road network requiring
planned maintenance at between 7 and 8%. The Highways Agency also use similar survey techniques
to assess the condition of the trunk road network. However, the development of a machine based survey
to replace visual condition surveys on trunk roads is well advanced and it is likely that Lincolnshire will
look to introduce machine based surveys to replace CVI on principal roads to provide a more consistent
and safer method of survey within the next 5 years.

YEAR 1999/00 | 2000/01 | 2001/02 | 2002/03 | 2003/04 | 2004/05 | 2005/06
% Zero Residual Life at year end 8.62 9.07 9.09 8.79 8.55 8.69 8.52
Km Zero Residual Life at year end |  69.05 72.66 72.86 70.45 68.52 69.63 68.26
Km Zero life repaired during year 2.2 4.4 7.8 10.4 9.9 6.9 9.4
Budget/Bid (£000’s) 2,392 1,950 3,895 3,815 3,855 3,805 3,880

Estimated figures for 2000/01 onwards
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Alternative Strategy If Increased Funding Levels Were Available

Increased funding levels would enable the length of principal road with residual life less than zero to be
reduced and 2 scenarios have been considered with a target of repairing all lengths with residual life
less than zero based on current trend data :

* To target the repair of all principal roads over a 20 year period taking into account current
deterioration trends, would require annually 11.6 km of repair and a budget of £4.3 million. This
would result in Lincolnshire having no roads with residual life less than zero by April 2021.

* To target the repair of all principal roads over a 10 year period taking into account current

deterioration trends, would require annually 15.4 km of repair and a budget of £5.7 million. This
would result in Lincolnshire having no roads with residual life less than zero by April 2011.

Implementation

The implementation of the 5 year principal road maintenance programme as shown in Table 10.2 will
be guided by the following :

* a maintenance programme carefully targeted at the sections with past critical residual life

* an asset management approach restoring full 20 year design life to reconstructed sections

* accident reduction contribution from highest priority SCRIM treatment sites

* prolonging the life of sections with high surface defects and acceptable structural residual life by
surface treatments

* the use of modern surface treatments, including porous asphalt to reduce spray in wet weather
(potential accident risk) and reduced traffic noise treatments (environmentally beneficial to adjacent
frontages)

* lorry routing - good quality principal road network will encourage HGVs away from less suitable
sections of the non principal road network

* the use of recycling techniques will continue to be considered where appropriate, following the full
depth recycling trial as part of the A1031 Saltfleet scheme of 1999/00, which is continuing to be
monitored.

10.4.1

10.4.2

76

Issues

The extensive highway network in Lincolnshire (with 2.5 times as much highway per capita as the
national average) and the limited levels of funding over a long period combine to present an enormous
financial problem for the county. £5 billion of assets in the highway network currently receive just £10
million for the structural layers of carriageways and footways (0.2% of the asset value). There are £40
million of urgent works and spending would need to be doubled to stabilise the rate of deterioration
(currently estimated at 3% per annum). The maintenance backlog figures have been produced from the
old HERMIS maintenance management system using visual inspection data for every carriageway and
footway in the county and current term maintenance contract rates. The rate of deterioration has been
estimated from limited visual inspection trend data. The current funding rate will not keep pace with
deterioration and it is estimated that the backlog will reach £50 million by April 2006.

The complete county road network has been inspected and Coarse Visual Inspection defect (HERMIS -
SMART) have been recorded. From this data, sections of carriageway and footway with the highest
Condition Defect Index can be selected for maintenance treatment. This data has now been converted
into CVI data and loaded into the Pavement Management System module within the new HERMIS2000
system. This data is now being made directly accessible to operational staff. Visual inspections carried
out during 2000 have been in accordance with UKPMS rules and parameters and the data for principal
roads is being used in updating the 5 year programme.
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Road No/HERMIS Section No

Principal Road Maintenance Five Year Programme 2001-2005

Location

Residual

Length with
<= zero
residual life

Total
maintenance
length

Life Factor| Carriageway | Carriageway

(Note 1)

km

km

Coarse
Visual

Inspection| 2001

Rating
(Note 2)

/02

2002
/03

2003
Nz

2004
/05

Table 10.2

2005
/06

£000’s | £000’s | £000’s | £000’s | £000's

A1031 687 Theddlethorpe St Helen -2.96 0.870 1.120 2.5 260
A52 552, 566, 568 Mumby, Hogsthorpe -0.57 0.638 0.990 2.83 150
Al15 328, 330, 332 Ashby de la Launde, Brauncewell -0.33 -.949 1.750 2.00 290
A151 469 Bourne North Fen 0.12 0.936 1.370 2.50 325
A52 477 Grantham 0.13 0.200 0.400 2.5 160
Al5 383, 388 Osbournby, Aswarby 1.09 0.950 1.770 2.50 300
A52 513 Trusthorpe 2.31 0.250 0.670 2.50 105
A151 308 Colsterworth 2.46 0.450 1.150 2.50 135
A1101 858, 707 Tydd St Mary, Sutton Crosses 2.77 0.850 1.950 2.00 410
A631 114,123,132 Gainsborough 3.09 0.435 1.590 1.00 605
A1031 515 Tetney 4.00 0.650 1.870 2.50 175
A156 125,194 Gainsborough, Marton 4.15 0.365 0.610 2.50 210
A158 269,274 Rand 4.51 0.300 0.680 1.50 120
Totals 7.843 15.920 3,245
A157 679, 680 Tothill, Withern -7.77 1.087 1.140 3.00 195
A52 540, 548, 551 Anderby, Mumby, Huttoft -3.96 1.016 1.320 2.67 210
Al5 484 Baston, Langtoft -2.29 0.769 1.040 3.00 215
Al5 343, 347 Leasingham -2.14 0.808 1.000 3.00 240
A607 495 Denton -1.28 1.300 1.770 3.00 335
A157 544 East Barkwith, Hainton -0.28 1.350 1.750 3.00 265
A158 237 Newball -0.22 0.450 0.700 2.00 145
A52 644, 690, 736 Leverton, Friskney, Croft 0.63 0.646 1.080 2.83 230
A1031 560, 605 Marshchapel, North Somercotes 1.32 0.826 1.530 2.75 190
A46 200 to 209 inc. | Middle Rasen 1.92 0.640 1.560 2.58 435
Al5 318, 320, 324 Ashby de la Launde 2.04 0.900 1.940 2.50 305
Al151 835, 841 Weston 3.63 0.400 1.280 3.00 280
A158 523, 527 Langton by Wragby, Hatton 4.83 0.200 0.600 2.25 110
Totals 10.392 16.710 3,155
A1031 656 Saltfleetby All Saints -8.92 1.283 1.470 3.50 335
A157 690 Withern -6.25 1.150 1.550 3.50 225
A52 539, 536 Huttoft -4.19 1.350 1.570 3.25 230
Al151 437, 457 Bourne -2.74 1.618 2.220 3.00 605
A6121 475 Stamford -1.06 0.487 0.840 3.00 220
Al5 379, 399 Aswarby, Folkingham -0.97 0.358 0.540 2.75 115
A1031 532 North Thoresby, Tetney -0.85 0.450 0.900 3.00 155
A156 112, 159 Gainsborough, Knaith 0.83 0.423 0.750 3.00 220
A6121 332 Lound 0.85 1.000 1.750 3.00 275
Al5 456, 460 Bourne 1.48 0.615 1.430 2.75 345
A158 135, 149, 188 Greetwell, Reepham, Sudbrooke 1.60 0.800 1.320 3.00 305
A153 689 Tattershall 2.35 0.400 1.210 3.00 155
Totals 9.934 15.550 3,185
A607 462 Grantham -6.49 0.515 0.770 3.50 455
A1073* 705, 785 Cowbit, Peak Hill -3.83 2.444 3.290 3.50 1045
A153 677, 688 Tattershall, Coningsby -2.09 1.084 1.470 3.50 405
A15 1925, 948, 957, 995| Lincoln City -0.46 1.223 1.310 3.29 615
A52 824, 840, 842 Swineshead 0.52 0.313 0.580 2.33 135
A1133 295 Girton 0.75 0.283 0.580 1.50 115
A52 519, 528 Sutton-on-Sea 0.78 1.043 1.840 3.25 355
Totals 6.905 9.740 3,125
A1137 857 Boston -6.88 0.272 0.320 3.50 110
A607 446, 454 Grantham -4.43 0.940 1.290 3.50 385
A153 312 Tattershall Bridge -4.21 0.800 1.130 3.50 290
Al5 393, 397 Walcot, Threekingham -1.26 0.817 1.220 3.50 235
A1104 550 Mablethorpe, Maltby Le Marsh -0.76 0.620 1.220 3.50 270
A1073* 860, 890 Crowland -0.14 1.024 1.570 3.00 545
Al151 404, 412, 428 Grimsthorpe, Edenham 0.07 1.765 3.070 3.50 245
A52 533 Sandilands 0.81 0.500 0.790 3.50 145
A151 759,788,791, 797 Pinchbeck West and Spalding 1.50 0.948 1.540 3.40 415
A46 215 Market Rasen 1.74 0.295 0.590 2.00 110
A15 1465, 467, 473, 476 Bourne, Thurlby, Obthorpe, Baston 2.29 1.000 2.050 3.25 325
A1084 260, 285 Caistor, Audleby 2.44 0.400 0.800 2.75 115
Totals 9.381 15.590 3,190
Surface Treatment 600 610 620 630 640
Retentions 50 50 50 50 50
Totals 44.455 73.610 3,895 | 3,815 | 3,855 | 3,805 | 3,880

Road No|/HERMIS Section No:

Location

Reserve List (Note 3)

Length with
<= zero

Residual

residual life

Total
maintenance
length

Life Factor| Carriageway | Carriageway
k

(Note 1)

m

m

Coarse
Visual

Inspection| 2001

Rating
(Note 2)

/02
£000's

815, 834 Spalding Weston 0.650 1.068 240
A155 543, 592 Tumby, Revesby 3.85 1.099 2.549 3.25 255
A153 1388, 383, 382, 372 Anwick 0.79 0.731 1.220 3.10 240
A159 166,173, 274 Laughton, Morton 1.20 0.650 1.712 3.50 260
Al151 844, 852, 855 Weston, Moulton 2.75 0.442 1.164 3.33 250
A152 186, 192 Knaith, Gate Burton, Marton 3.55 0.350 1.426 3.50 195
A156 403 Carlby, Manthorpe 3.78 0.378 1.428 3.50 150
Totals 4.300 10.567 1,590
NOTES: 1. Residual Life factors have been determined for the year proposed for the works using data rerived from HA's PANDEF v3.

2. CVI Rating, derived from a UKPMS CVI survey, relates to the pavement’s visual condition during the winter/spring 1999/2000. The rating scale realtes to the
structural defect(s) extent (cracking, rutting & settlement); 1 = high defects & 4 = low defects.

3. These reserve schemes will replace the two A1073 renewal projects (*) in 2004/5 and 2005/6 if the route improvement is funded.
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The county structural maintenance budget is disaggregated to operational divisional areas on an annual
basis, this year by proportion of the network having a Condition Defect Index greater than a
predetermined acceptable warning level condition and requiring to be repaired to meet the first year
targets set in the provisional Local Transport Plan for each road and footway type. The performance of
each operational area against their local targets will be monitored.

Current Condition

This is measured by visual condition and machine based surveys :

* surface condition, including structural defects (coarse visual inspection - CVI) all carriageways and
footways

* structural condition (residual life - deflectograph) - Hierarchy 1 and 2 carriageways only

* surface skidding resistance (SCRIM) - Hierarchy 1 and 2 carriageways only

The condition trends for other roads are as follows :

. length of non principal classified roads with CVI structural condition index >or=85, or CVI
edge condition index >or=50, or CVI wearing course condition index >or= 60 benchmarked
(BVPI 97)

-  Figure available for 2000/01 in April 2001

. length of non principal classified roads with skidding resistance at or below investigatory level
supplied annually for NRMCS report
- 15.33 % of length surveyed in 1999

. length of total non principal carriageway and footway network with defect index not to
acceptable standard
-  Figures tabulated by Hierarchy in Targets section below

Strategy

The non principal roads make up about 90% of the overall county network. Given the scarcity of
resources, the backlog of maintenance and the rate of deterioration of the network, the County Council
is targeting from 2000/01 spending in its Performance Plan on lengths of carriageway with the highest
Condition Defect Indices, on type 1,2 and 3 roads (the remaining classified network and some busier
unclassified routes forming 30% of the county network). The investment in this strategy will also relate
to rerouteing as much as possible of HGV movements to the same road network, and could influence
the long term bridge strengthening strategy.

The county footway network is over 3,300 km in length and given the scarcity of resources, the backlog
of maintenance and the rate of deterioration of the network, the County Council is targeting from
2000/01 spending in its Performance Plan on lengths of footway with the highest Condition Defect
Indices on type 1,2 and 3 footways (main shopping, busy urban and less busy urban and busy rural,
forming 28% of the county network)

Type 4 and 5 carriageways (lesser used unclassified) and Type 4 footways (little used rural) are being
maintained to a lower standard, but sections with the highest defect ratings, together with other urgent
and emergency safety maintenance will be treated as a priority. However as shown in the table of
targets these 70% of carriageways and 72% of footways will continue to deteriorate as current funding
levels cannot meet the needs of the whole network, despite the County Council continuing to spend on
highways at a level above the Government Standard Spending Assessment figure.

For carriageways, the condition index warning level for each type is derived from a combination of
rutting, wheel track cracking and edge deterioration defects, together with their severity. In order to
maintain busier roads to a higher standard, the acceptable warning levels are lower (i.e. the lower the
condition index the better the condition of the carriageway). The condition index warning levels and the
typical defects for each type of carriageway are given in Table 10.3.

10 Maintenance : Asset Protection



10.4.10

10.4.11

10.4.12

10

Table 10.3

Condition Index Warning Level and Typical Defects for Carriageway Type

Carriageway | Condition Typical Defects
Type Index

Warning
Level

1 and 2 35 8 to 20 mm rutting continuously in one wheel track and
single coarse cracking intermittently in one or more wheel tracks

3 49 8 to 20 mm rutting continuously in more than one wheel track or
>20 mm rutting intermittently in one or more wheel tracks and
single coarse cracking intermittently in one or more wheel tracks

4and 5 69 >20 mm rutting continuously in one wheel track and
multiple coarse cracking intermittently in one wheel track

For footways, the condition index warning level for each type is derived from a combination of uneven
surface, surface cracking and failure, and trips, together with their severity. In order to maintain busier
footways to a higher standard, the acceptable warning levels are lower (i.e. the lower the condition index
the better the condition of the footway). The condition index warning levels and the typical defects for
each type of footway are given in Table 10.4.

Table 10.4

Condition Index Warning Level and Typical Defects for Footway Type

Footway Condition Typical Defects
Type Index
Warning
Level

1 55 Even and defective footway surface with limited cracking or broken flags
2 60 Even and defective footway surface with moderate cracking or broken flags
3 65 Uneven footway surface with moderate cracking or broken flags
4 75 Uneven and hazardous footway surface with occasional cracking or broken flags

This strategy - whilst providing cost effective maintenance and long term improvement to the condition
of the higher hierarchy carriageway and footways - must not overlook important local needs, which
cannot be assessed by condition defects alone.

The implementation of the HERMIS Maintenance Management System, which includes a UKPMS
compatible Pavement Management System module, means that the current Condition Indices will be
replaced by Indices derived through CVI (coarse visual inspection) surveys data being processed through
the UKPMS. The condition of the overall network will be assessed in accordance with Best Value
Performance Indicator BVPI?7 and will be sub divided by carriageway type to reassess targets. The same
approach will be taken for footways, where although there is no national indicator, overall condition will
be reported in the County Council Performance Plan and with updated targets for each footway type.
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Targets

The County Council’s targets for carriageway and footway structural maintenance are :

4 Carriageways )

MT2 Type 1 - reduce the projected 174 km (34%) above the condition index warning level from
a current 99km (20%) to 93km (18%) by treating 8 1km (16%)

MT3 Type 2 - reduce the projected 161 km (32%) above the condition index warning level from
a current 86km (17%) to 81km (16%) by treating 8 1km (16%)

MT4 Type 3 - reduce the projected 533km (38%) above the condition index warning level from a
current 328km (24%) to 308km (22%) by treating 225km (16%)

MT5 Type 4 - reduce the projected 1039km (24%) above the condition index warning level to
604km (14%) by treating 436km (10%)

MT6 Type 5 - reduce the projected 413km (29%) above the condition index warning level to
362km (25%) by treating 51km (4%)

Fooiways

MT7 Type 1 - reduce the projected 12km (43%) above the condition index warning level from a
current 8km (28%) to 8km (27%) by treating 4.7km (17%)

MT8 Type 2 - reduce the projected 60km (47%) above the condition index warning level from a
current 42km (32%) to 39km (30%) by treating 21km (16%)

MT9 Type 3 - reduce the projected 248km (33%) above the condition index warning level from
a current 138km (19%) to 129km (17%) by treating 118km (16%)

MT10 Type 4 - reduce the projected 435km (18%) above the condition index warning level to
125km (5%) by treating 310km (13%)

- J

Implementation

The move towards UKPMS should improve the quality of data collected by Coarse Visual Inspection
surveys, and local access to data by late 2000 will assist in work planning and programming. As more
survey data becomes available and the recommendations of the Best Value Review are implemented a
more accurate picture of the true rate of deterioration of the network and achievement of performance
against targets will emerge. From this data will emerge a true level of funding required to restore the
network to an acceptable standard using an efficient and cost effective service.

10.5.1

80

Issues
The major routine maintenance issues are associated with environmental concerns:

* weed spraying - since the ban on the use of residual herbicides on environmental grounds, the
frequency of spraying has been increased to 2 treatments per year. This increased frequency has not
prevented a high level of public dissatisfaction, particularly in urban areas. Uncontrolled weed growth
can also have a long-term detrimental effect on the structure of carriageways and footways.

* the increased need to concentrate on the environmental issues of verge management
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The repair of urgent defects, together with drain cleansing and grass cutting are very important routine
activities, but the current performance measures in these areas do not cause any major safety issues.

Options

For weed spraying, the options are to search for alternative approved spray chemicals or to reconsider
the number of spray cycles per year, particularly in urban areas.

Verge maintenance options lie between the need to cut grass for visibility purposes and overhang into
footways and carriageways, and the environmental approach of reduced verge management.

Strategy

The goal to improve the standard of weed control should be developed by continuing to search for
alternative approved residual spray chemicals to avoid the extra cost of increasing the number of spray
cycles, particularly in urban areas.

A balanced verge maintenance strategy is being developed in conjunction with the Lincolnshire Trust for
Nature Conservation and the Farming Wildlife Advisory Group for eventual wider consultation.

Targets

The county Performance Plan targets are :

. To ensure that 99% of notified defects which need to be repaired or made safe within
24 hours are treated within 24 hours of notification

. To ensure that 99% of street lighting faults are repaired within 10 days hours of
notification
. To ensure that all cyclic activities are carried out at the frequency stated in the annual

Highway Maintenance Plan

Implementation

The quest to improve standards in roadside and safety maintenance is already being actioned to achieve
the targets set and to promote new ideas and methods to provide more efficient and effective
maintenance in these areas.

10.6 WINTER MAINTENA _

10.6.1

10.6.2

10.6.3

10

Issues

The standards for winter maintenance relates to a network of priority routes, which include the main
traffic routes, and connect all the County’s towns and main villages to the Strategic network. These
routes make up 2,200 km (26%) of the County’s total of 8,965 km. For precautionary salting, the current
response times are 1 hour to start tfreatment and a further 4 hours maximum treatment time.

The loss of the Trunk Road Agency required a re-optimisation of salting routes for the winter of 1999/00.
However, this may be a short-term measure depending on the speed and scale of detrunking in
Lincolnshire.

A Best Value Review of the Winter Maintenance service has commenced and a number of initiatives are
being considered within the scope of the review:

. review of operational bases
. extended use of pre-wetted salt
. use of brine
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. salt management

. use of GPS (Global Positioning System) in gritters

. addition of detrunked routes

. extension of treated network to include school bus routes
Options

The long-term options for future delivery of the winter maintenance service are heavily dependent on
the recommendations of the review

Strategy

The county is committed to delivering a high quality, cost effective winter maintenance service, using
modern methods and new technological innovations. This comprises the two main operations of
precautionary salting and snow clearing. The former is usually carried out in response to forecast
conditions, while the latter is more a response to actual conditions, although weather forecasting
information is used to predict snowfall.

The need for winter maintenance is twofold. Precautionary salting is carried out to prevent ice forming
and remove the risk of accidents, whereas snow clearance is carried out to keep roads open as well as
safe.

The need for both operations fluctuates depending on weather conditions. To assess the need for
precautionary salting in particular, the County Council (with the Highways Agency) has invested in seven

local weather stations in different climatic zones within the county. The data from these stations is fed to
the Meteorological Office to improve the accuracy of forecasting for Lincolnshire’s roads.

Targets

The county targets for Winter Maintenance is:

. to complete treatment of 99% of precautionary salting routes within 4 hours of
required start time

Implementation

The first phase of implementation for the winter of 1999/00 included the extension of the pre-wetted
salt trial to three routes from the operational base at Spalding and the introduction of the first fully
operational brine spreader in the UK, following close liaison with operational staff in Denmark and
Sweden. This development is being closely monitored by TRL and interest is being shown by a number
of other local authorities.

10.7 smost SR s

10.7.1

10.7.2
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Issues

Lincolnshire County Council own 1425 bridges and 2475 culverts, footbridges, gantries and retaining
walls on County roads. In addition, there are another 180 privately owned bridges on County roads,
primarily consisting of Railtrack, Rail Property Board, Environment Agency and Drainage Boards. This
data is based on the new proposed national definition of a bridge as a structure with a span greater
than 1.5m as opposed to the previous Lincolnshire County Council definition of 1.8m. This change in
definition increases the bridge stock owned by Lincolnshire by 225. The geographical size of the County
combined with its rural nature and extensive drainage systems means that the structures stock is one of
the largest in the country.

It is estimated that there are over 2000 structures on Public Rights of way based on a 13% sample survey
carried out in 1999 of which a number of the footbridges have spans up to 20m.
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A high proportion of the bridges and culverts in Lincolnshire consist of brick arches, many in excess of
100 years old. Approximately 60% of the bridge stock was built prior to 1922. National regulations for
vehicle weights were first introduced in 1904 in the form of an 8 ton limit for an axle and 12 ton for a
vehicle. National changes have permitted a steady increase in maximum vehicle weights bringing the
present day limit to 11.5 tonne axle and 40 tonne gross vehicle introduced on 1 January 1999.

In 1998/99 the County Council committed
an additional £140,000 of resources to the
strengthening programme in recognition of
the importance it attached to bridges. In late
1998 Lincolnshire County Council were
successful in securing a 25% European Grant
for Rural Bridges with a £1.32M Obijective 5b
package bid. The County Council have
supported this 5b programme over the last
three financial years with £989,000 of its
own funds. Table 10.5 shows the historic
capital funding for bridges in Lincolnshire,
which include the additional resources
committed by Lincolnshire County Council.

The County Council have allocated
£225,000 of revenue funds for 2000/01 to
replace and strengthen culverts,
footbridges, retaining walls and gantries.
This level of revenue funding has been
provided on an annual basis over the last ten
years.

Bridge Assessments

Table 10.5

Historic Capital Funding For Bridges

1991/92 £2.373m
1992/93 £2.937m
1993/94 £2.900m
1994/95 £2.600m
1995/96 £1.080m
1996/97 £1.26Tm
1997/98 £1.171m
1998/99 £1.287m
1999/00 £1.330m
2000/01 £1.400m

All bridge assessments have now been commissioned on the 950 bridges eligible using the original
Lincolnshire definition of a bridge. The change in bridge definition will produce an additional 160
bridges that are eligible for assessment at an estimated cost of £180,000. The proposal is that these
bridges will be assessed during 2001/02. Table 10.6 and Figures 10.5 and 10.6 show the progress at 1
May 2000 taking into account the additional bridge stock to be assessed.

The failure rate from the bridge assessment
programme to date is 21%. Over 50% of the
failures are not capable of sustaining
commercial vehicles and HGVs.

Weight Restrictions

The County Council has currently weight
restricted 36 bridges on C and unclassified
roads which includes Horseshoe Bridge,
Spalding which has been closed to all traffic
due to concerns about the safety of the
structure, whilst a scheme is being prepared
to the satisfaction of English Heritage.
Weight restrictions are often ignored and the
police, who are responsible for enforcement,
do not have the resources to enforce them.
Thus prohibition cannot be assumed to

Table 10.6

Bridge Assessment Programme at 1 June 1999

Passed Assessment 725
Strengthened/ Reconstructed 111
Permanent Weight Restrictions 14
Temporary Weight Restrictions 22
Other Failures Awaiting Funds 46
Re-Assessments In Progress 12
Assessment Results Awaited 19
Outstanding Assessments 160
Total 1109

provide long term protection and in any case the damage inflicted on highway verges and the cost
incurred by those who obey the diversion signs/ routes cannot justify the long term imposition of these
weight restrictions. The County Council does not consider that weight restrictions are an acceptable long
term solution on 22 of these bridges and these are referred to as temporary weight restrictions.
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Figure 10.5 Figure 10.6

Completed Bridge Assessments Treatment of Failed Bridges and
The Ongoing Assessment Programme

12%
21%

6% 29%

10%

'4%

79%

39%
Pass Fail M Strengthened/ M Permanent Weight Projected Passes (79%
Reconstructed Restriction of ongoing assessments)
Projected Failures (21% Temporary Weight Other Failures
of ongoing assessments) Restriction Awaiting Funds

There are a certain number of weight restrictions which are considered acceptable which include ‘listed’
structures and cases where the costs of strengthening or replacement are extremely high for the benefits
provided or where there is a convenient suitable alternative route which is acceptable. The intention is
to retain 14 permanent weight restrictions on these grounds.

Bridge Strengthening

The County Council has completed all known outstanding strengthening work on all bridges on the
Primary Route Network (PRN) with the exception of one Rail Property bridge on the A15 in Lincoln which
has been propped as a temporary measure, awaiting funding. The two known outstanding failures on
principal roads will be addressed with the 2000/01 Bridges Capital Programme.

The County Council has been successful in securing European funding for the strengthening of rural
bridges in the Objective 5b eligible area, which is generally the east and south of the county. The £1.32
million programme stretching over three financial years which started in 1998/1999 will attract a 25%
grant from the European Regional Development Fund. This programme to strengthen over 24 bridges
will protect the employment in the rural economy by recognising the dependency of the agricultural and
food industries on access for HGVs throughout the area.

Since 1991/92, 111 bridges have been strengthened / reconstructed with an output of 10 - 12 bridges
per annum at an average unit cost of strengthening/ reconstruction assessed at £150,000. It is
anticipated that the average cost of reconstruction of a Railtrack bridge will be £400,000, to cover their
onerous project management, track possession and safety costs. All but one of the Railtrack bridges meet
their operational requirements and hence the reconstruction of these bridges would have to be funded
by the County Council. Railtrack reconstructed one of the bridges that failed to meet their statutory
obligations in 1999 following identification thorough the assessment process.

Bridge Maintenance
All structures deteriorate with age due to the exposure to weathering action and pollutants or from the

fatigue and vibration of traffic action. In addition, all bridges situated on winter maintenance routes
suffer further attack from chlorides on salted routes.
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Structural maintenance consists of a combination of

* Preventative maintenance to slow down the rate of deterioration to allow the structure to achieve its
design life. These works consist of waterproofing, joint replacement, cyclic painting, minor concrete
repairs and scour protection.

* Essential maintenance which is rehabilitation work to replace structurally inadequate components.
These works consist of major concrete repairs, steelwork replacement and scour repairs.

Failure to carry out planned preventative maintenance will inevitably lead to a reduced design life and
increased whole life costs.

Modern bridges are assumed to have a nominal design life of 120 years as quoted in BS5400. The 1981
OECD Road Research Report assumed bridges have a useable life of 200 years, which is possibly
optimistic since modern bridges are assumed to have a nominal design life of 120 years, as quoted in
BS5400. Certainly an optimistic lifespan of 200 years could only be achieved by ensuring planned
preventive maintenance programmes are in place for the life of the structure. In reality, the lack of
effective maintenance funding has not allowed Lincolnshire to embark on planned maintenance
programmes and a backlog of maintenance work has accrued. The current bridge assessment
programme whilst initiated to determine ability of bridges to sustain the 40 tonne vehicle, has in fact
highlighted the inability of many bridges to sustain loads well below the 40 tonne, due in part to
insufficient maintenance over the years. The current bridge strengthening programme is therefore
addressing years of neglect due to inadequate financial resources.

The national average replacement cost of Local Authority owned bridges is £215,000 which if applied
to Lincolnshire County Council owned bridges would give an asset value of £306 million. The estimation
of replacement cost is very subjective and there will inevitably be variations between authorities. The
average Lincolnshire replacement cost is considered to be lower than the national average since there
are very few expensive urban flyovers and consequently less associated Statutory Undertakers costs and
therefore has been estimated at £150,000 which would give a total asset value of £213 million.

The CSS Bridges Group Report on Funding for Bridge Maintenance dated February 2000 recommends
that the annual cost of maintenance should be 0.5% of the replacement cost. Applied to the 1425
County owned bridges on County Maintained Highway the annual required maintenance funding for
bridges would be £1.07 million (based on a 200 year useable life)

The County Council has in recent years allocated £350,000 per annum (0.16% of the cost of
replacement) towards major maintenance. The additional 225 bridges, acquired through the span
definition change, will require an additional £50,000 to maintain, extrapolating the existing funding
profile. An increasing amount of capitalised maintenance funds has had to be diverted to the
replacement of aluminium parapets lost due to theft or unrecoverable accident damage. The current
annual cost is estimated at £35,000

The bridges which passed their bridge assessment or were not eligible for assessment out of the total
stock of 1425, will even if maintained to the standard identified under 10.7.14, require replacement
when they reach the end of their useful life. These bridges could be identified in future through a 15
year cyclic ongoing assessment programme commencing after the end of the five year bridges LTP . Until
a cyclic bridge assessment programme is established there needs to be some allowance for the
replacement of ‘maintenance failures’. Assuming an optimistic 200 year useable life on all bridges which
have passed or are projected to pass their initial assessment, then an additional allowance of 4
‘maintenance failures’ should be made per annum. The 1109 bridges eligible for assessment were all
built prior to 1974 and the majority of the remaining 316 bridges maintained by the County were
designed to modern standards.

A recent survey of Highway Authorities by the CSS Bridges Group has revealed a backlog of
maintenance works which is equivalent to 3.2% of the average replacement cost. Assuming a 10 year
programme to overcome this backlog, the annual bridge maintenance funding would need to increase
by 0.3% of the replacement cost over and above that normally required.

The conclusion is that the County would require a minimum expenditure of £2.14 million per annum for
the maintenance and replacement of bridges (1.0% of replacement cost) once the failures from the
current assessment programme and the backlog of maintenance are addressed to keep pace with the
expected deterioration.
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Culvert / Footbridge / Retaining Wall Maintenance

There are 2475 known structures under this category owned by the County Council and the list increases
every year as additional culverts are uncovered, often as a result of a failure or a problem with flooding.
A number of recent culverts that have been uncovered have consisted of long brick structures running
under lengths of road up to 100m in length.

The majority of the culverts are brick arches over a 100 years old. The average replacement cost is
approximately £25,000 giving a total asset value of £62 million. Using the 200 year design criteria over
12 replacements would be required annually at an annual cost of £300,000.

All walls greater than 0.6m in height are classified as retaining walls. Retaining walls that support the
highway and some that support land above the highway are the responsibility of the County Council.
The County Council has records of 63 retaining walls of which 51 appear to be owned by the County
Council. Two of these walls support the PRN. It is believed that only a small percentage of the retaining
wall stock is currently recorded on the inventory.

Included in the above total are 220 highway footbridges (recreational footbridges excluded), the spans
of which vary enormously. Replacement costs vary from £8,000 for simple wooden footbridges to
£35,000 for larger span steel footbridges. Approximately two replacements are required per annum.

Options

Bridge Assessments

The County Council has been extremely vigilant in ensuring that the bridge assessment failure rate is
kept as low as possible by reviewing all assessments at regular intervals and authorising more
rigorous/refined analysis wherever possible or adopting independent re- assessments. A précis of the
approach and options considered follow:

* Extensive testing has been carried out to verify known records and identify details where not known
to ensure assessments are based on correct information.

* Rigorous analysis has been undertaken for every simple assessment failure where there has been the
chance of an improved capacity even if the prospect of achieving 40 tonne capacity looked remote.

* The majority of assessments have been carried out by external consultants whose general approach
tends to be conservative. The County have vigorously pursued in house re-assessments by staff
trained in plastic analysis techniques, particularly yield line analysis, where the results provided by
Consultants could perceivably be improved.

* Many assessments carried out in earlier years have been re-assessed to take advantage of the more
beneficial clauses and assessment codes introduced since their original assessment.

Bridge Strengthening

The County Council have long recognised that bridge strengthening funds would not fully meet
expectations and have endeavoured to obtain value for money to maximise benefits of the scarce funds
available. The scope for exploring savings from bridge strengthening options tend to become more
limited with small rural bridges due to their size, particularly width, which eliminates solutions that
restrict the width. A summary of some of the main examples of policies adopted to derive value for
money are:

*  Width restrictions have been applied to four bridges on B roads with traffic permanently controlled
by demand activated traffic signals. A further scheme is proposed for 2000/01 at the site of a listed
structure.

* One new bridge has been reconstructed with a single way carriageway and traffic signals to avoid a
carriageway realignment and reduce the cost of the bridge

* A brick arch bridge has been strengthened by innovative stainless steel grouted anchors to avoid a
costly reconstruction. A further scheme is planned for 2000/01

* The strength of brick arches have been increased by placing additional fill where the condition of the
bridge does not warrant demolition.

* Plate bonding techniques have been used as low cost strengthening option

* Safety fencing has been used extensively to reduce the number of edge beam/parapet failures
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Strategy

Bridge Assessments

The assessment programme for County Council owned bridges is now planned to be completed at the
end of 2001/02 due to the additional 160 bridges that become eligible thorough the span definition
change. The estimated cost of this programme is £180,000 to be incurred during the first year of the full
LTP

The County Council has entered a Joint Venture Agreement with Railtrack for the County to assess 20
Railtrack owned bridges. The appointment of Consulting Engineers to act as reviewing engineers has
delayed progress on the assessments but it is anticipated that these assessments will be completed
during 2000/01. A Deed of Agreement was signed with Rail Property Board in late 1998 and all 14 of
these assessments are now complete.

Weight Restrictions

The County Council may need to impose temporary weight restrictions to protect bridges which have
failed the assessment and continue to deteriorate or give cause for concern, whilst awaiting
strengthening funds. The situation will need to be reviewed on an regular basis in relation to the revised
priorities and the level of financial support secured by the County Council.

The long-term aim is to remove all interim weight restrictions. The rate of progress will be determined
by the level of financial support from Central Government through the LTP system

Bridge Strengthening

The County Council have strengthened all known County Council bridge failures emanating from the
assessment programme that lie on the PRN. Any failures emanating from the outstanding assessment
programme that lie on the PRN will receive first priority followed by those on principal roads. There are
six bridges that lie on the PRN within the span range 1.5m - 1.8m still to be assessed.

The County Council ranking system will be used to determine the priorities for
strengthening/reconstruction of bridges on all other routes. To ensure that limited funds are directed to
the most needy cases, namely those deficient bridges which do not lie on principal roads, a method of
prioritising strengthening works has been developed taking into account the following factors:

. Theoretical strength as determined by assessment
. Bridge condition

. Traffic flow

. Length and suitability of diversion route

. Consequence of bridge failure

. Measures taken to date

. Grants/contributions from external sources

. Value for money

. Negotiations with private owners

The works programme will undoubtedly be influenced by external factors and updated with the ongoing
receipt and review of outstanding bridge assessments.

There are five known Railtrack owned bridge failures to date which require reconstruction/re- decking.
All these bridges satisfy Railtrack’s BE4 liability and the Council will be financially liable for their
replacement. However, it is anticipated that progress with Railtrack will be slow, with the requirement to
obtain a Works Agreement and track possessions, and it is unlikely that more than one bridge will be
addressed per year commencing 2001/02 at the earliest. Realistically the County Council accept that
despite high ratings there is little likelihood of these bridges being reconstructed to programme and have
allowed for at least one not to be addressed within the five year plan. Further slippage will be
accommodated by the highest ranked bridges from the projected 64 additional bridges from outstanding
assessments and maintenance failures.
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The long-term aim is to strengthen/reconstruct all County Council owned bridge failures with the
exception of a 14 permanent weight restrictions. The rate of progress will be determined by the level of
support from Central Government through the LTP system. Another long term aim is to
strengthen/reconstruct all Railtrack/Rail Property Board bridges. The rate of progress will be governed by
the level of support from Central Government and negotiations with the owners.

The County Bridge Assessment Programme is projected to identify another 40 failures from the
outstanding assessments extrapolating the 21% failure rate through the additional bridge stock to be
assessed due to the change in span definition. The total failures still to be addressed would then stand
at 123 of which at least 9 would be Railtrack/ Rail Property Board bridges.

The 2000/01 Bridges Capital Programme supplemented by the European Grant for Rural Bridges will
strengthen/reconstruct 23 bridge failures. This will leave 91 County Council owned and 9 Railtrack/Rail
Property bridges still to be strengthened/reconstructed after 2001/02.

Bridge Maintenance

Structural deterioration of all bridges and other highway structures will be monitored by a cyclic system
of inspection. This comprises a General Inspection, the frequency of which depends on span but for
bridges with a span greater than 5m carried out every two years by a dedicated inspector and a Principal
Inspection every 6 or 10 years, depending upon span, carried out by a senior structural engineer. These
inspections are supplemented by Special Inspections which include diving inspections on those bridges
considered at risk and monitoring of weak bridges which are awaiting strengthening funds but have not
been weight restricted.

Structural maintenance works on bridges and other highway structures will be assigned a severity rating
which will be used to prioritise and manage all maintenance works. The rating will reflect the severity of
the identified defects and the operational, financial and safety consequences of delaying remedial
works. 7.3% of the current bridge stock have Severity 1 (very urgent) and Severity 2 (urgent) defects.

Culvert / Footbridge/ Retaining Wall Maintenance

Structural maintenance works on culverts, footbridges and retaining walls will be assigned a severity
rating which will be used to prioritise and manage all maintenance works. The rating will reflect the
severity of the identified defects and the operational, financial and safety consequences of delaying
remedial works. The scope for remedial work will be severely restrained by the ability to gain access for
repairs. 6.1% of the current culvert/ footbridge stock have Severity 1 (very urgent) and Severity 2 (urgent)
defects. (Culverts will not attract a Severity 1 rating since a failure would not be considered catastrophic)

Targets

The County Council’s Best Value Performance Indicators for bridges which include the 5 year period of
the Local Transport Plan are as follows:

~

(MT 12 - To improve access to the County’s network by 5% by increasing the number
of bridges capable of taking 40 tonne lorries from 88% (986 bridges) at the
end of 1999/2000 to 93% (1030 bridges) by 2006.

MT 13 - To improve the structural integrity of the County’s bridges by reducing the
number of bridges with Severity 1 and Severity 2 defecits from 7.3% (95) at
the end of 1999/2000 to 3.5% (45) over the next 6 years.

MT 14 - To improve the structural integrity of the County’s culvert/ footbridges with

severity 1 and Severity 2 defects from 6.1% (118) to 4.56% (87) by 2006.

10 Maintenance : Asset Protection



10.7.43

10.7.44

10.7.45

10.7.46

10.7.47

10.7.48

10

The County Council’s long term targets are reflected in the following aims under each Performance
Indicator :

* To allow 99% of the bridges on the County’s network to carry the 40 tonne lorry, leaving only bridges
with permanent weight restrictions

* To eliminate all Severity 1 and 2 defects on County owned bridges

* To eliminate all Severity 1 and 2 defects on County owned culverts/footbridges

The above targets as reflected by the Performance Indicators are challenging in that to achieve all the
targets the available funds must be balanced between :

» Strengthening/Reconstruction on bridges of all owners (Capital)
* Major Maintenance on County owned bridges (Capital)
* Specified maintenance on County owned (Revenue)

The County Council would seek to balance any additional Capital resources available through the LTP
process to:

* Removing the weak bridges on the County network by reconstructing/ strengthening outstanding
bridge assessment failures to increase access to 40 tonne vehicles

* Addressing the major maintenance backlog on County owned bridges (referred to under 10.7.20)

Implementation

The proposed 5 year plan for bridgework’s is shown in Table 10.7 with a bid of £1.25 million in the first
year which will allow the completion of Vauxhall Bridge, Boston with a £370,000 financial commitment
as a carry over from 2000/01 and the strengthening/ reconstruction of three further bridges. One of
these bridges is the Railtrack owned bridge at Metheringham and the County Council are currently in
negotiations with Railtrack and a track possession has been booked for the summer of 2001 . If progress
is delayed on the Railtrack bridge then the next schemes in the County ranking list shown in Table 10.7
will be addressed. The schemes in the 5 year plan have been prioritised using the County Council
ranking system and adjusted to reflect the following constraints:

* Schemes on principal roads will receive top priority

* Only one Railtrack scheme programmed per year commencing 2001/02

* Schemes which attract grant will receive a higher priority than those schemes which do not qualify

* Bridges on routes with no suitable alternative access will receive priority where there is a legal
obligation

Included in each of the five years within the Plan is a core £400,000 per annum (0.19% of replacement
cost) to address major maintenance. In addition £35,000 per annum has been included for the
replacement of aluminium parapets lost due to theft and unrecoverable accident damage.

The five year Plan submitted if executed will address all failures with the exception of 92 bridges as
shown in Figure 10.7. These remaining failures will comprise:

* 1 Known Railtrack owned assessment failure
* 14 bridges with permanent weight restrictions
* 40 projected assessment failures

* 24 projected maintenance failures

The 64 projected failures are expected to be processed from the outstanding assessments and future
maintenance failures and will be added to the ranking process. The inclusion of these additional failures
within the programme may well affect the priority of the bridges in the programme appended with this
bid. The lowest ranked bridges, for which insufficient funds are likely to be available within the next five
years, will be either weight restricted or monitored, until funds become available. Not all bridges lend
themselves to monitoring (those prone to sudden failure such as cast iron) but generally where the mode
of failure is progressive over a period of time (such as brick arches) the regular inspection by a structural
engineer is proposed. This option would only be adopted where it is feasible and economic to establish
the necessary inspection regime, otherwise it would become difficult to resource the burden of
monitoring weak bridges.
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Road

Area

Bridge Name

2001/02 BRIDGES CAPITAL PROGRAMME

2000/01 Carry Over

1
2
3

C339
C007
B1360

RUR
RUR
MUA

Vauxhall Br

Railtrack Br. No. 20
Neslam Br
Dixon Street Br

2002/03 BRIDGES CAPITAL PROGRAMME

2001/02 Carry over

4
5
6
7
8
9

10

11

12

C440
B1394
u/c
u/c
u/c
u/c
u/c
u/c
C791

RUR
RUR
LMT
RUR
RUR
RUR
RUR
RUR
RUR

Neslam Br

Stenwith Rail Br
Red Bridge

Carre Street Br (2)
Huttoft Rail Br
Gorse Lane Br
Sluice Br
Boardings Br
Bottom Meadow Br
Sea Bank Sluice Br

2003/04 BRIDGES CAPITAL PROGRAMME

13
14
15
16
17
18

u/c
C326
Al5
u/c
u/c
u/C

RUR
RUR
MUA
LMT
RUR
RUR

Railtrack Br

Gorse Hill Br

Cross O’Cliffe Rail Br
Bone Mill Bridge
Braceborough Culv (1)
Sand Lane Br

Parish

Boston

Metheringham
Pointon & Sempringham
Lincoln

Pointon & Sempringham

Woolsthorpe
Helpringham

Sleaford

Huttoft

Silk Willoughby
Wainfleet All Saints
Pinchbeck

Braceboro” & Wilsthorpe
Wyberton

Stainton by Langworth
Caythorpe

Lincoln

Sleaford

Braceboro’ & Wilsthorpe
West Rasen

Five Year Bridges Plan

LCC

Railtrack
LCC
LCC

LCC

BRPB
LCC
LCC
BRPB
LCC
LCC

LCC
LCC

Railtrack
LCC
BRPB
LCC
LCC
LCC

Cap

7.5t

7.5t
Zero
Zero

3t
10t
Zero
3t
7.5t
3t
Zero
17t
7.5t

3t
7.5t
3t
7.5t
13t
171

Weight res/
Temp meas

ot 1967
Temp barriers

3t 1995
3t 1999
7.5t 1999
Monitor
CLOSED 1997
25t 1996
3t 08/11/91
13t 1996

Propped to 24t

171 1994

Comment

2000/01 financial committment
Cast iron

Edge beam weakness

Parapet replacements

Other major maintenance
Bridge assessments

2001/02 financial commiiment

Fill in

Emergency 3t GVW

Parapet replacements
Other major maintenance

Cast iron

No alternative route

Parapet replacements
Other major maintenance

Est Scheme
Cost

Table 10.7

£ 370,000
£ 195,000 420
£ 50,000 282
£ 20,000 248
£ 35,000
£ 400,000
£ 180,000
£ 1,250,000
£ 75,000
£ 150,000 210
£ 200,000 209
£ 100,000 200
£ 80,000 159
£ 50,000 146
£ 90,000 127
£ 50,000 122
£ 20,000 115
£ 56,000 112
£ 35,000
£ 400,000
£ 1,306,000
£ 400,000 340
£ 50,000 106
£ 300,000 206
£ 50,000 116
£ 45,000 102
£ 60,000 102
£ 35,000
£ 400,000
£ 1,340,000
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Road

Area

Bridge Name

2004/05 BRIDGES CAPITAL PROGRAMME

19
20
21
22
23

C113
C219
C483
u/c
C228

RUR
RUR
RUR
RUR
RUR

Bracken Hill Rail Br
Laughton Br

Liittle Ponton Br
Riverhead Br

Beck Lane Br

2005/06 BRIDGES CAPITAL PROGRAMME

C782
u/c
C123
u/c
u/c
u/c
u/c
C350
C503
C108
C053
C223
C385
B1202
C257
u/c
C699
C431
C009
u/c
u/c
C222

RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
MUA
MUA
RUR

Ings Bridge

Hall Drive Br
Bassingham Rd Br
Linga Lane Br
Low Wood Br
Scothern Br
Wath's Br
Packhouse Br (2)
Massey’s Br
Saxilby Rd Br
School Br
Rylands Br

West Sprites Culv
Lissington Br
Scothern Br

Red Lion Br
Northgate Culvert
West Glen Br
South Meadow Br
Monson Street Br
Scorer Street Br
Washdyke Br

Parish

Heighington
Laughton

Little Ponton & Stroxton

Louth
Scotton

Freiston
Blankney
Thurlby (NK)
Bassingham
Upton
Stainton by Langworth
Bourne
Scredington
Waddingworth
Skellingthorpe
Stapleford
Welton

Digby
Lissington
Scothern
Ruskington
Pinchbeck
Carlby

Baston
Lincoln
Lincoln
Faldingworth

Five Year Bridges Plan

Owner

Railtrack
LCC
LCC
LCC
LCC

WFIDB
LCC
LCC
LCC
LCC
LCC
LCC
LCC
LCC
LCC
LCC
LCC
WFIDB
LCC
LCC
LCC
LCC
LCC
LCC
LCC
LCC
LCC

Cap

7.5t
7.5t
7.5t
17+
10t

25t
25t
7.5t
13t
13t
Zero
12.5t
7.5t
Zero
7.5t
10t
3t

3t
38t
17t
10t
38t
3t
7.5t
7.5t
7.5t
38t

Weight res/
Temp meas

7.5t 1995
25t 1999
17t 1999
13t 1999

Propped 1994

Comment

Cast iron
Scour & Edge slab failure

Plate Bonding

Parapet replacements
Other major maintenance

Suitable for monitoring
Suitable for monitoring/ No alt route
Suitable for monitoring

Temporary propping in place

Suitable for monitoring

Safety fence most economical solution
Suitable for monitoring

Suitable for monitoring

Suitable for monitoring
Reconstruction

Suitable for monitoring

Resurface most economical solution
Suitable for monitoring

Suitable for monitoring

Suitable for monitoring

Suitable for monitoring

Edge Slab failure/Bollards

Edge slab failure/ Bollards

Suitable for monitoring

Parapet replacements

Other major maintenance

Table 10.7 (continued)

Est Scheme
Cost

£ 400,000
£ 85,000
£ 70,000
£ 150,000
£ 60,000
£ 35,000
£ 400,000

£ 1,200,000

£ 25,000
£ 55,000
£ 15,000
£ 75,000
£ 75,000
£ 125,000
£ 55,000
£ 35,000
£ 35,000
£ 15,000
£ 35,000
£ 30,000
£ 55,000
£ 20,000
£ 15,000
£ 25,000
£ 12,000
£ 30,000
£ 35,000
£ 6,500
£ 6,500
£ 50,000
£ 35,000
£ 400,000

£ 1,265,000

LTP
Rating

290
102
96
94
88
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Road

Area

Bridge Name

MONITORING / PROPPING
FROM THE OUTSTANDING ASSESSMENTS AND PROJECTED "MAINTENANCE FAILURES” 64 ADDITIONAL BRIDGES ARE ANTICIPATED TO BE ADDED UNDER THIS CATEGORY
THE BRIDGES WILL BE RANKED AND THE LOWEST PRIORITY SUITABLE FOR PROPPING / MONITORING WILL BE INCLUDED IN THIS SECTION

46 C355
47 C440
48 u/c
49 C847
50 u/c
51 B1162
52 u/c
53 C563
54 Cé648
55 u/c
45 u/c
57 C779
58 C123
59 Cé685
60 C438

MUA = Major Urban Areas

RUR

RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR
RUR

Railtrack Lowfields

Stenwith Br

Mexican Br
Northlands Br

Fox Covert

Deeping St. James Br
West Lane Br

Lud Br

Stickford Br

Cosy Cofttage

Old Leake Station Bridge

Freiston Br
Thurlby Br
Rawson’s Br
Ford Bridge

Parish

Metheringham

Woolsthorpe
Midville

Sibsey

Broxholne
Deeping St. James
Revesby
Hallington
Stickford

Tetford

Old Leake
Freiston Br
Thurlby (NK)
Fishtoft

Aslackby & Laughton

LMT = Large Market Towns

Railtrack 7.5t 13t 1967
BWB 13t 3t 1995
LCC 17t 17t 1996
EA 17+ 17t 1996
LCC 7.5t 7.5t 1993
CAM CC 7.5t 1988
EA 3t 17t 1999
LCC 10t 7.5t 1995
EA 17+ 17t 1998
LCC 7.5t 7.5t 1993
WFIDB 7.5t CLOSED 1999
LCC 7.5t 7.5t 1999
LCC 17t 17¢ 1995
EA 17t 10t 1995
LCC 17t 17¢ 1999

Five Year Bridges Plan

Cap Weight res/
Temp meas

RUR = Rural Heartlands

Comment

Cast iron / No alt route

Permanent weight restriction
Permanent weight restriction
Permanent weight restriction
Permanent weght restriction

Permanent weight restriction
Permament weight restriction
Permanent weight restriction
Permanent weght restriction

Permanent weight restriction
Permanent weight restriction
Permanent weight restriction
Permanent weight restriction
Permanent weight restriction
Permanent weight restriction

Table 10.7 (continued)

Est Scheme
Cost

£ 400,000 230

N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A

[eNoNeoloRoNoloNoNoNoNoNoNoNe]




Figure 10.7

Bridge Strengthening Programme
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10.7.49 A summary of the effect that the 5 year plan will have on the bridges programme is shown in Table 10.8.
The projected maintenance failures will be confirmed by either re-assessment using revised condition
factors or in the case of brick arches by re-evaluation of the assessment in combination with a qualitative
assessment considering the significance of the recorded defects.

Table 10.8
Summary of Five Year Bridge Strengthening Plan
Start of 5 Year Plan After First Year of Plan End of 5 Year Plan Change
Passed Assessment 874 874 874 0
Strengthened/ Reconstructed 134 137 179 +45
Permanent Weight Restrictions 14 14 14 0
Outstanding Assessment Failures 87 84 42 -45
Total 1109 1109 1109 0
Projected Maintenance Failures 4 8 24 +20
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Issues

The need to encourage modal shift away from the reliance on the car requires support, which includes
creating and maintaining a safe environment for the public. The County Council believes that an
essential asset contributing to this shift is an efficient and well managed lighting stock.

The County County’s Best Value Performance Indicator (BVPI98 — the percentage of street lights not
working as planned) is one of the lowest of any county and average costs (BVPI95) are amongst the
lowest in the region. This has been achieved through good asset management providing the resources
to maintain and replace the existing stock.

The County Council maintains a detailed inventory and fault history of its street lighting stock which
ranges from modern installations to some 50 year old concrete columns. The rate of deterioration of
columns is influenced by type of column and geographical location. An assessment of the inventory has
shown all concrete columns are between 25 and 50 years old. Some need urgent attention, due to salt
attack on internal steel in coastal areas and other air borne chemicals in larger urban areas. These
cause expansion of the reinforcing bars and subsequent spalling and collapse of the concrete. All should
be replaced or steel sleeved over the next 20 years. Steel G1(root protected from the environment)
columns are all less than 25 years old, but require refurbishment after 20 years to extend the
installation’s life. Steel non-G1 columns are generally painted mild steel, but many show signs of severe
corrosion and are in urgent need of replacement. All should be replaced in the next 20 years. All other
columns are in varying states of repair and rates of deterioration, but will all require replacing over the
next 20 years.

Options

There are a number of options :

* to react to the current condition reports from the routine maintenance programme

* to concentrate on the individual aspects to the exclusion of others

* to instigate a planned programme of route based inspections, testing and reporting to derive the
replacement programme

Strategy

Table 10.9 below shows the total cost of replacing the entire column stock over the next 20 years. The
total cost equates to an annual replacement budget of £875,000. Currently, this budget is £780,000,

Table10.9
20 year Street Lighting Specified Maintenance Needs

Road Type Column Type Column Size No. Of Cost/Unit Total Cost
Columns £ £

Principal Concrete/Steel Sleeve 10/12 metre 700 110 77,000
Non-Principal Concrete/Steel Sleeve 5/6/8 metre 2,700 75 202,500
Principal Concrete 10/12 metre 400 760 304,000
Non-Principal Concrete 5/6/8 metre 10,950 545 5,967,750
Principal Steel G1 10/12 metre 300 300 90,000
Non-Principal Steel G1 5/6/8 metre 19,500 200 3,900,000
Principal Steel Non-G1 10/12 metre 2,850 730 2,080,500
Non-Principal Steel Non-G1 5/6/8 metre 7,800 520 4,056,000
Principal Others 10/12 metre 500 175 87,500
Non-Principal Others 5/6/8 metre 5,000 150 750,000
Total 50,700 17,515,250
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10.8.7

10.8.8

10.8.9

but by carefully planning the replacement programme, savings can be made in routine and non-routine
maintenance, together with energy cost reductions through competitive supply. These savings will be
used to enhance the replacement programme to the required budget.

The strategic priorities will be :

. 10 metre Concrete replacement

. Steel non-G1 replacement

. Concrete replacement or sleeving

. Steel G1 refurbishment

. Replacement of other types of columns

Assessments will be carried out to quantify the severity of defects and determine the rate of deterioration
for each column type to target urgent repairs and prioritise the replacement/ refurbishment programme.

Targets

The county 5 year Performance Plan targets for street lighting is:

MT15 - To replace/refurbish 20% (10140) columns from the County lighting stock of
50,700 units over the next 5 years.

Implementation

The budget for column replacement and refurbishment for 2000/01 will be increased to £875,000 to
meet the requirements of the Performance Plan.

10.9 PUBLIC RIGHTS OF _

10.9.1

10.9.2

10.9.3

10

Issues

The public rights of way network in Lincolnshire comprises over 3900 km of Footpaths, Bridleways,
Byways Open to All Traffic (BOATs) and Roads Used as Public Paths (RUPPs), spread over a very large
area. These represent the single most important means of recreational access into the Lincolnshire
countryside, as well as providing vital routes within and between communities, in particular for
pedestrians, cyclists and horseriders.

The majority of Lincolnshire is very low-lying, with a requirement for an extensive drainage system. This
in turn impacts on the needs of the public rights of way network, with the necessity to provide and
maintain a large number of bridges on these routes. The fertile nature of the land means that there is
normally a high level of seasonal natural vegetation growth, necessitating an extensive cutting
programme to keep paths in a useable condition. With such a large network, the statutory duty to
signpost paths where they leave a metalled road, places a substantial burden on resources.
Deterioration rates of signposts and structures mean that considerable resources are required to
maintain the present level of provision. Furthermore, a very substantial proportion of the network is
without existing provision.

Information gathered from a 13% sample survey carried out in 1999, together with estimated
achievements and deterioration rates since that survey, suggests that the situation as at the end of March

2000 was as shown below:

1. For Priority 1 & 2 routes (Countywide)

. Of an estimated 847 necessary bridges, some 10% require construction or repair.
. Of an estimated 3866 necessary signposts, some 11.8% require installation or repair.
Maintenance : Asset Protection 95
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2. For Priority 3 routes (Countywide)

. Of an estimated 1270 necessary bridge, some 57.5% require construction or repair.
. Of an estimated 4005 necessary signposts, some 34.4% require installation or repair.

Significant proportions of public rights of way in Lincolnshire are affected by arable farming. It is
estimated that some 17% of the network run across arable land which is regularly cultivated, with a
further 10.5% passing alongside arable land. Breaches of the Rights of Way Act which protects routes
from illegal disturbance of field-edge paths and which requires reinstatement and marking out of cross-
field paths subject to cultivation are widespread, as is encroachment/obstruction by growing crops. The
County Council has a robust policy for enforcement in these cases but this action provides a further
burden on resources.

Strategy

In 1987, the Countryside Commission set the following National Target for rights of way :-

“All Rights of Way should be legally defined, properly maintained and well publicised by the end of the
century”

In 1993, whilst acknowledging that it might not be possible to achieve the elements of the National
Target in all cases by the year 2000, the Commission introduced the “Milestones” approach to assist
authorities in setting timetables for achieving the target. Only those authorities with an approved
Milestones Statement would be eligible for grant aid for public rights of way work. The County Council
approved Lincolnshire’s first Milestones Statement in June 1996. A commitment was made that a full
review of the Statement would be made in 1999.

A sample survey was carried out during 1999 in order to provide baseline information on the current
condition of rights of way in Lincolnshire. This survey provided information on several issues crucial to
the task of attaining County targets. This included estimates of the total number of some key components
e.g. bridges and signposts, together with estimates of the number of those in satisfactory condition and
the number that required construction or repair.

Drawing on this information, and following a period of consultation, a revised Milestones Statement
“Milestones 2000” was approved by the County Council to guide work on rights of way over the next
five years. New County Targets were set for this period, together with a number of specific targets for
individual elements of the work required.

In order to most effectively use available resources, all routes have been placed in a specific priority
category, and targets within the Milestones strategy are set in relation to these priority categories. This
will ensure that the County Target will first be met for those routes falling into the higher priority
categories (priority 1 & 2) and will be followed on by those routes perceived as being of generally lesser
importance (priority 3). Work on these higher priority promoted, inter village and important local routes
will continue, as reported, within agreed timescales, with proactive work being carried out in accordance
with availability of resources. Work on lower priority (priority 3) paths will be carried out when resources
are available .

Breaches of the Rights of Way Act where paths are adversely affected by arable farming continue to
substantially affect access along paths and action will continue to be taken to resolve these
infringements, with emphasis on the higher priority routes.

The Parish Paths Partnership scheme currently operated in the county, in which, at present, over 80
Parishes and Local Groups are supported in their involvement in the management of the local network,
will continue, although funding support from the Countryside Agency has now been withdrawn. This
scheme has proved to be popular and successful, supporting local people in improving the condition of
their local routes, keeping them open, in use and promoted and contributing to the achievement of
county targets.
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Targets

10.9.12 The County targets for rights of way are :

MT16 - To make 95% of Priority 1 & 2 public rights of way and 50% of Priority 3
public rights of way open and available for use by 2006

MT17 -  To signpost 84% of all footpaths and other rights of way where they
leave a road by 2006

Implementation

10.9.13 Work will be carried out as prioritised above, in accordance with the strategy set out in the Milestones
Statement, assuming that current level of resourcing is maintained.
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11.1.1

I1

Safety : Staying Alive

A comparison with a number of other shire counties shows that Lincolnshire has one of the poorer
records in relation to collisions which occur on the roads, as shown by the following statistics:

1989 = 100

Safety : Staying Alive

Between 1994 and 1998, the annual average number of casualties in Lincolnshire increased 19.5%
(nationally 3%). However, 1999 saw a decrease of 4% on 1998, compared with a 2% fall nationally.
This is shown in Figure 11.1.

The County has one of the highest number of road deaths per head of population in Great Britain
and Europe (see Figures 11.2 and 11.3) and the percentage of casualties which are fatal is double
that of the national average.

The proportion of personal injury collisions which result in fatal or serious injuries is about 20% higher
in Lincolnshire than in Great Britain generally.

The principal cause of injury collisions in Lincolnshire is driver error, as shown in Table 11.1.

During the 5 year period 1994-98, 12,819 road collisions were recorded in Lincolnshire. Whilst there
are clusters of road traffic collisions, this is a problem throughout the whole of the County’s road
network.

There are, on average, 80 fatal and 520 serious collisions on Lincolnshire’s roads per annum, costing
the economy in excess of an estimated £150m. However, in 1999 the number of fatal casualties was
104 with a corresponding increase in cost to the community.

Figure 11.1

Comparison of Road Casualty Trends
Lincolnshire vs National - All Casualties
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Figure 11.2

Comparison of Road Casualty Trends
Lincolnshire vs National - Fatal Casualties
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11.2.1

Recognising Lincolnshire’s poor performance in Road Safety, this service was selected as a high priority
for a fundamental service review in the first year of the County Council Performance and Budget Plan
2000-1 to 2002-3. This action was reinforced by the following factors: -

* High level of public concern identified through 1999 Citizens Panel which identified Road Safety as
second only in importance to reducing crime as a personal safety issue.

* Road Safety was identified as a key issue in 5 out of 7 District Crime and Disorder Audits undertaken
by Community Safety Groups in Lincolnshire.

* Road Safety is a major issue in one of the County Council 6 main objectives in the Performance Plan
under the heading “Securing safer more confident communities.”

* The new Government Targets for casualty reductions set out in the Road Safety Strategy, “Tomorrow’s
Roads - Safer for Everyone”, are even more onerous than indicated previously.

11.3 STAYING ALIVE PAR _

11.3.1

11.3.2

11.3.3

11.3.4

11.3.5

I1

In carrying out the review, it was recognised that
responsibility for Road Safety in Lincolnshire does
not just rest with the County Council but both the
Police and Health Authority play a major part in
delivering this service.

It was therefore agreed as part of a wider initiative
of joint working under Lincolnshire in Partnership
(LiP) that the “Staying Alive” Partnership should be
formed with the core Partners being

* Lincolnshire County Council
* Lincolnshire Police
* Lincolnshire Health Authority

It was clearly recognised that all these organisations had a joint responsibility for road safety in
Lincolnshire: -

* The County Council has a statutory duty to provide safe roads and to take practical steps to reduce
road traffic accidents and casualties

* The Police are responsible for speed enforcement and for dealing with road traffic collisions on site,
as they occur.

* The Health Authority role is to improve health and tackle inequalities and ensure effective health care
services are commissioned and provided

* All the parties recognised the benefits of joint working to improve road safety.

The Review Team

The Review Team had representation from all three partners plus the Highways Agency (as 31% of fatal
accidents in Lincolnshire are on the Trunk Roads), the Government Office for East Midlands and a
Coroner, for independent scrutiny.

The Project Team

A full Project Team has been set up with two seconded staff (a Police Inspector and an AIP Engineer)
along with part-time input from a public health officer of Lincolnshire Health Authority.
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11.3.6

11.3.7

11.3.8

102

The Programme

The review commenced in October 1999 and has been programmed for substantial completion in time
for input into this Plan. In compliance with Best Value Guidelines, the following processes were
undertaken:-

Compare

This has involved:-

* A number of comparisons with the following 16 similar Shire Counties:
Cheshire, Cornwall, Cumbria, Derbyshire, Devon, Gloucestershire, Hereford and Worcester,
Leicestershire, Norfolk, Northamptonshire, Northumberland, North Yorkshire, Nottinghamshire,
Shropshire, Suffolk, Warwickshire

* More detailed comparison with 3 authorities that have been successful in reducing accidents -
Gloucestershire, Suffolk and Shropshire County Councils

* Problems identified specific to Lincolnshire

From this work, certain specific problems were identified which appear to be greater than in the
comparison authorities

* Elderly drivers. The number of accidents involving elderly drivers has doubled over the last ten years
as shown in Figure 11.4.

* 12-15 year old pedestrians. Lincolnshire has a worse record than all the comparison authorities
in this category (see Figure 11.5)

* Car drivers. 51% of all fatal and serious casualties in Lincolnshire in the five years 1994-98 were
car drivers (see Figure 11.6) and this is another area in which Lincolnshire compares badly with the
other authorities. The principal cause of injury accidents in Lincolnshire are driver errors, with the top
reasons being misjudging speed/distance, being on the wrong course or in the wrong position,
turning right injudiciously, driving too close, crossing the road heedlessly and going too fast.
Overtaking, misjudging bends and injudicious emergence from minor roads are lesser but significant
causes of accidents (see Table 11.1).

* Single carriageway derestricted roads. 85% of fatal accidents and 69% of serious accidents are
on unrestricted roads - the rural single carriageways (see Table 11.2), where the main cause of
serious and fatal accidents is the speed of vehicles.

* Crashes on Ice/Frost/Snow. Lincolnshire has the third worst accident record in relation to the
comparison group where ice/frost/snow was a contributory factor. Further analysis is being
undertaken as part of the Best Value Review into Winter Maintenance to investigate the reasons for
this.

Figure 11.4
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Figure 11.5

Accidents per 100,000 Head of Total Population involving Pedestrians aged 12-15
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Figure 11.6

Fatal and Serious Casualties, 1994-98 Table 11.1

Primary Causes of Fatal & Injury Accidents

9% in Lincolnshire

CAUSE %
1 Misjudged speed/distance 12.1%
2 Wrong course/position 10.7%
3 Turning right injudiciously 6.8%
51% 4 Going too fast 6.7%
5 Crossing road heedless of traffic 6.1%
6 Driving too close 5.2%
7 Overtaking 4.6%
8 Bend 3.9%
9 Ice, Frost, Snow 3.7%
10 Injudicious emergence minor road 2.9%

[ Car Drivers [ Vehicle Passengers B Motor Cyclists

Total Top Ten categories 62.7%

Pedal Cyclists [ Pedestrians
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11.3.9

11.3.10

11.3.11

11.3.12

11.4 INITIAL OUTCOMES

11.4.1

11.4.2

104

Other areas of concern

These are also serious road safety problems but
when compared with other comparison
authorities we are no better or worse than the

Table 11.2

Accidents by Severity and Speed Limit
for the Last 3 Years

rest of the country.

[Soecd imit | _Forol | Serious |_Sight |

* Young drivers (aged 17 - 25 years) -

current level of accidents 1052 per annum 50 mph or less 18% 33% 50%
* Motorcyclists - There' is evid.ence from a | 49 mph 82% 67% 50%

number of other counties, particularly North

Yorkshire, Cheshire and Derbyshire, that | Total 100% 100% 100%

recent increases in sales of high-powered

motor cycles have led to an increase in casualties amongst the riders of these vehicles and their
passengers. In Lincolnshire the long term downward trend in casualties was reversed in 1998, across
all age groups and there has been a 4% increase in casualties. In 1999 the number of motor cycle
riders killed in Lincolnshire was 17 which could be a sign of an upward trend and which will be
monitored closely.

Consult
There has been wide ranging consultation as part of the review :

* Two County Conferences for County Council Members and key community stakeholders in February
and April 2000

* Three staff seminar/workshops and more general staff briefings

* Ongoing presentations to District and Parish Councils

* Feedback through a hypothecation leaflet - delivered to every household in Lincolnshire - and the
Citizens Panel

In general, there has been unanimous support for the review and its initial findings. Additional requests
and ideas have been followed up.

Challenge & Compete

This has involved:

* A review of traditional methods of service delivery, including the provision of the Education, Training
and Publicity aspects of the service

* ldentifying initiatives from those authorities that have achieved significant overall casualty reductions
such as Gloucestershire, Suffolk and Shropshire.

* Benchmarking costs of service delivery with other authorities and our private sector partner, Babtie.

The review has identified a number of key issues to date which are:-

* A lack of overall strategy to determine priorities

* The need for a data led approach to service delivery

* A lack of overall co-ordination of the service between the partners which has led to duplication of
work

* Lincolnshire County Council has fewer resources to carry out the road safety service than other local
authorities

* Comparison with other local authorities shows that those that are achieving significant casualty
reductions are operating within a structured partnership with the Police and other agencies.

The final Best Value review report will be completed in July 2000 and an action plan will be prepared.

A number of activities within the road safety service will need further investigation and action following
the completion of the review. These include:-
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* school crossing patrols

* speed limit policy

* signs and carriageways marking policy

* the level and scale of resources required to deliver a road safety strategy

11.5.1

11.5.2

11.5.3

11.5.4

The review has highlighted that those authorities that are successful in reducing accident and casualty
rates are operating within a structured partnership. The need to take urgent action has been
exacerbated by worsening rates of road collisions and it was agreed that where the review identified
good practice, proposals should be implemented as soon as possible rather than waiting for the findings
to be published.

Therefore, a new experimental central road safety unit which will integrate the Traffic Support Section of
Lincolnshire Police with the County Council’s Accident Investigation and Prevention team, the Health
Authority and the Highways Agency, will be established. The Unit will operate initially for 12 months and
will be managed and co-ordinated by the partners as part of the Lincolnshire In Partnership. The aim of
the Unit will be to reduce fatal and serious road accidents in Lincolnshire using a data led approach in
developing road safety strategies.

In addition to the new Unit and in order to address the low level of resources, two Accident Investigation
and Prevention engineers will be recruited as well as an additional resource for data management.

This combined road safety group is believed to be the first of its kind nationally. The Unit will be based
in a high profile central location at Witham House, adjacent to Pelham Bridge in Lincoln and it will be
jointly funded by the County Council, Police, Health Authority and Highways Agency. The Unit will
involve bringing together approximately 25 County Council, Police and Health authority employees and
will be fully operational from July 2000. The group will also provide data, co-ordination and guidance
to other groups whose activities support road casualty reduction such as Community and Rural Beat
officers, Mobile Police Stations, Highways Divisions, Community Safety Partnerships, Health Professionals
as well as voluntary groups. It is felt that the potential for success is considerable and that it will provide
a positive image and a focus which will demonstrate that Lincolnshire is making every effort to improve
road safety for its residents and visitors.

11.6 DATA LED APPROACH _

11.6.1

11.6.2

In order that all of those involved have a clear idea of the Road Safety problems which need to inform
the development of their Casualty Reduction Strategies, a central data team will aim to provide clear and
concise information about the nature of the problems to be addressed. Initially this will involve:

* Processing of new Stats 19 data

* Analysis of data

* Supply of data

* Research projects

* Production and maintenance of NALAMS (Node and Link Accident Monitoring System).

It is hoped that improved knowledge of the real issues rather than perceived issues will give people
ownership of the problems and ensure both professional and community support.

11.7.1

I1

A bid was submitted to Central Government in November 1999. This was a joint bid involving members
of the Staying Alive Partnership, the Highways Agency and the Lincolnshire Echo. Unfortunately the bid
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“Taking the Risk of our Roads” was unsuccessful but the Government has advised that it should be
resubmitted with some modification for Round 3 in 2001. This revised bid is for £500,000 for initiatives
additional to those included in this Plan

11.8.1

11.8.2

106

The Government has recently set new national Road Safety targets to achieve by December 2010. These
are (compared to the average for 1994-98) :

* To reduce by 40% the number of people killed or seriously injured in road accidents

* To reduce by 50% the number of children (under the age of 16) killed or seriously injured in
road accidents

* To reduce by 10% the slight casualty rate (expressed as the number of people slightly injured
per 100 million vehicle kilometres)

The County Council has adopted its own Road Safety targets for the Local Transport Plan period, in
support of the Government’s targets. Because of the poor performance in the last few years, Lincolnshire
will have considerable difficulty in meeting the three National Targets as well as the Best Value Targets.
Therefore, we do not propose, at the present time to set more rigorous targets than those outlined
below.

4 ST1  To reduce fatal and serious road casualties by 20% (a reduction of 151 over the )
5 year LTP period) from an average annual number of 757 (in 1994/98) to no
more than 606 per annum and to contain slight casualties overall at their
average 1994/98 level of 3049 per annum in spite of the growth in rural traffic.

ST2 To reduce fatal and serious road casualties involving children by 25% (a
reduction of 19 over the 5 year period) from an average annual number of 76
(in 1994/98) to no more than 57 per annum.

ST3 To reduce injury casualties amongst vulnerable road users, notably cyclists,
pedestrians, motorcyclists, young and elderly drivers by 2006 as shown below.

- J

Vulnerable Road Current Level | Total Reduction

User Group of Casualties by 2006

(94/98)
SM1 Pedal Cyclists 45 249 13 54
SM2 Pedestrians 79 243 7 14
(involving vehicles)
SM3 Motorcyclists 110 194 22 32
SM4 Car Users 463 2079 109 150
SM5 Elderly Drivers 67 257 Included within
the above
SMé6 Young Drivers 306 1278 categories
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11.8.3 There are also close links between the Lincolnshire Local Transport Plan and the Road Accident Reduction
Strategy contained in the Lincolnshire Health Improvement Programme (“Lincolnshire’s Vision for Health
Improvement 1992/2002") in which the County Council has made a significant contribution and most
of which will be delivered by the County Council and the “Staying Alive” Partnership.

11.9.1 The Best Value Review has identified the key issues to be addressed in the delivery of a road safety
strategy. The first step has been the setting up of the single unit. Proper detailed analysis of the data has
yet to be undertaken to determine key issues which will then become priorities in the implementation of
the overall strategy. As a result of this work there may be changes in various approaches.

11.9.2 The Plan’s targets will be achieved by through three main approaches :

. Engineering Measures
. Speed Management
. Education, Training and Publicity

11.10 ENGINEERING EASURES .

11.10.1 The County Council intends to develop a “safety culture” which ensures that the need to reduce the
number of road collisions guides all it's road engineering and planning decisions.

Multi-Measure Local Safety Schemes

11.10.2 Since 1991, Lincolnshire has been successful in identifying and implementing schemes that have been

effective in reducing casualties. Table 11.3 summarises the performance of schemes undertaken since
1995/6.

Table 11.3

Performance of Local Safety Schemes since 1995/96

Year Number Cost Accidents Per Annum Accidents Per Annum Annual Accidents

of £ For Preceding 3 Years After Scheme Savings
Schemes Fatal Serious Slight Total | Fatal Serious Slight Total | Fatal Serious Slight

95/6 29 471000 | 3.33 10.67 4933 6333 | 022 613 31.0 3735 3.11 4.54 18.0 25.65
96/7 60 483000 | 7.00 42.00 172.33 221.33| 4.69 247 118.0 147.39| 231 17.3 5433 73.94
97/8 36 497000 | 3.00 16.00 52.00 71.00  0.57 6.2 28.9 35.67 | 2.43 9.8 23.1 3533
98/9 43 560000 | 3.00 17.00 57.00 77.00 | 1.45 283 185 2278 | 1.55 1417 385 54.22

Average Annual Savings 235 1145 33.48 47.28

11.10.3 These schemes were essentially low cost/high value engineering measures, designed to deal with
accident cluster sites where an established pattern of accidents could be effectively treated. The majority
were site specific schemes but in recent years have been supplemented by Route Action Schemes
focusing on clusters on primary routes with the highest accident rates.
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Local Safety Schemes have proved effective in reducing the numbers of clusters suitable for treatment,
but it is recognised that fatal and serious accidents are now dispersed throughout the network and not
focused at specific locations.

The treatment of cluster sites will continue to form a significant contribution to casualty reduction,
particularly in urban areas. The current policy of investigating sites with 4 or more accidents in the
previous 3 years and tackling those sites with a treatable pattern of accidents will continue with priority
given to those schemes having the greatest first year rate of return. This will however be reviewed to
take account of the Best Value Review and the views of the new road safety group.

A new strategy is being developed to target killed and seriously injured (KSI) accidents on rural A and B
roads which over the last 5 years have contributed 55% of all fatal and serious casualties with trunk
roads contributing a further 19%. Every A and B class rural road has been individually assessed to
determine its KSI accident rate per kilometre. Roads containing sections with significantly different
accident rates have been sectionalised. The results are shown in Figure 11.7.

These routes have been prioritised and it is proposed to target those with the highest accident rates as
shown in Table 11.4. For each route, it also shows the discrete sections that have been identified for
possible Local Safety Schemes.

The route will be treated as follows:

a) The discrete sections will be treated with Local Safety Schemes as appropriate following detailed
investigation.

b) A comprehensive audit of the whole route will be undertaken to identify any further works. This audit
will review the carriageway alignment, all signing and road markings to assess both there
effectiveness and consistency throughout the route and surrounding network, visibility standards,
surfacing and maintenance standards etc.

It is envisaged that the review will be undertaken by county council accident investigators but will also
involve accident investigators and traffic officers from the police and highways divisional staff who are
familiar with each particular route. This approach, and the prioritisation of the routes and sections that
have been identified will be further developed when the new road safety group is formed and will take
account of the findings of the recent Best Value review.

The measures set out above to target reductions in fatal and serious casualties will have a knock on
effect of reducing slight injury accidents at sites where works are undertaken. In addition to these
measures, schemes will be implemented to treat sites with predominantly slight injury casualties, where
they can be justified with particular emphasis on vulnerable road users.

From the prioritised list of route improvements in Table 11.4, it should be noted that route studies on
the A46, A15 and A1073 had previously been identified for investigation and are in the 2000/01
programme. Table 11.7 (in Section 11.13) shows the proposed list of sites for further investigation in
2001/02. The programme of Local Safety Schemes will be subject to change depending on the accident
patterns prior to the implementation of the plan to ensure that casualty reduction is maximised.

Regeneration Zones

During the period of the plan, it is proposed that a number of schemes will be constructed. These
include

* A151 Weston Bypass

* A1073 Spalding to Eye Improvement

* Boston Southern Link

* Skegness Package

* C541 Orby to Ingoldmells

* A158/C541 Coastal Access Improvements
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1.7 ACCIDENT RATES ON A & B CLASS RURAL ROADS
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Table 11.4

Prioritised Route Improvements

Priority Route Route Description Link KSi/km | Possible Local Safety Schemes
1 A151 A16 SPALDING BYPASS TO A17 HOLBEACH 3.61 - MOULTON TO HOLBEACH
- SPALDING BYPASS TO WESTON
2 A607 HARMSTON TO BOOTHBY GRAFFOE 2.85 - HARMSTON TO BOOTHBY GRAFFOE
3 Al18 RIBY TO KIRMINGTON 2.83 - KEELBY TO KIRMINGTON
4 A52 BOSTON TO SKEGNESS 2.82 - FRISKNEY, HOLLAND END TO THE ROOKERY
- WRANGLE
- CROFT
5 B1188 LINCOLN TO BRANSTON VILLAGE 2.73
6 A1031 MABLETHORPE TO HARP’S BRIDGE 2.53 - A1104 MABLETHORPE TO HARPS BRIDGE
7 Al5 BOURNE TO MARKET DEEPING 2.42 - MORTON TO BOURNE
8 B1356 A152 ROUNDABOUT TO PINCHBECK 2.22 - PINCHBECK CROSSGATE
9 A158 A46 LINCOLN TO LANGTON BY WRAGBY 2.13 - LANGTON BY WRAGBY TO LANGTON BENDS
- NEWBALL GRANGE TO BULLINGTON
10 A1073 A16 SPALDING BYPASS TO CROWLAND 2.06 - CROWLAND, B1166 TO B1040
- COWBIT
- A16 ROUNDABOUT TO COWBIT
- DECOY FARM TO B1166 CROWLAND
11 B1398 A631 HEMSWELL TO GRAYINGHAM 1.85 - WILLOUGHTON CLIFF TO BLYBOROUGH
12 A1031 TETNEY TO CONISHOLME 1.82 - GRAINTHORE TO CONISHOLME
13 A158 HAGWORTHINGHAM TO SKEGNESS 1.73 - CANDLESBY TO A1028 ROUNDABOUT
- PARTNEY, WEST OF SCREMBY CROSSROADS
- HAGWORTHINGHAM
14 Adé A15 LINCOLN TO A631 MIDDLE RASEN 1.67 - NETTLEHAM
- DUNHOLME TO WELTON HILL
- NETTLEHAM HEATH TO DUNHOLME LODGE
15 Al5 A607 BRACEBRIDGE HEATH TO A17 SLEAFORD 1.59 - ASHBY LODGE TO B1191
16 Ad6 A631 MIDDLE RASEN TO SWALLOW 1.58 - CAISTOR ROAD, NORTH OF MARKET RASEN
- A1173 CAISTOR TO CABOURNE
- NETTLETON
- SWALLOW BYPASS
- USSELBY TO CLAXBY MOOR
17 B1183 A153 HORNCASTLE TO A155 REVESBY 1.58 - MOORBY BENDS THROUGH VILLAGE
18 A6121 A151 BOURNE TO CARLBY 1.56 - TOFT TO MANTHORPE CROSSROADS
19 A631 GAINSBOROUGH TO MARKET RASEN 1.48 - CORRINGHAM VILLAGE
- HEMSWELL CLIFF
20 B1189 B1188 METHERINGHAM TO B1191 TIMBERLAND 1.37 - METHERINGHAM, BARFF FARM BENDS
21 B6403 A17 CRANWELL TO A153 ANCASTER 1.33 - A17 BYARDS LEAP TO RAUCEBY JUNCTION
22 B1241 A57 SAXILBY TO A1500 STURTON BY STOW 1.25 - BRANSBY CROSSROADS TO STURTON
- INGLEBY BENDS
23 B1168 A17 HOLBEACH TO B1166 HOLBEACH DROVE 1.22 - HOLBEACH SAINT JOHNS
- HOLBEACH TO BARRINGTON HOUSE CROSSROADS
24 B6403 A52 COLD HARBOUR TO A1 COLSTERWORTH 1.18 - A52 ROUNDABOUT TO WOODNOOK
25 B1192 A153 CONINGSBY TO B1184 LANGRICK 1.08 - A153 CONINGSBY TO NEW YORK
26 A153 HONINGTON TO SLEAFORD 1.07 - A631 HONINGTON FORK TO HONINGTON MAIN STREET
- NORTH KYME TO BILLINGHAY
27 B1188 BRANSTON TO A153 RUSKINGTON 1.00 - SCOPWICK
- DUNSTON TO METHERINGHAM
28 B1398 A1500 SCAMPTON TO A631 HEMSWELL 0.74 - FILLINGHAM TO GLENTWORTH
29 B1202 B1190 BARDNEY TO A158 WRAGBY 0.70 - KINGTHOPRE
30 B1225 A157 BURGH ON BAIN TO A46 CAISTOR 0.66 - LUDFORD, 400 YDS SOUTH OF A431
- CAISTOR TO NETTLETON CROSSROADS
31 B1184 B1192 LANGRICK TO A52 OLD LEAKE 0.50 - SIBSEY TO LEAKE GRIDE
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11.10.13 It is anticipated that these schemes will make a significant contribution to reducing KSI casualties,
particularly the A151 and A1073 schemes which have some of the highest accident rates in the county.
In addition, the dualling of the A46 South of Lincoln and the improvement of the A16 at Fotherby by the
Highways Agency will also serve to reduce casualties in Lincolnshire.

Other Measures

11.10.14 In addition, other measures will continue to make a significant contribution to road safety. These include
carriageway surface treatments identified by SCRIM (Sideways Coefficient Routine Investigation
Machine), street lighting schemes, road signing and carriageway marking improvements.

Future Strategy

11.10.15 In 2002 it is planned that the A15, A16 and A17 will be detrunked. The County Council has continued
to monitor accidents on all trunk roads since loosing the agency and are aware of the current cluster
sites. Prior to detrunking, sections of the network will be identified using the same new criteria as
described above in consultation with Opus International.

11.10.16 The development of NALAMS, possibly using the HERMIS link network will provide the opportunity to
explore new initiatives to co-ordinate and link accident reduction with divisional maintenance
programmes.

Speed Limits

11.11.1 The County Council has recently adopted a policy of introducing a 30mph at the location of every school
in Lincolnshire where previously there was a range of speed limits. Consideration will now be given to
the appropriateness of 20mph zones in the vicinity of schools. A more detailed review of speed limit
policy is to be undertaken as an outcome of the Best Value Review. This will include consideration of the
appropriateness of 20 mph zones in the vicinity of schools.

Traffic Calming

11.11.2 Over recent years, as part of an overall strategy to reduce vehicle speeds in villages, many Lincolnshire
villages have been treated with traffic calming measures, most often in the form of count down markers,
“gates”, bar markings, speed limit roundels and other appropriate signs and road markings. These
measures will in future be incorporated as part of Rural Priorities Initiatives and Community Travel Zones.

Speed Camera Sites

11.11.3 A further initiative has been progressed through the Staying Alive Partnership, Highways Agency and
Magistrates’ Court. Lincolnshire has successfully bid to be one of eight selected highway authorities to
carry out Camera Hypothecation trials. These began in April 2000 and are due to run for up to two
years. This is a welcome initiative, which, if implemented nationally, will undoubtedly have a significant
effect in reducing casualties.

11.11.4 Research in Lincolnshire has shown that when considering the direction of catchment of the camera, the
existing sites have reduced all casualties by 62% and KSI casualties by 19% on county road camera sites.
Savings on the trunk road sites were 48 and 61% respectively.

11.11.5 Prior to 2000, there were 26 speed cameras sites on both county and trunk roads. A further 10 sites (5
county and 5 trunk road) have been installed this year and it is planned to install an additional 14 sites
in 2001/02 (8 county, 6 trunk).

11.11.6 An overall Speed Management Policy for Lincolnshire will be developed, taking into account “New
Directions in Speed Management” (DETR March 2000)
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Children

Child Road Safety has been identified as the highest priority by Central Government. (Children are
defined as all those who have not yet reached their 16th birthday). The specific, child-related Casualty
Reduction Target - to reduce KSI by 50% by December 31st 2010 is particularly challenging to local
authorities such as Lincolnshire which, in common with a number of other shire counties, has a low
annual number of child casualties when compared with those identified above as vulnerable road user
groups.

Child Road Safety Audit

The Problem - During the baseline period 1994 — 1998, the average annual number of child casualties
was:

Pedestrians 141

Pedal Cyclists 114

Vehicle Passengers 241

Total 496
Within the overall number of child casualties, Table 11.5
however, the average annual spread of
casualties is shown in Table 11.5 : Child Casualties 1994-98

Where children are injured in Lincolnshire -

Over the three years 1997 - 1999 1259 road FNENE m Slight
8 60 70

collisions involved death or injury to

schoolchildren. In 535 (42%) of these collisions 0 - 4 years 2

the child was a vehicle passenger. The vast | 5.7 years 1 12 67 79
majority of these collisions were in urban areas

with speed limits of 30mph or 40mph. Indeed 8- 11 years 1 20 127 148
well over 50% of these collisions occurred in 18 12 - 15 years 3 3] 166 199

large towns and market towns. The vast majority
of communities rarely have an accident involving a child.

Of the collisions which occurred when children were cycling or walking, 257 (35%) happened on
Saturday or Sunday or during the school summer holidays while 467 occurred between Monday and
Friday and during the school term. 535 collisions involved death or injury to children while they were
passengers in vehicles - mainly private cars. Of these 181 (34%) occurred during school summer
holidays or at weekends.

From the above it could be deduced that children were particularly at risk during summer holidays or at
weekends on roads subject to 30mph and 40mph speed limits. Clearly further research is needed in this
particular area of concern.

The Targets for Child Casualty Reduction - The average annual number of children killed and
seriously injured on the roads of Lincolnshire was 76. The target, therefore, is to reduce this number by
19 (25%), to 57 by 31 December 2005 and by a further reduction of 19 by 31 December 2010. In
addition, during the same period, we will seek to reduce the number of children slightly injured by 50
(10%) per annum

The headline targets are:

* to reduce the number of children killed and seriously injured to no more than 38 per annum
by 31 December 2010.

* fo reduce the number of children slightly injured to no more than 446 per annum by 31
December 2010.
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11.12.9 The Strategy for Child Casualty Reduction - The strategy takes account of the vulnerability of older

children as pedestrians, the vulnerability of all children as car passengers (48.5% of all child casualties)
and the increased risk of injury as more children walk or cycle to school.

11.12.10 The principal aims of the strategy are:

* To ensure that parents, carers and children understand the risks involved in using the roads as
pedestrians, cyclists and vehicle passengers and are helped to develop coping strategies which
minimise these risks.

* To ensure that drivers and riders are aware of the risks children face in using the roads and modify
their driving to take account of children’s likely behaviour and physical limitations.

11.12.11 The most vulnerable group of children in Lincolnshire identified from the Best Value Review is pedestrians

aged 11 - 15 years. This is the group that is about to, or has made, the transition from Primary to
Secondary Education. The length of the school journey may have increased and the mode of travel may
also have changed from car to walking. This age group also makes more independent social journeys.
They will be targeted with the help of parents, schools and the children themselves. We look to DETR to
bring forward teaching resources developed as a result of the recent research, in which a number of
Lincolnshire schools were involved, into this particular problem.

11.12.12 Additionally the problem will be addressed as part of Safer Routes to School initiatives, in the developing

programme of Community Travel Zones and the Rural Priorities Initiative. School Travel Plans are being
developed on a countywide basis. These will build on the existing “Safer Routes to School” programme
and will provide a link between transport, education and health issues. A template will be developed
through which it is hoped to maximise the opportunities to encourage parents and children to walk and
cycle to schools.

11.12.13 The Healthy Schools initiative is also being developed by a partnership of Lincolnshire Education Service

and Lincolnshire Health Authority. This will stress the health benefits of walking and cycling.

11.12.14 There will be considerable further publicity, aimed at all parents and children, with the objective of

increasing the rate of seat belt wearing by children, particularly in the rear seats. It is hoped that this
will be allied to sympathetic enforcement - particularly on the school journey by car, which will continue
to be a favoured option for some parents

11.12.15 In relation to other age groups, various strategies will continue or will be developed as shown below.

I1

Strategies which have common obijectives with the Health Improvement Plan (HImP) are indicated.

Pre-School Children (0-4 years)

* A Teaching Resource - “The Big Road Safety Bag” is available on loan to Playgroups and Nurseries.

* A Programme will be introduced which targets information on risk, road crossing strategies and early years
training at the parents of pre-school children. It is hoped that Primary Care Groups, who employ Health
Visitors, will play a major role in facilitating this programme.

Primary School Children (5-11 years) - Key Stages 1 & 2 (KS1 & 2)

Walking

* The programme of Urban Traffic Trails - in which groups of children, many from rural communities, are
given the opportunity to experience urban traffic and formal crossing facilities - will continue.

* A Pedestrian Skills Training Programme will be developed in line with established good practice. (HImP)

* Road Safety Resource Boxes containing a range of resources - which allow road safety teaching to be
delivered through the National Curriculum as part of a child’s Personal, Social and Health Education -
are available to teachers on loan. (HImP)

* The “Walking Bus” which has been successfully introduced at a number of Primary Schools will be
extended.
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Cycling

* The Lincolnshire “Bikewise” Training Scheme has for many years provided “on road” training for more
than 5000 children at KS2 each year, i.e. just prior to the transition from Primary to Secondary education.
This training, allied to the fact that many children rarely use the bicycles on the highway, has ensured the
number of child cyclist casualties is extremely low. However, unless a robust training programme is
sustained, this number is likely to increase as successful Travel Plans and Safer Routes to School initiatives
encourage more cycling. Indeed, if there is evidence that this is so, we will look to extend the training
scheme to 7 and 8 year old children who will receive basic instruction off the highway. (HImP)

*  We will promote the benefits of cycle helmet wearing and we look to School Nurses and Health Visitors
for support. (HImP)

* Asimilar programme to the “Walking Bus”, but where a number of children cycle the same route to school
accompanied by at least two adults - named the “Bike Train” has been instigated at a Primary School.
We will seek to extend this initiative.

Secondary School Children (12-15 years) - Key Stage 3 (KS3)
* This is the most vulnerable group of pedestrians while there is also increased cycling activity.

* As mentioned later, under the sub-heading “Pedestrians”, their changing travel patterns increase their
vulnerability. They will be targeted with the help of parents, schools and the children themselves. (HImP)

*  We look to introduce an educational resources developed through recent DETR commissioned research
on this age group which will be based on Lifeskills and Choices for young people at KS3.

* We will provide, where appropriate, cycle training programmes where cycling is a principal mode of
school travel as well as continuing to promote the benefits of cycle helmet wearing. (HImP)

*  We will infroduce young people to the skills, knowledge and attitudes needed to cope with the demands
of driving a powered vehicle through a programme of Pre-Driver Education.

11.12.16 A summary of the Child Safety programmes is shown in Table 11.6 below and will in future be co-
ordinated through the new Road Safety partnership.

Table 11.6

Child Safety Programmes

SCHEME Pre School KS1 KS2 KS3 KS4
Early Years [
“The Big Road Safety Bag” ]
Pedestrian Skills Training
The Walking Bus

Urban Traffic Trails

Road Safety Resource Box

Basic Cycling Skills
Lincolnshire Bikewise
The Bike Train

Cycle Safety Helmets  J [ ]
Lifeskills and Choices
Road Safety NVQs

Pre Driver Training
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Drivers

11.12.17 Drivers are the single most vulnerable group of road user in Lincolnshire, forming 40% of all road

I1

casualties. The most vulnerable groups are those aged 17 - 25 years and those aged over 70 years. The
following programmes are being pursued :

Pre-Driver Training - Young people will be introduced to the skills, knowledge and attitudes needed
to cope with the demands of driving a powered vehicle through a programme of Pre-Driver Education.

Driver Improvement Scheme - Lincolnshire County Council will continue to support the National
Driver Improvement Scheme. This course, of 12 hours duration, provides theoretical and practical
training, as an alternative to prosecution, and on payment of the appropriate fee, for clients who have
been referred by Police Forces following minor collisions or traffic offences. 850 clients have been
referred since April 1998.This course will be made available to non offenders as part of the overall
strategy to improve driving standards generally. (HImP)

Speed Reduction Seminars - Drivers who have been detected driving in excess of the posted Speed
Limit may be offered the opportunity, as an alternative to prosecution, and on payment of the
appropriate fee, to attend a Speed Reduction Seminar of 4 hours duration. (HImP)

Drink/Drive Rehabilitation Courses - Lincolnshire Probation Service currently organises Rehabilitation
Courses for drink/drive offenders who are referred to the course by the Courts. (HImP)

Drugs/Driving - Three years ago Lincolnshire County Council together with Lincolnshire Health hosted
a National Conference on the Use of Medicinal Drugs while Driving. More recently, the problems
associated with illegal drugs, particularly while use in conjunction with alcohol have been the subject of
national research. This is a major health issue. We will continue to use all means to publicise the dangers
associated with both types of drugs through the Partnership.

Driving while suffering from Fatigue - This is another problem which has recently received
considerable publicity and is known to have been a factor in a number of prominent fatal accidents in
the County. This issue will be addressed via publicity and education managed through the Partnership.

Management of Occupational Road Risk (Work-related Road Safety) - Lincolnshire County
Council has provided seminars for Employers to raise awareness of the need to manage the risks faced
by their employees who drive during the course of the working day. This programme will continue. In
addition, the County Council is currently, and will continue to, address the needs of its own employees
with a range of driving seminars similar to the Driver Improvement Scheme and through providing all
its employees with a Drivers Handbook. It is hoped to extend this programme to other partners and to
other employers. (HImP)

Advanced Training for Drivers - Lincolnshire County Council will provide support and assistance to
organisations, such as the Institute of Advanced Motorists, who provide driver training to a level above
that of the DSA Driving Test. It is hoped that this will increase the number of drivers taking part in such
schemes. In addition, we will seek to support DSA Approved Driving Instructors who provide Pass Plus
for new drivers in the hope that the uptake for this scheme will also increase. (HImP)

Elderly Drivers - When elderly drivers have been referred to the Driver Improvement Scheme it has
been found most satisfactory to provide them with instruction on a one to one basis. (HImP) This will
continue to be the standard. Elderly drivers have also take part in Speed Reduction Seminars. Despite
these initiatives, however, the collision involvement of the increasing number of elderly drivers in
Lincolnshire is a cause for concern. Very often, there is a necessity in rural communities to continue to
drive to an advanced age to maintain lifestyles. We will seek to introduce initiatives which not only help
elderly drivers to continue to use their vehicles in safety but which also help them reach the correct
decision in relation to surrendering their licences. Lincolnshire Health Authority, through Primary Care
Groups, has a vital role while Parish Councils and the voluntary sector will be part of a centrally co-
ordinated publicity campaign to focus attention on the problem.
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Pedestrians

11.12.18 The most vulnerable group of pedestrians in Lincolnshire is the age group 11- 15 years. Measures to

address this are described earlier in paragraph 11.12.11.

11.12.19 The following programmes are also being pursued :

. A programme will be introduced, in partnership with Lincolnshire Health Authority,
which will target information on road crossing strategies and early years training to the
parents of pre-school children.

. A Pedestrian Skills Training Programme which will include practical pedestrian training
at the roadside will be introduced in Primary Schools.

. The programme of Urban Traffic Trails through which children, many of whom are from
rural communities, are given the opportunity to experience urban traffic and formal
crossing facilities will be supported.

. The “Walking Bus” initiative which has been successfully introduced at a small number
of primary schools will be extended.

. Measures aimed at elderly pedestrians involve offering suitable advice through those in
regular contact with this section of the community including health visitors and social
workers.

Motor Cyclists

11.12.20 While there is widespread and increasing use of powered two wheeled vehicles for leisure purposes,

11.12.21

there is a potential for these vehicles to provide a suitable alternative where public transport is not
available and where journeys too long for walking or cycling. If this modal shift occurs and the recent
increases in sales are sustained there is likely to be an increased number of casualties as experienced
in adjacent rural counties.

Professional Training is widely available in Lincolnshire both for newcomers to motorcycling and for those
seeking to improve their riding skills. Motor cyclists will be encouraged by publicity to seek training to
improve their defensive riding. We will also provide information and advice for those taking up or
returning to motorcycling. We will use publicity to make drivers aware of the vulnerability of motor
cyclists.

11.12.22 Motor cyclists may be offered the Driver Improvement Course and the Speed Reduction Seminar as an

alternative to prosecution for riding offences and as a result of their involvement in collisions.

Pedal Cyclists

11.12.23 The introduction of new travel initiatives such as “Safer Routes to School”, Community Travel Zones and
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School Travel Plans is likely to see an increase in the number of people who choose to use a cycle for
commuting, other short journeys and for leisure purposes. It will be necessary to implement measures
aimed at ensuring that this does not lead to an increased number of cyclist casualties. The following
programmes will also be pursued :

. The Lincolnshire “Bikewise” Training Scheme

. A Training Package aimed at family cycling will be developed and it is hoped to take
advantage of initiatives developed by DETR in partnership with the Cyclists Touring Club.

. The use of Cycle Safety Helmets will be promoted by publicity.
. A similar programme to the “Walking Bus” but where a number of children cycle the same

route to school accompanied by at least two adults - named the “Bike Train” has been
instigated at a Primary School. We will seek to extend this initiative.
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Media Campaigns

11.12.24 Lincolnshire County Council will continue to support the themed publicity campaigns which are part of
DETR'’s rolling programme including the use of the “THINK” logo on a wide range of material.

11.12.25 In addition we will, as part of the partnerships outlined above and in support of the programme outlined
previously, develop and support specific local media campaigns, sometimes on general themes,

sometimes targeted specifically at road user groups or behaviour patterns

11.12.26 Publicity will also be used to ensure that road users understand the purpose of safety engineering
measures and are able to use them successfully and in safety.

11.13.1 Table 11.7 shows the proposed list of sites for further investigation for possible local safety schemes
during 2001/02.

11.13.2 Table 11.8 summarises the predicted level of revenue expenditure on safety related projects during the
LTP period.

Table 11.7

Provisional List of Local Safety Schemes 2001/02

Est. Annual Accident

Annual Accidents

To Be Treated Savings
Location Possible Measures Est. Cost £ KSi Slight KSi Slight
B1183 Moorby Surface - Signs and Markings 20,000 2.33 0.67 0.93 0.27
B1398 Fillingham, Middle Street Resurface 8,000 0.67 1.33 0.27 0.53
A158 Bullington/B1399 Resurface 15,000 0.67 0.67 0.27 0.27
A157 East Barkwith, Louth Road Surfacing 15,000 0.67 1.00 0.27 0.40
A1101 Tydd St Mary, Common Way Surface/Sign 15,000 0.67 0.67 0.27 0.27
A158 Greetham, A158/B1195 Scrafield Fork | Signs and Markings 6,000 0.33 1.67 0.11 0.22
u/C Heighington Moor Lane Junction Surface - Signs and Markings 8,000 0.33 2.00 0.13 0.80
B1262 Lincoln, High Street/St Marks Investigate Pedestrian Facilities 5,000 0.33 1.67 0.11 0.22
Al15 Baston, junction King Street Junction Improvement 15,000 0.33 1.67 0.13 0.67
A158/A46 | Lincoln, Nettleham Rd Roundabout Reactive Signing 15,000 0.67 3.67 0.27 0.88
u/C Skegness, Lincoln Rd / Dorothy Avenue | Signs and Markings 15,000 0.33 1.33 0.25 0.50
B1262 Lincoln, High Street/Portland Street Signs 4,000 0.00 2.33 0.00 0.93
u/C Ingoldmells, Roman Bank and Sea Lane | Traffic Calming / Ped Facilities 60,000 2.33 6.33 0.50 2.00
A18 Ludborough, Barton Street Resurface 20,000 0.33 2.33 0.13 0.93
A158 Skegness - Burgh/Lincoln Road Signals 60,000 1.00 1.67 0.66 0.66
B1190 Lincoln, Doddington Rd / Whisby Road | Signs and Markings 4,000 0.00 1.67 0.00 0.50
A1500 Scampton, A1500/B1398 Junction Signals? 65,000 0.67 1.00 0.30 0.50
A151 Spalding to Holbeach Route Improvement
- Moulton to Holbeach 180,000 4.00 6.40 2.00 3.20
- Spalding to Weston 85,000 1.20 3.20 0.60 1.60
A607 Harmston to Boothby Graffoe Route Improvement 60,000 1.40 2.60 0.70 1.30
A18 Riby to Kirmington Route Improvement 90,000 2.00 2.00 1.00 1.00
A52 Boston to Skegness Route Improvement (Year 1)
- Croft, South of Village 20,000 0.67 0.67 0.27 0.27
- Wrangle 45,000 1.20 3.40 0.48 1.36
Various Scrim Program (Estimated) 100,000 7.50 20.00 3.00 8.00
Capitalised Staff Time 70,000
Totals 1,000,000 29.63 69.93 12.65 27.28
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Table 11.8

Revenue Expenditure on Safety

Lincolnshire “Staying Alive Partnership” 100,000* | 100,000* | 100,000*e | 110,000*e | 120,000*e
Lincolnshire Bikewise 5,500 6,000 6,500 7,000 7,500
Adult Cycle Training 1,000 1,500 2,000 2,500 3,000
Schools Road Safety Programmes 5,500 6,000 6,500 7,000 7,500

Multi-Agency Projects; Cycle Safety
Helmets; Drink and Driving; Drugs and

Driving; Carer Training. 3,500 4,000 4,500 5,000 5,500
Defensive Driving; Management of

Occupational Road Risk 3,500 4,000 4,500 5,000 5,500
Driving Advantage (Elderly Drivers) 750 1,000 1,250 1,500 1,750
Pedestrian Skills Training 2,000 2,500 3,000 3,500 4,000
Media Campaigns 8,500 £9,000 9,500 10,000 10,500
Leaflets, Posters. 3,000 3,500 4,000 4,500 5,000
Purchase of Equipment 2,000 2,500 3,000 3,000 3,500
Local Road Safety Co-ordination 259,000 266,000 274,000 283,000 291,000
TOTAL 394,250 | 407,000 | 418,750 | 442,000 | 464,750

Other Safety Related Expenditure:

School Crossing Patrols (including
additional points as part of “Safer Routes

to School”) 210,000 220,500 231,500 243,000 254,500
Driver Improvement Scheme 44,050 46,250 48,560 51,000 52,500

* includes contributions from: Lincolnshire Police, Lincolnshire Health, Highways Agency

* provisional pending reviews in 2002/2003 and may be increased

11.14.1

11.14.2

11.14.3

11.14.4
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There is considerable overlap between safety issues and other areas in the Local Transport Plan.
Lincolnshire County Council will seek to ensure that the development of Cycling and Walking Strategies
will not compromise the safety of these vulnerable road users. The most vulnerable groups are cyclist
and pedestrians of school age - particularly during and after the transition from primary secondary
education - as well as the elderly.

An important element of encouraging people to walk or to cycle is the provision of a safer environment
in which to do so. Measures such as the provision of pedestrian crossing facilities or cycle routes
contribute to achieving both the safety targets by helping to reduce the number of casualties among
vulnerable users and the aim of reducing predicted car growth by encouraging more use of alternative
modes.

Community Travel Zones will be a major source of future funding. Many of the measures taken in
creating these zones will not directly reduce accidents or casualties, but will have an environmental
impact.

Many elements of routine maintenance are aimed at improving safety. For example, the provision of
facilities for the disabled at existing traffic signals as part of an on-going maintenance programme, the
replacement of worn out white lines, and the cleaning of traffic signs, carried out to a high standard, will
contribute to road safety. Coloured road surfaces could also enhance road safety by adding to the
information available to the driver.
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InterConnect

12.1.1

12.1.2

12.1.3

InterConnect is the name given to the Council’s strategy for widening travel choice across all public
passenger transport modes, and encompasses the following service areas:

. local bus services

. rail services

i community transport schemes
. public transport information

. public transport interchange.

In all these areas, emphasis will be given to the contribution that public transport can make in the policy
areas of:

. sustainable alternative to the car

. social inclusion, particularly in rural areas
. integration across modes

. access for the disabled;

and its linkage with other transport initiatives on:

i community travel zones
. rural priority initiatives
. walking and cycling

. travel plans.

The County Council has adopted and published a Bus Strategy following wide consultation on it. The Bus
Strategy is provided as a supporting document to this Plan and offers a more detailed exploration of the
issues, current levels of bus service provision, and basis for the Council’s strategy for bus services. It is
intended to prepare a similar document for rail when the uncertainties arising from the current
renegotiations of passenger rail franchises have been clarified.

12.2.1

12

The disparate nature of Lincolnshire does not readily lend itself to public transport operations. Outside
the major urban areas, public transport can be characterised as having:

* low bus and rail service frequencies;

* lack of coordination between operators and between modes;

* patchy provision of community transport such as social car and dial-a-ride;

* bus and rail stations of generally modest quality, and without the full range of facilities;
* inadequate and inconsistent coverage of information;

* limited concessions for the elderly and disabled.
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12.2.2

12.2.3

12.2.4

12.2.5

12.2.6

120

The relatively poor network of bus and rail services is demonstrated in Figure 12.1 which shows only a
handful operating at a frequency of roundly one bus every two hours or better.

The dominant mode is bus with an 88% share of the public transport market in the County. The main
issues affecting bus travel are:

* high dependency on statutory school transport which underpins bus network;

* low levels of investment by operators generally, reflected in ageing fleets;

* high proportion of high step entry vehicles, and few accessible vehicles;

* frequent bus timetable changes;

* bus stops, shelters, timetable cases are either lacking or in a generally poor condition;
* and in urban areas, unreliability caused by increasing traffic levels.

Since 1986, the amount of bus services operating in Lincolnshire (as measured by vehicle kilometres)
has increased by 19%; as shown in Figure 12.2. However, over the same period, there has been a
continuing downward trend in bus use amounting to 10% (see Figure 12.3), largely from the impact of
rising car ownership and use, and the cost of bus travel relative to the perceived cost of car travel. Other
factors such as the frequency of timetable changes and lack of coordination between bus operators, and
between bus and rail operators have contributed to this.

Figure 12.2
Local Bus Services — vehicle kilometres, 1987/88 — 1998/99
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Similar issues are highlighted in a study commissioned by the County Council to look at unmet travel
needs of people living in rural areas (see Table 12.1). This shows that frequency, timing of services,
waiting facilities and information are the main areas of dissatisfaction.

The quality of vehicles operating on local bus services in Lincolnshire varies considerably, and until recent
years, there had been limited investment by operators in new vehicles. Much of this was due to
damaging competition between bus operators in the period following deregulation. However, the past
few years have seen the investment levels steadily improve, particularly in the major urban areas and in
the south of the County.

The condition and extent of bus stops, shelters, and termini in the County is generally poor. The extent
of bus priority measures in place is modest, and currently limited to Lincoln and Skegness.
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12.2.7
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Local Bus Services — passenger journeys, 1987/88 — 1998/99

Figure 12.3
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Table 12.1
Level of dissatisfaction with bus service features in rural areas (%)
Aged 17 years to Retirement Age Total
Retirement Age

Frequency 47 41 46

Times of operation 47 39 45

Waiting facilities 42 37 41

Information 31 22 30

Cost 25 27 25

On-board comfort 18 17 18

Punctuality 17 10 15

Interchanging 14 18 14

Distance to stop 15 7 13
Boarding/alighting 7 10 7

Drivers 7 4 6

lack of a direct service between Lincoln and London;

low levels of service on some key routes;

absence of staffing at stations generally;

lack of secure car parking and facilities for cyclists;

ageing signalling infrastructure;

inadequate passenger information at stations, including real time systems;
cost of rail travel generally.

12 InterConnect

About 2.5 million rail passenger trips per annum begin or end within Lincolnshire, with its modal share
of all public transport trips being 12%. The main issues affecting rail are:



12.2.8

12.2.9

12.2.10

Much of the railway infrastructure is old and in poor condition and, though Railtrack has completed a
£7 million programme of work at the County’s stations as part of its Station Regeneration Programme,
considerable expenditure is still required to improve signalling infrastructure and remove line speed
restrictions.

A wide variety of community transport is provided in the rural areas of Lincolnshire (see Figure 12.4),
though the level and coverage of provision in some parts of the county remains inadequate or non-
existent.

An extensive range of publicity material is published by the County Council encompassing both
contracted and commercial services but that provided by bus operators varies widely from good to some
producing little or nothing. There is a marked absence of information at bus stops.

12.3.1

12.3.2

12.3.3

12.3.4

In developing its public transport strategy, the County Council has considered how best it can address
these issues. In doing so, the following elements have been taken into account:

* level and extent of commercial operation in each of the three spatial themes;

* allocation of revenue and capital resources between the three themes and between modes;
* availability of additional rural transport funding opportunities;

* potential for partnership with operators, District Councils, and other organisations.

Under the Transport Act 1985, the County Council’s duty is to secure public passenger transport services
which it believes are necessary but would not be provided without its support. In this role, the Council
has been largely reactive to changes in the commercial market, and been constrained from taking a
planned and structured approach to local bus provision. The Government’s proposals in its Transport
Bill currently before Parliament present other options.

To do nothing or continue to react to demands for new or revised services, and to changes in commercial
operations on an ad hoc basis is unsustainable. On the other hand, a planned and proactive approach
in partnership with operators and funding agencies offers the opportunity to shape the network of public
transport services. Such an option offers the opportunity to:

* reverse the decline in public transport use;

* provide a sustainable alternative to car travel;

* redirect revenue support more effectively;

* invest in quality infrastructure;

* address the barriers inhibiting the use of public transport e.g. security, timed connections, etc.;

* encourage integration between services and between modes;

* work in partnership with operators, District Councils, voluntary and community groups, and other
agencies.

This approach has been adopted for each of the service areas identified in Paragraph 12.1.1. These are
considered in turn before drawing together the individual strands to present the Council’s overall
strategy for public passenger transport integration.

12.4 LOCAL BUS SERVICE _

12.4.1

12

The County Council subsidises local bus services which are not considered to be commercially viable by
operators but which the Council believes are socially necessary in accordance with its duty under the
Transport Act 1985; in 1999/2000, this amounted to £1.60 million. Statutory constraints has meant that
the Council’s role has been largely reactive to changes made to commercial operations. The trend in
subsidy payments since deregulation both within Lincolnshire and for English shire counties as a whole
is shown in Figure 12.5.
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12.4.2

12.4.3

12.4.4

12

Figure 12.5

Trend in Bus Subsidy Payments, 1987/88 — 1998/99
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A large proportion of the subsidised services, Figure 12.6
amounting in value to £0.86 million in
1999/2000, is provided essentially for the T .
carriage of entitled schoolchildren but, by Distribution of Bus Subsidy 1999/2000
registering them as local bus services, they 8%
offer the opportunity for fare paying

passengers to be carried in situations where,

given the low numbers and high subsidy, a

separate service could not be justified. In

1999/2000, the net subsidy in Lincolnshire

(i.e. excluding expenditure on

schoolchildren) amounted to £0.74 million

distributed as shown in Figure 12.6. The

high subsidy in rural areas reflects the much

reduced commercial viability of rural services

compared to urban operations.

4%

The County Council uses a formula to assess
the value of existing subsidised local bus
services, and services which have been
withdrawn by commercial operators to 88%
determine whether these services should be

retained. The formula is based on the
following factors: Major Urban Areas Large Market Towns Rural Heartlands

* average number of passengers per bus journey;
* subsidy per passenger trip;
* main purpose of the service eg. to access employment, education, shopping, etc.

The score derived from the formula is applied on a consistent and objective basis to individual services
to ensure best value is obtained from the subsidies expended.

In 1998/99, the County Council was allocated £1.2 million of Rural Bus Grant under the Government’s
£50 million initiative which enabled it to introduce more rural services running in the more remote rural
areas than would otherwise be the case. Over 140 experimental services were introduced in November
1998 following extensive consultation with parish councils and bus operators. The most successful of
these, amounting to about 66 services, were extended from 1 April 1999, for a further two years. Rural
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Bus Grant is also used to support the Council’s successful rural bus challenge project. The Council
welcomes the Government’s commitment to maintain Rural Bus Grant until at least March 2004, which
offers the opportunity of longer term security for their operation.

The Council is keen to encourage the introduction of more accessible bus services in the county, and is
a key objective of the InterConnect strategy. In order to facilitate this, the Council is prepared to consider
making grants to operators, under Section 106 of the Transport Act 1985, as a contribution towards the
cost of improving existing vehicles or replacing vehicles which provide greater accessibility for persons
who are disabled.

The Government has proposed a national Table 12.2
scheme for half price fares for the elderly
and disabled. Currently, the position in
Lincolnshire is that concessionary fares
schemes are operated in all the Districts,
with the exception of South Holland, in the
form of passes, tokens or vouchers to a value
ranging from £10 to £22 at a total cost of

Concessionary Fare Schemes in Lincolnshire

Type of Value of Budget
Scheme Concession [1998/1999

over £1million (see Table 12.2). In addition, Boston Pass Half Price £2,650
Lincolnshire Road Car sells a concessionary East Lindsey Vouchers £10/person £210,000
pass at a cost of £19 which permits holders .

to travel at half fare for journeys which start Lincoln Tokens £22/person £192,000
or end within Lincoln. The County Council is North Kesteven | Vouchers £17/person £189,000
currently advising a countywide grouping of

District Councils as they undertake South Kesteven Tokens | Up to £20/person| £315,000
preparatory work on the implementation of West Lindsey Tokens £18/person £213,000

half fare schemes.

The County Council works closely with the operators wherever possible and within the current statutory
constraints. Last year, a partnership was established with local bus operators to encourage a better
dialogue both between operators and with the Council. This has proved to be invaluable both in
identifying and introducing rural bus grant funded services, and developing new initiatives under rural
bus challenge.

As the dominant public transport mode, bus services can make a major contribution to the objective of
widening choice for all sections of the community. However, its role and impact in contributing towards
the Council’s overall objectives differs within each of the three spatial groupings of major urban areas,
large market towns, and small towns and rural areas. The strategy addresses the different characteristics
in each of these whilst at the same time recognising the linkages between services in those areas.

Major Urban Areas

Table 12.3
The extent of the current provision within

each of the four major urban areas varies
considerably as summarised in Table 12.3.
This demonstrates that Lincoln and

Local Bus Services in the Major Urban Areas

Grantham, and Skegness in the summer
season, have a high level of bus operation.
By comparison, Boston has a very limited
town operation operating in the off-peak
period only.

Additional urban bus services are subsidised
by the County Council amounting to
£53,000 in 1999/2000; its distribution
between the four urban areas is shown in
Figure 12.7.

Morning Peak
Buses

(0800-0900)

Boston

Grantham 18 200
Lincoln 38 417
Skegness (Summer) 7 180

During the past few years investment in new vehicles has steadily improved as demonstrated by the
introduction of low floor buses in Lincoln, Grantham and Skegness coastal strip. More low floor buses
are planned for introduction in Lincoln and Grantham this year.
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Greater cooperation between the County Figure 12.7
Council and operators is now evident, for

example, in the preparation of the transport Distribution of Subsidy between Major Urban Areas
packages for Greater Lincoln and Skegness, 1999/2000

and the successful InterConnect project
along the Lincoln-Skegness corridor. The
first phase of a Quality Bus Initiative has
been implemented along Roman Bank
between Skegness and Ingoldmells, and
discussions are progressing with operators
on implementing Quality Bus Partnerships
for urban corridors in Lincoln and Grantham
in the current financial year. 40%

29%

The Roman Bank Quality Bus Initiative
includes bus priority measures on the
approaches to new traffic signals at the
junctions of Roman Bank with Winthorpe
Avenue and Walls Lane. All of the new traffic
signals will include facilities for pedestrians.
These measures will give buses a competitive
edge over other vehicles, and will help to
persuade more of the holidaymakers who
arrive by car to leave their cars at their
holiday accommodation for daily trips within Lincoln Grantham Skegness
the resort.

31%

Accessible stops have been constructed at key stops, including the Bus Station, on the new low floor bus
route serving the Ermine area in the north of Lincoln by raising kerbs and protecting stops from parked
vehicles.

The Council has for a number of years supported a Saturdays-only park-and-ride service in Lincoln.
From April this year, Lincolnshire Road Car has introduced on a commercial basis a weekday service on
a 15 minute frequency for a trial period. The Council, together with Road Car and the City Council, will
assess the outcome of the experiment in terms of the level of ridership, and the origin, purpose and
previous mode of passengers.

The County Council believes that bus services can continue to play a major role in reducing congestion
in the urban areas. The main means for achieving this will be Quality Bus Partnerships with the County
Council and bus operators working together to improve services along specific bus corridors through:

* the introduction of accessible buses with low floor, combined with raised kerbs at bus stops, to help
the elderly, disabled and infirm, and people with pushchairs get aboard;

* increased frequency of bus service;

¢ better coordination of bus times to tie in with other bus services or rail times;

* improved facilities at bus stops, with shelters, seating and, possibly ‘real time’ information giving
details of when the next bus will arrive;

* measures to give buses priority on the roads, for example, bus lanes or at busy junctions;

* interavailability of tickets so that, for journeys encompassing the services of two operators, only one
ticket need be bought;

* driver training including customer care and disability awareness.

In the current financial year, 2000/01, the County Council will be undertaking a programme of
infrastructure works as part of the Quality Bus Partnerships for the Birchwood corridor, Lincoln, and Alma
Park, Grantham. In the following five years of the Local Transport Plan period, the following programme
of Quality Bus Partnerships is planned:

2001/2002 : Beacon Road, Skegness
2002/2003 : Hykeham Road, Lincoln
Boston Town
2004/2005 : Boston Town
2005/2006 : Brant Road, Lincoln
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The targets within the five year LTP period are:

4 TM1 To increase bus ridership through the implementation of Quality Bus Partnership )

by:
TMla Beacon Park, Skegness 5%
TM1b Brant Road, Lincoln 10%
TMic Boston Town 10%
\_ TMI1d Hykeham Road, Lincoln  10% )

Further work will be undertaken to measure service reliability on these corridors or networks and to
identify jointly with operators targets for improving bus punctuality.

In addition, the strategy over the Plan period will:

* provide additional bus services in Lincoln, Grantham and Skegness to meet needs not satisfied by
commercial operations, and where these meet the Council’s criteria for support;

* introduce a new local service, the ‘Hykeham Hoppa’, in North Hykeham as part of the Council’s
Community Travel Zones initiative;

* improve bus shelter infrastructure in conjunction with shelter advertising companies and the local
councils;

* explore the scope for improving or relocating Lincoln Bus Station as part of the Railway Corridor
Study;

* explore the scope for an Uphill/Downhill bus link in Lincoln

* integration of bus and rail services.

Table 12.4

Large Market Towns
Local Bus Services in the Large Market Towns

Generally, public transport plays a more
limited role in the Large Market Towns. Only
in Gainsborough, where two operators run Buses Buses
commercially, is there a peak town service. (0800-0900) (Mon—Fri)
In Louth, Sleaford, Spalding and Stamford, Gainsborough 6 62
the level of bus service operating wholly

Morning Peak Daily

within these towns is low, and generally Louth 0 32
confined to the period between the morning Sleaford 0 19
and evening peaks, as summarised in Table

12.4. The services in Louth and Sleaford are Spalding 0 47
operated commercially but, elsewhere, it is a Stamford 0 16
mix of commercial and contracted operation.

County Council subsidy amounts currently to * Tuesdays, Fridays and Saturdays only

£20,000 per annum.

Journey distances are relatively short within the towns and many could be made by bus instead of car.
The strategy for bus services in the large market towns is closely integrated with that for the Community
Travel Zones initiative and is aimed at providing a realistic and attractive alternative to private car travel
within the towns. As in the major urban areas, this will be delivered primarily through Quality Bus
Partnerships though recognising that subsidy will be required if the desired frequency and coverage is to
be achieved.

In conjunction with the implementation of the Community Travel Zone programme, work is planned in
the current financial year, 2000/01, to improve the town bus networks in Sleaford and Spalding with the
introduction of improved services, stop infrastructure and information.

Over the following five years of Local Transport Plan, the programme will be extended to improve the

town networks and infrastructure in Gainsborough, Louth and Stamford. The targets for increasing bus
ridership in these towns by th