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1. Background of Pilot Study  

1.1 Average reductions in vehicle speed have the potential for delivering significant 
benefits across the transportation, environmental and health agendas. It has been 
established that for every 1mph average speed reduction in an urban area a 6% 
reduction in collision frequency can be expected1. 

1.2 Further potential benefits of 20 mph speed limits in residential areas include 
quality of life and community benefits and encouragement of healthier and more 
sustainable transport modes such as walking and cycling. There may also be 
environmental benefits, as generally, driving more slowly at a steady pace may 
save fuel and carbon dioxide emissions. 

1.3 Historically, 20mph speed limits have been introduced as part of a traffic calming 
scheme for an area, using physical measures such as speed humps. These are 
known as ‘20mph Zones’ and are not to be confused with ‘20mph Limits’.  

1.4 The Department for Transport revised previous guidance stated that “successful 
20mph speed limits should be generally self enforcing2. 20mph speed limits are 
unlikely to be complied with on roads where vehicle speeds are substantially 
higher than this and, unless such limits are accompanied by the introduction of 
traffic calming measures, police forces may find it difficult to routinely enforce the 
20mph limit.” The guidance specifically stated that “20mph speed limits should be 
used for individual roads or for a small number of roads”.  

1.5 DfT therefore suggested that 20mph speed limits are only suitable where vehicle 
speeds are already low (mean speeds of 24mph or below), or where additional 
traffic calming measures are planned as part of the strategy. 

1.6 In December 2009 the DfT called for comments on a proposed revision of the 
guidance in respect of the use of 20mph zones and limits, encouraging local 
authorities over time to “introduce 20 mph zones or limits into streets which are 
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primarily residential in nature; and into town or city streets where pedestrian and 
cyclist movements are high, such as around schools, shops, markets, 
playgrounds and other areas; where these are not part of any major through 
route”. 

1.7 This proposed revision to the guidance reiterated that successful 20 mph zones 
and 20 mph speed limits should be generally self-enforcing, and should lead to 
average traffic speeds compliant with the speed limit. “To achieve compliance 
there should be no expectation on the police to provide additional enforcement 
beyond their routine activity, unless this has been explicitly agreed”.  

1.8 The proposed change in the guidance was taken in light of early evidence from 
an area-wide 20 mph limit scheme in Portsmouth confirming previous findings 
that the introduction of signed-only 20 mph limits reduced average traffic speeds 
by around 1mph (less than 20 mph zones). However, the Portsmouth scheme 
has indicated that where average traffic speeds before the installation of 20 mph 
limits were above 24 mph, average speeds were significantly reduced, by around 
7 mph3. Early evidence also suggests that overall casualty benefits above the 
national trend are likely. DfT indicated that it aimed to issue a revised Speed Limit 
Circular in early 2010 although the new guidance has not yet been released.  

1.9 Notwithstanding DfT guidance and technical considerations, there has been a 
national campaign to consider the wider use of 20mph limits as a default limit in 
residential areas.  

 
1.10 20’s Plenty for Us” is a voluntary organisation that campaigns for the 

implementation of 20 mph as the default speed limit on residential roads in the 
UK. They consider ‘20mph to be the correct speed for residential and urban 
streets unless it is otherwise decided that a higher limit is justified’. 

 
1.11 20s Plenty actively support the introduction of trial 20mph limit areas in 

Warrington and are campaigning for lower limits to be rolled-out throughout the 
Borough. Further details of the aims, purpose and thinking of this campaign group 
are provided in Section 12.0.  

 
2.0 Warrington Borough Council Pilot Study Trial 

2.1 Prior to the proposed guidance statement by DfT, Warrington Borough Council 
(WBC) had been urged by Warrington Cycle Campaign and 20’s Plenty  
representatives to consider implementing 20mph speed limits as a default speed 
limit in residential roads.  

2.2 In Warrington, 20mph speed limit zones have previously been introduced in 
residential areas in support of traffic calming schemes targeted at road traffic 
casualty reduction, specifically where collisions had resulted in injury to 
vulnerable road users. Traffic calming schemes have proven to be extremely 
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expensive and difficult to justify the investment based on the potential road safety 
benefits through the annual Local Safety Schemes Programme. 

2.3 Warrington had also introduced short lengths of 20mph speed limits in the vicinity 
of 11 schools in Warrington. Unfortunately, these short sections of reduced speed 
limit proved to have little or no impact on traffic speeds and the Sustainable 
Environment and Regeneration Overview and Scrutiny Committee at its meeting 
on 1st November 2005 recommended that the programme to roll out 20mph 
speed limits at other schools be ceased. 

2.4 In view of this local position WBC officers were keen to understand if the potential 
benefits of introducing 20mph speed limits in the majority of residential streets 
could be achieved in Warrington. As the costs of such an approach in Warrington 
are estimated at being c£740,000, in October 2008 the Council committed to 
undertaking a pilot study to determine whether the benefits associated with 
average speed reductions could be delivered and, most importantly, sustained.   

2.5 The concept of the pilots was to provide the council with a mechanism for 
understanding the value of potentially implementing 20mph speed limits in the 
majority of residential streets in Warrington over time, without the usually 
associated traffic calming measures, and without increasing enforcement demand 
on Cheshire Constabulary. It was also felt important to receive an indication of 
whether 20mph speed limits would be an appropriate intervention for Warrington 
road users and communities.  

3.0 Pilot Areas 

3.1 On the 9 October 2008 council officers sought and gained approval to the trial 
from Council members. Cheshire Police and Cheshire Fire & Rescue support was 
established through the Warrington Road Safety Partnership.    

3.2 The pilots were launched on 14th February 2009 and were to run for an 18 month 
period, the maximum length of time permitted for the ‘experimental’ Traffic 
Regulation Orders (TRO) required to make the 20mph speed limits enforceable.   

3.3 The areas to be included in the pilot were selected initially on their potential for 
capturing data.  Plans illustrating the extents of the 3 pilot areas in Warrington 
Town Centre, Orford and Park Road (and surrounding area) are attached as 
Annexes A, B and C. The locations were identified as; 

• Town Centre – having a history of vulnerable road user casualties although 
a significant proportion associated with the night time economy. The Town 
Centre was also promoted to contribute to the agenda of encouraging more 
sustainable commuting practices in terms of walking and cycling. 

• Orford Area - (Long Lane/ Sandy Lane/ Northway Area) is contained within 
a large residential area, which has a history of vulnerable road user 
casualties despite some physical traffic calming measures. The A50 Long 
Lane was included within the boundary to the area due a history of 



 

vulnerable road user casualties despite guidance suggesting that as a 
primary route it may not be appropriate. 

• Park Road having relatively few injury collisions although an unusually high 
proportion involved serious injury to pedal cyclists. It was also deemed 
useful for the pilot to include a single carriageway as a potential comparator 
against the data collected from the other 2 area based studies.  In October 
2009 due to the community concern expressed that traffic was migrating 
from Park Road into the adjacent residential roads, the 20mph speed limit 
was extended to include the residential roads that Park Road serves. 

3.4 The trial included 140 roads within the 3 areas, including 43 additional streets 
included in the Park Road area. The trial period ended on 2nd August 2010 and all 
streets have now reverted to a 30mph limit pending a decision on the future of 
20mph speed limits in the Borough.  

3.5 This report has been prepared to describe the outcomes of monitoring and 
evaluation of the 20mph speed limit trials undertaken in these pilot areas 
throughout the 18 month trial period. Detailed data assessments and consultation 
outcomes are presented along with associated speed and collision analyses. 

3.6 Through analysis of the pilot study results, consideration is also given to the 
feasibility of introducing 20mph speed limits on the majority of residential streets 
in Warrington to create an environment where road users would expect 20mph to 
be the legal limit in a residential environment. 

3.6 The report also describes the experience of other Local Authorities who have 
been reported as committed to the use of 20mph speed limits together with the 
positive and negative views of other organisations and agencies in respect of the 
use of 20mph speed limits. 

4.0 Monitoring & Evaluation of Pilot Schemes 

4.1 A monitoring framework was established aimed at assessing the trial at specific 
points and to ensure data is collected effectively. The data to be analysed 
included, road traffic collision, traffic speed and flow, level of cycle usage and 
public perception.  

4.2 Surveys were undertaken prior to the scheme being launched in February 2009, 
three months into the pilot, at 9/10 months into the pilot coupled with increased 
Police activity, and immediately prior to the pilot end in July 2010.  

4.3 The framework was developed to provide an indication of: 

• Whether any speed reductions were delivered; 

• If reductions were achieved only as a result of enforcement; and  

• Whether reduced speeds could be maintained through the whole period of the 
pilot. 

 



 

It was anticipated that it may also be used to associate reductions in average 
speed to changes in the number of reported road traffic collisions, and the 
numbers of cyclists using the roads as a result of a perception of a safer 
environment. Key project milestones are described in Annex D to this report. 

4.4 Monitoring and evaluation has been based on data captured at fixed times during 
the trial period. It was impractical to capture data from all roads; therefore 25 fixed 
monitoring “stations” were identified as a consistent focus for data collection. 
Monitoring stations were also used as locations for engagement/enforcement 
activity during October and November 2009, so as to measure impact on road 
user behaviour. 

4.5 The purpose of the 4 stages of data capture was to; 

Stage Reason 

Stage 1 - Before establish the baseline for measurement of change   

Stage 2 - three 
months into the 
pilot 

To reflect a change in behaviour that may be due to the 
change in environment and significant level of publicity. Also 
to provide an understanding at project end if any changes had 
been sustained. 

Stage 3 - 9/10 
months into the 
pilot 

In conjunction with increased Police activity, and engagement 
days ran by WBC Road Safety Officers, Cheshire Fire and 
Rescue, and Cheshire Constabulary. To understand if any 
initial reductions had been sustained and was there a further 
change as a result of an enforcement threat. 

Stage 4 - 
immediately 
prior to the pilot 
end in July 2010 

To understand if any changes in road user behaviour were 
still evident after a significant period of limited supporting 
activity to the 20mph speed limits. 

 

4.6 To obtain an indication of sustainability, the last tranche of surveys were 
undertaken near to the end of the maximum 18 month period we are permitted to 
use. As the orders expired on the 2nd August 2010, the previous 30mph order was 
brought back into force until a decision has been made with regard to the future of 
20mph speed limits both at these locations and Borough-wide.  

 

5.0 Traffic Flow Changes  

Baseline Situation  

5.1 In June 2008 a baseline traffic flow study was undertaken on the 13 key roads 
within the three trial areas (see Annex E).  These included 5 roads in the Orford 
Area, 2 locations on Park Road in Great Sankey and 6 roads in the Town Centre.  
Readings were taken and reported separately for both direction of travel on each 



 

road, with the exception of Bold Street in the Town Centre which is a one way 
provision. 

5.2 The results of the baseline data produced an overall average weekly flow of 
23825 vehicles for each road studied. However; as would be expected, this varies 
considerably for each road dependent on the area and the types and numbers of 
amenities and dwellings being served. 

5.3 Before considering the results it’s important to appreciate permanent situations 
that depict the levels of traffic flows on certain roads; 

• On Academy Way eastbound there is a permanent order prohibiting access 
except for buses and taxis which reduces Eastbound vehicle flows to 
approximately 1/3rd of those recorded on the westbound, which is not subject 
to an access restriction.   

• Scotland Road has a continuation of the access restrictions in a north easterly 
direction as noted for Academy Way eastbound showing again an 
approximate flow 1/3rd of those recorded on the westbound which is not 
subject to the access restriction.   

• Due to the various Town Centre one way streets Sankey Street has a 
substantially reduced traffic flow for vehicles heading westbound over 
eastbound.  Again in comparison the westbound flow is restricted to 
approximately 1/7th of that recorded on the eastbound.  

• To the north end of Winmarleigh Street there is a one way system which 
reduces the volume of traffic that is heading in a southerly direction.  Again in 
comparison the southbound flow is restricted to approximately 1/7th of that 
recorded on the northbound. 

After Implementation - April 2009  

5.4 In April 2009, following the implementation of the trial sites in February of the 
same year, the overall average weekly flow on the 13 key roads slightly rose to 
24030 (an increase in 204 over the baseline).  It can therefore be concluded that 
the implementation of the trial did not discourage drivers from using the routes in 
the short term. 

5.5 Park Road near to the junction of Norfolk Drive was an exception, showing an 
immediate average weekly reduction of 3543 vehicles, equating to 11% from the 
baseline when combining both directions.  This information supported local 
concerns regarding ‘rat running’ on roads surrounding Park Road, which led to 
the expansion of the 20mph trial in that area. 

5.6 There was a substantial increase in westbound traffic on Sankey Street, an 
average of 1410 vehicles per week equating to 22%.  However, there were road 
works in the area that affected the highway network at the time of the survey that 
may have altered the results, although this cannot be guaranteed. 



 

5.7 The northbound flow on Northway showed an initial increase of 13% being a 
weekly increase of 1708 vehicles.  With Long Lane also being subject to the trials 
it was first thought that Northway was being used to head east to avoid the mobile 
camera site on Long lane.  On further analysis this was dismissed as there was 
actually an increase of vehicle flows on Long Lane eastbound in the same period.  
This would indicate that there was an unidentified event or traffic management 
issue which increase traffic access requirement in an easterly direction between 
the A49 Winwick Road to the Blackbrook area and beyond. 

After Implementation - November 2009 (during heightened strategic Police 
presence) 

5.8 During the monitoring of traffic flows whilst Police presence was increased on key 
trial roads there was still a slight increase in vehicle numbers over the April 2009 
findings. 

5.9 The first and most obvious individual finding was that, whilst Police focus in the 
Orford area was on Long Lane, there was a significant reduction in flow of 3612 in 
that week for westbound traffic.  There is a further significant increase in south 
westbound traffic on Northway which would indicate that this could have been 
used as an alternative route to Long Lane. 

5.10 Northway northbound also recorded a 3787 increase in weekly traffic flow being a 
25.5% increase over the April 2009 results, and a total increase of 29% from the 
baseline. 

5.11 Orford Green experienced a reduction of 1066 vehicles per week over the April 
2009 flows for westbound traffic and 1506 for eastbound traffic.  Comments have 
been received to indicate that Birtles Road may have been used as a cut through, 
however; the layout of the highway would indicate little if any benefit in doing so 
with no supportive traffic flow data. 

5.12 The Traffic Management Team commissioned a study of the traffic flow on Birtles 
Lane following complaints of the suggestion of cut through by residents.  The 
study revealed that this was not the case and that there was a genuine access 
requirement for the connecting roads. 

After Implementation - July 2010 

5.13 Following analysis of the results at the end of trial surveys it was appreciated that 
there was significant impact on Town Centre sites due to bridge works being 
undertaken on Liverpool Road. These works created a significant reduction in 
traffic flows on Sankey Street, particularly eastbound with a reduction of 17260 
vehicles per week over the baseline study (some 37.5% reduction). 

5.14 Although Sankey Street westbound experienced a smaller reduction in 
comparison to eastbound (at 2891 vehicles less per week), due to the lower 
baseline numbers the reduction percentage was higher at 45%. 



 

5.15 For these reasons the end of trial traffic flow data in the town centre can not be 
used as a quantifiable value for assessment. Roads that may have been 
specifically affected by Liverpool Road bridge works would include Academy 
Way, Bold Street, Sankey Street, Winmarleigh Street, Scotland Road and 
Buttermarket Street. 

5.16 There is also a fundamental difference in the traffic flow data for Scotland Road 
North westbound as following an average of 11000 vehicles per week the July 
2010 survey data produced only 1084 vehicles.  Some of this may be attributed to 
the works on Liverpool Road however as this direction is restricted to buses and 
taxis this is not likely to have had such a distinct effect. 

5.17 Analysis of the vehicle data indicates an overall average reduction of 2678 
vehicles per week per road equating to 11% from the baseline traffic flows.  This 
figure may have been reduced slightly if Liverpool Road Bridge works were not 
underway at the time of the final study. 

5.18 The minimal changes in traffic flows between April 2009, November 2009 and the 
baseline figures would indicate that any increase in vehicle reductions in July of 
2010 may have been affected by works being undertaken on the highway network 
outside of the trial areas.  This must be taken into account when qualifying any 
final conclusions on traffic flows.  

5.19 Overall the data collected would indicate that the presence of 20mph speed limits 
on the three key areas has not encouraged drivers to divert onto the network 
surrounding the trial roads. 

5.20 Park Road did show some changes in that westbound at the Lingley Road end 
showed a 10.5% increase in traffic flow where as the eastbound an 18.6% 
reduction.  This could be attributed to a historic problem that saw traffic for 
Lingley Mere Business Park use this route due to queuing at the Lingley green 
Avenue signals with A57 Liverpool Road.  Prior to the July 2010 surveys the 
phasing of these signals was altered to allow greater clearance of southbound 
traffic from Lingley Green Road. Where this suited the migration of vehicles away 
from Park Road heading eastbound it would also seem to have increased 
westbound migration from Lingley Road to bypass the inbound traffic.   

5.21 This can be confirmed by the fact that the traffic flow on Park Road near to 
Norfolk Drive saw a reduction in both directions indicating that vehicles are 
turning right from A57 onto Linley Road and then Left onto Park Road to access 
Lingley Mere Business Park.  This may be due to the reduction in right turn 
phasing at the signals from A57 to Lingley Green Avenue to increase that of the 
southbound phasing. 

 

 

 



 

6.0     Traffic Speed Changes 
 
6.1 The average overall vehicle speed reduction calculation utilises the total speed 

against the number of sites to provide a robust measure of overall speed change 
by the removal of, and rounding up or down of, decimal places. 

6.2 The calculation is shown as follows: 

  Before Average Speed 

  Town Centre 245.69mph divisible by 11 sites = 22.33545455 
Orford Area  264.91mph divisible by 10 sites = 26.491 

  Park Road  112.13mph divisible by   4 sites = 28.0325 

   622.73mph divisible by 25 sites = 24.9092mph Average Baseline 

 

  After Average Speed 

  Town Centre 229.6mph   divisible by 11 sites = 20.87272727 
  Orford Area  243.34mph divisible by 10 sites = 24.334 
  Park Road  103.46mph divisible by   4 sites = 25.865 

     586.4mph  divisible by 25 sites = 23.456mph Post Trial 

     24.9092 Before - 23.4560 After = 1.4532mph Reduction  

6.3 The above has resulted in a slight variance when attempting to recalculate the 
sum of the individual sites to agree the average.  A simple totalling of individual 
sites as noted in Annex E returns an average of 1.3147mph.  This variance of 
0.1385mph is deemed to be acceptable considering the number of sites, the low 
values of change involved and the nth degree of decimal returned for each result. 

6.4 The overall speed reduction for all trial areas is therefore stated at 1.45mph. 

6.5 The Orford trial area produced an average reduction of 1.22mph with Long Lane 
Eastbound providing the greatest reduction of 2.33mph, 1.66mph Westbound and 
overall average of 2mph.   

6.6 Long Lane Eastbound did have the highest recorded mean speed prior to the 
trials and therefore the greatest potential for reduction; however the actual 
reduction of 2mph did not bring this site below the DfT guidance of 24mph at 
25.97mph.   

6.7 Overall 50% of the end of trial speed limits remained above the key threshold of 
24mph.  As would be expected those sites with lower before trial speeds 
produced the least reduction overall with only 2 sites of the 10 studied being 
reduced to average speeds below 24mph due to the trial itself.  The remaining 3 
sites with end of trial speeds below 24mph already qualified as below the 
threshold prior to implementation. 



 

6.8 The Town Centre trial area returned an average speed reduction of 0.55mph, 
with the greatest speed reduction of 1.63mph being on Sankey Street. 

6.9 The greatest difference with the Town Centre over the other sites was that only 3 
of the 11 survey sites showed a before speed of greater than 24mph and these 
were only just above that at 25.38, 24.14 and 24.22.  Before the final survey was 
undertaken it could be generally forecast that at least 2 of these 3 sites would 
return average speeds below the 24mph threshold. 

6.10 The end of trial surveys highlighted that all sites with the exception of Academy 
Way Westbound (producing the 25.38mph before average speed) returned 
average speeds below 24mph.  The reduction of 0.63mph on Academy Way 
Westbound was insufficient to reduce average traffic speeds to below 24mph. 

6.11 Within the Town Centre there were three sites that produced a very low increase 
in average speeds however they already showed lower than average before 
speeds which could suggest a design or layout of those roads that self managed 
speeds about 20mph and the minor increase could be sustained as a mean 
fluctuation. 

6.12 The greatest reductions in average speeds were attained at the Park Road trial 
area where an overall reduction of 2.17mph was achieved.  The Norfolk Drive 
end of Park Road returned the greatest reduction of 3.01mph which might have 
been expected as it had the greatest before average speed of 29.92mph.   

6.13 With an end of trial average speed of 25.865mph this route would continue to 
result in excessive speeds above the DfT guidance criteria. 

6.14 One area of concern for all of the three trial areas is that the first three sets of 
speed readings showed a continued reduction in average speeds however; each 
site did show an upturn in speeds by the end of the trial period.  There is no 
specific appreciation for these upturn and would raise particular concern if this 
was due to complacency through familiarity continuing the increase in speeds 
with time Annex F. 

6.15 There is a real potential that the readings taken during enforcement produced an 
unrealistically low average speed and the final upturn is simply a settlement 
return to realistic speeds without police presence being still lower than the before 
trial average speed.  

7.0 Cycle Flows and Migration 

7.1 Cycle flows by their very nature are highly influenced by seasonal variation so this 
must be taken into consideration when interpreting data. A key purpose of 
undertaking the 20mph trials was to determine if cyclists would interpret the 
affected areas differently, thereby encouraging increased cycle usage and cycling 
on the carriageway (instead of the footway). Data in Annex G has been assessed 
to determine if there has been a borough-wide trend of cyclists moving from the 
footway to the carriageway. 



 

  
Cycle flow data for all areas over the period of the trial is as follows: 

 
 
 
 
 
 
 
 
 
 
 
7.2 There is an understandable correlation between cycle flows and the time of year; 

with cycle increasing during the summer months. It is unlikely that the introduction 
of the 20mph speed limits is an influencing factor. 

 
7.3 The comparatively low number of cyclists in the Town Centre during July 2010 

can be attributed to the Liverpool Road bridgeworks, therefore this data is not 
significant.  

 
7.4 There was no notable change in cycle usage indicated within the Orford area. 

However, Great Sankey demonstrated a c20% increase in cycle numbers 
between June 08 and July 2010, which may have been a result of greater 
confidence in road use due to lower passing vehicle speeds. 
 

8.0 Change in Collision History 
  
8.1 The potential reduction in the frequency of personal injury road traffic collisions, 

particularly those involving vulnerable road users such as pedestrians and 
cyclists, is a key learning objective from the 20 mph speed limit pilots. The 
locations included in the pilots were selected based on a 3 year history of 
recorded vulnerable road user injury collisions up to and including December of 
2005 which was the most recent, reliable data set available.  

8.2 The study of the Orford trial area recorded 66 injury collisions in the three year 
study period, 7 of these being serious and the remaining 59 slight.  These 
resulted in 73 casualties, 7 serious and 68 slight.   

8.3 The road user injuries recorded 32% (23) pedestrians, 15% (11) pedal cyclists 
and 4% (3) Powered two wheeled users injured within the Orford area. This 
identified a focus on vulnerable road users in this particular area. 

8.4 The Town Centre study recorded 48 injury collisions consisting of 6 serious and 
42 slight injury collisions leading to 62 casualties, 6 serious and 56 slight. Not 
surprisingly the town centre recorded 16 pedestrian injuries.  The study also 
identified injuries to 5 Pedal Cyclists and 5 Powered Two Wheeled Vehicle users. 

 
Town Centre Orford 

Great 
Sankey 

Average for 
Trial Areas 

June 2008 71 80 61 72 

April 2009 54 50 35 49 

November 2009 43* 49* 19 40* 

July 2010 55 77 75 66 



 

8.5 The Park Road study identified 9 injury collisions, 2 of which were serious and 7 
slight.  These resulted in 12 casualties involving 2 serious and 10 slight injuries. 
The casualties included 3 pedal cyclists 8 car occupants. 

8.6 It was accepted at inception that collision data during the 18 month study period 
would be limited, therefore before and after comparisons could only be made 
against a similar period immediately prior to the launch of the trials. However, for 
statistical reliability, a minimum period of 3 years collision data is normally 
assessed. 

8.7 To appreciate the actual affects of the 20mph speed limits on the trial roads it was 
important to firstly identify the authority wide trend to ascertain if there was any 
fluctuation that may skew results in the three areas.  For this reason an authority 
wide study of collisions and casualties was undertaken using the same before 
study period and actual trial period as the three trial area studies. 

8.8 The results of this showed a reduction of 133 injury collision occurrences 
including 126 fewer casualties.  In percentage terms this proved to be an 
authority wide reduction of 11.9% in collisions and 8.1% in casualties.   

8.9 This borough-wide percentile reduction was used to adjust the collision reduction 
figures within each trial area, therefore only those collision reduction benefits 
greater than the borough baseline have been taken into account. This provides a 
robust assessment of benefits and the findings for each area are as follows; 

Before During Trial Variance 

 Collision Data 
  Collisions Casualties Collisions Casualties Collisions Casualties 

Fatal 0.0 0.0 0.0 0.0 0.0 0.0 

Serious 3.5 3.5 2.0 2.0 -1.5 -1.5 

Slight 24.6 25.5 15.0 21.0 -9.6 -4.5 
Orford  

Total 28.2 29.0 17.0 23.0 -11.2 -6.0 

Fatal 0.0 0.0 0.0 0.0 0.0 0.0 

Serious 0.0 0.0 0.0 0.0 0.0 0.0 

Slight 4.4 5.3 2.0 2.0 -2.4 -3.3 

Park 
Road 

Total 4.4 5.3 2.0 2.0 -2.4 -3.3 

Fatal 0.0 0.0 0.0 0.0 0.0 0.0 

Serious 1.8 1.8 3.0 3.0 1.2 1.2 

Slight 19.4 22.9 18.0 34.0 -1.4 11.1 

Town 
Centre 

Total 21.1 24.6 21.0 37.0 -0.1 12.4 

All Area Total 53.7 59.0 40.0 62.0 -13.7 3.0 

 
8.10 Note that figures shown are actual numbers and not percentage changes. 

Decimal places have been calculated due to the application of the borough-wide 
adjustment. 



 

8.11 There has been an overall reduction of 13.7 collisions over and above that which 
might have been expected, which was mainly achieved in the Orford trial area 
where there was a reduction of 11.2 injury collisions and 6 casualties.  Park Road 
area also showed a slight reduction, however; there was a low number of injury 
collisions in the before study period, therefore changes are sensitive to minor 
variations.  

8.12 The most noticeable results could be seen in the Town Centre where there was 
little change in respect of injury collision reduction but a notably greater number of 
casualties (an increase of 12.4). 

8.13 11 of the Town Centre collisions involved buses (approximately half), with 6 of 
these incidents resulting in 11 bus passenger casualties. In total 20 of the 37 
casualties recorded during the trial period were injured in a collision that involved 
a bus, with the remaining 9 casualties being vulnerable road users or car 
occupants. It would appear that multiple injuries to bus passengers have 
therefore skewed the injury figures, leading to a marked increase in injured 
parties. 

8.14 The two residential road trial areas produced a reduction of 9.3 casualties or 27% 
in the study period combined.  With the understanding that the town centre is 
unique regarding a greater density of vulnerable road users coupled with the 
appreciation that there are no other areas being similar topographically and 
demographically. 

8.15 It is appreciated that the model for a Borough wide delivery of 20mph speed limits 
on residential roads would have a greater benefit and compliance when the 
majority of residents live on and respect the reasons for the lower speed limit 
provision. 

8.16 There is a possibility that this psychological mind set may not be realised in the 
Town Centre being non residential.  The lack of residential feel within the limits of 
the retail and commercial Town Centre may result in less respect of the 20mph 
speed limits by road users.  

8.17 These results follow the Borough and national trend of severity reductions in that 
Killed and serious injury collisions are reducing at much slower percentage rate 
than slight injury collisions.  The stats also suggest a potential greater use of 
multi-occupancy travel with higher averages of casualty injuries occurring as a 
result of reduced number of collisions.  



 

 

18months Before Trial 18months During Trial 

Cyclists Pedestrians Cyclists Pedestrians 
Vulnerable User 
Collisions 
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Orford Area 0 0 8 8 0 3 6 9 17 0 1 5 6 0 1 4 5 11 

Town Centre 0 1 2 3 0 1 9 10 13 0 1 2 3 0 1 4 5 8 

Park Road Area 0 0 1 1 0 0 2 2 3 0 0 0 0 0 0 2 2 2 

Total 0 1 11 12 0 4 17 21 33 0 2 7 9 0 2 10 12 21 

 
8.18 There is a reduction in the total number of cyclists and pedestrians injured in the 

areas during the trial period when compared to an equivalent 18month period 
before implementation. This continues to show a strong positive trend when 
taking account of the Borough wide trend of an 8.1% reduction in casualties. 

8.19 On Park Road there was a significant reduction in cycle injuries prior to the start 
of the trial. This has resulted in little change in the number of cyclist injuries 
during the trial itself; however it is very encouraging to note that there were no 
cyclist injuries in the Park Road area during the 20mph trial period. 

9.0 Public perception survey 
 
9.1 A comprehensive consultation of all those who would be affected by the 

introduction of a 20 mph speed limit was undertaken as a ‘best practice’ approach 
to the implementation process.  

 
9.2 It was important that the communities and road users of Warrington were not 

aware of the proposed trials whilst ‘before’ data was being collected, as this might 
have impacted on their behaviour. However, during the trial it was equally 
important to raise public awareness of the new 20 mph speed limits to maximise 
the potential for behavioural change. A varied approach to engagement was 
therefore undertaken to ensure that information regarding the scheme reached 
the widest possible audience. The engagement approach consisted of the 
following:  

• A Public Perception Survey; 

• Publication of a Warrington Guardian newspaper advert; 

• Distribution of an information Leaflet; 

• Various Consultation Events; 

• A Driver Engagement Day; 

• Development of a Website information page; and 

• Creation of a Web Forum. 



 

 
9.3 A questionnaire was devised to investigate the following perceptions: 
 

1. How people felt about 20mph speed limits. 
2. What people understood about 20mph speed limits. 
3. If there was a perception of compliance. 
4. Where 20mph speed limits would be most effective. 
5. Whether 20mph speed limits would work alone or required other speed 

reduction measures; and 
6. Whether 20mph speed limits would encourage people to walk or cycle 

more. 
 
9.4 Perception surveys were delivered to 100 random addresses in each of the 3 

study areas. The surveys were sent out in three stages: 
1. Before the study began - February 2009; 
2. During the study - November 2009; and  
3. After the trial period - August 2010.  

 
9.5 The questionnaire was designed to ensure that it was quick to complete, clear, 

concise and easy to analyse, whilst maximising the level of detail obtained. All 
questions were closed questions requiring a ‘tick’ in an appropriate box. The last 
question in each stage of the surveys was an open question to give participants a 
chance to deliver their feedback. 

 
9.6 All road user groups were included in the survey and gender and age categories 

were sought to determine whether opinions differed between males, females and 
age ranges. Respondents were also given general instructions for completing the 
questionnaires; along with information explaining the three stages of the 
perception study.  

 
9.7 Full results of the public perception surveys can be viewed at 

www.warrington.gov.uk. In summary, they show that: 

• The survey indicated that the percentage of respondents that were cyclists 
had increased steadily throughout the pilot study, rising from 28% to 40%; 

• Half of all respondents felt that 20mph speed limits do not work as a signed 
only scheme, with 59% believing that traffic calming measures are needed in 
20mph areas; 

• 75% of respondents felt that police enforcement is a necessity to gain 
compliance from motorists; 

• 77% of respondents would like to see the 20mph speed limit become a 
permanent order in their area; 

• Respondents were split approximately 50/50 on whether there would be a 
positive effect on driver behaviour if all residential roads in Warrington 
became 20mph; 

• 73% said they would not be encouraged to walk or cycle any more than they 
already do if 20mph speed limits became permanent; and 



 

• During the pilot 86% of respondents changed their views. Overall, positive 
support for 20mph speed limits continued through the 3 survey stages, 
although the perception had changed significantly in that people in the final 
survey stage stated that additional measures such as traffic calming and/or 
police enforcement would be required to maintain the benefits. 

 
10.0 Research & Evidence  

Portsmouth Trial 

10.1 A number of local authorities nationally have considered and implemented 20mph 
speed limits, such as Portsmouth. 

10.2 By delivering what is more commonly known as a ‘blanket’ 20mph speed limit on 
residential roads, Portsmouth was the first local authority in the country to deliver 
on approximately 410kms of its 438km network, some 94%.   

10.3 The majority of these roads had a mean speed of 24mph or less prior to 
implementation as noted by the DfT Guidance. 

10.4 Although it is widely publicised that Portsmouth introduced a ‘blanket’ provision it 
has been confirmed by Portsmouth City Council (PCC) that one of the zones was 
trialled prior to this city wide provision.  

10.5 Independent consultants Atkins undertook an interim evaluation of the scheme to 
which their report identified that PCC partly implemented the 20mph limits to 
‘support the low driving speeds adopted previously by many motorists and partly 
to encourage less aggressive driving behaviour from those who drove at 
inappropriate speeds. The aim was to ensure that the scheme was self-enforcing 
so as to avoid the need for extra police enforcement.’ 

10.6 The implementation of the Portsmouth scheme has been identified as being in the 
region of £570,000 fully funded by the LTP Capital Expenditure Programme.  To 
assist in the installation process the authority area was split into six sections 
being, Central East, Central West, North East, North West, South East and South 
West. 

10.7 PCC took the decision that the 20mph speed limit was only suitable for roads in 
heavily populated areas, where parking was prevalent on both sides of the roads.   
The trunk road network some very short roads and cul-de-sacs were left 
untouched.  The decision was taken that the short roads and cul-de-sacs existing 
speeds being already slow would result in unnecessary signage, however; PCC is 
to monitor speeds on these roads to include within the 20mph limits if deemed 
necessary. 

10.8 Before data was collected on 159 sites across the Portsmouth network taking into 
account Traffic Volume, Speeds and Collisions and Casualties. 



 

10.9 Prior to implementation of the new limits it was identified that 138 sites were 
recorded as having mean speeds at or below 24mph (of these 87 sites were 
actually at or below 20mph).  The results also showed a mean speed of 25mph or 
greater at 21 of the proposed sites. 

10.10 After assessments noted that following the implementation of the new limits 14 
sites continue to have mean speeds greater than 24mph.  It was also noted that 
at sites where the before mean speeds were greater than 24mph there was an 
average reduction of 7mph being a significant reduction in mean speeds.  Overall 
145 of the 159 sites monitored after implementation noted mean speeds at or 
below 24mph. 

10.11 After assessment of casualties identified the following results: 

• Pedestrians Killed or Seriously Injured rose by 35%, however an overall 
casualty reduction of 6% including slight injuries. 

• Passengers Killed or Seriously Injured dropped by 100%, with an overall 
casualty reduction of 39% including slight injuries. 

• Driver / Riders Killed or Seriously Injured dropped by 9%, with an overall 
casualty reduction of 13% including slight injuries. 

• Pedal Cyclists showed a 20% reduction in Killed or Serious Injuries, however 
overall there was an 11% increase including slight injuries. 

• For all casualties there was a noted 2% increase in Killed or Serious Injuries, 
with an overall reduction of 15% including slight injuries. 

 
NB - It must be noted that the ‘after’ casualty figures collected is for 1 year of data 
only which has been accepted as an expected annual occurrence to make 
comparison with the 3 year ‘before’ data. 

 

10.12 The mean speeds recorded ‘after’ implementation was 0.9 miles per hour lower 
than those ‘before’. At sites where the mean “Before” speed was greater than 24 
mph the mean recorded speeds were reduced by 7 mph.  

10.13 The Atkins report concluded that roads which had a ‘before’ average speed 
higher than 24 mph may show a significant reduction in speeds generally, 
however; the reductions may not be sufficient to result in a self enforcing site. 

10.14 During the preparation of this report the Department for Transport published the 
‘Interim Evaluation of the Implementation of 20 mph Speed Limits in Portsmouth’ 
which shows slight changes to the statistics quoted above. 

10.15 The report does show that the trends held within the statistics noted in paragraph 
10.11 are sustained and are sufficient in assisting to make an informed decision 
at this time. 



 

20 mph Speed Limit Research 
 

10.16 Previous research by the DfT on the introduction of 20mph limits without calming 
provision throws doubt on the effectiveness of signing alone. “Extreme caution 
should be exercised when considering making 20 mph limits using speed limit 
signs with no supporting speed reducing features. The weight of evidence points 
strongly to signed only 20 mph limits having little or no effect on traffic speeds. 
The Transport Research Laboratory assessed the effectiveness or otherwise of 
20 mph limits that were not self-enforcing (TRL Report 363 Urban Speed 
Management Methods). While they found that 20 mph zones using engineering 
measures achieved mean and 85th percentile speed reductions of around 10 
mph, the use of static signs in 20 mph limits achieved average speed reductions 
of about 1 mph and did not significantly reduce accidents”.4 

 
10.17 20 mph speed limits without self-enforcing features have the attraction of being 

relatively inexpensive to implement. However, regard must be given to the 
'before' speeds, because the higher they are the less likely speeds will be 
reduced to 20 mph. It will be important that the local police are consulted at the 
outset, to obtain an understanding of the level of enforcement that could be 
applied and how effective that might be in ensuring a significant reduction in 
speed. 

10.18 There will be some areas where speeds are relatively low already and the 
provision of a 20 mph speed limit indicated by terminal and repeater signs alone, 
without extensive police enforcement, will be sufficient to bring speeds down to 
20 mph. Circular Roads 1/93 advises that if the observed 85th percentile speed is 
within 7 mph or 20% of the proposed limit, the new limit may be introduced. For 
20 mph speed limits it is recommended that the 20% figure is applied. If observed 
85th percentile speeds are above 24 mph, then it is unlikely a 20 mph speed limit 
would be appropriate, unless traffic calming measures can be provided.  

10.19 When considering the appropriateness of a 20 mph speed limit, the area or length 
of road involved will also have some bearing. It is generally recommended that 20 
mph speed limits (including 20 mph zones) should be imposed over an area 
consisting of several roads and not just an individual road. There may be 
exceptions to this but it is doubtful that a single road 20 mph speed limit would 
have any significant effect on speeds or accidents unless it was at least 500m in 
length. Accidents in areas where 20 mph speed limits would be most successful 
seldom occur in particular locations, but are scattered throughout an area.  

10.20 It is of doubtful benefit to have a short length of either a 20 mph speed limit or a 
20 mph zone outside a school. Apart from the uncertainty of whether drivers will 
observe the limit, they may subsequently speed up significantly in an area where 
children, in relatively large numbers, will be approaching or leaving the school. 
Forming a self-enforcing 20 mph zone in roads surrounding the school would be 
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likely to reduce the frequency of accidents not only in the immediate vicinity of the 
school, but also on the routes that children take to that school5.  

The National Heart Forum (NHF) 

10.21 NHF supports a reduction in the default speed limit for built-up areas to 20 mph. 
‘Built-up areas’ in this context refers to areas where people live, work and play. 
This definition allows for exceptions to the 20 mph default speed limit for main 
roads and thoroughfares. A reduction in motor traffic speed is not the only change 
needed to make active travel safer, or to encourage further uptake of active 
modes of transport such as walking and cycling, but it is a key component. 

10.22 The World Health Organization has identified speed as the single most important 
contributor to road fatalities. Pedestrians and cyclists are at greatest risk from 
excessive or inappropriate vehicle speed. Injuries are mainly fatal if a pedestrian 
is hit by a vehicle travelling between 30 mph and 40 mph. Pedestrians hit at 
speeds below 30 mph receive mainly survivable injuries, but at a traffic speed of 
20 mph, the pedestrian survival rate is increased to 97%.  

10.23 Research published in the British Medical Journal (BMJ) on the effect of slower 
traffic speed zones in London, has found that the introduction of the 20 mph 
zones has had an impact on the number and severity of road injuries, and was 
associated with a reduction in casualties and collisions of around 40%. There was 
no evidence of casualty migration to nearby roads, meaning that the 20 mph 
zones did not simply displace or transfer the occurrence of injuries to 
neighbouring roads.  

10.24 Improving the safety of the built environment, including the speed at which 
vehicles travel within built-up areas, will benefit the health of children and others 
through increased opportunities for physical activity (such as walking to school) 
and through a reduction in injuries and fatalities associated with road traffic.  

10.25 Parents report that perceptions of traffic-related dangers are one of the main 
reasons that they prevent their children from walking or cycling to school. The DfT 
in England has stated that promoting and increasing active and sustainable travel 
to school and other educational establishments is a core part of its active travel 
strategy. By encouraging more active travel by children, DfT believes that over 
the long-term there will be less need to encourage adults out of their cars and into 
walking and cycling, as this will already be a habitual behaviour established in 
childhood.  

10.26 In other research, a modal shift to active travel showed that the risk to each 
pedestrian and cyclist drops as the number of users increase, creating essentially 
a ‘safety in numbers’ effect6. 
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PACTS - Risks for Children and Young People  

10.27 The introduction of the ‘Perceptions and Realities – A Close Look at the Risks 
which Children and Young People Face in Britain Today and What we can do to 
Reduce Them’ published by PACTS begins; “Our perceptions about risks to 
children have led to policies focused primarily on preventing violent assault. In 
reality children are far more likely to come to harm on the road.  28 children and 
young people are killed or seriously injured on British roads every day”. The 
Summary and Recommendations note: 

• Failing to protect the well-being of children and young people is both costly 
and morally unacceptable. The biggest non-natural killers of children and 
young people are road-traffic accidents. Yet policy direction has been greatly 
influenced by the shocking nature of a small number of violent assaults and 
abuse cases. This has skewed our perceptions of risk, which in turn have 
further influenced policy direction on child safeguarding and well-being. 

• Many factors, such as age, gender and socio-economic context, significantly 
impact on the risk of non-natural death and injury faced by children and young 
people in the UK. The strategies which are deployed to prevent violent and 
malicious harm take careful account of these risk factors – but these 
strategies rarely look at the wider risks to children, particularly those faced on 
the road. 

• The argument to reduce the occurrence of non-natural death and injury is not 
simply ethically, socially and emotionally driven but also an economically 
sound policy area that will deliver real cost savings. The value of prevention of 
road death and serious injury of people aged 0-25 alone was estimated to be 
over £3 billion in 2008.1. 

• In reality, although neglect and abuse are horrific, the risk of violent abuse has 
considerably reduced as a result of significant improvements in the social 
service system. As the numbers of children at risk of violent death falls, it is 
important that evidence is central to policy directions moving forward. 

• Evidence must lead decision making and guide policy interventions which aim 
to improve the well-being of children and young people. 

• The links between prevalence of non-natural death and other factors such as 
age, gender and socio-economic context are sufficiently important that a 
preventative and joined-up approach should be taken to alleviate conditions 
rather than treat symptoms. 

• More research looking into the links between varying causes of non-natural 
death and the latent conditions which encourage them with the aim of 
identifying potential preventative and where suitable joined-up policy 
approaches should be commissioned by government. 

• Government should consider changes in the allocation of resources to ensure 
that spending is based on need and is as effective as possible. 

• We need to protect but not restrict children and young people. 

• Local and National Government must take a holistic approach to preventing 
non-natural death and injury among children and young people. 

                                                                                                                                                                                            

 



 

• Spending decisions should be based on the most effective resource allocation 
which will contribute to life saving and injury prevention objectives. 

• Effectiveness of spending on child injury prevention should be improved by 
making evidence-led decisions which maximise the efficiency of the work 
force and which identify the potential for synergy across policy areas7. 

 
10.28 This report highlights the increasing need to focus on child injury and death on 

UK roads being a greater significance than certain perceived areas of 
Government spending.  

 
10.29 This area will continue to be high priority in the delivery of Engineering measures 

through the Local Safety Scheme Programme, ‘Safer Routes to School’, 
Education, Training and Publicity as well as a key consideration in the use of 
20mph Zones and Limits. 

 

11. Potential Environmental Impact  
 
11.1 The Transport Research Laboratory TRL was commissioned by the DfT to review 

the methodology being used in the United Kingdom to estimate vehicle pollution.  
Within the report the TRL noted that there is a range of pollutants that are emitted 
by vehicles, carbon monoxide (CO), volatile organic compounds (VOCs), oxides 
of nitrogen (NOx) as well as particulate matter (PM) and various unregulated 
gaseous pollutants. 

11.2 The research also appreciated that there are many factors that affect vehicle 
emissions such as speed, acceleration, gearing and its selection, road gradients 
and the vehicle type and cargo weight. 

11.3 The ‘Driving Cycle’ which is the calculation process to identify vehicle emissions 
requires 42 parameters with more than 250 cycles to provide an accurate 
measurement.   

11.4 This does not allow a general blanket statement as to the positive or negative 
effects of reducing speed limits to 20 mph contrary to statements supporting 
either view in many documents. 

12.0 Stakeholder Consultation Feedback  

Annex H contains a list of consultees and stakeholders.  

Warrington Borough Transport  

12.1 As a responsible and road safety conscious bus operator, Warrington Borough 
Transport (WBT) fully recognises the purpose of reduced speed limits in seeking 
to make the town’s roads safer. 
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12.2 However, the growth in the use of several different types of traffic calming 
measure around the town has the effect of making bus service journey times 
longer and therefore less attractive.  The less attractive our services become, the 
more difficult it is to achieve our aspiration of increasing modal switch - we know 
WBC also shares this aim.  Longer journey times also lead to the need for the 
introduction of additional driver and vehicle resources to maintain existing 
timetables.  Inevitably, the additional cost of providing such extra resources 
impacts on bus fares thereby, making the service even less attractive.   

12.3 It is essential that Warrington has a reliable, attractive and value for money public 
transport service.  If traffic calming/20mph schemes are to be established on bus 
routes, a more holistic approach needs to be taken.  For example, bus services 
affected by the schemes should be ‘compensated’ by the introduction of bus 
priority measures elsewhere along the route to compensate for the time lost as a 
result of the traffic calming/20mph scheme.  In this way the effects on journey 
times are mitigated and the overall attractiveness of the service can be 
maintained. 

12.4 Like any regulation, without effective enforcement it is difficult to envisage the 
perceived benefits being realised. 

12.5 WBT, like the Borough Council, wishes to see improvements in road safety.  We 
can play our part in this by persuading more car users to use buses for some of 
their journeys. It will be much more difficult to do this if what we have to offer does 
not appear to have advantages over the car8. 

The Institute of Advanced Motorists (IAM) 

12.6 The IAM has made the following statement regarding use of 20mph limits; 

• ‘The IAM nationally has no declared policy re 20 mph speed limits but does 
not favour blanket imposition of same.  

• A competent driver should be able to determine and apply a speed 
appropriate to the road situation with proper regard for safety. Sadly many 
can’t and limits have to be imposed. 

• The Warrington Group does not however favour the blanket imposition of any 
speed limit without careful consideration and we therefore welcome this 
review. 

• Yes a 20 mph limit is appropriate to residential estates.  However “speed 
humps” are not an appropriate way of enforcement, they don’t work for the 
reckless and cause damage to the tyres and suspensions of vehicles whose 
drivers have to negotiate them.   

• Unless said damage is spotted and acted up on it is highly likely that further 
more serious “accidents” will occur, remote from the initial cause.  It is far 
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more preferable to use carriageway restriction schemes, which in effect make 
it well nigh impossible to exceed this limit. 

• The mandatory 24hr. /365day 20 mph limits outside schools would be better 
replaced with advisory limits, backed up with speed indicator systems. 

• It is not often acknowledged that pedestrian injury is most likely on footways 
bordering trunk roads rather than within residential estates.  The ridiculous 
imposition of a 20 mph limit on a long stretch of the A50 is totally 
inappropriate.  More regulated pedestrian crossings at junctions would be an 
improvement.  As would more clearly defined cycle lanes of standard width, 
rather than the bizarre markings on Liverpool Road, A57 exit from the town 
towards Bold after Sankey9.’ 

 
20’s Plenty for Us 

 

12.7 20’s Plenty For Us” is a voluntary organisation that campaigns for the 
implementation of 20 mph as the default speed limit on residential roads in the 
UK. They consider ‘20mph to be the correct speed for residential and urban 
streets unless it is otherwise decided that a higher limit is justified’. 

 
12.8 20s Plenty actively support the introduction of trial 20mph limit areas in 

Warrington and are campaigning for lower limits to be rolled-out throughout the 
Borough.  

 
12.9 The following statement explains the reasoning and perceived benefits behind the 

‘20s Plenty for Us’ campaign: 
 

“Driving slower where people live is nothing new or radical. In fact it is already 
common in towns and communities all over Europe. Indeed, it was a trip to our 
twin town, Hilden, in 2004 which made me realise that so many of our attitudes to 
sharing the streets were unfair to the young, the old, the disabled, the 
disadvantaged and every one of us who want their streets to be as much a place 
to live as to drive.  
 
From this came the formation of 20’s Plenty for Us as the national voluntary 
organisation supporting communities who want better streets through lower motor 
vehicle speeds.  
 
In Hilden and other European towns the vast majority of in-town trips are made by 
walking, cycling or by bus. In Hilden an 18mph speed limit on residential roads 
was put in during the 90’s and became a foundation for active travel. Their 
children largely cycle or walk to school and drivers accept that a few seconds 
longer on a journey is no real inconvenience.  
 
The only thing stopping us doing this in Warrington and other UK towns is our 
resistance to change. Whilst we disagree with the need for the pilots (there is 
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ample evidence that 20mph limits do work), the recent 20mph pilots have shown 
not only that Warrington drivers will elect to travel slower, but also that residents 
will feel that their streets have become better places to live. The evidence from 
other towns which have adopted 20mph across the whole town is that this 
delivers even greater results. On slower roads it keeps the speeds low and on 
faster roads reduces it by 6mph or more.  
 
That reduction makes a huge difference in reducing the danger on our roads. And 
Warrington really is in need of such a change. Every 12 hours in 2009 someone 
was injured on Warrington roads, every 4 days someone was seriously injured 
and every 60 days someone died. In Warrington 1 in 26 children will be killed or 
injured on the roads before their 16th birthday. For child road casualties we are in 
the worst 25% of towns in the country. This is not simply about reducing 
pedestrian and cycle casualties, but also motor vehicle occupants as well.  
 
We all know that council budgets are tight, but the cost of road casualties in 
Warrington is put at £50m per annum. That’s £253 for every man, woman and 
child and 50% more than most towns of our size. The cost of implementing a 
20mph limit throughout the town on all residential roads and excluding arterial 
roads is just £1m. Whilst it will not instantly reduce our casualties to zero it can 
become the foundation for making all of Warrington a better and safer place to 
be.  
 
It will show that we can make the right judgments about what matters to a 
civilised and compassionate community. It is time for all of us to take a hard look 
at our collective sharing of roads and simply say that 20’s Plenty Where People 
Live. And that time is now 

Rod King – 20’s Plenty for Us  

 20’s Plenty for Us was formed in 2007 and is now the leads the campaign for 
lower speeds in the UK. It has 60 local campaigns around the country and 100’s 
of other organisation in support of its campaign.  

 More information can be found at its website at www.20splentyforus.org.uk10.  

 
12.10 ’20s Plenty for Us’ has recently produced the ‘20mph Limits Professional Update’, 

that identifies the key considerations for the decision making process of 20mph 
Limit provisions. This states that: 

• More than 2.5 million people now live in areas such as Portsmouth, Oxford, 
Leicester, Newcastle, Islington, Hackney, Bristol, Warrington, Colchester, 
Wirral and Southwark already committed to Total 20mph. 20mph is safer. 
Other reasons why 20mph limits should be introduced include:  

• Limits Cost 50 Times Less Than Home Zones- DfT Guidelines (1/06) relaxed 
the requirements for 20mph limits in residential areas. It is no longer 
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mandatory to impose physical measures such as bumps. Limits cost £333 per 
street in Portsmouth.  

• Enforceable - 20mph speed limits are very much community led and 
establishment endorsed. Strong support from communities increasing police 
focus on community policing supports 20mph limits which can be enforced 
with a "light touch".  

• Popular - 72% of drivers support 20mph speed limits on residential streets. 
(British Social Attitudes Survey 2005).  

• Pollution, Climate Change and Air Quality When 30km/h (18.5mph) zones 
were introduced in Germany, car drivers on average changed gear 12% less 
often, braked 14% less often and required 12% less fuel.  

• Economic Impact - Lowering urban and residential limits to 20 mph (excluding 
arterial roads) increases car journey time by a maximum of just 40 seconds. 
At 20mph the gap between vehicles decreases, leading to improved flow.  

• Health Improvements - Increased likelihood of a shift to modes like walking 
and cycling, reduced local emissions and improved air quality.  

• Quality of Life and Inequalities – Slower speeds benefit large numbers of non-
users, reducing noise and allowing better urban design standards for quality 
places. Those suffering greatest inequalities tend to live nearer to busy roads 
and therefore benefit11.’ 

 
13.0 Cheshire Police 

13.1 An official view from Cheshire Constabulary was sought on the Borough-wide 
delivery of 20mph limits. A formal statement has not been received to date. 
However, specific concerns have been raised and the following comments 
obtained. 

13.2 The Police have no objections to the Town Centre Scheme becoming permanent 
due to the high volume of pedestrians in this area. 

13.3 Neither do they have objections to the Orford or Park Road area schemes 
becoming permanent, with the exception of Park Road and A50 Long Lane 
themselves, which the Police suggest should be set at 30 mph limits.   

13.4 This view is based on the fact that these are local distributor roads and bus 
routes. Long Lane is also a key distributor route avoiding the town centre, 
especially when there are closures on the local Motorway network.   

13.5 The Police report that the nature and usage of these routes does not indicate a 
logical 20 mph limit to road users, which leads to confusion and driver frustration, 
with associated incidents of aggressive overtaking and tailgating. For these 
reasons the Police have stated that they could not justify enforcement of a 20mph 
limit on these roads. 
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14.0 Warrington Borough Council Summary 
 
14.1 Warrington Borough Council is responsible for 807.7kms of adopted highway with 

varying speed limits in both urban and rural settings, of which currently 510.7km 
is classified as being urban with a 30mph speed limit. 

 
14.2 The Council’s goal is to make residential streets safer for everyone, especially 

vulnerable road users such as the elderly, disabled, children and cyclists. It is 
also important to give residents a feeling of safety and to promote multi modal 
usage including cycling and walking, as this creates a safer cycle and pedestrian 
friendly environment. 

 
14.3 When traffic speeds are 20mph or lower the risk and severity of accidents can be 

substantially reduced. If a pedestrian was struck by a vehicle travelling at 20 mph 
they would likely to suffer slight injuries; at 30 mph they would be severely hurt 
and at 40 mph or above it is understood that approximately 90% are likely not to 
survive their injuries.  A study, carried out by the London School of Hygiene and 
Tropical Medicine estimated that only one in forty people would die as a result of 
being hit at 20mph, as opposed to a one in five chance for someone hit at 30mph. 

14.4 A study of the impact of 20 mph zones has provided detailed evidence to suggest 
that 20 mph zones are effective in reducing the risks of casualties in a major 
metropolitan area, especially with regard to serious injury and death, and that the 
benefits are greatest among younger children. In the context of the wider 
evidence about the health burdens associated with road injuries, this evidence 
supports the rationale for 20 mph zones not just in major cities in Britain but also 
in similar metropolitan areas elsewhere.  Indeed, even within London, there is a 
case for extending the currently limited provision of such zones to other high 
casualty roads12 

14.5 There are clearly potential benefits to be gained from the introduction of 20 mph 
speed limits, which is to a degree supported by the evidential base obtained 
through the Warrington trials and elsewhere. In addition, stakeholder views are 
largely positive and supportive. However, there are financial implications to 
introducing a blanket 20 mph limit that must be balanced against the known and 
historically proven benefits of a more reactive and site-specific approach to 
collision reduction.  

14.6 The trial study for the three areas assessed within this report cost £118,000, 
including the extension of the Park Road area and advertising and legal costs. It 
has been estimated that it would require £1449 per km to introduce 20mph limits 
on all Warrington’s residential roads assuming that all signs were to be erected 
on existing posts and lighting columns (with the exception of Terminal Signage 
that would require posts with foundations). 

                                                           
12
 British Medical Journal; Effect of 20 mph traffic speed zones on road injuries in London, 1986-

2006: controlled interrupted time series analysis. 
 



 

 
14.7 If an Authority wide 20mph blanket were to be introduced on all of the current 

urban 30mph limit roads the total cost for signage provision with legal and 
advertising costs would be approximately £740,000 for 510.7km of Warrington’s 
urban roads, not including advertising and legal costs to make associated Traffic 
Regulation Orders. 

 
14.8 The Local Safety Scheme Programme is devised to maximise the potential 

reduction in injury collision occurrence at sites identified as high priority. These 
sites are assessed for potential numbers of collisions reduced by the 
implementation of a scheme and a ‘First Year Rate of Return’ (FYRR) applied to 
them.  This is calculated by means of assessing the scheme cost against the 
costs saved to the community by reducing that number of collisions. 

14.9 A FYRR of 250% should be achieved by any scheme being delivered. The 
proposed programme for 2010/2011 has identified an average FYRR of 547% 
with the lowest scheme benefit being 297%. 

14.10 Within the trial study period the three areas combined produced an injury collision 
reduction of 13.68 in 18 months (taking into account the borough wide borough 
trend).  This would equate to a 9 injury collision reduction in a 12 month period.  
Taken as an actual first year collision reduction figure with the implementation 
costs as shown in 17.1 this shows a FYRR of 800%.   

14.11 A cost saving to the community can be applied to ascertain a monetary value in 
relation to the FYRR.  The DfT (at the time of this report) estimate the average 
cost of a collision occurrence to be £104,900.  This includes costs incurred by the 
Police, Ambulance Service, Fire and Rescue Service, NHS, Highway 
Maintenance, Vehicle Insurance and several other areas that incur cost. 

14.12 At an annual reduction of 9 injury collisions the cost saving to the community 
would be £944,100 if this reduction level could be sustained.  This would indicate 
that during the 18 months of the trials being undertaken there has been a cost 
saving to the community of £1,435,032 through injury collision reduction. 

14.13 There are therefore potentially high cost benefits to be gained through more 
extensive use of 20 mph limits and, in Network Management terms, an extension 
of the use of 20 mph limits based on accident reduction potential would be both 
logical and appropriate. Given the financial constraints that are likely to be faced 
by all local authorities over the coming years, it is however important to develop 
an objective method for prioritising a roll-out to ensure that the greatest benefits 
are gained from the investment made.  



 

14.14 Warrington BC’s next steps in developing this project will therefore be to develop 
a methodology for: 

• Identifying potential roll-out areas;  

• Assessing relative benefits of 20 mph limits within those areas; and 

• Understanding the best way in which restricted budgets can be utilised to 
further expand the 20mph limit network. 

 

 

 

 

 



 

 

 
 

Annex A – Town Centre 

 

 



 

Annex B – Orford Area 
 

 

 



 

Annex C – Great Sankey (Park Road) 
 

Red area indicates the extension of original scheme 



 

Annex D - KEY MILESTONES 
 

Stage - Scheme 
Inception 

Approximate 
date 

Milestone 

 
SCHEME FEASIBILITY 

 

Review of Current 
Guidance 
(as a result of 
Warrington’s Cycle 
forum) 

February/ 
March 2008 

The Road Traffic Regulations Act (Amendment) Order 1999 (SI 
1999 No. 1608) gives authorities the powers to introduce both 20 
mph speed limits and 20 mph zones without obtaining consent from 
the Secretary of State. 

Defining Trial 
Locations 
(Scheme 
justification) 

March 2008 

To make the pilot study more robust, different types of roads have 
been selected by geographical feature (i.e. Park Rd: long straight, 
Orford Area: large residential area and Town Centre: business 
area, coupled with the accident rate justifications as below: 

• Park Road – High frequency of accidents involving pedal 
cyclists 

• Orford area – High frequency of accidents involving 
vulnerable road users 

• Town Centre – to encourage more sustainable commuting 
practices. 

Portsmouth 
Experience 
  

June/July 
2008 

An examining of Portsmouth’s policies on the implementation of 20 
mph limits has proved beneficial.  Portsmouth City Council has 
implemented blanket 20 mph speed limits in six areas and after 
implementation accident studies have proved successful in both 
the reduction in speeds and casualty numbers and severity. 

 

Monitoring 
Framework 
(Before scheme 
implementation 
surveys include) 
 

August/ 
September 
2008 

This includes utilising Automatic Traffic Counts (ATC) to establish 
traffic flows, mean speeds, 85

th
 percentage and percentage over 

the current speed limit.  Coupled with the ATC data, vulnerable 
road user surveys concentrating on cycle flows have also been 
examined.  This information is needed in order to assess the 
effectiveness of the 20 mph speed limits in terms of speed 
reduction and cycle flows.  
 

Members 
consultation 

9
th
 October 

2008 

This scheme was presented to Council members at the Gateway, 
which gave Council Members the knowledge to answer queries on 
this scheme. 

Delegated 
Approvals 

11 November 
2008 

Delegated approvals for scheme implementation were confirmed, 
so that scheme could move from the feasibility stage to detailed 
design. 

 
SCHEME IMPLEMENTATION 

 

Scheme Design 
completion 

November 
2008 

Detailed design to Construction Design Regulations 2007 and 
adheres to other highway design legislation 

Making of 
Experimental Traffic 
Regulation Orders 

November 
2008 

This process has been finalised by the Councils Legal Team and 
the Traffic Order has been sealed – this order will be advertised on 
15

th
 January 2008 in the Warrington Guardian 

Area Committee 
consultation –Park 
Road 

9
th
 October 

2008 
Informing Local Residents about the scheme face to face.  This 
formal process gives local residents the chance to get feedback.  

Area Committee 14
th
 January Informing Local Residents about the scheme face to face.  This 



 

Consultation 
-Orford Area 

2009 formal process gives local residents the chance to get feedback.  

Area Committee 
Consultation 
-Town Centre 

15
th
 January 

2009 
Informing Local Residents about the scheme face to face.  This 
formal process gives local residents the chance to get feedback.  

Public Consultation 
20

th
 January 

2009 

Leaflets will be distributed to 7500 households within the Borough: 

• Park Road Area, Great Sankey - (1,725) 

• Orford Green Area, Orford – (4,433) 

• Town Centre – (953) 

Communications 
Strategy 
 

29
th
 January 

2009 
Half page spread in the Warrington Guardian 

Scheme start date 
2
nd
 February 

2009 
Scheme will be fully operational 
 

 

 
MONITORING FRAMEWORK 

 

After 
implementation 
Surveys 

2nd March 
2009 

Automatic Traffic Counts (ATC) to establish traffic flows, mean 
speeds, 85th percentage and percentage over the current speed 
limit.  Coupled with the ATC data, vulnerable road user surveys 
concentrating on cycle flows have will be used make comparisons 
with pre scheme implementation data 

After 
implementation 
Area Committee 
consultations 

August 2009 
To ask local residents for feedback on whether the scheme is 
working or not 

Police Enforcement 
November 
2009 

High Police presence to issue drivers with ticket who break the 20 
mph speed limit in all three areas 

After 
implementation 
Surveys 

November 
2009 

Automatic Traffic Counts (ATC) to establish traffic flows, mean 
speeds, 85th percentage and percentage over the current speed 
limit.  Coupled with the ATC data, vulnerable road user surveys 
concentrating on cycle flows have will be used make comparisons 
with pre scheme implementation data 

Accident Analysis  May 2010 Detailed accident analysis of all three areas 



 

After 
implementation 
Surveys 

July 2010 

Automatic Traffic Counts (ATC) to establish traffic flows, mean 
speeds, 85th percentage and percentage over the current speed 
limit.  Coupled with the ATC data, vulnerable road user surveys 
concentrating on cycle flows have will be used make comparisons 
with pre scheme implementation data 

End of Pilot August 2010 
 

Data Review September 10 
 

Reporting October 10 
 



 

Annex E.1 – Town Centre Average Speeds (All Surveyed Roads) 
 

Vehicle Speeds

20.4

20.6

20.8

21

21.2

21.4

21.6

21.8

22

22.2

22.4

22.6

June 2008  April 2009  Nov 2009  July 2010

Date

S
p
e
e
d
 (
m
p
h
)

Vehicle Speeds

 



 

Annex E.2 – Orford Area Average Speeds (All Surveyed Roads) 
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Annex E.3 – Park Road Area Average Speeds (All Surveyed Roads) 
 

Average Mean Speeds - Great Sankey
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F - 20mph Pilot Speed Surveys Vehicle Speed and Flow 

      Survey Date June 2008 Survey Date April 2009 Change Survey Date July 2010 
Change June 08 to     

July 10 

Pilot 
scheme Monitoring Station Direction Flow  Mean  85%ile Flow  Mean  85%ile Flow  Mean  85%ile Flow  Mean  85%ile Flow  Mean  85%ile 

Long Lane WB 44518 26.1 30.6 44992 24.1 29.5 474 -2 -1.1 38685 24.50 29.30 -5833 -1.60 -1.30 

Long Lane EB 45305 27.8 32.4 46617 25.7 31.3 1312 -2.1 -1.1 42703 25.50 30.90 -2602 -2.30 -1.50 

Orford Green WB 34579 23.3 28.4 34620 22.6 28 41 -0.7 -0.4 30830 23.00 28.00 -3749 -0.30 -0.40 

Orford Green EB 37426 26.2 29.3 38082 25.6 29.1 656 -0.6 -0.2 34508 25.60 29.10 -2918 -0.60 -0.20 

Northway NB 13101 24.1 29.5 14809 24.6 30 1708 0.5 0.5 13583 23.40 29.30 482 -0.70 -0.20 

Northway SB 18325 27.1 32.2 18376 26.1 32 51 -1 -0.2 16582 26.40 32.00 -1743 -0.70 -0.20 

Statham Road WB 22422 24.7 28.6 22396 24.1 28.4 -26 -0.6 -0.2 20951 24.20 28.40 -1471 -0.50 -0.20 

Statham Road EB 17481 26.6 31.3 17854 25.1 29.8 373 -1.5 -1.5 16383 25.00 29.50 -1098 -1.60 -1.80 

Sandy Ln WB 20568 27.3 32 21389 25.9 34 821 -1.4 2 19873 25.60 30.20 -695 -1.70 -1.80 

Orford 
Area 
  
  
  
  
  
  
  
  
  Sandy Ln EB 19390 26.8 31.5 19905 24.9 29.8 515 -1.9 -1.7 18681 24.50 29.10 -709 -2.30 -2.40 

Park Rd / Lingley Rd WB 13500 25.5 30.2 13036 24.3 28.9 -464 -1.2 -1.3 14929 24.60 28.90 1429 -0.90 -1.30 

Park Rd / Lingley Rd EB 15705 26.3 30.6 15174 24.6 29.1 -531 -1.7 -1.5 12778 24.30 29.10 -2927 -2.00 -1.50 

Park Road/Norfolk Drive WB 15211 28.4 32.7 13557 26.4 31.8 
-

1654 
-2 -0.9 12622 26.40 31.30 -2589 -2.00 -1.40 

Park 
Road 
  
  
  Park Road/Norfolk Drive EB 16301 28.9 34 14412 26.3 32 

-
1889 

-2.6 -2 13492 26.20 31.30 -2809 -2.70 -2.70 

Academy Way WB 36038 24.9 29.5 36240 24.3 29.1 202 -0.6 -0.4 31633 24.20 28.90 -4405 -0.70 -0.60 

Academy Way EB 11984 23.6 29.8 12420 22.6 28.4 436 -1 -1.4 11204 22.20 27.30 -780 -1.40 -2.50 

Bold Street SB 26105 18 22.1 26238 18 22.1 133 0 0 20021 17.90 21.70 -6084 -0.10 -0.40 

Buttermarket Street WB 28467 23.7 29.1 28957 23.3 28.6 490 -0.4 -0.5 27972 23.00 28.00 -495 -0.70 -1.10 

Buttermarket Street EB 27865 23.5 28.4 28583 23.4 28.2 718 -0.1 -0.2 30324 22.90 27.70 2459 -0.60 -0.70 

Sankey Street WB 6429 22.1 26.8 7839 22.3 26.4 1410 0.2 -0.4 3538 22.60 28.90 -2891 0.50 2.10 

Sankey Street EB 45994 21.1 27.3 46616 21.9 28 622 0.8 0.7 28734 19.60 26.80 -17260 -1.50 -0.50 

Scotland Road NB 10064 20.9 26.2 10523 20.5 25.7 459 -0.4 -0.5 1084 20.10 25.10 -8980 -0.80 -1.10 

Scotland Road SB 35595 21 25.7 34981 20.8 25.5 -614 -0.2 -0.2 37898 20.30 24.80 2303 -0.70 -0.90 

Winmarleigh Street NB 31014 22.1 26.2 30732 21.8 25.7 -282 -0.3 -0.5 27445 22.30 26.40 -3569 0.20 0.20 

Town 
Centre 
  
  
  
  
  
  
  
  
  
  Winmarleigh Street SB 2248 19.1 23 2403 19.6 23.7 155 0.5 0.7 2221 19.70 23.90 -27 0.60 0.90 



 
 

Annex G – Pedal Cycle Migration 
 

APPENDIX B - PEDAL CYCLE MIGRATION ANALYSIS 

Long Lane WB Long Lane EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 52 75 Jun-08 48 67 

Apr-09 37 61 Apr-09 34 56 

Nov-09 42 59 Nov-09 49 48 

Jul-10 53 104 

Possible 

Jul-10 58 95 

No 

Orford Green WB Orford Green EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 20 35 Jun-08 17 37 

Apr-09 22 36 Apr-09 15 25 

Nov-09 16 22 Nov-09 18 14 

Jul-10 22 33 

No 

Jul-10 24 20 

No 

Northway (NB C/W) NB Northway (NB C/W) SB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 34 55 Jun-08 20 19 

Apr-09 19 18 Apr-09 15 5 

Nov-09 16 25 Nov-09 7 10 

Jul-10 24 9 

No 

Jul-10 18 34 

Yes 

Northway (SB C/W) NB Northway (SB C/W) SB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 29 33 Jun-08 35 69 

Apr-09 1 17 Apr-09 26 19 

Nov-09 0 16 Nov-09 30 16 

Jul-10 32 29 

No 

Jul-10 24 0 

No 

Statham Road WB Statham Road EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 41 63 Jun-08 45 51 

Apr-09 25 22 Apr-09 18 29 

Nov-09     Nov-09     

Jul-10 35 45 

No 

Jul-10 45 36 

No 

Sandy Lane WB Sandy Lane EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 38 10 Jun-08 47 21 

Apr-09 40 17 Apr-09 30 14 

Nov-09     Nov-09     

Jul-10 58 29 

No 

Jul-10 68 28 

No 

Park Rd / Lingley Rd WB Park Rd / Lingley Rd EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 33 41 Jun-08 42 39 

Apr-09 17 13 Apr-09 19 27 

Nov-09 14 10 

No 

Nov-09 10 17 

No 



 
 

Jul-10 61 48 Jul-10 48 48 

Park Rd / Norfolk Dr WB Park Rd / Norfolk Dr EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 13 29 Jun-08 26 20 

Apr-09 16 14 Apr-09 13 19 

Nov-09 8 8 Nov-09 3 4 

Jul-10 15 36 

No 

Jul-10 23 22 

No 

Academy Way WB Academy Way EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 15 53 Jun-08 14 44 

Apr-09 6 30 Apr-09 4 35 

Nov-09     Nov-09     

Jul-10 13 34 

No 

Jul-10 24 41 

No 

Bold Street NB Bold Street SB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 12 14 Jun-08 6 41 

Apr-09 9 9 Apr-09 8 36 

Nov-09 12 4 Nov-09 31 4 

Jul-10 12 6 

No 

Jul-10 2 23 

No 

Buttermarket Street WB Buttermarket Street EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 35 39 Jun-08 26 44 

Apr-09 23 31 Apr-09 24 26 

Nov-09 25 27 Nov-09 25 27 

Jul-10 27 30 

No 

Jul-10 36 37 

No 

Sankey Street WB Sankey Street EB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 31 58 Jun-08 40 118 

Apr-09 34 34 Apr-09 43 76 

Nov-09 28 22 Nov-09 25 54 

Jul-10 23 39 

Possible 

Jul-10 39 56 

No 

Scotland Road NB Scotland Road SB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 46 60 Jun-08 45 58 

Apr-09 40 44 Apr-09 29 56 

Nov-09 38 26 Nov-09 26 28 

Jul-10 51 45 

No 

Jul-10 38 51 

No 

Winmarleigh St NB Winmarleigh St SB 

  FW CW Poss Shift?   FW CW Poss Shift? 

Jun-08 11 31 Jun-08 6 9 

Apr-09 9 20 Apr-09 13 11 

Nov-09 1 19 Nov-09 4 2 

Jul-10 9 12 

No 

Jul-10 6 7 

No 

 



 
 

 
Annex H – List of Consultees 

 
 
 

Organisation / Individual Outcome 

Portsmouth City Council – Angela 
Gill 

Provision of additional trial details 

Cheshire Constabulary Details recorded in report 

Institute of Advanced Motorists Comments received 

Rod King – 20s Plenty for US Comments received 

Residents – random selection for 
Perception Survey  

Comments received 

Brake 
20s plenty for the UK Campaign 
Information 

Assoc. of Directors of Public 
Health UK 

Active Travel Initiative Report 

Knowsley Council Comments received 

Bury Council Comments received 

GMTU and Stockport Council Comments received 

Halton Borough Council Comments received 

Great Sankey North Community 
Action Group 

Residents comments received 

Warrington and National Guardian 
Newspaper 

Resident and action group views / 
comments 

Oxford Mail Review of Oxford 20mph provisions 

 


