
 

  

Yorkshire and Humber 
Assembly 
  Transport Constraints 
and Opportunities 
  Scoping Study Report 
   Black 

ISSUE 

 
 
 
 

 

  



 

  

Yorkshire and Humber 
Assembly 
  Transport Constraints 
and Opportunities 
  Scoping Study Report 
 

  
 

April 2008 
 

 
  

 

 
 This report takes into account the 

particular instructions and requirements 

of our client.   
It is not intended for and should not be 
relied upon by any third party and no 

responsibility is undertaken to any third 
party 

 

Ove Arup & Partners Ltd  

Admiral House, Rose Wharf,  
78 East Street, Leeds LS9 8EE 

Tel +44 (0)113 2428498  Fax +44 (0)113 2428573 
www.arup.com  Job number    125356-00 



J:\125000\125356-00\0 ARUP\0-11 TRANSPORTATION\0-11-8 REPORTS\FOR 
CD\FINAL REPORT ISSUE 250408.DOC 
  

Ove Arup & Partners Ltd
Issue    25 April 2008

 

  
�
�

��������	
���
�������

������������
 

Job number Job title Transport Constraints and Opportunities 

125356-00 

File reference Document title Scoping Study Report 

 

Document ref   

Revision Date Filename  

Description First draft  - Issued to client for comment 

 Prepared by Checked by Approved by 

Name Emma Brown Hilary Holden Tom Bridges 

Draft 1 16/04/08 

Signature         

Filename DraftReportv2 ISSUE 240408.doc 

Description  

 Prepared by Checked by Approved by 

Name Emma Brown Hilary Holden Tom Bridges 

Draft 2 24/04/08 

Signature    

Filename Final Report ISSUE 250408.doc 

Description  

 Prepared by Checked by Approved by 

Name Emma Brown Hilary Holden Tom Bridges 

Issue 25/04/08 

Signature    

Filename  

Description  

 Prepared by Checked by Approved by 

Name    

  

Signature    

  Issue Document Verification with Document  �   

  



Yorkshire and Humber Assembly Transport Constraints and Opportunities
Scoping Study Report

 
 

J:\125000\125356-00\0 ARUP\0-11 TRANSPORTATION\0-11-8 REPORTS\FOR 
CD\FINAL REPORT ISSUE 250408.DOC 
  

Ove Arup & Partners Ltd
Issue    25 April 2008

 

���������
 

  Page 
1 Introduction 1 

1.1 The Brief 1 

1.2 Background Context 1 

1.3 Structure of This Report 2 

2 Case Studies 4 

2.1 Introduction 4 

2.2 Augmenting the Evidence Base for the Examination in Public of the South East 
Plan: Final Report 4 

2.3 One North East – Phase 1: Reviewing the Evidence Base 6 

2.4 South West Draft RSS Urban Extension Evidence Base Review 6 

2.5 Northern Way – ‘Building the Evidence Base’ & ‘Short, Medium and Long Term 
Priorities’ 10 

2.6 Lessons Learnt from Reviewing these Case Studies 10 

2.7 Transit-Oriented Development in Portland, Oregon 11 

3 Transport Constraints/Opportunities Data Sources 13 

4 Transport Improvement Schemes 14 

5 Recommended Approach 15 

5.1 Introduction 15 

5.2 Core Data Requirements 15 

5.3 Optional Data Requirements 19 

5.4 Existing Development/Growth Areas 21 

5.5 Gap Analysis Methodology 21 

5.6 Presentation Methods 22 

5.7 Discounted Data Sources 23 

5.8 Background Growth Assumptions 23 

6 Sub-Area Commentary 25 

6.1 Introduction 25 

6.2 Leeds City Region 25 

6.3 South Yorkshire 27 

6.4 Humber Estuary 28 

6.5 York 29 

6.6 Vales and Tees Links 30 

6.7 Coast 31 

6.8 Remoter Rural (North Yorkshire) 31 

7 Resourcing 32 

8 Next Steps 33 
 



Yorkshire and Humber Assembly Transport Constraints and Opportunities
Scoping Study Report

 
 

J:\125000\125356-00\0 ARUP\0-11 TRANSPORTATION\0-11-8 REPORTS\FOR 
CD\FINAL REPORT ISSUE 250408.DOC 
  

Ove Arup & Partners Ltd
Issue    25 April 2008

 

�		��
�����
Appendix A 

Maps of core data for the York sub-area 

Appendix B 

Map of identified housing growth areas within West Yorkshire (Source Metro) 

Appendix C 

Estimate of time inputs required to assemble data and specific issues regarding the data - by RSS 
sub-area 

 
 

 



Yorkshire and Humber Assembly Transport Constraints and Opportunities
Scoping Study Report

 
 

J:\125000\125356-00\0 ARUP\0-11 TRANSPORTATION\0-11-8 REPORTS\FOR 
CD\FINAL REPORT ISSUE 250408.DOC 

  

Page 1 Ove Arup & Partners Ltd
Issue    25 April 2008

 


  �����
�������


�
  ����������

The Yorkshire and Humber Assembly has commissioned Arup to look at ways of using 
existing transport evidence base on transport constraints and opportunities to proactively 
inform options for housing growth. This project is being undertaken alongside other work 
streams as part of the ‘mini review’ of the Regional Spatial Strategy (RSS).  These other 
work streams include developing an evidence base associated with integrated infrastructure 
capacity, flood risk, green belt, housing markets and town centre capacity. The plan is that 
they will the evidence will then be combined to identify areas of opportunity to accommodate 
the necessary levels of housing growth. 


��  ���������
����������

���������������

The Housing Green Paper ‘Homes for the future: more affordable, more sustainable’ places 
a particular emphasis on the delivery of the infrastructure, including transport infrastructure, 
necessary to support housing growth.  The levels of housing growth now being proposed in 
the Region, and the implied future requirements as indicated by the NHPAU1, require a 
more proactive approach to planning for growth. 

As such, the Housing Green Paper announced that all regional spatial strategies (RSSs) 
produced by the regional assemblies would be reviewed over the next three years. The 
reason for these mini reviews is to ensure that the additional housing, new eco towns and 
Growth Points are properly identified and planned for. It is noted in the Green Paper that all 
RSSs will be revised, in whole or part, by 2011 at the latest to reflect plans for 240,000 
homes a year by 2016.  

Notwithstanding the announcements in the Housing Green Paper, the revised housing 
targets for the Yorkshire and Humber region set out in the current Secretary of State’s 
Proposed Changes are for annual average net additions to the dwelling stock of 22,140 per 
annum between 2008-2026. This is compared to 15,160 net additions per annum for the 
period 2004-2008.  The existing RSS (selective review of RPG12) is planning for 14,765 net 
additions per annum between 1998 and 2016.  Clearly, there are very significant transport 
implications for this rise in housing numbers, not only in terms of infrastructure required but 
also in terms of services provided and demand management. 

These linkages between land use and transport are critical to achieving sustainable 
economic growth and by effectively delivering improvements to the transport network, 
capacity is incrementally improved. This, in turn, provides scope for development 
opportunities, which creates economic growth. Following the proposed increase in housing 
numbers for the region, it is important to evaluate and plan for the implications of this 
growth. 

���� ���!��"����

The mini-review of the RSS in Yorkshire and the Humber is now underway and options will 
be developed in autumn 2008.  This study is part of the development and consolidation of 
the evidence base to develop those options. 

The main parallel workstreams are considering the following subject areas: 

·  Understanding the evidence base being developed by local authorities through their 
Strategic Housing Land Availability Assessments (SHLAAs); 

                                                           
1 The National Housing and Planning Advice Unit, a non-departmental public body, sponsored by CLG, designated to provide 
independent advice on affordability matters to the Government, Regional Assemblies and other stakeholders with an interest in the 
housing market. 
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·  The development of a consistent approach to Geographic Information Systems (GIS) in 
terms of collating a dataset and ensuring that the evidence base is presented in a way 
to inform the development of options for accommodating housing and economic growth; 

·  Building an understanding of the growth aspirations being developed through Core 
Strategy work at the local authority level; 

·  Understanding and mapping the main infrastructure constraints and opportunities in the 
region in terms of critical, social and green infrastructure; and 

·  Collating the region’s strategic flood risk assessment information. 

The transport constraints work will input into the GIS datasets and add value to the 
infrastructure work.  Together with other information and policy choices, this information will 
help to inform the development of evidence based options for housing growth in the region. 

#�
����$	���������������#����

Achieving sustainable housing and economic growth are important national and regional 
objectives.  Having the evidence to hand to demonstrate the transport investment 
implications of this growth will help: 

·  To understand where the most sustainable locations for growth might be, understanding 
that the scale of growth now proposed might mean strategic growth in some smaller 
settlements to achieve sustainability; 

·  To develop a robust approach to regional transport funding in terms of assessing the 
merits of bids through the Regional Transport Board and making the case nationally for 
a greater share of transport investment funding; 

·  To understand the location of any critical transport infrastructure ‘show-stoppers’ that 
might impact on the delivery of the spatial strategy; 

·  To provide a robust evidence base and framework for the development of policies and 
approaches to the proposed Community Infrastructure Levy (regionally and to guide 
sub-regional and local responses); and 

·  To ensure delivery of local networks of transport infrastructure as part of major housing 
development proposals. 


�%  ��������������������	����

This report contains the following chapters: 

·  Chapter 2: Review of processes for identifying growth 

This chapter reviews existing best practice identifying locations for housing growth 
based on evidence of transport constraints and opportunities. In doing so, three case 
studies are discussed.  

·  Chapter 3: Transport constraints - data sources  

This chapter presents a database of information sources available in the Yorkshire and 
Humber region to help identify transport constraints. 

·  Chapter 4: Transport improvement sources 

This chapter presents a database of proposed transport schemes for the Yorkshire and 
Humber region. The schemes are categorised according to their status and likely 
implementation timescales. 

·  Chapter 5: Recommended approach 
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This chapter discusses the recommended approach for mapping the available data 
sources to identify locations for housing growth. The York RSS sub-area is used to pilot 
the approach.  

·  Chapter 6: Sub-area commentary 

This chapter briefly summarises transport constraints and interventions for each RSS 
sub-area and their implications for housing growth.  

·  Chapter 7: Scale of the tasks identified 

This chapter identifies the scale of the tasks identified to assemble the required data for 
the recommended approach for each RSS sub-area.  

·  Chapter 8: Next Steps 

This chapter clearly outlines the steps to be taken in the next few months to assemble 
the information to complete the tasks identified in Chapter 7.   
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A search was undertaken to locate case studies where transport constraints and 
opportunities have been considered proactively when identifying locations for growth. This 
search involved: 

·  Contacting other regional assemblies; 

·  Contacting international colleagues (in Australia and the United States); 

·  An internet search. 

The internet search and contact with other regional assemblies did not prove fruitful. Many 
of the regional assembly representatives indicated that they have not undertaken such an 
exercise due to their focus on other areas of work relating to their RSS. Some expressed an 
interest in knowing more about the method and the outcome of the current work as they 
would be interested in doing something similar in the future. Four of the most appropriate 
and useful case studies are reviewed in this chapter. They are:  

·  A study for the Office of the Deputy Prime Minister and the regional Government Office 
to assess locations for additional housing growth in the South East; 

·  A study for the Regional Assembly to compare the suitability of identified urban 
extensions for locating additional housing growth in the South West; 

·  A Phase 1 study underway for the North East Regional Development Agency (that has 
not yet reported) on the evidence available to determine transport constraints and 
opportunities; 

·  Two studies undertaken for the Northern Way on evidence that informed transport 
investment priorities.  

We have also discussed with colleagues in North America and Australia a suitable 
international example. It has not been easy to come up with a similar proactive planning 
exercise to the one we are proposing to undertake in or region. We have included Portland 
in the State of Oregon as an example of a directly elected city regional government that has 
been pursuing a policy of urban infill to accommodate housing growth. This has enabled the 
region to introduce property tax exemptions that give a 10-year exemption period for high 
density housing and mixed-use projects with discounts for developments located close to 
transit networks.  

���  ���$�����������&"�
������������������&��$���������� �'�()������
����������&����')��*�+���)���	����

�����
�������

This report was commissioned by the Office of the Deputy Prime Minister (ODPM, as was) 
and Government Office for the South East to provide independent technical advice for the 
examination in public of the draft South East Plan. The specific purpose of the study was to 
develop and appraise alternative options for accommodating housing and associated 
growth, additional to the amount proposed in the South East Plan.  

The housing growth scenarios were based on demographic and economic information and 
were developed prior to assembling the data on constraints and opportunities. The study 
mapped environmental, planning and related data to help identify the pattern of overall 
constraints and opportunities. This included maps showing: 

·  Outputs from ODPM’s Sustainability Impacts Model; 

·  Trunk Road Stress; 
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·  Transport Improvements and Environmental Constraints; 

·  Rail Transport Capacity; 

·  Water Resources; 

·  Water Quality; 

·  Unconstrained Land Resources. 

Of particular interest to our study is how trunk road stress and rail transport capacity 
constraints were mapped and the information used in the decision making process. The 
following sections of this report summarise the approach undertaken. 

���������
��������

The trunk road stress models developed by the Highways Agency and their consultants 
were adapted to assess the possible impacts of higher levels of growth. 

A model was run for each of the housing options to produce a ‘demand’ forecast of the 
volume of traffic that may wish to use the regional trunk road network over the period 2006-
2026. The results gave an indication of the degree of network stress and the likely location 
of these congestion hotspots.  

To produce the models, the trunk road network for the South East region was sub-divided 
into 103 links over which conditions do not vary significantly, either in terms of highway 
standard or traffic flows. 

Existing traffic flows were taken directly from the Highways Agency’s Traffic Monitoring 
Database. To produce the forecasts TEMPRO was used to generate the expected level of 
background growth in the South East region to 2026.  

The scale and location of housing growth within each of the nine sub-areas was based on 
four housing scenarios and the trip generation impact calculated using the TRICS database. 
Census Special Workplace Statistics data for urban centres across the South East region 
were used to provide a forecast of the likely distribution of the new vehicle trips across the 
highway network. Assumptions were made to assign the trip distribution pattern to the 
highway network. This was then mapped onto the link based analysis used in the model, 
and trips were assigned as appropriate to the trunk road network.  

Capacity assumptions were made regarding the current and likely future trunk road network 
so that ratios of flow to capacity (RFCs) could be calculated for each scenario in a current 
and a future year. The RFC values were mapped using the following categories: 

Blue  RFC%<80% - Link likely to operate without significant congestion in peak hours. 

Yellow  80%<RFC%<100% - Link likely to be congested in peak hours. 

Red  100%<RFC%<120% - Link congested at peak hours and at other times and 
progressively unable to cope without flow and demand management measures. 

Purple  RFC%>120% - Unable to cope with demand. 

���)������	������	����,�

The study team also obtained some limited information from the Department for Transport 
on existing rail congestion. This shows existing (2003) AM Peak Load factors. 

�����	�����$	��"�$�����

In a similar process to the method proposed in our study, the team in the South East 
compiled data on proposed transport improvements to 2026. However, this database was 
not mapped as part of the project. 
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One North East (ONE) has recently commissioned consultants to review the regional 
transport evidence base for their RSS. The study has not yet been completed. However, 
from talking to ONE and from the detail in their project brief, it is clear that the aim of their 
Phase 1 work is very similar to our scoping study as it is seeking to ascertain the availability 
of data to produce a robust evidence base and define further work.  

Although yet to be commissioned, Phase 2 of the work for ONE will seek: 

·  To agree the nature of the region’s ‘challenges’ (constraints and opportunities) for 
transport, leading to the generation of options to meet the agreed ‘challenges’. The 
identified challenges and options will inform future reviews of the Regional Funding 
Allocations for transport and the development of the Integrated Regional Strategy. 

·  To agree an appropriate and effective interaction between work ongoing at a local level 
(including County and City Region) and across the relevant regional forums. 

��0  ������#����1���������2�(���&���������&"�
���������� ��"����
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Arup was appointed in 2006 by the South West Regional Assembly to provide an 
assessment of the rationale and underlying technical evidence base for the selection of the 
urban extension ‘area of search’ proposals set out in the Draft South West Regional Spatial 
Strategy (Draft RSS) (June, 2006). This focused on the sustainability merits of broad 
directions of growth around Strategically Significant Cities and Towns (SSCTs) where urban 
extensions were proposed. The study did not comment on the underlying housing growth 
projections. Nor did it seek to verify the strategic approach of focussing development at the 
SSCTs as set out in the Draft RSS. 

The brief was to establish the degree to which the technical evidence prepared by the Joint 
Study Area (JSA) Section 4(4) Authorities supports the recommendations made to the 
Regional Planning Body concerning the urban extension ‘area of search’ recommendations. 
As such, it can be considered a ‘study of studies’. 

 ����
�)��,�

Following a policy review, factors were identified that were considered essential to the 
consideration of a sustainable location. Later, these factors were grouped into the four 
categories, which are listed below. These categories became the basis for the review of the 
credibility of the evidence base for each JSA authority and the appraisal of the proposed 
urban extension areas of search.  

·  Environmental Factors: flood risk; green belt and green field land take; biodiversity; 
landscape; and built environment. 

·  Network Capacity: road network; and public transport.  

·  Accessibility: access to employment; access to retail and private services; and access 
to public services. 

·  Other Infrastructure: waste facilities; water facilities; and green infrastructure.  

Of particular interest to our study is understanding how ‘network capacity’ and ‘accessibility’ 
were considered in the selection of areas of search for housing growth.  

Most JSA authorities utilised available transport models to assess and define potential areas 
of search. Where this was not the case, travel data at a county level was used to show 
levels of road use, Census travel to work areas, and patterns of shopping, school and 
leisure trips between towns and villages in each sub-area. This information was used to help 
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identify strategic and local networks and patterns of use, and areas where congestion is a 
problem.  

Additional accessibility maps were produced to identify sites within: 

·  3km of a railway station;  

·  500m of a high frequency bus route; and 

·  5km of a major employment site.  

Sites were also subject to transport assessments by a panel of ‘highway development 
control specialists’ and rated as ‘good’, ‘fair’ or ‘poor’ for potential employment or housing.  

�����������������3���������

The interesting thing about this study was how the information produced was brought 
together to appraise a shortlist of urban extension ‘area of search’ put forward by the JSA 
authorities. The urban extension area around each JSA (e.g. Swindon JSA) was divided into 
land cells that were each given alphabetical references. This is shown in Figure 2.1  
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Figure 2.1: Swindon JSA Land Cells Map 

 

These cells were identified to provide a mechanism to relate the factors above to a spatial 
area. While reviewing the evidence base, key factors were picked out for each land cell and 
awarded a significance classification. The significance classifications gave an impression of 
both the importance/severity of a factor and the proportion of the land cell that it affects 
(these are colour-coded throughout the report). For network capacity and accessibility 
considerations, significance was defined using the criteria shown in Table 2.1. 
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Table 2.2: Significance Criteria – Network Capacity  and Accessibility only 

 
 

Following the determination of the key factors for each land cell, the cells were grouped into 
one of three development bands (described below). The banding was based on judgement 
of the JSA evidence, having regard to the significance and scale of the key factors 
identified, rather than a precise measurement of the land area suitable for development.  

·  Strategic development potential:  The potential for development, assessed through 
the JSA technical work, is considered to be of sufficient scale/significance that it 
warrants identifying in the RSS if selected as an area of search.  

·  Non-strategic development potential: The potential for development, assessed 
through the JSA technical work, is not considered to be of sufficient scale/significance to 
warrant identification in the RSS. Non-strategic development should come forward 
through the LDF process. 

·  Limited Development . 
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These first of these two reports was produced (only in draft form) to inform the strategic 
transport solutions proposed in the second report that will address connectivity issues. This 
work was commissioned by the Northern Way Executive Board whose task it is to 
sustainably raise the economic productivity of the north of England.  

In building the evidence base, work was structured according to the types of benefit that are 
additional to traditional Cost Benefit Analysis that has been guiding the identification of 
connectivity solutions that will raise total national Gross Domestic Product/Gross Value 
Added. 

The building of the evidence base utilised high level data sources including Census data 
and National Travel Survey data. Although the work focused on access to employment 
opportunities and urban centres it has relevance for housing growth as it identifies transport 
network constraints and current travel patterns including: 

·  Catchments by mode to each city region centre; 

·  Trip lengths by journey purpose by region; 

·  Trip lengths by mode by region; 

·  Rail flows between major urban centres in the region and adjoining city regions; 

·  Levels of over-crowding on Trans-Pennine commuter rail services; 

·  Average speeds on the M62 by time period. 

The Highways Agency HATRIS delay data was considered for inclusion in the evidence 
base but was not due to problems accessing the data. It was envisaged that this data could 
be used to calculate average daily delay per vehicle kilometre and peak/interpeak delay per 
vehicle kilometre as well as average travel times by direction on the trunk road network.  

The transport evidence base described above was used, alongside other relevant evidence, 
in a separate commission to identify short, medium and long term transport priorities that 
should be championed by the Northern Way. To help identify these priorities, schemes with 
committed funding or programme entry were mapped and then further schemes listed, 
assessed and prioritised to give a final list of prioritised schemes that would deliver 
economic growth for the North of England.  

��9  3�������3���������$���"���������������������
����

Following the search for case studies it became evident that very few examples of similar 
work exists. From the most relevant case studies reviewed in detail, the evidence base has 
been: 

·  Based on detailed transport models rather than other data sources; 

·  Focused on larger or smaller geographical areas (i.e. the whole of the North of England 
or around specific towns in the South West); 

·  Primarily focused on achieving economic rather than housing growth. 

The following observations were made regarding the case studies reviewed.  

Firstly, the South East case study developed alternative scenarios of housing growth for the 
region and how the growth could be distributed before appraising the scenarios against the 
evidence base. As such, significant decisions regarding the scenarios to be tested were 
made in advance of assembling the evidence base.  

Similarly, the South West case study indicated that the decision to extend particular urban 
areas was made prior to assembling the evidence base, hence the method to data 
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assembly was geographically focused. A scientific approach to collating the evidence and 
assessing constraints was adopted to make sense of the information. Another important 
issue to highlight regarding this case study is that a separate study of the evidence base 
was required as it was produced by a variety of organisations in an inconsistent manner 
using different sources covering different time series data. This is a lesson that can be learnt 
for our study.  

The Northern Way assembled a transport evidence base for very different reasons. It purely 
focused on evidence that would illustrate the impact of transport constraints and 
opportunities on the economy.  

Overall, the One North East case study is the most comparable to this commission, as the 
regional authority is following a similar path in producing their RSS/IRS by building a robust 
evidence base first in order to strengthen its strategic transport policy role and its response 
to policy challenges, in particular increasing housing targets.  

��:  �������!-������
�1�"�)�	$�������'���)��
8�-������

The city region of Portland in Oregon USA uses proactive planning mechanisms to 
encourage housing growth focusing on limiting urban sprawl and supporting public transit 
use. These include: 

·  Urban Growth Boundary: Beginning in the 1970s, the State of Oregon mandated Urban 
Growth Boundaries (UGB) around every city in Oregon. In 1995, the State Legislature 
allowed cities to expand the UGB to handle the growth pressures by providing enough 
undeveloped land to support growth over the next 20 years. The Portland UGB includes 
3 counties, 24 cities, and more than 60 special service districts and as of 2000, it 
encompassed approximately 400 square miles and 1.3 million people.  

Figure 2.3: City Region of Portland Urban Growth Bo undary, Oregon, USA 

 
Source: http://www.metro-region.org/files/planning/ugbmap0506.pdf)  
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·  Regional Government: Portland has the only directly elected regional government in the 
US. ‘Metro’, as it is known, is responsible for land use and transport planning, amongst 
other things, at the regional level.  

·  Growth Concept: The growth plan was originally implemented in 1995 for growth to 
2040. The plan indicates that the “preferred form is inside the UGB as infill and 
redevelopment with higher density developed in areas where appropriate.” This has 
been maintained by developing the following: 

�  A hierarchy of mixed-use, pedestrian-friendly centres that are well connected by 
high capacity transit and corridors; 

�  A multi-modal transport system that ensures continued mobility of more people 
and goods throughout the region, consistent with regional transport policies; 

�  Coordination of land uses and the transport system, to embrace the region’s 
existing locational advantage as a relatively uncongested hub for trade; 

�  A jobs-housing balance in centres and a jobs-housing balance by regional sub- 
areas to account for the housing and employment outside of the Centers 

·  Modally agnostic: State policy called for a reduced reliance on any particular mode, 
which helped the regional government encourage complementary planning across all 
modes, instead of just typical road building. This approach has seen a huge expansion 
of public transport infrastructure and use and growth in the cycle network. 

·  Transit-oriented Development (TOD): A policy was adopted that established 
recommended densities around ‘transit stations’ (nodes on the network). TOD property 
tax exemptions were implemented to give a 10-year exemption period for high density 
housing and mixed-use projects. Portland participates in joint development TOD 
projects throughout the region. The result being that non-car based travel behaviour has 
emerged with public transport accounting for 12.3% of all city commuting trips, walking 
5.2% and cycling 1.8%. 
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A list of data to inform transport constrains and opportunities across the region has been 
compiled in a database. Notes are made in the table on the source of the data, its 
availability across all sub-areas and the ease with which the data is able to assist in 
developing the evidence base. The content of the database are included in the Chapter.  

This database has been circulated by email to members of the Regional Transport Officers 
Group and contains corrections and additions received. The database was last updated on 
25 April 2008.  
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A list of transport improve schemes across the region has been compiled in a database. On 
the whole, these schemes will upgrade the road and rail network and provide additional 
capacity to overcome existing congestion bottlenecks.  

The content of the database is included in this Chapter. It consists of two categories of 
schemes: 

·  More developed schemes – schemes prioritised and supported by the Regional 
Transport Board and schemes with Programme Entry, Conditional or Full Approval; 

·  Other schemes – other schemes proposed in Local Transport Plans, City Regional 
Development Programmes, the Regional Planning Assessment (rail) and potential new 
rail stations proposed by Metro.    

This database has been circulated by email to members of the Regional Transport Officers 
Group and contains corrections and additions received. The database was last updated on 
25 April 2008.  

 



Yorkshire and Humber Assembly Transport Constraints and Opportunities
Scoping Study Report

 
 

J:\125000\125356-00\0 ARUP\0-11 TRANSPORTATION\0-11-8 REPORTS\FOR 
CD\FINAL REPORT ISSUE 250408.DOC 

  

Page 15 Ove Arup & Partners Ltd
Issue    25 April 2008

 

4 ����$$��
�
��		������

4�
  �����
�������

Having considered the available data sources relating to transport constraints and 
opportunities the following approach to using the data is proposed. 

1) Mapping the core data requirements on transport constraints and opportunities (the 
challenges) and proposed transport schemes (the solutions); 

2) Mapping the optional data requirements on transport constraints and opportunities 
(subject to resources); 

3) Mapping of existing identified development/growth areas; 

4) Gap analysis; 

5) Presentation of maps. 

This approach has been tested by mapping available core data for the York sub-area. 
These maps are included in Appendix A and are referred to in the relevant sections below. 
The sub-areas identified in the RSS are shown in Figure 1 in Appendix A.  

This report is accompanied by a supporting ‘scrapbook’ that contains the source material 
considered for inclusion in the evidence base.  

4��  �����1������<����$�����

�����
�������

Certain data sources from the database (see Chapter 3) have been identified as key to the 
process of identifying strategic locations for large scale housing growth. These data sources 
have been termed ‘core data requirements’ and it is recommended that the mapping of 
these should be prioritised in the future assessment of housing growth locations. Mapping 
these items will provide a sufficient evidence base from which to form a reasonable 
understanding of strategic, high level transport constraints and interventions in the region.  

�����������,������������1����

The Department for Transport (DfT) has purchased GPS tracker data, supplied from the 
Floating Vehicle Data system developed by ITIS Holdings Plc and Mott MacDonald. This 
system collates and processes data provided by individual probe vehicles and a number of 
fleet management and tracking service providers. The data collected includes information 
location, speed and direction of GPS tracker equipped vehicles which is reported at regular 
intervals while their ignition is switched on. Mott MacDonald has developed algorithms to 
transform ITIS data into journey times and has been commissioned by the DfT to process 
data on Local Authority Roads and the Highways Agency’s Strategic Network. The data is 
only available for urban authorities and as such in this region, no data is available for North 
Yorkshire, the East Riding of Yorkshire and North Lincolnshire (except for on the Highways 
Agency network).  

Like all data sources which are a by-product of a commercial activity, ITIS data have certain 
characteristics (e.g. nature of the sample) which are outside our control and which may 
affect the quality or properties of the derived journey time data. Some important issues with 
the data include: 

·  There are differences between the way speed survey data and ITIS data are collected 
and this impacts on the characteristics of the average speeds; 

·  There is a tendency for ITIS/CJAMS to report quicker journey times than those given by 
the moving observer surveys particularly on links with junctions generating long delays. 
The underestimation of the journey times tends to be worse on very congested links due 
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to the filters applied during processing (e.g. drivers of stationary vehicles may turn off 
their engines); 

·  The accuracy of the ITIS/CJAMS journey time estimates is impacted upon by the 
precision of the GPS which can vary. In general, individual reported positions can be 
located within 10 metres of their true geographical locations but precision levels can 
wander up to 60 metres, especially in built-up areas. The location information 
(latitude/longitude) is also compressed (rounded) to save storage space. The 
simplification of the network also leads to a loss of precision; 

·  The characteristics of the ITIS sample may also introduce biases. For instance, the 
geographical and temporal coverage of the data depends on the nature of the probe 
vehicles (some commercial vehicles may choose to travel in the off-peak period). The 
vehicle mix is also not representative of the average traffic composition. On some urban 
roads, a very high proportion of cars may be expected whereas the ITIS fleet is 
dominated by HGVs and LGVs due to the nature of the take-up of technology. HGVs 
are slower vehicles, even on roads with a low speed limit as they take longer to 
accelerate and decelerate, particularly on an incline and to/from junctions. Although 
these differences are smaller in very congested conditions, overall there will be an 
underestimation of speeds. 

·  Other biases or errors may be introduced during the processing. For instance, despite 
extensive tests to refine CJAMS map-matching algorithms and validation checks to 
eliminate erroneous map-matching, some errors may still occur which may result in 
spurious results (e.g. very high or low speeds). This may be the case if data points from 
a fast road have been assigned to a slow road or data from a rat-run have been 
assigned to a radial. 

Despite these issues the ITIS/CJAMS journey time data represents a step-up in the way 
congestion is monitored and provides a consistent dataset for most of the region, both for 
local authority and Highways Agency roads. The issues with the data are also likely to be 
less severe given the high level of analysis that is required for the region as a whole.  

The most efficient way of analysing the ITIS data appears to be via the CJAMS web hosted 
viewer. A licence to use this software must be purchased from Mott MacDonald. Some of 
the urban authorities in the region have already purchased this licence and are beginning to 
use the software for their own monitoring purposes, for example in the South Yorkshire LTP 
team. 

The CJAMS viewer simplifies the analysis of the large ITIS/CJAM databases which are 
available to urban local authorities. Users are required to choose the information they wish 
to analyse and then the software creates thematic maps and data tables which can be 
exported to MapInfo mapping software and Excel. (It is noted that software conversion is 
required to produce files suitable for use in ArcView which is our preferred mapping 
software). For the purpose of this project it is recommended that the CJAM software is 
utilised with the following analysis parameters: 

Days of Week:  Mon –Thurs 

Timeband:  AM Peak 

Vehicle Type:  All 

Map theme:  Delay 

Once the thematic maps and data tables have been exported it is recommended that the 
mapping produced by the CJAMS Viewer is simplified according to a traffic light colour 
system as per the South Yorkshire ITIS Congestion map in their LTP2 (see Figure 5.1) as 
follows: 

Green:   Slight Congestion 
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Orange:  Moderate Congestion 

Red:   Severe Congestion  

See Figure 2 in Appendix A for the York sub-area example map.  

Figure 5.1: South Yorkshire ITIS Congestion Map (Fi gure 4.11 in SYLTP2) 

 

Due to the issues with the data identified above some manual intervention may be required 
to ensure the data accurately reflects highway congestion across the region. Until the data 
is mapped the level of manual intervention required is unknown. Furthermore, where ITIS 
data is not available (e.g. rural authorities) it is recommended that other data sources and 
anecdotal evidence are used to highlight hotspots on congested links or nodes.  

��������+)����

Many of the larger urban areas across the region are covered by transport models. 
Examples of these models include: 

·  Leeds; 

·  York; 

·  Huddersfield; 

·  Bradford; 

·  Wakefield; 

·  Sheffield & Rotherham; 

·  Doncaster; 

·  SWYMBUS – covering strategic routes in South and West Yorkshire; 

·  HUMMS – Hull and Humber area. 

Although there may be some issues of data consistency between these models, they should 
be able to give an indication of current/recent and future forecast traffic flows on most A and 
B roads across the Yorkshire and Humber region. Furthermore, the data should be able to 
be converted into mapping form as nodes and links in transport models are usually geo-
referenced. Some manipulation of the traffic flow data is likely to be required to ensure a 
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common base year and unit of flow. It is likely this manipulation will need to be undertaken 
in spreadsheets before the data is imported into mapping software. Furthermore, some work 
may also be needed to match the network on the base mapping with the network output 
from the transport models depending on the modelling software used and the level of 
accuracy required in the presentation.  

Where no transport model data exists, traffic count data could be used if it is deemed 
necessary.  

It is recommended that the traffic flow data is grouped and mapped in different shades of 
the same colour.  

�"��������
�'��������������
���� �	��

There are various sources of data relating to passenger rail journeys, each with their own 
problems that limit their ability to add clarity to the evidence base. Having considered a 
number of sources, including ticket sales data, it is recommended that crowding data is 
used to reflect constraints and opportunities. Ticket sales data is problematic, with its key 
constraint being the difficulty of assigning usage patterns from season ticket data.  

As part of the work undertaken for DfT Rail on the Yorkshire and Humber region’s Rail 
Planning Assessment, an assessment was made of the level of crowding on some rail 
routes within the region (into Leeds, Sheffield and Hull in the morning peak). This data is 
based on counts by Northern and Metro. 

The dataset does not include information from low frequency train operators (Central Trains, 
Grand Central, Hull Trains and former Midland Mainline), but nevertheless the data appears 
to give a good relative indication of the levels of crowding.  

Demand is expressed as a percentage of total seating capacity during an average weekday 
morning peak (0700-0930). Average crowding has been defined as the total number of 
passengers divided by the total number of seats available throughout the morning peak. 
Peak Train Crowding is the total number of passengers on the busiest peak period train 
divided by the total number of seats on that train. Figures greater than 100% indicate that 
some passengers will be standing.  

It is recommended that the crowding figures are grouped and mapped as follows (see 
Figures 4a and 4b in Appendix A for the York sub-are example map):  

Green:   Slight Crowding (70-85%)  

Orange:  Moderate Crowding (86-100%) 

Red:   Severe Crowding (greater than 100%) 

Little manipulation of the existing data will be required. However, if the analysis is to be 
extended to include further train operators and rail lines there will be a significant amount of 
work involved in obtaining, analysing and mapping the additional data. This is discussed 
further in Section 7. 

���)���	����,�2��)�������� �	��

Network Rail produce capacity utilisation maps which show the peak level utilisation of 
available capacity on the network. This data helps to ascertain if additional services could 
be added to the network.  

Each rail route is split into sections. The sections are delineated by a change of capacity 
resulting from a change in the number of tracks or headway, or a significant change in traffic 
level. The capacity used in the peak hour for train movements, in the direction of peak flow, 
is calculated by adding the capacity used by each passenger and freight train. This is equal 
to the planning headway, plus the differential in time taken to traverse the section between 
that train and the following train, if the latter is a faster train. The capacity used is expressed 
as a number of minutes per hour, and this is converted into a percentage of an hour. On 
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four track sections, the capacity of the busier line is shown. The map is a guide to the 
relative utilisation of different parts of the network, since actual utilisation depends on the 
exact ordering of trains and the length of the sections chosen. This high-level analysis helps 
to identify capacity issues on the rail network. 

It is recommended that the overcrowding maps are utilised in their current form with the 
following groupings and line colourings (see Figure 3 in Appendix A for the York sub-area 
example map): 

Black:  90% or more capacity used 

Red:  70%-90% capacity used 

Blue:  30-70% capacity used 

Green: less than 30% capacity used 

No manipulation of the data will be required and it may be possible to obtain the mapping in 
electronic form direct from the Network Rail. This will eliminate the need to transfer the data 
into the mapping software.  

 �=������������
����

There is less data available at a strategic level showing bus journey delays, volumes, 
patterns and other performance indicators compared with general traffic and rail data. This 
is largely due to the operators wishing to maintain commercial confidentiality but also 
because there has been no study that has looked at key bus routes across the region, 
(although the first Yorkshire Bus Initiative Major Scheme Business Case covered 
improvements to the core bus networks in West Yorkshire, South Yorkshire and City of 
York).  

To address the lack of a single source of data, we recommend that the major bus corridors 
identified by local authorities are mapped as a proxy for high volume bus corridors with 
some bus congestion problems but on which there are plans to introduce bus priority 
measures. In addition, the ITIS/CJAM data described above provides additional information 
on where buses are delayed.  

This method will supplement information on major bus improvement schemes that will be 
included in our list of potential transport improvement schemes (see section below).  

On the maps, lines for the major bus corridors should be mapped in a single colour that has 
not been used for the mapping of other data (see Figure 5 in Appendix A for the key bus 
network in York which is the only identifiable key network within the York sub-area).  

No manipulation of the data will be required other than converting the bus corridors into GIS 
line files. The need for this may be eliminated if the local authorities can provide maps of the 
bus corridors in an electronic GIS format e.g. MapInfo or ArcView. 

�����	�����$	��"�$��������$���/���������
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The database of more developed and aspirational schemes (included in Section 4) is 
recommended to be mapped as two separate layers. Depending on the type of scheme they 
should be mapped using point symbols or coloured lines as appropriate (see Figure 6 in 
Appendix A for the York sub-area example map).  

4�% -	�����)�1������<����$�����
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If there are available resources it may also be beneficial to map further data sources. These 
additional data sources are summarised below and are termed ‘optional data requirements’. 
The mapping of these data sources is likely to strengthen the evidence base formed by the 
‘core data requirements’ although they are not entirely necessary to form a high level 
overview of transport constraints and opportunities.  
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Rail passenger loadings show passenger numbers on trains between station stops. In order 
to produce such information access to the Historic Rail Demand database (populated with 
aggregated ticket sales (LENNON) data) or operator passenger demand data is required. If 
the relevant information can be obtained it would usefully illustrate flows on the rail network. 
It is recommended that this data should be mapped as in a similar fashion to road traffic 
flows, being grouped and mapped in different shades of the same colour.  

������,�������,�������� �	��>'��
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The Highways Agency produces predicted network stress maps (based on National Trip 
End Model Growth Factors) for the trunk road network in the region. Network stress is 
defined as loading that exceeds a roads design capacity. This stress maps show parts of 
the trunk road network which are likely to be congested by 2021.  

The information on the stress maps is presented as a series of colour coded lines along the 
trunk roads indicating the following (similar to the current (2005) data given in Figure 2 in 
Appendix A for the York sub-area): 

Green:   0-90% stress 

Orange:  90-100% stress 

Red:   More than 100% stress 

No manipulation of the data will be required and it may be possible to obtain the mapping in 
electronic form direct from the Highways Agency. This will eliminate the need to transfer the 
data into the mapping software.  

���)�������������'����2�����

Some survey data for rail station car park usage already exists for the Leeds City Region as 
it has been collected by Metro for stations within west Yorkshire. The information identifies 
whether rail station car parks in the sub-area are full at the end of the morning peak or still 
have spaces available.  

The current usage of car parks at stations could suppress future commuting demand to 
major employment centres. Furthermore, leisure trips during the inter-peak are also 
discouraged if passengers are unable to drive to the station and park easily. The availability 
of car parking is a key factor in the demand for rail and its availability is important in 
ensuring rail is able to compete effectively with other modes at different times of the day, not 
just during the peak travel periods. 

It is recommended that this data is mapped as a series of points coloured red if there are no 
car parking spaces available at the end of the peak period or green if there are spaces 
remaining.  

Little manipulation of the data will be required for the survey data has already been 
analysed. However, if new surveys are to be commissioned, some data manipulation may 
be required to ascertain levels of usage before the results are mapped.  

@�����,���$���(,�'�()��������	���� �
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As part of the accessibility planning work undertaken by Local Authorities in the production 
of their second Local Transport Plans, contours of journey times to urban centres have been 
mapped for most major centres using the Accession software. Where this information is 
readily available it could form another map overlay. There will be a need to ensure the 
mapping parameters are consistent between the maps produced by the different authorities 
e.g. colouring, thresholds, public transport modes etc.  

Manipulation of the data may not be required if the mapping has already been undertaken 
as part of the production of the second Local Transport Plan. However, due to the need for 
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consistency between the different local authorities it is possible to mapping may need to be 
reproduced according to a set of specified criteria. 

')�����$ �3�������

As part of the work Network Rail has undertaken on the Route Utilisation Strategy for the 
region, a map of platform lengths at stations has been produced. This map indicates the 
length of the platforms in metres according to the following groupings: 

Red:   30-150 metres 

Dark Blue:  151-200 metres 

Green:   201-250 metres 

Pink:   251-330 metres 

This information is particularly useful as it can show where platform lengths may be causing 
a constraint on the rail network and alongside the rail capacity data, it highlights where there 
are opportunities to lengthen trains to provide additional capacity where additional trains 
may not be accommodated.  

4�0  &��������1�"�)�	$���;�������������

After mapping data relating to transport constraints and opportunities as well as transport 
investment schemes, it is recommended that areas already identified for development and 
growth (economic, housing and regeneration) are mapped to provide some context for the 
transport information. An example of such a mapping layer is included in Appendix B and 
was produced by Metro for West Yorkshire. It is suggested such a map layer is developed 
for the whole of the region including information on the following: 

·  Area Action Plans; 

·  RSS Growth Areas; 

·  Primary and Secondary Growth Points; 

·  Proposed eco-towns; 

·  Masterplan areas; 

·  Supplementary Planning Documents. 

This context mapping should be supplemented by the outputs of the other mini-review work 
streams once they become available. 

4�4  ��	����),���� ����
�)��,�

After mapping the above information, it is recommended that the ability of existing potential 
transport improvement schemes to alleviate current and future network constraints should 
be reviewed by considering the following information: 

·  The scale of road or rail capacity the improvement schemes would release; 

·  The scale of housing growth this would allow; 

·  The scale of investment required (noting opportunities for staged levels of investment); 
and 

·  The timescale for this investment.  

These assessments should be made using existing information including initial and full 
major scheme business cases, feasibility studies, City Region Transport Vision 
documentation and Route Management Strategies. 
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Once the data has been collated it should be added to databases underlying the transport 
improvement schemes map layers (there are two, covering developed and more aspirational 
schemes). From this analysis it should be possible to identify remaining network constraints 
and further potential schemes to alleviate them. This is an essential part of the process and 
will significantly improve any decisions regarding the location of housing growth.  

4�9  '������������ ����
��

We believe there are two potential ways in which the mapping produced could be presented 
to aid decision making.  

���
���	,�+��$���

The first method would present the maps in a hard copy format. It is proposed that the map 
layers for each of the data sources by sub-area could be printed in colour onto A3 acetate 
sheets. These acetate sheets could then be placed into an A3 ring binder on top of a 
detailed paper base map of the sub-area. It would then be possible for decision makers to 
overlay the layers they wish to look at and in the order they would like to look at them. A 
commercial printing company has given us a price of £3 to print in colour onto an A3 
acetate. However, it is noted that there may be issues with ensuring the individual acetate 
sheets overlay each other exactly. In addition, the printing company could not totally 
reassure us that the sheets would not stick to each other or transfer ink from one acetate to 
the other.   

&)���������+��$���

The second method is preferable and would present the maps in an electronic display 
format using a Spatial Data View. A Spatial Data Viewer can allow non-GIS specialists to 
view, interact with and query spatial data. Layers can be added and removed at the click of 
a mouse. A Spatial Data Viewer can meet many different user-specific needs; ranging from 
consultation with the public to data access for professional users in any location via the 
internet. The need for ‘hard copy’ materials can be reduced, and access to and 
understanding of spatial data can be greatly enhanced. Furthermore, it is relatively simple to 
add to the data sets and update them as required.  

Arup is experienced in the production of web-based Spatial Data Viewers. Examples of their 
capability include: 

·  Bradford Canal Feasibility Study – The Spatial Data Viewer permitted visual access to 
the numerous spatial datasets. 

·  Environment Agency - The Spatial Data Viewer helped to integrate various types of 
geographical data for the analysis of flood risks and flood defences in the Thames 
Estuary. Functionality in this viewer allowed links to geo-referenced images and reports. 

·  Public consultation for M1 widening (junctions 21 to 30) – The Spatial Data Viewer (see 
Figure 5.2 below) allowed scheme information and public consultation responses to be 
viewed and assessed by staff at both Arup and the HA. At public consultation events the 
public could use the tool to access design drawings relevant to their location. The 
Spatial Data Viewer helped secure the 2007 Association for Geographical Information 
(AGI) Award for Innovation and Best Practice (Central Government).  
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Figure 5.2: Highways Agency M1 Widening Spatial Dat a Viewer 

 
 
 

Before a choice of how to present the data is made there will need to be an agreement 
between all the work streams of the mini-review of the RSS to utilise the same technique. 
This study has sought to ascertain the method to be adopted but it appears a decision is yet 
to be made.  

4�:  1��������
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The other sources of data listed in the database in Chapter 3 have been discounted from 
the recommended approach. They do not appear in our lists of core or optional data 
sources. They have been discounted for a variety of reasons including a combination of: 

·  Lack of geographical coverage across all sub-areas; 

·  Cost and time involved in obtaining, processing and analysing the data;  

·  The detailed nature of the data making it unsuitable for high level strategic mapping; 

·  Lack of consistency between data sets;  

·  Poor illustration of transport constraints at a strategic level; 

·  Difficulties in obtaining the data due to commercial sensitivities or licensing issues. 

More information can be found in the detail of the database included in Chapter 3. 

4�A  ���������
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TEMPRO has or is likely to be used as the basis for producing some of the items of data 
identified above for example predicted Highways Agency stress maps and traffic flows with 
a common base year. TEMPRO growth factors have or will be used because they are a 
central government data source, are said to be based on (previous versions of) the RSS, 
and provide consistency across growth forecasts being used for major scheme development 
across the region.   
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However, although TEMPRO is a recognised data source, the growth factors it contains are 
lower than local observed trends and other, more recent forecasts (see Figure 5.3).  
TEMPRO v5.1 has not yet factored in the latest national household and population 
projections, or the latest spatial plans developed through the Regional Spatial Strategy and 
subsequent Secretary of State’s Proposed Changes. Consequently, it should be noted that 
traffic levels and therefore levels of stress on the highway network may be worse in the 
future than the data suggests.  

Figure 5.3: Comparison of TEMPRO (v5.1) and RSS Hou sing Forecasts 

Comparison of Housing Forecasts 2008-2026
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The following sections briefly summarise the main transport constraints and planned 
transport improvements planned for each sub-area. This information has been compiled 
during the review of existing data sources and so forms a commentary that supplements the 
transport evidence base information collected during this scoping study.  
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The Leeds City Region Transport Vision and associated Investment Plan has analysed and 
presented much of the existing transport information for the sub-area. Census journey to 
work data has been used to derive demand for each of the main strategic modes for the 
principal travel corridors within the sub-area. This demand has been compared with 
estimated capacities to derive a volume/capacity ratio. The constraints have also been 
investigated using a supplementary range of data including Highways Agency journey time 
surveys, local congestion information and rail loading information.  

������,���
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·  Sections of the M62, M1 and M621 operate close to capacity, particularly in the morning 
and evening peaks.  

·  The ring roads and radial corridors in the main urban centres are congested at peak 
times. Specific congested locations include: 

�  City and town centres (Bradford, Huddersfield, Leeds, Wakefield and York); 

�  A650/A629, the A58 through Sowerby Bridge and the A646 Calder Valley route; 

�  A1237 Outer Ring Road in York; 

�  Radial routes to city centres (e.g. A62, A65, A606, A638 and A6037); 

�  Local roads at motorway junctions (J26 of M62 and J3 of M621). 

·  Severe congestion during the peaks has resulted in car users retiming their journeys to 
the shoulder peak periods (known as peak spreading). However, there is very limited 
capacity remaining to continue this trend. 

·  Other local congestion hotspots include A650/A629 in Keighley, A58 Hipperholme, 
Brighouse and Shipley / Saltaire.  

·  Bus patronage is declining across the city region but there are exceptions including in 
Leeds and York.  

·  There has been a contraction in the bus network across the city region with a focus by 
the operators on the more profitable corridors.  

·  There are lower frequencies and older and less accessible vehicles being used on the 
less profitable bus routes. 

·  Most bus services have some spare capacity. The average load factors calculated 
during the AM peak (2 hour period) for buses crossing the city centre cordon range from 
45-71%, with just a small number of full services (source: TIF prospectus). 

·  Journey time reliability for buses is increasingly compromised as traffic congestion 
worsens, which serves to make buses a proportionately less attractive option.  
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·  Much of the additional capacity provided by the Leeds Station 1st scheme has now 
been used. 

·  There are significant crowding problems affecting most services into Leeds during the 
peaks, including the Airedale, Wharfedale, Harrogate and Calder Valley lines. Services 
on the Airedale Line, Wharfedale Line and Calder Valley Line into Leeds are heavily 
used throughout the peak period. Passenger loadings tend to be just within 100% over 
the course of the peak period on the Airedale Line but are higher on both the 
Wharfedale and Calder Valley Lines. 

·  On inter-regional services operated by TransPennine Express, crowding is experienced 
between Leeds and Dewsbury and Huddersfield where services are used by a 
combination of longer distance travellers and shorter distance commuters. There is also 
crowding on some North trans-Pennine services in the peak into Manchester.  

·  Most trains into and out of York are also very busy at peak periods.  

·  The mixture of fast and local stopping services is a constraint, particularly given the 
focus directed towards improving performance.  

·  There is a lack of signalling and track capacity to accommodate growth in rail services.  

·  Many station car parks in the city region are full at the end of the morning peak period, 
acting as a constraint on demand for rail travel.  

·  There are traffic and parking problems at Metro stations just outside North Yorkshire 
caused by commuters driving just over the boundary to take advantage of cheaper rail 
fares. 

·  Rolling stock reliability issues mean that some trains are short formed causing even 
more acute problems on certain days. 
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A65 Kirkstall Road Quality Bus Corridor, Leeds 
Castleford Integrated Transport Scheme, Castleford 
Cudworth and West Green Bypass, Barnsley 
Glasshoughton Coalfields Link Road, Wakefield 
Hemsworth A1 Link Road, Wakefield 
Kirklees Bridges 
Barnsley Interchange 
East Leeds Link Road 
Leeds Inner Ring Road Stage 7 
Yellow Bus 

Local 
Authority 
Schemes 

M62 Junction 27-28 Improvement 
M62 Junction 25-27 Improvement 
M1 Junctions 39-42 Improvement 
A1 Wetherby to Walshford 

HA Schemes 

Sheffield-Huddersfield Tram-Train 

Major 
Schemes 

with 
Programme 

Entry, 
Conditional 

or Full 
Approval 

DfT/Northern 
Rail/Network 

Rail 
Wakefield Westgate 
Leeds Public Transport 
East Leeds Parkway 
City Region Access -  Southern Access 
Yorcard 

RFA 
supported 

schemes (not 
yet 

committed) 

Local 
Authority 
Schemes 

A628 Hoylandswaine Bypass Schemes Local 
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North Wakefield Gateway 
A636 Denby Dale Road Exceptional Maintenance 
Scheme 
A6369 Colorado Way, Glasshoughton 
Regional Information Scheme Phase 1 
City Region Access Leeds –rail growth 
Connecting Airedale (Phase 1) 
Bradford Interchange 
City Region Access Leeds – strategic cycle network 
Burr Wall Maintenance 

submitted to 
RFA, 

awaiting 
decision 

Authority 
Schemes and 
HA Schemes 
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·  In Barnsley, Doncaster and Rotherham congestion is mostly a peak period problem 
occurring at a number of strategic junctions on key routes providing access to the urban 
centres (inbound in the morning peak and outbound in the evening peak); 

·  A limited number of strategic junctions suffer from serious congestion throughout the 
day, such as the Dodworth Road/Broadway junction near Junction 37 of the M1.  

·  The A6182 White Rose Way between Doncaster and the M18/Finningley SEZ; and the 
roads around the Dearne Valley are congested and this congestion is expected to 
increase as development pressures in the Enterprise Zone generate more traffic;  

·  Conditions on the motorway network have generally deteriorated over the last few 
years. Most of the motorway junctions are now under considerable pressure at peak 
periods, none more so than junctions 33, 34S and 34N on the M1; 

·  Congestion problems in Sheffield are becoming more acute and more of a 12 hour 
problem around the central area (on and around the Inner Relief Road). This is also the 
case along the 2 main Objective 1 SEZ access spines (the Lower and Upper Don 
Valleys);  

·  All the main radial routes into Sheffield are congested in both peak hours during the 
week and, increasingly, on Saturdays. The Outer Ring Road experiences similar 
problems.  

·  Sheffield's hilly topography contributes to its generally narrow main roads which reduce 
the scope for road space reallocation measures.  

���)�3�����

·  There is a high level of passenger trains and freight services on some sections of the 
rail network within South Yorkshire.  

·  There are capacity constraints between Doncaster, Maltby and Brancliffe East Junction 
due to large volumes of local and through coal traffic operating through a low speed 
route with single line sections.  

·  The eight flat junctions between Dore South Junction and Swinton Junction act as a 
capacity constraint.  

·  The mix of long distance passenger services and slower stopping services and freight 
services through the Hope Valley section acts as a capacity constraint.  

·  There are limited platforms at Doncaster Station; 

·  There is only single track access into Rotherham Central; 
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The M62 and the M18 within this sub-area are some of the least congested roads in the 
country. However, there are transport constraints elsewhere on the transport network within 
this sub-area. These include: 

·  A1079 between Hull, Beverley and York. 

·  A164 

·  A160 serving the ports and industrial activities at Immingham 

·  Humber Bridge Tolls 

·  The A63 Trunk Road linking to the M62 is severely constrained at Castle Street in the 
centre of Hull.  

���)�3�����

·  Within the Humber Region the rail network is geographically limited for passenger use; 

·  The capacity of the rail network in and around Hull is restricted by numerous level 
crossings and the fact that track access is only available at present for 16 hours per day 
between 06:00 and 22:00. 

A57 Todwick Crossroads to M1 Improvements, 
Rotherham 
Waverley Link Road 
A631 West Bawtry Road Improvements, Rotherham 
A638 Quality Bus Corridor 
Northern Inner Relief Road, Sheffield 
Sheffield Station Regeneration 
Yorcard Scheme, South Yorkshire 

Local Authority 
Schemes 

A57/A628 Mottram in Longdendale, Hollingsworth 
and Tintwistle Bypass 
M1 Junctions 37 to 39 Improvement 
M1 Junctions 34N to 37 Improvement 
M1 Junctions 32-34S Improvement 
M1 Junctions 31-32 Collector Distributor 
M1 Junctions 30 -31 

HA Schemes 

Sheffield-Huddersfield Tram-Train 

Major 
Schemes with 
Programme 

Entry, 
Conditional or 
Full Approval 

DfT/Northern 
Rail/Network Rail 

M18 Finningley Link Road 
Sheffield Public Transport 
A61 Penistone Road Quality Bus Corridor, Sheffield 
A6182 White Rose Way, Doncaster 
Sheffield-Rotherham BRT  (Northern Route) 

RFA 
supported 

schemes (not 
yet committed) 

Local Authority 
Schemes 

A630 Centenary Way, Canklow 
INTEGR8 Package 

Schemes 
submitted to 

RFA, awaiting 
decision 

Local Authority 
Schemes and HA 

Schemes 
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·  The rail link to the port is currently restricted to a single track with walking pace line 
speeds. 

·  Passenger loadings lead to around three quarters of seats being taken on the line to 
Beverley throughout the course of the peak with loadings being above 100% on the 
peak  

·  The rail line between Hull and Gilberdyke is capacity constrained due to use by a variety 
of different types of traffic.  
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Beverley Integrated Transport Scheme, Beverley 
A18 A180 Stallingborough 

Major 
Schemes with 
Programme 

Entry, 
Conditional or 
Full Approval 

Local 
Authority 
Schemes 

Castle Street (Hull) 
A160/A180 (South Humber Bank) 

RFA 
supported 

schemes (not 
yet committed) 

HA 
Schemes 

A164 Humber Bridge to Beverley Route Improvement 
Schemes 

submitted to 
RFA, awaiting 

decision 

Local 
Authority 
Schemes 
and HA 

Schemes 
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·  Due to its compact nature York has increasing problems of congestion at certain times 
of the day. The northern arc of the outer ring road is particularly affected. This is despite 
a decline in peak period traffic levels. 

·  There is also peak hour congestion on radial routes leading onto the A1237/A64 York 
Ring Road. Of particular concern the A19 from Thirsk, A59 from Harrogate, A19 from 
Selby and the A64 from Malton. 

·  Increasing levels of traffic are creating unpredictable delays as the network operates 
above capacity. 

·  Commuters are impacting on the sustainability of local villages.  

·  There are also congestion hotspots at Butchers Corner, Malton/Norton and in Selby 
Town Centre. 

·  Bus reliability continues to remain a problem, with traffic congestion the principal cause. 

���)�3�����

·  There is a reduction from three to four tracks on the Southern approach to York Station 
which act as a capacity constraint. 

·  Most trains into and out of York are also very busy at peak periods.  

·  Passenger loadings between York and Leeds are above 100% throughout the peak 
period. 
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·  There is also limited frequency and capacity on rail routes from Thirsk/Northallerton, 
Malton/Scarborough, Harrogate and Selby. 
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A64 Rillington Bypass Major Schemes 
with Programme 

Entry, 
Conditional or 
Full Approval 

HA Schemes 

Park & Ride – Askham Bar/ A59/ Wigginton Rd 
New Station at Haxby 

RFA supported 
schemes (not 
yet committed) 

Local Authority 
Schemes 

A64 Hopgrove Roundabout Schemes 
submitted to 

RFA, awaiting 
decision 

Local Authority 
Schemes and 
HA Schemes 
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·  Commuter traffic from this sub-area contributes to peak hour traffic congestion in 
Teesside. 

·  Commuters are impacting on the sustainability of local villages.  

·  There is traffic congestion in the Skellgate and Skellgarths area of Ripon and along the • 
A167 North End/Darlington Road, Northallerton.  

���)�3������

·  Many shorter cross boundary commuter services are operating at capacity. There are 
also rail frequency and capacity issues on services from Thirsk and Northallerton to 
Darlington and Middlesbrough. 

·  On longer distance rail services there are a very limited number of stops within the sub-
area. Travellers often have to use feeder services to mainline stations outside of the 
sub-area (Darlington, York and Leeds) to make trips south to London and north to 
Edinburgh.  
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A1 Darrington to Dishforth 
A1 Dishforth to Barton 
A66 Greta Bridge to Stephen Bank 
A66 Carkin Moor to Scotch Corner 

Major Schemes 
with Programme 

Entry, 
Conditional or 
Full Approval 

  
HA Schemes 

A684 Aiskew – Leeming Bypass RFA supported 
schemes (not 
yet committed) 

Local Authority 
Schemes 
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·  There is a lack of high quality highway linkages with the rest of the region.  

·  The main access from the strategic road network is via the A64, which is heavily 
congested during the summer months. 

·  The popularity of some tourist attractions can result in rural congestion in the peak 
holiday periods e.g. Whitby and North York Moors National Park 

·  The approaches to Grimsby are congested at morning and evening peaks 

·  On summer Sundays and Bank Holidays heavy traffic congestion occurs along the A180 
Westgate - Cleethorpe Road - Grimsby Road when approaching Cleethorpes from the 
west.  

���)�3�����

·  Local rail services in North East Lincolnshire are too infrequent at present to encourage 
commuter trips. The Trans-Pennine Express service runs hourly but calls at only very 
few stations. The Barton and Lincoln Trains are low frequency and only the two hourly 
Barton service stops at all stations. 
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Bridlington Integrated Transport Scheme, 
Bridlington 
A165 Reighton Bypass 
Scarborough Integrated Transport Scheme 

Major Schemes 
with Programme 

Entry, 
Conditional or 
Full Approval 

Local Authority 
Schemes 
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·  80% of the County’s area is defined as ‘super sparse’.  

·  Some of the more remote rural settlements are many miles from the nearest town. 

·  Many areas of this sub-area do not have any access to the rail network. 

·  There are rural congestion hot spots related to tourist traffic at the following locations: 
Malham Tarn and Village, Reeth (Swaledale), Hutton le Hole and Pickering. 
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As discussed, due to budget constraints, it is anticipated that much of the work required to 
assemble the data identified in this study will be undertaken by organisations other than the 
Assembly, whether this is local authorities, Network Rail or the Highways Agency. As such 
the bulk of the cost and time involved in pulling together the transport evidence base will not 
be borne by the Assembly.  

Given the timescales for the mini-review of the RSS it is recommended that the 
organisations are asked to provide the various pieces of information by the end of June. 
This includes data that is: 

·  Identified as useful (either core or optional) but is not currently available across all sub-
areas; 

·  Available but needs further analysis/manipulation; 

·  Available and is already analysed and available in an appropriate format for mapping. 

The likely time inputs required to assemble this data and specific issues regarding the data 
are presented in Appendix C by RSS sub-area.  

In July, the Assembly should chase any outstanding information (during the first week) and 
begin the process of manipulating and compiling the various data sources.  

Following this, the data will need to be displayed ready for consideration alongside the 
outputs of the other workstreams and to aid the decision making process. It is these latter 
tasks which are likely to require the Assembly’s resources, both financial and time as 
follows: 

·  Manipulation and compilation of data: 2 weeks  

·  Setting up of display format: 1 week 

These timescales should mean that by the beginning of August the majority of the work in 
assembling the evidence base should be complete. The remaining time available will act as 
a contingency, although should the evidence base be completed the Assembly could begin 
considering what the data shows.  

The next chapter outlines in more detail the specific steps required to progress the work 
according to these prescribed timescales.  
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The following steps have been identified to take forward the recommended approach.  

·  Gap Filling  – A decision on whether to fill the gaps in the data sets should be made.  
·  Feedback - Report back to the next Regional Transport Officers Group on our 

recommended approach.  
·  Workshop  – An initial workshop to be held to bring together representatives from those 

organisations that hold the data required for the recommended approach. At this 
workshop it will be necessary to outline how the data will be used and in what format it 
is required and why.  

·  Production of Briefs  – Following the workshop, briefs for producing the information 
should be produced by the Assembly or their consultants. These briefs should be sent 
to the organisations that hold the datasets, specifying the date by which the data should 
be made available to the Assembly.  

·  Input to GIS  - Once the information has been collated by the relevant organisations 
there will be a need to amalgamate it within a GIS software package and then develop 
the preferred presentation method.  

·  Commentary  - Once the data has been presented a commentary on the transport 
constraints and opportunities can be produced for each sub-area either on a corridor or 
place basis.  

·  Decision Making  -This commentary and the mapped data can then be used in 
conjunction with the outputs of other workstreams to inform decisions on housing growth 
locations. However, it is noted, that just mapping the information will not directly identify 
the housing growth locations. Some judgement of the information will be required.  

·  Maintenance - Once the evidence base has been produced there will be a need to 
develop a forward programme of updates to ensure the information within the database 
remains up to date and relevant for decision making purposes in the future.  
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Appendix A 
Maps of core data for 
the York sub-area 
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Appendix B 
Map of identified 
housing growth areas 
within West Yorkshire 
(Source Metro) 
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Appendix C 
Estimate of time inputs 
required to assemble 
data and specific 
issues regarding the 
data - by RSS sub-area 
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