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LEGAL ANALYSIS OF PROCUREMENT OPTIONS 

1 Subject to certain exceptions, European and UK law prohibits anti-competitive 

practices or the distortion of normal competition.   

2 As part of this: 

(a) concerted practices between commercial undertakings are 

generally prohibited(1), 

(b) commercial undertakings are generally prohibited from abusing a 

dominant position enjoyed by them(2); 

(c) public bodies such as Metro are subject to a public procurement 

regime which requires that contracts above a certain minimum 

threshold must ordinarily be competitively procured; and 

(d) public bodies are also generally prohibited from providing ‘state 

aid’, that is to say the provision in any form, directly or indirectly, of 

public funding which distorts or threatens to distort competition, by 

favouring certain undertakings or the production of certain goods, 

and which affects trade between Member States.(3) 

3 It follows that the promoters are not able simply to contract with one or more 

operators to provide NGT, or to make it available for one or more operators to 

use, on an exclusive basis except in accordance with applicable competition 

law requirements. 

4 Supplementing the more general competition requirements: 

(a) the Transport Act 1985 sets out particular competitive procurement 

requirements for the provision by transport authorities of service 

subsidies to bus operators; and 

(b) the Transport Act 2000 provides specific competition tests in 

relation to provision of service subsidies to bus operators, voluntary 

partnership agreements (VPAs), qualifying agreements (QAs) 

                                            
(
1
)  See rules on ‘Chapter I’ Agreements in Part 1 of the Competition Act 1998 and article 101 of the TFEU. 

(
2
)  See Chapter II’ prohibition in Part 1 of the Competition Act 1998 and article 102 of the TFEU. 

(
3
)  See article 107 of the Treaty on the Functioning of the European Union (TFEU). 
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(being agreements between operators only), and quality 

partnership schemes (QPSs) which permit these where the impacts 

are reasonable and necessary to meet certain public transport 

objectives; (4) and 

(c) the Transport Act 2000 imposes specific statutory tests before a 

quality contract scheme (QCS) can be implemented by a local 

transport authority, which whilst not focussed on competition, do 

require the local transport authority to consider the impact of such a 

scheme on existing operators, amongst other matters. 

5 WYITA is also under a duty in formulating any policy which it may adopt as to 

the measures to be taken by WYPTE to promote: 

(a) public passenger transport services other than subsidised services, 

and the operation of such services so as to meet any public 

transport requirements it considers appropriate; and 

(b) the convenience of the public in using all available public 

passenger transport services (whether subsidised or not), to have 

regard to a combination of economy, efficiency and effectiveness; 

and WYPTE is under a general duty in carrying out any policy so 

set by the WYITA to have regard to these considerations, see 

s.9A(5) and (6) of the 1968 Act, as amended. 

Voluntary Partnership Agreements 

6 A VPA is a voluntary agreement under which one or more Local Transport 

Authorities (such as Metro) agree to provide particular facilities or do other 

things for the benefit of persons using local bus services and one or more bus 

operators agree to provide services of a particular standard in return.  It may 

be bilateral (with one operator) or multilateral (with more than one operator). 

7 A VPA to implement NGT would involve the Promoters agreeing to provide 

the infrastructure and potentially other facilities and one or more bus 

operators agreeing in return to operate defined services on the system to a 

                                            
(
4
)  See in particular the 2008 OFT Guidance, OFT 452 :  

http://www.oft.gov.uk/shared_oft/business_leaflets/general/oft452.pdf 
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particular standard.  The VPA might either specify that the Promoters are to 

provide trolley vehicles to operate the system or that the bus operators must 

do so.   

8 The infrastructure provided by the Promoters and also the vehicles, if 

provided by them, would need to be competitively procured in accordance 

with the applicable public procurement regime. 

9 To be lawful, a VPA must: 

(a) satisfy the competition test set out in Part 2, paragraph 22, of Schedule 

10 to the Transport Act 2000 (which specifies that no restrictions may 

be imposed that are not indispensable to the attainment of the 

permitted objectives and that the agreement must not afford the 

operators concerned the possibility of eliminating competition in 

respect of a substantial part of the services in question); and 

(b) not involve impermissible state aid. 

 

Competition Test Issues 

10 Providing trolley vehicle infrastructure for use by one or more participating 

operators under a VPA might be found not to satisfy this competition test, 

whether or not the VPA required the operators to provide the trolley vehicles, 

as well as the services on them.  This would be so if any one of the terms of 

the VPA were found not to be indispensable to the achievement of the bus 

improvement objectives.  There could be no guarantee of being able to 

proceed unless all necessary VPAs and any necessary qualifying agreements 

had first been agreed in principle and the relevant competition test applied to 

them.  

11 If only one operator is involved (i.e. it is a bilateral agreement), it is arguably 

the case that the competition test would not apply, on the basis that the VPA 

will not then constitute an agreement between undertakings (as suggested in 

the OFT Guidance at para 4.6).  However, the competition test will certainly 

still apply if, as seems possible in the case of NGT, the VPA with a single 

operator needs to be considered as part of a group of VPAs and/or with 
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qualifying agreements entered into by other bus operators.  In the case of 

NGT, it is also possible that the making of the TWA Order could be viewed as 

turning the Promoters into a transport undertaking, so making what might 

otherwise be viewed as a bilateral VPA into a multilateral one and subject as 

such to the competition test. 

12 It should be noted that VPAs and qualifying agreements which do not satisfy 

the relevant competition test in the Transport Act 2000 are prohibited: 

(Schedule 10, para.20(1)).  Also, any agreement between the Promoters and 

one or more operators and any agreement simply between operators that 

does fall outside the scope of the definition of VPAs and qualifying 

agreements as defined in the Transport Act 2000 remains subject to the more 

general competition rules, and therefore subject to a more stringent test. 

State Aid 

13 Irrespective of the application or not of the competition test, the provision of 

the NGT infrastructure under a VPA would be considered to be unlawful state 

aid, or lead to the VPA being in breach of procurement rules (as to which see 

paragraph 36 below).   

14 The provision of NGT involves substantial public funding and, as such, will 

constitute state aid if it is provided for the use of one or more operators to the 

exclusion of others. This is so because it involves the provision of public 

funding for something which will, or is likely to, distort the bus market in 

Leeds.  The fact that the bus market in Leeds is a local one and not cross-

border (i.e. international) is irrelevant because it is open to commercial entities 

across the European Union to compete for the bus market in Leeds(5). 

15 The provision of the system inclusive of the trolley vehicles for specific 

operators to operate on it will involve state aid where, for example, a 

concession is granted to one or more operators (or other agreement is 

reached with them) to operate the trolley vehicles.  It will also constitute state 

aid where the system is made available, wholly or partly, on an open access 

basis for operators to run trolley vehicles which they procure themselves 

without public funding since the ability to provide trolley vehicles acts as an 

                                            
(
5
)  See e.g. Case C-280-00, Altmark [2003] ECR, 1-7747. 
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artificial barrier to market entry (i.e. it constrains competition). Even if 

operators were charged a commercial rate to access the system then it is 

likely that such charging would distort the market, as the charges (and the 

cost of buying vehicles to use the system) may be seen as a significant barrier 

to market entry.   

16 In practice, it is the case that the NGT concept and the achievement of its 

defined objectives demand either a single operator or, at most, a small group 

of operators acting collectively (e.g. in order to secure a defined service of a 

particular quality).  The system is also only suited to operation by a single 

operator or small collective (e.g. because of the need for a trolley vehicle 

depot and maintenance).  This means that, even if the system were to be 

provided on the basis that any commercial operator can procure and run 

trolley vehicles on it but only one or a small collective did, any perception of 

there being an open market and freedom to compete would be illusory. 

Other difficulties 

17 Even if these competition test and state aid difficulties could be overcome, it 

needs to be borne in mind that: 

(a) as VPAs are by definition entered into voluntarily, the Promoters of 

NGT would have no basis for insisting on entry into one or more of 

them; 

(b) VPAs provides no basis for the Promoters to establish value for 

money; 

(c) VPAs involving more than one operator or associated QAs 

between operators could not set fares or ticket pricing since these 

would most probably fall to be treated as prohibited price-fixing 

arrangements; 

(d) procurement of infrastructure or vehicles by the Promoters would 

still be subject to the public procurement regime (referred to in 

more detail below). 

18 In addition to the points in paragraph 17 above, due to the nature of a VPA 
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being an agreement for the delivery of services to a specified standard in 

consideration of the provision of facilities and other benefits, it is likely to be 

viewed as a services contract for public procurement purposes. This would 

mean that the VPA (as well as the infrastructure provided by the Promoters 

and the vehicles, if also provided by them) would need to be competitively 

procured, unless one of the exceptions under the procurement rules which are 

relevant at the time applies.  This is, however, at odds with the expectation, as 

noted at paragraph 17, that a VPA is entered into voluntarily.  This is a 

practical problem with entering into binding voluntary partnership agreements 

on a larger scale and may make such an agreement impossible to enter into. 

19 Whilst it is also the case that there is no mechanism under a VPA itself to 

prevent non-participating operators from using any of the facilities provided in 

competition with those operators who have entered into the agreement,  a 

QPS could be introduced in parallel to a VPA to allow this. In such 

circumstances, the competition tests applicable to a QPS would apply in 

addition to those applicable to the VPA, and in such circumstances the 

constraints imposed by the need to source and maintain trolley vehicles would 

be a relevant factor in determining the level of competition possible. 

Statutory Quality Partnership Scheme 

20 A QPS differs from a VPA in that, rather than being an agreement negotiated 

between the parties to it, a QPS is a scheme made by the Local Transport 

Authority under a prescribed statutory procedure which includes provision for 

consultation with interested parties: see s.114 Transport Act 2000.  Such a 

scheme restricts the use of facilities provided by the local transport authority 

to those operators who meet standards specified in the scheme. Furthermore, 

under a QPS: 

(a) restrictions on local bus services (known as ‘registration 

restrictions’: see s.114(3A) Transport Act 2000)) can be included in 

the QPS if the authority is satisfied that the provision of such 

services, or the likely variation or withdrawal of services 

consequent on their provision, might be detrimental to the provision 

of services under the QPS; and 
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(b) it is open to any bus operator who is prepared to provide services 

under the QPS to the standard specified in it to do so. 

21 Were the Promoters to seek to deliver NGT by way of a QPS, this would 

involve the Promoters providing the infrastructure and potentially other 

facilities and one or more bus operators undertaking to the local traffic 

commissioner to operate particular services on the system to a particular 

standard as defined in the QPS.  So far as vehicles are concerned, the QPS 

would have to specify the use of the required trolley vehicles by the operators 

as one of the QPS requirements, leaving the operators to source and maintain 

these themselves either on the open market or, possibly, by way of separate 

contractual arrangements with the Promoters were the Promoters to opt to 

procure vehicles and associated facilities for this purpose. 

22 As with a VPA, the infrastructure provided by the Promoters under a QPS and 

also the vehicles, if provided by them, would need to be competitively 

procured in accordance with the public procurement regime which is dealt 

with later in this analysis. 

23 To be lawful a QPS must: 

(a) satisfy the competition test set out in Part 1 of Schedule 10 to the 

Transport Act 2000 (which requires that its effect on competition is 

or is likely to be proportionate to the achievement of the permitted 

objectives); and 

(b) not involve impermissible state aid. 

1.1.  

Competition Test Issues 

24 Providing trolley vehicle infrastructure for use by one or more participating 

operators under a QPS might be found not to satisfy this competition test, 

whether or not the QPS required the operators to provide the trolleybuses, as 

well as the services on them.  The cost of the trolley vehicles and the 

requirements relating to operation would potentially materially disrupt 

competition on the NGT route, and make entry into the market for other 
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operators costly and difficult.  In addition, to ensure that the NGT met its 

objectives, it may be necessary to impose registration restrictions on the route 

to ensure that the system could operate as planned (for example by ensuring 

that the number of vehicles operating on the route did not make the junction 

priority requirements impossible to satisfy).  Such restrictions would make it 

even more likely that the imposition of the QPS would restrict market access. 

State Aid 

25 As with a VPA, the provision of the NGT infrastructure would itself be 

considered to be unlawful state aid.  The imposition of registration restrictions, 

as mentioned in paragraph 24 above, would only serve to reinforce this, as it 

would benefit those operators able to operate NGT services to the detriment 

of others.   

 

Other difficulties 

26 Even if those difficulties could be overcome, proceeding by way of a QPS 

would involve the following additional difficulties: 

(a) frequency, timing and fares can only be specified under a QPS if 

there are no ‘admissible objections’ from bus operators (such 

objections being possible; 

(b) a VPA still would be needed in addition to ensure a minimum level 

of service 

(c) where multiple operators were making use of the QPS it may be 

necessary to make use of VPAs or QAs in conjunction with the 

QPS, to ensure that the vehicles operated in a coordinated 

manner.  As noted above, there are competition, state aid and 

procurement issues with the use of VPAs and/or QAs. 

Quality Contract Scheme 

27 A QCS is made by the local transport authority under a prescribed statutory 

procedure (see s.124 Transport Act 2000)and involves: 
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(a) the local transport authority determining which services are to be 

operated in the area of the proposed scheme; 

(b)  the local transport authority procuring "quality contracts" with bus 

operators to operate such services on the terms agreed in the 

contract (which may include frequency, fares and service 

standards) ; and 

(c) only services subject to quality contracts can then be operated 

within the area for the term of the QCS 

28 QCSs are subject to detailed statutory guidance from the DfT issued in 

December 2009(6). 

29 The making of a QCS could have been contemplated in relation to the NGT, 

either on a stand-alone basis or possibly by incorporating a deemed QCS or  

QCS-style constraints on competing services within the TWA Order.   

30 A stand-alone QCS would have involved following the lengthy and 

prospectively contentious QCS procedures, either contemporaneously with or 

following the making of the TWA Order.  There is no certainty that such a 

QCS would be successful and, on its own (i.e. without a TWA Order being 

promoted too), it would not afford the same range of powers to build, operate 

and maintain the system which can be obtained by TWA Order 

31 Including a QCS or QCS-style constraints within the TWA Order would most 

probably have attracted additional objections to the TWA Order and with any 

of the QCS-style constraints sought being granted only to the extent that the 

procedure for making QCSs and the tests applicable to them had, whilst not 

applicable directly, in effect still been met. 

32 The Promoters’ view is that precluding bus services operating on and 

competing with NGT on the NGT route is unnecessary and, so, such powers 

are not being sought. 

                                            

(
6
)  

http://assets.dft.gov.uk/publications/pgr-regional-localtransportbill-qcsstatutoryguidance-doc/guidance.doc 
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33 Metro does have under consideration, quite separately from NGT, the 

possibility of a West Yorkshire-wide QCS.  If that proposed QCS is taken 

forward, it could include or exclude the NGT corridor and, insofar as the NGT 

corridor is included, it could exclude NGT services from those prohibited from 

running other than pursuant to the QCS award.  As such, the Promoters 

consider that any such QCS can be made fully to complement NGT. 

Public Procurement of NGT 

34 It is open to the Promoters, once the necessary powers to construct and 

operate have been granted, as applied for through the TWA Order, to procure 

NGT by way of an open competition under the public procurement regime. 

That regime has a number of variants all of which involve competitive 

tendering by commercial providers for the provision of the goods, works or 

services to be procured.   

35 For present purposes, the relevant requirements of the public procurement 

regime are currently to be found in the Utilities Contracts Regulations 2011 

(which give effect in the UK to EU Directive 2004/17/EC)(7) (the Regulations). 

The Regulations govern the award by utilities of supply contracts, work 

contracts and services contracts in (inter alia) the transport sector(8). 

36 Whilst, as stated above in relation to VPAs and QPSs, NGT involves 

significant sums of state aid above the permitted de minimis threshold, such 

aid can be provided for certain permitted activities where specific exemptions 

apply.  One of those exemptions, in the public transport sector, is for support 

for a service which is competitively procured under the public procurement 

regime in accordance with certain minimum requirements: see article 93 of 

the Treaty on the Functioning of the European Union and Regulation EC No. 

1370/2007.  Accordingly, proceeding in accordance with the public 

procurement regime means that the state aid involved is permissible. 

37 Insofar as service subsidy is involved, the parallel requirements of the 

                                            
(
7
) The Directive, along with the Public Sector Directive 2004/18/EC, is currently the subject of review and will be 

replaced early in 2014 by a new Directive, requiring further UK implementing regulations. 

 
(
8
) Metro may also be treated as falling within the definition of ‘contracting authority’ 

within the meaning of Regulation 3 of the Public Contract Regulations 2006. Similar considerations as to the 
obligations to advertise contracts apply, including the possibility of exemption from the Regulations in circumstances 
where the contract concerned takes the form of a services concession contracts(see Regulation 6(2)(m) Public 
Contracts Regulations 2006). 
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Transport Act 1985 in relation to service subsidies also need to be complied 

with(9). 

 

                                            
(
9
)  See s.89-92 of the Transport Act 1985.  
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Competition Commission: Route and Urban Area Analysis 

Summary of Findings 

 

Purpose of CC working paper: 

 Provides a summary of CC analysis on the extent of competition on the 18,000 
individual routes and the 239 urban areas within CC reference area 

 Sets out the methodology for categorising routes according to the likelihood that 
they will be subject to Adverse Effects of Competition (AEC) 

 Presents a breakdown of the proportion of routes in each urban area that are 
considered to be subject to AEC, those which are not likely to be subject to AEC 
and those where there is uncertainty over whether AEC applies. 

 Presents a breakdown of the market share that the 1st and 2nd largest operators 
in each of the 239 urban areas currently hold 

 

Headline CC findings on the overall extent of competition in the reference area: 

 CC analysis on the extent of competition was carried out at route and urban area 
level. CC found that: 

o Route level: across reference area  46.4% of routes (representing 63.5% 
of services) are considered highly unlikely to face meaningful head to 
head competition 

o Urban area level: for more than 70% of urban areas more than half of the 
services in that urban area are unlikely to face head to head competition 

 In terms of market concentration: in 38% of urban areas the largest operator 
supplies more than 75% of all local bus services. In a further 36% of urban areas 
the two largest operators supply at least 75% of local bus services. 

 

CC Methodology for determining the extent of AEC in the reference area: 

 In determining the extent of AEC the CC undertook detailed analysis of all routes 
in the reference area – largely through interrogation of traveline data. 

 The key factors considered in defining the extent of AEC at a route level were: 

o Extent of geographical overlap between bus services– CC assume that if 
a route does not face any overlaps from rivals offering services of 3.2km 
or more, then there is unlikely to be meaningful head to head competition 

o Overlaps with rail/tram services in the vicinity 

o Routes which may not sustain more competition,  since it appears from 
the data that they could potentially operate with a single vehicle 

o Proportion of tendered services on each route 

 Following the analysis of these factors the CC categorised the 18,000 routes in 
the reference area into 6 different categories.  

o Category 1 – routes that are highly likely to be subject to AEC 

o Category 5 – routes where CC consider no AEC applies 
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o Categories 2,3,4,6 – routes where it is unclear (for different reasons) 
whether AEC does or does not apply 

 See appendix 1for a more detailed description of each category. 

 

Overall AEC findings: 

 Of the 239 urban areas in the reference area, 212 have more than 10% of 
services in category 1 (highly likely to be subject to AEC). 

 Only 8 urban areas have more than 10% of services  that fall into category 5 
(unlikely to be subject to AEC) 

 There is a significant number of routes where the CC have been unable to 
determine whether they are subject to AEC or not (i.e. categories 2,3,4,6).  

 

West Yorkshire AEC findings: 

 The table below shows the proportion of routes in each CC category for West 
Yorkshire Districts: 

 % of routes by category (frequency weighted) 

 1 2 3 4 5 6 

 AEC 
highly 
likely 

   No 
AEC 

applies 

 

Leeds 56.5 0.2 3.7 13.7 0.1 25.8 

Bradford 58.7 0.4 1.9 10.6 1.0 27.4 

Wakefield 41.2 0.3 2.0 16.4 0.8 39.2 

Huddersfield 35.5 3.5 9.9 13.7 2.3 35.1 

Halifax 50.8 6.6 5.6 18.5 7.2 11.4 

 

 On average 48.5% of routes in West Yorkshire are highly likely to suffer from 
AEC 

 Over 50% of routes in Leeds, Bradford and Halifax are highly likely to be subject 
to AEC 

 On average only 2.3% of routes in West Yorkshire are categorised as not being 
subject to AEC 

 On average there are a further 49.2% of routes in West Yorkshire where AEC 
may or may not apply 

 These results can be compared to key cities in the other PTE areas as follows: 
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 AEC highly likely 

(Category 1) 

No AEC applies 

(Category 5) 

Birmingham 35.6 3.8 

Manchester 17.1 4.2 

Newcastle 29.8 1.4 

Liverpool 11.6 5.9 

Sheffield 21.8 2.3 

 

CC Findings on market share of dominant operators (West Yorkshire): 

 The CC also set out their findings in terms of the market share that dominant 
operators hold in each urban area. The West Yorkshire results are shown below: 

Area Largest 
operator 

Market 
Share 

% 

2nd  
largest 

operator 

Market 

Share 

% 

Leeds First  65.6 Arriva  26.1 

Bradford First 76.1 Arriva 12.7 

Wakefield Arriva 88.6 Star Travel 2.8 

Huddersfield First 65.6 Centrebus 17.9 

Halifax First 73.6 Halifax JC 11.1 

 

 These results can be compared to key cities in the other PTE areas as follows: 

Area Largest 
operator 

Market 
Share 

% 

2nd  largest 
operator 

Market 

Share 

% 

Birmingham Nat Express 76.4 Rotala 12.3 

Manchester Stagecoach 42 First 32 

Newcastle Go-Ahead 48.9 Stagecoach 28 

Liverpool Arriva 60.8 Stagecoach 17.8 

Sheffield First 67.9 Stagecoach 15.7 
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Appendix 1 Route Categories: 

 

Category 1: 

 Routes don’t face an overlap between rival operators services of 90% or 
more and do not face an overlap of 3.2km or more 

 Routes are not constrained by rail/tram 

 Flows are highly concentrated and routes are unlikely to face head to head 
competition 

 Routes highly likely to be subject to AEC 

 

Category 2: 

 Routes do face an overlap of 3.2km but do not face an overlap of 90% or 
more 

 Routes are not constrained by rail/tram 

 Possible that there is some head to head competition on these routes so an 
AEC may or may not apply 

 

Category 3: 

 Routes don’t face an overlap between rival operators services of 90% or 
more and do not face an overlap of 3.2km or more 

 Routes are not constrained by rail/tram 

 Routes made up of highly concentrated flows 

 However evidence suggests that there is a possibility that the route could be 
operated by a single vehicle (i.e. route cannot sustain more than 1 operator) 

 Therefore AEC may or may not apply 

 

Category 4: 

 Routes do face an overlap of 3.2km but do not face an overlap of 90% or 
more 

 Routes are not constrained by rail/tram 

 Routes very likely to be operated than more than 1 vehicle and can therefore 
sustain competition 

 Therefore AEC may or may not apply 

 

Category 5: 

 Routes face an overlap of 90% or more 

 Routes are not constrained by rail/tram 

 Most flows on the route are likely to face head to head competition 
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 Routes do not exhibit high concentration 

 No AEC applies 

 

Category 6: 

 Routes are potentially constrained by rail/tram 

 Passengers therefore have a choice of modes 

 AEC may or may not apply 
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WEST YORKSHIRE INTEGRATED TRANSPORT AUTHORITY 

ITA EXECUTIVE BOARD 

 
DATE: 27 JANUARY 2012 

 
AGENDA ITEM NO:       

SUBJECT: BUS STRATEGY UPDATE 

Report of the Passenger Transport Executive  

 

1. MATTER FOR CONSIDERATION 

1.1. An update in relation to the Competition Commission’s investigation of 
the bus industry, operator partnership proposals and the development 
of a Bus Quality Contract scheme. 

2. INFORMATION 

Competition Commission 

2.1. Previous reports have advised the Board of the work of the Competition 
Commission, who have been investigating the bus industry following a 
referral from the Office of Fair Trading. 

2.2. The Competition Commission published their final report on 20 
December.  The press release that accompanied the publication is 
attached as Appendix 1. 

2.3. The Competition Commission’s final report confirmed the calculation of 
the Adverse Effect of Competition (estimated at £25 million, excluding 
externalities, per annum for West Yorkshire).  

2.4. The report also set out remedies relating to  

 Development of multi-operator ticketing, with recommendations 
about price setting and governance 

 Equal access to (operator managed) bus stations 

 Longer registration notice periods to discourage predatory 
competition 

 The role of partnerships in encouraging competition 

 Production of updated guidance on best practice in tendering 

 Role of OFT in investigating mergers and acquisitions 

 Rights of Local Transport Authority access to patronage and 
revenue data relating to de-registered services 

 Use of BSOG to incentivise operators to participate in measures 
to encourage competition. 
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2.5. Metro’s view is that these remedies are unlikely to be effective in 
addressing the high degree of market concentration in West Yorkshire 
(and hence likely to be ineffective in reducing the detriment of £25 
million per year).  This is because the remedies are already in place 
(e.g. access to bus stations) or that operators will be unwilling, for 
example, to reduce the price of MetroCards and reduce the role of their 
own ticketing products. 

2.6. In addition, some of the remedies require primary or secondary 
legislation, which is unlikely to be placed before Parliament in the short-
term. 

2.7. The Competition Commission did not include franchising (Bus Quality 
Contracts) as one of the remedies but did recognise its legitimacy as an 
option for a Local Transport Authority. 

2.8. The collective response of the ITA SIG/pteg to the Commission’s report 
is set out in the press release attached as Appendix 2. 

Partnership Offer 

2.9. The four largest bus operators in West Yorkshire, and a number of 
smaller operators, have formed an association – the Association of Bus 
Operators in West Yorkshire (ABOWY). 

2.10. ABOWY have submitted a collective partnership proposal and consider 
that their proposals address the detailed requirements which have been 
developed on the basis of approved WYITA reports and the objectives 
and strategy set out in the third West Yorkshire Local Transport Plan. 

2.11. The operator partnership proposals have considerable merits and 
demonstrate a high degree of consensus on many of the attributes of 
high quality bus services.  The proposals would provide significant 
customer benefits and would be likely to have a positive impact on bus 
patronage. 

2.12. Operators have previously been advised that WYITA had three key 
concerns about a partnership approach, relating to: 

 deliverability and certainty, in the absence of enforceable 
contracts; 

 the demonstration of value for money in the absence of up-front 
competition; 

 the WYITA requirement for a modern, fully integrated ticketing 
system. 

2.13. The main area of contention has been around ticketing.  Operators see 
multi-operator tickets as premium products, priced higher than similar 
operator only products.  Metro refutes this view, and believes that 
operators introduced many of their products as a way of protecting 
market share by discouraging competition. 

2.14. There have been further, as yet inconclusive, discussions on the role of 
ticketing. 
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2.15. Metro’s view is that pre-paid tickets should be inter-operable and that it 
is unacceptable that currently customers seeking, for example, to travel 
to Leeds with a pre-paid bus ticket for that journey cannot catch some 
buses going to Leeds without additional payment.  

2.16. Metro has also advised operators that it is unacceptable that the 
competition for tenders should mean customers pay more because 
their operator –only ticket sold for use during the day cannot be used in 
the evening or at the week-end (because of a change of operator). 

2.17. Metro has requested that ABOWY give urgent consideration to the 
Competition Commission’s recommendations relating to multi-operator 
ticketing and to submit further partnership proposals on ticketing for 
consideration by Metro in March.  

2.18. ABOWY have also advised that they intend to publicise their 
partnership offer more widely, including establishing a web-site and 
distributing publicity material. 

Proposed Quality Contract Scheme 

2.19. The on-going work on the developing a Bus Quality Contract Scheme, 
is focussed on the development of the Public Interest Statement, which 
would be the basis for the statutory consultation following a decision to 
give notice (a formal step in the development of a Bus Quality Contract 
Scheme).  

2.20. Metro has advised the Senior Traffic Commissioner of the potential 
requirement for a Quality Contract Scheme Board in summer 2012.  It 
is understood that training for the Quality Contract Scheme Board panel 
has been arranged by the Department for Transport. 

Next Steps 

2.21. It is proposed that Metro continues the approved work on developing 
proposals for a Bus Quality Contract Scheme whilst also working with 
operators on partnership approaches. 

2.22. However, this ‘twin-track’ approach is likely to become unsustainable in 
terms of relationships, uncertainty and resource requirements. 

2.23. It is therefore proposed that a further report be prepared, once the 
revised ticketing partnership offer has been received, that would set out 
the case for accepting a partnership approach or moving rapidly to the 
formal stages in the development of a Bus Quality Contract Scheme. 

2.24. These formal stages would involve, as previously advised, giving notice 
in early summer, a statutory consultation process, consideration by the 
Quality Contract Scheme Board and, potentially ‘making a scheme’ and 
starting service procurement in early 2013. 

2.25. This further report would include an analysis of the costs and risks of 
different courses of action, including financial and reputational risk and 
the risk of a deterioration in relationships with current operators.  
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3. FINANCIAL AND LEGAL IMPLICATIONS 

3.1. None as a result of this report. 

4. STAFFING IMPLICATIONS 

4.1. None as a result of this report 

5. EQUAL OPPORTUNITY IMPLICATIONS 

5.1. None as a result of this report 

6. RECOMMENDATIONS 

6.1. That the report be noted. 

 
Director General 
West Yorkshire Passenger Transport Executive 
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Appendix 1 

 

 
 

 

 

News Release  
 
66/11 20 December 2011  

 
CC SETS OUT FUTURE DESTINATION FOR BUS MARKET  
 
The Competition Commission (CC) has today published its final report into the local bus 
industry setting out comprehensive measures which will ensure that passengers benefit from 
greater competition.  
 
Twenty-five years after bus services were deregulated in the UK (excluding London and 
Northern Ireland), the CC’s proposals to open up the market will represent the biggest 
change in the industry since that time. In its final report, the CC has confirmed that in many 
areas bus operators face little or no competition, leading to passengers facing less frequent 
services and, in some cases, higher fares than where there is some form of rivalry. The CC 
also states that the way some local authorities tender for supported services—necessary 
bus services which would not be provided without public support—can also restrict 
competition.  
 
The CC has found that despite there being about 1,245 bus companies in England, Scotland 
and Wales carrying 2.9 billion passengers a year, the five largest operators (Arriva, 
FirstGroup, Go-Ahead, National Express and Stagecoach) carried 70 per cent of those 
passengers. The CC also found that head-to-head competition between operators is un-
common and that—on average—the largest operator in an urban area runs 69 per cent of 
local bus services.  
 
The CC has identified a number of factors that restrict entry and expansion into local areas 
by rivals and otherwise stifle competition. Today it outlines a package of measures to tackle 
these factors and open markets up in future.  
 
Jeremy Peat, Chairman of the local bus market investigation Group, said:  
 

Competition and potential competition can drive standards up for passengers —that 
was the intention behind deregulation. We have seen evidence how competition can, 
for example, increase service frequencies but the reality is that in too many areas of 
the country, competition has stagnated and the incumbent providers know that they 
face little in the way of serious challenge.  

 
As such, the incentive to increase services, innovate and even lower fares is absent. 
On the occasions when there are outbreaks of rivalry, they don’t tend to last and 
passengers are quickly returned to something like the status quo without any 
enduring improvement in services.  
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We have also seen direct evidence in one case of operators in the North-East of 
England seeking to avoid competition with each other in order to protect their own 
‘territories’. 
 
What we want to do is open these markets up to sustained competition and remove 
the factors that prevent and inhibit companies—large and small—taking on the 
existing provider. In turn, the local operators will know they have to up their game in 
the face of a realistic challenge. The potential for new approaches and innovation will 
bring to passengers the benefits resulting from competition between operators  

 
We believe that encouraging greater competition in the market is the best way to 
rectify the problems we have identified. Providing more effective multi-operator 
ticketing schemes, ensuring fair access to bus stations, measures addressing 
operator behaviour, strengthening the tendering process, close scrutiny of bus 
mergers, and encouraging ‘competition-friendly’ partnerships between local transport 
authorities (LTAs) and bus operators will all help achieve this.  

  
We understand that this is a complex and varied market and so we aren’t advocating 
a single ‘one size fits all’ solution. We have designed remedies that work together to 
address the problems we have found and can be applied by those on the ground. 
There is no reason for this industry to be exempt from competitive forces that benefit 
customers in other markets—it is perfectly feasible for competition to exist within the 
regulatory framework as it does elsewhere.  

 
Our measures now need to be backed up by the competition authorities keeping a 
close eye on the sector so that, for example, what are seen to be small local 
acquisitions or mergers do not undermine our attempts to create greater competition. 
We expect that, following publication of this report, local bus operators will ensure 
that their employees understand the importance of rigorous competition compliance.  

 
We are not opposing franchising if others such as LTAs decide to introduce it for their 
own good reasons. However, we are not recommending franchising in response to 
the problems we have found. We think greater competition is the key to improved 
services. LTAs have a vital role to play—and we haven’t sought to tell them how to 
meet their other responsibilities. What we’ve set out is to do is outline the most 
positive ways in which they can help improve the end product for the passenger 
through competition.  

 
The CC’s remedies include:  
 
•  Increasing the number of effective multi-operator ticketing schemes, by giving LTAs 

additional powers to introduce and reform schemes on terms that make them 
effective and attractive to passengers. We are recommending changes to the 
Ticketing Block Exemption to assist this process.  

•  Introducing restrictions on bus operators making changes to service frequency—to 
discourage ‘over-bussing’ and other short-term actions to destabilize competitors. 
Recommending that Traffic Commissioners introduce and enforce a Code of Conduct 
to prevent unacceptable behaviour. We have also recommended that Traffic 
Commissioners be given powers to introduce temporary restrictions on service 
changes when municipal operators are subject to a sales process to preserve future 
opportunities for competition.  

•  Ensuring that new entrants and competing operators can get access to bus stations 
managed by other operators on fair, reasonable and non-discriminatory terms.  
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•  Recommending that the Department for Transport (DfT) update its best practice 

guidance for LTAs on tendering for supported services and that the Scottish and 
Welsh Governments develop suitably tailored guidance to enable LTAs to maximize 
the value for money obtained through the tendering process. LTAs to be given power 
to obtain information about services being deregistered and the right to disclose 
information in such detail as they consider appropriate, having regard to its nature, to 
potential bidders for subsequent tenders.  

•  Recommending that the Office of Fair Trading (OFT) applies a high priority to 
identifying bus mergers between competing operators, takes a cautious approach in 
exercising its discretion not to refer small mergers and updates its competition 
guidance for the industry. We also expect, following publication of this report, that 
local bus operators will review their competition compliance training, making use of 
the guidance available to them, and impress upon their employees that real 
competition compliance is an important part of the culture of their organization.  

•  Recommending that LTAs consider the potential for tailoring partnerships between 
LTAs and operators as a means of increasing competition within their local areas. 
The OFT to establish a regular forum with LTAs and other stakeholders to ensure 
that such partner-ships are subject to effective competition scrutiny.  

•  Recommending that the DfT, as part of its review of the Bus Service Operators Grant 
in England, looks at ways to incentivize operators to participate in the above 
measures. This recommendation may also be of interest to the Scottish and Welsh 
Governments should they decide to undertake a similar review.  

 
The CC will now take the formal steps to introduce an Order ensuring equal access to bus 
stations and looks to the DfT, Scottish and Welsh Governments and the OFT to take forward 
its other recommendations.  
 
The CC published its provisional findings in this investigation in May this year followed by 
provisional findings on tacit coordination in August. In October, the CC published its 
provisional decision on remedies and the following month, published an addendum to the 
provisional findings on geographic market segregation and operator conduct, particularly in 
relation to the North-East of England.  
 
The CC has been discussing these measures in detail with bus operators, passenger 
groups, LTAs, Traffic Commissioners, the DfT, the Scottish and Welsh Governments and the 
OFT.  

Notes for editors  
 

1.  The OFT referred the local bus market to the CC in January 2010, following its initial 
study into the sector and public consultation. The CC has carried out its own 
comprehensive investigation to see if any features of this market prevent, restrict or 
distort competition and, if so, what action might be taken to remedy the resulting 
adverse effects on competition.  

2.  Since starting the investigation, the CC has carried out an extensive investigation of 
an industry that carries 2.9 billion passenger journeys a year and has 1,245 different 
operators. The investigation has held hearings and received submissions from a wide 
variety of parties in England, Wales and Scotland (which each have transport policies 
and funding set by their respective governments) including bus operators, trade 
associations, passenger groups, LTAs, national and local government and 
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regulators. It has also carried out detailed passenger surveys, and various economic 
and accounting analyses, as well as case studies on local bus markets.  

3.  The CC is an independent public body, which carries out investigations into mergers, 
markets and the regulated industries.  

4.  Under the Enterprise Act 2002, the OFT can make a market investigation reference 
to the CC if it has reasonable grounds for suspecting that competition is not working 
effectively in that market.  

5.  The members of the local bus market investigation Group are Jeremy Peat 
(Chairman), Ivar Grey, Thomas Hoehn, Katherine Holmes and Michael Waterson. 
Jeremy Peat took over as Group Chairman from previous Chairman, Diana Guy, 
when her term as a CC member and as CC Deputy Chairman ended on 30 
November 2010.  

6. In its investigation, the CC is required to decide whether ‘any feature, or combination 
of features, of each relevant market prevents, restricts or distorts competition in 
connection with the supply or acquisition of any goods or services in the United 
Kingdom or a part of the United Kingdom’. If so, then there is an adverse effect on 
competition and the CC considers whether this is resulting in a detrimental effect on 
customers such as higher prices, lower quality or less choice of goods or services. 
The CC then decides whether the CC should introduce remedies to tackle the 
adverse effect on competition and/or detrimental effect on customers and/or whether 
the CC should recommend that action be taken by other bodies to remedy the 
adverse effects on competition and, if so, what actions or remedies. If the CC finds 
that there is no adverse effect on competition, the question of remedies does not 
arise.  

7. Enquiries should be directed to Rory Taylor or Siobhan Allen or by ringing 020 7271 
0242. 
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Appendix 2 
 

NEWS RELEASE (20/12/11) 
 

Disappointment over Competition Commission’s moves to promote bus wars 
 

- but bus franchising option back on track – 
 

Reacting to the Competition Commission’s report on the bus industry pteg 
expressed disappointment that the Competition Commission (CC) has chosen to 
take a strong ideological line based on promoting bus wars in Britain’s busiest cities, 
ignoring passengers’ clear preference for integrated urban public transport with 
smart, simple ticketing. However, pteg also dismissed the CC’s bus war hopes as 
largely the stuff of fantasy as its remedies were too weak to stand a realistic chance 
of upsetting existing local monopolies. 
 
Although the report’s overall central argument is weak, pteg welcomed the CC’s 
finding that it was ‘legitimate’ for Local Transport Operators to seek to introduce 
Quality Contracts (the franchising of bus networks) and that they would not wish to 
prevent local transport authorities from introducing them.  
 
The report’s recommendations on ticketing fall well short of guaranteeing 
passengers the smart, simple and integrated ticketing they want, but could, 
potentially, lead to multi-operator tickets that are priced in a more competitive way. 
However, the devil will be in the detail. 
 

Jonathan Bray, Director of the pteg Support Unit, said:  
 

‘The clue is in the name with the Competition Commission, so it’s perhaps no 
surprise that they continue to dream of a day when the streets of every city will be a 
free for all of competing bus companies. It’s not a vision we share as we believe 
what passengers really value in big urban areas is what they get in London – 
integrated public transport with smart and simple ticketing. We believe that our city 
streets should be served by a high quality and cohesive bus networks not turned into 
gridlocked bus battlefields. Nor has the Competition Commission’s vision any 
realistic chance of coming true based on this set of remedies.  
 
‘However, in amongst all the dogma there is some hope for passengers in that the 
CC has pulled back from preventing us from using the legal tools that we already 
have – up to and including enforceable partnerships and the franchising of networks. 
There are also some potential ways forward on multi-operator ticketing. We look 
forward to working with OFT and the DfT to see how some of the more useful 
elements of this report can be taken forward.’ 
 

ENDS 
 

pteg represents the six PTEs – which are the largest transport authorities outside 
London.  
 

Half of all bus trips outside London are made in the PTEs. 
 

For more contact Jonathan Bray on 0781 804 1485 / 0113 251 7445 . 
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1. Executive summary

Introduction 
Between 2003 and 2010 Metro programmed a regular tracking survey which monitored public 
satisfaction, usage and marketing performance in relation to local bus and rail services.  
The survey programme consisted of an in-home benchmark survey, and subsequent tracker surveys 
carried out by telephone – initially at six-month intervals and annually from 2007 onwards when Vector 
Research took over the contract.  

In 2011 Vector was invited to conduct the second of a new wave of tracking surveys reflecting Metro’s 
new remit as the Integrated Transport Executive for West Yorkshire. In other words the survey was now 
to cover all forms of local travel. This report details the findings of the third survey in this contract period 
which was conducted by telephone between August and October 2013. This involved 1,500 respondents 
aged 16 and over from across West Yorkshire, with age, gender and ethnicity quotas based on 2011 
Census and ONS mid-year population estimates for 2011. This survey follows a benchmark in-home survey 
in 2011 and the first telephone survey wave of the contract in 2012.  

The survey of 1,500 is accurate to within +/-2.5% (at 95% confidence) – thus small fluctuations have to be 
ignored. And of course we have to even more guarded about district level fluctuation which are accurate 
to within +/-5.6%.  In addition we have noticed something of a divergence in response in that household 
surveys produce slightly different response to the telephone sample – which is drawn solely from land-
line numbers (the population of which diminishes year on year and is now around 83 per cent of 
households from a high of 94 per cent during the mid 1990s). 

1.1 Findings: Travel behaviour: 

Fluctuation in car usage 
(a) Over two thirds (67.7%) of the adult population (16 and over) are car drivers (defined as using 

that mode at least once per month), over one half (54.5%) are bus users, and just under a third 
(30.5%) are rail users (See Sec 4.1). 

(b) The figure for driving is slightly down from 69.2 per cent in 2012 – along with taxi usage (down 
from 43.1 to 39.3%) bus (down from 56.4%) and walking for at least 30 minutes (83.9 to 81.8%), 
Rail and cycling remained consistent with the previous year. (See Sec 4.1 and 4.11). 
Slight “blip” in growth in public transport penetration since 2003 

(c) Public transport non-usage (defined as not using either mode at least once per month) stands at 
36.8 per cent – up from 32.9% in 2012. This figure has fluctuated within the 33 per cent to 39 per 
cent band since 2007 – partly due to statistical chance. However the larger scale surveys in 2011 
and 2012 appeared to reflect a positive shift towards public transport usage which has not been 
fully maintained in 2013. (See Sec 4.1 and 4.11). 
Consistent cycling rates- walking slightly down 

(d) Naturally almost all respondents walk at least once per month - 81.8 per cent  (83.9% in 2012) 
walk at least 30 minutes once a month or more with seven in ten (71.2%) walking such a distance 
at least weekly and four in ten (41.1%) claiming to walk such distances at least four days per 
week).  A significant minority (14.4%) cycle – a similar figure to 2011 and 2012 (14.5%) (See Sec 
4.1 and 4.8). 

(e) The highest level of public transport non-usage was found in Wakefield and Kirklees –  two 
districts with a high proportion of relatively dispersed population. Bradford and Leeds – the two 
largest metropolitan centres  -  recorded the lowest levels of non-usage. (See Sec 4.2).  
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Convenience of car is the main reason for non-use of bus/rail 
(f) Respondents with limited usage of both bus and/or rail (i.e. no more than once or twice per 

annum) were asked why they didn’t use public transport the convenience of the car accounted 
for over half (53.8%) of responses – a similar figure to 2012  (52.9%). (See Sec 4.5). 

(g) Other significant factors which were identified by non-users were as follows: 

no bus/train going near where I regularly travel (12.0%) 

illness/disability (6.2%) 

cost (7.4%) 

not close enough to stop/station (2.7%) 

poor frequency (2.2%) 
(h) For most respondents cycling and usage of motorbike/scooter did not register as a mode of 

choice, although 7.6 per cent cycle at least weekly (10.7% in 2012) and a smaller group (2.0%) 
use motor-cycles/scooters weekly (identical in 2012) (See Sec 4.7).  

(i) Respondents were asked to identify reasons for not cycling more (See Sec 4.7). Main factors were 
as follows (2012 figures in brackets) 

Ill health (30.5% (26.9) plus an additional 7.8% claiming “age” as an issue rather 
than directly mentioning health or disability 

Can’t be bothered/apathy (18.8% (18.2)) 

Worries over safety (10.8% (9.8)) 

Not knowing how to cycle (9.0% (6.8)). 
Claimed continuation of switch to sustainable transport –  not matched by behavioural data 

(j) As in the previous two surveys, more residents are claiming to use car less than using car more 
over the past 12 months – with the net drop of 9.8 per cent (in terms of the proportion using car 
less minus the proportion using car more) compared to 9.1 per cent in 2012 (See Sec 4.9). 

(k) There were net increases in proportions walking, cycling and using bus more – implying a general 
stated trend towards sustainability despite a tiny fall in claimed local rail usage (See Sec 4.9). 

(l) However these claims – similar to results for 2011 and 2012 – are not matched by usage data. For 
instance the proportions driving at least 4 days per week has increased from 53.2 per cent in 2011 
to 60.2 per cent in 2013 – and the proportions driving at least once per month from 64.1 to 67.7 
per cent. Yet each year a “net” figure of up to one in ten claim to use the car less! 

(m) Respondents were asked unprompted why they had reduced car usage – and almost six in ten 
(59.1% compared to 69.1% in 2012) stated a change in personal circumstances e.g. had to sell 
car/changed job (See Sec 4.9). 
Influence of costs on switch to bus and rail 

(n) The main unprompted response for increased bus or rail usage was related to a practical need for 
new journeys arising from changed circumstances (new job/starting college etc) – influencing 
57.8% (bus – compared to 47.0% in 2012)) and 35.8% rail (compared to 42.3% in 2012). At the 
same time around one fifth (20.1% (25.8% 2012)) of the increase in bus use (slightly higher 
proportion for rail (22.9% compared to 15.4% 2012)) was due to the costs of motoring or a 
willingness to save money (See Sec 4.9). 
Environmental influences 

(o) Only (2.7%) of respondents had switched to rail for environmental reasons (only 1.1% to bus) – 
less than claiming this reason in 2012 (7.7% and 1.5% respectively) (See Sec 4.9). 

(p) In terms of walking and cycling, fitness and leisure reasons predominated in both cases for 
around 6 in 10 – a slight increase compared to 2012. Other factors included costs – for around 
one in ten in both cases –and family/environmental reasons for cyclists (See Sec 4.9). 
Rail users more “technological” than bus users; growing use of mobile hardware 

(q) The data did re-affirm the greater usage of technology by rail users compared to bus users and 
the increasing usage (compared to earlier Tracker surveys) by older age groups; and the growing 
penetration of internet access via mobile hardware (See Sec 4.10). 
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1.2 Transport information 

 Steady growth in awareness for Metro Website/Journey Planner 

(a) There were some fluctuations in results in terms of awareness – with a continuation of increased 
awareness levels for Metro website/internet journey planner and Yournextbus by Smartphone 
(See Sec 5.6.1).  

(b) Awareness of a wider range of web-based information continues to increase in most cases with 
three-quarters (78.6%) aware of AA/RAC sites, and more awareness of bus and rail companies 
own websites (See Sec 5.1). 

Consolidation of key media usage? 
(c) In terms of the level of usage of each information medium, tracking data over the 11 years of 

surveys shows a degree of consolidation for certain key media (see Sec 5.6.2). 
(d) The most significant increase in usage has been in terms of Yournextbus – up to 20.1% of aware 

respondents from 15.0% in 2012 and around 10% in previous surveys.  
(e) Metro website and Journey Planner have been used occasionally or frequently by just under 3 in 

10 of aware respondents since 2007 – with an increase to a slightly higher figure over 34% in 
2011 and 2013 influenced by the development of the mobile website (see Sec 5.6.2).  

(f) Pocket bus or rail timetable usage has come down to a similar level since 2009 - from much 
higher penetration pre-2008 – although the 2013 figure (35.7%) was higher than in the previous 
3 years.  

(g) The biggest fall is in use of Travel Centres (11.1% from 19.0 in 2012) – although it should be 
noted that this indicator has fluctuated considerably since Tracker commenced in 2003. There 
was also a slight decline in usage for Metroline helpline amongst aware respondents compared to 
2011 and 2012 (See Sec 5.6.2).  

Consistent usage of generic websites 
(h) Usage of generic websites was naturally dominated by the two categories with greatest 

awareness i.e. 
 Bus/rail operator sites
 AA/RAC sites.

The former displayed similar levels of usage to 2012 but the latter fell in terms of usage by aware 
respondents (although awareness had increased significantly (See Sec 5.2)). 

Increasing growth in information data access “on the move”  
(i) Respondents who used one or more of the listed websites were asked how they accessed the 

information, and computer at home was most likely to be used by those pre-planning a journey. 
At the same time growing numbers are also accessing electronic information on the move – 
accounting for about one in five (19.2%) in terms of the proportion using mobiles, Ipads and 
tablets whilst travelling as opposed to traditional means of phone or  face to face  (See Sec 5.3). 

Good levels of satisfaction with media 
(j) There were high satisfaction ratings of many media – not least  for Pocket rail/bus timetables, 

Travel centres,  Real-time displays at rail stations, information displays at stations – each scoring 
8.2 or more out of 10 (See Sec 5.4). 

(k) In terms of reactions to generic electronic media, all listed sources rated at 7.7 out of 10 or more 
for satisfaction - with the exception of Metronews on twitter and facebook which was only rated 
by a handful of users. (See Sec 5.4). 

Significant proportions lack confidence in terms of purchasing best value bus/rail tickets 
(l) Respondents were asked how confident they were that they usually purchased the best value 

ticket when using local buses and trains in West Yorkshire, and similar numbers expressed at 
least reasonable confidence compared to 2011 – but less than 2012 responses. However over 
three in ten (31.8%) of respondents were either not very confident or not at all confident in terms 
of local rail. Naturally non-users were less confident (38.1% in these two categories) but even 
20.8 per cent of rail users stated a lack of confidence in this way (See Sec 5.5) 
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(m) In terms of bus ticket purchase there was a marginally smaller group with limited confidence 
compared to rail – with a quarter (25.3%) of respondents either not very confident or not at all 
confident in terms of local bus ticket purchase. And as with rail, non-users were less confident 
(42.3 per cent in the two negative categories) compared to users (15.6%) (see Sec 5.5). 

1.3 Satisfaction 

General public transport satisfaction maintained (See 6.1 and 6.2) 
(a) In terms of the population as a whole the general satisfaction with all public transport and taxi 

services observed in 2012 was maintained – reflected in mean ratings of between 7 and 8 out of 
10 for service provision criteria as follows (See Sec 6.1): 

Local taxi services (7.7) 

Local bus station (7.0) 

Local train services (7.1) 

Local rail station (6.9)  

Local bus services (6.8). 
The lowest public transport rating (but nonetheless a fairly reasonable satisfaction score) was for 
affordability of public transport (6.7). 

Lowest levels of satisfaction for highways issues – very similar scores to 2012  
(b) Good street lighting scored reasonably well (7.5)  and speed of repair to street lights (6.7) also 

received a reasonable rating  but the lowest ratings were as follows: 

 Affordability of motoring (4.7) along with speed of repair to damaged roads/pavements 
(4.2). 

 Winter gritting and snow clearing also received a mediocre score at 5.6. 
The other highways criteria introduced to the survey this year only scored moderately and the 
mean scores assigned to quality of repair to roads/pavements (5.1), keeping road gullies and 
drains working (6.1) could each reflect a difficult winter for road maintenance prior to the survey.  

(c) Thus the lowest scores were received by highways criteria – as in 2011 and 2012.  Indeed the gap 
analysis (comparing importance satisfaction ratings) affirmed that the lowest levels of 
satisfaction in relation to highways issues (See Sec 6.3) i.e. 

Speed of repair of damaged roads/pavements (0.48 for rating score ÷ importance score) 

Condition of roads (0.52) followed by affordability of motoring (0.56) and winter gritting 
and snow clearing (0.62). 

Relatively low ratings for cycling provision   
(d) In addition the cycling criterion good cycle routes and facilities received a moderate mean score – 

rated at 4.9 out of 10 by the overall sample – similar to 2012 (5.0) but lower than 5.7 in 2011. 
No great divergence between users and non-users 
(e) Analysis of user and non-user satisfaction showed only limited divergence between the two sub-

groups of the sample, with the following themes (See Sec 6.5): 

Car users have the same general view about affordability of motoring as the general 
sample, as do rail users in relation to rail affordability; 

Bus users were marginally more likely to view bus affordability MORE positively than the 
mean (although there is a bias implicit as a result of a significant proportion of 
concessionary pass holders). 

Fairly consistent demographic trends compared to 2011 and  2012  in terms of public transport  
(f) Ratings of the public transport elements of provision were reasonable consistent with 2011 in 

terms of age, gender and ethnicity patterns as follows (See Sec 6.6): 

Those aged 65 and over generally gave most positive scores in each case; 

Those respondents will receive concessionary travel may have influenced responses 
including positive ratings of affordability; 
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25-34s and 35-44s (age group with the highest likelihood of dependent children in the 
household) gave the lowest rating of affordability; 

BME groups gave slightly more positive scores than white British respondents for 
affordability; 

In terms of employment status, those full-time caring were most negative about 
affordability, and local bus and rail services;  

Respondents with dependent children (See Table 6.5) were more likely to give a lower 
score for affordability than those without children in the household; 

Respondents with mobility problems slightly less positive regarding local bus and rail 
services AND bus and rail stations.  

Consistent demographic trends compared to 2012 in terms of highways criteria 
(g) Analysis of satisfaction with roads/motoring (See Sec 6.7) was again very consistent with 2012 in 

that 

In terms of age there is a slightly more negative perception about the condition 
of the roads amongst “middle” age groups and in relation to affordability; 

BME groups were more positive than white British in response to each of the 
factors; 

In terms of employment status it is the disabled/sickness who are least positive 
about affordability of motoring AND levels of congestion. 

(h) In terms of walking and cycling (See Sec 6.8) the trends are also similar to 2011 and 2012  in that 

16-24s were more positive about cycle provision 

BME groups were slightly more positive about pavements and footpaths 

No significant gender divergence observed except in terms of cycling routes 
and facilities where females were more positive 

(i) In terms of other population groupings there were no stand-out trends although 

Those in full-time education most positive about good pavements and footpaths 
– with those full time caring least positive about that theme and also least
positive about street lighting; 

Those in employment (full AND part-time) and those full-time caring most 
positive about cycle routes and facilities: 

Slight drop in cycling satisfaction compared to 2012  
(j) Ratings from cyclists in relation so several criteria remain fairly mediocre and slightly worse than 

2012.  Secure cycle parking receiving the lowest score at 4.3 out of 10 and each of the other 
scores in and around  5 to 6 out of 10 (in 2012 these results varied from 4.8 to 6.2, but broadly 
similar in 2011) (See Sec 6.10).  
Longer term tracking shows reasonable overall results but slight decline in bus and rail 
satisfaction compared to means between 2007 and 2011 

(k) The key longer-term tracked indicators of satisfaction (limited to the original remit of bus and 
rail) show ratings of between 7.0 and 7.2 out of 10 for bus and rail services AND bus and rail 
stations. These figures are slightly down on the more recent findings but generally higher than 
the earlier years of the Tracker series. Similar trends were found for specific elements of bus and 
rail provision (see Sec 6.11).    
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1.4 Emerging themes   
The Tracker survey is essentially a monitoring survey which does not in itself identify “actionable” 
recommendations. However the following are the key emerging themes in 2013 which imply the need for 
some form of intervention or strategic inputs from Metro and/or partners: 
A slight “blip” in the slow but established trend towards sustainability in West Yorkshire 
Since its inception in 2003, Tracker has displayed slight fluctuation year on year in terms of overall 
penetration of sustainable transport modes. In 2012 we noted that there had been a more recent (since 
2010) trend to increased usage of public transport. The fact that this has fallen back slightly in 2013 re-
establishes the fluctuating pattern. The influence of a mix of variables in terms of modal choice  is 
reported in the public transport and cycling sections of this report – and  may well vary in significance 
depending on more immediate influences. Factors like economic conditions, consumer confidence, 
environmental issues, concerns about safety (in a variety of forms) and related media coverage. Thus 
slight fluctuations year on year are likely and whilst the slight drop in public transport penetration may 
provide a reality check and a reminder of the challenge of increasing sustainability, it should be viewed as 
part of a longer term pattern which HAS shown slight rise in penetration since 2003.     
Fairly disappointing influence of environmental factors 
The numbers claiming that environmental reasons influenced a switch from car or an increase in 
sustainable use is tiny – and slightly lower than in previous years. Alongside this is the finding that 
respondents claim – each year – that there is a net drop of car usage for around one in ten respondents 
yet  frequency of usage has NOT decreased. Thus the psychology of the travelling public is quite complex 
in relation to sustainability and perhaps needs to be better understood if more success is to achieved.   
No discernible increase In cycling  
Since it was introduced to the survey in 2011, the proportion cycling has not increased – which reinforces  
the theme highlighted in 2012 i.e. the fact that a significant number do not cycle due to inertia or 
concerns about safety could again imply the need to focus promotion on off-road routes or routes with 
the greatest amount of provision in terms of cycle lanes and crossings rather than generic promotion/ 
 Importance of multi-media approach to information – with mobile media growth 
The usage and satisfaction indices in the 2013 Tracker again provide positive evidence of the value of all 
information media – and also shows the steady growth in usage of mobile media. With continuing 
technological development it will be critical to ensure  that information delivery “keeps up” with the 
media offer which may well increase in significance and diversity. At the same time there is a critical need 
to provide information to those not using new media and preferring more traditional information 
delivery. Indeed a key role of Tracker in future may well be to provide data for a more sophisticated 
segmentation of the user and non-user population in relation to transport information media. 
Highways maintenance     
As in 2011 and 2012, highways maintenance scores remained at best moderate. With limited or even 
diminishing resources the condition of roads and best efforts to maintain and/or repair them will not be 
viewed particularly positively by the public. Effective communication of the difficulties of maintaining 
roads with limits on resources might help to address the mediocre satisfaction scores,  but highways 
provision is often at a disadvantage compared to public transport where a more personal presence in 
service delivery can improve users satisfaction.  It may take a fairly imaginative communications to shift 
perceptions of motorists and public alike. 
 Walking 
There is a high proportion of respondents who claim to walk fairly regularly for 30 minutes or more – and 
only a small proportion state that they are not interested/can’t be bothered. Once again fairly general 
questions about modes may produce overstatement about use of sustainable modes Thus there may be 
merit in future surveys in gathering data on one or two regular journey purposes such as accompanying a 
child to school or food shopping for less than 10 items – where we can ask mode and approximate 
distance the last time that trip was made. This will produce more balanced responses and a context for 
instance when exploring reasons for not walking/cycling on local trips. 
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2. Introduction and background

2.1 Introduction 

Between 2003 and 2010 Metro programmed a regular tracking survey which 
monitored public satisfaction, usage and marketing performance in relation 
to local bus and rail services.  

The survey programme consisted of an in-home benchmark survey, and 
subsequent tracker surveys carried out by telephone – initially at six-month 
intervals and annually from 2007 onwards when Vector Research took over 
the contract. In 2011 Vector was invited to conduct the second of a new 
wave of tracking surveys reflecting Metro’s new remit as the Integrated 
Transport Executive for West Yorkshire. In other words the survey was now 
to cover all forms of local travel. 

This report details the findings of the third survey in this contract period 
which was conducted by telephone between August and September 2013. 
This involved 1,500 respondents aged 16 and over from across West 
Yorkshire, with age, gender and ethnicity quotas based on 2011 Census and 
ONS mid-year population estimates for 2011. This survey follows a 
benchmark in-home survey in 2011 and the first telephone survey wave of 
the contract in 2012.  

The information gathered and tracked over this three-year period will be 
used to measure satisfaction levels with services provided by Metro and its 
partners, to inform marketing decisions and to track awareness levels of a 
range of services and products.  

2.2 Aims and objectives 

The aim of the tracker survey is to record and measure customer attitudes 
and behaviour in order to:  

inform business decisions and planning; and 

to evaluate and monitor information and marketing activity within Metro and 
its partners. 

Thus the main function of the survey is to track perceptions amongst both 
users and non-users and track satisfaction with a range of services and local 
transport related issues on an annual basis. 

APP-4-3-5

Page 8



Report p1525 WYITE Tracker Survey 2013 

Vector Research for Metro – December 2013  

www.vector-research.net 

This Wave 13 survey has involved a sample of 1,500 residents of West 
Yorkshire that is representative in terms of: 

The five local authorities within West Yorkshire; and 

Key socio-demographic characteristics including age, employment status, 
ethnicity and gender. 

The sample size of 1,500 was adopted to ensure that 300 residents were 
interviewed in each of the five local authorities, in order to be able to make 
reasonably significant local authority comparisons. 

The specific objectives of the annual tracker survey are: 

To build on and continue with the work already established to track user and 
non-user perceptions, attitudes and satisfaction relating to local transport 
and travel; 

To measure satisfaction with a range of individual transport provision; 

To identify major issues and/or trends; 

To track changing travel behaviours; 

To identify areas for service improvement and satisfaction within the 
different service areas. 
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3. Methodology

3.1    Basic approach 
Interviews were carried out by Vector’s CATI (computer-aided telephone 
interviewing) team between 10th August 2013 and 17th September 2013.  

3.2  Fieldwork 

This research is based upon a telephone survey with a representative sample 
of the West Yorkshire population. The questionnaire – which lasted typically 
between 18 and 25 minutes in duration – is attached in Appendix 1. 

This report also draws upon some of the work from previous public transport 
Tracker surveys since 2003, where relevant for comparison as follows: 

Wave 1: Benchmark household survey 2003 
Wave 5: Telephone survey Sept 2005 
Wave 7: Telephone survey May 2007 
Wave 9: Telephone survey May 2009 
Wave 11: Household survey Aug-Oct 2011 
Wave 12: Telephone survey Aug-Oct 2012 
Wave 13: Telephone survey Aug-Sept 2013. 

3.3 Questionnaire themes 

The questionnaire (Appendix 1) covered: 

Respondents’ use of different modes of transport and changes in usage rates; 

Use of Metro and partners’ information services and satisfaction with these; 

Satisfaction with local rail, bus, road, cycling and walking provision;   

Socio-demographic characteristics of the respondent. 

3.4 Sample 

3.4.1 Distribution of interviews 

Vector achieved a total of 1,513 interviews in total. The stratified sample was 
designed to be representative of West Yorkshire – but with close to 300 
interviews within the five local authorities in West Yorkshire (i.e. Bradford, 
Calderdale, Kirklees, Leeds, and Wakefield) as shown in Table 3.1: 
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Table 3.1 Local authority population (2011) and distribution of interviews 
Local authority Population % Interview target Interviews achieved 

Bradford 523,100 23.5% 300 (20%) 300 

Calderdale 204,200 9.2% 300 (20%) 300 

Kirklees 423,000 19.0% 300 (20%) 306 

Leeds 750,700 33.8% 300 (20%) 298 

Wakefield 326,400 14.6% 300 (20%) 308 

West Yorkshire 2,227,400 100.0% 1,500 1,512 

In addition quotas, based upon population data, were set for each local 
authority area in relation to:  

Gender; 

Age; 

Ethnicity. 

In addition, other indicators were monitored at key points during the survey 
to ensure that a representative distribution was being achieved as a result of 
the telephone number distribution. The representative nature of the sample 
was achieved via the employment of multi-lingual language speakers in the 
field – in particular with South-Asian languages; and late afternoon/evening 
and weekend shifts. 

3.4.2 Sampling error 

The overall sample produces confidence limits of within +/- 2.5 per cent @ 
95% confidence1.Thus we can be 95 per cent confident that if the survey was 
repeated with a new sample, the findings would be within +/- 2.5 per cent of 
the data presented in this report. 

Comparisons between sub-groups of the sample have to viewed with greater 
caution. The individual district samples for instance have 95% confidence 
intervals of +/-5.6%.  

1 All confidence intervals shown are based on results of 50% (maximum confidence interval). As findings diverge from 
50% the confidence intervals diminish. 
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3.4.3 Weighting 

In addition to the weighting by local authority district (Table 3.1) the profiles 
of our sample (before weighting) and of the West Yorkshire population 
(based upon 2011 census data or 2010 mid year estimates) are shown in 
Table 3.2 below. These also diverge slightly and thus weighting factors (as 
shown in the table) have been applied to the survey data to take account of 
this. This means that the data used in this report can be said to be 
representative of the West Yorkshire population. 

Table 3.2 Weighting of data 
A: % West Yorkshire adult 
popn (2011 Census or ONS 

Mid year 2010)) 

B:  
% Survey responses 

(A/B) 
Weighting factor 

Gender 

Male 49.1% 43.8% 1.12 

Female 
50.9% 56.2% 

0.91 

Age 

16-34 33.4% 28.3% 1.18 

35-64 48.1% 48.3% 1.00 

60+ 18.6% 23.4% 0.79 

Ethnicity 

White 84.9% 89.5% 0.95 

Black & Minority ethnic 15.1% 10.5% 1.44 
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4. Findings – travel behaviour

4.1 Modal penetration 

The survey addressed transport usage in some detail across all modes. Usage 
was defined (as in previous public transport tracker analysis) as those who 
use each respective mode of transport at least monthly. Figure 4.1 shows the 
results. 

   Base 1512: Weighted percentages 

Compared to 2011 and 2012 public transport usage is fairly consistent but 
with a slight drop in bus usage from the high of 57.1% in 2011 to 54.5%. 
Indeed there is consistency across all modes with only minor changes in car 
penetration, cycling and walking. However there has been a small drop in taxi 
usage. 

Public transport non-usage stands at 36.8 per cent (defined as not using a 
bus or rail at least once a month) – a rise compared to 32.9% in 2012 and 
33.9 in 2011. 
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4.2 Analysis by district 

The highest level of public transport non-usage was found in Kirklees and 
Wakefield. Conversely in the mainly urban local authority of Leeds non-usage 
was lowest. 

Cycling participation was highest in Calderdale (16.6%), followed by Bradford 
(14.9%) – with the lowest level of usage recorded in Kirklees (12.5%). Motor-
cycle/scooter usage was highest in Wakefield (4.6%) but lowest in Leeds 
(2.0%). The proportion who walked at least 30 minutes was also lowest in 
Leeds – but as noted in Section 3.4.2 inter-district comparisons have to be 
viewed with some caution.  

Table 4.1 Local authority district analysis 

Bradford Calderdale Kirklees Leeds Wakefield 

Bases 300 300 306 298 308 

Car (as a driver) 69.0 71.8 69.6 61.7 66.6 

Car (passenger) 74.5 73.6 74.9 66.8 77.4 

Local Bus 60.8 53.7 51.4 57.8 48.3 

Local Train 31.2 31.9 31.3 28.5 29.4 

Cycle 14.9 16.6 12.5 14.5 13.4 

Walk (5 mins) 92.3 95.6 93.5 92.9 94.7 

Walk (30 mins) 81.9 85.9 83.0 78.8 79.3 

Motorbike / Scooter 3.9 2.5 2.2 2.0 4.6 

Taxi 40.6 39.8 31.4 42.1 42.9 

Public transport non-use 30.4 37.6 39.6 36.1 40.3 
Weighted percentages

4.3 Usage rates by key sub-groups of the population 

Tables 4.2(a to c) overleaf shows the levels of monthly usage in relation to 
each mode for a range of subgroups of the population. The patterns which 
emerged included the following: 

Rail 
1. Proportionate usage declines with increasing age;
2. More ABC1s than C2DEs;
3. More economically active than inactive;
4. Lower proportion of mobility impaired use the train.

Bus 
1. AB socio-economic groups least likely to use the bus;
2. More economically inactive than active;
3. Usage is highest amongst 65+ groups followed by 16-24s;
4. Much higher usage in households with no cars.
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Cycling 
1. Males more likely to be regular cyclists than females;
2. BME less likely than White British;
3. Reduces significantly with age;
4. Economically active more likely to cycle than economically in inactive;
5. Cycling highest in households with two or more cars per household.

Car 
1. Males more likely to be drivers than females;
2. Other ethnic groups  less likely to drive than White British;
3. Clear relationship with socio-economic classification (ABs more likely

to drive compared to DEs for example).

Table 4.2a Modal usage by age/gender/broad ethnicity 

Age Gender Broad ethnic 
16 – 
24 

25 - 
34 

35 - 
44 

45 - 
54 

55 - 
64 

65 - 
74 75 + Male Female 

White 
British Other 

Car driver 45.2 77.8 78.8 70.1 67.9 60.7 45.4 78.2 57.7 68.5 63.9 

Car pass 85.4 73.4 70.5 74.4 70.9 71.0 71.4 65.5 81.2 73.3 74.6 

Local Bus 59.0 44.5 51.8 53.0 58.0 62.1 75.0 48.9 59.8 54.2 56.0 

Local Train 45.6 31.3 29.9 31.5 32.3 21.8 14.6 31.4 29.5 30.8 28.4 

Cycle 21.8 16.6 22.7 16.4 10.2 6.8 4.3 18.8 10.1 15.1 10.2 

Walk (5 mins) 99.0 96.4 95.4 96.0 90.9 91.4 91.0 94.8 94.2 94.2 95.9 

Walk (30 mins) 86.7 90.2 86.0 85.2 76.2 68.4 65.8 82.6 81.1 82.2 79.6 

M/c Scooter 1.0 3.9 2.4 3.1 4.0 3.0 - 3.7 2.4 3.0 3.2 

Taxi 42.1 42.0 31.1 45.0 33.8 38.1 34.2 36.5 42.0 40.3 34.0 
Base=1512 Weighted percentages 

Table 4.2b Modal usage by employment/SEG/mobility 

Employmt status Socio-economic Mobility impairment 

Active Inactive AB C1 C2 DE Yes No 

Car driver 79.5 54.1 81.2 73.3 68.3 54.3 52.1 71.2 

Car passenger 72.8 74.3 73.9 76.1 73.0 70.1 76.5 72.6 

Local Bus 47.2 63.1 48.8 58.7 50.0 57.3 50.9 55.0 

Local Train 34.5 25.4 32.7 33.3 28.0 23.9 20.7 32.1 

Cycle 18.4 9.4 15.4 12.3 12.6 10.3 7.1 16.0 

Walk (5 mins) 97.9 90.3 95.5 96.1 94.7 89.8 76.9 97.9 

Walk (30 mins) 81.70 89.0 72.9 90.9 83.2 81.9 71.6 43.1 

M/c Scooter 4.2 1.8 2.4 5.2 2.1 2.5 2.8 3.0 

Taxi 39.8 38.6 42.8 38.8 36.4 40.6 43.4 38.4 
Base=1512 Weighted percentages
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Table 4.2c Modal usage by dependent children/car ownership 

Dependent children Cars in household 

Under 16s None No cars One Two More 

Car driver 73.5 65.0 0.7 77.6 87.1 76.9 

Car pass) 77.3 70.5 76.6 67.8 77.9 74.4 

Local Bus 44.3 58.8 89.5 54.1 40.3 41.0 

Local Train 29.4 27.9 32.8 26.8 32.8 33.6 

Cycle 17.4 13.7 6.3 12.9 18.9 20.6 

Walk (5 mins) 96.8 94.3 91.6 94.5 95.9 95.6 

Walk (30 mins) 86.2 82.3 69.8 81.2 87.5 84.8 

M/c Scooter 3.1 2.1 0.7 2.2 4.7 5.6 

Taxi 40.0 40.1 55.6 30.2 41.8 38.2 
Base=1512 Weighted percentages 

4.4 Public transport usage 

Figure 4.2 shows the incidence of rail use. 

Base=1512 Weighted percentages 

A core of 2.5 per cent of rail users are daily rail users and 11.7 per cent use rail 
weekly – with two-thirds (66.0%) using rail at least once or twice a year. The 
total for monthly usage of 30.3 per cent matches the 2011 and 2012 figures of 
30.4%/30.2% which in turn reflect an  increase in rail  penetration compared 
to previous means of between 24 and 27 per cent (See section 4.11). 
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Figure 4.3 shows that well over half (54.5%) used local buses at least once a 
month – a slightly lower figure compared to 2011 and 2012 (57.1%/56.4%). 
Around four in ten (40.1%) did so at least once a week. 

Base=1512 Weighted percentages 

4.5 Infrequent usage of public transport

Respondents with limited usage of both bus and/or rail (i.e. no more than 
once or twice per annum) were asked why they didn’t use public transport 
more frequently (with the option of identifying up to three pre-defined 
factors). 

Table 4.3 shows that over half of respondents (53.8%) did not use public 
transport because the car is perceived as more convenient.  Nearly three in 
ten (26.4%) respondents stated ‘other’ reasons such as: 

Illness/disability (6.2% of overall response) 

Already use bus OR train (3.9%) 

Not close to stop/station (2.7%) 

Poor frequency (2.2%) 

Poor service/unreliability (1.5%) 

Easier to walk (1.6%) 

Takes too long (0.4%) 

Anti-social behaviour (0.3%). 
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A further 12.0 per cent stated that there was no bus/train going to where they 
regularly travelled. 

Table 4.3 Reasons for lack of public transport usage (prompted options) 

Car more convenient 53.8 

Other reasons 26.4 

No bus/train going to where I regularly travel 12.0 

Too expensive 7.4 

Overcrowding 0.3 
Base=801 Weighted percentages 

Analysis of these responses shows that the relative importance of car more 
convenient varied by age and local authority. This factor was more likely to be 
cited amongst under 45s and less likely to be cited in Leeds compared to the 
other four boroughs: 

Table 4.4 Main reasons for lack of public transport usage by age/LAD 

16-24 25-34 35-44 45-54 55-64 65-74 75+ 
Brad 
ford 

Calder 
dale 

Kirk 
Lees Leeds 

Wake 
field 

Car more convenient 58.5 59.6 56.3 47.9 51.5 46.9 38.8 54.3 54.6 56.9 40.2 57.3 

Too expensive 5.1 5.6 14.3 4.8 7.3 5.6 2.5 5.9 6.0 4.6 3.0 11.9 

No bus/train going to 
where I regularly travel 19.8 7.8 13.4 13.2 15.4 13.1 14.2 16.7 15.5 16.1 8.7 6.3 

Overcrowding 1.8 0.9 1.1 - - - - - 1.3 - 1.1 - 

Other reasons 14.9 26.1 15.0 34.1 25.8 34.4 44.5 23.2 22.6 22.4 47.0 24.6 
Base=801 Weighted percentages  

4.6 Frequency analysis – car usage 

Figure 4.4 presents frequency of travel by car or van.  

Weighted percentages; Base=1512 
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Thus 

People tended to drive regularly (at least four times per week) or rarely – 
very few (2.2 %) did so occasionally (defined by once/twice per year, every 2-
3 months and 1-3 times per month as shown); 

Car passenger usage shows something of the inverse – in that more 
occasional use is much more likely with almost 6 in 10 (58.7%) travelling 1-3 
times per month or 1-3 times per week. 

4.7 Frequency analysis – bicycle and motor-cycle/scooter 

For most respondents cycling and usage of a motorbike/scooter did not 
register as a mode of choice. However in terms of the former there is a core 
(7.7%) who are weekly users and around one in seven (14.0%) cycle at least 
monthly. 

        Weighted percentages Base=1512 

Motorcycle/scooter usage was even more of a minority mode – only 2.0 per 
cent travel by this mode weekly.  

Respondents were asked to identify reasons for not cycling more. 

Table 4.6 Reasons for not cycling more (prompted options) 

Ill Health 30.5 

Can't be bothered/apathetic 18.8 

Worried about being safe on the roads 10.8 

Don't know how to cycle 9.0 

Other 30.8 
Weighted percentages; Base=1290
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Thus the main factors were: 

Ill health (30.5%) 

Can’t be bothered/apathetic (18.8%) 

Other reasons (30.8%) such as: no access to a bike (8.2% of all 
responses), “age” (7.8%) too hilly (4.9%) don’t like cycling (3.1%)  and 
use other modes of transport (1.6%). 

Analysis of these main factors is shown in Table 4.7: 

Table 4.7 Main reasons for lack of cycling usage by age/gender 

16-24 25-34 35-44 45-54 55-64 65-74 75+ M F 

Worried about being safe on 
roads 6.6 9.4 16.5 10.7 6.4 4.5 4.9 7.7 9.0 

Ill Health 2.8 12.6 20.3 30.7 40.4 51.8 72.4 29.9 31.1 

Can't be bothered/apathetic 44.1 24.8 30.7 16.4 11.7 7.2 6.1 18.2 19.4 

Don't know how to cycle 20.5 11.7 13.9 7.3 7.4 3.6 1.3 7.3 10.6 

Other 25.9 41.5 18.7 34.9 34.1 33.0 15.4 37.0 29.9 

Base=1,290 

Thus 

Worries about safety were more likely amongst the mid age groups – 
with a peak amongst 35-44s; 

Ill health factors were most likely amongst  55-64 & 65+ age groups; 

The can’t be bothered factor was most common amongst 16-24s. 

4.8 Frequency analysis – walking 

Figure 4.1 showed that the vast majority of residents walk for at least 5 
minutes on a regular basis – and more than eight out of ten walk for 30 
minutes continuously at least monthly. Figure 4.6 shows that over seven out 
of ten (71.2%) of the population claim to walk such a distance at least weekly 
– and over 4 in 10 (41.1%) do so on four days per week or more:

        Weighted percentages Base=1512 
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In terms of not walking more (only responded to by the 206 respondents 
walking once or twice a year or less – via an open-ended question) – the main 
responses were  

Ill health or mobility issues (66.4%) 

“Old age” (13.1%) 

Car or public transport more convenient (7.3%) 

Not interested/can’t be bothered (3.9%) 

Not enough time (2.5%) 

Cycle everywhere (2.5%). 

  4.9 Change in modal usage 

Respondents were asked whether they had increase or decreased their usage 
of each mode in the past 12 months. Figure 4.7 shows that: 

a) As in the previous two years - more residents are claiming to use the
car less than using the car more over the past 12 months – with the
net drop of 9.8  per cent (in terms of the proportion using the car
less minus the proportion using the car more)

b) Net increases in the proportions walking and using the bus more –
implying a general stated trend towards sustainability:

            Weighted percentages Base=1512
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The unprompted reasons given for a reduction in car use were as follows: 

Nearly three in ten (31.3%) cited financial reasons/sold car 

Over a quarter (27.9%) cited change of circumstances such as change 
of job or moved house 

14.8 per cent preferred using other modes of transport (e.g. public 
transport or walking). 

Table 4.8 Reasons for reduced car usage (unprompted responses) 

Financial reasons/sold car 31.3 

Change of circumstances (change of job, moved house etc) 27.9 

Prefer other modes of transport 14.8 

Illness/disability 11.3 

Health/fitness reasons – walking more 2.6 

Environmental reasons 2.5 

Car sharing 1.1 
Base=308 

When the respondents who had stated that they had used public transport 
more over the past 12 months were asked to state why, the main response 
for both bus (57.8%) and rail users (35.8%) was related to practical need for 
new journeys arising from  changed circumstances (new job/starting college 
etc). At the same time over a fifth (20.1%) of respondents were using buses 
more and even more (22.9%) were using the train more due to the increased 
costs of motoring. 

Table 4.9 Reasons for increased public transport usage (unprompted responses) 

Bus Train 

Change in circumstances 57.8 35.8 

Costs/increasing costs of motoring 20.1 22.9 

Convenience 7.2 10.0 

Health 6.1 4.3 

Prefer to other modes of transport 2.4 10.0 

Environmental reasons 1.1 2.7 
Weighted percentages Base=206 (bus) 93 (rail) 

In terms of walking and cycling, fitness, health and leisure reasons 
predominated in both cases:

Table 4.10 Reasons for increased cycle/walk 

Cycle Walk 

Fitness/health/enjoyment/leisure 66.4 56.9 

New bike 8.2 0.0 

Family reasons 12.3 0.0 

Costs/increasing costs of motoring 8.2 11.4 

Change in personal circumstances 4.1 28.5 

Environmental reasons 2.0 0.8 

Other 3.3 2.4 
Weighted percentages Bases=50 and 221 respectively 
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Other factors included costs – for around one in ten in both cases – family 
reasons and a new bike for cyclists. Amongst individuals who had increased 
walking almost three in ten (28.5 per cent) were due to changed personal 
circumstances. 

Analysis of the proportion of respondents by age group claiming increased 
usage of each mode is shown in Table 4.11: 

Table 4.11 Proportions increasing modal usage – by age 

16 - 24 25 - 34 35 - 44 45 - 54 55 - 64 65 - 74 75 + 

Car 19.6 14.3 6.7 6.9 7.3 5.0 2.8 

Bus 20.0 11.6 6.9 13.6 14.0 12.5 17.9 

Train 10.8 5.7 4.5 6.4 6.5 3.5 3.9 

Walking 22.6 18.5 21.2 13.5 7.2 9.4 9.7 

Cycling 5.4 2.7 7.3 3.5 2.2 3.0 1.2 
Weighted percentages, base =1,512  

Key findings included: 

1. Increases in all modes were most likely amongst 16-24s;
2. The other age groups with significant increases were

25-34s (car) 

45-54s (bus, train, cycling) 

55-64 (bus) 

75+ (bus) 

Analysis by employment status is shown in Table 4.12: 

Table 4.12 Proportions increasing modal usage – by employment status 
Working full 
time 

Working 
part time 

Full time 
education 

Full time 
caring  Retired Unemployed  

Disability / 
sickness 

Car 12.2 11.7 12.6 23.3 4.7 12.5 0.0 

Bus 11.1 12.7 42.6 7.0 14.8 11.0 0.0 

Train 4.9 4.1 26.6 7.0 4.9 7.2 0.0 

Walking 15.1 20.5 10.0 13.9 10.3 26.2 8.9 

Cycling 4.3 1.3 6.6 7.6 2.5 0.0 0.0 
Weighted percentages  

Thus Table 4.12 shows the proportions in each category who claim to have 
increased use of that mode in the past 12 months. Key findings include: 
1. Increases in car usage were most likely amongst full-time caring;
2. Increases in bus and train usage were most likely amongst individuals in

full-time education;
3. Increase in walking were most likely amongst unemployed respondents.
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4.10 Behavioural characteristics of users (technology and finances) 

Table 4.13 below provides a breakdown of the technological and financial 
characteristics of rail users, bus users and public transport non-users. 

Bus users were, on average, less likely to use the different modes of 
communication and finance than the total sample.  Rail users however were 
slightly more ‘technology active’ not least in terms of their propensity to 
have internet enabled mobile phones, but also in relation to the proportion 
with a mobile phone per se, email address and regular internet access. 

Table 4.13 Access to technology/usage of electronic media by public transport usage 
Total Rail users Bus users PT non-users 

2013 2012 2013 2012 2013 2012 2013 2012 

Have a mobile phone 89.7 90.3 91.7 93.6 86.1 87.9 93.8 91.8 

Regular access to the internet 74.9 75.9 85.2 84.8 69.8 69.4 78.7 80.8 

Internet access via mobile 50.8 46.2 59.1 58.2 45.4 39.9 55.3 50.8 

An email address 72.9 72.4 83.3 81.4 69.0 65.2 75.4 77.8 

Bank Account 94.1 96.3 94.8 96.9 93.6 95.1 94.9 97.2 

Credit card 61.8 63.7 66.2 67.6 58.4 59.0 63.9 73.0 

Use direct debit to pay bills etc 87.2 87.6 88.0 92.3 85.2 85.5 89.0 90.5 

Pay for goods via the internet 58.7 58.2 73.1 67.9 54.4 51.0 60.8 65.1 

Pay bills/top-ups by Paypoint 19.0 19.1 17.1 18.0 19.3 21.0 18.8 18.1 

Pay for goods via Payzone 9.0 7.3 9.4 7.2 10.2 9.0 7.3 5.3 

Pay bills/top-ups at post office 24.0 30.8 21.2 29.1 24.5 33.8 24.7 27.1 
Weighted percentages  Base=1512

Table 4.13 also shows generally similar results to 2012 – apart from an 
increase in internet access via mobile phone (from 46.2% to 50.8%) and a 
reduction in the proportion paying bills at Post Office (30.8% down to 24.0%) 

Table 4.14 overleaf shows the access/usage profile by age group – which 
illustrates  

the high levels of respondents with a mobile phone even amongst 
the older age groups 

the fact that whilst almost all (over 9 in 10) under 55s had regular 
access to the internet – even amongst 65-74s a high proportion 
(42.5%) also had access and a similar proportion had an email 
address; 

the biggest age related shortfall is in terms of internet access via 
mobile phone – with over three-quarters of under 35s and less than 
one in  5 over 65s (although the 17.1% for 65-74s is a significant 
increase on the 11.0% recorded in 2012): 
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Table 4.14 Access to technology/usage of electronic media – by age 

16 - 24 25 - 34 35 – 44 45 - 54 55 - 64 65 – 74 75 + 

Mobile Phone 97.3 96.0 97.4 88.9 86.2 80.8 71.0 

Regular access to  Internet 95.2 89.5 90.3 80.3 67.4 42.5 26.4 

Internet access via mobile 87.7 71.8 64.3 48.6 35.4 17.1 9.0 

An e-mail address 91.0 87.0 86.4 79.2 65.7 43.2 24.2 

Bank account 93.1 96.9 98.3 95.1 92.8 88.9 88.5 

Credit card 40.2 68.9 66.1 62.3 66.6 53.8 53.2 

Use direct debit for bills etc 74.4 92.7 90.3 89.9 86.1 80.8 82.9 

Pay for goods via internet 79.4 77.6 77.8 60.6 48.3 23.7 12.4 

Pay bills etc by PayPoint 16.6 23.7 23.7 15.2 19.6 15.2 12.9 

Pay for goods via PayZone 10.7 14.1 8.6 7.5 7.6 3.1 5.2 

Pay bills etc at  Post Office 15.2 22.4 32.9 23.7 26.4 23.2 26.1 
Weighted percentages Base=1512 

4.11 Tracking data 

The tracking data is currently limited to  
(a) public transport usage since 2007;  
(b) other indicators simply compare 2013 with 2011 and 2012. 

Table 4.15 Modal penetration rates 
June 2007 May 2008 May 2009 June 2010 Sept 2011 Sept 2012 Sept 2013 

Base 760 747 1055 1000 2000 1507 1513 

Rail users 27.2 23.9 27.5 24.7 30.4 30.7 30.5 

Bus users 52.4 55.8 56.8 53.9 57.1 56.4 54.5 

Bus station users 29.2 34.4 31.1 28.6 30.2 47.1 44.0 

PT non-users 38.9 36.0 34.7 38.2 33.9 32.9 36.8 

Car (driver) 64.1 69.2 67.7 

Car (passenger) 73.2 74.5 73.5 

Cycle 15.6 14.5 14.4 

Walk (5 mins) 96.5 95.3 93.8 

Walk (30 mins) 83.9 81.8 

Mcycle/scooter 2.2 2.6 3.0 

Taxi 42.3 43.2 39.3 

Weighted percentages  Base=1512

The number of public transport non-users is 36.8 per cent – a rise compared 
to 32.9% in 2012 and 33.9 in 2011. Whilst this figure has fluctuated since 
2007 – it was always within the 34 per cent to 39 per cent band prior to 2011. 
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5. Findings – transport information

5.1 Awareness 

Respondents were asked about their awareness of specific forms of public 
transport information including: 

METRO website and/or internet Journey Planner 

Timetable displays at bus stops and bus stations 

Information displays at rail stations 

Travel Centres 

Metroline helpline 

Other rail information telephone helplines 

Electronic real-time displays at bus shelters and bus stations 

Electronic real-time displays at rail stations 

Pocket rail/bus timetables 

Yournextbus (provides actual times of next bus at any stop) via SMS 

Yournextbus via Smartphone 

Yournextbus via the internet 

Table 5.1 shows overall levels of awareness – and a breakdown by district. 

Table 5.1 Awareness by district 

Overall Bradford Calderdale Kirklees Leeds Wakefield 

Metro's full website accessed by laptop or PC 64.3 63.5 59.2 67.8 69.2 60.8 

Metro's mobile website accessed by Smartphone 24.2 24.9 16.7 27.1 26.7 24.8 

Timetable displays at bus stops & bus stations 87.9 92.6 89.2 83.7 91.3 82.3 

Information displays at rail stations 78.9 83.4 83.9 73.1 79.3 75.0 

Travel Centres 56.0 56.0 65.7 54.1 52.6 52.4 

Metroline helpline 52.2 45.1 53.5 53.2 59.7 50.1 

Other rail information telephone helplines 46.4 52.7 57.2 44.0 38.9 39.5 

Electronic realtime displays at bus stops/ stations 68.3 69.7 73.6 63.6 76.4 58.3 

Electronic realtime displays at rail stations 62.0 63.8 62.5 59.2 66.4 57.9 

Pocket rail or bus timetables 76.3 81.0 81.1 71.2 75.9 72.3 

Yournextbus(time of next service) via SMS 50.5 51.7 54.4 52.8 58.3 34.6 

Yournextbus via Smartphone 19.8 19.4 16.0 18.1 24.8 20.9 

Yournextbus via the internet on laptop or PC 18.8 22.2 14.2 15.8 27.7 13.5 

Metro Messenger 16.3 21.1 16.6 10.9 23.2 9.3 
Weighted percentages  Base =1512 
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Table 5.1 shows a number of variations by district including: 

Highest awareness of the website (both full website AND mobile site) in 
Kirklees and Leeds 

Much higher awareness of rail information helplines in Calderdale and 
Bradford compared to elsewhere 

Yournextbus via smartphone and via the internet achieved higher 
awareness in Leeds compared to other districts 

Awareness of Metro Messenger was also highest in Leeds. 

Awareness of a wider range of web-based information continues to increase 
in most cases with over three-quarters (78.6%) aware of AA/RAC sites, and 
more awareness of walking and cycling sites: 

    Weighted percentages Base=1512 
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5.2 Usage

In terms of the level of usage of each information medium, the profile is fairly 
predictable in terms of real-time displays at rail and bus stations/shelters 
which both achieve around 40-50 per cent penetration. 

Weighted percentages Base =1,512  

The printed media – including timetable displays at bus stops/stations which 
also reach over 4 in 10 of the population (45.2%) –and pocket rail/bus  
timetables (35.7%) and displays at rail stations (28.9%)  
each remain impactful. In fact all of the media listed have a reach into 
significant proportions of the population. 

Usage of more generic websites (see Figure 5.3 overleaf) was strongest 
amongst two categories: 

Bus/rail operator own websites (21.2%) 

AA/RAC websites (13.6%). 
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Weighted percentages Base=1,512 

These results are very close to the 2012 figures (apart from a drop in use of 
AA/RAC websites) as shown in Table 5.2 below: 

Table 5.2 Usage (Occasional or frequent) of generic sites 2012 and 2013 

2012 2013 

Metro travel news on Twitter or Facebook 1.7 1.9 

Bus/rail operator own websites 21.1 21.2 

AA / RAC websites 17.3 13.6 

Walking websites 3.8 4.5 

Cycling websites 4.3 3.4 

Any other travel website 7.8 8.4 

Local Council travel information website 2.9 3.7 
Weighted percentages Base=1,512 

5.3 Means of access to information

Respondents were asked how they last accessed journey information or 
bought rail tickets:  

Table 5.3 Last accessed journey information/bought rail ticket 
Used 
laptop/ 
pc at home 

used 
laptop/pc 
at work 

used 
smart 
phone 

used 
tablet or 
IPad 

used non-
electronic 
means 

Not 
applic- 
able 

Gathered information to preplan a 
journey 47.1 1.2 6.0 1.5 36.4 7.9 

Obtained information whilst on a 
journey 0.0 0.3 17.6 1.6 50.7 29.7 

Bought a rail ticket 26.4 0.0 1.5 0.3 51.4 20.4 
Weighted percentages Base=1,512 
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Thus computer at home accounted for almost half (47.1%) of pre-planning a 
journey, and just over a quarter of rail ticket purchase (26.4%). Smartphones 
and tablets/IPads account for a significant minority of pre-planning (7.5%) 
and (naturally) more information gathering whilst on the move (19.2%). 
More conventional non-electronic means (including phone, face-to-face and 
use of information media on the network) still just about account for the 
majority of information gathering on the move (50.7%) and the majority of 
rail ticket purchases (51.4%).  

5.4 Importance and rating of media

Figure 5.4 shows the relative importance of each medium, the greatest 
importance was given to: 

Yournextbus via Smartphone AND by SMS – both scored 8.4 

Electronic real-time displays at rail stations (8.3) 

Timetable displays at bus stops/stations (8.2) 

Information displays at rail stations (8.2) 

Yournextbus via the internet was given the lowest level of importance (7.0). 

Weighted percentages Key: Importance scored on scale of 1 (no importance) to 10 (great importance); ratings scored on scale of 1 
(very dissatisfied) to 10 (very satisfied) 

Figure 5.4 also shows the high satisfaction ratings of many media – not least 
a) Pocket rail/bus timetables and Travel Centres (scoring 8.4 out of 10)
b) Electronic real time displays- rail (8.2)
c) Information displays at rail stations (8.2).
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In terms of reactions to specific electronic media, Figure 5.5 shows: 

a) The high importance score for bus/rail operator own websites (7.6)
and local council travel information sites (7.5)

b) The low relative importance of Metro travel news on Twitter or
Facebook (scoring 4.9).

Note these scores are for all respondents who were aware of the site – rather 
than those who actually used it (as in the previous two reports). 

Weighted percentages Key: Importance scored on scale of 1 (no importance) to 10 (great importance); ratings scored on 
scale of 1 (very dissatisfied) to 10 (very satisfied) 

In addition there are generally positive satisfaction ratings across the board 
(all at least 6.0 out of 10) with highest scores for: 

a) Walking websites (scoring 8.3 out of 10)
b) Bus/rail operator websites and local council travel information

websites (both scoring 7.9 out of 10).
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5.5 Confidence in ticket usage 

Respondents were asked how confident they were that they usually 
purchased the best value ticket when using local buses and trains in West 
Yorkshire. 

Table 5.4 shows that almost a third (31.8%) are either not at all/not very 
confident in terms of local rail. Naturally non-users were slightly less 
confident (38.1% in these two categories) but even 20.8 per cent of rail users 
stated a lack of confidence in ticket purchase. 

Table 5.4 Confidence in use of best value ticket - rail 

Overall Rail user Non-user 

2011 2012 2013 2011 2012 2013 2011 2012 2013 
Very confident 30.3 37.3 33.0 41.3 40.0 42.6 20.2 32.8 27.5 

Fairly confident 37.0 41.1 35.2 37.4 40.1 36.5 36.5 41.3 34.4 

Not very confident 22.0 12.0 24.0 16.3 12.6 16.0 27.4 14.4 28.6 

Not at all confident 10.7 9.5 7.8 5.0 7.4 4.8 15.9 11.5 9.5 
Weighted percentages ;2013 base = 1,512

Table 5.5 shows that 25.3 per cent of respondents were either not at all 
confident/not very confident, in terms of local buses. Naturally non-users 
were less confident (42.3% in these two categories) but even 15.6 per cent of 
bus users stated a lack of confidence in ticket purchase: 

Table 5.4 Confidence in use of best value ticket - bus 

Overall Bus user Non-user 

2011 2012 2013 2011 2012 2013 2011 2012 2013 
Very confident 39.8 39.8 48.2 49.8 46.1 61.7 20.1 34.8 24.3 

Fairly confident 35.1 42.7 26.5 34.8 46.4 22.7 35.8 32.5 33.3 

Not very confident 17.2 10.0 18.7 11.2 4.6 12.6 29.0 16.7 29.3 

Not at all confident 7.9 7.5 6.6 4.2 2.9 3.0 15.0 16.0 13.0 
Weighted percentages ;2013 base = 1,512
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5.6 Tracking data 

5.6.1 Awareness of media 

The figures for 2013 show a steady increase in awareness for Metro website 
and/or journey planner since 2010. In addition small increases are shown for 
Yournextbus via Smartphone(resulting in a slight increase for Yournextus per 
se).  

Table 5.6 Awareness 2010 to 2013 

2010 2011 2012 2013 
Base 1,000 2,000 1,500 1,500 

METRO full website accessed via PC/laptop 
56.7 61.6 67.8 

64.3 

METRO mobile website 24.2 

Either METRO website  56.7 61.6 67.8 69.1 

Timetable displays at bus stops and bus stations 89.3 92.5 88.9 87.9 

Information displays at rail stations 85.3 82.0 79.2 78.9 

Travel Centres 67.5 51.4 56.3 56.0 

Metroline helpline 57.9 50.0 56.1 52.2 

Other rail information telephone helplines 52.3 35.9 47.1 46.4 

Electronic real-time displays at bus shelters and bus stations 69.9 83.6 63.5 68.3 

Electronic real-time displays at rail stations 69.9 80.6 57.8 62.0 

Pocket rail/bus timetables 71.5 73.9 72.9 76.3 

Yournextbus) via SMS 

n/a 

50.3 48.8 50.5 

Yournextbus via Smartphone 13.5 16.5 19.8 

Yournextbus via the internet 24.2 18.7 18.8 

Yournextbus combined 54.9 57.3 50.7 59.0 

Metro Messenger (Via the internet) 15.3 17.2 16.3 
Weighted percentages 

Other media are comparable in terms of awareness with previous years - or 
show a decreased level of awareness. 

5.6.2  Usage of media 

Table 5.7 overleaf tracks the usage of the key media listed above since 2003. 

The general usage figures show  

Continuing consolidation in terms of penetration for Metro 
website/Journey planner at around one third of aware respondents; 

Slight increases in usage of Pocket rail and bus timetables in 2013 
following a steady decline, and continuing emergence of  Metro 
Messenger 

a recent decline in usage of information displays at rail stations and 
Travel Centres: 
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Table 5.7 Occasional/frequent use of public transport information (PT users) – over time 
Wave 1 

2003 
Wave 5 

2005 
Wave 7 

2008 
Wave 9 

2010 
Wave10 

2011 
Wave 11 

2012 
Wave 12 

2013 

Base 478 440 467 618 2,000 1,507 

Use journey planner on  internet N/A N/A N/A 28.9 
34.6 31.3 34.1 

METRO website 16 16 29.4 29.4 

Timetable displays bus stops /shelters 53 50 41.8 50.5 51.8 
45.0 45.2 

Information displays at bus stations 45 32 32.7 43.2 43.2 

Information displays at rail stations 38 29 28.8 29.2 38.9 33.6 28.9 

Travel centre 24 16 13.5 10.5 16.8 19.0 11.1 

Yournextbus via text, WAP or net N/A N/A 10.9 9.4 9.9 15.0 20.1 

Metroline 16 13 10.5 6.1 13.7 14.3 12.0 

Telephone for rail information N/A N/A 9.1 5.8 17.3 12.5 10.8 

Rail information on websites N/A N/A 25.1 22.1 

Electronic real-time info bus stops/stns N/A N/A 27.5 41.3 55.3 47.9 49.7 

Electronic real-time info rail stations N/A N/A N/A 25.3 46.4 44.1 43.2 

Pocket bus or rail timetables 48 45 40.5 32.9 32.0 30.2 35.7 

Metro Messenger 1.8 10.0 13.3 
Weighted percentages 

5.6.3 Satisfaction ratings for individual media 

Table 5.8 below shows mean satisfaction scores for key media compared to 
previous years:  

Table 5.8 Mean satisfaction scores 2011 and 2012 

2010 2011 2012 2013 

METRO website and/or internet Journey Planner 8.0 8.2 8.2 7.9 

Timetable displays at bus stops and bus stations 8.0 8.1 8.2 8.0 

Information displays at rail stations 8.2 7.6 8.4 8.2 

Travel Centres 8.4 6.8 8.5 8.4 

Metroline helpline 8.1 7.7 8.3 8.3 

Other rail information telephone helplines 8.2 6.5 7.9 8.3 

Electronic real-time displays at bus shelters and bus stations 9.3 7.8 8.2 7.7 

Electronic real-time displays at rail stations - 8.4 8.5 8.2 

Pocket rail/bus timetables 8.2 9.0 8.7 8.4 

Yournextbus via SMS 

9.8 

8.8 7.9 8.1 

Yournextbus via Smartphone 4.4 7.4 7.8 

Yournextbus via the internet 8.8 7.7 8.1 

Metro Messenger (Via the internet) 8.2 - 8.1 6.7 

Weighted percentages 

Most ratings show a degree of consistency compared to previous years – 
with the satisfaction with pocket rail/bus timetables and Travel Centres 
scoring highest – indeed all sources scored around 8 out of 10. (Note the drop 
in scores for Metro Messenger satisfaction compared to previous years 
reflects just two respondents). 
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6. Findings – satisfaction

6.1 General ratings 

Figure 6.1 shows the responses from the overall sample in terms of public 
ratings and perceived importance (from the 2012 survey – this was not 
included in 2013) of the array of local service provision and transport 
elements they are likely to experience: 

Key: Importance scored on scale of 1 (no importance) to 10 (great importance) from 2011-2012 surveys; ratings scored on scale of 1 
(very dissatisfied) to 10 (very satisfied) 

In terms of the population as a whole the general satisfaction with all public 
transport and taxi services observed in 2011 and 2012 was maintained – 
reflected in mean ratings of between 7 and 8 out of 10 for service provision 
criteria as follows: 
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Local taxi services (7.7) 

Local train services (7.1) 

Local bus station (7.0) 

Local rail station (6.9) 

Local bus services (6.8) 

The lowest public transport rating (but nonetheless a fairly reasonable 
satisfaction score) was for affordability of public transport (6.7). 

Good street lighting scored reasonably well (7.5) and speed of repair to street 
lights (6.7) also received a reasonable rating  but the  lowest ratings were as 
follows: 

Speed of repair to damaged roads/pavements (4.2) 

Affordability of motoring (4.7) 

Good condition of roads (4.8) 

Good cycle routes and facilities (4.9). 

The other highways criteria introduced to the survey in 2012 again  scored 
moderately and the mean scores assigned to quality of repair to 
roads/pavements (5.1), winter gritting and snow clearance (5.6) keeping road 
gullies and drains working (6.1) could each reflect a difficult winter for road 
maintenance prior to the survey.  

6.2 Comparison with 2012

Comparisons of satisfaction ratings with 2012 are shown in Figure 6.2 
overleaf. The road related themes generally scored lower than in 2012 – with 
drops in  

Speed of repair to damaged roads/pavements (4.8 compared to 5.5 
in 2012) 

Good condition of roads (4.8 to 5.5) 

Quality of repair to damaged roads/pavements (5.1 to 5.6) 

Good pavements and footpaths (6.0 compared to 6.4) 

In addition 

Good cycle routes and facilities also scored lower than in 2012 (4.9 
compared to 5.7) 
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Satisfaction ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

The public transport themes have remained the same or changed only 
marginally. 

6.3 Gap analysis 

Table 6.1 also shows how the rating for each of the criteria compares with its 
relative importance. The biggest shortfalls provide a more pertinent 
identification of the perceived weaknesses in provision. Thus the factors 
identified with the lowest quotients of rating/importance were as follows: 

Speed of repair to damaged roads/pavements (0.48 quotient of 
rating/importance 

Condition of roads (0.52) 

Affordability of motoring (0.56) 

Undertaking of winter gritting and snow clearing and quality of 
repairs to damaged roads/pavements (0.62). 

These were the four criteria with lowest scores in 2012. The full gap analysis 
is shown in Table 6.1 with further analysis in subsequent sub-sections. 
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Table 6.1 Gap analysis 

Rating Importance (I) R/I 

Good pavements & footpaths 6.0 8.8 0.68 

Good cycle routes & facilities 4.9 6.3 0.78 

Good local bus services 6.8 8.3 0.82 

Good local train services 7.1 7.6 0.93 

Good local taxi services 7.7 7.2 1.07 

Good community transport 7.0 7.0 1.00 

Good condition of roads 4.8 9.2 0.52 

Speed of repair to damaged roads/pavements 4.2 8.7 0.48 

Speed of repair to street lights 6.7 8.5 0.79 

Quality of repair to damaged roads/pavements 5.1 8.7 0.59 

Keeping road gullies & drains clear & working 6.1 8.8 0.69 

Undertakes winter gritting & snow clearing 5.6 9.0 0.62 

Low levels of congestion 5.6 8.2 0.68 

Good street lighting 7.5 8.9 0.84 

Affordability of public transport 6.7 8.7 0.77 

Affordability of motoring 4.7 8.4 0.56 

Good local rail station 6.9 8.0 0.86 

Good local bus station 7.0 8.1 0.86 
Key: Importance scored on scale of 1 (no importance) to 10 (great importance); ratings scored on scale of 1 (very dissatisfied) to 10 
(very satisfied) 

6.4 Local authority district 

Analysis of satisfaction by local authority district shows a degree of 
consistency of ratings across the five districts – and only marginal differences 
emerged as follows (See Table 6.2): 

Condition of roads: Kirklees, Calderdale and Wakefield displayed the 
marginally lowest scores 

Pavements and footpaths: 

Congestion: Bradford recorded the lowest score 

Winter gritting and snow clearing: Bradford and Leeds respondents 
gave the  lowest score 

Local bus service: Leeds recorded the lowest score 

Local train service: Kirklees and Wakefield were the lowest 

Speed of repair to damaged roads and pavements: Kirklees and 
Wakefield recorded the lowest scores. 
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Table 6.2 Rating by local authority district 

Bradford Calderdale Kirklees Leeds Wakefield 

Pavements & footpaths 6.0 6.1 5.8 6.3 5.8 

Cycle routes & facilities 4.7 4.7 5.5 5.0 4.6 

Local bus services 7.0 7.0 6.6 6.3 6.7 

Local train services 7.5 7.3 6.8 7.1 6.9 

Local taxi services 7.7 7.6 7.5 7.8 7.5 

Community transport (Dial-a-Ride/Access Bus) 6.7 7.4 6.7 6.3 7.3 

Condition of roads 5.1 4.7 4.5 5.0 4.7 

Speed of repair to damaged roads and pavements 4.4 4.3 4.1 4.4 4.2 

Speed of repair to street lights 6.7 6.4 6.5 6.9 7.1 

Quality of repair to damaged roads & pavements 5.0 5.0 5.1 5.2 5.2 

Keeping road gullies & drains clear and working 6.2 5.5 6.5 6.3 6.3 

Winter gritting & snow clearing 5.4 5.7 5.7 5.5 5.8 

Levels of congestion 5.1 5.5 5.6 5.8 6.1 

Street lighting 7.3 7.3 7.2 7.8 7.8 

Afford ability of public transport 6.4 6.4 6.6 6.8 6.5 

Afford ability of motoring 4.7 4.6 4.8 4.9 4.7 

Local train station 6.9 7.0 6.9 7.1 6.6 

Local bus station 6.6 6.5 7.2 7.2 7.0 
Key: Importance scored on scale of 1 (no importance) to 10 (great importance); ratings scored on scale of 1 (very dissatisfied) to 10 
(very satisfied) 
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6.5 Users and non-users 

Figure 6.4 shows the ratings given by users of the provision as listed (again 
defined as using that mode at least monthly) compared to the overall 
sample. In fact the general finding is that divergences are relatively small. 
One or two minor differences include the following: 

Car users have a marginally less negative view about the condition of 
the roads and levels of congestion as the general sample.  

Cyclists have a slightly more negative view about cycle routes and 
facilities than the general sample 

Bus users were actually view bus affordability MORE positively than 
the mean, whilst is the reverse for rail users. 

Bus users AND rail users gave essentially similar scores for bus and 
rail services to the general sample: 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 
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6.6 public transport ratings 

6.6.1 age/gender/ethnicity 

Ratings of the public transport elements of provision were reasonable 
consistent by age, gender and ethnicity as shown in Table 6.3: 

Table 6.3 Public transport ratings by age/gender/broad ethnicity 
16-
24 

25-
34 

35-
44 

45-
54 

55-
64 65-74 75+ M F 

White 
British Other 

Good local bus services 6.8 6.5 6.6 6.7 6.6 6.9 7.5 6.7 6.8 6.7 6.9 

Good local train services 7.0 6.9 6.7 7.4 7.2 7.0 7.4 7.0 7.2 7.1 7.1 

Good local taxi services 7.6 7.5 7.3 7.9 7.4 7.9 7.9 7.5 7.7 7.6 7.7 

Good community transp 6.3 6.8 7.0 6.0 7.0 7.6 7.8 6.6 7.1 7.0 6.3 

Affordability public transp 6.0 5.4 5.4 6.5 7.0 8.0 9.0 6.3 6.8 6.5 6.8 

Good local rail station 6.8 6.6 6.6 7.2 7.1 7.1 7.0 6.8 7.0 6.9 7.0 

Good local bus station 6.8 6.9 6.4 6.9 6.9 7.2 7.3 6.8 7.0 6.9 6.9 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Those aged 65 and over generally gave the most positive scores in each case; 

The fact that the many of those respondents will receive concessionary travel 
may have influenced responses – indeed their ratings of affordability are very 
positive; 

25-34s and 35-44s (age groups with the highest likelihood of dependent 
children in the household) give the lowest rating of affordability; 

BME groups gave generally similar scores to white British respondents; 

Females were slightly more positive than males across all criteria. 

6.6.2 socio-economic and other breaks 

In terms of employment status, those full-time caring were least positve about 
affordability, local bus and rail services: 

Table 6.4 Public transport ratings by employment status 
FT Emp PT Emp FT Educ FT 

caring 
Retired Unemployed Disability 

sickness 

Good local bus services 6.5 6.5 6.8 5.5 7.0 7.4 7.1 

Good local train services 7.0 7.0 7.3 6.2 7.1 7.6 7.6 

Good local taxi services 7.4 7.8 7.4 6.9 7.8 8.1 7.6 

Good community transport 6.7 6.3 7.5 5.4 6.2 

Affordability public transport 5.6 6.2 6.7 5.6 7.7 6.1 6.6 

Good local rail station 6.6 6.7 7.4 5.7 7.2 8.0 4.0 

Good local bus station 6.9 6.7 7.4 6.7 7.0 7.0 6.3 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

APP-4-3-5

Page 41



Report p1525 WYITE Tracker Survey 2013 

Vector Research for Metro – December 2013  

www.vector-research.net 

In addition respondents with disabilities were most negative about local rail 
and bus stations. 

Respondents with dependent children (Table 6.5) in the household gave 
lower scores for affordability and all other criteria than those with no 
dependent children. Respondents with mobility problems were slightly less 
positive about bus and train services and in relation to bus and rail stations: 

Table 6.5 Public transport ratings by other key groupings 
Dependent 
children 

None Mob 
Problems 

None 
AB C1 C2 DE 

Good local bus services 6.6 6.7 6.3 6.8 6.4 6.6 6.7 6.7 

Good local train services 6.9 7.1 6.8 7.1 6.9 7.1 7.0 7.3 

Good local taxi services 7.4 7.6 7.8 7.6 7.5 7.6 7.4 7.8 

Good community transport 6.5 6.7 7.0 6.8 5.9 7.1 6.6 6.9 

Affordability public transport 5.7 6.9 6.7 6.5 6.2 6.7 6.6 7.2 

Good local rail station 6.4 7.0 6.6 6.9 6.9 6.8 6.7 7.1 

Good local bus station 6.7 7.0 6.7 7.0 6.7 7.1 6.7 7.0 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

6.6.3 Specific bus themes 

Respondents were asked specific questions about the performance of bus 
and rail services. 

In terms of bus, non-users generally gave less positive scores compared to 
users across each of the criteria. Indeed the scale of the shortfalls appear to 
be consistent across all criteria: 

Table 6.6 Bus service – satisfaction ratings 

User Non-user 

Frequency of the service 7.0 5.8 

Whether the service arrives on time 7.1 6.2 

Quality and cleanliness 7.3 5.9 

Amount of over-crowding 7.1 5.9 

Helpfulness of driver/conductor 7.3 6.1 

Personal safety while travelling 7.9 6.8 

Personal safety while waiting at the stop 7.7 6.5 

How easy it is to get on/off 8.3 7.0 

State of the bus stop/station 7.6 6.6 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 
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6.6.4 Specific rail themes 

In terms of rail, there were also generally positive scores overall, with amount 
of over-crowding standing out slightly with a score of 6.2 out of 10 compared 
to all other criteria scoring between 7.0 and 8.0: 

Table 6.7 Rail users - service satisfaction ratings 

User Non-user 

Frequency of the service 7.5 8.0 

Whether the service arrives on time 7.7 8.1 

Quality and cleanliness 7.0 7.3 

Amount of over-crowding 6.2 6.5 

Helpfulness of drive/conductor 7.6 8.0 

Personal safety while travelling 7.9 8.2 

Personal safety while waiting at the stop 7.7 7.8 

How easy it is to get on/off 8.2 8.2 

State of the bus stop/station 7.6 7.9 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Unlike bus, non-users gave scores which were actually very similar, implying 
that there is less of a perception problem for rail. 

6.7 Highways ratings 

6.7.1 age/gender/ethnicity 
In terms of age there is: 

a) A generally more negative perception about the condition of the
roads amongst the middle age groups;

b) A generally lower score for affordability amongst the middle  groups
compared to younger and older respondents.

In addition BME groups were more positive than White British in response to 
condition of roads AND affordability, and in terms of gender the responses 
are similar except in levels of congestion with females slightly more positive: 

Table 6.8 Highways ratings by age/gender/broad ethnicity 
16-
24 

25-
34 

35-
44 

45-
54 

55-
64 

65-
74 75+ M F 

White 
British Other 

Good condition of roads 6.0 4.8 4.7 4.6 4.5 4.6 5.2 4.8 4.8 4.7 5.6 

Low levels of congestion 6.0 5.5 5.3 5.4 5.5 6.1 6.1 5.4 5.8 5.6 5.7 

Affordability of motoring 5.3 4.6 4.6 4.6 4.6 4.9 5.6 4.7 4.8 4.6 5.2 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 
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6.7.2 socio-economic and other breaks 

In terms of employment status it was people with a disability/sickness that 
were least positive about the levels of congestion and affordability of 
motoring: 

Table 6.9 Highways ratings by employment status 

FT Emp PT Emp FT Educ 
FT 

Caring Retired Unemployed 
Disability 
sickness 

Good condition of roads 4.7 5.0 6.6 3.1 4.7 4.7 4.1 

Low levels of congestion 5.4 6.0 6.4 5.4 5.7 5.4 5.2 

Affordability of motoring 4.5 5.2 4.6 5.0 4.9 5.3 4.1 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Those with mobility problems were less positive about affordability of 
motoring, whereas there was no significant variation by socio-economic group 
or whether the household had dependent children or not. 

Table 6.10 Highways ratings by other key groupings 
Dependent 
children 

None Mob 
problems 

None 
AB C1 C2 DE 

Good condition of roads 5.0 4.6 4.2 4.9 5.1 4.8 4.8 4.8 

Low levels of congestion 5.7 5.7 5.6 5.6 5.3 5.7 5.8 5.7 

Affordability of motoring 4.7 4.8 4.1 4.8 4.7 4.7 4.6 4.8 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

6.8 walking and cycling 

6.8.1 age/gender/ethnicity 

Demographic analysis for the walking and cycling criteria is shown in Table 
6.9: 

Table 6.11 Walking/cycling by age/gender/broad ethnicity 
16-
24 

25-
34 

35-
44 

45-
54 

55-
64 

65-
74 75+ M F 

White 
British Other 

Good pavements & footpaths 6.6 6.0 6.0 5.9 5.8 5.9 5.9 5.9 6.0 5.9 6.3 

Good cycle routes and facilities 5.4 5.1 5.2 4.8 4.4 4.9 5.1 4.6 5.3 4.8 5.3 

Good street lighting 7.5 7.4 7.6 7.3 7.3 7.7 8.1 7.5 7.5 7.5 7.5 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Specifically: 

16-24s were most positive about pavements and footpaths  and about 
cycle routes and facilities 

Over 65s – and in particular over 75s – were most positive about street 
lighting 
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All groups consistently positive about street lighting  

The only gender difference was in terms of cycle routes and facilities – 
with females (who are less likely to cycle) more positive. 

6.8.2 socio-economic and other breaks 

In terms of employment status there are no stand-out trends although: 

Those in full-time education most positive about good pavements 
and footpaths – with those full time caring least positive about that 
themes and also least positive about street lighting; 

Those in employment (full AND part-time) and those full-time caring 
most positive about cycle routes and facilities: 

Table 6.12 Walking/cycling ratings by employment status 

FT Emp PT Emp FT Educ 
FT 

Caring Retired 
Unem- 
ployed 

Disability 
sickness 

Good pavements & footpaths 6.1 6.3 6.7 4.5 5.9 5.3 5.6 

Good cycle routes and facilities 5.1 5.2 4.8 5.1 4.6 4.6 4.2 

Good street lighting 7.5 7.7 7 6.9 7.6 7.4 7.3 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Respondents with mobility problems were less positive about pavements and 
footpaths and about cycle routes and facilities compared to others, whereas 
the presence of children and socio-economic group had less of an impact: 

Table 6.13 Walking/cycling ratings by other key groupings 

Dep children None Mob probs None AB C1 C2 DE 

Good pavements and footpaths 6.1 6 5.4 6.1 6.0 6.0 6.0 5.8 

Good cycle routes & facilities 5.0 4.9 4.4 5.0 4.8 5.0 4.9 5.3 

Good street lighting 7.4 7.5 7.7 7.5 7.5 7.4 7.4 7.3 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

APP-4-3-5

Page 45



Report p1525 WYITE Tracker Survey 2013 

Vector Research for Metro – December 2013  

www.vector-research.net 

6.9 specific walking themes 

Respondents were asked about satisfaction in relation to a series of specific 
themes covering walking in the local area. 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Mean scores of between 6.4 and 7.3 out of 10 were recorded for most 
criteria – with the exception of information and/or maps of local walking 
routes (which had a mean score of 5.9). These results are broadly 
comparable to the means for 2011 and 2012 as shown below: 

Table 6.14 Local area pedestrian walking provision satisfaction 2011 to 2013 

Note: Local area only 2011 2012 2013 

The provision of pavements where these are needed 8.0 7.2 7.3 

The condition of pavements 6.3 6.7 6.4 

The cleanliness of pavements 6.2 6.6 6.4 

Pedestrian direction signposts 6.1 6.5 6.4 

Provision of safe crossing points 6.4 6.8 6.7 

Drop kerb crossing points e.g. for pushchairs/wheelchairs 7.1 7.1 6.8 

Pavements being kept clear of obstructions e.g. parked cars 6.0 6.5 6.1 

Information and/or maps relating to local walking routes 5.4 5.7 5.9 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 
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Analysis by local authority district is shown in Table 6.16: 

Table 6.16 Local area pedestrian/walking provision by local authority district 

Bradford Calderdale Kirklees Leeds Wakefield 

Provision of pavements where needed 7.2 6.9 7.1 7.5 7.7 

The condition of pavements 6.3 6.5 6.3 6.6 6.5 

The cleanliness of pavements 6.2 6.2 6.4 6.6 6.7 

Pedestrian direction signposts 6.2 6.1 6.7 6.5 6.6 

Provision of safe crossing points 6.8 6.5 6.5 6.9 6.6 

Dropped kerb crossing points 6.7 6.4 6.8 7.0 7.1 

Pavements being kept clear 6.2 6.0 5.6 6.6 6.1 
Info and/or maps on local walking 
routes 5.5 5.8 6.3 5.9 6.2 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Once again the scores are generally quite similar, although 

Kirklees received the lowest scores for condition of pavements 
(jointly with Bradford), keeping pavements clear of obstructions and 
provision of safe crossing points (jointly with Calderdale) 
Calderdale received the lowest scores for provision of pavements 
where needed, cleanliness of pavements (jointly with Bradford), 
pedestrian direction signposts, and dropped kerb crossing points. 
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6.10 Specific cycling themes 

Respondents who had cycled in the past 12 months were asked about 
satisfaction in relation to a series of specific themes covering cycling in the 
local area. 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Thus rating were fairly mediocre- with secure cycling parking receiving the 
lowest score of 4.3 out of 10 and each of the other scores between 5.0 and 
5.8. Indeed in comparison with 2012 all six of the criteria scored slightly less 
positively (but relatively similar scores to 2011):  

Table 6.17 Cycling  provision satisfaction 2011 and 2012 

2011 2012 2013 

Provision of cycle routes where these are needed 5.0 5.8 5.4 

Condition of cycle routes 5.8 6.2 5.8 

Cycle crossing facilities at road junctions and traffic signals 5.2 5.4 5.0 

Secure cycle parking 4.5 4.6 4.3 

Direction signing for cycle routes 5.1 5.6 5.5 

Cycle routes being kept clear of debris and obstructions e.g. parked cars 5.5 6.2 5.5 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 
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Analysis by local authority district is shown below: 

Table 6.18 Local area cycling provision by local authority district 

Bradford Calderdale Kirklees Leeds Wakefield 

Provision of cycle routes where needed 4.4 5.3 6.2 5.6 6.0 

Condition of cycle routes 5.2 6.3 6.1 6.2 5.3 

Cycle crossing facilities 5.1 4.2 4.9 5.5 5.5 

Cycle parking 4.5 4.0 4.3 4.7 4.3 

Direction signing for cycle routes 4.3 5.5 6.2 6.3 5.5 

Cycle routes clear of debris/obstructions 4.2 5.8 6.1 5.9 5.4 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Thus 

Bradford scored lowest for provision of cycle routes where needed provision 
of cycle crossing facilities and direction signing for cycle routes and routes 
being kept clear of obstructions. 

Calderdale scored lowest for cycle crossing facilities and cycle parking facilities 

Respondents who had cycled in the past 12 months were also asked about 
satisfaction in relation to route information, training and facilities at their 
place of work: 

Table 6.19 General cycling provision by local authority district 

Overall Bradford Calderdale Kirklees Leeds Wakefield 

Route information e.g maps 5.1 4.2 5.3 5.6 5.4 5.7 

Training e.g. schools/work 5.2 4.3 4.5 5.7 6.4 5.9 

Facilities at work e.g racks/showers 5.5 4.4 6.6 4.8 5.9 6.4 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Thus ratings are pretty mediocre – with route information in Bradford 
receiving the lowest score at 4.2 out of 10 and each of the other scores in and 
around 4 to 6 out of 10.
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6.11 Longer term tracking data - satisfaction 

6.11.1 General public transport satisfaction 

Since the Metro Tracker was launched in 2003, a number of public transport 
satisfaction indicators were monitored over time. The new Tracker survey 
commenced in 2011 and year on year satisfaction comparisons with 2011 
have been discussed in preceding subsections. 

The key longer-term tracked indicators relate to overall service satisfaction for 
bus and rail – followed by specific bus and rail analysis. In terms of the former, 
satisfaction is slightly down for bus services overall AND for bus stations – 
whereas rail service AND rail station satisfaction more closely reflects the 
longer-term mean – as shown in each of the four following tables:   

Table 6.20 Bus service satisfaction 
Wave 1 

2003 
Wave 5 

2005 
Wave 7 

2008 
Wave 9 

2010 
Wave10 

2011 
Wave 11 

2012 
Wave 12 

2013 

Bus service overall users 6.95 7.00 7.63 8.03 7.2 7.2 7.0 

Bus service overall non users 5.88 6.29 7.11 7.30 6.4 7.0 6.7 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Table 6.21 Bus station satisfaction 
Wave 6 

2007 
Wave 7 

2008 
Wave 9 

2010 
Wave1

0
2011

Wave 11 
2012 

Wave 12 
2013 

Bus station overall users 7.69 7.87 8.00 7.4 7.2 7.0 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Table 6.22 Rail service satisfaction 
Wave 1 

2003 
Wave 5 

2005 
Wave 7 

2008 
Wave 9 

2010 
Wave10 

2011 
Wave 11 

2012 
Wave 12 

2013 

Rail Service overall users 7.13 7.22 7.58 8.00 7.2 7.4 7.2 

Service overall non users 6.62 6.85 7.59 7.67 6.4 7.0 7.0 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Table 6.23 Rail station satisfaction 
Wave 6 

2007 
Wave 7 

2008 
Wave 9 

2010 
Wave10 

2011 
Wave 11 

2012 
Wave 

12 2013 

Rail Station overall users 7.14 7.25 7.44 7.1 7.0 7.2 
Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

6.11.2 Specific satisfaction criteria 

The long term tracking data also covers specific elements of bus and rail 
provision – and these data show  

 Very similar scores for bus users compared to 2012; 

 Improved scores for rail users compared to 2011 when means were 
lower than in the previous two or three waves. 
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Table 6.24 Bus user - service satisfaction ratings over time 

Wave 1 
2003 

Wave 5 
2005 

Wave 7 
2008 

Wave 9 
2010 

Wave10 
2011 

Wave 11 
2012 

Wave 12 
2013 

Base 417 369 414 546 1142 846 843 

Frequency 6.41 6.52 7.21 7.56 7.45 7.0 7.0 

Reliability 6.55 6.56 7.21 7.53 7.35 7.2 7.1 

Feeling safe and at ease 7.36 6.99 7.62 8.34 8.03 7.9 7.8 

Ease to get on/off 7.76 7.71 7.99 8.50 8.80 8.5 8.3 

Quality of vehicle 7.11 7.00 7.67 8.08 7.17 7.4 7.5 

Politeness of driver 7.13 6.68 7.44 7.71 7.58 7.3 7.3 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Table 6.25 Bus non-user - service ratings over time 

Wave 1 
2003 

Wave 5 
2005 

Wave 7 
2008 

Wave 9 
2010 

Wave10 
2011 

Wave 11 
2012 

Wave 12 
2013 

Base 340 381 327 168 860 654 669 

Frequency 5.72 6.22 6.96 7.10 6.89 6.2 6.9 

Reliability 5.89 6.11 6.82 6.93 7.45 6.9 6.7 

Feeling safe and at ease 6.23 6.15 7.22 7.55 8.03 7.5 7.1 

Ease to get on/off 6.83 7.14 7.48 8.00 8.66 7.9 8.0 

Quality of vehicle 6.29 6.70 7.19 7.67 7.16 6.9 6.7 

Politeness of driver 6.21 6.46 7.16 7.47 7.36 6.9 6.8 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Table 6.26 Rail user - service satisfaction ratings over time 

Wave 1 
2003

Wave 5 
2005

Wave 7 
2008

Wave 9 
2010

Wave10 
2011

Wave 11 
2012

Wave 12 
2013

Base 199 176 177 391 605 461 443 

Reliability 6.24 6.92 7.62 7.84 7.70 7.2 7.7 

Frequency 6.92 6.94 7.63 7.93 7.85 6.8 7.5 

Personal safety/ease 
while traveling 

7.45 7.17 7.47 8.25 8.29 7.8 7.9 

Ease of getting on/off 7.95 7.82 8.03 8.37 8.80 8.6 8.2 

Helpfulness of staff 6.71 6.68 7.50 7.91 7.58 7.1 7.6 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 

Rail non-users again maintained the relatively high mean scores achieved in 
2011 and 2012 – a significant positive shift compared to previous waves as 
shown in Table 6.27 overleaf: 
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Table 6.27 Rail non-user - service ratings over time 

Wave 1 
2003 

Wave 5 
2005 

Wave 7 
2008 

Wave 9 
2010 

Wave10 
2011 

Wave 11 
2012 

Wave 12 
2013 

Base 199 592 544 574 1395 1039 1069 

Reliability 5.83 6.12 6.29 6.53 7.35 7.1 7.3 

Frequency 6.21 6.39 6.61 6.33 7.45 6.9 7.3 

Personal safety/ease 
while traveling 

6.51 6.68 6.77 6.71 8.29 7.8 8.0 

Ease of getting on/off 7.30 7.57 7.24 7.40 8.75 8.2 8.2 

Helpfulness of staff 6.18 6.33 6.61 6.57 7.58 7.2 7.8 

Key: Ratings scored on scale of 1 (very dissatisfied) to 10 (very satisfied) 
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NOTE THIS IS A CATI QUESTIONAIRE – Delivered on-screen in a different format 

GOOD MORNING/AFTERNOON/EVENING. MY NAME IS ______ FROM VECTOR RESEARCH.  WE ARE 
CARRYING OUT A SURVEY AMONGST RESIDENTS OF WEST YORKSHIRE ABOUT ALL FORMS OF 
LOCAL TRAVEL AS PART OF A LONG TERM STUDY OF USAGE OF AND SATISFACTION WITH LOCAL 
TRANSPORT SERVICES. 
THE SURVEY HAS BEEN COMMISSIONED BY METRO (WEST YORKSHIRE INTEGRATED 
TRANSPORT EXECUTIVE) AND IT TAKES AROUND 20 MINUTES SO WOULD YOU BE PREPARED TO 
TAKE PART?  CAN I JUST CHECK THAT YOU OR ANYONE IN YOUR HOUSEHOLD IS NOT A METRO 
EMPLOYEE? (IF SO, CLOSE & THANK) 

S1 So that I have a good cross section of people in my sample, can I ask to which of these age categories do 
you belong? INTERVIEWER READ OUT 

16 to 24 1 55 to 64 5 

25 to 34 2 65 to 74 6 

35 to 44 3 75 plus 7 

45 to 54 4 

S2 INTERVIEWER CODE GENDER 

Male 1 Female 2 

PART 1: IMPORTANCE OF AND SATISFACTION WITH PROVISION 

Q1 (A) I AM NOW GOING TO READ OUT A LIST OF TRAVEL AND TRANSPORT THEMES AND I WOULD LIKE YOU TO 
TELL ME HOW SATISFIED OR DISSATISFIED YOU ARE WITH EACH OF THE FOLLOWING IN YOUR AREA ON A SCALE 
OF 1 (VERY DISSATISFIED) TO 10 (VERY SATISFIED) INTERVIEWER READ OUT 

1-10 1-10 

a) pavements & footpaths j) Quality of repair to damaged roads & pavements

b) cycle routes & facilities k) Keeping road gullies & drains clear & working

c) local bus services l) winter gritting & snow clearing

d) local train services m) levels of congestion

e) local taxi services n) street lighting

f) community transport (Dial-a-Ride/Access Bus) o) affordability of public transport

g) condition of roads p) affordability of motoring

h) Speed of repair to damaged roads and pavements q) local rail station

i) Speed of repair to street lights r) local bus station

Appendix 1: CATI Questionnaire 
Tracker Survey 2013 
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PART 2: INFORMATION 

Q2 Are you aware of the following information sources on public transport…? INTERVIEWER READ OUT  
AND TICK ALL THAT APPLY 
Q3 IF Ticked AT Q2: How often do you use…? INTERVIEWER READ OUT 
Q4 IF 3 OR 4 AT Q3: How Important would you say this source of information is to you personally in 
planning travel by public transport - on a scale of 1 (no importance) to 10 (vital)? INTERVIEWER READ OUT 
Q5 Using a scale of 1 (very dissatisfied) to 10 (very satisfied) how satisfied or dissatisfied are you with this 
information source? INTERVIEWER READ OUT 

3 4 5 6 

Never Very 
rarely 

Occasio
nally 

Frequen
tly 

Import-
ance 

Satisfac-
tion 

METRO website and/or internet Journey Planner 1 1 2 3 4 

Timetable displays at bus stops and bus stations 2 1 2 3 4 

Information displays at rail stations 3 1 2 3 4 

Travel Centres 4 1 2 3 4 

Metroline helpline 5 1 2 3 4 

Other rail information telephone helplines 6 1 2 3 4 

Electronic real-time displays at bus shelters and 
bus stations 

7 1 2 3 4 

Electronic real-time displays at rail stations 8 1 2 3 4 

Pocket rail/bus timetables 9 1 2 3 4 

Yournextbus (provides actual times of next bus 
at any stop) via SMS 

10 1 2 3 4 

Yournextbus via Smartphone 11 

Yournextbus via the internet 12 1 2 3 4 

Metro Messenger (Via the internet) 13 1 2 3 4 

Q6 Are you aware of the following websites and social networking sites for transport information…?  
Q7 IF YES AT Q7: How often do you use…? 
Q8 IF 3 OR 4 AT Q8: How Important would you say this source of information is to you personally in planning travel by 
public transport - on a scale of 1 (no importance) to 10 (vital)? SHOWCARD 2 
Q9 Using a scale of 1 (very dissatisfied) to 10 (very satisfied) how satisfied are you with this information source? 

INTERVIEWER READ OUT LIST 
A B C D 

Yes No Never Very 
rarely 

Occasio
nally 

Frequen
tly 

Import-
ance 

Satisfac-
tion 

Metro travelnews on Twitter or Facebook 1 2 1 2 3 4 

Bus/rail operator own websites 1 2 1 2 3 4 

AA / RAC websites 1 2 1 2 3 4 

Walking websites 1 2 1 2 3 4 

Cycling websites 1 2 1 2 3 4 

Any Other travel website 1 2 1 2 3 4 

Local Council travel information website 1 2 1 2 3 4 

ONLY ASK Q10 IF AT LEAST ONE WEBSITE USED FREQUENTLY/OCCASIONALLY AT Q7 
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Q10 What method did you use the last time you did each of the following  READ OUT OPTIONS FOR EACH 

Used 
laptop/
PC at 
home 

Used 
laptop/
PC at 
work 

Used 
smart 
phone 

Used 
tablet/i

pad 

Used 
other(non-
electronic) 

means 

Not 
applica

ble 

Gathered information to pre-plan a journey 1 2 3 4 5 6 

Obtained information whilst on a journey 1 2 3 4 5 6 

Bought a rail ticket 1 2 3 4 5 6 

PART 3: USAGE 

Q11 How often do you travel by the following means of transport? INTERVIEWER READ OUT LIST 

At least 4 
days per 

week 

1 - 3 days 
per week 

1 – 3 times 
per month 

Every 2 – 3 
months 

Once or 
twice a year 

Less than 
once per year 

a) Car (as a driver) 1 2 3 4 5 6 

b) Car (as a passenger) 1 2 3 4 5 6 

c) Local Bus 1 2 3 4 5 6 

d) Local Train 1 2 3 4 5 6 

e) Cycle 1 2 3 4 5 6 

f) Walk (for at least 5 minutes) 1 2 3 4 5 6 

g) Walk for 30 mins continuously 1 2 3 4 5 6 

h) Motorbike / Scooter 1 2 3 4 5 6 

i) Taxi 1 2 3 4 5 6 

ASK IF LOCAL BUS AND/OR LOCAL TRAIN WERE CODED 5 OR 6 IN Q7 

Q12 Which of the following are the main reason(s) you do not use public transport more often?  READ OUT 

Car more convenient 1 

Too expensive 2 

No bus/train going to where I regularly travel 3 

Overcrowding 4 

Other reasons? (Give details ) 

Q13 Other reasons: 

Q14 How confident are you that you usually purchase the best value ticket when you use READ OUT LIST 

Very confident Fairly confident Not very confident Not at all confident 

a) local buses in West Yorkshire 1 2 3 4 

b) local trains in West Yorkshire 1 2 3 4 

ASK Q15 ONLY IF WALKING WAS CODED 5 OR 6 IN Q11 

Q15 Which of the following are the main reasons you do not walk more often? INTERVIEWER PROBE – ANY 
OTHER REASON 

ASK Q16 ONLY IF CYCLE WAS CODED 5 OR 6 IN Q11 
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Q16 Which of the following are the main reasons you do not cycle more often? INTERVIEWER READ OUT 

Worried about being safe on the roads 1 

Ill Health 2 

Can't be bothered/apathetic 3 

Don't know how to cycle 4 

Other (give details) 14 

Q17 Other reasons: 

ASK FOR ALL RESPONDENTS 

Q18 How often do you use…? INTERVIEWER READ OUT LIST 

At least 4 days 
per week 

1 - 3 days 
per week 

1 – 3 times 
per month 

Every 2 – 3 
months 

Once or 
twice a year 

Less than 
once per year 

a) a rail station in West Yorkshire 1 2 3 4 5 6 

b) a bus station in West Yorkshire 1 2 3 4 5 6 

Q19 In The past 12 months have you increased or decreased how often you make journeys as follows? 
INTERVIEWER READ OUT EACH MODE 

A Car Bus Train Walking 30 

mins or more 
Cycling 

More 1 1 1 1 1 

Same 2 2 2 2 2 

Less 3 3 3 3 3 

Q20 READ OUT FOR EACH INCREASED OR DECREASED Why is that? WRITE IN VERBATIM IN BOX 

Car Bus Train Walking Cycling 

Q21 Regarding your local bus service how satisfied or dissatisfied are you with each of the following on a 
scale of 1 (very dissatisfied) to 10 (very satisfied)? INTERVIEWER READ OUT LIST 
Q22 Regarding your local train service how satisfied or dissatisfied are you with each of the following on a 
scale of 1 (very dissatisfied) to 10 (very satisfied)? INTERVIEWER READ OUT LIST 

A B 

Frequency of the service 

Whether the service arrives on time (within 5 minutes of schedule) 

Quality and cleanliness of bus/train 

The amount of over-crowding 

Helpfulness of driver/conductor 

     Personal safety while travelling    

   Personal safety while waiting at stop or station 

 How easy it is to get on or off the bus/train 

  The state of the bus stop or station/train station 
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PART 5: WALKING AND CYCLING 

Q23 Thinking about walking in THE LOCAL AREA NEAR YOUR HOME, how satisfied or dissatisfied are you 
with each of the following ON A SCALE OF 1 (very dissatisfied) to 10 (very satisfied)? READ OUT LIST 
Q24 Thinking about walking in the TOWN CENTRE, how satisfied or dissatisfied are you with each of the 
following ON A SCALE OF 1 (very dissatisfied) to 10 (very satisfied)? INTERVIEWER READ OUT LIST 

A B A B 

The provision of pavements where these are 
needed 

Provision of safe crossing points 

The condition of pavements Drop kerb crossing points e.g. for 
pushchairs/wheelchairs 

The cleanliness of pavements Pavements being kept clear of obstructions 
e.g. parked cars 

Pedestrian direction signposts Information and/or maps relating to local 
walking routes 

ONLY ASK IF CODED 1-4 IN Q18E 
Q24 Thinking about cycling in THE LOCAL AREA NEAR YOUR HOME, how satisfied or dissatisfied are you 

with each of the following ON A SCALE OF 1 (very dissatisfied) to 10 (very satisfied)? READ OUT LIST 

Provision of cycle routes where these are needed Secure cycle parking 

Condition of cycle routes Direction signing for cycle routes 

Cycle crossing facilities at road junctions and traffic 
signals 

Cycle routes being kept clear of debris and 
obstructions e.g. parked cars 

Q25 Generally, how satisfied or dissatisfied are you with each of the following ON A SCALE OF 1 (very 
dissatisfied) to 10 (very satisfied)?. WRITE IN NUMBER 

Cycle route information e.g. maps Cycle facilities at place of work e.g. racks, 
showers etc Cycle training e.g. at schools/workplaces 

Q26 How confident are you (or would you be) cycling on local roads? 

Very confident 1 

Fairly confident 2 

Not very confident 3 

Not at all confident 4 

PART 7: PROFILE 

Q27 Do you have a long-term condition or disability that is likely to affect you for more than 12 months? 

Yes 1 No 2 

Q28 Do you find it difficult boarding buses or trains, climbing stairs, or reading public transport information and 
signs? 

Yes 1 No 2 

Q29 How many cars and vans are available to members of your household, including yourself? 

ASK IF AT LEAST ONE VEHICLE AT Q37 ABOVE 

Q30 And generally, would you say you have a car available to you, either as a driver or passenger…? 

All of the time 1 Mainly at weekends 4 
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Most of the time 2 Rarely 5 

Mainly in the evenings 3 Never 6 

INTERVIEWER READ OUT: I’m now going to ask you a few questions what methods you use to pay bills. The 

information is useful in helping Metro to identify the easiest way for people to pay for tickets and passes. Individual 
information you provide is NOT passed on to Metro or any third party.  

Q31 Do you…? INTERVIEWER READ OUT LIST 

Yes No DK 

Have a mobile phone 1 2 3 

Have regular access to the internet 1 2 3 

Have internet access through your mobile phone 1 2 3 

Have an email address 1 2 3 

Have a bank account 1 2 3 

Have a credit card 1 2 3 

Use direct debit for paying bills etc 1 2 3 

Pay for goods via the internet 1 2 3 

Pay bills/top-ups by PayPoint 1 2 3 

Pay for goods via PayZone 

Pay bills/top-ups at the Post Office 1 2 3 

INTERVIEWER READ OUT: And finally I’m now going to ask you a few questions about the household – and 
once again individual data won’t be passed on to Metro or any third party.

Q32 How many people, including you, live in this household and are aged…? WRITE IN NUMBER 

Under 5 Between 16 and 60 

Between 5 and 16 61 and over 

Q33 What is your current employment status? 

Working full-time (30 hrs or more per week) 1 Retired 5 

Working part-time (Less than 30 hrs week) 2 Unemployed/not working 6 

Full-time education 3 Disability/long-term sickness 7 

Full time caring for family 4 Other 8 

Q34 What is the occupation of the chief wage earner in the household? 

INTERVIEWER CODE SEG 

AB 1 C1 2 C2 3 DE 4 

Q35 To which of the following ethnic groups do you consider yourself to belong? INTERVIEWER READ OUT 

White British 1 Indian 10 

White Irish 2 Pakistani 11 

White Other 3 Asian other 12 

White and Asian 4 Chinese 13 

White and Black African 5 Black British 14 

White and Black Caribbean 6 African 15 

Mixed Other 7 Caribbean 16 
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Asian British 8 Black Other 17 

Bangladeshi 9 Other (give details) 18 

Q36 Would you be willing to be contacted in the future to give your views on transport information and services 
for Metro? 

Yes 1 No 5 

Please could you give me your name and telephone number. This is collected for quality checks; as part 
of the Market Research Society Code of Conduct, your personal details will not be passed onto any third 
parties or used for sales. Since Vector Research Limited is a Market Research Society Company Partner, 
the survey is confidential under Data Protection laws and contact details will only be used for quality 
checking purposes.  

NAME: Telephone 
Number: 

ADDRESS: Email: 

INTERVIEWER THANK AND CLOSE. 

INTERVIEWER 
NAME: 

Date of 
interview: 

LOCAL 
AUTHORITY 
DISTRICT: 

Time of 
Interview: 
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 WEST YORKSHIRE INTEGRATED TRANSPORT AUTHORITY 

  DATE: 22 MARCH 2013 

    AGENDA ITEM NO: 

SUBJECT: WEST YORKSHIRE PLUS TRANSPORT FUND 

Report of the Passenger Transport Executive  

1. MATTER FOR CONSIDERATION

1.1. To update the Executive Board on the progress made to date in
developing a West Yorkshire Plus Transport Fund and to seek 
endorsement on the prioritised package of Core Projects. 

2. INFORMATION

Background 

2.1. The City Deal with Government was confirmed in July 2012.  As well as 
changes to governance arrangements (establishing a Combined 
Authority) and rail devolution, this also includes an intention to establish 
a £1billion fund to invest in transport over the next decade. 

2.2. The ITA has previously (October 2012) considered reports on the 
development of a fund and approved expenditure on development 
work.  That development work addressed the following stages: 

 Identifying the types of funding that are in scope, and the
resources that would have to be allocated to build up a capital pot
of circa £1billion;

 Building an appraisal and forecasting model (Urban Dynamic
Model);

 Identifying a long list of potential schemes;

 Refining that long list to a medium list;

 Modelling the impacts of each scheme on the medium list;

 Refinement and optimisation of some of the medium list of
schemes;

 Identification of the best performing schemes into a circa £1billion
package and their ranking based on impact per £ invested; and

 Modelling of the package and assessment against the secondary
objectives.

2.3. ITA Members were also updated on the emerging priorities from the 
Fund at a seminar in November 2012.  Copies of that presentation 
including maps of the emerging priorities were distributed after the 
seminar.  Separate briefings for the political groups were also given. 

2.4. The process has been overseen by a Members Group made up of 
Portfolio Holders (for Regeneration and/or Transport) from each West 
Yorkshire District and York, along with the Chair of the ITA.  Network 
Rail and the Highways Agency are also members of this Group. 
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2.5. That Group has been supported by an officer group representing all the 
Districts (in West Yorkshire and York). 

2.6. Metro has provided significant resources to undertake necessary 
technical development work, and have been responsible for the project 
management of the technical and financial work. Metro has played a 
key role in leading and working with consultants and partners to 
develop the best solutions that would be capable of meeting the 
objectives of the Fund. 

2.7. In undertaking this work, Metro have worked closely with the partners 
to ensure that: 

 The Fund can support LDF aspirations;

 there is synergy with the LTP, Rail Plan 7 and plans and
programmes being developed by the Highways Agency and
Network Rail;

 the schemes proposed reflect the priorities of the Leeds City
Region Transport strategy; and

 effective consultation with District partners has been carried out.

Objectives 

2.8 The ITA Executive has previously considered (at their October meeting) 
an interim report on the development of a Transport Fund for West 
Yorkshire and York. The remainder of this report sets out the 
conclusions from the forecasting and analysis that has taken place in 
regard to: 

 Identifying what investments should be prioritised to maximise the
impact of the Fund on the economic objective of supporting
economic growth;

 The impact of those investments in supporting employment
growth and increased economic activity;

 The scale of their impacts, and the match with objectives; and

 How a Fund would be established.

2.9 That previous report set out the objectives that the Fund would need to 
deliver. The primary objective to be met in West Yorkshire and York is: 

 An increase in employment and productivity growth by the
completion of transport schemes across West Yorkshire and York,
irrespective of boundaries.

2.10 In West Yorkshire further objectives were put into place to ensure an 
equitable distribution between Districts and communities.  Against the 
primary objective of supporting the maximum possible impact on GVA 
and employment, two accessibility minima are proposed: 

 A better than average improvement in employment accessibility
for residents in the most deprived 25% of West Yorkshire
communities and;
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 every West Yorkshire district to gain an average improvement in
employment accessibility no less than half the average across
West Yorkshire.

2.11 In terms of environmental impacts, a further objective was established 
as follows: 

 The overall impact of the Fund’s interventions would be carbon
neutral at the package level.

Evidence 

2.12 Evidence gathered shows that a ‘West Yorkshire Plus’ Transport Fund 
(WYTF) of circa £1 billion  has the potential to: 

 Generate significant additional economic investment that would
deliver jobs - up to around 20,000 new jobs in West Yorkshire and
York;

 Support the development and delivery of transformational
transport schemes;

 Bring specific local benefits to residents, businesses and
communities by improvements in the West Yorkshire and York
transport networks;

 Unlock key employment and housing growth sites in West
Yorkshire in the city/town centres and Local Plan growth points;

 Substantially reduce dependence on central funding, giving local
communities and businesses surety over a 10 year programme of
Major Transport Schemes;

 Create a further significant income stream (the ‘Earn Back Deal’)
of ‘new’ money likely to be available after 5-7 years of
commencing the Fund, i.e. around 2020 – subject to the right level
of agreement on the City Deal being in place. This could
potentially generate up to £400m during the life of the fund and
then would then continue beyond that period. This would assist in
the delivery of the transformational schemes identified earlier in
this report;

 A further potential funding stream would be created as a number
of the Core Projects would lead to a significant increase in public
transport patronage and a corresponding increase in net revenues
through fare income. With a quality contract or partnership
agreement in place this extra revenue stream could support
further borrowing to allow additional capital expenditure.   At this
stage it is difficult to put a precise figure on the borrowing potential
this could create, but it could be significant.

How the Fund would work 

2.13 The Fund would therefore start to deliver immediate improvements to 
the transport network, some of which would addresses decades of 
underinvestment, and others which would start to transform how the 
network works. 
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2.14 Establishing the Fund would also improve the way transport investment 
is prioritised, planned and funded in future. It would enable the West 
Yorkshire and York authorities to combine their resources and finances 
to maximise the cross boundary impacts of transport investment. 

2.15 The Fund, supported by new external funding via the ‘Earn Back’ deal, 
would enable more joined up planning and a more successful approach 
to longer term and more complex transformational schemes, some of 
which will also be dependent upon third party delivery or financial 
support. 

Impact 

2.16 The analysis has provided clear evidence supporting the belief that 
without significant and well-targeted investment in the transport network 
in West Yorkshire and York the opportunities for economic growth will 
be severely constrained.  This will be a result of increasing levels of 
congestion, rising costs of motoring and public transport and reduce the 
ability to recruit a workforce, interact with other businesses or transport 
goods and services to people and business that need them.  Significant 
investment in transport is therefore needed: 

 To enable existing, and new, businesses to become more
productive (through reducing lost time caused by congestion);

 To expand the size of the workforce, particularly in major growth
locations (such as Aire Valley (Leeds), Canal Road (Bradford),
East Wakefield, Cooper Bridge (Kirklees) and York Central for
example);

 To expand the numbers and types of employment opportunities
that can be reached from existing communities, and new housing
sites, to improve the opportunities available to the existing and the
future workforce.

Core Projects 

2.17 The evidence has shown that although schemes can be located in one 
particular District the impacts of them may be felt across West 
Yorkshire, or wider into the Leeds City Region.  Many of the schemes 
which have been prioritised through the agreed appraisal process run 
across the District boundaries reflecting the cross-boundary demands 
of commuters and business. 

2.18 This report sets out the list of schemes that score best against the 
appraisal methodology and that the £1 billion Fund could deliver at a 
West Yorkshire level.  That list is shown in Appendix A in the form of a 
draft prospectus.  It should be noted that a significant number of other 
schemes were tested for their effectiveness in meeting the primary 
objective of raising GVA.  These did not perform as well when the scale 
of benefits was compared against cost.  These schemes will, however, 
remain on a list to be considered again in any future funding scenario.  
The details of the schemes in Appendix A are not presented as final, 
but have been subject to a consistent costing and feasibility check.   
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2.19 Subsequent design work and consultation would result in adjustments 
and improvements, aimed at reducing costs and improving impacts and 
benefits. 

2.20 These schemes have been developed using a forecasting model which 
was used to predict the scale and distribution of locations where future 
employment growth would be constrained because of rising transport 
costs such as public transport fares, highway congestion and rail 
crowding. 

 Investment in Rail Station Gateway Improvements 

2.21 The Fund would also include a sum (provisionally set at £50m) to 
promote and accelerate the co-funding and delivery of rail station 
gateway schemes, such as Leeds and Bradford city centre stations.  
This would be used to accelerate Network Rail investments through co-
funding and enabling works.  

Investment in longer term transformational schemes 

2.22 The Fund would also provide finances to support the development of 
longer term and more complex transformational schemes which will 
need to be developed and delivered in partnership. These may also 
involve re-shaping land use reallocation to generate sufficient demand 
to establish a strong business case.  It is likely this development work 
could be set initially at circa £25 million but this figure would need to be 
flexible in order to permit the delivery of any of the more 
transformational schemes that prove to be feasible in the shorter term.  

2.23 As work on the Fund progresses it is likely that some funding headroom 
will become available to accommodate this flexibility due to the 
‘optimum bias’ (additional contingency to guard against a tendency to 
be over optimistic about scheme costs) that is incorporated in all 
scheme costs and also because of the likelihood of delays in the 
development of some of the more complex schemes. 

2.24 The transformational schemes that have been identified for further 
development and investment are: 

 Electrification and upgrade of all core rail routes such as
CalderVale (Leeds, Bradford, Halifax and Manchester) and
Hallam (Leeds, Castleford, Pontefract, Wakefield and Sheffield);

 Rail or tram train connections between Leeds and Bradford to
Leeds Bradford International Airport;

 Enhancing the quality of the local rail network through the outputs
of the Yorkshire Rail Network Study including the restoration of
the Wortley Curve to provide better links to Bradford from the East
Coast Main Line, Wakefield and Sheffield;

 Preparing the local rail network for High Speed Rail;

 Expansion of the initial NGT trolleybus network to provide a core
‘rapid transit’ network for West Yorkshire; and
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 Full upgrade of the strategic motorway network to benefit towns
and cities that are served by the M606, M62, M1 and M621.

2.25 These schemes build upon a number of major transport schemes which 
have been progressed in recent years and are at various stages of 
development and/or integration.  The schemes already planned 
include: 

 Northern Hub;

 Trans Pennine Electrification;

 East Coast Main Line Enhancements;

 High Speed Rail;

 Rail Infrastructure and Capacity Improvements;

 New Rail Stations at Low Moor, Apperley Bridge and Kirkstall
Forge;

 Leeds City Station Southern Entrance;

 M62 and M1 Improvements;

 Smart ticketing on the bus network;

 Bus Quality Contracts / Quality Partnerships;

 NGT Trolleybus in Leeds; and

 Access York Phase 1.

2.26 These schemes provide building blocks for further investment and 
wherever possible the proposals to be delivered from the proposed 
‘West Yorkshire Plus’ Transport Fund described in this report will seek 
to build on these commitments. 

Connectivity Benefits in West Yorkshire 

2.27 The West Yorkshire package of Core Projects will provide the following 
improvements that will deliver a step change in the way the transport 
network functions and will most effectively support employment growth. 
The types of schemes that have been prioritised are: 

 Radial improvements to allow more people to travel into and out of
urban centres, more quickly, more cheaply and more comfortably.
This would allow improved connectivity into the urban centres
from the each District, the rest of West Yorkshire, the Leeds City
Region and to and from key cities such as Manchester and
Sheffield.  These improvements would include a transformed (and
better value) bus network and services, and, where appropriate,
high capacity public transport services such as park and ride,
NGT and rail services;
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 Orbital (ring road) highway improvements that can allow the
efficient movement of goods and services around the urban
centres, so reducing traffic into and through the centre and
supporting essential longer distance traffic movements;

 Schemes that enable the transformation of key development
areas such as the Aire Valley (Leeds), Canal Road (Bradford),
Cooper Bridge (Kirklees) or East Wakefield where land is
available for expansion, but access into it from local communities
and the rest of West Yorkshire and the rest of the Leeds City
Region is currently constrained by congestion and/or a lack of
roads and/or public transport;

 Strategic road links that provide faster and more convenient
access to/from the motorway network, specifically for freight and
commercial traffic but also for commuters using the motorway who
could switch to park and ride or car share for parts of their
journey; and

 Capacity, quality, speed and reliability improvements between
major centres such as Leeds and Bradford, Halifax and
Huddersfield etc, to ensure high capacity, modern, fast and
attractive opportunities to connect the key centres across West
Yorkshire.

2.28 The schemes identified, whilst often located in specific Districts, work 
together to enhance cross boundary opportunities and extend the 
catchments and opportunities for all West Yorkshire residents and 
businesses. Housing growth in one District can be supported by 
improving access across District boundaries to employment 
opportunities in other Districts. Employment growth at a District growth 
centre will be best supported by expanding access not just from the 
local area, but further afield from other Districts. 

2.29 To achieve this level of seamless cross boundary connectivity requires 
significant and often transformational improvements in the West 
Yorkshire transport network.  

2.30 The Fund will improve public transport accessibility, though increased 
capacity, frequency, speeds, reliability and value for money and this is 
particularly critical for commuting into the main urban centres and 
accommodating future growth sustainably. 

2.31 The Fund will also improve highway accessibility through increased 
capacity, faster and more reliable speeds and joining up disconnected 
parts of the network. To accommodate a growth in employment and 
housing this will be delivered across the entire network, but with a 
specific and localised focus on: 

 Access to the M62/M1 corridors;

 Access to key growth sites; and

 Longer distance commuting and business trips that are not centre
to centre.
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2.32 The Fund will deliver schemes to  improve centre to centre connectivity, 
building on the back of committed rail improvements, but also plugging 
gaps and enhancing the corridors between the centres such as 
between: 

 Leeds and Bradford;

 Leeds and Wakefield;

 Bradford and Huddersfield;

 Halifax and Huddersfield;

 Dewsbury and Leeds; and

 Dewsbury and Huddersfield.

2.33 Connectivity into and out of West Yorkshire will also be improved by 
building on committed improvements by Network Rail and the 
Highways Agency. Further improvements to the CalderVale line, 
enhancements to the main gateway rail stations in the urban centres 
and the opportunity to use park and ride (by rail and bus) will enhance 
connectivity into West Yorkshire.  

2.34 Whilst the Fund focuses on economic growth, the West Yorkshire Local 
Transport Plan will provide complementary investment for safety, 
cycling and walking for example. 

Connectivity Benefits in York 

2.35 The inclusion of York strengthens the Fund through increased growth, 
improved connectivity and the alignment of transport and economic 
interventions across the West Yorkshire and York area.  A broader 
geographic base provides the foundation for building a bigger fund and 
provides the opportunity to maximise the benefits of the Leeds City 
Region Deal. 

2.36 The York transport package shares the same objectives as the West 
Yorkshire package - namely the delivery of the maximum net increases 
in GVA and improving access to employment.  

2.37 By adopting a similar strategic approach as that used in West 
Yorkshire, it is proposed that York’s overall funding contribution and its 
per capita allocation of major scheme funding is spent either on 
schemes with a mutual benefit to West Yorkshire and York (and 
potentially other Local Transport Bodies) or on schemes of benefit to 
York and its hinterland. 

2.38 Similarly the Fund prioritisation methods have been used to select the 
schemes that make up the York package focusing on the delivery of the 
maximum net increases in GVA and jobs within the York context. 

2.39 The prioritised package of schemes in York follows a similar balanced 
approach as in West Yorkshire by offering additional highway capacity 
around York, while enabling sustainable growth (by bus, rail, walk and 
cycle) for access to new employment opportunities in the city centre. 
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2.40 The short to medium term package will deliver the following, in York: 

 Full Park & Ride coverage of the city;

 Junction upgrades on the northern sections of the York outer ring
road;

 Provide new access and bus interchange within the York Central
development; and

 Support priorities for bus, cycle and walking access within and to
the city centre.

2.41 Overall the Fund would support significant levels of employment growth 
without any increase in the volume of car commuting traffic.  The 
increase in employment within York would be met by increased 
employment opportunities for York residents and an increase in inward 
commuting from North Yorkshire.  This enables growth to occur in 
areas where it is needed and can be sustainably accommodated. 

2.42 Addressing existing points of congestion and delay on the highway and 
public transport networks will benefit all transport users.  Quicker and 
more reliable journey times are provided for strategic (through) traffic 
enhancing strategic connectivity to the A1(M).  These will be 
complemented by city centre measures that will result in quicker, more 
reliable public transport into the heart of the historic city areas. 

2.43 The committed improvements to the Trans-Pennine train services will 
improve connectivity between York, Leeds and beyond but further 
improvements (some potentially funded through Earn Back) will 
address connectivity between York and Castleford/Wakefield, the 
Leeds Bradford International Airport, and Bradford and Halifax via the 
CalderVale line.  The fund will support the development of proposals to 
upgrade the Harrogate line. 

2.44 There are key opportunities to share delivery expertise between York 
and West Yorkshire authorities and efficiencies to be gained through a 
partnership approach to feasibility studies, business case development, 
appraisal, project management and delivery.  As the Fund develops, 
and as Earn Back starts to create a ‘new’ funding stream in the future, 
the York and West Yorkshire partners will develop an approach to 
jointly developing, delivering and funding mutually beneficial schemes. 

Impact of West Yorkshire and York Core Projects on the Fund’s 
Objectives 

2.45 The following paragraphs describe the impacts on the objectives that 
were set for the Fund.  It should be noted that the figures below do not 
include the impact of the more transformational schemes that could be 
delivered through the life of the Fund as these are harder to define but 
are likely to be significant.  In summary the forecasting work suggests 
that the Fund would deliver: 
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 An additional increase in employment of around 8% above what
would happen without the Fund (helping to create around 20,000
new jobs by around 10 -12 years after the Core Projects are fully
delivered);

 A corresponding increase in the ‘gross value added’ (GVA) of
West Yorkshire’s and York’s economy of over £1.35 billion per
year;

 Around 7,500 jobs in construction during the delivery of schemes;
and

 Support a year on year increase in employment across West
Yorkshire and York because of improved connectivity and
business productivity.

2.46 Across West Yorkshire and York the expenditure of circa £1billion is 
forecast to deliver significant economic benefits. The tables below set 
out the key headline impacts in West Yorkshire and York: 

WEST YORKSHIRE    Year 2024 2030 2036 

Additional employment 12,500 15,800 18,200 

Additional GVA (per year) £810m £1,100m £1,230m 

Additional WY residents in employment 10,700 13,000 14,700 

YORK    Year 2024 2030 2036 

Additional employment 1,200 1,800 2,000 

Additional GVA (per year) £70m £110m £130m 

Additional York residents in employment 750 900 1,200 

2.47 The Core Projects would also deliver against the secondary 
accessibility criteria set to ensure equitable distribution between the 
West Yorkshire Districts: 

 Improved accessibility to employment from ‘deprived wards’ is
forecast to be greater than the West Yorkshire average (by a
factor of +7%); and

 It is forecast that all Districts would benefit from improved
accessibility greater than half the West Yorkshire average.

2.48 Because of the strategic nature of the modelling carried out to date, it is 
not yet possible to accurately predict the overall impact of the Core 
Projects on carbon.  The initial estimate is for an increase of around 1% 
but this analysis excludes significant benefits of decongestion, which is 
expected to result in a net decrease. 

2.49 A better understanding of the impact on carbon will be obtained at the 
detailed design and business case stage for each project. It will be 
possible to set more ambitious targets for carbon as part of the design 
specification, or as add-on’s to scheme designs which could attract 
additional funding or third party contributions which could facilitate the 
following types of intervention: 
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 Further improvements in bus technology such as an increased 
rate of conversion to hybrid vehicles; 

 Inclusion of electric charging points as part of rail station/bus park 
and ride schemes; and 

 Cycle and walk schemes being incorporated within key corridor 
and town centre improvement designs. 

2.50 It should be noted that compared to the baseline forecast, the Core 
Projects will support an 8% increase in commuting (because of an 8% 
increase in employment) but would see an overall reduction in the 
number of car commuting trips of around 2%. 

2.51 The forecasting to date does not attempt to provide a detailed analysis 
of the additional benefits that would accrue to non-work related travel.  
However an initial analysis suggests the benefit to cost ratio (BCR) of 
between at 3 and 5 would be likely.  The DfT suggest a BCR of 2.0 
would be a ‘strong’ score. This clearly suggests the Core Projects will 
deliver significant benefits for all transport users. 

2.52 The identification of the most immediately effective investments in West 
Yorkshire and York suggests that in the short and medium term (within 
10 years) there would be two largely discrete sets of schemes 
developed which are independent of each other. In time, and once the 
Earn Back deal starts to create a ‘new’ future income stream capable of 
supporting longer term investments, the West Yorkshire and York 
Authorities would support and / or develop mutually beneficial and 
overlapping schemes: for example a transformation of the Leeds-
Harrogate-York rail line.  

2.53 There will be a need to engage with external Authorities (such as North 
Yorkshire) to ensure they can make appropriate funding contributions 
to support mutually beneficial schemes. 

 

 Fund Costs 

2.54 The cost estimates of the Core Projects, when combined with the 
Gateway Projects and the development of transformational schemes 
amount to a sum in the region of between £850 million to £1,150 million 
depending on the level of optimism bias assumed.  These costs will be 
refined during the detailed development of schemes.  However the 
working assumption is that a Fund of £1 billion is set at an appropriate 
level.  It should be noted that some schemes have been included as 
Core Projects based on assumptions that each District has made on 
the level of third party contributions which could be gained from Section 
106 payments.  The assumption is that each District would be 
responsible for ensuring that level of third party contribution would be 
secured, and would not be met from the Fund. 

2.55 The delivery of schemes that could benefit specific private enterprises 
will be reviewed during detailed design works to ensure that ‘State Aid’ 
guidelines are met. 
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2.56 In time, and during detailed development and phasing work, the size of 
the Fund and the scale of the expenditure will need to be iterated to 
match each other.  This report presents an indicative approach to this 
income and expenditure balance, which is considered appropriate at 
this stage.  On this basis the mechanism for creating £1 billion of 
capital spending power is considered appropriate and the report 
reflects this potential. 

2.57 The WYTF Finance Working Group (made up of Strategic Finance 
Managers from the five West Yorkshire Districts, York and Metro) have 
identified three main sources of direct contributions into the Fund, and 
the ‘buying power’ attributable to each element: 

 District Contributions (£749 million)

 LTP top slice at a level of 40% from LTP into the Fund (£101
million)

 DfT local major scheme funding (£150 million)*

 TOTAL (£1 billion)

*(This may be increased once the implications of the recent 
announcement on devolved major scheme funding has been assessed 
– WY and York have been informed they will receive £182m over 10
years, which is above the £150m initial assumption). 

2.58 To build up the £749 million capital element of the Fund, District 
revenue contributions would start in 2014/15 and increase (through 
extra levy) year on year up to a maximum in 2022/23.  That additional 
contribution would then need to be maintained for a period of 30 years.  
This funding would be used to finance long term borrowing which 
effectively increases the value of the contributions 15-fold.  The need to 
maintain contribution rates for 30 years is in order to meet the debt 
repayments over the life of the loans. 

2.59 Since the indicative district contributions were calculated, however, it 
has been agreed that a contribution will be made to the Transport Fund 
in 2013/14 through a 2% increase in the ITA levy.  These resources will 
be ring-fenced to the Transport Fund and, subject to a commitment to 
continue these contributions, could be used to commence borrowing.  
In addition contributions from reserves in both 2012/13 and 2013/14 
totalling £4.1m are also ring-fenced to the Transport Fund. 

2.60 The table overleaf sets out the District contributions that would be 
required in future years and the actual contributions which have been 
agreed for 2013/14. Contributions are based on June 2011 population 
figures.  
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District contributions in £000s 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
  

 

2.61 Contributions for 2013/14 and 2014/15 reflect positions in the District 
Medium Term Financial Plans.  The figure for York is based on an 
equivalent levy per head calculation and separate arrangements will be 
put in place to secure the agreed level of contribution as they cannot 
presently be part of the Authority’s levying arrangement. 

2.62 It should be stressed that this level is indicative and not presented as 
definitive figures.  The profile of contributions will adjust to the 
development and delivery profile once further detailed work is 
undertaken to assess the phasing of scheme development, and the 
phasing of borrowing requirements.  In addition the contributions will 
need to reflect the amounts already committed to the Fund and whether 
the districts would like to see a different phasing of the contributions in 
the early years.  The table does however demonstrate the scale of 
contributions which would be required over a 40 year period if the 
objective of a £1bn Transport Fund is to be achieved. 

2.63 It should be noted that the districts’ contributions may need to be 
amended subject to options for a medium term review and will always 
be subject to existing Department for Communities and Local 
Government  guidance and overall local government powers for raising 
finance locally. 

2.64 In addition to the direct contributions, the Fund structure assumes that 
up to 40% of the LTP allocations will be top-sliced into the Fund.  Whilst 
this does not represent additional costs to the districts, the extent of 
local priority schemes which can be accommodated within the 
remaining resources in each district will clearly reduce.  There will 
however be a significant increase in the funds spent on transport 
because of the Fund. 

 

 

 

  2013/14 
 

2014/15 2015/16 2016/17 2017/18   2022/23 

Leeds 656 1,061 3,433 5,148 6.866 and 15,448 

Bradford 461 735 2,392 3,589 4,785 ram
ping 

10,766 

Wakefield 299 447 1,493 2,239 2,986 up 6,718 

Calderdale 176 291 934 1,401 1,867 year 4,202 

Kirklees 359 967 1,934 2,902 3,869 on 8,705 

York  452 905 1,357 1,809 year 4,070 

Total 1,951 3,953 11,091 16,636 22,182 to 49,909 

Per head of 
population 

£0.80 £1.63 £4.57 £6.86 £9.15   £20.58 

Per week 
per head 
(pence) 

1.5p 3.1p 8.8p 13.2p 17.6p   39.6p 
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3 FINANCIAL AND LEGAL IMPLICATIONS 

3.1 The financial implications are set out in Section 2. Contributions from 
reserves and from the 2013/14 levy are separately identified within the 
Authority’s books and are ring-fenced for the Transport Fund.  
Appropriate treasury management arrangements will be established in 
conjunction with the Districts for the financial management and 
borrowing activities of the Fund and will be brought to the Authority for 
approval at a later date.  Appropriate arrangements for drawing down 
the funding already allocated to the Fund will also be considered. 

3.2 There are no specific legal implications arising from this report. The 
management of the Fund will be closely aligned with Combined 
Authority arrangements that are planned to be in place by April 2014. 

4 STAFFING IMPLICATIONS 

4.1 At its last meeting in February 2013, the ITA agreed to act as the new 
‘Local Transport Body’ for the purposes of the DfT’s devolved major 
scheme funding, and the prioritisation, appraisal and administration of 
schemes within the Transport Fund.  

4.2 An appropriate delivery team will need to be established to manage a 
Fund of this size and ensure timely delivery of the schemes.  

4.3 Ahead of the Combined Authority arrangements planned for April 2014 
(subject to the statutory review), Metro will work with the partners to put 
together an appropriate resource to support delivery. Further details on 
staffing implications will be provided to a future meeting of the ITA 
Executive Board. 

5 EQUAL OPPORTUNITY IMPLICATIONS 

5.1 There are no specific equal opportunity implications arising from this 
report. 

6 RECOMMENDATIONS 

6.1 That the Executive Board note the report and endorse the selection of 
the Core Projects for delivery from the Fund. 

 
 
Director General 
West Yorkshire Passenger Transport Executive  
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APPENDIX A  

 
West Yorkshire ‘Plus’ Transport Fund 

 A Draft Prospectus for Change 
Overview 
 
As part of the ‘City Deal’ with government, authorities in West Yorkshire and York are 
planning to create a new Transport Fund initially of around £1bn targeted specifically at 
increasing employment and economic growth across the area. Whilst the current transport 
network supports a significant volume of passenger and freight movement, decades of 
under-investment means that the capacity of the network has not kept pace with economic 
and population growth leading to problems of delays, congestion and crowding experienced 
across the area which will hamper future economic growth.   
 
A key element of the City Deal is the ability to ‘earn back’ a proportion of this revenue and 
use it to support further investment through the fund.  This is particularly important for some 
of the more ambitious measures we propose to implement towards the end of the 10 year 
period of the fund and beyond. Our initial analysis shows that a well-targeted 10-year 
programme of investment in transport will help create and sustain a substantial number of 
new jobs by enabling new and existing businesses to be more efficient (e.g. reducing the 
time lost to congestion) and easily expand their workforces (by making it easier for people to 
commute), particularly to/from the expected major employment growth areas. The analysis 
shows the importance of cross boundary commuting in supporting economic growth and how 
the benefits of investment in transport will be spread across a wide geographical area, not 
just in the locality where a new scheme is provided. Investing in the transport network will 
also improve the experience of other users including leisure travellers.  
 
Sustained investment in transport of this scale has not been previously possible in West 
Yorkshire and York.  The comprehensive nature of the proposed programme means that it 
will have a transformational impact on the lives of people who live in the area or travel 
to/from or through it.  The economic impact will also be transformational. Our analysis 
indicates that a fund of this scale would help to create around 18,000 jobs (10 years after the 
completion of the programme) and increase economic output (GVA) by £1.2bn each year in 
West Yorkshire. In York, the impact is around 1,500 jobs and the expected GVA increase 
over £100m p.a. 
In developing a set of proposals that maximise the economic benefit to West Yorkshire and 
York we have also ensured that residents in each individual districts will benefit from better 
access to employment opportunities (by making it easier to get to/from work) and that the 
most deprived communities will benefit by more than the average. Working collectively will 
help deliver a combined impact to maximise economic growth, which couldn’t be achieved 
by acting independently.  
 
The focus of the fund is on jobs and economic growth. We do, however, want to ensure that 
the investment supports our wider Local Transport Plan priorities of improving the quality of 
life for everyone, reducing the carbon impact of transport and encouraging sustainable land 
use growth. Analysis shows that the short-term measures we are proposing can deliver a 
carbon neutral impact despite the net increase in employment, economic activity and travel.  
It would also facilitate a reduction in the number of car commuting trips of around 2%. 
Detailed design of the individual proposals will ensure that the carbon impact is further 
reduced.  Our overall long-term vision (which will be developed by the fund) is firmly focused 
on developing a high quality, fully integrated, network of public transport links that will be a 
credible alternative to the car and providing good connectivity for our local businesses. 
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Status of the Fund 
 
This prospectus sets out the long term aims of the fund and identifies a programme of 
measures over a 10-year period that will address our most pressing needs to support the 
creation of new jobs (e.g. tackling congestion hotspots and or facilitating new development 
sites).  The proposals set out in this prospectus are based on a detailed analysis of current 
problems, future potential and knowledge of what will deliver the best overall value for 
money. In publishing this prospectus we welcome feedback on the proposed measures, 
each of which will need to go through a detailed process of development and design 
including consultation with the public, local politicians, funding partners and other 
stakeholders.  It is expected that a number of schemes may be modified as a result of this 
process to ensure that the expected benefits are fully realised and the schemes are 
delivered at the most appropriate costs. 
 
Approval is currently being sought from each of the partner authorities in the fund (each 
council and the Integrated Transport Authority in West Yorkshire). Authorities are being 
requested to agree to the principle of the fund and the long-term financial impacts to enable 
development and delivery to commence during 2013/14. 
 
Discussions will be held with potential funding partners (including, but not limited to, Network 
Rail, the Highways Agency, businesses and developers) about appropriate funding shares 
for each proposed measure.  Discussions will also take place with neighbouring Local 
Transport Bodies (including North Yorkshire) where schemes cross district boundaries or 
have a wider economic impact. Discussions will also take place with government about the 
‘earn back’ commitment set out in the City Deal.  Put simply, delivery of the early measures 
in the fund will generate additional economic activity and revenue for government (primarily 
through business rates).  
 
 
 
Transformational Change is Starting 
 

Despite the under-investment over the years, a number of transformational transport 
schemes have been already been agreed in recent years: some are being delivered and 
others are being prepared and have funding committed.   These schemes provide 
building blocks for further investment and wherever possible the proposals in the fund 
seek to build on these commitments. Committed Schemes as building blocks for the 
Fund include the following: 
 

Northern Hub TransPennine Rail Electrification 
Additional rail infrastructure to facilitate more 
and quicker journeys between the main 
Northern centres including Liverpool, 
Manchester, Leeds and York.  The Hub also 
provides improvements to journey times and 
potential new links for the CalderVale Line 

Electrification of the routes between 
Manchester, Huddersfield, Dewsbury, Leeds, 
York and Selby. Conversion of existing diesel 
trains to electric traction which will improve 
journey times and facilitate more capacity. 

NGT Trolleybus Lines 1 and 2 Leeds Station Southern Entrance and 
Masterplan 

The first two lines of a new rapid transit 
system from Holt Park in North Leeds to 
Stourton in the South.  Provides high levels of 
route segregation and 2,300 Park and Ride 
spaces 

A new entrance to Leeds Station serving the 
south of the city, supporting growth and 
regeneration.  A wider Masterplan for the 
station is being developed to provide a better 
gateway to the city 
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Rail Infrastructure and Capacity 
Improvements 

Smart Ticketing 

A government commitment to fund additional 
rail capacity to support around a 20% growth 
in commuting by train up to 2019.  Network 
Rail will provide the supporting infrastructure 
such as additional platform capacity (at 
Leeds and Huddersfield) and a new turn-back 
facility East of Leeds. 

Metro, City of York Council and the bus 
operators are rolling out smart ticketing 
across the network. A retail network has been 
established.  A government commitment has 
been made to smart ticketing on rail when 
franchises are renewed. It will be easier to 
use public transport for regular and 
occasional users by offering convenience and 
better value to passengers 

New Rail Stations A New Approach to Buses 
Funding has been secured for new stations at 
Kirkstall Forge (Leeds), Apperley Bridge 
(Bradford) and Low Moor (Bradford). Work is 
progressing on plans for a new station at 
Haxby near York. 

As a core part of the Local Transport Plan 
strategy, Metro is developing proposals for a 
step change in the provision of bus services.  
Options under consideration are a new form 
of partnership or franchising through a 
Quality Contract 

High Speed Rail East Coast Main Line Enhancements 
Plans have been published for the second 
phase of High Speed linking Leeds and 
Manchester with Birmingham and London by 
2032/33. This includes a new High Speed 
Rail station serving the Leeds City Region as 
well as a link to the ‘classic’ main line south 
of York. Capacity freed up on classic lines 
should enable connectivity to be enhanced to 
Wakefield, Bradford and other centres.  

The rail industry funding plans include £240m 
of enhancements to the East Coast Main Line 
between Leeds/Bradford, Wakefield, York 
and London. This will deliver on-going 
capacity, speed and reliability improvements 
on the line. 

M62 and M1 improvements Access York Phase 1 
The Highways Agency is currently carrying 
out a major upgrade to the busiest sections of 
the M62 and M1 in West Yorkshire. This will 
deliver more capacity and a better managed 
network, capable of accommodating growth 
and delivering more reliability and reduce the 
impacts of breakdowns and accidents 

Project to provide 1750 new Park & Ride 
spaces at Poppleton Bar and Askham Bar 
sites in York as part of a £20m investment. 
When complete in 2014 it will drive the 
continued success of the York Park & Ride 
system and enable more people to be carried 
and lead to further reductions in congestion 
within the historic city core.  

 
 
 
 
Approach to developing new measures 
 
The overall approach to developing new measures has drawn on previous strategies (such 
as the Leeds City Region Transport Strategy) and reflects the objectives set for the fund.  A 
comprehensive approach to assessing the need and potential of more than 20 main 
corridors across the area has drawn on evidence and local knowledge particularly of 
potential for regeneration, development and economic growth.  This approach generated a 
medium list of potential measures which were then assessed using economic and transport 
modelling tools to identify the measures that deliver the best value in terms of the economic 
benefits per pound of investment. 
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Vision for the Fund 
 
Our ambition is to deliver a transformational change to the economic landscape by investing 
in transport measures that will support and shape future decisions on employment and other 
land uses such as the location of new houses. Evidence from elsewhere, including other 
European countries, demonstrates that by linking key economic centres with fast, reliable 
public transport links, growth will be stimulated.  The following schemes have been identified 
as the medium term interventions that (coupled with the building blocks identified above) will 
deliver economic transformational change.  Whilst it is recognised that some of these will 
take longer than the initial 10 year period of the fund to develop, design and deliver and will 
require funding over and above the initial £1bn (for example through the ‘Earn Back’ deal 
with government), establishing the fund provides a local commitment to schemes proposed.  
 
 

A commitment to develop and design transformational change 

Electrification and upgrade of all core rail 
routes.  

Fixed Link connections between Leeds, 
Bradford and Leeds Bradford International 
Airport 

Next priorities (after current commitments) 
are the CalderVale Line linking Leeds, 
Bradford and Halifax to Manchester and 
Manchester Airport and the Leeds-Harrogate-
York lines. Leeds-Sheffield routes are also a 
priority. Includes higher quality electric trains. 
Business cases will be developed for the 
industry. 

Evidence from European City regions shows 
that those who do best economically have 
good links to/ from their Airports. A detailed 
piece of work will be undertaken looking at a 
range of options to provide these links to 
generate a full business case for a scheme. 

Expansion of the initial NGT network to 
provide a core ‘rapid transit’ network for 
West Yorkshire 

Enhancing the quality of the local rail 
network through the outputs of the 
Yorkshire Rail Network Study 

Following the commitment to lines 1 and 2 of 
the NGT network, work will be undertaken to 
develop proposals and business cases to 
create a core ‘rapid transit’ network. This 
could include further modern trolleybus 
schemes or tram-trains 

Network Rail is undertaking the next phase of 
work to determine measures to unlock up to 
£12bn of economic development through 
further investment in the rail network.  
Outputs include reduced journey times and 
more frequent services. Potential measures 
include the Wortley Curve providing better 
links from Bradford to the South. 
 

Preparing the local rail network for High 
Speed Rail 

Full upgrade of the strategic motorway 
network 

To ensure that the whole area benefits from 
the proposed new High Speed Rail Station in 
Leeds, public transport links and interchange 
facilities will need enhancing.  A package of 
measures will be developed and prioritised 
for delivery in advance of High Speed Rail. 

The measures currently being implemented 
by the Highways Agency are designed to 
provide relief to congestion problems in the 
short-medium term. Further upgrades of the 
motorway network is an essential 
complementary part of the overall investment 
in transport. 
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Core 10-year Package 
 
The core package contains those interventions that are deliverable and affordable in the first 
10 years of the fund.  Scheme costs have all been developed to an appropriate level of 
detail, include contingencies and allowances for third party contributions (where 
appropriate). They are not the limit of our ambition, but the enablers of change and have the 
greatest short term economic impact. It is also the case that these are not the only transport 
schemes that will be delivered over the 10-year period.  There will still be interventions 
delivered through the Local Transport Plan and more local schemes that address specific 
local community needs, essential maintenance of existing highways, safety schemes and 
initiatives to encourage more cycling and walking. 
 
The proposed measures have been categorised into 5 groups for ease of reading. They 
have been included in the package based on their economic performance and value for 
money. In short spending around £1billion pounds on these schemes will deliver the best 
economic return, and will maximise our access to future ‘Earn Back’ funds. 
 
The tables below provide brief descriptions and indicate the expected economic impact in 
terms of the number of jobs predicted 10 years after completion of the package. The jobs 
impact has been compared with the expected cost of the scheme to determine which deliver 
the best value for money. 
 
 
 
1 Rail and Rapid Transit  
The Rail and Rapid Transit measures in the 10-year core package complement existing 
committed and planned investments and help build the case for longer-term aspirations.  
Negotiations will take place with the Department for Transport (DfT), Network Rail and train 
operators to agree level of contribution from each partner. 
 

CalderVale Line Enhancements (Leeds-Bradford-Halifax- Manchester)             300+ jobs 

Short term enhancements designed to assist 
the case for electrification. Includes an 
increase in frequency of services to/from 
Manchester and improvements to rolling 
stock.  The scheme complements the 
planned Low Moor Station and Network Rail’s 
Northern Hub improvements. 

The scheme will make it easier to access 
employment opportunities (particularly in 
Manchester, Halifax, Bradford and Leeds) for 
communities living along the route along the 
route. 

Rail Park and Ride Package 150+ jobs 
Nearly 2,000 additional Park and Ride 
spaces at existing rail stations to accompany 
DfT investment in additional train capacity.  

The scheme is designed to support 
sustainable employment growth in the main 
urban centres and will particularly benefit 
commuters, but also support more travel into 
the urban centres by rail 

New Rail Park and Ride Station East of 
Leeds 

600+ jobs 

A strategic park and ride station at Micklefield 
complementing Network Rail’s proposed 
investment in a turn-back facility. The station 
will be located on rail routes to Leeds, Selby 
and York close to the A656, the A1(M), M1 
and A64.  There will be 500-750 additional 
park and ride spaces. 
 

Supports sustainable employment growth, 
particularly in Leeds City Centre, by making 
Leeds more accessible to areas of North 
Yorkshire and York.  It will help reduce 
highway congestion in east Leeds and on the 
A64. 
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Rail Station Gateways Enabling Scheme 
Enhancement of rail stations in the main 
urban areas to make them more welcoming 
gateways and facilitate interchange. Stations 
likely to include Leeds, Bradford Interchange, 
Bradford Forster Square, York, Halifax, 
Huddersfield and Castleford. 

Supports other schemes including all rail 
enhancement schemes. 

NGT Trolleybus Line 3 to Aire Valley, Leeds                                                        1100+ jobs 
Follow-on from lines 1 and 2 to link the Aire 
Valley Enterprise Zone with Leeds City 
Centre and the rail station.  Connection and 
enhancements to the planned  new Park and 
Ride site and accessed via Junction 45 of the 
M1. The scheme is complementary to the 
proposed Aire Valley Integrated Transport 
Scheme. 

Supports sustainable employment growth in 
the Aire Valley by providing better access to 
this important growth area from across the 
City Region, and particularly from the rest of 
Leeds, Bradford, Wakefield and Dewsbury. 

 
 
2 More efficient highway and bus networks 
The most substantial element of the programme (in terms of investment and jobs output) 
contains two area wide schemes that will deliver a step change in the performance of the 
strategic highway network benefiting car users, freight users and bus passengers.  This will 
be done by making more efficient use of the existing highway network. The establishment of 
the fund provides the opportunity for a comprehensive approach to these ‘congestion 
busting’ measures over a sustained period. Whilst these proposals cover the local highway 
network, discussions will be held with the Highways Agency on a co-ordinated approach 
covering their network too. The bus element complements the ‘new approach to buses’ 
being pursued by Metro either through a new Partnership or Quality Contract arrangement – 
this is essential to ensure that the full benefit of the investment is passed on to passengers. 
 

Core Bus and Road Network Upgrade 2560+ jobs 

A comprehensive and substantial upgrade of 
all ‘core’ routes across West Yorkshire to 
reduce congestion, improve reliability and 
speed up journey times. Route-by-route, a 
mix of measures will be applied to tackle 
congestion hotspots, improve junctions, 
manage parking better whilst improving 
conditions for pedestrians, cyclists and local 
businesses and communities. The bus 
element is targeted at reducing operating 
costs by reducing journey times, converting 
the bus fleet to low carbon and improving 
passenger information 

Outcomes will include an 8% average 
reduction in journey times for all traffic and a 
40% increase in reliability. The bus element 
would deliver a further 4% improvement in 
journey times, a 7% increase in bus 
frequencies and a reduction in fares (by 
reducing the overall costs of the operation).  
Substantial reductions in the cost to 
businesses and better accesses to 
employment opportunities will support the 
job increases and improve productivity  

Highway Network Efficiency Programme 400+ jobs 
This scheme tackles congestion across West 
Yorkshire with improvements to traffic control 
systems and integration of traffic 
management and traffic signal control 
centres. This will facilitate the creation of 
management plans for specific corridors 
tailored to reduce congestion and delays. It 
will also provide better resilience to extreme 
weather events.  

Congestion and delays will be reduced at 
hotspots across West Yorkshire meaning 
more reliable journeys for commuters, freight 
users and bus passengers. It will provide 
valuable evidence and data on where further 
improvements would bring  even more 
benefits to commuters, businesses and local 
communities 
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3 Multi-modal corridor improvements 
Analysis of the 20 main corridors across West Yorkshire identified those that were likely to 
generate the most significant economic benefit from a ‘whole route approach’ looking at bus 
improvements, highway improvements and the opportunity for Park and Ride (multi-modal).  
The approach has been to link together public transport and highway improvements with 
potential development and regeneration schemes to maximise the impact. These will include 
the key growth sites identified in the land use plans now being developed and ensure new 
employment sites can be accessed easily and sustainably from new and existing housing 
sites, not just locally but from across the area. A key feature of these schemes is the 
provision of road space for ‘priority’ vehicles including buses, but in some cases, the 
potential for high occupancy vehicles or freight users to benefit will be explored. 
 

A629 Halifax to Huddersfield Corridor 1350+ jobs 

Traffic light priority and junction 
improvements for access into Huddersfield 
and Halifax including an additional lane at 
Salterhebble facilitating easier access to 
Copley and Sowerby Bridge and 
improvements at the Ainley Top roundabout 
to reduce delays. This scheme includes road 
space and junction reorganisation, more 
efficient traffic lights, park and ride sites, an 
express bus service and measures to assist 
priority vehicles including better links to the 
A58. Halifax town centre would benefit from 
a major rail station upgrade, a bus box and 
pedestrianised zone creating a gateway to 
Piece Hall and the town centre. Bus priority, 
including bus gates and mini bus terminus to 
support bus-rail interchange in Halifax 

Reduces congestion and substantially 
improves journey times along the corridor. 
Opens up new employment land to the east 
of Halifax Town Centre and significantly 
improves public transport making it a more 
realistic choice.  Particularly improves 
access to Copley employment area. 
Addresses air quality problems and provides 
safely access to cycle routes. It will better 
connect the two towns, with each other and 
with the critically important M62 corridor 

A653 Leeds to Dewsbury Corridor 700+ jobs 
Multi-modal corridor improvement 
incorporating bus reliability, capacity 
enhancements, Park and Ride facilities and 
highway capacity improvements at key 
junctions along the corridor. Includes 
developing express bus services between 
Leeds City Centre and Dewsbury (with stops 
at key locations such as business parks, 
park and ride sites, and shopping centres), 
creation of bus lanes, bus priority schemes, 
and highway, junction and traffic light 
improvements 

Supports housing and employment growth in 
north Dewsbury (Chidswell) while providing 
existing and new residents with faster access 
(by car and bus) to Leeds city centre, White 
Rose, Aire Valley and the M62 corridor. It 
addresses local congestion issues, helps 
cyclist and pedestrian movement and 
provides better access to Leeds city centre, 
thereby helping to accommodate further city 
centre and local employment growth. 

A62 Huddersfield to Heckmondwike & A644 Dewsbury to M62 including Cooper 
Bridge                                                                                                                        500+jobs 
Highway work to deal with congestion in and 
around the Cooper Bridge Gyratory junction 
to the east of Huddersfield and facilitate 
access to the development site. Includes 
road widening, junction improvements and a 
new relief road around Ravensthorpe.  
Where feasible, road space will be provided 
for ‘priority’ vehicles 

Supports employment growth in the Cooper 
Bridge area by providing better access from 
existing and new housing in Dewsbury, 
Huddersfield and parts of Calderdale. 
Improved access to the M62 provides wider 
connectivity improvements. Also supports 
housing growth in South Dewsbury and 
addresses local air quality and congestion 
issue 
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A650 Tong Street, Bradford 160+ jobs 
Highway widening on the A650 to increase 
capacity at junctions and allow for either a 
bus lane or a High Occupancy Vehicle Lane 
from the A650/A651 Westgate Hill Street to 
Knowles Lane. There are also provisions for 
an inbound priority lane on Westgate Hill 
Street east of the A651.   

Supports sustainable housing growth in 
South East Bradford by providing faster and 
more reliable bus access into the city centre. 
Addresses poor local traffic and 
environmental conditions, congestion and 
improves the strategic links between 
Dewsbury and Bradford, and Wakefield and 
Bradford 

Bradford to Shipley Corridor 960+ jobs 
Capacity enhancement and bus priority 
including the dualling of sections of Canal 
Road. Highway improvements at the A6038 
Otley Road/A650 Bradford Road and the 
A6038 Otley Road/A6037 Valley Road 
junctions will be undertaken to encourage 
through traffic to use Canal Road rather than 
the A650 corridor which will improve bus 
operating conditions on the A650 corridor. 

Supports employment and housing growth 
along Canal Road by removing significant 
levels of congestion along the corridor. Also 
supports improved access into the Bradford 
City Centre and south Bradford (and the 
M62) from Shipley, Airedale and beyond.  

A650 Bradford to Keighley Corridor 170+ jobs 
Highway improvements to allow for easier 
access to Keighley and movement of traffic 
and pedestrians within Keighley Town 
Centre. This scheme includes measures 
designed to enable the regeneration of 
Keighley town centre and address 
congestion issues.  A650 Hard Ings Road 
will be upgraded to a dual carriageway to 
increase the road capacity and remove some 
traffic from Keighley town centre. 

Reduced congestion on the road network in 
and around Keighley. Reduces commuting 
times and business costs for longer distance 
traffic from North West Bradford (and 
Skipton) along Airedale and to the motorway 
network. 

A641 Bradford to Huddersfield Corridor 590+ jobs 
Town centre improvement works in 
Brighouse to improve pedestrian and cycle 
access, bus speeds and the urban realm.  A 
new bypass, around Brighouse to the east 
and south. Road space reallocation generally 
within the existing highway boundary to 
provide lanes for priority vehicles. Junction 
improvements to increase capacity and 
targeted at priority vehicles  

Supports employment and housing growth 
along the Bradford-Huddersfield corridor and 
across East Calderdale, including east and 
south Brighouse. Improves access to the 
M62, Cooper Bridge, and tackles significant 
congestion around Brighouse. Further 
benefits when implemented with the M62 
junction 24a proposal  

A19 Corridor, York 49+ jobs 
Provision of bus priorities and improved 
access to the Designer Outlet Park and Ride 
facility to the south of York city centre. 

Reduces journey times and provides 
enhanced access to employment 
opportunities. Highway works will improve 
flood defences in the area boosting network 
resilience. 

Clifton Moor Park and Ride & Corridor, 
York 

56+ jobs 

New Park and Ride at Clifton Moor to the 
north of the city and enhancements to the 
corridor linking it to the City Centre including 
bus priority lanes 

Improves access to employment in central 
York, and improved public transport services 
to York Hospital building on York’s 
successful Park and Ride strategy 
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4 Other Targeted Improvements to support employment growth 
Where they are not covered by specific corridor measures, specific measures for other main 
urban/employment areas have been included: 
 

Wakefield City Centre Package 190+ jobs 

Integrated Transport improvements in 
Wakefield City Centre to ease congestion 
and improve bus, cycle and pedestrian 
movements. Includes a new gyratory system 
using Ings Road, Denby Dale Road and 
Charlesworth Way. Also includes a major 
junction improvement at the junction of 
Marsh Way, Peterson Road and Kirkgate 
and southbound bus lane on Kirkgate.  

Employment benefits by reducing congestion 
and improving accessibility to Wakefield City 
Centre. Support sustainable growth in the 
city and provide the necessary highway 
infrastructure to facilitate the regeneration of 
Kirkgate and Ings Road. Delivers improved 
pedestrian connectivity, safety/security and 
air quality. 

Leeds City Centre Package Significant 
A city centre traffic management package 
that reduces through traffic in and around 
Leeds City Station (enhancing it as a 
pedestrian gateway), and improves bus, rail 
and taxi interchange. The scheme includes 
measures at City Square, improving Armley 
Gyratory junction, enhancements to the 
M621 corridor, new signage, ‘active’ traffic 
management on the Inner Ring Road, 
revised traffic circulation south of the river 
and the provision of additional bus facilities. 

This scheme and benefits are still being 
refined, particularly in light of the recent High 
Speed Rail announcement. A key outcome of 
the scheme will be improved public realm 
and a more pedestrian friendly central area. 
Supports significant employment growth in 
the city centre. 

Aire Valley Enterprise Zone Package 400+ jobs 
A new Link road and river ridge to connect 
East Leeds Link Road to Pontefract Road. 
Strategic Park and Ride site on East Leeds 
Link Road with an express bus service to 
Leeds City Centre and connecting services 
to local communities. This scheme will pave 
the way for the proposed NGT extension into 
the area. 
 

Significant improvements in access to and 
through the Enterprise Zone facilitating the 
expansion of businesses and employment 
opportunities in Leeds and adjacent districts, 
particularly Wakefield, Castleford/Pontefract 
and Dewsbury. Better access for deprived 
communities to around 40,000 new jobs.  

York City Centre Public Transport 
Infrastructure 

24+ jobs 

Substantial enhancements to the public 
transport infrastructure and public transport 
priority measures across the central York 
historic core. Includes a new bus 
interchange adjacent to the railway station 

Improves accessibility to employment in 
central York and widens accessible labour 
market. Likely to improve bus journey times 
and service reliability. 

 
 
 
5 Improving the Highway Network to Support Growth 
The analysis undertaken shows that some new highway construction can be particularly 
effective at creating jobs, opening up employment opportunities, improving access from 
housing growth areas and providing traffic relief from urban centres and local communities. 
Integrated transport solutions have been considered, where feasible or appropriate (such as 
improvements for buses or new Park and Ride sites). The highway measures with the 
greatest potential to unlock new jobs and best value for money have been included in the 
core programme. 
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Wakefield Eastern Relief Road 1700+ jobs 

The Wakefield Eastern Relief Road is between 
the A638 (Doncaster Road) to the east and 
A642 (Aberford Road) to the north. The road 
crosses the River Calder and the Wakefield – 
Normanton – Castleford rail line. A Park and 
Ride site of 300+ spaces is included close to 
the A642 near to Pinderfields General 
Hospital. Bus priority measures on the A642 
and/or the A638 towards and including 
Wakefield City Centre are also included. 

Substantial job creation through providing 
direct access into the East Wakefield 
employment growth area for residents across 
Wakefield. The road acts as a bypass to the 
City Centre and therefore reduces congestion 
and increases accessibility.  The Park and 
Ride aspect locks in the public transport 
benefits.  

Castleford Northern Bypass 350+ jobs 
A regeneration scheme involving a new 5km 
single carriageway to the north of Castleford 
and north of the River Aire.  The new road is 
situated between Cinder Lane, Lock Lane and 
Wheldon Road. Includes a new roundabout at 
the A6032 Methley Road, Cinder Lane 
junction. 

A key component of the Castleford Growth 
Plan which seeks to increase employment, 
facilitate the regeneration of the river front and 
cater for the housing growth. Widens the 
labour market catchment area for new 
employment and provides local people with 
better access to employment 

Glasshoughton Southern Link Road     130+ jobs 
A new highway link from Cutsyke Road 
through to Whistler Drive aimed at cutting 
congestion. It includes upgrading footpaths 
and bridleway facilities around the roundabout 
on Cutsyke Road 

Supports employment growth in 
Glasshoughton and facilitates the access to it 
from the M62, Castleford and other parts of 
West Yorkshire. 

Pontefract Northern Bypass 50+ jobs 
A new section of highway on the northern 
extent of the old Prince of Wales Colliery site 
from Park Road (with a new traffic light 
controlled junction) to Skinner Lane   

Reduce congestion between Pontefract and 
the M62 and enables housing growth with 
Pontefract. Increases the labour catchment 
area for new employment opportunities in the 
area and in the Aire Valley. 

East Leeds Orbital and Outer Ring Road  1700+ jobs 
A scheme to facilitate economic development 
including new orbital highway route from the 
M1 Junction 46 to west of the A58.  Upgrade  
of the A61 and King Lane roundabouts to 
traffic light controlled junctions. Includes a link 
road between Manston Lane (MLLR) and M1 
Junction 46 and East Leeds Orbital Route 
(ELOR) from Manston Lane to the west of the 
A58.  

Facilitates significant housing and employment 
growth.  Provides significant journey time 
savings across the orbital northern route 
around Leeds, reducing business costs and 
expanding commuter catchments to 
employment sites such as Thorpe Park. 
Assists the uptake of public transport, by 
reducing congestion. Supporting significant 
levels of housing growth will provide the labour 
pool needed to support employment growth in 
Leeds  

New Access Road to Leeds Bradford 
Airport 

200+ jobs 

A new single carriageway road linking to the 
airport with new junctions on the A65 and 
A658 with upgrade to the A65 to provide bus 
priority measures including at the A65/A6120 
junction.  

Improves highway access to Leeds Bradford 
International Airport and enables future 
employment growth. Supports improvements 
in express bus links between the Airport and 
the centres of Leeds and Bradford. Reduces 
congestion on the A65 and A658 through 
Rawdon and Yeadon.  
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A6110 Outer Ring Road, Leeds 200+ jobs 
Highway improvement package for the A6110 
from M621 J1 to the A647 Stanningley 
Bypass. 
Includes enhanced pedestrian and cycling 
facilities as well as junction improvements at 
key intersections along the route. 
Complements measures planned elsewhere 
on the Leeds Outer Ring Road. 

Reduces business costs and expands labour 
markets by addressing significant congestion 
on the Ring Road through Farnley and 
Wortley. Improves the performance of radial 
bus movements and significantly improves 
access to the M621 from East Bradford and 
West Leeds. 

New Motorway Junction 24a on the M62, 
Kirklees 

370+ jobs 

A new motorway junction to tackle regular 
delays and queuing vehicles backing up on the 
M62. A new restricted access grade separated 
motorway junction with east facing slip roads 
(to allow vehicles to access the M62 in the 
eastbound direction and to exit from the M62 
westbound). 

Provides better access to the M62 for 
residents and businesses in North 
Huddersfield and East Calderdale, reducing 
congestion at Cooper Bridge and junctions 24 
and 25. Supports the growth of Cooper Bridge 
employment site.  

Tong Street/Westgate Hill Street to Laisterdyke inc. Bowling Back Lane link, Bradford 
1200+ jobs 
A new highway link from the A650 to the 
A6177 in South East Bradford. The route will 
link to the A651 to North Kirklees and A650 
Westgate Hill roundabout. The scheme also 
involves improving Bowling Back Lane 
between the A650 roundabout and Sticker 
Lane. This will provide an alternative route for 
traffic between Bradford City Centre and 
Thornbury Gyratory. 

Facilitates housing growth in Bradford and 
improves access to the Holme Wood area. 
The Bowling Back Lane component provides 
additional highway capacity between Bradford 
and Leeds, and enables the transformation of 
Leeds Road to address local issues and 
upgrade the Route 72 Hyperlink bus service. 
Significant increases in accessible labour 
markets support the new job growth, 
particularly in Bradford 

Harrogate Road/ New Line Junction, 
Bradford 

30+ jobs 

All of the approaches to this junction would be 
improved to relieve the heavy congestion 
which currently afflicts the junction at peak 
hours. Pedestrian and cycling facilities will also 
be provided at the junction, where none 
currently exist. 

This scheme would address a heavily 
congested junction in north Bradford and by 
providing improved high way access would 
create increased housing and employment 
opportunities in the area and enhance 
connectivity into Bradford from the Airport, 
access to the new Apperley Bridge rail station 
and highway access between Leeds and north 
Bradford and Airedale. 

York Central Access 1303+ jobs 
New transport links to provide access to the 
York Central development site adjacent to 
York station. Likely to include new means of 
pedestrian access to the station and 
sustainable links to neighbouring areas. 

Provides enhanced access for all modes of 
transport to this major development site  and 
facilitates the creation of over 1300 jobs and 
GVA of more than £92m per year 

York Outer Ring Road Enhancements 100+ jobs 
Improvements along the northern section of 
the A1237 York Outer Ring Road to tackle this 
significant congestion hotspot and remove 
existing pinch points, through the targeted 
upgrade of existing junctions and approaches.  

Improves journey times and reliability for 
businesses, commuters and leisure travellers. 
Will improve access from York and the wider 
county of North Yorkshire to the Strategic 
Road Network at the A1 and will benefit road 
users travelling from Harrogate – Malton – 
Scarborough and Selby – Harrogate.  

APP-4-3-6

Page 25 of 26



APP-4-3-6

Page 26 of 26


	APP-4-3 John Henkel
	John Henkel 3
	APP-4-3 John Henkel Appendices Contents Page
	APP-4-3-1 Legal Analysis of Procurement Options
	APP-4-3-2 Competition Commission Route and Urban Area Analysis
	APP-4-3-3 Bus Strategy ITA Exec Jan 2012 FINAL
	APP-4-3-4 Moving in the right direction - G Fearnley 7 March 2014
	Giles Fearnley part 1
	Giles Fearnley part 2

	APP-4-3-5 p1525 Tracker Survey 2013

	APP-4-3-6 WYITA Executive Board report 22 March 2013 on West Yorkshire Transport Fund



