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Dear Secretary of State
Leeds City Region Transforming Cities Fund – Bid Submission
We are pleased to submit to the Department for Transport, the Leeds City Region’s
submission to the Transforming Cities Fund.
Reliable, affordable, sustainable transport is essential to enable people to access skills
and job opportunities, particularly those who face disadvantage, to tackle the climate
emergency and to raise our region’s productivity. We are shaping our skills, inclusive
growth, business support and wider infrastructure programmes to contribute to these
objectives. This holistic approach will ensure we have a more significant and meaningful
impact on people’s lives, on the ability of our businesses and the economy to grow, and
on the environment.
Our Transforming Cities Fund package is part of this overall approach. Our submission
will deliver a City Region where communities are better able to access a transport
network that is more accessible, affordable and attractive. It will also provide people
with a more realistic alternative to the car and the choice to make more journeys that
are sustainable, healthier, and that ultimately enable our towns and city centres to be
re-shaped with people at their heart.
A 21st century transport network is key to creating economic growth around the region,
building resilience into communities and helping people to access employment and
education opportunities. Through this submission we will address the challenges
currently experienced by our most disadvantaged communities, including being cut off
from opportunity for employment and not having access to sustainable travel, both for
local journeys as well as across the region.
Through the Transforming Cities Fund, we will deliver the future that we want as City
Region, one that is responding to a changing economy and the climate emergency, and
addresses the concerns and needs of our young people. It will deliver a real step
change for our communities across the region, connecting people to economic and
education opportunities through affordable, sustainable transport, boosting productivity
and helping to create cleaner, healthier and happier communities for the future.
The way we currently analyse the economic benefits of schemes rightly accounts for
the impacts on all users. However, we are trying to create a transformational change in
behaviour, and to do this we need to put people at the heart of our proposals, to
ensure that those walking, cycling or on public transport have the priority they need
for a reliable, safe and attractive journey.

Our approach through the Transforming Cities Fund is to prioritise those using
public transport, walking and cycling, as also clearly set out in DfT’s guidance.
Where we have analysed the benefits to those users, we see a higher value for money
for our customers and sustainable transport users. We have a strong strategic case and
through TCF we can learn new lessons about how the appraisal system can best
support decision-makers in order to contribute to the broader objectives – like tackling
inequality and the climate emergency – that we face in the 21st Century.
Through this Programme we will:


Transform access for our communities of persistent poverty to
employment opportunities and skills centres.



Create smart, clean and liveable places which make cycling and walking
the obvious choice for accessing town and city centres – improving air
quality and reducing car dominance.



Transform the public transport and active travel offer from housing and
employment sites, ensuring that people are enabled to make sustainable
travel choices from day one.



Make travel by bus an attractive and more reliable offer for commuters
through spreading the benefits of ‘Connecting Leeds’ to the rest of the
City Region.

As we work towards economic prosperity for the North, we strongly urge you to respond
positively to this submission and its exciting vision for the future of transport in our
region.
Yours sincerely,

Cllr Susan Hinchcliffe
Chair of West Yorkshire
Combined Authority and Leader,
Bradford Council

Cllr Tim Swift MBE
Leader, Calderdale Council

Cllr Shabir Pandor
Leader, Kirklees Council

Cllr Mark Crane
Leader, Selby District Council

Cllr Kim Groves
Chair of West Yorkshire
Combined Authority Transport
Committee

Cllr Richard Foster
Leader, Craven District Council

Cllr Judith Blake CBE
Leader, Leeds City Council

Cllr Peter Box CBE
Leader, Wakefield Council

Cllr Richard Cooper
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Council

Cllr Carl Les
Leader, North Yorkshire County
Council

Cllr Keith Aspden
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1. Executive Summary
1.1.

With a population of over 3 million people and a GVA of a nearly £70bn per annum,
Leeds City Region is a growing and vibrant place with huge potential. Our economy
is set to rise by 47% in real terms by 2036, which means a net growth of £30bn on
2012 prices. This makes us the largest city region economy in the UK, with an
output larger than 10 EU countries, and the biggest contributor to the Northern
Powerhouse.

1.2.

As such, we are well placed in a post Brexit economy as the economic, cultural and
geographic gateway to Yorkshire and the wider Northern Powerhouse.
Transforming Cities Fund will take us a significant step forward in fulfilling our
potential. Alongside our Future Mobility Zone bid, our Transforming Cities Fund bid
presents an ambitious programme of interventions which will create a step change
in sustainable travel for Leeds City Region residents, better connecting them to the
labour market in a clean, inclusive and affordable way.

1.3.

The Transforming Cities Fund forms the next major Programme of transport
infrastructure for our City Region and will be essential to reducing reliance on car
travel and meeting the Leeds City Region commitment to become a net zero carbon
city region by 2038. This will support better air quality, health and wellbeing
outcomes for residents. Through improvements to bus quality and reliability as well
as improving infrastructure for walking and cycling, we will create an attractive
alternative to the private car and create more liveable places.
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Our TCF Programme will:
•

Improve public transport and active travel options for 1.5 million people,
of which 41% live in the 20% most deprived communities

•

Take up to 12.5 million car trips per year off our roads by 2036

•

Against a forecasted increase in carbon emissions from transport, reduce
CO2 emissions from car travel by up to 1.5% (up to 15,000 tonnes) by
2036

•

Increase bus trips by up to 6%, rail trips by 4% and walking and
cycling to 7% by 2036 – contributing to our targets

•

Add over 1,100 jobs and up to £1bn to the economy by 2036

•

Support connectivity to 650 housing and 220 employment sites that have
the potential to deliver 45,000 new homes and 1,573ha of employment
space.

These outcomes will be delivered by:
•

Transforming access to employment opportunities and skills provision for
our communities in areas of persistent poverty

•

Creating smart, clean and liveable places which make cycling and walking
the obvious choice for accessing town and city centres

•

Improving air quality and reducing car dominance in our town and city
centres

•

Transforming the public transport and active travel offer to and from
housing and employment sites, ensuring that people are able to make
sustainable travel choices from day one

•

Making travel by bus an attractive and more reliable offer for commuters by
spreading the benefits of ‘Connecting Leeds’ to the rest of the City Region

1.4.

Leeds City Region is at the heart of the UK, within an hour’s drive of seven million
people. Levels of commuting between our 10 districts is significant – 92% of those
who live in the region also work in the region. This means improving access to jobs
by sustainable modes within the City Region is key to boosting quality of life, access
to opportunities and productivity for all our communities.

1.5.

Our ambition is to create an integrated, flexible, sustainable transport system, which
supports a productive economy and enables all of our communities to benefit from
the City Region’s success. This Programme will help to ensure that we have the
local connectivity to maximise the potential of our communities and add over £1bn
to the Leeds City Region’s economy by 2036.
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Vision and Objectives
Leeds City Region TCF Vision
“Connecting people to economic and education opportunities through affordable,
sustainable transport, boosting productivity and helping to create cleaner, healthier and
happier communities for the future”
”
This vision has shaped our Programme objectives:
Objective

Description

Enabling inclusive growth

To enable as many people as possible to
contribute to and benefit from economic growth,
and contribute to improved health and wellbeing of
our residents.

Boosting productivity

Working with our businesses and universities to
close the productivity gap, create thousands of
jobs and add substantially to our economy.

Supporting clean growth

Achieving our target for a net zero carbon
economy by 2038 through lowering carbon
emissions and taking advantage of new
innovations to create jobs and growth.

Delivering 21st century transport

Creating a transport system which addresses the
challenges we face around capacity, connectivity,
sustainability and air quality.

Our Challenges and Opportunities
1.6.

Our programme is focussed on delivering six key economic and transport
challenges:

1. Tackling persistent poverty and stalled living standards. The deprivation profile of
the City Region has remained relatively unchanged in 15 years – there are persistent
pockets of deprivation which aren’t improving and considerable spatial inequalities.
2. Transport impacting access to jobs and training. Access to employment and
training opportunities is curtailed by an inadequate transport offer which has not kept
up with changing needs and travel patterns. There are some areas of ‘transport
poverty’ in the Leeds City Region suffering from poor transport affordability and
accessibility.
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3. Reducing the productivity gap. The Leeds City Region lags behind the UK average
for productivity. If productivity in Leeds City Region matched UK levels the economy
would be around £11bn larger.
4. Transport constraining growth. The City Region’s population and economy is
expected to grow in the future – especially with major investments such as HS2 and
Northern Powerhouse Rail (NPR) – but the current public transport provision lacks the
capacity to accommodate the existing and future demand.
5. Making sustainable travel the obvious choice. Bus patronage is in decline and
cycling and walking have relatively low mode share – investment in sustainable
transport is required to reach our full potential, reduce the reliance on private car use
and contribute to becoming a net zero carbon city region by 2038.
6. Decarbonising the transport network. The Leeds City Region has a target to
become a net zero carbon economy by 2038 and this will not be achievable without
significant decarbonisation within the transport sector.

Our Transforming Cities Fund Programme
1.7.

Delivery of our Transforming Cities Fund Programme is critical to enabling inclusive
growth in Leeds City Region. Together, the packages that make up this Programme
will enable transformational change, helping more people to access jobs and
training opportunities by sustainable modes. Our high scenario further embeds the
transport and economic benefits realised in the core package and this is
fundamental to enabling inclusive growth.

1.8.

Through our robust prioritisation process, schemes have been selected based on
where they improve accessibility for areas of persistent poverty. The map below
shows the Leeds City Region Transforming Cities Fund programme mapped
against the 40% most deprived areas according to the Indices of Multiple
Deprivation (IMD).
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Figure 1: Leeds City Region TCF Programme and Top 40% Most Deprived Areas According to IMD

Aligning Programmes
1.9.

We recognise that other measures are needed to tackle persistent deprivation,
reduce our carbon emissions and improve our productivity. That is why we are
aligning our wider programmes to focus on specific communities and town and city
centres where we think a holistic approach will have the biggest impact. Using the
IMD as a guide, we are already targeting specific schools with our education
programmes. These areas are also spatially aligned with the Leeds City Region
Transforming Cities Fund Programme. One example of this – the Enterprise Advisor
Network – is shown alongside Transforming Cities Fund schemes in Figure 2 below.
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Figure 2: Leeds City Region TCF Programme and Enterprise Advisor Network Activity

1.10. As further funding is allocated to inclusive growth interventions we will target these
areas to build confidence, capacity, basic skills and aspirations of people currently
excluded from economic opportunity, growth and prosperity. This links directly to
where our Transforming Cities Fund will be spent to ensure those people can
access both the skills and employment opportunities on offer. Similarly,
Transforming Cities Fund will be spent in those towns and city centres where other
interventions are being put in place to improve air quality, to reduce carbon
emissions and where our emerging Local Industrial Strategy has identified priorities.
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Leeds City Region TCF Investment Programme – Summary
Our prioritised Programme of interventions will:
•

Transform the bus offer by providing two new Park and Rides and new
bus priority on 6 major bus corridors to create more reliable and
faster bus journey times from deprived communities to key employment
sites. There is an urgent need to dedicate road space to sustainable
modes and reduce the dominance of the private car

•

Transform our town and city centres for walking and cycling by
delivering high quality CityConnect style infrastructure and improved
sustainable access to rail stations in Leeds, Halifax, Huddersfield,
Bradford, Wakefield, Harrogate, York, Skipton, and Selby

•

Transform the bus navigation and provision of bus travel information
across the Core Bus Network in West Yorkshire

•

Provide a step change in the waiting environment at Heckmondwike,
Cleckheaton, Bradford Interchange, Glasshoughton, and new bus
interchanges with improved cycling and walking access in Dewsbury and
Huddersfield

•

Significant improvements to walking and cycling by delivering high quality
‘CityConnect’ style infrastructure on 6 key corridors to housing and
employment sites

•

Deliver a new White Rose Rail Station to accommodate future
connectivity and employment growth

•

Provide the sustainable transport networks to enable Bradford and Leeds
Clean Air Zones to be effective

•

Enable direct sustainable access to major development sites,
including White Rose Business Park, Olympia Park and York Central

•

Complement and prepare for High Speed2, Northern Powerhouse Rail
and Transpennine Route Upgrade

Funding
1.11. This Strategic Outline Business Case sets out the case for three funding scenarios
through Transforming Cities Fund – low, core and high. Each scenario contains a
discrete Programme of schemes for delivery.
Table 1: Leeds City Region TCF Funding Scenarios

Scenario

Low

Core

High

TCF Financial Ask

£292.2m

£406.3m

£480.5m

Value for Money

1.49

1.53

1.48

Value for money – focussing only on public
transport users and those who cycle and walk

2.00

1.99

1.89

1.12. The way we currently analyse the economic benefits of schemes rightly accounts
for the impacts on all users. However, our approach through Transforming Cities
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Fund is to favour those using public transport and those walking and cycling.
Therefore, we have analysed the benefits to those users only which produce a
higher value for money – as illustrated in Table 1 above.
1.13. We also have ambitions to develop a mass transit solution in West Yorkshire and
through our work with Government on devolution are looking for development
funding to continue momentum. If Government is minded to support this, we have
asked for £20m through Transforming Cities Fund to continue the important work on
mass transit. There is also an additional ask of £23 million for Queensbury Tunnel
– a disused heritage asset – which has potential to become a high quality cycling
route. The funding would deliver remediation of the tunnel and conversion to a
cycling and walking route alongside connections to Bradford and Halifax centres.
This would also provide a potential visitor and tourist attraction for Bradford and
Calderdale as a leisure route, linked to the Great Northern Railway Trail, part of the
National Cycle Network.
1.14. Our Transforming Cities Fund Programme builds on our extensive experience of
delivering transformational change in the City Region through large scale
investment programmes such as West Yorkshire plus Transport Fund, CityConnect
and Connecting Leeds. Transforming Cities Fund will further integrate our transport
network by filling strategic gaps to enable a significant increase in the take up of
sustainable travel options. This is essential to deliver the next stage of our pipeline
and create a step change in connectivity for our communities most in need, future
proofing our network in readiness for major national investment to come through
High Speed 2, Northern Powerhouse Rail and Transpennine Route Upgrade.
1.15. The map below shows how the Transforming Cities Fund Programme fills the
strategic gaps in our transport network, building on our existing West Yorkshire plus
Transport Fund, Connecting Leeds and CityConnect programmes.
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Figure 3: Leeds City Region TCF Schemes (navy) and West Yorkshire plus Transport Fund,
Connecting Leeds and CityConnect Interventions

1.16. We also recognise that the future is uncertain and the way people travel is
changing. Travel patterns have grown alongside technological advancement and
rapidly expanding digital revolution which is changing the ways we work and
interact. Even if the number of trips people make don’t increase, there is a move
towards the intensification of knowledge intensive jobs in towns and city centres and
a need to change the way people travel to more sustainable modes to achieve our
wider objectives. Whilst we can’t be certain about the future, our are future proofed
to have a meaningful impact across most scenarios.
1.17. This Programme will have a transformational impact across the entire City Region
geography. Our Transforming Cities Fund Programme will:
•

Transform bus and rail interchange in Halifax Town Centre, coupled with Healthy
Streets interventions for North West Halifax. This will reduce severance and
improve access to opportunities to key education and employment sites such as
Nestle and the new Trinity Sixth Form College (adjacent to the bus station).

•

Make Huddersfield Town Centre Transpennine Route Upgrade ready, through
enhancing accessibility to and between the bus and rail stations – delivering
Huddersfield Local Cycling Infrastructure Plan and supporting the wider town
centre masterplan.

•

Transform the public transport offer for Dewsbury Town Centre including a new
bus interchange facility and high quality walking and cycling routes to the town
centre and the colleges. Improvements to bus reliability and cycling and walking
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infrastructure on the Dewsbury to Bradford and North Kirklees Growth Zone to
Leeds corridors will further encourage take up of sustainable travel opportunities.
•

Transform access to and within Bradford City Centre through pedestrianisation,
new cycle infrastructure and a high quality access route to Bradford Interchange.
This will significantly enhance Bradford as an attractive and well-connected city,
improve air quality, support the delivery of regeneration projects and prepare it for
the arrival of Northern Powerhouse Rail. A new bus-based Park and Ride for
South Bradford will provide a means of accessing the city centre in a sustainable
way, complementing the city centre package.

•

Undertake major works to the front of Leeds City Station, which will improve
pedestrian and cycle accessibility and provide a world class new public space,
helping to make Leeds High Speed 2 and Northern Powerhouse Rail ready.
Investment in high quality cycle infrastructure on the periphery of the city centre will
reduce severance and fill strategic gaps in Leeds’ cycle network – enabling those
communities to access jobs and skills opportunities in the education cluster in
Leeds South Bank and Leeds City Centre. In addition, a bus rapid transit corridor
from East Leeds to Leeds City Centre will hugely improve capacity for commuters
coming from the east of the City Region, and improve reliability for residents and
commuters.

•

Transform Wakefield City Centre through removal of traffic at the Northern and
Civic Quarters, enhanced high quality cycle infrastructure and storage and a range
of measures to reduce congestion and improve air quality. This will support the
city’s wider regeneration objectives, making the most of the city’s heritage to
enhance connectivity and drive growth. Complemented by bus quality and
cycling/walking infrastructure on the A61 and A639 corridors towards Leeds, this
represents a comprehensive package of measures to encourage shift to sustainable
modes in the Wakefield district.

•

Deliver a transformational package of walking, cycling, public transport and
interchange improvements for Harrogate which will enhance connectivity to the
most deprived parts of the district, better connecting people with rail, bus,
healthcare, employment and new developments. A high quality segregated cycle
route to Knaresborough will provide a step change in cycle connectivity to three
rail stations.

•

Connect Skipton Rail Station to the bus station more effectively and key
development sites in the town centre through enhanced cycling and walking
infrastructure to employment and housing sites, supporting the town’s masterplan.

•

Reconfigure York Rail Station frontage, creating a much improved multimodal
interchange facility, and improving pedestrian access into the station and to the city
centre – crucial for future growth. This will also support York Central – a major
development site behind the station, set for 90,000m2 commercial space and 2,500
new homes.

•

Transform Selby Rail Station to be at the heart of a suite of new housing and
employment developments through much needed new cycling and walking
infrastructure and multimodal interchange. A footbridge will provide direct access to
the Olympia Park site, the town’s primary future employment site which will be
home to 3,250 new jobs.
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•

Deliver a new rail station at White Rose which will significantly increase capacity to
accommodate future employment growth, support access to key employment and
retail centres and provide a bus/rail interchange facility. Connectivity to employment
and skills opportunities will be greatly improved for the communities of Churwell,
Millshaw and Cottingley.

1.18. Our programme of investment, outlined here, will have a transformative impact on
our places, reducing car dominance and improving air quality ensuring our
communities are well prepared for future growth. These interventions have all been
prioritised based on the need to deliver the programme by March 2023.

Delivery of the Programme
1.19. We have a strong track record of delivering multi modal infrastructure projects
across the City Region and are well established to deliver a programme of this size
and scale to tight timeframes. Our robust and well tested assurance framework will
help to facilitate this, and ensure projects are kept on track and delivered to the
objectives of the programme.
1.20. Our extensive experience of consultation and engagement, as well as embedding
behaviour change following delivery, will give our projects the best chance of
success and ensure that the communities that will be impacted will have a say in
their development and delivery.
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2. Introduction
Purpose of this Document
2.1.

This document forms the Strategic Outline Business Case for the Leeds City Region
Transforming Cities Fund (TCF) Tranche 2 Bid. The document has been prepared
in line with TCF guidance.

Background
2.2.

As part of the Government’s Industrial Strategy and the National Productivity
Investment Fund, the Transforming Cities Fund (TCF) aims to drive up productivity
through improved connections between urban centres and suburbs. To achieve this,
the TCF provides a significant opportunity to invest in infrastructure that will improve
low carbon, sustainable transport connectivity in some of England’s largest cities.

2.3.

On 8 June 2018, West Yorkshire Combined Authority submitted the stage 1 TCF
submission on behalf of the Leeds City Region. The contents of the Leeds City
Region stage 1 submission were developed through a series of workshops, one-toone and committee meetings with members and officers from across the City
Region. The stage 1 submission was also shaped by existing and ongoing work,
such as the Leeds City Region Connectivity Strategy, and TCF is an opportunity to
deliver interventions which are in the emerging pipeline as identified through the
Inclusive Growth Corridors Plans being developed as part of the Leeds City Region
HS2 Connectivity Strategy

2.4.

The Leeds City Region Stage 1 submission is available through the web-link
below1. The submission focused around three themes:
•

Strand 1: Transforming connectivity on four corridors in greatest economic need
(these are a subset of the corridors of greatest economic need identified through
the Leeds City Region HS2 Connectivity Strategy)

•

Strand 2: Creating eight transformed 21st century gateways (plus a number of
smaller locations).

•

Strand 3: Transforming mobility for future generations (which to a degree also cuts
across Strands 1 and 2).

2.5.

In September 2018, the DfT confirmed that the Leeds City Region was one of
twelve areas successfully shortlisted by Government and is therefore able to submit
proposals for stage 2.

2.6.

The scope and geography were agreed through the stage 1 submission; through
stage 2 detailed proposals within each strand have been worked up through codevelopment with DfT.

2.7.

This document forms the Strategic Outline Business Case, submitted to DfT by the
West Yorkshire Combined Authority on 28 November 2019, for a share of £1.28bn
available through TCF.

2.8.

The guidance sets out that encouraging an increase in journeys made by low
carbon, sustainable modes is a key objective of TCF. Additionally, the Fund aims to
support wider cross-cutting priorities such as:

1

https://www.westyorks-ca.gov.uk/transport/transforming-cities-fund/

•

Improving access to work and delivering growth

•

Encouraging the use of new mobility systems and technology as part of the Grand
Challenge on the Future of Mobility

•

Tackling air pollution and reducing carbon emissions

•

Delivering more homes

•

Delivering apprenticeships and improving skills

2.9.

In response to advice received from DfT to date, this SOBC is comprised of three
funding scenarios:
•

Low: A prioritised programme that partially meets the ambitions of the region

•

Core: The Leeds City Region central case for investment through this submission

•

High: A programme that makes further progress towards meeting the ambitions of
the region

2.10. The packages for inclusion in each scenario were reached based on multi-criteria
analysis and this is set out in Chapter 4. This SOBC seeks to demonstrate the
benefits of all three primary scenarios – low, core and high.
2.11. The packages were shaped around achieving DfT’s objectives as well as our Leeds
City Region vision for TCF.
Leeds City Region TCF Vision
“Connecting people to economic and education opportunities through
affordable, sustainable transport, boosting productivity and helping to create
cleaner, healthier and happier communities for the future”

2.12. The packages of interventions included within the Programme can be further
divided into four themes.
Leeds City Region TCF Themed Packages
•

Theme 1: Transforming access for our communities of persistent
poverty to employment opportunities and skills centres

•

Theme 2: Creating smart, clean and livable places which make cycling
and walking the obvious choice for accessing town and city centres

•

Theme 3: Transforming the public transport and active travel offer from
housing and employment sites

•

Theme 4: Making travel by bus an attractive and more reliable offer for
commuters through spreading the benefits of ‘Connecting Leeds’

Geographic Scope of Leeds City Region Submission
2.13. The following local authorities are represented in the Leeds City Region
Transforming Cities Fund submission:
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•

City of Bradford Metropolitan District Council

•

Calderdale Metropolitan Borough Council

•

Kirklees Metropolitan Borough Council

•

Leeds City Council

•

North Yorkshire County Council, within the geography of:
o Craven District Council
o Harrogate Borough Council
o Selby District Council

•

City of Wakefield Metropolitan District Council

•

West Yorkshire Combined Authority

•

City of York Council

Structure of the Document
2.14. As the programme level Strategic Outline Business Case submission, the structure
of the document is as follows:
•

Chapter 3 – Strategic Case: The Policy and Economic Context

•

Chapter 4 – Strategic Case: Developing the Programme

•

Chapter 5 – Strategic Case: The Preferred Option: TCF Investment Proposition

•

Chapter 6 – Economic Case: Sets out the economic cost and benefits of the lower,
core and higher funding scenarios

•

Chapter 7 – Financial Case: An overview of the cost the Programme

•

Chapter 8 – Commercial Case: Outlines the proposed procurement opportunities
for delivery of the Programme

•

Chapter 9 – Management Case: Sets out the proposed governance arrangements
of the Programme, risk management, monitoring and evaluation and
communications approach.
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3. Strategic Case: Policy & Economic Context
3.1.

This chapter provides an overview of the geography of the region and outlines
the policy context, the challenges and opportunities facing our region. It sets
out the key ambition for TCF in the delivery of inclusive and clean growth,
boosting productivity and creating a 21st century transport system.

Leeds City Region Geography
3.2.

The Leeds City Region is a diverse, polycentric economy made up of major
cities, towns and countryside which all have distinctive economic roles and
industrial strengths, and substantial variation in the distribution of wealth.
Leeds City Region has a population of 3.06 million people (with the largest
populations in Leeds, Bradford and Kirklees), including a working age
population (16-64 years) of 1.92 million. Between now and 2041 the
population is estimated to grow by 200,000.

3.3.

The Leeds City Region is the UK’s largest economy and population centre
outside of London, generating 5% of England’s total economic output – £69.6
billion, predicted to rise by 47% in real terms by 2036, which means a net
growth of £30bn on 2012 prices. This makes us the largest city region
economy in the UK, with an output larger than 10 EU countries, and the
biggest contributor to the Northern Powerhouse.

3.4.

The Leeds City Region is central to rebalancing the national economy. We are
well placed post Brexit as the economic, cultural and geographic gateway to
Yorkshire and the wider Northern Powerhouse. As a City Region, we have
the following drivers of ambition:
•

A relentless focus on ensuring inclusive growth – promoting an economy that
embraces diversity, nurtures our talent, and harnesses youth as key to our
future

•

The City Region is a major connectivity hub for the Northern Powerhouse,
with Leeds alone having more train passenger numbers each than anywhere
else in the North (100,000 per day), equivalent to London Kings Cross

•

A thriving digital and tech hub cluster with enormous capability to pioneer the
next generation of technological change

•

A focus on skills for the future – the City Region has the highest
concentration of Higher Education institutions outside of London, producing
18,000 STEAM graduates annually, and is a net importer of graduates

•

We lead the way in key future growth sectors, with key assets such as
Health Tech cluster in Leeds, Huddersfield University’s 3M Buckley
Innovation Centre, York Science Park and NEXUS at Leeds University.
These institutions will enable the formation of the next wave of leading
knowledge-based businesses

•

We are passionate about supporting healthy lives that improve wellbeing and
productivity – identified as a ‘big idea’ in our Local Industrial Strategy

•

Our region is regularly voted both the ‘happiest’ and the ‘best place to Live’
in the UK with outstanding natural and cultural assets

3.5.

For many, the City Region represents the ‘best of all worlds’, with the
opportunity for residents to enjoy a great quality of life, with relatively lower
living and housing costs compared with London and Southeast England,
alongside a world class cultural offer.

3.6.

The recovery from the recession has seen growth in all parts of the region and
an increased rate of foreign investment. We have 126,000 businesses located
in the region and continue to grow. We have a strong skills base, with nine
universities, 130,000 students, producing 40,000 graduates per year. We also
have 170,000 students in further education across the City Region.

3.7.

The Leeds City Region has formally been recognised as a functional
economic area since 2009, when the region became a pilot for devolved
spending. The Leeds City Region is comprised of 10 local authorities, which
together make up 20% of the Northern Powerhouse economy. Figure 4 below
illustrates the geography of the Leeds City Region.

Figure 4: Geography of the Leeds City Region

3.8.

In transport terms, the Leeds City Region is ideally placed – at the heart of the
UK, within one hour’s drive of seven million people. Significant investment is
coming to our region through HS2 and Northern Powerhouse Rail and we
already form the key link for transport between the North and the South. This
is demonstrated in Figure 5 which illustrates the strategic road and rail
connections within the Leeds City Region.
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3.9.

The Programme put forward through TCF will enable Leeds City Region
residents to have better access to national trips, through improved local
connectivity to key gateways across the City Region and Northern
Powerhouse. Therefore, the impact of the investment will benefit the north and
the UK as a whole.

Figure 5: Leeds City Region at the Heart of the North of England
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3.10. There is significant commuting between districts within the City Region, as
shown in Figure 6. Most commuting trips are contained within the City Region
– 92% of those who live in the City Region also work in the City Region –
demonstrating the importance of our economic geography. Leeds is the
largest importer of labour while Kirklees is a major exporter due to its close
proximity to both Leeds and Manchester. There is significant commuting
beyond the region, for example to Manchester and Sheffield, and so
improving transport at a pan-Northern level is key along with local connectivity
enhancements.
Figure 6: Leeds City Region Travel to Work Patterns

Current Policy Position
3.11. This section provides an overview of the policy context for the Leeds City
Region. This has provided evidence and strategic direction to shape the TCF
Programme.
Summary
3.12. The overarching vision for the Leeds City Region, as per our Strategic
Economic Framework (SEF), is ‘To be a globally recognised, thriving and
happy City Region with talented people, superb environment and clean,
integrated transport”.
3.13. Building on this, inclusive growth is the ‘golden thread’ embedded throughout
all of our policies and strategies to ensure everyone is able to contribute to
and benefit from growth in the City Region.
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3.14. Ensuring all of our communities can benefit from investment in infrastructure
and growth is at the heart of our TCF Programme. Sustainability and futureproofing our transport network are also key themes which are reflected
throughout. The Programme aims to create a step change in sustainable
transport infrastructure, enabling more people to travel affordably, sustainably
and healthily so they can access education and employment opportunities;
reducing personal car use; and making cycling, walking and public transport
the first choice modes for accessing town and city centres.
3.15. Together, these strategies all contribute to achieving the Combined Authority’s
core aims of enabling inclusive growth, boosting productivity, enabling clean
growth and delivering 21st century transport. These core priorities align with
the Leeds City Region TCF objectives and are set out in Figure 7.
Figure 7: Leeds City Region Core Priorities/TCF Objectives

Objective

Description

Enabling inclusive growth

To enable as many people as possible to
contribute to and benefit from economic growth,
and contribute to improved health and wellbeing of
our residents.

Boosting productivity

Working with our businesses and universities to
close the productivity gap, create thousands of jobs
and add substantially to our economy.

Supporting clean growth

Achieving our target for a net zero carbon economy
by 2038 through lowering carbon emissions and
taking advantage of new innovations to create jobs
and growth.

Delivering 21st century transport

Creating a transport system which addresses the
challenges we face around capacity, connectivity,
sustainability and air quality.

3.16. Figure 8 and Table 2 illustrate the relevant local strategies, how they align at a
national, regional and local level, and their relationship to the development of
the TCF Programme.
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Figure 8: Policy context summary

Table 2: Summary of Key Policies and Linkages to TCF

Strategy

Description

Linkage to TCF

Published in November 2017,
the Industrial Strategy aims to
boost productivity by backing
businesses to create good jobs
and increase the earning power
of people throughout the UK
with investment in skills,
industries and infrastructure.

Future Mobility and Clean
Growth both identified as grand
challenges and industries of the
future. Both are central themes
to the TCF objectives.

National Policy

National Industrial
Strategy

Cycling and Walking
Investment Strategy
(CWIS)

Published in 2017, CWIS sets
targets and actions to achieve
the government’s vision for
walking and cycling to be the
natural choices for shorter
journeys, or as part of longer
journeys, as well as the
investment context up to 202021.

The TCF programme will enable
and encourage more people to
walk and cycle within Leeds City
Region through high quality
provision, contributing to the
national aims and targets set by
CWIS to double cycling levels
and increase walking levels
(including the number of children
walking to school)

Sets out Transport for the
North’s (TfN) strategic transport
priorities to 2050.

Delivery of local interventions
which align with TfN’s strategic
priorities

Pan-Northern Policy
Transport for the
North Strategic
Transport Plan and
Independent
Economic Review

Leeds City Region Policy
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Strategy

Description

Linkage to TCF

Local Industrial
Strategy

Focuses on bold steps aimed at
boosting productivity and driving
both inclusive and clean growth
for a post-2030 economy.

Will identify key priorities against
the five foundations of
productivity – people, place,
infrastructure, ideas and
business environment. Cross
cutting themes include zero
carbon economy, lives
transformed by digital tech and
inclusive growth with an
overarching theme on healthy
lives that improve wellbeing and
productivity.

Strategic Economic
Framework

Builds on the SEP to provide a
flexible and agile framework to
address regional priorities.

Strategic Economic Framework
sets out priorities against two
main areas: communities and
infrastructure and business,
ideas and workforce.

Leeds City Region
Strategic Economic
Plan

Sets out the Leeds City Region
economic plan to 2036. Vision
‘to be a globally recognised
economy where inclusive growth
delivers high levels of prosperity,
jobs and quality of life for
everyone’

Priority 3: Clean Energy and
Environmental Resilience –
ambition to become a zerocarbon economy underpinned by
high-quality green and blue
infrastructure to which the TCF
package will directly contribute.
Priority 4: infrastructure for
growth – delivery of WYTF+
schemes
Sets out the ambition to achieve
inclusive growth which is at the
heart of our TCF Programme

Inclusive Growth
Strategic Framework

The Framework aims to further
embed an inclusive growth
approach into regional growth
activities.

Embedding inclusive growth is
key to the Leeds City Region
TCF bid. This is clearly identified
in the Leeds City Region TCF
objectives.

Leeds City Region
High Speed 2 Growth
and Connectivity
Strategies

These set the priorities for
getting the region ‘HS2 ready’.
They explore the opportunities
and likely capacity challenges
that will be faced by the
transport network as a result of
this growth.

TCF Programme starts to deliver
the local connectivity priorities
which will enable people to
connect with the opportunities
that will come through HS2.

Leeds City Region
Energy Strategy and
Delivery Plan

Strategy sets the ambition to
achieve a net zero-carbon
economy. It provides a valuable
local evidence base and action
plan which feeds into the Local
Industrial Strategy.

Emphasises the importance of
de-carbonising the transport
sector in order to meet carbon
reduction targets which our TCF
programme will contribute to.
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Strategy

Description

Linkage to TCF

Leeds City Region
Green and Blue
Infrastructure
Strategy

The Strategy sets out our vision
for everyone to have easy
access to a high-quality, safe
and well-used network of
footpaths, cycleways, green
spaces, waterways and wildlife
habitats.

Leeds City Region
Housing Vision

The Leeds City Region Housing
Vision sets out the collective
aims, ambitions and principles
for creating good places to live
in the City Region.

Green and Blue infrastructure
has an important role in
encouraging walking and
cycling.
Green and blue infrastructure
also has an important role in
improving the quality of life of
residents through the greening
of transport corridors.
The Housing Vision is well
aligned with this SOBC in
identifying the need to
concentrate housing growth
around transport hubs, and to
future proof town and city
centres.

Regional Transport Policy

Sets the West Yorkshire
priorities and targets for the next
20 years. Forms the statutory
local transport plan for West
Yorkshire authorities.

Strong strategic alignment to
TCF objectives. The WYTS sets
out ambitions to support
inclusive economic growth,
sustainability, health and
wellbeing and create a sense of
place. The strategy sets interim
modal targets for increasing bus,
rail, walking and cycling trips all
of which TCF will make
important contributions towards.

Sets out key priorities to improve
the bus system and increase
patronage by 25%

TCF Programme will enable
delivery of key elements of the
strategy such as improved real
time information, dedicated
infrastructure and bus quality
measures which will make the
bus a more appealing offer.

West Yorkshire Low
Emissions Strategy

Sets a commitment to improving
air quality by 2022.

Aligns with TCF objective to
improve air quality – schemes
within the Programme will do
this through encouraging mode
shift to sustainable modes and
drawing traffic out of town/city
centres.

North Yorkshire
Local Transport Plan

Sets a 30-year vision for
transport in North Yorkshire.
Forms the statutory Local
Transport Plan for the North
Yorkshire County Council area.

TCF will help deliver NY LTP by
investing in key priorities e.g.
through investing in healthier
travel options, aligning
investment with growth areas.

West Yorkshire
Transport Strategy
2040

West Yorkshire Bus
Strategy

District Transport Policy
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Strategy

Description

Linkage to TCF

York Local Transport
Plan

Looks to 2031 and sets out
transport priorities that will
contribute to York’s economic
prosperity while reducing carbon
emissions. Forms the statutory
Local Transport Plan for York
Unitary Authority area.

TCF will help to deliver on these
priorities including through
improving the park and ride offer
and investing in sustainable
transport.

National Industrial Strategy
3.17. The Department for Business, Energy and Industrial Strategy (BEIS)
published the UK’s Industrial Strategy White Paper in November 2017. The
aim of the Industrial Strategy is to boost productivity by backing businesses to
create good jobs and increase the earning power of people throughout the UK
with investment in skills, industries and infrastructure.
3.18. It identifies four Grand Challenges to put the UK at the forefront of the
industries of the future:
•

Artificial Intelligence and Data Economy: putting the UK at the forefront of
the artificial intelligence and data revolution

•

Clean Growth: maximising the advantages for UK industry from the global
shift to clean growth

•

Future of Mobility: becoming a world leader in the way people, goods and
services move

•

Ageing Society: harnessing the power of innovation to help meet the needs
of an ageing society

3.19. It also identifies five foundations that underpin our ability to achieve the vision
for a transformed economy:
•

Ideas: the world’s most innovative economy

•

People: good jobs and greater earning power for all

•

Infrastructure: a major upgrade to the UK’s infrastructure

•

Business environment: the best place to start and grow a business

•

Places: prosperous communities across the UK
Cycling and Walking Investment Strategy

3.20. The Government published its Cycling and Walking Investment Strategy
(CWIS) in 2017, expressing the government’s ambition for cycling and walking
to be the natural choices for shorter journeys, or as part of a longer journey in
England. The strategy set objectives to increase levels of cycling and walking,
reduce the rate of cyclists killed or seriously injured and to increase the
percentage of children that usually walk to school. Specific aims and targets to
be achieved by 2025 were set to double cycling levels, increase walking
activity to 300 stages per person per year, and increase the percentage of
children aged 5 to 10 that usually walk to school to 55%. The strategy also set
out the funding context for investment in walking and cycling by government,
and a series of actions required to achieve the strategy’s aims and objectives.
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3.21. One key action identified was the publication of technical guidance on the
development of Local Cycling and Walking Infrastructure Plans (LCWIPs), to
help local authorities take a more strategic approach to improving conditions
for cycling and walking. Leeds City Region partners are either currently
developing or planning to develop LCWIPs, building on work already carried
out to identify the routes and improvements required for walking and cycling
across the region. More details of LCWIP development are provided in
paragraphs 3.175 – 3.186.
Transport for the North’s Strategic Transport Plan
3.22. Transport for the North’s Independent Economic Review (2016) and Strategic
Transport Plan (2019) together set out the economic context and opportunities
for the Northern Powerhouse.
3.23. The Independent Economic Review sought to understand the scale, nature
and causes of the North’s ‘performance gap’, distinctive sectoral strengths
and capabilities at the level of the North, and future growth prospects for the
North. It outlines the opportunity to transform the North and create 850,000
more jobs by 2050. It also identifies key capabilities across the North which
could provide a foundation for closing a major gap in productivity, generating
new jobs and enhancing global competitiveness. The North’s four prime
capabilities are identified as Advanced Manufacturing, Digital Development,
Health Innovation and Energy. These are supported by three enabling
capabilities of: Logistics and Financial, Professional Services and Education.
3.24. Transport for the North (TfN) published its Strategic Transport Plan in
February 2019 setting out priorities for investment up to 2050. It recognises
the crucial role of transport in unlocking the economic growth potential of the
North and identifies priority areas for improved connectivity. TfN’s Strategic
Transport Plan particularly resonates with Leeds City Region priorities in that
the Plan:
•

Recognises the need to integrate pan-Northern networks with local
networks, and the importance of complementary investment within city
regions

•

Strengthens TfN’s position on carbon reduction, environmental sustainability
and social inclusion

•

Presents a range of strategic road, rail and ticketing investments

3.25. The proposed programme of investment through TCF as presented in this
Strategic Outline Business Case will complement these pan-Northern
investments through local interventions. The Strategy complements TCF
through its focus on carbon reduction and social inclusion, objectives which
are mirrored within this programme.
Strategic Economic Framework
3.26. The Combined Authority is developing a Strategic Economic Framework
(SEF) to address our priorities, with the Local Industrial Strategy as the central
driver.
3.27. Figure 9 sets out the SEF which provides a flexible and agile approach to
drive productivity and inclusive growth across the City Region across two
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main areas: Business, Ideas and Workforce; and Communities and
Infrastructure.
Figure 9: Leeds City Region Integrated Policy Framework

3.28. The SEF will build on the previous Strategic Economic Plan to provide the
strategic framework for investment including for the LIS and the future UK
Shared Prosperity Fund, Industrial Strategy Challenge Fund, Sector Deals
and the Strength in Places Fund.
3.29. The SEF is structured around tackling the Combined Authority’s key priorities
of boosting productivity, supporting clean growth, embedding inclusive growth
and delivering a 21st century transport system.
3.30. The Strategic Economic Framework, including the LIS, will replace the SEP
from spring 2020.
Local Industrial Strategy
3.31. Following publication of the National Industrial Strategy, the Leeds City
Region Enterprise Partnership and partners are developing a Local Industrial
Strategy (LIS), which will sit at the heart of the Strategic Economic
Framework, and focus on bold steps that boost productivity and drive inclusive
and clean growth for a post 2030 economy. The LIS will identify key priorities
against the five foundations of productivity: people, place, infrastructure, ideas
and business environment, and will demonstrate how and where it can
contribute towards the Government’s Industrial Strategy’s Grand Challenges
by identifying nationally significant strengths, assets and opportunities. A final
draft of the LIS will be submitted to Government in early 2020.
3.32. The LIS is being developed alongside our TCF submission, and both align to
the Combined Authority’s aims of enabling inclusive growth, boosting
productivity, delivering 21st century transport and enabling clean growth. On
infrastructure, the City Region’s priority through the LIS is to provide the right
infrastructure, at the right time, in the right place, for the right reasons.
Through TCF we will deliver high quality transport infrastructure; schemes
have been identified through a rigorous prioritisation process, with creating a
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step change to sustainable transport, and the subsequent impacts on air
quality and carbon emissions, a key driver.
3.33. At the core of the LIS and TCF is a drive to enable healthy lives that improve
wellbeing and productivity. Clean, integrated transport and active modes of
travel can have a big impact on both physical and mental health including
through improved air quality, increased physical activity (infrastructure to
enable more walking and cycling), and improved accessibility through
reduction in severance, which can lead to communities feeling better
connected and having a greater sense of wellbeing.
Leeds City Region Strategic Economic Plan 2016-2036
3.34. The current over-arching strategy for the Leeds City Region is the Strategic
Economic Plan (SEP) which is an ambitious, long-term strategy to fulfil the
Leeds City Region’s exceptional economic potential, and cement its place as
a growth engine for the North and the nation as a whole. The SEP is in the
process of being replaced by the Strategic Economic Framework and Local
Industrial Strategy during 2020.
3.35. The SEP vision is “to be a globally recognised economy where good growth
delivers high levels of prosperity, jobs and quality of life for everyone”. In
achieving this, the City Region will:
•

Deliver upwards of 35,000 additional jobs and £3.7 billion of annual
economic output by 2036

•

Become a positive, above average contributor to the UK economy;

•

Seek to exceed the national average on high level skills and to become a
‘NEET free’ City Region; and

•

Make good progress on headline indicators of growth and productivity,
employment, earnings, skills and environmental sustainability.

3.36. Although the SEP is due to be replaced by the Strategic Economic Framework
(once this is officially adopted in Spring 2020), the key principles around
inclusive growth, growing skills and jobs and boosting productivity are still
central to the Leeds City Region’s strategic objectives. The TCF Programme
as proposed here will help to progress these objectives through linking people
in our areas of greatest economic need with economic opportunities.
Inclusive Growth Strategic Framework
3.37. A key ambition for the Combined Authority is delivering inclusive growth. To
ensure that Inclusive Growth is embedded in local and regional policies
(including the LIS and Strategic Economic Framework), an Inclusive Growth
Strategic Framework is currently being developed to inform local and regional
policies, plans and delivery programmes. It adopts the RSA Commission into
Inclusive Growth definition which is ‘enabling as many people as possible to
contribute to and benefit from economic growth’. There are two dimensions to
this:
•

Social - benefitting people across the labour market spectrum, including
groups that face particularly high barriers to good quality employment.

•

Place - addressing inequalities in opportunity within an economic geography.
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3.38. The Framework is being developed in recognition that embedding inclusive
growth in an integrated and strategic way will allow sustained interventions to
bring about the structural economic change required to open opportunities for
deprived communities. It will encourage a wide range of public sector, private
and third sector partners to work together to reach agreed goals which will
increase opportunities for those residents and communities that are currently
excluded from economic growth. The Framework will include an evaluation
element which will ensure new activities are both successful and sustainable.
3.39. The TCF Programme presented in this SOBC fully reflects the priority of
inclusive growth, putting across transport interventions which aim to reduce
barriers to employment and skills opportunities for disadvantaged groups, as
well as transport schemes which will help boost growth and help to create
high quality jobs for the future.
Leeds City Region High Speed 2 Growth and Connectivity Strategies
3.40. In 2018, the Leeds City Region HS2 Growth Strategy and its sister document
the HS2 Connectivity Strategy were published. The Leeds City Region HS2
Growth Strategy includes six workstreams to transform the City Region
economy, as shown in Figure 10.
Figure 10: HS2 Growth Strategy - 6 workstreams to transform the Leeds City Region Economy

3.41. These strategies set out the priorities for getting the Leeds City Region ready
for the major investment that will come through HS2. They set out the
ambitious vision for the Leeds City Region:
“[allowing] HS2 to be the catalyst for accelerating and elevating the Leeds City
Region’s position as an internationally recognised place of vitality, connecting
the North and creating an inclusive, dynamic economy, accessible to all.”
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3.42. Delivery of the Leeds City Region HS2 Connectivity Strategy will bring new
and more productive jobs within reach of people, new markets within reach of
businesses, new talent within reach of employers, and new knowledge and
investment in reach of innovators and entrepreneurs. An accelerated
programme of transformational connectivity is a prerequisite to enabling the
economic geography of the City Region to be reshaped through HS2.
3.43. The Growth and Connectivity Strategies propose that transformational
connectivity will play key a role in tackling low levels of productivity and
stubborn levels of deprivation. These issues have both been identified as key
challenges to be addressed through the Leeds City Region Local Industrial
Strategy, reflecting the fact that the pattern of deprivation has changed little in
decades.
3.44. The strategies also set solutions that will cater for an additional 146,000 full
time jobs forecast across the City Region, including 24,500 additional full time
jobs in Leeds City Centre. These additional jobs are likely to generate an
additional 25,000-30,000 trips into Leeds city centre in every morning peak by,
which equates to at least a 25% increase by 2033.
3.45. In order to achieve the HS2 Growth Strategy outcomes and address the
challenges, the Leeds City Region HS2 Connectivity Strategy set out four key
strands:
1 Embracing technology to create an integrated network.
•

This includes designing transport services which have a strong core network
alongside feeder and on-demand services, creation of a Mobility as a
Service Offer, working towards integrated information, services and ticketing
and complementary walking and cycling infrastructure.
2 Delivering our existing HS2 related transport priorities.

•

This includes delivery in full of the Leeds Integrated Station Masterplan
(including upgrades to the existing and HS2 components of the rail station),
York Central as well as the masterplans for Bradford Interchange – all of
which are seeking some element of funding through this Programme.
Northern Powerhouse Rail to transform East-West connectivity,
Transpennine Route Upgrade and Calder Valley Line improvements are all
essential in transforming pan-Northern connectivity for the Leeds City
Region.

Page 32 of 261

Figure 11: Regional Connectivity Priorities Identified in the HS2 Connectivity Strategy

3 Delivering inclusive growth through transforming connectivity on
the corridors where the economic need is greatest.
•

Within the HS2 Connectivity Strategy a set of priority corridors were
identified through careful analysis of economic and transport indicators.
These corridors will connect major centres, including some of the most
deprived communities from across the City Region. Some corridors are pannorthern, others enhance cities and towns across the Leeds City Region and
others are local to Leeds and Bradford.

•

In order to deliver the priority corridors and gateways identified above, the
strategy identified the need to develop ‘Inclusive Growth Corridor Plans’,
which aim to:
o

Reflect the views of local communities, elected members and
politicians, businesses and stakeholders

o

Within the constraints of the available geography, create a sense
of place along each corridor and especially local stops, through
adopting a ‘healthy streets’ approach

o

Bring together the medium to longer term regeneration and
broader development plans which transformational connectivity
can support

o

Consider the transport mode technology options required to
provide the capacity required for the scale of current and future
demand using the corridor

o

Examine the detailed skills and supply chain interventions which
can be clearly integrated within the Connectivity Strategy

Page 33 of 261

o

Integrate with wider social policy interventions required on the
corridors to support productivity growth and inclusive growth

o

Embed sustainability and clean growth into the transport pipeline,
to work towards reducing the carbon impact of the transport
sector and work towards our commitment to be a net zero carbon
city region by 2038

o

Build on existing plans (e.g. local plans, West Yorkshire plus
Transport Fund and Connecting Leeds) and bring together the
future priorities - from which the transformational connectivity
required is identified
Figure 12: Inclusive Growth Corridor Plan Policy Areas

•

The output of the ‘Inclusive Growth Corridor Plans’ will be detailed short,
medium and longer term minor and transformational projects/interventions
across each of the policy areas shown in Figure 9 above. This will form the
basis for the future pipeline, with additional corridors added as they become
identified through the overarching Leeds City Region Connectivity Strategy.

•

The Inclusive Growth Corridors, and the approach to their development form
the basis of the corridors shortlisted and prioritised through the TCF
submission. The Inclusive Growth Corridor locations are:
o

Leeds/HS2 hub to Wakefield

o

Leeds/HS2 hub to Bradford /Halifax

o

Leeds Bradford cross connectivity

o

Southbank extension

o

South Bradford – North Kirklees

o

East Leeds

o

Leeds/HS2 hub to Dewsbury/Huddersfield
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o

North Barnsley to Barnsley

o

Dewsbury to Wakefield

o

East Kirklees to Wakefield

o

Five Towns to Wakefield

o

Huddersfield to Brighouse

o

South West Kirklees to Brighouse

o

Huddersfield to Halifax

o

Halifax to Brighouse

o

North Bradford to Leeds Bradford Airport

o

North West Leeds to Leeds Bradford Airport

o

Bradford to Skipton via Keighley and Airedale

o

Leeds to Harrogate

o

Leeds to York

o

Leeds to Selby

4 Creating multi-modal interchanges which are gateways to the City
Region.
Gateways across the City Region have not kept pace with the
expectations of businesses, passengers and the needs of modern towns
and cities, resulting in constrained economic development in some
individual facilities. As part of a holistic programme, through TCF we will
invest in some of these priority gateways as part of our strategy to
improve accessibility to and within town and city centres.
Leeds City Region Energy Strategy and Delivery Plan
3.46. The Leeds City Region Energy Strategy and Delivery Plan provides detail on
how the Leeds City Region’s ambition to be a net zero-carbon economy will
be achieved. It provides a valuable local evidence base and action plan which
feeds into the Local Industrial Strategy and Strategic Economic Framework.
3.47. Since publication of the Strategy, the Combined Authority has formally
declared a climate emergency. This is a public commitment of the
organisation’s intention to address the impacts of climate change and rising
emissions across the region. The Combined Authority, in declaring a climate
emergency, took the opportunity to strengthen the regional emission reduction
target. The strengthened target requires the Leeds City Region to be net zero
carbon by 2038 and to remain within a carbon budget on 118 MtCO2. This
equates to a 14.5% reduction in emissions year on year.
3.48. The Energy Strategy outlines five priority action areas for the City Region, one
of which is ‘efficient and integrated transport’ – committing the City Region to
target investment and influence transport operators to develop a sustainable
transport network including a greater proportion of electric and hydrogenpowered vehicles and increased opportunities for cycling and walking, to
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increase the proportion of journeys made by zero or low carbon transport
modes.
3.49. This objective is fully supported by the Programme set out in this SOBC,
which has significant focus on high quality cycling and walking infrastructure
and seeks to support mode shift to more sustainable, low carbon modes e.g.
through bus quality improvements and electric buses.
Leeds City Region Green and Blue Infrastructure Strategy
3.50. The Leeds City Region Green and Blue Infrastructure Strategy sets out how
we will make the most of the region’s natural assets to help our economy
prosper, enable people to enjoy a great quality of life, and combat the effects
of climate change.
3.51. The Strategy sets out our vision for everyone to have easy access to a highquality, safe and well-used network of footpaths, cycleways, green spaces,
waterways and wildlife habitats. This “green and blue infrastructure” will
contribute towards a strong economy, a sustainable environment and
outstanding quality of life.
3.52. The Green and Blue Infrastructure Strategy identifies several priority action
areas, which are embedded within the Leeds City Region’s wider strategies.
Particularly relevant to TCF is the focus on enhancing green and blue
corridors and networks, which means integrating green and blue infrastructure
within the transport routes that link our towns, cities and rural areas. This is
integrated within our proposed TCF programme through utilising green and
blue infrastructure as a core element of our improved cycle and walking links
and healthy streets interventions.
3.53. These priorities will ultimately contribute to better health and wellbeing for our
residents and greener, more attractive places to live and work, contributing to
a more productive economy.
Leeds City Region Housing Vision
3.54. The Leeds City Region Housing Vision was produced through collaboration
between the Combined Authority and key partners including our partner
councils and Homes England. The Housing Vision sets out the partners’
collective aims, ambitions and principles for creating good places to live in the
Leeds City Region.
3.55. The ambition is to create well connected neighbourhoods which support
inclusive growth. In order to achieve this, the Vision identifies a series of key
priorities:
•

Create revitalised urban living, by repurposing towns and city centres as
residential hubs centred around an excellent public transport offer

•

Contribute to the targets around carbon reduction and green infrastructure

•

Better coordinate and align investment in infrastructure e.g. transport, digital,
flooding and housing to achieve holistic outcomes for residents

•

Be business facing – for example, through supporting SMEs to become
more active in building new homes and supporting the expansion of the
modern methods of construction sector
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•

Strengthen partnership working, for example with Homes England/Housing
Associations, to drive forward development on strategically important sites

3.56. This TCF package will help to deliver the aims of the Housing Vision by
aligning transport investment with key strategic housing growth sites.
West Yorkshire Transport Strategy 2040
3.57. The West Yorkshire Transport Strategy 2040 sets out a 20 year vision for
travel around West Yorkshire, to make it easier and more reliable, “using a
high class, modern, well connected transport network, that enhances business
success and peoples’ lives”. The Transport Strategy supports the growth
aspirations of the City Region by aiming to achieve a radical uplift in business
success and in connecting growth and wealth, to ensure that people,
communities and the environment benefit from sustained, positive outcomes.
There are three overarching objectives:
•

Economic Growth: To improve levels of connectivity and reduce congestion,
thereby increasing business productivity and providing access to wider
labour markets

•

Quality of Life: To create a 'sense of place', encouraging active travel and
health benefits and increasing access to opportunities in a safe way

•

Sustainability: To have a positive impact on our built and natural
environment, improving development viability and increasing longer term
resilience.

3.58. The West Yorkshire Transport Strategy 2040 sets the framework for existing
and future transport infrastructure investment for West Yorkshire. The
Strategy sets interim modal targets to increase levels of walking, cycling, bus
and rail use by 2027, as shown in Figure 13. The proposed TCF Programme
will take forward strategic interventions which will make a significant
contribution towards meeting these targets. Achievement of the West
Yorkshire Transport Strategy 2040 interim modal targets will support national
targets set by government, for example the aims and targets set by the
government’s Cycling and Walking Investment Strategy.

Page 37 of 261

Figure 13: Targets and Plan on a Page - West Yorkshire Transport Strategy 2040

West Yorkshire Bus Strategy
3.59. The bus network is an integral part of the transport system across West
Yorkshire. The Bus Strategy, adopted in 2017, sets out the vision “to create a
modern, integrated and innovative bus system, which puts customers first and
contributes to the delivery of West Yorkshire’s economic, environmental and
quality of life ambitions, as set out in the Strategic Economic Plan and the
West Yorkshire Transport Strategy 2040”.
3.60. The strategy seeks to increase patronage by 25% by 2026, by making
catching the bus in West Yorkshire an attractive and natural choice for
everyone.
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Figure 14: West Yorkshire Bus Strategy 2017 Vision and Targets

3.61. To deliver growth and to resolve the challenges that currently exist in the
industry, the West Yorkshire Bus Strategy proposes a blend of coordinated
policies:
•

To provide consistent and excellent customer services across the bus
system

•

To provide modern, coherent and integrated bus services

•

To provide integrated, simple and affordable bus fares for all

•

To provide easily accessible and reliable travel information

•

To present the bus system as a single network

•

To provide a modern bus system, which contributes to improved air quality

3.62. The TCF Programme will contribute to the delivery of these objectives through
measures to improve bus reliability, improve waiting infrastructure and
information and make bus a primary mode of choice in West Yorkshire – thus
contributing to our targets around modal shift.
West Yorkshire Low Emissions Strategy
3.63. The West Yorkshire Low Emissions Strategy sets out the commitment of the
West Yorkshire local authorities, together with West Yorkshire Combined
Authority and other key stakeholders to work together to improve air quality for
the benefit of all in the region.
3.64. The three key aims set out in the strategy are as follows:
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•

Accelerate improvements in air quality, above that which would occur without
intervention, to achieve air quality limit values set out in law in all parts of
West Yorkshire by 2020 at the latest.

•

Working within the wider economic, social and environmental context for
West Yorkshire to create a Low Emissions Future that will maximise
opportunities to improve air quality, minimise risks of worsening air quality
and create healthier places to live, work and visit.

•

Immediate focus on tackling transport emissions, targeting interventions that
will deliver the most significant air quality improvements in the areas of
greatest concern.

3.65. Targeted interventions set out in this Programme will improve air quality in
areas with the most significant challenges, complementing plans for Clean Air
Zones (Leeds and Bradford) through improving bus quality and reliability,
promoting bus as the mode of choice and making town and city centres more
accessible by walking and cycling.
North Yorkshire Local Transport Plan
3.66. North Yorkshire County Council’s most recent Local Transport Plan (LTP)
came in to effect in 2016 and sets out a 30-year vision. The plan covers the 7
district authorities of North Yorkshire, including Craven, Harrogate and Selby
which are included within the Leeds City Region TCF Programme. One of the
main commitments of the LTP is to ‘manage, maintain and improve’ the
current transport network and services operated in North Yorkshire. The LTP
is underpinned by five main objectives which link closely into North Yorkshire
County Council’s Council Plan. The five main objectives of the Local
Transport Plan are:
•

Economic Growth – Contributing to economic growth by delivery reliable and
efficient transport networks and services

•

Road Safety – Improving road and transport safety

•

Access to Services – Improving equality of opportunity by facilitating access
to services

•

Environmental and climate change – Managing the adverse impact of
transport on the environment

•

Healthier travel – Promoting healthier travel opportunities

3.67. The North Yorkshire schemes included within this Programme have been
shaped according to these objectives.
York Local Transport Plan
3.68. York’s Local Transport Plan looks to 2031 and sets out transport priorities that
will contribute to York’s economic prosperity while reducing carbon emissions.
Alongside economic growth, it is forecast that congestion leading to delays will
increase. The priority is therefore to provide a high quality and efficiently
operated transport system. A key part of this is reducing the number of trips
which are made to York Rail Station by car, in order to reduce congestion and
air quality issues, which is a key priority of this Programme.
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3.69. Key priorities include expanding park and ride as an attractive alternative to
car travel and improving the Outer Ring Road to reduce the number of crosscity journeys which are currently contributing to poor air quality. The ambition
is to ensure those that live and work in the city can live healthy lifestyles,
make the city more attractive for visitors and enable York to prosper.
Summary
3.70. The policies and strategies summarised in this section demonstrate our
commitment to drive inclusive and clean growth across the whole of the Leeds
City Region and to create a flexible 21st century transport system which
supports a productive economy. This TCF Programme has been shaped by
this context, and the proposed packages align with our policy objectives by
enabling modal shift, local connectivity to prepare for HS2, NPR and TRU,
sustainable connectivity to housing/employment and enabling all of our
communities to access opportunities and share in the City Region’s success.
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Economic and Transport Context
3.71. Despite Leeds City Region’s sizeable GVA of £69.6bn, growth in recent years
has lagged behind UK levels. Since 2012, growth has been lower than the UK
rate of 3.7%, at an average of 3.3% - this contrasts with pre-recession levels
where growth in the Leeds City Region was above UK average levels.
3.72. Leeds City Region GVA per head (£22,729) is 18% below the England
average. Within this there are significant disparities between different districts
in the Leeds City Region. While GVA per head in Leeds is 8% higher than the
UK average, Bradford and Calderdale/Kirklees fall well below this at 68% and
70% respectively. Crucial to achieving the ambition of inclusive growth in the
region is to stimulate economic growth across the City Region as a whole to
ensure all of our communities can benefit.
Strong Business Base
3.73. Leeds City Region is home to almost 126,000 businesses – more than any
LEP area outside of the South East of England. The number of businesses in
the area has been relatively static between 2013 and 2018, as is the case in
most core city LEP areas.
3.74. Over the past five years, Leeds (+25.1%) and Selby (+20.1%) have seen their
business base grow at a faster pace than the UK as a whole, whilst Bradford
and Wakefield have seen growth in line with UK levels of around 19%.
Growing Inward Investment
3.75. In terms of inward investment, Leeds saw an increase in activity in 2018, as a
renewed focus on cities helped to drive the number of successful inward
investment projects up 11%, in spite of a 13% fall nationally, and is to be the
new home of Channel 4.
Travel to Work Patterns in the Leeds City Region
3.76. There is considerable commuting within the Leeds City Region – 92% of those
who live in the City Region work in the City Region and 69% of commuters
work in their home district. Data from the last census revealed that Leeds City
Region had a net-inflow of 1,700 commuters. Outward commuting, for
example to Manchester and Sheffield is generally in balance but of high
magnitude, so improving transport at a pan-Northern level is key alongside
investing in with local connectivity enhancements.
3.77. However, there is significant untapped potential with some communities
remaining constrained by a transport system that does not meet their needs –
this is explained in more detail in the challenges section below. There is a
need to improve transport connectivity to enable people to easily access
employment and training opportunities in a more sustainable way.
3.78. Private car use dominates commuting in the Leeds City Region, which
contributes to harmful emissions, in turn having a negative impact on air
quality issues, climate change, health and congestion. Overall, around 70% of
the region’s residents travel to work by car. Reducing the reliance on private
car use is a core element of meeting our commitment to be a net zero carbon
city region by 2018. Figure 15 shows that there is considerable variation
between the different places within the City Region. York has the greatest
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proportion of residents walking or cycling to work and Leeds having the
highest proportion of bus usage for commuting. In contrast, over 80% of Selby
residents use the car to commute work which is likely to reflect the district’s
rural nature and the fact that residents tend to travel further afield for
opportunities.
Figure 15: Mode of Travel to Work, by Place of Usual Residence - Leeds City Region

Figure 16: Travel to Work Distance by Mode - Leeds City Region
Source: Census 2011

Source: Census 2011

3.79. Almost two thirds of the journeys to work made by car in the region are less
than 10 kilometres in length, and over a third of these are under 5 kilometres.
The rail system caters for many of the longer journeys made by residents in
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the region, with almost a quarter of rail journeys being 30 kilometres or more
in length. Figure 16 clearly shows that over 75% of rail trips are over 10km in
length, compared to 40% for car, demonstrating the important role that rail has
in catering for longer journeys.
Wider Travel Patterns and the Role of Public Transport
3.80. Car remains the dominant mode of travel for all types of journey in the region
(Figure 17). For example, in West Yorkshire, on average 66% of all journeys
made are made by car (as a driver or as a passenger) – this proportion is
slowly increasing.
3.81. Travel on foot remains a significant mode of travel in West Yorkshire with
most recent data showing over 22% of all journeys are walked.
Figure 17: West Yorkshire mode share (trips) - 3 year moving average
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3.82. Bus travel is the most used of the public transport modes.
3.83. Although the data on mode share suggests that rail provides a relatively low
proportion of total travel, the City Region’s rail network plays an important role
in providing connectivity for those communities it serves, especially for longer
distance commutes. Regional rail trips have trebled over the past 20 years,
and rail has a particularly important role for trips into central Leeds. For
instance, on the Airedale, Wharfedale and Calder Valley rail lines into Leeds
the mode share is between 70% and 90%.
3.84. The rail network also plays an important role in supporting the economy of our
major employment centres – for example despite its relatively low geographic
coverage compared to other modes, 20% of commuting trips into Leeds City
Centre were made by rail in 2011. There is also growth in demand – with a
20% increase in journeys made within the region by West and North Yorkshire
residents in the last five years. Therefore, the role of rail in providing
connectivity for people in the region is expected to continue to grow in
importance.
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3.85. Bus also has an important role to play - each week, people in West Yorkshire
make over 3.5 million journeys on local bus services, and 11% of commuters
travel to work by bus. The popularity of the bus is rooted in the extensive
network across the region, and its relative affordability as a mode of transport,
particularly for those for whom car ownership is not possible.
3.86. However, in line with national trends, we have declining patronage – in
2017/18, 147.8 million journeys were made on local buses in West Yorkshire,
which represents a decrease of 21 million journeys (13%) since 2009/10. This
disconnect between the central role of the bus and the declining patronage
means there is a real need to understand and deliver interventions that could
provide a different and more attractive offer to the customer.
3.87. In July 2019, the West Yorkshire Combined Authority, West Yorkshire districts
and the bus operators in the region agreed to sign a legal Voluntary
Partnership Agreement that commits all parties to deliver on a number of
outputs and outcomes to ensure the customer feels the benefit of a better bus
offer by December 2022.
3.88. Through the West Yorkshire Bus Alliance, we are taking significant steps to
make the bus a more attractive offer by increasing the coverage of bus priority
to address issues of reliability and punctuality, making the bus network easier
to navigate through better journey information and improving the customer
service offer across the whole network.
Pay and Employment
3.89. There were over 1.4 million jobs in Leeds City Region in 2017 – more than in
any LEP area outside London (Figure 18). On the whole, employment growth
is below national levels, with the number of jobs in the City Region increasing
by 1.8% since 2015 compared to 2.6% across the UK as a whole. Selby and
York buck this trend, with Selby experiencing almost 5.5% growth since 2015.
While the City Region’s employment rate has improved in recent years, it
continues to lag behind the national average.
3.90. In terms of median gross hourly pay, there is a significant gap with the
national average and the region has around 300,000 jobs (24%) paid below
the Living Wage Foundation’s (LWF) Living Wage rate (the LWF Living Wage
rate of £8.75 per hour).
3.91. At £13.30, median gross hourly pay in Leeds City Region is 92% of the
England average. There is some limited evidence to suggest that the gap is
narrowing slightly. Pay grew by an annual average of 2.6% locally between
2014 and 2018 compared with a national rate of growth of 2.2%.
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Figure 18: Total Employment - All LEPs (exc. London)

3.92. The pay deficit is mainly due to under-performance at the upper end of the
pay distribution – the pay level for jobs at the 10th percentile is 99% of the
equivalent national figure; however, at the 90th percentile it is only 86% of the
national figure (Figure 19). This indicates that the highest paid jobs in the
region are paid significantly less than the highest paid jobs nationally. This
reflects the under-representation of jobs in the highest skilled occupations in
the region and is closely linked to productivity performance.
Figure 19: Median Gross Hourly Pay by Percentile (£), 2018
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Skills
3.93. The region lags behind the national average in terms of skills profile. In spite
of recent improvements, the area continues to lag the national average on
level 4+ qualifications by 4 percentage points – equivalent to 74,000 fewer
high-qualified people in the region (Figure 20).
Figure 20: Profile of Highest Qualification Held by Working Age (16-64) Population in 2018
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3.94. North Yorkshire and York districts perform better than West Yorkshire and are
above the national average in respect of this indicator.
3.95. With regards to people with no formal qualifications, recent improvements
mean that the region is now close to the national average, although Leeds
City Region is still one percentage point higher.
3.96. Low skills levels are associated with poor productivity performance; improving
skills levels across all of our districts is crucial to inclusive economic growth
and tackling the productivity challenge.
Housing Affordability
3.97. Housing affordability is a challenge in some parts of the City Region, however
there is significant spatial variation. While the overall housing affordability ratio
for the City Region is lower than the national average, York and Harrogate are
both well above average on this measure. Figure 21 illustrates housing
affordability for the City Region, taking into account the ratio of median house
prices and median gross annual residence-based earnings.
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Figure 21: Housing Affordability in the Leeds City Region (house price to earnings ratio)
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3.98. York and Craven have seen a large increase in their affordability ratios over
the last decade whilst Bradford saw a significant reduction.
3.99. York experienced a considerable increase in house prices of close to one
third, combined with a modest 4% increase in earnings. In contrast Bradford
saw a 22% increase in earnings and a very small increase of 8% in house
prices. Most districts did not see any notable improvement in affordability.
3.100. The disconnect between local income and house prices within districts in the
region drives the need to travel between them. For example, the profile of jobs
available in Harrogate (predominantly low wage, hospitality sector) mean that
many workers cannot afford to live there and must travel in from elsewhere.
This contributes to congestion and productivity issues. The TCF Programme
aims to maximise the opportunity for these trips to be undertaken by
sustainable transport.
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Economic and Transport Challenges
3.101. We set out above that with a population of 3.06 million, the Leeds City Region
is a diverse, polycentric economy made up of major cities, towns and
countryside which all have distinctive economic roles and priorities.
3.102. Leeds City Region is growing. At the heart of the North of England, it is an
attractive place to live, increasingly attracting highly skilled, knowledge
intensive service sector workers as well as offering new tourism, cultural and
leisure opportunities. However, as the population has increased, transport
congestion and air quality have become major constraints on inclusive growth.
3.103. Cities are the engines of inclusive, economic growth. Our scale means that
the success of our cities in the Leeds City Region is a crucial factor in
enabling the wider ambitions for the North to be realised. Strong, prosperous
northern cities will help rebalance the national economy.
3.104. If we are to rebalance the UK’s economy and spread the benefits of growth
into the North of England we need to address the key challenges facing our
region. These are set out below.
Our six key economic and transport challenges:
1. Tackling persistent poverty and stalled living standards
2. Transport impacting access to jobs and training
3. Reducing the productivity gap
4. Transport constraining growth
5. Making sustainable travel the obvious choice
6. Decarbonising the transport network

3.105. These challenges and their relationship to the TCF programme are explored
in the remainder of this section.
Challenge 1: Tackling persistent poverty and stalled living standards
3.106. Out of the 38 LEP areas in England, the data reveals that the 10 areas with
the greatest proportion of neighbourhoods within the 10% most deprived
nationally are all in the North and Midlands. This is partly explained by the
geographies as many LEP areas tightly bound urban areas, rather than
include more affluent rural areas. However, even allowing for this, it does
demonstrate the continuing extent of higher levels of deprivation in a number
of northern, old industrial areas.
3.107. In Leeds City Region, around one in five people (19%, equivalent to 573,000
people) live in areas defined as being amongst the most deprived 10% in
England.
3.108. There is considerable spatial inequality within Leeds City Region; whereas
almost half the population of Bradford live in areas belonging to the most
deprived fifth in England, over half the population of York live in areas
belonging to the least deprived fifth in England (Figure 22 and Figure 23).
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3.109. Some districts in the area face multiple deprivation challenges, particularly in
relation to income, employment, education and training, and health.
Figure 22: The Proportion of the Population Which Falls Within Each Deprivation Quintile (Split
by District)

Figure 23: Index of Multiple Deprivation 2019 in Leeds City Region
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3.110. The most recent release of the Index of Multiple Deprivation (2019) reveals
that within Leeds City Region (Figure 23), there has been a shift towards a
greater number of neighbourhoods falling into the most deprived areas in
England.
3.111. In 2019 there were 25 more neighbourhoods in the most deprived decile
compared to the 2015 results (1.4% increase), and 59 more neighbourhoods
in the most deprived quintile (3.2% increase), illustrated in Figure 24. Kirklees
and Leeds are the districts with the greatest increase in neighbourhoods
within the most deprived decile, (8 and 9 more respectively. When considering
the most deprived quintile (worst 20%), Bradford, Kirklees, and Leeds now
have 15, 13 and 14 more neighbourhoods respectively in this category.
Figure 24: Deprivation Mobility (Between 2015 and 2019) in the Most Deprived Quintile

3.112. Leeds City Region has a number of ‘highly deprived neighbourhoods’. 137 of
the 10% most deprived neighbourhoods in England (3,284), rank as ‘highly
deprived’, where they fall into the worst 10% in 6 of the 7 domains of
deprivation. Of these, 26 are in West Yorkshire (within Leeds City Region) as
shown on the map below. There are 13 in Leeds, 11 in Bradford and 2 in
Calderdale.
3.113. As illustrated in the maps below, the long-term deprivation profile of the Leeds
City Region remains reasonably unchanged between 2004 and 2019; there
are areas of persistent deprivation which are not improving.
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Figure 26: 10% Most and Least Deprived - IMD 2004

Figure 25: 10% Most and Least Deprived - 2019
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3.114. Closely linked to deprivation, living standards are stalling across the City
Region. Future projections indicate that inequality will increase if earnings
grow as forecast and benefit cuts go ahead as planned. The Institute for
Fiscal Studies find 95% of inequality in Yorkshire is explained by differences
within the region, rather than with other regions (i.e. London and South East).
3.115. Inequality at district level within the City Region is reflected in disparities in
household income. For example, income per head in Bradford is less than
two-thirds that of Harrogate. However, this is a complex picture – although
resident earnings are above average in Harrogate, workplace earnings are
below the national average, which can lead to affordability issues for people
working and living in the town. Overall, income per head across the City
Region is 80% of the national average (Figure 27), with five of the 10 districts
falling below that average.
Figure 27: Average Annual Growth Rate in Gross Disposable Household Income by LEP, 20122017

3.116. In addition, there are acute pockets of skills deprivation at a neighbourhood
level which mirror more general levels of deprivation. Among neighbourhoods
facing general deprivation, almost nine out of ten face skills deprivation. This
supports the view that lack of skills is one of the key factors that reinforces
entrenched deprivation and that action on skills is an important part of the
solution to this problem as part of an integrated / holistic approach.
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Figure 28: Most Deprived 10% for Education, Skills and Training

3.117. Stubborn deprivation within the City Region limits opportunities and life
chances for our residents, with most recent data showing that children born
between 2015-2017 (the most recent data) in Yorkshire and the Humber have
significantly lower life expectancies in relation to the England average. In
England life expectancy is lowest in the North East and highest in London.
Life expectancy for both males and females increased year on year between
2001/03 to 2012/14 but has since levelled out and in Yorkshire and the
Humber is life expectancy 78.7 years for boys and 82.4 years for girls. In
contrast a child born at the same time in London will (on average) live 1.9
years longer.
3.118. Variations in life expectancy in related to inequality in Yorkshire and the
Humber is worse than the national average. Inequality in life expectancy is
estimated using the slope index of inequality (SII); life expectancy variation by
deprivation. SII in Yorkshire and the Humber is significantly higher than the
England average for both males and females, indicating a strong social
gradient, therefore a greater degree of inequality.
Challenge 2: Transport impacting access to jobs and training
3.119. The ability of households in poverty to find good quality employment often
depends on access to affordable, convenient and reliable transport. Our
transport system has not kept up with the needs of our most deprived
communities. At the same time, the system is failing to keep pace with the
needs of the region’s youthful population, rapid technological change and the
changing travel patterns of the region.
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3.120. In order to better connect communities most in need with employment and
skills development opportunities, our network needs to harness the
possibilities offered by a more flexible, technology-assisted future. The
specific connectivity challenges these communities face are set out below.
Connectivity challenges for communities of greatest economic need
•

Communities within our most deprived areas often suffer accessibility
issues, with infrequent public transport services and long journey times
into urban centres, and severance from local centres of employment,
amenities and services caused by major transport corridors

•

Lack of integrated door-to-door connectivity, which makes people’s
overall journeys longer, less convenient or in some cases even
impossible to make, which limits or prevents their access to
opportunities

•

Traditional public transport networks serving our communities are
hampered by increasing journey time and unreliability, and are difficult
to navigate

•

Rising cost of travel, including by public transport, acts as a barrier to
take-up of job opportunities, and rising costs of travel by public transport
particularly affecting those that those reliant on those modes (as per the
government’s Future of Mobility Report)

•

Concentrations of jobs on the periphery of places, rather than in urban
centres, which are challenging for communities to access via public
transport

3.121. Within Challenge 1, we set out the considerable spatial inequality that exists
across the Leeds City Region. Understanding the role that transport can play
in tackling these issues is important to ensure inclusive growth is delivered.
Our Inclusive Growth Corridors work has examined where areas of poor
transport accessibility overlap with areas of high deprivation – through this we
are able to effectively target interventions where they are most needed.
3.122. There is extensive research to suggest that people in urban areas who are
currently unemployed and seeking work depend heavily on the bus, walking
and cycling for access to employment. The Joseph Rowntree Foundation’s
recent work offers the concept of transport poverty2 which combines a range
of factors such as transport affordability and accessibility that contribute to
poverty. It finds that transport is a significant barrier to employment for many
residents in low income neighbourhoods. The level of service provided by the
transport system as a whole has an impact on these residents – with the
research highlighting the example of Dewsbury Moor where the opportunity
for rail connectivity provided by Dewsbury station to economic opportunities in
Leeds is hampered by bus services that can take 30 minutes to travel around
1.5 miles
2

https://www.jrf.org.uk/report/tackling-transport-related-barriers-employment-low-income-neighbourhoods
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3.123. Overcoming this transport poverty is high on our agenda and we are working
to maximise opportunities to improve access to employment and training. As
part of the long term transport strategy for the Leeds City Region we aim to
address these challenges, while recognising that huge diversity exists across
the City Region and different solutions will be needed in different places.
3.124. In addition, the nature and location of employment is key. We know that while
there is expansion of our urban centres as employment hubs, an increasing
number of jobs are located on the periphery of our towns and cities. How we
provide access to these areas through public transport, walking and cycling
will be key to enabling access to these opportunities in a sustainable and
affordable way. Figure 29 shows that for West Yorkshire, many areas have
low numbers of jobs that are accessible by public transport, which affects the
probability of gaining and retaining employment for those without access to a
car.
Figure 29: Public Transport Accessibility to Total Employment from LSOAs in West Yorkshire
(gravity measure)

3.125. Despite these challenges, we have created a strong base to build on through
our investment to date and partnerships that we have established. By creating
the right offer for cycling, walking, bus and rail, we can make sustainable
travel a competitive choice for our residents. This will have a positive impact
on reducing congestion, improving air quality and health outcomes for our
residents.
Challenge 3: Reducing the productivity gap
3.126. Improving productivity is central to the National Industrial Strategy and Leeds
City Region’s emerging Local Industrial Strategy. UK productivity growth has
been below trend since the recession (compared to other developed
economies) alongside this, local productivity across the Leeds City Region
has persistently lagged behind UK levels.
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3.127. In 2008, output per hour in Leeds City Region stood at £25.92, around 90% of
UK output. During the downturn this gap widened to 87% and it has remained
similar ever since. As of 2017, output per hour in the City Region had risen to
£29.33 - just 87% of UK levels (Figure 30).
3.128. If productivity in Leeds City Region matched UK levels the economy would be
around £11 billion larger. The £11 billion figure reflects how much bigger the
local economy would be in GVA terms if productivity (expressed in terms of
GVA per hour worked) were to be raised to the UK average.
Figure 30: Productivity in Leeds City Region 2004-17

3.129. The City Region’s productivity lag can be traced to firm level – the City Region
has a lower share of high productivity firms compared with the UK; there is a
marked disparity with London in particular. However, the composition of the
region’s industrial structure only has a small impact. Analysis by the Office for
National Statistics shows that at a sector level, firms in London are more
productive than firms in the same sector in Yorkshire in almost every sector.
The differences are most marked in areas of professional services.
3.130. A key contributor to the productivity gap is an innovation deficit, reflected in
low research and development spend. Successful regions around the world
are characterised by high rates of innovation across small and large firms,
universities and governments. However, the City Region is home to many
research and development (R&D) and innovation assets and distinctive
clusters of businesses and research expertise.
3.131. R&D spend in Yorkshire & Humber totalled £1.64 billion in 2017, lower than
any English region in absolute terms (though data for North East and North
West are combined). The National Industrial Strategy sets out the ambition for
the UK to spend 2.4% of GDP on R&D. Currently, Yorkshire and Humber
spends 1.4% of GVA on R&D.

Page 57 of 261

Figure 31: Components of Research and Development Expenditure by Region, 2017

3.132. Yorkshire and Humber performs relatively well at attracting university R&D
expenditure. The £579 million higher education R&D investment in the region
is higher than would be expected if this investment matched the region’s
share of total R&D investment, or its share of total economic output.
3.133. However, business investment in R&D is substantially lower in Yorkshire and
Humber. Just 57.2% of R&D spend came from businesses, lower than
anywhere in England other than London (Figure 31), and below the UK
average figure of 68%.
3.134. Skills levels have a significant impact on productivity performance and as set
out above, the City Region has some entrenched pockets of skills deprivation.
3.135. A simple illustration of the link between productivity performance and skills is
the scatter chart in Figure 32, which plots performance of LEP areas against
the two variables – output per hour and the proportion of the working age
population who are qualified at level 4 and above. This analysis shows strong
relationship between the two, although there are a range of other factors aside
from skills that determine local productivity.
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Figure 32: High Qualifications and Productivity by LEP Area
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Challenge 4: Transport constraining growth
3.136. The Leeds City Region’s transport system already supports high volumes of
movement. The City Region’s population and economy is expected to grow in
the future but the system lacks the capacity to accommodate the existing and
future demand. The number of trips made by car has been steadily increasing
in recent years, and data indicates that congestion on locally managed roads
is already above average for England in Yorkshire and Humber, and is
worsening. Alongside this, there is overcrowding on the rail network whilst bus
patronage decreases.
3.137. This lack of capacity within key elements of our transport system – and
underutilised capacity within others – impacts on business costs and the
accessibility of labour markets. Ultimately our future growth will be hindered if
steps are not taken now. Indeed, a significant proportion of respondents to the
Leeds City Region business survey stated that the transport system acts as a
constraint to local businesses, with 1 in 10 businesses citing local transport
connections and the ability of employees to get to work using public transport
as current disadvantages of their location within the region.
3.138. The Leeds City Region HS2 Growth Strategy sets out the scale of the
economic opportunity and additional capacity needed to realise potential
growth. Key capacity challenges are set out below.
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Leeds City Region transport capacity challenges
•

Insufficient capacity in the network to meet demand for an additional
146,000 FTE jobs forecast across the Leeds City Region by 2033

•

Significant traffic congestion on the Key Route Network connecting
urban centres, key employment sites and other key destinations,
resulting in an increasingly slow and unreliable bus offer

•

Severe crowding on trains in the busiest periods – services to and from
Leeds, Bradford and Huddersfield are some of the worst in the country
which affects the attractiveness of services and could be suppressing
demand as a result of services being physically inaccessible due to
crowding

•

Increasing pressure on pedestrian space in our busiest places – with
limited capacity to accommodate the increased levels of walking we
want to see

•

Few cycling trips, with insufficient provision of high quality facilities
constraining demand for cycling

3.139. Maximising the opportunity of HS2 as a driver for future economic growth in
the Leeds City Region is a substantial challenge. HS2 will be a catalyst for
growth across the whole region – Leeds and York will both benefit directly with
HS2 serving key stations and this will help to stimulate regeneration in areas
such as Leeds Southbank and York Central. Local connectivity improvements
will help other communities within the City Region to access the benefits of
HS2, including the jobs that will be created.
3.140. We can support this expected growth alongside future productivity
improvements by investing in our transport system now – to ensure people
can get to where they need to be, efficiently, through a reliable and
sustainable transport network that makes a positive contribution to our
people’s health and the region’s environment.
3.141. Through the Leeds City Region Inclusive Growth Corridors work we are taking
an evidence-based approach to understanding where the key places that
need connecting are, to ensure that future investment in our local transport
system is in the right places, with the needs of our people rather than the
vehicle at the fore. The work we are doing to understand the connectivity
needs of our region and the best solutions to meeting those needs has made
clear the importance of putting in place a transport system that makes best
use of the networks and assets we have, through promotion of modes of
transport that can move people as efficiently as possible whilst minimising
their impacts on our communities and environment.
3.142. By targeting transport investment in locations that offer wider social
opportunities such as convenient links to education facilities, new housing
development and employment centres, we will help to create a more inclusive
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economy which enables as many people as possible in the region to
contribute to and benefit from economic growth.
Challenge 5: Making sustainable travel the obvious choice
3.143. Public transport, walking and cycling are often second choices to car in Leeds
City Region, and current sustainable and active travel mode share offers
unrealised potential. This results in a number of key issues, which are set out
below.
Challenges resulting from low sustainable transport mode share
•

Over-reliance on car use

•

Lower levels of physical inactivity with resulting health impacts

•

Heavy traffic flows, and resulting road danger, pollution and noise
issues, impacting on the most vulnerable communities

•

Car dominance in town and city centres, affecting the attractiveness of
our places and leading to congestion

•

Interchange at public transport gateways is often poor quality and limited

3.144. Air quality, noise and carbon emissions are particular challenges for the City
Region. The West Yorkshire Low Emission Strategy estimates that harmful
emissions – especially from transport – are responsible for 1 in 20 premature
deaths in West Yorkshire.
3.145. A number of our urban areas have particularly serious air quality challenges,
with Leeds and Bradford both considering plans to introduce Clean Air Zones
in 2020 and 2021 respectively. There is also a significant number of Air
Quality Management Areas across the Leeds City Region. All districts of
Leeds City region, and the Combined Authority have also declared a Climate
Emergency.
3.146. Enabling and encouraging more people to travel sustainably will have a
significant impact on tackling air quality, carbon emissions and improving
health outcomes across the City Region. The West Yorkshire Transport
Strategy 2040 recognises the range of different benefits that greater levels of
sustainable travel could generate, and sets out ambitious targets to increase
bus trips by 25%, trips made by bicycle by 300%, trips made on foot by 10%,
and trips made by rail by 75%, by 2027. This would result in a reduction of car
trips by 3.5% by the same period.
Cycling and walking
3.147. Getting more people to cycle and walk as part of their daily routine could play
an important role in reducing the environmental impact of travel, health
inequalities and congestion. These modes offer significant potential to meet
travel demand for shorter journeys – two-thirds of the journeys made by West
Yorkshire residents are under five miles. The challenge is to reduce barriers to
increase the uptake of these modes such as safety concerns, skills levels,
coherence, legibility and convenience of routes.
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3.148. Although 11% of journeys to work are already made on foot, only 1.3% are by
bike. The government’s Propensity to Cycle Tool shows there is significant
potential for this to grow. Although the tool suggests that cycling to work in
West Yorkshire would increase to 3% of all journeys to work in the
Government Target scenarios, this could increase to 14% in the “Go Dutch”
scenario, and 22% in the ‘E-bike’ scenario – suggesting that with the right
conditions, cycling could support a much larger proportion of commuting trips
even in a region with challenging and variable topographies and landscapes.
Despite this, there is significant potential in urban centres and improving
access by bike to these gateway locations is a key priority. Some of the flatter
areas, such as York which already has a significant bike mode share (around
12% for commuting trips), have potential to lead in this area.
3.149. Through investment in high quality infrastructure complemented by
behavioural change work, there is huge scope for our residents to be
supported to make more active and sustainable travel choices – this has been
seen clearly through the successful City Connect programme.
3.150. The CityConnect programme is helping us understand the extent to which
people in the City Region can benefit from walking and cycling. The Combined
Authority has been engaging with people with recognised mental or physical
illness to aid their recovery through cycling, as part of our Cycle 4 Health
project, developed with Cycling UK. The West Yorkshire pilot, now in its 4th
year, is a referral based cycle training course which works with 28 referral
agencies, and over 4 years, has delivered 70 twelve week courses out of 8
hubs to 874 individuals with the following outcomes:
•

89% of attendees cycling more, with 57% cycling more than once a week

•

18 weeks – 30% feel more confident

•

At 18 weeks – 33% feel closer to people

3.151. The case study below demonstrates the positive impact of the CityConnect
programme in terms of encouraging take up of cycling for both commuting and
positive metal health benefits.
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Case Study: Returning to cycling thanks to CityConnect’s free adult cycle
training – Meet Michelle Regan
Michelle Regan is a Human Resources professional in Leeds. Michelle was diagnosed
with depression in 2015 and she was working through a recovery programme when she
found out about CityConnect’s free adult cycle training

“I had a bicycle as a child and lived in a village where I was free to roam and explore on
two wheels, but I stopped cycling during my teenage years and then life took over –
university, career. For many years I struggled with not feeling well. I had a good job and
a fortunate lifestyle but I just felt incredibly numb, and isolated from other people and life
in general, despite having good friends and a partner.
When I was diagnosed with depression, I decided to come out of work for some time to
recover. One of the things mum did was to buy me a bike but I avoided going out on it
although it was right under my nose.
I started working again and moving forward. Then I saw an advert on Facebook for
CityConnect’s adult cycle training. I couldn’t believe it was free.
I went along and really enjoyed getting back on the bike. It felt like I had some strength
again. I had done this off my own back, I was winning.
I had the mindset of a driver so I got some tips from the course leader on how you should
position yourself and signal on the road so you’re seen by the driver and can keep safe.
I worked through the training and got good feedback. I also fell in love with the bike
again.
In the last few months I went through one of my darkest times and I had to put the bike
away. It’s only been in the last few weeks since I’ve got back out on it again. The little
rides feel great.
I’ve ridden to work a couple of times. I suffer from fatigue so the first time I did it I was
very tired and a bit sweaty, but it was a real sense of achievement.
It’s only around two miles but it’s all up a long hill – like ripping off a plaster very slowly.
I’m doing a bit at a time, little and often, and I know it will come.
I don’t have a car now as I don’t really need one. The aim is to use my bike for transport
now.”
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Bus
3.152. As set out in the context section above, the bus has a key role in providing a
sustainable travel option, particularly for lower income communities and areas
not served by rail. The bus is the most used of public transport modes in West
Yorkshire and has a critical role in our transport network: it is essential for
providing access to jobs and training. However, in line with national trends, we
have declining patronage. In 2017/18, 147.8 million journeys were made on
local buses in West Yorkshire, which represents a decrease of 21 million
journeys (12.6%) since 2009/10. This disconnect between the central role of
the bus and the declining patronage means there is a real need to understand
and deliver interventions that could provide a different and more attractive
offer to the customer across Leeds City Region.
3.153. The bus offers a significant opportunity to create an accessible, attractive and
viable alternative to using the car for both local and longer distance journeys.
Reallocating road space is a key component to enabling more reliable and
punctual journeys alongside reducing congestion on our roads.
3.154. The Combined Authority is working closely with the bus operators through the
newly formed West Yorkshire Bus Alliance to increase bus reliability, build up
patronage and improve customer satisfaction. The Alliance is focussed on
delivering benefits to the customer through a number of initiatives including
improvements to how we display the core bus network on our maps, digital
media and on street waiting facilities; improving our ticketing offers for young
people and creating customer standards across all our bus operators and
customer facing outlets.
3.155. As well as working to improve our existing offer, we are also developing and
delivering a different bus model to meet demand a different type of demand,
which is key to encouraging new patronage. For example, we are creating a
network of bus based park and ride services, supported by dedicated bus
priority, high quality waiting environments and multiple off-bus ticketing
options. Park and Ride has been extremely successful in Leeds, as shown in
the case study below. This demonstrates the huge impact that bus can have
on modal shift and reducing congestion if we get the offer right. This model
can be adapted to our other towns and cities across the region.
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Case Study: Leeds Park and Ride
Leeds City Council are currently delivering a programme of park and rides. This
has been identified as essential to manage traffic growth and provide an
alternative as the number of parking facilities in the city centre have been
actively reduced.

The programme started with the opening of the hugely successful Elland Road
Park and Ride in July 2014. The original 400 space car park offered a bus
service every 10 minutes Monday to Saturday from 7am to 7pm with a journey
time of 10 minutes into the city centre and the introduction of high standard
waiting facilities at both ends of the route.
Customer feedback has been positive for the park and ride facility with more
than 80% of users previously travelling into the city by car. The strong demand
has resulted in two further expansions of the site to make a 1200 space park and
ride, the latest expansion is due to open in Summer 2020.
Following the success of Elland Road, Temple Green Park and Ride opened in
2017 to further reduce congestion and improve the City’s air quality. With
customer satisfaction at over 95%, this very quickly was at capacity. The site is
currently being expanded and is also due to open late in 2020.
Through Connecting Leeds, Leeds City Council are currently building a third
Park and Ride. Stourton Park and Ride will be an all-electric operation and
provide Park and Spaces to the south of the city. This 1,000 car park is expected
to open in early 2020.

Rail
3.156. The local rail network and the services it provides are vital to the realisation of
our ambitions for the City Region in terms of improving connectivity and
shifting to sustainable transport. Rail has an important role in accommodating
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growing travel demands that result from changing patterns of employment. To
realise our full potential we need the railway to fulfil a range of competing
functions – this is key to our future vision for rail.
3.157. The railway contributes to our ambition by:
•

Facilitating a shift to a more sustainable and efficient modes of travel for all
journey purposes

•

Efficiently connecting communities to jobs, learning, social and leisure
opportunities, improving career prospects, promoting healthier lifestyles and
increasing social mobility

•

Improving productivity by increasing the reach of labour markets to connect
the right people to the right jobs, and bringing regional and national
economies closer together

•

Providing an alternative to the road network for the transport of freight,
helping to reduce congestion, improving air quality and urban amenity and
reducing carbon emissions.

3.158. Rail use at Leeds station has more than trebled over the past 20 years. An
average of well in excess of 1 million new trips have been added each year,
which equates to over 1,000 extra morning peak trips to accommodate every
year. Rail commuting into Leeds city centre has doubled in the ten years
between 2001 and 2011, a trend that looks set to continue. Recent work with
DfT and Network Rail to develop future rail growth scenarios has
demonstrated that this rapid recent growth is expected to continue well into
the longer term. The role of rail in serving city centre based employment will
continue to grow in line with the strong trend of economic restructuring.
3.159. Our local rail network performs a role of competing functions:
•

Provision of intercity connections across the UK and is our most important
connection to London

•

It is at the core of an increasingly successful regional network across the
North – demand on these services has grown substantially

•

Accommodates one of the strongest rail commuting cultures outside London
– continuing demand to grow this role through the provision of new stations
and additional and longer local services

•

Important freight role

3.160. The Leeds City Region rail network is operationally complex which makes
meeting these functions a challenge. Decades of growth means that many
parts of the railway in Leeds City Region is now beyond its natural limits in
terms of reliable daily operation. The Combined Authority, working with TfN,
Network Rail, and DfT, is developing a strategic, evidence-led vision for the
City Region’s future rail connectivity. This will form a major part of the
Combined Authority’s forthcoming Rail Strategy and will provide a placebased steer to all rail programmes about what success looks like in terms of
future connectivity across all markets including local, inter-regional, inter-city,
and freight services.
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3.161. Realising this vision will require the railway to accommodate further significant
growth in patronage. This will mean running longer and more frequent trains,
and enhancing the network to accommodate these growing and competing
demands. This will require substantial effort, together with a clear, integrated,
and long-term plan for the railway in our region.
3.162. Despite these challenges around sustainable travel, through our investment to
date and established partnerships we are confident we can create the right
offer for cycling, walking, bus and rail. This can make sustainable travel a
competitive choice for our residents and have a positive impact on reducing
congestion, improving air quality and health outcomes for our residents.
Challenge 6: Decarbonising the transport network
3.163. Reducing carbon emissions is a major challenge for the City Region, and this
is reflected in our commitment to become a net zero carbon city region by
2038, with significant progress made by 2030. A major factor in achieving this
goal will be extent to which we can de-carbonise our transport network.
3.164. Based on current trends, energy consumption in the transport sector is set to
rise due to an increase in the number of vehicles on the road, longer
commutes and mileage and a shift to more freight being carried by road.
Currently, the transport sector accounts for around a third of the energy
consumed in the Leeds City Region. While emissions produced in the City
Region are set to decrease by 13% to 2036, transport emissions are likely to
rise (by 28%) without significant decarbonisation of the transport sector. This
is a major challenge that we need to address. With 70% of all commuting trips
made by car, reducing the dominance of the private car and increasing take
up of more sustainable, less carbon intensive travel is key.
3.165. To reduce carbon emissions in line with the targets set in the Paris Climate
Change Agreement by 2036, we will need to see a 53% reduction in
emissions, against a 2015 baseline year. This represents a total reduction of
8730 ktCO2. A focus on efficient and integrated transport will play a major
part in meeting this ambition.
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Figure 33: Guideline Reductions by Sector to Meet Science-Based Carbon Emissions Target

3.166. The UK Government has recently strengthened the Climate Change Act to
enshrine the need to become a zero-carbon economy by 2050. This ensures
that the UK is aligned to the Paris Climate Change Agreement principal of
ensuring global temperature rise is kept well below 2C.
3.167. Local authorities in the City Region also recognise the need to address
climate change. The Combined Authority has formally declared a climate
emergency. This is a public commitment of the organisation’s intention to
address the impacts of climate change and rising emissions. The Combined
Authority, in declaring a climate emergency, took the opportunity to strengthen
the regional emission reduction target. The strengthened target requires the
Leeds City Region to be net zero carbon by 2038 and to remain within a
carbon budget on 118 MtCO2. This equates to a 14.5% reduction in emissions
year on year.
3.168. Achieving the scale of emission reductions required to deliver zero-carbon is
unprecedented and will require all sectors of society to reduce emissions to
virtually zero.
3.169. There is significant opportunity through the work we do now to reduce carbon
emissions and improve sustainability and health outcomes for our residents.
Furthermore the decisions we make now will have far reaching implications for
achieving the required emissions reduction, for example infrastructure put in
place now needs to be future proofed to deliver significant emission
reductions. This programme will help support reduction in the region’s carbon
emissions by enabling people to walk, cycle, or use public transport in place of
more carbon intensive modes. For every extra 1,000 commutes per day, that
are completed using a bicycle (as opposed to a car) for a whole work year
could save approximately 0.5 ktCO2 annually. Given the current number of
cyclists using the CityConnect Cycle Superhighway, average cycling
distances and vehicle emission data, the current cycle scheme could save
approximately 1 ktCO2 per year.
3.170. The Leeds City Region Energy Strategy and Delivery Plan outlines other key
steps we must take to work towards this goal including roll out of electric
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vehicle charging infrastructure, up-take of hydrogen vehicles and introducing
‘smart’ measures at Park and Ride sites (for example, solar panel canopies).
Behaviour change measures will also have a significant role; for example the
Leeds Clean Air Charging Zone will reduce air pollution in Leeds by
encouraging businesses to transition to cleaner, less polluting vehicles that
won’t be subject to charges. Without this change it is likely that Leeds would
fail the legal air pollution limits. If successful, this is a model which could be
rolled out elsewhere in the region.
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Summary: Economic and Transport Challenges
Challenge 1: Tackling persistent poverty and stalled living standards
•

The deprivation profile of the City Region has remained relatively unchanged in
15 years – there are persistent pockets of deprivation which aren’t improving
and considerable spatial inequality

•

Skills deprivation in particular significantly limits opportunity

•

Living standards have stalled and projections are for inequality to increase

Challenge 2: Transport impacting access to jobs and training
•

Access to employment and training opportunities is being curtailed by an
inadequate transport offer which has not kept up with changing needs and
travel patterns

•

There are some pockets of ‘transport poverty’ in the Leeds City Region which
suffer from poor transport affordability and accessibility

Challenge 3: Reducing the productivity gap
•

The Leeds City Region lags behind the UK average for productivity. If
productivity in Leeds City Region matched UK levels the economy would be
around £11bn larger

•

A key contributor to this weak productivity is an innovation deficit, reflected in
low research and development spend in the Leeds City Region

Challenge 4: Transport constraining growth
•

UK’s population and economy is expected to grow in the future but the system
lacks the capacity to accommodate the existing and future demand

•

Major investment such as HS2, Leeds South Bank regeneration and Northern
Powerhouse Rail will be a further catalyst for growth – local connectivity is
required to maximise these opportunities

Challenge 5: Making sustainable travel the obvious choice
•

Bus patronage is in decline and cycling has relatively low mode share –
investment in sustainable transport is required to reach its full potential

Challenge 6: Decarbonising the transport network
•

The Leeds City Region has a target to become a net zero carbon economy by
2038. This will not be achievable without significant decarbonisation within the
transport sector
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Economic and Transport Opportunities
3.171. Whilst we have a number of challenges to overcome, the size of the
opportunity is significant. Leeds City Region is growing. At the heart of the
North of England, it is an attractive place to live, increasingly attracting highly
skilled, knowledge intensive service sector workers as well as new tourism,
cultural and leisure opportunities.
3.172. Cities are the engines of inclusive, economic growth. Our scale means that
the success of our region’s towns and is a crucial factor in enabling the wider
ambitions of the North to be realised. Strong, prosperous northern cities will
help rebalance the national economy.
3.173. If we are to rebalance the UK’s economy and spread the benefits of growth
into the North of England as well as maximise our potential as a main
contributor to national growth we need to address the challenges set out
above. We have four key opportunities through which to do this, set out in the
section below. This TCF Programme has an important role to play in
achieving this.
3.174. Our transport and economic opportunities are set out below.
Leeds City Region economic and transport opportunities
•

Enable inclusive growth – to enable all of our communities to
contribute to and benefit from economic growth

•

Boost productivity – working with our businesses and universities to
close the productivity gap, create thousands of jobs and contribute
substantially to our economy

•

Support clean growth – achieving our target for a zero carbon
economy through lowering carbon emissions and taking advantages in
new innovations to create jobs and growth

•

Deliver a 21st century transport system – addressing the challenges
we face around capacity, connectivity, sustainability and air quality

3.175. The section below sets out how we will address these opportunities through
TCF and our wider programmes.
Opportunity 1: Enable Inclusive Growth
3.176. To enable all of our communities to contribute to and benefit from growth. We
will do this through:
•

Working with our partners in the region to reduce the proportion of jobs that
pay less than the real Living Wage and reduce the employment rate gap for
all disadvantaged groups.

•

Working with businesses and colleges to equip people with the right skills for
future need.

•

Working towards creating an affordable transport network that enables our
communities to benefit in the labour market – particularly those groups that
face barriers to high quality employment.
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•

Enabling greater levels of physical activity and improved physical and mental
health outcomes for our residents through better provision for walking and
cycling as well as enhancing access to green spaces

•

Facilitating inclusive growth through investing in infrastructure that will unlock
housing supply, with a focus on affordable housing.

•

Improving digital connectivity by ensuring more of our residents can access
superfast broadband.

3.177. This TCF Programme will contribute to achieving these goals, as set out
below.
The TCF Programme will contribute to enabling inclusive growth through:
•

Prioritising transport interventions on corridors which connect deprived
communities to economic opportunities

•

Improving access to employment and skills opportunities and enabling
more students arriving at new colleges to access sustainable travel

•

Supporting transport interventions which improve access to new
housing/employment sites, particularly for walking and cycling which can
provide a low cost travel option for residents

•

Interventions in areas of low car ownership, enabling a greater
proportion of residents in these areas to access opportunities further
afield through sustainable travel

•
Opportunity 2: Boost productivity
3.178. Through working closely with our businesses and universities we can close
the productivity gap, create thousands of jobs and add substantially to our
economy.
3.179. We will do this through:
•

Supporting our business to be more productive, attracting inward investment
and embedding clean and inclusive growth in key sectors such as advanced
manufacturing, digital, healthcare and financial and professional services.
This will be anchored in our Local Industrial Strategy.

•

Working with businesses to address skills shortages and develop innovative
products and processes.

•

Creating an integrated and efficient transport network to support people into
jobs that are suited to their skills and enable businesses to interact more
efficiently. This is key to boosting productivity.

3.180. This TCF Programme will contribute to boosting productivity, as set out below.
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The TCF Programme will contribute to boosting productivity through:
•

Prioritising transport improvements which complement investment in
skills and enable businesses to interact efficiently through agglomeration

•

Reducing commuter journey times on sustainable modes

•

Building capacity for future growth

•

Enhancing skills match through delivery of sustainable travel modes
Opportunity 3: Support clean growth

3.181. Creating a more sustainable transport system for the Leeds City Region will
be essential for supporting our ambitions around clean growth.
3.182. While industrial, commercial, and domestic sector carbon dioxide emissions
are forecast to reduce over the next 20 years, transport carbon dioxide
emissions are forecast to increase by 28%. In 2036 the transport sector is
forecast to contribute 37% of overall City Region carbon dioxide emissions.
This will be the biggest contributor of emissions by any sector. Our targets for
clean growth are:
•

Achieve our target to become a net zero carbon economy by 2038

•

Meet legal air quality limit values in West Yorkshire by 2020

•

Ensure all residents have easy access to green and blue infrastructure

3.183. We aim to do this by:
•

Improving air quality and reducing carbon emissions by working with
transport operators to provide cleaner buses and by supporting more
residents to choose to take public transport, walk or cycle for their journeys.

•

Working to enable households and businesses to save money on their
energy bills and become more energy efficient.

•

Ensuring residents’ access to green and blue infrastructure is improved by
integrating measures such as tree planting and sustainable urban drainage
systems into schemes delivered through the TCF Programme.

3.184. To achieve our target for a net zero carbon economy we will prioritise
investment in interventions which reduce carbon emissions and take
advantage of new innovations to create jobs and growth.
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3.185. TCF will contribute to supporting clean growth, as set out below.
The TCF Programme will contribute to supporting clean growth through:
•

Encouraging modal shift to sustainable travel modes

•

Directly contributing to reduced carbon emissions and air quality through
reducing congestion

•

Future proofing our infrastructure by using clean technologies and
integrating green and blue infrastructure measures

•

Removing cars from city centres

•

Providing high quality cycling and walking infrastructure

•

Encouraging a change in attitudes towards sustainable travel modes

•

Encouraging take up of electric vehicles through complementary
infrastructure

Opportunity 4: Deliver a 21st Century transport system
3.186. Providing a high quality integrated transport system is vital for a competitive,
inclusive economy and to address the challenges we face around capacity,
connectivity, sustainability and air quality. We are already making progress
towards achieving our targets through existing work and programmes, such
as:
•

Investment in transport to meet the ambitious modal targets set out in the
West Yorkshire Transport Strategy 2040 – we are delivering over £70million
worth of schemes. This includes investment in multimodal transport hubs,
delivering improvements to bus and major investment in new rail stations
linked to key growth areas.

•

Working with local, regional and national partners to shape the development
of key rail and bus improvements including Northern Powerhouse Rail, the
Transpennine route upgrade, Calder Valley improvements and East Coast
Mainline.

•

Creating additional world-class cycling infrastructure enabling people to
travel to work by bike including projects in Harrogate, Leeds, Bradford, York
Castleford and Wakefield, plus schemes to open up access to our region’s
canals for people on foot or on bike.

•

Investment across the region in local transport improvements to improve
management of our network, reduce casualties and road danger on the
highways network and deliver health-focussed improvements for our
neighbourhoods, towns and city centres.

3.187. Our TCF submission is taking into account what we are already delivering,
what we already have planned and what lessons we can learn. The
contribution that this TCF Programme will make to delivering a 21st Century
transport system is set out below.
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The TCF Programme will contribute to delivering a 21st Century transport
system through:
•

Investing in infrastructure to connect deprived communities to
opportunities in urban areas

•

Building on existing programmes and filling strategic gaps in the network

•

Helping to prepare the City Region for future major infrastructure
investment (HS2, NPR, TRU) to help future-proof our transport network
for future capacity requirements

•

Enabling greater take up of active and sustainable modes through high
quality walking and cycling infrastructure

Page 75 of 261

Future Scenarios
3.188. Growth as set out and utilised as part of the Economic Case (chapter 6) is
based on standard transport growth assumptions, focussed on a scenario in
which more trips will be made using existing modes of travel.
3.189. However, our TCF Programme and West Yorkshire Transport Strategy targets
are based on encouraging uptake of more sustainable modes. It is therefore a
priority to reallocate road space to allow this to happen.
3.190. The way we currently analyse the economic benefits of schemes rightly
accounts for the impacts on all users. However, our approach through
Transforming Cities Fund is to favour those using public transport and those
walking and cycling. We have therefore carried out analysis of the benefits to
those users only and see a higher value for money for transport users.
3.191. We also recognise that the future is uncertain and the way people travel is
changing. The invention of other technologies such as the internet have
mirrored increases in travel. Even if the number of trips people make does not
increase, there is a move towards the intensification of knowledge intensive
jobs in towns and city centres and a need to change the way people travel to
more sustainable modes for our wider objectives. Whilst we can’t be certain
about the future, our interventions will have a meaningful impact across most
scenarios.
3.192. As part of the development of this Programme, we have considered how
certain future scenarios may impact on travel behaviours. The scenarios we
considered are set out in Table 3 below.
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Table 3: Future Scenarios and Potential Impact on Modal Shift

Scenario

Description

Potential impact on
travel

Opportunities / risks to TCF

Policy and
regulatory
changes
accelerate a
reduction in
carbon and
improvement
in air quality.

Local and national policy is
used to drive a change in
behaviour e.g. there is a
greater roll out of Clean Air
Zone principles to reduce the
ability of higher polluting
vehicles to drive in certain
places in West Yorkshire.

Greater use of
alternative methods of
travel, move towards
bus, rail, walking and
cycling.

National
economic
slowdown

Change in economic
circumstances means that
fewer people need to travel or
are looking for more
affordable ways to travel.

A reduction in
travel for
leisure
journeys
(including
shopping)

An increase in the amount of
online shopping and click and
collect is replacing the need
to visit a physical shop. This
has been accompanied by an
increase in delivery traffic
(The Commission on Travel
Demand identifies this as a
key trend).

This could result in a
reduced need for bus
and rail provision.
However, it may see an
increase in low cost
travel options, such as
walking and cycling.
A reduction in off-peak
and weekend travel by
public transport, walking
and cycling.

TCF will support the modal shift and be even more
important to give people alternative ways to travel. A
risk could be that buses need to move more quickly to
reduce their emissions, impacting on bus operators
and possibly their ability to service all routes if their bus
fleet doesn’t change in time. A mitigation to this is for
the Combined Authority to continue to support the
move of the bus fleet to electric and to seek other
funding to do so.
A reduction in people travelling will have a short term
impact on the benefits of our TCF schemes. However,
we are trying to obtain a modal shift and so even if
there is a reduction in travel overall, we still aim for
more people to shift over to sustainable alternatives.

There is the potential to encourage more cycling and
walking leisure trips during off peaks and weekends.
The recent launch of the MCard DaySaver products
will help ensure that it is easy for groups to travel using
public transport during off peak periods.

Localised
economic
impacts, such
as
centralisation
or
diversification
of services

Change to where
employment and housing are
located, for example greater
focus on developing towns
and city centre or greater
focus on spreading services,
with limited consideration for
transport options.

Centralisation of
housing and
employment increases
need to focus on
maximising capacity on
public transport to
increase modal shift, as
well as creating more
space for walking and
cycling.
Decentralisation of
housing and
employment is likely to
reduce the priority given
to sustainable modes.
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This TCF Programme is focussed on places that have
been long standing employment centres such as town
and city centres and new sites. The way in which we
intend to manage the programme should mean that if
anything changes in the very near future we can take
account of that by reviewing the schemes and
prioritising some over others.
If these changes happen over the longer term, there is
a risk that some of the TCF schemes are built in places
that have a change in use. We are trying to anticipate
this already by wanting to create improved
environments in the centres to keep and attract
investment.

Building on Existing Programmes of Work
3.193. As a region we already have an ambitious programme of schemes in delivery
through the West Yorkshire ‘plus’ Transport Fund, Connecting Leeds,
CityConnect and with partners such as Transport for the North and Highways
England. These are complemented by the Combined Authority’s strategic
transport priorities which are identified within Chapter 2 (The Leeds City
Region HS2 Connectivity Strategy) and a number of key regional priorities are
illustrated in Figure 34.
Figure 34: Illustration of Current Regional Connectivity Priorities

3.194. Significant interventions are being delivered and more planned through our
wider investment programmes and by other partners such as the rail industry.
For example:
•

The £1 billion West Yorkshire plus Transport Fund (WYTF+) – This is
focussed on priority transport projects which will facilitate growth through
improvements at key corridors and gateways to improve connectivity as
outlined in Figure 35. This is well underway and we have a good track record
of delivery.

•

CityConnect – A programme currently totalling £60 million, which aims to
enable and encourage more people to travel by bike in West Yorkshire
through providing high quality cycle infrastructure (such as cycle
superhighway routes and upgrades to canal towpaths) and support through
engagement initiatives such as cycle training, cycle challenges, business
and school support and behaviour change campaigns.

•

Connecting Leeds – a £173 million programme delivering public transport
improvements in Leeds to be delivered by 2021, outlined in Figure 35. As
this Programme is similar to our TCF Programme, there are significant
lessons learnt that will be used to shape and improve our TCF Programme.

•

West Yorkshire Bus Alliance – this is the Voluntary Partnership arrangement
between the Combined Authority and bus operators. The Bus Alliance
contributes towards delivering the objectives set out in the Bus Strategy,
specifically: to enable economic growth by improving connectivity to areas of
opportunity; create a cleaner environment by significantly reducing
emissions; support communities by improving access to health services,
education, employment, leisure and retail destinations. As part of the
development of this Transforming Cities Fund submission Heads of Terms
with the bus operators have been developed and this will be managed
through the Alliance. Appendix D contains the draft Heads of Terms.

•

Integrated Transport Block funding – a £65.5 million 5 year programme of
local interventions including our Streets for People Demonstration Projects ,
delivering healthy streets type initiatives in local neighbourhoods and town
centres.

3.195. These existing interventions are illustrated in Figure 35 below (the full set of
maps which show our TCF Programme can also be found in Appendix W).
3.196. However, as a whole there remains insufficient accessibility, resilience and
capacity in our urban transport system, particularly to the key employment
centres. This is constraining business labour markets catchments, and
constraining the ability to train and develop the next generation, by restricting
access to colleges and universities. As identified by the National Infrastructure
Commission, this is affecting many urban centres across the North of England
and will increasingly inhibit economic development, living standards and our
ability to help rebalance the national economy.
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Figure 35: West Yorkshire plus Transport Fund, Connecting Leeds and CityConnect
Interventions

Developing our Future Pipeline
3.197. We have set out the policy context and key economic and transport
challenges facing the region. We also set out above that we already have an
ambitious programme of interventions planned across the City Region through
programmes including our West Yorkshire plus Transport Fund, Connecting
Leeds and CityConnect investments.
3.198. Building on our current interventions in development and delivery, the
Combined Authority with its district partners is developing a new Connectivity
Strategy for the region.
3.199. The Connectivity Strategy builds on the significant work done to prepare for
the arrival of High Speed 2 (HS2) through the Leeds City Region HS2
Growth/Connectivity Strategies. This work identified the need for significant
investment in our transport network to meet future demand. We have set the
key priorities for enhancing local connectivity in advance of HS2 and much of
this planning is underway through the Inclusive Growth Corridors work,
through which we are identifying future interventions and bringing together a
pipeline of transport investment.
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3.200. The Connectivity Strategy will set out the spatial plan for local transport
interventions which will address the challenges across our region, support the
arrival of HS2, Northern Powerhouse Rail (NPR) and Transpennine Route
Upgrade (TRU) and deliver a 21st century local transport system which boosts
productivity and enables inclusive growth. It will become the ambitious
forwards pipeline of interventions which will be used to shape investment
through future funding opportunities.
3.201. Despite this future facing work, we know there is investment that can be made
now to prepare us for HS2, NPR and TRU and these interventions are
highlighted within chapter 5. It is crucial that we invest now to maximise these
opportunities – the uniqueness of our area is that if we get this right, the
number of people we serve and the scale of the economic opportunity is
significant at a national level. Only if we deliver the higher TCF Programme
and undertake the development work now for the transformational schemes
which will make us HS2 ready will people use public transport or active modes
for their end to end journeys. Only with the full package will we deliver on our
inclusive growth and productivity ambitions so as to not leave behind some of
the most deprived communities in our City Region.
3.202. In developing this new Connectivity Strategy, the Combined Authority has
been shortlisted as a pilot area to work with the National Infrastructure
Commission (NIC) to develop a long-term pipeline of infrastructure projects.
This will build on our track record of success in delivering integrated
infrastructure using a cocktail of funding to maximise impact and minimise
disruption to our communities. The NIC pilot is a good opportunity to help
ensure future investment is maximised and coordinated across different
funding streams.
3.203. Key areas where we are developing our future pipeline for investment which
will be brought together as part of the Connectivity Strategy are set out below.
Future planning for walking and cycling/Local Cycling and Walking
Infrastructure Plans (LCWIPs)
3.204. Leeds City Region partners are either currently developing or planning to
develop LCWIPs across the region, depending on local circumstances and
work already carried out to identify future networks, routes and improvements
for walking and cycling.
3.205. In West Yorkshire, LCWIPs are being developed for the Bradford, Calderdale,
Kirklees, Leeds and Wakefield district areas, through partnership between
West Yorkshire Combined Authority and the West Yorkshire partner councils.
These LCWIPs will function as standalone plans, to enable their adoption by
individual partner councils. It is also proposed to create a West Yorkshire
LCWIP for use at a strategic level, building on the individual partner council
LCWIPs.
3.206. In North Yorkshire, due to the rural nature of the county, North Yorkshire
County Council (NYCC) are developing individual LCWIPs for a number of the
key settlements within the county rather than encompassing whole districts.
Within the Leeds City Region this includes Harrogate and Knaresborough,
Skipton, Selby, Sherburn-in-Elmet and Tadcaster. NYCC are working closely
with district and borough councils in developing the LCWIPs for each area.
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3.207. In York, the City of York Council’s work to develop an LCWIP is being
considered as part of an update to the Local Plan and will feed into the next
Local Transport Plan, development of which will commence shortly. York’s
LCWIP will cover the whole administrative area and will build on the work
previously undertaken to identify a Strategic Cycle Route Network for the city
and create an evaluation methodology for prioritisation of future cycle route
schemes. The LCWIP will also take into consideration work previously done to
prepare a draft Rights of Way Improvement Plan for the city.
3.208. The West Yorkshire LCWIPs build on and complement previous network
planning and route development work for cycling and walking undertaken by
partner councils, alongside more detailed development work on specific
schemes and routes. Once adopted, the LCWIPs will help to deliver key
priorities within the West Yorkshire Transport Strategy 2040 such as to
increase the number of journeys made on bike by 300% and on foot by 10%
by 2027
3.209. The development of West Yorkshire LCWIPs is being undertaken through a
phased approach, given the level of resource and time required to develop
comprehensive LCWIP to cover the extent of each district area and the West
Yorkshire region where every day walking and cycling journeys might be
made.
3.210. The initial phase of LCWIP development currently underway concentrates on
specific geographic areas of focus within each district area. To identify these
areas of focus for this first phase of work, a range of criteria were considered
including potential numbers of cyclists as suggested by tools such as the
DfT’s Propensity to Cycle Tool; concentrations of destinations that form Core
Walking Zones; the existing cycling and walking networks and improvements
already planned or in delivery; future housing and employment sites; levels of
physical activity and health deprivation; and opportunities to delivery
improvements through current investment programmes.
3.211. The geographic coverage of the phase one West Yorkshire LCWIPs is shown
in Figure 36 below.
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Figure 36: Areas of Focus for Phase One West Yorkshire LCWIPs (from the West Yorkshire
LCWIP Scoping Report)

3.212. Where the phase one West Yorkshire LCWIP areas of focus align with the
prioritised communities identified in our Stage 1 TCF bid, this TCF programme
allows us to start delivering against the LCWIPs where schemes align with our
TCF Programme objectives and which are deliverable within the TCF
timescales. This is set out in more detail in Chapter 5.
3.213. The phase one LCWIPs for West Yorkshire have been updated following
stakeholder engagement in September and October 2019 and are expected to
be endorsed by Combined Authority’s Transport Committee in January 2020,
prior to potential adoption by the Combined Authority and partner councils.
3.214. Further development of the West Yorkshire LCWIPs is planned in 2020,
looking to expand the geographic coverage of each partner council LCWIP
and consider cross boundary routes in more detail, working towards
comprehensive LCWIPs for each district area.
3.215. Cycle networks identified through these more geographically comprehensive
LCWIPs will continue to build on previous network planning work and
aspirational future network plans published by West Yorkshire partners. A
Future West Yorkshire Cycle Network schematic map for West Yorkshire is in
development which brings together these individual network visions into a
single plan for the area. A draft version of this schematic cycle network map is
shown in Figure 37 below.
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Figure 37: Draft Future Cycle Network Map for West Yorkshire

3.216. The improvements for walking and cycling identified through the development
of LCWIPs alongside schemes identified through other strategic planning work
have been considered as part of the development of this TCF Programme.
Further detail on how emerging LCWIPs have informed packages within the
programme are provided in sections 4 and 5.
Future Mobility Strategy
3.217. The Future of Mobility: Urban Strategy sets out the national strategy on the
future of mobility grand challenge. A Leeds City Region Future Mobility
Strategy is currently being developed that suggests how we will deliver some
of the national objectives outlined in the Future of Mobility: Urban Strategy at
a regional level.
3.218. Our Strategy will also identify how the overarching objectives and targets set
out in both the West Yorkshire Transport Strategy 2040, the Strategic
Economic Plan and our other policy documents can be delivered through the
use of future technology and investment in projects including Demand
Responsive Transport, Mobility as a Service, Connected and Autonomous
Vehicles and smart cities.
3.219. Our Strategy will also identify a series of principles which will guide the
introduction of any new services/ innovation in the City Region – these will be
developed with reference to the national principles identified in the Future of
Mobility: Urban Strategy.
3.220. Our TCF Future Mobility Zone (FMZ) bid is also aligned to this. Through the
bid we are particularly prioritising digital and financial inclusion and examining
how this can be achieved through the use of new technology. For example,
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the FMZ bid looks to develop a Mobility as a Service (MaaS) platform to
facilitate planning, booking and purchase of travel services and enable access
to mobility credits. The platform will integrate traditional and new transport
modes (including digital demand responsive transport) and provide coverage
across bid area. The bid examines the ways in which access can be provided
to these services for the digitally excluded and those without access to a bank
account.
3.221. The FMZ bid also proposes development of mobility hubs – these are mostly
located at existing transport or community hubs and will enable the integration
of both new and existing transport modes. Many of the proposed hubs would
provide additional benefits to the schemes outlined in the TCF package. We
have outlined the mobility hub locations where FMZ investment is proposed
as part of the themed sections in chapter 5.
3.222. This is supported by our wider strategic priorities for the City Region, for
example Leeds City Region Digital Framework supports the digital
requirements of the FMZ and wider future mobility opportunities by ensuring
we get the underlying fibre and 5G mobile infrastructure delivered in the right
place, at the right time to enable these emerging solutions.
Inclusive Growth Corridor Plans
3.223. We set out in the Policy Context the background to the Inclusive Growth
Corridor Plans which developed through the HS2 Connectivity Strategy.
These corridor plans will help to establish the evidence and local connectivity
requirements which meet the needs of local communities and in doing so will
play an important element of the future pipeline.
Emerging Plans for Mass Transit and the Leeds City Region Transit Network
3.224. As part of the development of the new Connectivity Strategy, the West
Yorkshire Combined Authority is at the early stages of developing new
proposals for an advanced mass transit system. The new advanced mass
transit system will need to integrate with the wider public transport offer and
provide the local connectivity necessary to complement and support the
proposed High Speed 2 and Northern Powerhouse Rail new rail lines, which
are due to begin operation in Leeds from 2033.
3.225. Further details of our plans can be found the Combined Authority’s website3.
Detailed alignments, confirmation around mode choice and business case
value for money assessments would be developed as part the next stage of
development works and would also be informed by feedback from the
proposed forthcoming public engagement and market testing.
3.226. Figure 38 below illustrates the initial routes identified and at this stage whilst
the precise mode has yet to be confirmed, mass transit vehicles are
anticipated to be required to meet the capacity need in delivering these new
‘City Region Transit Network’ services. The Combined Authority has opened
the conversation around the role of mass transit in our City Region. Through
the conversation with stakeholders and the public, as well as through
development of the business cases, modes such Bus Rapid Transit or TramTrain will continue to be assessed. These may be more suitable where lower
3

Further details can be found online https://www.yourvoice.westyorks-ca.gov.uk/connectivityplan
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levels of capacity are required or where there is direct interface with the heavy
rail network respectively.
Figure 38: 2033 Emerging City Region Transit Network for 2033 with HS2, NPR and TRU

Aligning Transport with Wider Inclusive Growth Programmes
3.227. Ensuring that plans for transport schemes are integrated with our wider
understanding of the social and economic needs of the City Region is crucial
to ensuring local economic growth is as inclusive as possible. Our objective is
to link the corridors and communities we are supporting through TCF and
other investment programmes with new community initiatives to tackle wider
inclusion and equality issues. Transport has an important role in improving
connectivity to economic and social opportunities. Examples of this include:
•

Ensuring that skills support in a local area is aligned with the jobs that
are now more easily accessible

•

Ensuring businesses are supported to take advantage of new
opportunities

•

Encouraging communities to develop and support leisure, sport and
cultural activities that become more viable through improved transport.

3.228. Alignment of inclusive growth programmes with communities around the
corridors, ensuring sufficient and affordable transport connections are
available to communities with the greatest economic needs, will unlock
opportunities for some of the most deprived communities in the City Region.
3.229. We recognise that other measures are needed to tackle persistent poverty,
reduce our carbon emissions and improve our productivity. That is why we are
aligning our wider programmes to focus on specific communities and towns
and city centres where we think a holistic approach will make a bigger
difference. Using the Indices of Multiple Deprivation as a guide, we are
already targeting specific schools with our education programmes. These
areas are also spatially aligned with the Leeds City Region TCF Programme.
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One example of this – the Enterprise Advisor Network – is shown alongside
TCF schemes in Figure 39 below (see Appendix W).
Figure 39: Leeds City Region TCF Programme and Enterprise Advisor Network activity

3.230. As further funding is allocated to inclusive growth interventions we will target
these areas to build confidence, capacity, basic skills and aspirations of
people currently excluded from economic opportunity, growth and prosperity.
This links directly to where our Transforming Cities Fund investment will be
spent to ensure those people can access both the skills and employment
opportunities on offer. Similarly, Transforming Cities Fund investment will be
made in those towns and city centres where other interventions are being put
in place to improve air quality, to reduce carbon emissions and where our
emerging industrial strategy has identified our priority sectors.
3.231. In addition to this, the emerging Leeds City Region Inclusive Growth
Framework identifies an emerging pipeline of priorities which align with
communities surrounding the wider inclusive growth corridors that are central
to this TCF Programme. These priorities will have a direct impact on
outcomes for individuals and businesses throughout our inclusive growth
corridors and will be a focus for future investment.
3.232. Ensuring that communities have access to reliable and affordable transport to
access opportunities is central to any programme of inclusive growth activity
across the region. The emerging pipeline of priorities includes:
•

Community based capacity building: facilitating greater collaboration with
community and third sector organisations working across the region to
improve coordination and sharing of resources; grants to third sector
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organisations to support action research to test and learn from innovative
approaches that build confidence, capacity, basic skills and aspirations of
people currently excluded from economic opportunity.
•

Connectivity through digital infrastructure and skills: expand best
practice through scaling up the Digital Leeds programme across the wider
City Region.

•

Leeds City Region Good Work Standard: recognising the role of
employers in creating inclusive growth, it will promote the benefits of
diversity and how it this can impact positively on the ‘bottom-line’ for
businesses and employers. The focus will be to encourage and support
organisations to become a ‘Good Work Employer’ through specific packages
of support.

3.233. These opportunities will be underpinned by a robust and well-connected
transport network across the city region that maximises people’s ability to
access economic opportunities.
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Conclusion
Policy and Economic Context – Summary
•

Our policies and strategies, including our Local Industrial Strategy, prioritise
inclusive and clean growth

•

Our ambition is to become a globally recognised economy with high levels of
prosperity, and where everyone can contribute to and benefit from economic
growth in a sustainable way

•

We are making significant progress through existing programmes of
investment – Growth Deal, West Yorkshire plus Transport Fund, Connecting
Leeds and CityConnect

•

Despite this investment, our economic and transport challenges remain –
productivity gap remains, areas of deprivation persist and our transport
system is the largest contributor to carbon emissions in the City Region.
Resolving these challenges is key to rebalancing the national economy

•

Transport can make a significant impact across all of these objectives as
part of a holistic approach, and our TCF Programme is a significant
mechanism for delivering our next set of priorities

•

We also need a wider pipeline of transport and infrastructure interventions to
build on TCF and existing programmes into the future, and we will maximise
TCF investment by building on work we are already doing, filling strategic
gaps in the networks.

•

In order to maximise the impact of investment, we believe in the value of
behaviour change initiatives and will find ways to engage communities in a
way that will help change the perception of public transport and active
modes.

•

The next chapter will demonstrate how our prioritisation approach has
focused on those schemes that will make the most difference to our
objectives

•

This TCF Programme will help to address our priority challenges and
opportunities through investment in key infrastructure priorities in areas of
economic need.
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4. Strategic Case: Developing the Programme
Overview of Approach to Prioritisation/Shortlisting
4.1.

Chapter 3 outlined the range of challenges faced by the Leeds City Region
and references the work already underway through existing programmes to
start to address these challenges and future-proof our public transport
network. And improve our sustainable transport offer

4.2.

The principle of our approach to shortlisting schemes for development within
this SOBC has been to build on our existing strategies and pipeline (which is
currently in development), and shortlist schemes which best meet TCF
objectives.

4.3.

To achieve this, the Combined Authority has worked with district partners by
using the following four stage prioritisation process. The result has been to
identify three TCF SOBC scenarios – low, core and higher, all of which are
included within this SOBC submission.

4.4.

The four stage prioritisation process is set out in Figure 40, with each stage
described in greater detail below.

Figure 40: Overview of Approach to Prioritisation
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Long Listing
Prioritisation Stage 1a – Identifying the communities of greatest economic
need
4.5.

The economic potential of the City Region can only be achieved if the
transport network is effective in enabling people to access opportunities. As
set out in Chapter 3, through

4.6.

Leeds City Region High Speed 2 Growth and Connectivity Strategies, a set of
priority corridors have been identified through careful analysis of a range of
economic and transport evidenced based indicators.

4.7.

To determine the corridors of greatest economic need across the City Region,
multi-criteria analysis was used. The assessment and identification of these
corridors was summarised in the detailed ‘Case for Change’ report which
accompanied the LCR HS2 Connectivity Strategy4. The criteria used for the
prioritisation included:

4.8.

•

Access to the transport network in deprived areas

•

Levels of existing travel demand

•

Opportunity to join up key assets and demand drivers

•

Population density

•

Planned housing growth

•

Large scale planned employment growth

•

Forecast rail crowding and road congestion

•

High car mode share

•

Uncompetitive public transport

•

Few committed or planned schemes to address issues
From initially considering 500 journey to work movements, 57 corridors across
the City Region were prioritised through a multi-criteria analysis framework to
identify those communities of greatest economic need and opportunity for
transformational connectivity. This meant that a number of areas across
Leeds City Region were not shortlisted because they did not meet the criteria.
Examples of this include the A660/A61 North Leeds corridors and locations in
Aireborough.

Prioritisation Stage 1b: Identifying the priority gateways across the city region
4.9.

In parallel to the identification of a number of corridors of greatest economic
need, the

4.10. Leeds City Region High Speed 2 Growth and Connectivity Strategies also
identify the need to create multi-modal interchanges which are gateways to
the Leeds City Region. From a long list of the 99 stations across the Leeds

4

The LCR HS2 Connectivity Strategy is available online: https://www.westyorks-ca.gov.uk/improvingtransport/leeds-city-region-hs2-growth-strategy/
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City Region, the Leeds City Region HS2 Connectivity Strategy prioritised the
following gateways based on scale of potential impact:
•

Leeds

•

York as the City Region’s second HS2 terminal and NPR hub

•

Bradford Interchange and Bradford Forster Square

•

Huddersfield

•

Halifax

•

Wakefield

•

Harrogate

•

Selby

4.11. In addition, the strategy identified that investment in a range of smaller local
gateways can have as transformative impact as investment at major stations.
Prioritisation Stage 2a – Shortlisting the spatial areas which best align with the
principles of TCF guidance
4.12. Based on the conclusions of Prioritisation Stage 1, taking the 57 corridors and
10 gateways as the starting point, we prioritised the spatial areas which best
aligned with the principles of the TCF criteria, to a short list of four priority
corridors. Our approach was outlined in our stage 1 TCF submission (June
2018). The following criteria helped to identify the areas included in the Stage
1 TCF submission:
•

Does the corridor focus on the most deprived communities, and transforming
connectivity to our prosperous city centres?

•

Does the corridor align with the strategic growth areas identified in our
economic plans?

•

Does the corridor suffer from slow public transport journey times, poor
accessibility and historic under-investment?

•

Does the corridor offer the opportunity to learn from/expand on existing
proposals/funding programmes?

4.13. Through assessing all of the 57 corridors, the following were shortlisted in our
Stage 1 TCF submission:
•

Leeds – Bradford – Halifax and the Calder Valley

•

Leeds – Five Towns

•

Leeds – Wakefield

•

Bradford – South Bradford – North Kirklees

4.14. Further details on each prioritised area is provided in Appendix E. The
rationale for inclusion of each prioritised area is illustrated in Figure 41.
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Figure 41: Prioritised Communities within the TCF Submission

Prioritisation Stage 2b - Identification of the long list of schemes within the
prioritised spatial areas
4.15. Based on the conclusions of the earlier stages, we developed an analytical
and structured process to create the future scheme pipeline for each
prioritised area. Inclusive Growth Corridor Plans5 were produced through a
five stage approach:
•

Stage 1: Prioritising those communities of greatest economic need (as
identified through the Leeds City Region HS2 Connectivity Strategy and
endorsed by Transport Committee on 25 May 2018, following public and
stakeholder engagement). Emphasis was placed on not solely considering
linear, and consequently narrow, transport corridors but instead focus is on
addressing wider spatial socio-economic geographies.

•

Stage 2: Creating a ‘Single Evidence Base’, which brings together the
challenges and opportunities across: socio-economic demographics; major
housing and employment opportunities; anticipated land use changes and
new employment growth zones; the environmental and clean energy
opportunities; the known transport constraints as well as the forecast
changes to travel demand patterns and capacity.

•

Stage 3: Based on conclusions above, identify those key ‘Communities to
Connect’ through transformed connectivity.

•

Stage 4: Identifying the connectivity concepts with district partners to form
the long list of schemes.

•

Stage 5: Appraising all long listed connectivity concepts on a multi-criteria
basis for each corridor against local ambitions for the area.

4.16. The Leeds City Region Inclusive Growth Corridor Plan process identified over
350 schemes that were subsequently taken forward for consideration at the
medium list identification stage.
4.17. Alongside this, schemes identified through recent planning work for cycling
and walking, including draft LCWIPs under development for West Yorkshire,
North Yorkshire and prioritisation of future cycle route schemes by the City of
York were also included for consideration in the medium list identification
stage. This was done where there is geographic alignment between LCWIP
and other planning work and the prioritised communities identified in our
Stage 1 TCF bid, and where timescales for delivery are achievable within the
TCF timescales.
4.18. For each of the four corridors, an ‘Inclusive Growth Corridor Option
Assessment Report’ has been produced. These are still in draft form and
provide the conclusions for the staged approach set out above for each
corridor.
5

Further details on the Inclusive Growth Corridor Plan concepts can be found in the

Leeds City Region High Speed 2 Growth and Connectivity Strategies in Chapter 3. Inclusive Growth
Corridor Plans are being developed for all prioritised corridors, not just those shortlisted within this
TCF submission and they will play an important role in shaping the spatial component of the emerging
LCR Connectivity Strategy and future pipeline.

4.19. Table 4 provides an illustration of how schemes were considered in each
Options Assessment Report. Appendix B provides a summary of the schemes
not shortlisted through each stage of the prioritisation process.
Table 4: Illustrative Example of Assessment of Long Listing of Schemes within Each Inclusive
Growth Corridor Plan

Medium Listing
Prioritisation Stage 3 – Creating packages of coherent and deliverable
interventions
4.20. The medium list scheme stage sought to build on conclusions set out above
and develop packages of interventions which best aligned with the themes of
the TCF submission (which were identified and set out in Chapter 3 of this
SOBC). These are:
•

Transforming access for our communities of persistent poverty to
employment opportunities and skills centres

•

Creating smart, clean and liveable places which make cycling and walking
the obvious choice for accessing town and city centres

•

Transforming the public transport and active travel offer from housing and
employment sites

•

Making travel by bus an attractive and more reliable offer for commuters
through spreading the benefits of ‘Connecting Leeds’

4.21. As a result of sifting against the above criteria, a number of themes and
schemes were discounted at the medium list stage, including:
•

Interventions which focused on the medium or longer term were ruled out
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•

Rail interventions which are track-side/ service related. The guidance
specified that TCF funding should not be used to replace National Rail works
for which other funding sources are available

•

Major works on the Strategic Road Networks. Potential schemes would not
demonstrate clear benefits to public transport users or meet requirements to
reduce carbon emissions. Other funding sources are available for this type of
works

•

Schemes which came forward and were not within the specified
geographical scope

•

Schemes that have a significant revenue requirement

4.22. Appendix B sets out the summary for schemes which have not been
shortlisted, showing a detailed breakdown of each scheme and the rationale
for exclusion from the bid package at each stage of prioritisation.
4.23. Through this process, 28 packages were brought together. These packages
were informed through workshops with partner councils, bus operators,
universities, elected representatives from our Transport Committee and
Combined Authority.
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Short Listing
Prioritisation Stage 4: Multi-criteria analysis against TCF criteria
4.24. For the 28 packages of schemes, a detailed multi-criteria analysis (MCA) was
undertaken to ensure a clear alignment with TCF ‘essential criteria’ within the
guidance. The MCA provides a clear, evidenced based approach for
prioritisation of schemes within the low, core, higher scenarios. The criteria
used in the MCA were:
•

Improving capacity on commuting trips, access to employment development
centres

•

Linkages to TCF Stage 1 bid

•

Reducing carbon emissions (e.g. impact on modal shift)

•

Deliver benefits to bus users

•

Deliver benefits to walking and cycling

•

Scheme is financially sustainable to DfT

•

Maximise match funding

•

Connecting to deprived communities

•

Deliverable by March 2023

4.25. Appendix B summarises the conclusions of the MCA and in particular
highlights those packages which were shortlisted but have not been included
in the low, core or high scenarios. Table 26 highlights all shortlisted schemes
with the funding identified for those packages which best meet the criteria and
are therefore included in the low, core and high scenarios.
4.26. Each criteria included a five stage scoring system, as outlined in Table 5
below:
Table 5: Scoring Options for Evaluation Criteria

4.27. Criteria were weighted to reflect their relative importance within the TCF
guidance. For clarity, only schemes which were deliverable by March 2023
were shortlisted; so as set out in Table 5, this means that if a scheme scored
a 1 or 2 it was discounted. The same approach was taken regarding financial
sustainability to DfT.
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4.28. Based on the emphasis placed on each item with the TCF guidance, the
promoters collectively agreed a weighting for each criteria. These are set out
in Table 6.
Table 6: Weighting of Each individual Criteria

Individual
Weightings

Criteria
Improving capacity on commuting trips, access to
employment development centres
Linkages to TCF Stage 1 bid
Reducing carbon emissions (E.g. impact on modal shift)
Deliver Benefits to Bus Users
Deliver Benefits to Walking and Cycling
Connecting to Deprived Communities
Be financially sustainable to DfT
Maximise match funding
Deliverable by March 2023

10%
0%
10%
10%
10%
10%
Pass / Fail
10%
40%, for
schemes which
are deliverable
by March 2023

4.29. Through this process, each package/scheme was qualitatively evaluated
against each individual criteria. This allowed packages across the Programme
to be ranked to prioritise funding for those packages which delivered the
highest scores.
4.30. A full breakdown of the MCA scoring, along with the scheme ranking can be
found in Appendix C, with further details around the scenario testing described
below.
Scenario Testing around Weighting Criteria
4.31. DfT raised in their clarification questions whether changing the weighting
would amend the conclusions of the prioritisation. Two scenario tests have
been undertaken as specified in Table 7. The revised conclusions of the
prioritised schemes with the low, core and high scenario are set out set out in
Appendix C for both of these scenarios. These assume the same base cost
envelop for each scenario is maintained.
4.32. Whilst these demonstrate potential changes, these are not proposed to be a
recommended way forwards.
Table 7: Weighting Criteria Scenario Tests

Criteria

Scenario 1 –
Increase weights
for reducing
carbon emissions

Scenario 2 –
Focus solely on
deliverability

10%

0%

0%

0%

Improving capacity on commuting trips,
access to employment development
centres
Linkages to TCF Stage 1 bid
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Reducing carbon emissions (E.g. impact
on modal shift)
Deliver Benefits to Bus Users
Deliver Benefits to Walking and Cycling
Connecting to Deprived Communities
Be financially sustainable to DfT
Maximise match funding
Deliverable by March 2023

30%

0%

10%
10%
10%
Pass / Fail
10%
20%, for schemes
which are
deliverable by
March 2023

0%
0%
0%
Pass / Fail
0%
100%, for
schemes which
are deliverable by
March 2023

4.33. In Appendix C, pages 9 to 14 set out the full conclusions of scenario Test 1
(“Increase weights for reducing carbon emissions”). In Appendix C, Pages 15
to 20 set out the detailed conclusions of Scenario Test 2 (“Focus solely on
deliverability”).
Prioritisation beyond this SOBC
4.34. Whilst significant prioritisation has taken place to arrive at the scenarios
presented here, beyond this SOBC submission, it is anticipated that reprioritisation of the schemes shortlisted will continue and will be overseen by
the TCF Programme Board. This is required to reflect the on-going
development of the schemes, which may result in changes to costs, economic
appraisal, scope or programme for each package within the Programme.
4.35. Where schemes no longer comply with the criteria set out above, reprioritisation will be required and we will continue to use a multi-criteria
assessment tool approach, which takes into account schemes fit to the TCF
objectives, deliverability and value for money. Any changes to the packages
will be agreed with the DfT through the TCF Programme Board.

Conclusion
4.36. The conclusions of the MCA have been updated to reflect scheme
development work between the June and November submissions and this has
led to changes to the prioritisation conclusions.
4.37. The approach which has been undertaken has been an evidenced based
approach to determine those packages which best aligned with the TCF
guidance. The schemes were then ranked in priority order and divided across
four affordability scenarios:
Lower Scenario
4.38. A prioritised programme that partially meets the ambitions of the region. The
programme is made up of 16 packages of schemes, which:
•

Received the highest sifting score, within a £247m funding envelope6, and

•

Focus on addressing the ‘essential criteria’.

6

Base Cost (i.e. excluding Inflation, Programme Management, Benefit Realisation and other programme level
costs.)
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Core Scenario
4.39. The Leeds City Region central case for investment through the TCF
submission. The programme comprises 22 packages of schemes, which:
•

Received the highest sifting score, within a £345m funding envelope7, and

•

Meet our local strategies and ambitions, and

•

Meet the DfT TCF ‘essential’ and ‘desirable’ criteria.
Higher Scenario

4.40. A programme that meets the ambitions of the region, comprised of 22
packages of schemes, which:
•

Received the highest sifting score, within a £405m funding envelope8, and

•

Meet our local strategies and ambitions, and

•

Meet the DfT TCF ‘essential’ and ‘desirable’ criteria.

4.41. The TCF Programme for the Low, Core and Higher scenarios has been
developed to address our key challenges, align with existing local strategies
and ambitions and also comply with the TCF guidance. The packages put
forwards through our submission are outlined in Chapter 5.
Summary
4.42. Our prioritised packages:
•

Are located in the areas of greatest economic need within the Leeds City
Region

•

Support economic growth by unlocking transport constraints, particularly to
our urban centres across the region – this is crucial to ensuring we are ready
for future growth which will come through major investments such as
HS2/NPR/TRU

•

Address problems in areas with significant challenges associated with
deprivation to advance inclusive growth

•

Align with national, regional and district level policy priorities e.g. SEP, West
Yorkshire Transport Strategy, local economic strategies

•

Reduce carbon emissions

•

Improve health outcomes through increased take up of walking and cycling,
and through improved air quality

•

Help deliver the walking and cycling networks and improvements that are
being identified within our emerging LCWIPs under development in West
and North Yorkshire

•

Complement and enhance existing schemes being delivered through the
West Yorkshire plus Transport Fund, Connecting Leeds, CityConnect etc.

7

Base Cost (i.e. excluding Inflation, Programme Management, Benefit Realisation and other programme level
costs).
8
Base Cost (i.e. excluding Inflation, Programme Management, Benefit Realisation and other programme level
costs).
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•

Are deliverable within the specified time frame, up to 2023

•

Leverage match funding from the private sector, public transport providers
and developments/ businesses who will benefit from the investment

•

Have adaptability for delivery of the longer term strategy and objective to
embed inclusive growth across the Leeds City Region.
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5. The Preferred Option: TCF Investment Proposition
Our Vision and Ambition for TCF
5.1.

To meet the policy context and challenges set out in Chapter 3, we need a
solution which transforms public and sustainable transport in a way which
accommodates future demand and connects out communities of greatest
economic need.

5.2.

TCF presents a major opportunity to help achieve this, and this is reflected in
our Leeds City Region vision for TCF.
Leeds City Region TCF Vision
“Connecting people to economic and education opportunities through
affordable, sustainable transport, boosting productivity and helping to create
cleaner, healthier and happier communities for the future”

5.3.

Our vision has helped to shape our TCF objectives, which also align with the
Combined Authority’s corporate objectives. The objectives drive the package
of investment set out in this chapter. Our four objectives are set out in Table 8
below.

Table 8: Leeds City Region TCF Objectives

Objective
Enabling inclusive growth

Boosting productivity

Supporting clean growth

Delivering 21st century transport

5.4.

Description
To enable as many people as possible to
contribute to and benefit from economic growth,
and contribute to improved health and wellbeing of
our residents.
Working with our businesses and universities to
close the productivity gap, create thousands of
jobs and add substantially to our economy.

Achieving our target for a net zero carbon
economy by 2038 through lowering carbon
emissions and taking advantage of new
innovations to create jobs and growth.

Creating a transport system which addresses the
challenges we face around capacity, connectivity,
sustainability and air quality.

Delivery of our TCF Programme will contribute to delivery of our objectives
around increasing public transport mode share, reducing carbon emissions,

increasing accessibility for deprived communities and supporting future
growth. This will be done through four themed investment packages, as set
out below.
Our TCF Programme will:
•

Improve public transport and active travel options for 1.5 million people,
of which 41% live in the 20% most deprived communities

•

Take up to 12.5 million car trips per year off our roads by 2036

•

Against a forecasted increase in carbon emissions from transport, reduce
CO2 emissions from car travel by up to 1.5% (up to 15,000 tonnes) by
2036

•

Increase bus trips by up to 6%, rail trips by 4% and walking and
cycling to 7% by 2036 – contributing to our targets

•

Add over 1,100 jobs and up to £1bn to the economy by 2036

•

Support connectivity to 650 housing and 220 employment sites that have
the potential to deliver 45,000 new homes and 1,573ha of employment
space.

Leeds City Region TCF Themed Packages

5.5.

•

Theme 1: Transforming access for our communities of persistent poverty
to employment opportunities and skills centres

•

Theme 2: Creating smart, clean and liveable places which make cycling
and walking the obvious choice for accessing town and city centres

•

Theme 3: Transforming the public transport and active travel offer from
housing and employment sites

•

Theme 4: Making travel by bus an attractive and more reliable offer for
commuters through spreading the benefits of ‘Connecting Leeds’

Figure 42 below demonstrates how each theme will contribute to the City
Region’s TCF objectives, which are aligned with the Leeds City Region’s four
core priorities (enabling inclusive growth, boosting productivity, delivering
clean growth and creating a 21st century transport system). The themes meet
the DfT’s TCF objectives and the City Region’s strategic priorities as set out in
Chapter 2. The proposed programme complements investment underway
through existing programmes with a focus on filling strategic investment gaps.
In addition, the funding programme includes a range of works which will
complement and help prepare for major future investment such as HS2, NPR
and TRU. This is expanded on further within the scheme descriptions
throughout this section.

Page 104 of 261

Figure 42: How the Strategic Outline Case delivers the City Region’s TCF Objectives

TCF Investment Packages
5.6.

This Strategic Case covers the case for investment for the low, core and high
scenarios being put forward for the Leeds City Region through TCF.

5.7.

The core scenario will deliver a significant range of benefits for the City
Region, with a key focus on improving air quality and encouraging mode shift
to sustainable transport. The higher scenario contains strategically important
schemes for the region. Some of the projects in the core scenario are scalable
so that the higher package can deliver benefits to more areas. Some of the
core projects are part of wider programmes and so the higher scenario
delivers different elements of those programmes. The key components of our
TCF investment programme are set out below.
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Leeds City Region TCF Investment Programme – Summary
Our prioritised Programme of interventions will:
•

Transform the bus offer by providing two new Park and Rides and new
bus priority on 6 major bus corridors to create more reliable and
faster bus journey times from deprived communities to key employment
sites. There is an urgent need to dedicate road space to sustainable
modes and reduce the dominance of the private car

•

Transform our town and city centres for walking and cycling by
delivering high quality CityConnect style infrastructure and improved
sustainable access to rail stations in Leeds, Halifax, Huddersfield,
Bradford, Wakefield, Harrogate, York, Skipton, and Selby

•

Transform the bus navigation and provision of bus travel information
across the Core Bus Network in West Yorkshire

•

Provide a step change in the waiting environment at Heckmondwike,
Cleckheaton, Bradford Interchange, Glasshoughton, and new bus
interchanges with improved cycling and walking access in Dewsbury and
Huddersfield

•

Significant improvements to walking and cycling by delivering high quality
‘CityConnect’ style infrastructure on 6 key corridors to housing and
employment sites

•

Deliver a new White Rose Rail Station to accommodate future
connectivity and employment growth

•

Provide the sustainable transport networks to enable Bradford and Leeds
Clean Air Zones to be effective

•

Enable direct sustainable access to major development sites,
including White Rose Business Park, Olympia Park and York Central

•

Complement and prepare for High Speed2, Northern Powerhouse Rail
and Transpennine Route Upgrade

5.8.

Delivery of our Transforming Cities Fund Programme is critical to enabling
inclusive growth in Leeds City Region. Together, the packages that make up
this Programme will enable transformational change, helping more people to
access jobs and training opportunities by sustainable modes. Our high
scenario further embeds the transport and economic benefits realised in the
core package and this is fundamental to enabling inclusive growth.

5.9.

The detailed scheme descriptions and information tables in the remainder of
this chapter clearly set out which schemes/scheme components are included
in the lower, core and higher scenarios. They make the case that only in the
higher scenario can the full potential of TCF for the Leeds City Region be
realised.
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5.10. The packages of proposed interventions which make up our low, core and
higher scenarios are set out in Table 9, Figure 43 (also see Appendix W) and
Figure 44 and are expanded upon in the remainder of this chapter.
Table 9: Leeds City Region TCF Programme – Packages Within Each Theme

Theme
Ref
Theme 1:
10
Transforming
11
access from
12
communities of
persistent
poverty to
employment
28
opportunities
and skills centres
21
Theme 2:
23
Creating smart,
clean and
22
liveable places
24
which make
25
cycling and
20
walking the
16
obvious choice
within our town
15
and city centres
27
Theme 3:
26
Transforming the
18
public transport
and active travel
offer from
housing and
8
employment
sites
Theme 4: Making
travel by bus an
attractive and
more reliable
offer for
commuters
through a smart
approach to
extending the
benefits of
‘Connecting
Leeds’

Scheme Name
Halifax Walking, Cycling and Bus Transformation Package
Transforming access to Brighouse and Elland Rail Stations
Transforming bus and active travel opportunities between
Dewsbury and Bradford (A638)
Connecting employment and skills centres in Dewsbury
Carbon Mitigation Measures
Transforming access to Bradford Interchange from
employment areas
Active and Sustainable Travel across Bradford City Centre
Active and Sustainable travel within Leeds City Centre
Active and Sustainable Travel in Wakefield City Centre
Active and Sustainable Travel across Skipton Town Centre
Active and Sustainable Interchange for Harrogate
Preparing for TRU at Huddersfield and opening up
employment sites
City Connect Extension to West Bradford
York Station and City Centre Access Package
Supporting housing and employment delivery through
transforming the active and sustainable travel in Selby
Supporting employment growth and sustainable travel through
construction of a new White Rose railway station

Spreading the positive impact of ‘Connecting Leeds’ from
South Leeds and through Wakefield (A61 South)
Spreading the positive impact of ‘Connecting Leeds’ towards
3
Castleford and the Five Towns (A639)
Providing 21st Century, smart bus passenger facilities along all
9
of our prioritised TCF corridors
Creating a new P&R facility serving key employment sites in
4
Bradford
Creating a Bus Rapid Transit Solution from the East Leeds
5 Housing and Employment Growth Zones to the City Centre
and beyond
Transforming the bus offer through new bus priorities from the
17 North Kirklees Growth Zone (Dewsbury-Batley-Tingley)
towards Leeds
2
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Figure 43: Leeds City Region TCF Programme and West Yorkshire plus Transport Fund, Connecting Leeds and CityConnect Interventions

Figure 44: Transforming Cities Fund Programme Schemes
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Geographic Impact of Schemes across Low, Core and High Scenarios
5.11. As set out in this Strategic Case, when developing the Leeds City Region TCF
Programme a key priority has been ensuring that the Programme builds on
existing programmes of investment to fill the strategic gaps in the transport
network. This is clearly demonstrated in Figure 43 above.
5.12. When prioritising schemes to form the low, core and high scenarios we have
been mindful of ensuring the geographic impact of the schemes remains
cohesive across the City Region. This is demonstrated out in Figure 45,
Figure 46 and Figure 47 below.
Figure 45: Leeds City Region Transforming Cities Fund Low Scenario

Figure 46: Leeds City Region Transforming Cities Fund Core Scenario

Figure 47: Leeds City Region Transforming Cities Fund High Scenario
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Leeds City Region TCF Programme – Scheme Alignment with TCF Objectives
5.13. As set out in Chapter 4, all of the schemes selected for inclusion within the
Leeds City Region TCF Programme have been selected through a rigorous
multi-criteria analysis to ensure they align with both the Leeds City Region
and DfT TCF objectives.
5.14. The tables below provide a further tick box summary of how the schemes
meet the criteria set out in section 3.23 of the ‘Transforming Cities Fund –
Supplementary Guidance for Shortlisted City Regions: Tranche 2’. These
tables do not include information around value for money, deliverability or
affordability as these were treated as pass/fail in the shortlisting process and
are covered off in the economic, financial and management cases.
5.15. The schemes have been scored on a scale of 1-5 based on the extent to
which they meet the TCF objectives. The scoring scale is set out in the table
below.
Score
✓
✓✓
✓✓✓
✓✓✓✓
✓✓✓✓✓

Rationale
The scheme has some alignment with the objective but the
will have limited impact on its realisation.
The scheme has some alignment with the objective, but the
impact on its realisation may be indirect.
The scheme aligns with the objective and will have some
positive impact on its realisation.
The scheme has significant alignment with the objective and
will have a positive impact towards its realisation.
The scheme directly supports the objective and will have a
significant positive impact on its realisation.
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Table 10: Theme 1 Packages and TCF Objectives

Theme 1: Transforming access from communities of persistent poverty to employment opportunities and skills centres

Halifax, Walking
Cycling and Bus
Transformation
Package
Transforming access
to Brighouse and
Elland Rail Stations
Transforming bus
and active travel
opportunities
between Dewsbury
and Bradford (A638)
Connecting
employment and
skills centres in
Dewsbury

Improve
capacity on
commuting
trips

Improve
access to
employment,
EZs,
development
sites

Benefit bus
users inc.
reliability
improvements

Benefit
walking/
cycling
(modal shift)

Wider social
and
economic
benefits

Support
housing
delivery

Improve
air
quality

Align to
future of
mobility

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓

✓

✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓

✓

✓✓✓✓✓

✓✓

✓

✓✓✓✓

✓

✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓

✓✓

✓✓✓

✓

✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓

✓✓

✓

Table 11: Theme 2 Packages and TCF Objectives

Theme 2: Creating smart, clean and liveable places which make cycling and walking the obvious choice within our town
and city centres

Carbon Mitigation
Measures
Transforming access
to Bradford
Interchange from
employment sites
Active and
sustainable travel
across Bradford City
Centre
Active and
sustainable travel
within Leeds City
Centre
Active and
sustainable travel in
Wakefield City
Centre
Active and
sustainable travel
across Skipton Town
Centre
Active and
sustainable

Improve
capacity on
commuting
trips

Improve
access to
employment,
EZs,
development
sites

Benefit bus
users inc.
reliability
improvements

Benefit
walking/
cycling
(modal shift)

Wider social
and
economic
benefits

✓✓✓

✓✓✓

✓✓✓✓✓

✓

✓✓✓

✓

✓✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓

✓✓

✓✓✓✓

✓

✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓

✓✓✓✓✓

✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓

✓✓✓✓

✓

✓✓

✓✓✓

✓✓✓✓

✓✓✓✓✓

✓✓

✓✓

✓✓✓✓✓

✓

✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓

✓✓✓

✓

✓✓✓✓✓

✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓

✓✓✓✓

✓✓✓✓

✓✓✓✓✓
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Support
housing
delivery

Improve
air
quality

Align to
future of
mobility

interchange for
Harrogate
Preparing for TRU at
Huddersfield and
opening up
employment sites
CityConnect
extension to West
Bradford

✓✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓

✓

✓✓✓

✓

✓✓✓✓

✓✓✓✓

✓

✓✓✓✓✓

✓✓✓

✓✓

✓✓✓✓✓

✓

Table 12: Theme 3 Packages and TCF Objectives

Theme 3: Transforming the public transport and active travel offer from housing and employment sites

York Station and city
centre access
package
Supporting housing
and employment
delivery through
sustainable travel in
Selby
Supporting
employment growth
and active travel
through construction
of a new White Rose
railway station

Improve
capacity on
commuting
trips

Improve
access to
employment,
EZs,
development
sites

Benefit bus
users inc.
reliability
improvements

Benefit
walking/
cycling
(modal shift)

Wider social
and
economic
benefits

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓

✓✓✓✓✓

✓✓✓

✓✓

✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓

✓✓✓✓✓

✓✓✓

✓

✓✓✓✓✓

✓✓✓✓

✓✓✓

✓✓✓

✓✓✓

✓✓✓

✓✓✓

✓

Page 115 of 261

Support
housing
delivery

Improve
air
quality

Align to
future of
mobility

Table 13: Theme 4 Scheme packages and TCF Objectives

Theme 4: Transforming the public transport and active travel offer from housing and employment sites

Providing 21st
Century bus
passenger facilities
Creating a bus rapid
transit solution from
the East Leeds
housing and
employment growth
zones to Leeds City
Centre
Extending the
positive impact of
‘Connecting Leeds’
from South Leeds
through Wakefield
(A61)
Extending the
positive impact of
‘Connecting Leeds’
through Castleford
and the Five Towns
(A639)
Creating a new Park
and Ride serving
employment sites in
South Bradford

Improve
capacity on
commuting
trips

Improve
access to
employment,
EZs,
development
sites

Benefit bus
users inc.
reliability
improvements

Benefit
walking/
cycling
(modal shift)

Wider social
and
economic
benefits

✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓

✓✓

✓

✓✓✓

✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓

✓✓

✓✓✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓

✓✓✓✓

✓✓✓✓✓

✓✓✓

✓✓

✓✓✓

✓✓✓

✓

✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓

✓✓✓

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓

✓✓

✓✓

✓✓✓✓✓

✓
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Support
housing
delivery

Improve
air
quality

Align to
future of
mobility

Transforming the
bus offer through
new bus priorities
through the North
Kirklees Growth
Zone towards Leeds

✓✓✓

✓✓✓✓✓

✓✓✓✓✓

✓✓✓
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✓✓✓

✓✓✓

✓✓

✓

Programme Risk Management
5.16. Within all three scenarios, we have taken a cautious approach to delivery risk.
These risks have been refined since the draft SOBC submission in June
through risk workshops and further scheme development work which have
given us a greater understanding of schemes.
5.17. As set out in the management case, how we use schemes in the higher
scenario and future pipeline to over-programme will be an important part of
programme management. This approach will enable us to ensure we can
manage delivery risks as they emerge over the course of the programme.
Alignment with Leeds City Region Future Mobility Zone (FMZ) Bid
5.18. Our FMZ proposals will provide long-term sustainable alternatives to the
private car, help improve congestion and air quality issues and, help support
inclusive growth by providing access to jobs, skills and opportunities. The
FMZ proposal has been developed to test future mobility interventions in
tackling a wide range of local needs in innovative use-cases, including
improving mobility for some of hardest to reach communities that could be left
behind as technology moves forward.
5.19. Specifically the FMZ bid will deliver the following:
•

Streamlining booking and payment systems (including measures to
assist the digitally excluded), underpinned by a suite of mobility credits will
help remove barriers to transport and mobility access for those people for
whom the cost of travel is a major issue.

•

New mobility nodes/hubs - Focusing transport provision at established
nodes within different challenging urban, peri-urban and semi-rural
geographies to test modal shift.

•

Trials of on-demand public transport including:

•

o

Reducing private vehicle usage, improving utilisation and
demonstrate the benefits of access vs. ownership

o

Linking communities in peri-urban and rural areas to new and
emerging centres of jobs and opportunities with digitally enabled
dynamic services

o

Examining opportunities to provide on-demand feeder services
into an existing network from poorly served rural areas

o

Significantly improved access to a one of our restricted historic
centres for those with specific mobility needs and challenges

Combining dynamic demand responsive services with data-led traffic
management techniques to provide faster, more reliable journey times for
hard to reach areas.

5.20. The FMZ proposals have been specifically shaped to support the Tranche 2
TCF bid through:
•

Trialling technology to improve public transport provision on our prioritised
corridors (linking into real time information provision) – initial roll out in East

Leeds will provide innovative new signal control at junctions (InTrO) which
provides priority for buses, cyclists and emergency vehicles.
•

Examining how new models of demand responsive transport (DRT) services
will be able to improve access to public transport for areas with poor
accessibility in areas where we are investing in demand responsive transport
in East Leeds, York and Wakefield. The DRT schemes will be integrated with
existing modes through the provision of mobility hubs at key destination
points.

•

Trialling behaviour change techniques such as encouraging car sharing
(particularly with the partnership of large employers) in Calderdale and
through mobility credits with a focus on employers in the areas served by
TCF (initially focused on Bradford and Kirklees). In Calderdale, Lloyds
Banking Group have already demonstrated their enthusiasm to participate in
the programme, which will include employer-based lift sharing and
expanding the existing system of app-based parking already being trialled in
Halifax town centre.

•

Mobility hubs will link into the planned infrastructure delivered through TCF,
including in East Leeds (Seacroft centre, Crossgates and Seacroft hospital),
Bradford City Centre, Harrogate (including Harrogate Station, West
Harrogate, Starbeck, Knaresborough and Harrogate Centre), Huddersfield
Station, Wakefield, Pontefract Horsefair and Glasshoughton. Figure 48
shows how the TCF Programme set out in this SOBC aligns with the
schemes put forward through the Future Mobility Zone Bid.
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Figure 48: Transforming Cities Fund and Future Mobility Zone Scheme Alignment

Alignment with Local Cycling and Walking Infrastructure Plans (LCWIPs)
5.21. This TCF Programme has been developed in parallel to work being
undertaken or planned across Leeds City Region to develop Local Cycling
and Walking Infrastructure Plans. Although LCWIPs are at different stages of
development across the region, the TCF programme will enable delivery of a
number of schemes that are emerging as priorities within these LCWIPs,
where there is geographic alignment and where timescales for delivery are
achievable within the TCF timescales. These are set out in the map below.
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Figure 49: Transforming Cities Fund Schemes and LCWIP Alignment

5.22. The LCWIPs in the region builds on work already carried out to identify future
cycling and walking networks and improvements, including future network
plans developed by individual partners as part of cycle strategy development.
5.23. More detail on how this TCF Programme is delivering on work being carried
out as part of development of LCWIPs and other strategic planning work for
cycling and walking in the region is provided below for each of the partner
authorities.
Bradford
5.24. Improvements to cycle routes in the city centre, including the link between
Bradford Forster Square and Bradford Interchange will help deliver routes
within the schematic network which set a vision for the district network within
the Bradford District Cycle Strategy published in 2016. The proposed cycle
superhighway to Thornton will provide the infrastructure for the Westway route
within the network vision Cycle Strategy.
Calderdale
5.25. This TCF Programme will bring forwards the phase one LCWIP being
developed for the area through:
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•

Improvements for cycling at the most important junctions on the planned
cycle route from Bailiff Bridge to Brighouse town centre identified through the
phase one LCWIP

•

Improvements for walking in Park Ward, west of Halifax town centre,
including those identified through street audits led by Living Streets as part
of the phase one LCWIP, focussing on routes from Park Ward into the town
centre and severance caused by major highways infrastructure

5.26. Other schemes within this TCF programme, such as the cycle superhighway
routes linking north Halifax and Halifax town centre, will deliver routes
identified as part of the future Calderdale Cycle Network set out in the
Calderdale Cycling Strategy published in 2017.
Craven
5.27. Although work on development of an LCWIP for Skipton continues, walking
and cycling improvements between the rail and bus stations have been
informed by the emerging priorities identified by the LCWIP development work
and the schemes within this TCF programme are expected to form the first
phase of an LCWIP programme.
Harrogate
5.28. Segregated cycle provision on Station Parade and a transformed station
gateway area will deliver an important link in the primary cycle route identified
in the phase one Cycling Infrastructure Plan approved by North Yorkshire
County Council in July 2019, produced in accordance with the LCWIP
guidance. A planned segregated cycle superhighway route from Harrogate to
Knaresborough included in the core scenario will provide the route for one of
the five corridors identified in the Cycling Infrastructure Plan linking Harrogate,
Starbeck and Knaresborough.
Kirklees
5.29. This TCF programme will bring forwards the phase one LCWIP being
developed for the area through:
•

An enhanced “superhighway” level cycling route between east
Huddersfield districts, town centre destinations and the Railway
Station, identified as part of the phase one Kirklees LCWIP

•

Improvements for walking in Dewsbury town centre including some of
the improvements identified through street audits led by Living Streets
as part of the phase one LCWIP

Leeds
5.30. Improvements to address key strategic gaps in the city centre cycle network to
provide access to Leeds Station will help deliver a number of important
connections between the city centre and the routes identified in the Leeds
Cycle Network Ambition map, part of the Leeds Cycling Starts Here strategy
published in 2017.
5.31. Although the phase one LCWIP in development for Leeds focusses on the
north east of the city, an area outside of the prioritised communities identified
in our Stage 1 TCF bid, these improvements in the city centre will provide
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links between the proposed cycle routes identified in the phase one LCWIP for
north east Leeds and destinations in the city centre and the railway station.
Selby
5.32. Work on development of an LCWIP for Selby is underway and this is expected
to be completed in December for approval. The walking and cycling
improvements connecting to Selby station from new development sites and
other areas of the town have been identified as priorities as part of the
emerging LCWIP.
5.33. Consultation is taking place on schemes to extend the TCF proposals to key
residential, educational and employment sites in and around Selby via new
cycling and walking routes.
Wakefield
5.34. This TCF programme will bring forwards and build upon the phase one
LCWIP being developed for the area through:
•

Delivery of a number of the pedestrian improvements to connect to and
within the Wakefield city centre Core Walking Zone identified through street
audits led by Living Streets as part of the phase one LCWIP.

•

Improved cycle provision on the A61 corridor south of Wakefield city centre
will serve the cycle desire line identified in the phase one LCWIP network
map and using the high level programme of improvements included in the
LCWIP as a basis for development of detailed proposals.

•

Provision of segregated cycle infrastructure along the A650 serving
employment and development sites in the A650 corridor which will link to the
route identified in the phase one LCWIP north from Wakefield city centre.
York

5.35. Improvements for walking and cycling access to York station and as part of
the York Central development will deliver key missing links in the city’s
strategic cycle route network. These links were highlighted by City of York
Council to prioritise the sections of the strategic network that are still to be
delivered. These missing links delivered by the schemes in this TCF
Programme support several strategic routes between the outskirts of York, the
station and the city centre. Work carried out previously, including adoption of a
prioritisation methodology together with the identification of a schematic
strategic cycle route network will go on to form the basis of a future LCWIP for
the city. The LCWIP will tie in with the Local Plan and will feed into the city’s
next Local Transport Plan, development of which will commence shortly.
Cycling and walking design principles
5.36. In parallel to LCWIP development work to identify the routes and
improvements required to enable more walking and cycling, a set of principles
are being developed for the design and operation of cycling and walking
facilities, which will be used by the Combined Authority to inform future
transport investment and shape schemes brought forward in the region. The
design principles will be supported by national guidance such as the revised
Local Transport Note on Cycle Infrastructure Design, and locally produced
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guidance drawing on experience gained through our Cycle City Ambition
Grant-funded programme, CityConnnect.
5.37. These design principles will accompany the West Yorkshire LCWIPs and
underpin development of schemes that are identified through this work. It is
expected that they will also be applied to prioritised schemes emerging from
wider pipeline development work as part of the Leeds City Region
Connectivity Strategy. In order to ensure that this TCF programme results in
the highest possible quality provision for walking and cycling, the design
principles alongside national and local design guidance will be applied to the
schemes within this TCF programme through our Assurance process.
Alignment with the Planning Delivery Fund
5.38. The West Yorkshire Combined Authority received £180,000 from the Ministry
of Housing Communities and Local Government’s Planning Delivery Fund
award in 2018. This is being used to support the ten local planning authorities
within the Leeds City Region to raise urban design quality, creating healthier
and more liveable environments.
5.39. Through the Design Quality Fund, the Combined Authority is assisting with the
development of strategic site masterplans including in key locations which
align with investment sought through the TCF Programme. These include
Bradford’s City Village which links to the Forster Square Station Gateway, the
area around Bradford Interchange Station and helping to develop a brief to
commission a masterplan for Skipton that prioritises pedestrians and cyclists
and ensures placemaking is of the highest quality.
5.40. The support programme includes design training for planning officers and
executive members to help them use existing policy and guidance to its full
placemaking potential. It will also develop a Leeds City Region network of
design and planning professionals, with associated meetings, seminars and
site visits, and a web forum and library hosted on the Combined Authority’s
website, which will allow districts to benchmark and share knowledge.
5.41. This demonstrates the Combined Authority’s commitment to holistic policy
making – bringing together expertise from a range of disciplines to contribute
to the creation of more positive outcomes for our places.
Impact on National Transport Networks
5.42. Given the time constraints within which we need to spend the TCF funding,
we have sought to minimise the interface risks that can come with schemes
that have an impact on the national transport networks. For example, most of
the schemes within this package are outside the live network rail boundary.
Where we are having an impact, the schemes have been in dialogue with
Network Rail about the interfaces. A specific example is White Rose Rail
Station. This project has been in development for the last two years and
throughout this time has had input from Network Rail about the scope and
delivery. Where Transpennine Route Upgrade is going to impact on the
railway we are trying to align construction timescales. However, we recognise
that the TRU timeframes are not set and so we have already explored
possible possessions specifically for this project. The intention of TCF is to
create a more attractive way of accessing rail stations on foot, by bike or
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public transport. This should benefit existing passengers as well as contribute
to attracting more people to use the rail network.
5.43. At this stage of the highway design, we have not modelled the impact on the
Strategic Road Network (SRN). None of the schemes are directly linked to the
SRN. Also, given the intention is modal shift, it is hoped that the programmes
should have a positive impact on the SRN overall. Through the next stages of
the business case design, further engagement with Highways England will
identify any specific interfaces.
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Theme 1: Transforming access from communities of persistent poverty
to employment opportunities and skills centres
5.44. As a City Region we are growing, but we know not all of our communities are
feeling the benefits of this success. Transport is a key factor in shaping
peoples’ opportunities and quality of life.
5.45. The strategic case has demonstrated that despite a range of interventions,
there are significant areas within Leeds City Region which remain
disconnected from the opportunities growth will bring.
5.46. In the Leeds City Region, almost 19% of people live in areas defined as being
amongst the 10% most deprived in England, and 31% live in areas in the 20%
most deprived. There is considerable spatial inequality – for example almost
40% of the population of Bradford live in areas as being amongst the most
deprived 20% in England, but in contrast half the population of York live in
areas which are amongst the 20% least deprived England.
5.47. If we are to achieve genuinely inclusive growth, as set out in the Leeds City
Region Strategic Economic Plan, Local Industrial Strategy and other
strategies, more must be done to invest in our communities of greatest need.
The package of interventions within this theme is focused on expanding
access from communities of greatest need to employment and skills
opportunities.
5.48. The TCF investment programme has been shaped by a range of socioeconomic factors, which have been built into the shortlisting and prioritisation
process. Interventions have been prioritised where there is the greatest
evidence of economic need and opportunity.
5.49. The Packages included in Theme 1 are set out below.
Theme 1: Transforming access from communities of persistent poverty to
employment opportunities and skills centres
•

Halifax cycling and walking transformation package

•

Transforming access to Brighouse and Elland rail stations

•

Transforming bus and active travel opportunities between Dewsbury and
Bradford (A638)

•

Connecting employment and skills centres in Dewsbury

5.50. Figure 50 below shows the preferred package of interventions mapped
against the deprivation profile for the City Region and illustrates that all of the
schemes identified here are shortlisted based on their ability to support
communities within the top 10% most deprived communities in England. This
is extracted from the evidence baseline report which is in Appendix A.
5.51. The tables below set out the details of each package of interventions, the
impact of the scheme, detailed scheme components by scenario and high
level risk/programme.
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Figure 50: Transforming Cities Fund Programme and Top 40% Most Deprived Areas According to IMD

Halifax cycling and walking transformation package
Ref

10

Description

Transformed
gateways in
Halifax town
centre (bus
and rail),
creating
seamless
walking,
cycling and
bus access
from the town
centre to the
most
deprived
areas of
Halifax

Summary of
Transport
Challenges

Severance
between North
Halifax/Park Ward
and town centre
and with the jobs,
education and
training
opportunities in
the area
Poor multimodal
interchange
facilities in the
town centre
despite need for
interchange.
Poor accessibility
to rail station
Bus station not up
to modern
standard
Unreliable bus
offer

Strategic
Linkages

Future
Mobility
Zone

Scenario

Financial
Ask (£m)

Detailed scheme components

Lower

£39.9m

As Core

Core

£39.9m

Higher

£53.9m

Calderdale
LCWIP
(Park
Ward)

New bus station in Halifax town centre
• A safer and fully accessible bus station to reduce barriers to travel and create
a better and safer waiting environment
• A bus station which supports smoother integration between modes – electric
bus charging, cycle parking, electric bike charging and better travel
information with linkage with rail real time information
• Better pedestrian and cycle access with improved connectivity to key
destinations in the town centre, e.g. Piece Hall and Trinity Sixth Form College
•
A modern design which will incorporate energy and carbon saving features
and is ready for the launch of electric buses
Improved multimodal access at Halifax Rail Station
• Creation of a multi-modal transport interchange at the Rail Station to enable
seamless interchange and modal shift
• Improved access to employment sites
New cycle superhighways
• Cycle superhighway links from the core town centre towards Mixenden,
Ovenden and Illingworth, identified in the Calderdale Cycling Strategy
• Creating greater space for walking and cycling will improve health outcomes in
some of Halifax’s most deprived wards
Park Ward Healthy Streets Package
• Walking improvements identified through the phase one LCWIP to address
barriers to accessing the town centre for Park Ward residents
• Enhanced bus priority in north Halifax
As Core plus:
Improved multimodal access at Halifax Rail Station
• New footbridge between Halifax Rail Station and the town centre
New cycle superhighways
• Extension of cycle superhighways further out from the town centre towards
Mixenden, Ovenden and Illingworth

Halifax walking and cycling transformation package
North West Halifax is classed within the 20% most deprived
communities in the England. The area has one of the highest levels of
unemployment in the region and lowest levels of car ownership. This
package will transform the travel opportunities for this area by linking
these communities into key gateways and employment/education
opportunities, providing seamless integration into the wider public
transport network.
Upgrading the rail station, creating seamless walking and cycling
access and a new multimodal interchange facility will support
movement across the town to key destinations and employment sites.
This includes Nestle plant and other emerging development sites to the
east in the M62 corridor (an area which is currently only connected by
car and has high public transport/cycling and walking journey times),
Lloyds Banking group and the densest manufacturing sector outside of
London. It will also help people access Halifax’s strong cultural offer,
with significant cultural assets/visitor attractions such as the Piece Hall.
Its emerging production/film industry is bringing high value jobs to the
district (recent successes include national television series such as
Gentleman Jack, Happy Valley).
This is complemented by localised walking, cycling and Healthy
Streets interventions in Park Ward which will reduce severance and
improve accessibility to the town centre from this area of economic
need. This package will improve air quality and health outcomes as well
as providing a more attractive, low cost option for people to travel to
employment and skills sites elsewhere in the district.
Investing in a new bus station facility in Halifax town centre will
provide a step change in accessibility to the bus and address existing
barriers to travel including poor information, waiting environment and
safety/accessibility issues. It will be electric bus ready, have carbon
saving features and improve integration between modes. The bus
station is located next to a new Sixth Form College with up to 600
student places and 78 jobs.

Programme milestones
Strategic Assessment – N/A
Strategic Outline Case – Jun 2020
Outline Business Case – Jan 2021
Full Business Case – Oct 2021
Construction Commences – Dec 2021
Delivery Complete – Oct 2022
Key risks
Risk
Securing support for
designs of rail and bus
station from Heritage
England
Securing timely
approvals from Network
Rail for rail station
elements
Public acceptability of
streets for people
approach to design.
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Mitigation
Early engagement with Heritage
England and other conservation bodies
to enable designs to reflect
requirements.
Network Rail member of Rail Station
Gateway Project Board – clearly
communicate required timeline and
requirements.
Develop proposals through public
engagement approach, communicate
objectives and benefits clearly.

Figure 51: Halifax Bus Station visualisation

Figure 53: Halifax Rail Station visualisation

Figure 52: Halifax Bus Station visualisation

Figure 54: Halifax Rail Station visualisation
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Transforming access to Brighouse and Elland rail stations
Ref

11

Description

A package of
interventions to
transform
pedestrian and
cycle access to
Brighouse Rail
Station and the
new Elland
Station

Summary of
transport
challenges

Inadequate
cycling and
walking routes to
rail station sites
reduce take up of
sustainable travel
and poor access
to the public
transport network

Strategic
Linkages

Calderdale
LCWIP
(for
Brighouse)

Scenario

Financial
Ask (£m)

Detailed scheme components

Low

£0

Not included

Core

£5.4m

Elland Station Access
• Provision of direct, traffic free access via National Cycle Network
Route 66 and Calderdale Greenway to the new station via two
pedestrian/ cycle bridges (river Calder Bridge/Navigation Bridge).
This will significantly improve opportunity for active travel to the
station and enable and encourage modal shift
• Towpath widening to give access from Calderdale Greenway
• Upgrading Century Road for direct traffic free access to the town
centre and Lowfields Industrial Park
• Upgrading Old Power Way to provide direct, traffic free access from
the Brighouse direction and Low Fields.
• Improving walking and cycling route to and from the town
centre/station via Eastgate
Brighouse – phase one LCWIP Cycle Routes
• Improvements on priority pinch points/junctions from the north of
Brighouse to Brighouse town centre as identified through the phase
one Calderdale LCWIP. This will transform access by bike to
Brighouse rail station, improving safety and legibility

High

£5.4m

As Core
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Transforming access to Brighouse and Elland Stations
This package is comprised of two projects designed to improve
connectivity by active modes to the rail stations serving the towns of
Elland and Brighouse. Providing high quality cycling and walking
infrastructure to these rail station sites will provide a compelling
alternative to car for these journeys. This will be of real benefit to the
local communities around the stations which have significant pockets
of deprivation, low car ownership and suffer from poor air quality.
Significant levels of congestion exist on the strategic road network
that connects both Elland and Brighouse to the regional economic
centres of Leeds and Manchester. Growth in rail patronage, and
converting the first leg of journeys to the station by active modes,
could play a key role in tackling this.
The package of measures for Elland Station (which is currently going
through the GRIP process) has been developed to complement the
new rail station and integrate it into the existing land uses and growth
areas in Elland through walking and cycling. This will mean delivery of
new pedestrian and cycle bridges crossing the River Calder and
Calder Hebble Navigation at key desire lines, improvements to
existing pedestrian and cycle routes and wayfinding/legibility
enhancements to key destinations such as the town centre.

Programme milestones
• Strategic Assessment – Completed Sept 2019
• Strategic Outline Case – Aug 2020
• Outline Business Case – Mar 2021
• Full Business Case – Dec 2021
• Construction Commences – March 2021
• Delivery Complete – March 2023
Key risks
Risk
Gaining political and
public support for
schemes
Third party land
requirements – cost and
delay implications
Unforeseen ground
conditions and services
increasing cost

Brighouse is a priority growth area for Calderdale, but if the current
levels of congestion which exist on the local road network continue,
growth will be constrained and resident health outcomes will worsen.
Brighouse already has an Air Quality Management Area. This
package aims to address some of these barriers by delivering the first
stage of Calderdale’s LCWIP in Brighouse, to improve cycling
priority at key junctions on the A641 to Brighouse town centre.
This will transform access by bike to Brighouse station and the town
itself and enable and encourage shift to sustainable modes.
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Mitigation
Early stakeholder and public
engagement
Minimise third party land
requirements where possible and
undertake early consultation with third
party land owners
Undertake site surveys to inform
options appraisal and developing
costs.

Transforming bus and active travel opportunities between Dewsbury and Bradford (A638)
Ref

12

Description

This package
will transform
opportunities
for sustainable
and active
travel from
Dewsbury
towards
Bradford

Summary of
transport
challenges

Unreliable bus
offer, which
often suffers
long journey
times on this
key commuter
route
Lack of cycling
infrastructure
discourages
sustainable
travel
Inadequate bus
interchange
provision in
Heckmondwike
Significant
forecast in
housing and
employment
growth

Strategic
Linkages

Scenario

Financi
al Ask
(£m)

Low

£11m

Core

£14m

West
Yorkshire
Bus
Strategy

High

£16m

Detailed scheme components

District hubs
• New, fit for purpose bus station at Heckmondwike to provide increased
capacity for bus services improved interchange opportunities, improved
waiting environment and improved access to information
• Upgraded crossing facilities, travel information, footways, reshaping of
highways and public realm at Cleckheaton District Centre.
Cycle commuting enhancements
• Provision of high quality cycle infrastructure on the A638
• New links from Heckmondwike and Cleckheaton to the Spen Valley
Greenway
Bus reliability and access
• Bus priority measures on the A638 at key junctions to reduce bus journey
times and improve punctuality
• Improved accessibility to bus stops
As Low plus:
Cycle commuting enhancements
• Further provision of high quality cycle infrastructure on the A638
Bus reliability and access
• Extended bus priority on the A638 to reduce bus journey times and
improve punctuality
• Further roll out of new crossings and footway improvements
As Core plus:
• Scaled up scheme to deliver a more joined up network with a higher
standard of infrastructure, improving legibility/safety for cyclists and
greater bus reliability benefits
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Transforming bus and active travel opportunities between
Dewsbury and Bradford (A638)
This TCF Corridor runs through the heart of West Yorkshire,
connecting the centres of Dewsbury, Heckmondwike,
Cleckheaton and Bradford. It runs through some of the most
deprived communities in the county and areas of low car accessibility.
The corridor is of significant Local Plan and Strategic Economic Plan
importance, and has been overlooked in recent investment streams.
This corridor is a strategic priority – it is in the North Kirklees
Growth Zone (SEP spatial priority area with 5,500 new homes planned
around Dewsbury and several major employment sites) – and provides
opportunity to install a multi-modal transport spine via a stepchange in the quality and continuity of bus, walking and cycling
choices to support this growth.
The TCF package will make the bus offer more attractive through an
upgraded bus hub at Heckmondwike, improving service capacity,
customer experience and information provision at this important bus
service crossroads. A safer and spacious waiting environment will
provide for rising demand, address anti-social behaviour and help to
regenerate the district centre. Furthermore, bus priority treatments will
be implemented along the Corridor – enhancing bus reliability –
together with new footways and crossings to help all prospective
customers to access bus services.

Programme milestones
Strategic Assessment – Completed Sept 2019
Strategic Outline Case – May 2020
Outline Business Case – Jan 2021
Full Business Case – Sep 2021
Construction Commences – Nov 2021
Delivery Complete – Feb 2023
Key risks
Risk
The scale of intervention at
Heckmondwike Bus Hub
holds some dependency
with planned bus service
development on the A638
and A62 corridors and the
industry growth forecast
for bus patronage
Land requirements for
Heckmondwike bus hub
Objections to introduction
of mandatory bus/cycle
lanes

Spen Valley Greenway is a high quality off-road walking and cycling
route, part of the National Cycle Network, running parallel to the A638
from Dewsbury to south Bradford and passing near Cleckheaton and
Heckmondwike centres. The TCF scheme will transform the
continuity, safety and legibility of the cycle network through a set of
on-street cycling upgrades and new local links to Spen Valley
Greenway, to maximise its usage, together with widening and
lighting of the Greenway itself. This will help to create a holistic
network to support everyday journeys, making cycling a mode of
choice and providing high-value and active travel opportunities.
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Mitigation
Work with bus operators to gather
data at early stage to inform growth
forecasts. Develop scheme options
around a number of scenarios

Tailor scheme design to minimise
land requirements. Identify fall back
option within highways boundary
Close and iterative stakeholder
engagement prior to advertising any
orders

Connecting employment and skills centres in Dewsbury

Ref

28

Description

This package is
comprised of a
comprehensive
suite of
measures which
will transform
access to
opportunities for
communities in
Dewsbury and
will feed into the
wider
regeneration
ambitions for the
town

Summary of
transport
challenges

Lack of fit for
purpose bus
interchange
facilities
discourages
bus travel
Poor bus
patronage and
long journey
times
Inadequate
walking/
cycling
infrastructure
to town centre
and key sites
Poor arrival
and sense of
place
experience,
very little retail
activity and
poor business
confidence,
anti-social
behaviour

Strategic
Linkages

Kirklees
LCWIP
(Dewsbury
Core
Walking
Zone)

Scenario

Financial
Ask (£m)

Low

£12m

Core

£14.5m

High

£16m

Dewsbury
Strategic
Developme
nt
Framework
West
Yorkshire
Bus
Strategy

Detailed scheme components
Dewsbury Bus Station
• Redevelopment of the bus station building, bus circulatory area and
pedestrian linkages
• Creation of a safe, fit for purpose waiting environment with improved
access to information and reduced interchange time
• Provision of a direct pedestrian link across Dewsbury Ring Road to
provide better access to the bus station from Kirklees College
Ring Road sustainable travel reconfiguration
• Provision of cycle facilities and crossing improvements along Dewsbury
Ring Road to improve journey reliability for bus, cycle and walking users
on Dewsbury Ring Road
• Reconfigure access to bus stops on the Ring Road
• Improve bus reliability by providing bus priority at the Halifax
Road/Bradford Road junction on the Ring Road
As Low plus:
Town centre walking routes
• Delivery of walking improvements identified for the Dewsbury town
centre Core Walking Zone as part of the phase one Kirklees LCWIP on
Bond Street and Wellington Street in Dewsbury Town centre. This will
provide a seamless link the bus station and train station
Walking and cycling Improvements on Dewsbury Ring Road
• New walkway on Dewsbury Ring Road between Bradford Road and
Leeds Road junctions, to give greater pedestrian connectivity to North
East of Dewsbury town centre and better access to Dewsbury College
• Segregated two way cycleway alongside the walkway to enable and
encourage modal shift to bike through creation of a safer, more
attractive environment for cyclists
As Core plus:
Town centre walking routes
• Further improvements to a wider spectrum of walking routes in the town
centre

Page 135 of 261

Connecting employment and skills centres in Dewsbury
Dewsbury has a number of communities ranked in the 10% most
deprived in England. Despite being well connected to Leeds,
Huddersfield and Manchester via the Transpennine Rail Route, local
connectivity to/from and within the town centre is poor. A recent study
found that, from parts of Dewsbury, the connectivity provided by
Dewsbury Rail Station is hampered by bus services that can take 30
minutes to travel around 1.5 miles to the station. The Transpennine
Route Upgrade (TRU) presents a once-in-a-generation opportunity to
provide catchment connections that promote sustainable regeneration
of the Town. Many of the communities in Dewsbury remain
disconnected from employment, skills and leisure opportunities.
Despite the challenges, the opportunity here is significant – Dewsbury
sits at the centre of the North Kirklees Growth Zone, a designated
Spatial Priority Area, which is set to see delivery of over 5,500 new
homes, as well as 1,800 jobs at Chidswell.
This TCF Package will make significant progress towards the 15-year
vision for regeneration of the town centre (Dewsbury Strategic
Development Framework), which aims to increase activity, accessibility
and attractiveness. TCF will radically improve cycling and walking
throughout and into the town centre, and to the Rail and Bus Stations.
Proposals have been identified in a Dewsbury Town Centre Walking
Network informed by the Kirklees LCWIP scoping exercise. A major
overhaul of the Bus Station and its accesses will provide a
contemporary facility where people feel safe, confident and informed
when travelling by bus, and unlock the viability of nearby development
sites.

Programme milestones
Strategic Assessment – Completed Sept 2019
Strategic Outline Case – Apr 2020
Outline Business Case – Oct 2020
Full Business Case – Feb 2021
Construction Commences – June 2021
Delivery Complete – Feb 2023
Key risks
Risk
Dependency with
Dewsbury Town Centre
Investment Fund schemes
– timescales need to be
aligned
Bus station scheme to
some extent dependent on
bus service development/
predicted patronage
growth

Mitigation
Project board to include senior
managers working on wider
strategic development projects for
the town to ensure synergy of
approach
Work with bus operators to gather
data at early stage to inform growth
forecasts. Develop scheme options
around a number of scenarios

Stakeholder management
e.g. risk of objections to
Traffic Regulation Orders
to amend parking and
loading restrictions in
affected streets

Clearly communicate objectives and
benefits of scheme as part of
engagement and consultation on
wider parking strategy, in advance
of TRO statutory processes.

A new cycle track and walkway on part of Dewsbury Ring Road
and a reconfiguration of the Halifax Road/Bradford Road Junction
in favour of walking and cycling will enhance connectivity between
outlying College sites and the Town Centre, and reduce the severance
presented by the Ring Road.
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Theme 2: Creating smart, clean and liveable places which make cycling
and walking the obvious choice within our town and city centres
5.52. As we masterplan and develop our town and city centres, transport
infrastructure needs to play its part in creating liveable and attractive places
where cycling and walking are the first choice for people to move around and
to access our transport hubs. Cycling and walking are key to reaching our
targets on reducing carbon emissions and improving air quality, as well as
meeting our ambitions for increased levels of physical activity in the Leeds
City Region.
5.53. The package of interventions presented through Theme 2 seeks to build on
successes achieved through existing programmes (CityConnect, Connecting
Leeds) through a set of targeted interventions to transform access to, and
within, our town and city centres for walking and cycling. Through this we aim
to shift the balance away from the private motor vehicle, help to create a
sense of place and enable people to more easily choose to cycle and walk for
journeys through better facilities and environments for walking and cycling.
5.54. TCF also provides the opportunity to cater for end to end journeys by
combining walking and cycling with rail to enable sustainable, low carbon
journeys to be made by residents across the City Region. This Programme
proposes a package of improvements to pedestrian and cycle routes to
smaller gateway stations within the City Region, allowing residents to get to
their local stations on foot or by bike. This offers the potential to maximise
accessibility to local stations in the most effective way possible, make best
use of space around gateway stations, and reduce local congestion and
associated impacts such as pollution.
5.55. We know that this is an approach that works. Our CityConnect programme
has been hugely successful and nationally recognised – not only in delivering
high quality infrastructure, but in affecting behaviour change to enable and
encourage take up linked to the infrastructure investment made through the
programme. Through CityConnect, investment in cycle superhighway and
canal towpath infrastructure has led to increases of 25% and 30% in usage
between 2017 and 2018; businesses benefiting from our engagement
programme have seen a 25% increase in numbers of staff cycling to work,
and almost 60% of participants in our Cycling for Health pilot project are
cycling more than once a week.
5.56. The role of our towns and cities is changing, and if we don’t invest in them
now we are in danger of these places not living up to their potential as
environments that will foster greater business and social interaction and
collaboration. We need to support our places as sustainable economic centres
which foster knowledge intensive jobs, high quality housing and a first class
cultural and visitor offer. Key to this is investing in sustainable transport
infrastructure which supports accessibility for all, and this is what we seek to
achieve through this Programme.
5.57. The packages that form theme two are set out below.

Theme 2: Creating smart, clean and liveable places which make cycling
and walking the obvious choice within our town and city centres
•

Carbon Mitigation Measures

•

Transforming access to Bradford Interchange from employment sites

•

Active and sustainable travel across Bradford City Centre

•

Active and sustainable travel within Leeds City Centre

•

Active and sustainable travel in Wakefield City Centre

•

Active and sustainable travel across Skipton Town Centre

•

Active and sustainable interchange for Harrogate

•

Preparing for TRU at Huddersfield and opening up employment sites

•

CityConnect extension to West Bradford
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Figure 55: Transforming Cities Fund Programme and NOx Emissions

Carbon Mitigation Measures
Ref

21

Description

Delivery of
complementary low
carbon initiatives to
enhance the
Programme

Summary of
Transport
Challenges

Poor air quality in
towns and city
centres
Need to decarbonise the
transport network

Strategic
Links

Scena
rio

Financial
Ask (£m)

Detailed scheme components

Low

£0

Not included

Core

£7m

Delivery of complementary low carbon initiatives to
enhance the Programme including:
• Charging infrastructure at priority bus stations
• Top up funding for electric buses
• Electric vehicle charging points
• Cycle storage
• Greening our infrastructure

High

£8m

As Core

Clean Air
Zones –
Bradford
and Leeds
West
Yorkshire
Low
Emissions
Strategy
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Carbon Mitigation Measures
This package will provide much needed investment in complementary
low carbon measures to enhance the Programme. This will help
provide a step change in sustainable transport which is required if we
are to achieve the ambition of becoming a net zero carbon City Region
by 2038. This will also contribute to the targets set out in the West
Yorkshire Low Emissions Strategy and the aims of the Clean Air Zones
due to be implemented in Leeds and Bradford.
Through this package, electric bus charging infrastructure will be
installed at priority locations of Bradford Interchange, Bradford City
Park, Halifax Bus Station, Huddersfield Bus Station and Wakefield Bus
Station. This, along with electric vehicle charging and cycle facilities,
will complement investment going into key locations through TCF and
will help to future proof this infrastructure.
This package will also enable electric buses to be run across the core
network. This investment is key to stimulating a step-change away from
diesel and towards wide ranging use of electric buses, which the
operators have indicated is their preferred choice of low emission
vehicle. Through a competitive process the operators will apply for
funding to top up the cost from a Euro VI diesel hybrid to an all-electric
bus. This investment is key to start the transition and stimulate further
technological development.
Ultimately investment in low carbon measures will be key to air quality
improvements on some of our more congested corridors and town/city
centres which experience the worst air quality.

Programme milestones
Strategic Assessment – complete September 2019
Strategic Outline Case – March 2020
Outline Business Case – Aug 2020
Full Business Case – Dec 2020
Order of buses placed – Jan 2021
Delivery complete – Mar 2023
Key risks
Risk
Operators do not have
appetite to take up the
funding.

Appropriate charging
technologies are not
available.

Charge point delivery
costs increase.
Lack of market demand
for electric vehicles
means take up is low
Lack of suitable locations
for cycle storage
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Mitigation
Engage operations early – clearly
communicate benefits to them of the
scheme as well as wider benefits.
Provide clear guidance, process and
support for applications.
Research and engage with market
from outset to understand
technologies available. Utilise market
to develop specification for
procurement.
Establish prioritisation process and
value for money criteria.
Undertake research to focus
investment in areas where potential
for take up is greatest
Early engagement with local
authorities and private property
owners to embed cycle storage in
designs

Active and sustainable travel across Bradford City Centre
Ref

22

Description

Summary of
transport
challenges

A package of
interventions to
significantly improve
Bradford City Centre as
an attractive and
liveable environment,
improve legibility for
cycling and walking and
improve air quality

Dominance of
car/buses in the
city centre
Poor air quality
Poor accessibility
to Bradford
Interchange, with
severance
caused by busy
roads
Poor legibility
between Bradford
Interchange and
Bradford Forster
Square
Forecast growth
as a result of
NPR
Planned city
centre housing
growth

Strategic
Linkages

Scenario

Financial
Ask (£m)

Detailed scheme components

Low

£30m

As Core

Core

£30m

Active and sustainable travel across Bradford City Centre
• Reconfiguration of Hall Ings to remove traffic
• Reconfiguration of highways such as Croft Street, Bridge
Street, Shipley Airedale Road
• Cycling/walking route between Bradford Forster Square
Station and Bradford Interchange to improve legibility and
accessibility
• Creation of dedicated bus priority areas in the City Centre
with removal of some traffic from the core of the city centre
to improve air quality (creation of a bus box)
• Creation of cycle routes on key desire lines in the city
centre – building on those identified through the phase one
LCWIP e.g. link to Canal Road to complete strategic route
• Improved waiting environment and access to information
for passengers (building on FMZ mobility hub proposals)

High

£30m

As Core

Clean Air
Zone –
Bradford
Bradford
LCWIP
Future
Mobility
Zone bid
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Active and sustainable travel across Bradford City Centre
There is major opportunity for inclusive economic growth in Bradford.
With a city centre economy of £2bn and the youngest population in the
UK (25% of the population are under 16), major investment through
Northern Powerhouse Rail (due to arrive in 2040) and delivery of major
development sites, the city centre is on the up. Between 2011 and 2017
the city centre population grew by 17% and this is set to increase
further with the ‘City Village’ scheme which will create 1,000 homes in
the city centre.
However, Bradford currently suffers with significant air quality issues
(currently in exceedance of EU targets), car dominance and poor multimodal interchange provision. This package of measures aims to
transform access to and within the city centre through enhanced
walking and cycling provision (building on the LCWIP) and greater
provision for bus priority, encouraging modal shift and improving air
quality.
By providing for active and sustainable travel across the city centre,
we will reduce severance and improve wayfinding between the
transport hubs (Bradford Interchange/Forster Square) as well as other
key destinations. This will also draw buses out of the core city centre
which will help to create a safer, more pleasant environment. Further
investment in the Canal Road cycle corridor will provide a strategic
and safe link for cyclists between the growing residential areas
along Canal Road and the employment and training opportunities
within Bradford City Centre. This will enable and encourage modal shift
to cycling, having a positive impact on congestion, air quality and health
outcomes.

Programme milestones:
Strategic Assessment – Nov 2019
Strategic Outline Case – Apr 2020
Outline Business Case – Sep 2020
Full Business Case – Jan 2010
Construction Commences – Mar 2021
Delivery Complete – Dec 2022
Key risks
Risk
Disruption to public and
businesses during the
development phase of the
project.
Stakeholder opposition and
lack of buy-in from
businesses and transport
operators.

Effective programme
delivery and management to
ensure deliverability of the
scheme.

The scheme builds on the award-winning City Park Public Realm
Scheme which successfully increased pedestrian activities/footfall and
reduced vehicle traffic within the city centre. It will contribute towards
achieving Bradford’s Clean Air Plan targets, improving air quality in the
city centre and creating a healthier, more liveable environment.
Page 143 of 261

Mitigation
Effective Scheme
Management/Early stakeholder
engagement will reduce disruption
by communicating to stakeholders
early the implications of the work.
There will be extensive
consultation with stakeholders,
including roadshows and
participation in working groups. A
collaborative approach with
businesses and transport
operators will be taken.
There will be effective phased
sequence of works, pedestrian,
traffic and public transport
management.

Figure 56: Bradford City Centre Scheme Visualisation – Hall Ings/Bradford Interchange entrance from above

Figure 57: Bradford City Centre Scheme Plan
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Transforming access to Bradford Interchange from employment areas
Ref

23

Description

Creation of a new
entrance to Bradford
Interchange Bus and
Rail station from the
City Park area of
Bradford, transforming
pedestrian accessibility
to this key hub

Summary of
transport
challenges

Severance
caused by busy
roads between
Bradford
Interchange and
the city centre
Lack of legibility/
wayfinding
Lack of capacity
at current
entrance for
future growth

Strategic
Linkages

Scenario

Financial
Ask (£m)

Detailed scheme components

Clean Air
Zone –
Bradford

Low

£13.2m

As Core

Bradford
LCWIP

•
•

Future
Mobility Zone
bid
Northern
Powerhouse
Rail: Bradford
Growth
Strategy

Core

£13.2m
•

High

£13.2m
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Creation of a new entrance to Bradford Interchange
Covered walkway from City Park to Bradford
Interchange through the NCP car park site to improve
access to multimodal interchange options
Creation of a safe, direct route for pedestrians which
will increase capacity and improve legibility of key
walking routes

As Core

Transforming access to Bradford Interchange from employment
areas
Through the TCF Programme, a range of investment is being proposed
for Bradford to reconfigure the city centre into a more cycle and
pedestrian friendly environment, enhancing the current commercial
and residential offer and preparing it for future economic growth. This
scheme is an integral element of the wider package for Bradford,
particularly to prepare for the arrival of Northern Powerhouse Rail to
Bradford.
Bradford Interchange is a significant transport hub for bus and rail, used
by over nine million passengers. It acts as a gateway from Bradford to
the City Region and beyond, but currently suffers with a range of issues
including lack of at-grade access between bus and rail, inconsistent
information offer, significant severance from the surrounding highway
network with Hall Ings (a dual carriageway) running across the key
desire line for pedestrians wanting to access the station from the city
centre.
This scheme will completely transform access to Bradford Interchange
through creation of a new covered accessible entrance to the
station. This will run from the civic quarter through the existing NCP car
park site, significantly improving accessibility and legibility and
reducing conflict between vehicles and pedestrians/cyclists. This would
be a direct, safe and legible route directly into the station from the city
centre.
Improving the attractiveness of the station will enable and encourage
mode shift and contribute to the wider plans for the city centre – to
improve air quality through the Clean Air Zone and make Bradford a
more liveable and attractive place to do live, work and spend leisure
time.

Programme milestones:
Strategic Assessment – Oct 2019
Strategic Outline Case – Mar 2020
Outline Business Case – Aug 2020
Full Business Case – Oct 2020
Construction Commences – Jan 2021
Delivery Complete – Sep 2022
Key risks
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Risk
Structural slab issues and
Remedial Works Programme
may cause a delay to the
scheme.
Stakeholder opposition and
lack of buy-in from
businesses and transport
operators.

Effective programme
delivery and management to
ensure deliverability of the
scheme.

Mitigation
Adaptive design considerations/
possible joint works/ managed
work programme.
There will be extensive
consultation with stakeholders,
including roadshows and
participation in working groups. A
collaborative approach with
businesses and transport
operators will be taken.
Phasing of works/stakeholder
Management.

Active and sustainable travel within Leeds City Centre
Ref

24

Description

A package of
works to
significantly
improve
accessibility to
Leeds Station,
both in the
immediate areas
in Leeds city
centre through
creation of a new
multimodal
interchange, and
from communities
further afield by
filling strategic
gaps in the cycle
network

Summary of
transport challenges

Dominance of bus/car
in city centre
Planned employment/
housing growth at
Leeds Southbank
Severance with
communities in South
Leeds
Congestion impacting
on bus reliability
Poor air quality
Poor cycling
accessibility and
storage provision
Station inaccessible
for those with
restricted mobility from
Bishopgate / Neville
Street

Strategic
Linkages
Clean Air
Zone –
Leeds

Scenario

Funding
Ask (£m)

Detailed scheme components

Low

£39.5m

As Core

Core

£39.5m

Transformation of access to Leeds Station via Bishopgate
and Neville Street
• Pedestrianisation and major public space improvements at
Bishopgate Street and New Station Street
• Works to the Aire Street entrance to accommodate
pedestrians, taxis, car parking and drop off vehicles –
creation of better multimodal interchange facility
• Improved access for disabled passengers – access to station
from street level including lift and cycling/walking
infrastructure, providing ‘access for all’
• Pedestrianisation will increase capacity for pedestrian
movement into Leeds station, to accommodate future growth
• Air quality improvements through removal of traffic from Dark
Neville Street, which currently ranks fourth worst for air
quality in the country
Strategic cycle/walking connections to Leeds Station
• High quality cycling and walking links on key strategic gaps
in the cycle network, to reduce severance and improve
accessibility for some of the most deprived communities
High quality cycle storage/hub at Leeds Station
• 700 space cycle hub – largest cycle hub in the north of
England
• Complementary provision of cycle hire facilities to enable
onward journeys from Leeds Station by bike

High

£39.5m

As Core

Leeds
Integrated
Station
Masterplan
Connecting
Leeds
City
Connect
HS2
Growth
Strategy
Leeds
Inclusive
Growth
Strategy
WYCA
Transport
Strategy
Leeds
Cycling
Starts Here
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Active and sustainable travel within Leeds City Centre
Leeds City Station is the busiest in the north with 34 million passengers
– projected to grow to 40 million by 2027. It is significant nationally,
providing access to both the Leeds City Region and the national rail
network. Significant work is needed to bring Leeds City Station up to a
modern standard and provide capacity for the growth that will come
through key developments such as HS2 and Leeds South Bank – which
is the largest regeneration site in Europe, set to double the size of the
city centre in the next 20 years with 35,000 new jobs and 8,000 new
homes.
This package is key to ensuring this growth is sustainable. It will
enhance access to Leeds Station both within the immediate city centre
area and to communities on the periphery of the city centre which
currently experience severance due to major highways. Through this
scheme we will transform access to the station through
pedestrianisation of New Station Street. This will remove highway
congestion, more safely manage pedestrian/vehicle conflicts and
improve capacity for pedestrian flows for people entering and exiting
the station – key to accommodating future growth. The roads
immediately surrounding Leeds Station have some of the worst air
quality in the country. Through works to Neville Street including
installing high quality cycle infrastructure, this scheme will improve
air quality and contribute to Leeds’ Clean Air Zone plans.
Creating a connected city wide cycle network will expand labour market
catchments, supporting employment growth and productivity gains
across the city centre and South Bank – in particular improving
accessibility for residents from inner city communities. The
improvements will transform access to, within and across the city
centre in a sustainable, healthy, and inclusive way which will help
address the Climate Emergency. This, complemented by a 700 space
cycle hub at Leeds Station, will support growth in productivity, health,
and enable residents to engage in social, economic and training
opportunities.

Programme milestones:
Strategic Assessment – Complete Sept 2019
Strategic Outline Case – Nov 2019
Outline Business Case – Oct 2020
Full Business Case – Mar 2021
Construction Commences – Mar 2021
Delivery Complete – Feb 2023
Key risks
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Risk
Dependence on concurrent
schemes delaying others
Coordination with Meadow
Lane, Armley Gyratory, Regent
Street and City Square
schemes procurement
approach
Network Rail approvals
process
Dialogue with adjacent land
owners

Design and build contractor
appointment

Mitigation
Detailed phasing programme to
be developed in conjunction
with contractor and partners
Continued liaison and
partnership working with
Highways colleagues to
coordinate approach
Structured governance process
to be established
Detailed Communication and
Stakeholder Management plan
to be developed. Early
intervention with all
stakeholders. Partner
involvement
SCAPE contract is in place
allowing early ECI during
development of OBC and FBC

Figure 59: Leeds Rail Station Bishopgate/Neville Street visualisation

Figure 58: Cycle routes to be filled in the strategic cycle network towards
Leeds (yellow indicates TCF schemes)

Figure 60: Dark Neville Street visualisation
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Active and sustainable travel in Wakefield City Centre
Ref

25

Description

A range of
interventions
to reduce
congestion in
the city
centre and
rebalance
road space
away from
vehicles to
pedestrians
and cyclists

Summary of
Transport
Challenges

Poor air quality
Congestion
Inadequate walking
and cycling routes and
poor pedestrian
permeability
Inadequate cycle
provision at Kirkgate
Rail Station

Strategic
Linkages

Scenario

Financial
Ask (£m)

Low

£9.6m

Core

£12.6m

High

£13.6m

Wakefield
LCWIP
Future
Mobility
Zone bid
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Detailed scheme components
City centre pedestrian and cycle improvements
• Package of measures around the city centre to deliver
pedestrian improvements aligned to the 2018 Living Streets
Audit. This will improve air quality and legibility along key
pedestrian desire lines in the city centre
• Works to Northern and Civic Quarter area (Lower Northgate,
Wood street, Cross Street, Silver Street and King Street) – this
will remove the majority of traffic movements to improve air
quality and congestion issues
• Healthy Streets principles will be applied throughout the city
centre
• Provision of secure self-service cycle storage will enable and
encourage modal shift
• Delivering walking improvements within the core walking zones,
identified through the phase one Wakefield LCWIP
• Dedicated cycle link between Kirkgate Rail Station and the city
centre will improve accessibility for cyclists
As Low plus:
Congestion improvements
• VMS signage around the city centre and key orbital approaches
to reduce congestion and manage demand for travel and car
parking
• Improve accessibility to the bus station for pedestrians through
remodelling of Marsh Way/Union Street junction, including
additional crossing facilities and footways
• Junction improvements will also improve bus efficiency on the
orbital route to the city centre, helping to improve journey times
and reduce congestion
As Core plus:
Congestion improvements
• More extensive roll out of VMS signage

Active and sustainable travel in Wakefield City Centre
Wakefield suffers from poor air quality issues, car dominance in the city
centre and significant levels of congestion. These challenges are
currently hampering opportunities for sustainable access to
employment and skills opportunities and wider transformation of the
city centre. There are significant opportunities here with the nationally
significant Hepworth Gallery already acting as a catalyst for
regeneration at the Waterfront. This scheme forms part of a range of
measures which aim to make Wakefield a greener, more liveable city
which is more legible for pedestrians and less car dominated.
Interventions in the city centre will remove traffic from the Northern
and Civic Quarters. This will enable improvements to public space
through the application of good placemaking principles to shift the
emphasis back onto the person rather than the vehicle. This will be
complemented by high quality infrastructure and secure cycle storage
in the city centre. Walking improvements identified through Wakefield
LCWIP will help address barriers to accessing the city centre for people
living in residential areas immediately adjacent to the centre.

Programme milestones:
Strategic Assessment – Oct 2019
Strategic Outline Case – May 2020
Outline Business Case – Nov 2020
Full Business Case – Aug 2021
Construction Commences – Nov 2021
Delivery Complete – Feb 2023
Key risks
Risk
Failure to secure planning
permission for key schemes in
the city centre
Scheme not seen favourable by
the public

Accessibility to Kirkgate Rail Station will be improved through a high
quality, dedicated cycle link from the city centre building on the phase
one LCWIP. A range of interventions will help to ease congestion
including VMS signage to manage traffic/parking demand and
junction improvements at the bus station and on the route into the
city centre to improve accessibility for buses.
Together with the planned corridor improvements in Wakefield district,
these inventions will ensure that sustainable modes are the first choice
for residents and provide the much-needed infrastructure to enable
Wakefield to thrive as a prosperous and growing city.
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Mitigation
Close and regular dialogue with
political leadership and key
stakeholders
Early engagement

Active and sustainable travel across Skipton Town Centre
Ref

20

Description

This package
will deliver
transformationa
l access and
interchange
facilities within
the station and
immediate
surrounding
area through
enhanced
cycling and
walking
provision

Summary of
Transport
Challenges

Skipton Rail
Station
outdated and
not fit for
purpose
Conflict
between
vehicles and
pedestrians
on approach
to station
Poor
pedestrian
permeability
to station

Strategic
Linkages

Skipton
LCWIP

Scenario

Financial
Ask (£m)

Detailed scheme components

Low

£5.8m

As Core

Core

£5.8m

Skipton Station Plaza
• Improvements to the station entrance, passenger waiting facilities
and access to information,
• Reconfiguration of the highway entrance to improve highway, and
pedestrian access.
• Improvements to the Broughton Road / Carleton New Road junction
to improve pedestrian facilities
• Secure cycle storage facilities at the station
Railway Station to Bus Station Active Travel Improvements
Delivery of the following improvements identified through the LCWIP for
Skipton:
• Black Walk widening to provide pedestrian and cycle infrastructure
• Craven Street pedestrian crossing facilities
• Creation of Cavendish Street Cycle superhighway
• Gas Street / Carleton Street / Cross St ‘Informal Streets’ Scheme
• Gallows Bridge Replacement to make it suitable for cyclists and
pedestrians

High

£5.8m

As Core
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Active and sustainable travel across Skipton Town Centre
Improved accessibility to Skipton town centre and the rail station is
needed to ensure the high value jobs in Skipton can be serviced.
Skipton has some significant sector strengths in areas such as high
value manufacturing engineering, finance and pharmaceuticals.
Craven has the joint highest jobs density of any district in the North of
England and has plans for future growth – ensuring future workers can
get to the town in a sustainable way is key to securing future growth
and reducing the high car mode share in the district (which is currently
higher than average at 73%).
Skipton rail station is planned as a future growth hub. This package will
deliver transformational access and interchange facilities for
Skipton by enhancing facilities within the station/station entrance itself
and improving accessibility by walking and cycling to the station
from the town centre, housing, employment and education sites
which have been identified through work to develop the LCWIP. This
will enable and encourage modal shift and pedestrian permeability
between the town and station and will help to facilitate new
developments coming on stream by providing sustainable access to
housing and employment areas identified through the local plan.

Programme milestones:
Strategic Assessment – Complete Nov 2019
Strategic Outline Case – Feb 2020
Outline Business Case – Jul 2020
Full Business Case – Apr 2021
Construction Commences – Apr 2021
Delivery Complete – Dec 2022
Key risks
Risk
Required land acquisitions
(fire station land) and
planning permissions may
not be secured
Partner opposition as plaza
reconfiguration may lead to
loss of parking for rail staff
Public acceptability of
scheme

The package of improvements will reduce the need for car travel and
will support the interchange between sustainable modes i.e. rail, bus,
walking and cycling, improving access for all. Provision of an integrated
gateway will better connect the rail station with the bus station, town
centre, key employment centres as well as residential and education
sites aiding the delivery of inclusive economic growth.
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Mitigation
Council is in talks with the land
owner but alternative scheme scope
has been identified if this is
unsuccessful
Scheme designs being prepared to
mitigate these issues and dialogue
is ongoing
Early consultation will be undertaken
with public and stakeholders to
mitigate concerns

Active and sustainable interchange for Harrogate
Ref

16

Description

This package is a
set of walking,
cycling and
interchange
improvements to
enhance public
transport
interchange
facilities and
access to the
town centre and
other key
towns/trip
attractors across
the Harrogate and
Knaresborough
urban area.
This will better
connect people
with bus, rail,
healthcare,
employment, new
development and
three rail stations

Summary of
Transport
Challenges

Severance
between
Harrogate Rail
Station/ Bus
Station and
town centre
Poor multimodal
interchange
Inadequate
cycling/walking
routes to station
from residential
areas
Congestion
impacting
across
Harrogate and
into Leeds

Strategic
Linkages

Scenario

Financial
Ask (£m)

Low

£7.9m

Core

£14.1m

High

£14.1m

Future
Mobility
Zone bid
Harrogate
LCWIP
West
Harrogate
NPIF
Harrogate
BC ULEV
Strategy

Detailed scheme components
Improvements to Station Parade
• Transformed station gateway to the town through significantly improved
public space, pedestrian and cycle connections as well as integration
and multimodal interchange between bus and rail
• A suite of improvements for pedestrians and cyclists including
Installation of 400m two way segregated cycle route and other
reallocation of road space for pedestrians. This should reduce
congestion by converting more of the local trips to active travel modes
• Public realm improvements including signage/information boards
around rail station. This links to the proposed FMZ mobility hubs at
Harrogate Station and in the town centre.
• Improved pedestrian permeability between rail and bus station and
other pedestrian improvements such as widened pedestrian crossings
and traffic calming measures
• Bus priority measures
• Cycle hub provision at Harrogate Rail Station
As Low plus:
Harrogate – Knaresborough high quality segregated cycle way:
• Provision of high quality cycle connections to West Harrogate, Starbeck
and Knaresborough, linking to a cycle hub at the rail station via new
infrastructure on Station Parade. This will provide much needed
intermediate connectivity to rail and other facilities, helping to facilitate
mode shift away from car, particularly for commuters, and provide a key
cycle route for the Harrogate – Knaresborough identified as a priority in
the Harrogate LCWIP
• FMZ mobility hubs are proposed at Harrogate, West Harrogate,
Starbeck and Knaresborough to help integrate these proposals with the
wider transport network.
As Core
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Active and sustainable interchange for Harrogate
Harrogate is an often viewed as an affluent town, however inclusive
growth is being supressed by local transport, demographic and
economic conditions.
Workplace earnings in Harrogate are below the national average and
house prices are among the most unaffordable in the region at almost
nine times resident earnings. The disparity between workplace and
resident earnings demonstrates a demand for both in and out bound
travel (e.g. Harrogate/Leeds commute). Sustainable transport
investment is needed to ensure that the most deprived communities in
Harrogate can access opportunities in the wider City Region and that
those from the wider region can access jobs in Harrogate in a
sustainable way.
This package is a transformational set of walking, cycling and
interchange improvements. Works on Station Parade will deliver the
first phase of the Harrogate Station masterplan, transforming the space
for pedestrians, reducing severance and creating truly multimodal
interchange between the bus and rail stations.
The package will deliver new and improved quality walking and
cycling routes to better connect people with bus, rail, healthcare,
employment, new development and three rail stations (through new
cycle infrastructure towards Knaresborough). The current average
length of a car journey in Harrogate is only 2.6km and there is a real
opportunity here to convert these journeys to cycling/walking through
high quality infrastructure and behaviour change initiatives. A new
cycle hub will also be delivered at Harrogate station to support this.

Programme milestones:
Strategic Assessment – Complete Sept 2019
Strategic Outline Case – Feb 2020
Outline Business Case – Jun 2020
Full Business Case – March 2021
Construction Commences – April 2021
Delivery Complete – Mar 2023
Key risks
Risk
Land acquisition

Mitigation
Looking at all schemes being within
highway boundary or on HBC land.
Necessary planning Undertake key stakeholder engagement
permissions – delay and work with planning dept. to understand
to scheme
requirements early in development process
e.g. heritage and conservation.
Public acceptability - Consultation on the Harrogate Congestion
elements of the
Study highlighted public support for green
scheme may be
measures. Will demonstrate operation of
subject to local level scheme through modelling results and
objections from
programme of engagement with key
residents /
stakeholders.
stakeholders

Overall, these interventions reduce the dominance of the highway,
combat congestion and create a more attractive environment for
passengers, residents and businesses. This package will support a
significant mixed use development which will regenerate the area
around the stations and cater for increased rail patronage resulting
from access and frequency improvements (secured from franchise).
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Preparing for TRU at Huddersfield and opening up employment sites
Ref

15

Description

A package of
measures to
improve
capacity,
multimodal
interchange
and
pedestrian
accessibility
at key
transport
hubs in
Huddersfield
town centre

Summary of
Transport
Challenges

Capacity and
quality at rail
and bus
stations
Preparation
needed for
TRU which
will lead to
growth in
demand
Accessibility
issues to bus
and rail
stations –
currently lack
adequate
disabled
access

Strategic
Links

Scenario

Financial
Ask (£m)

Low

£16.5m

Core

£18.5m

High

£28m

TRU
Huddersfield
Blueprint
Kirklees
LCWIP
Future
Mobility Zone
bid

Detailed scheme components

New walking and cycling routes/enhancements
• New Trinity Street cycle/footbridge – a new flagship bridge over the ringroad to
enhance pedestrian accessibility to the city centre and reduce severance. This will
complement the current surface level crossing which is well over capacity.
• Enhanced walking and cycling routes will provide a major improvement in the quality
and safety of walking and cycling between east Huddersfield districts, town centre
destinations and the Railway Station as identified via the Kirklees LCWIP process
Huddersfield Bus Station upgrade
• Package to improve accessibility to the bus station and local bus stops that currently
serves 33,000 passengers a day, making it the busiest in West Yorkshire
• Comprehensive review of the bus station layout, main entrance, furnishing, access
routes and adjacent public realm
• Improved, safer waiting environment and access to information for passengers
Rail station cycle and taxi hub, regional hub Park and Ride
• Works to make Huddersfield Rail Station TRU ready and improve access to Leeds
• Improve accessibility into the busy Huddersfield Rail Station
• Cycle hub with locker and changing facilities delivered alongside FMZ mobility hub
• Relocated taxi hub to enable better walking access through St George’s Square
• Parking rationalisation through park and ride spaces at St George’s Warehouse,
which will provide improved accessibility for people commuting to Leeds and
Manchester
As Low plus:
• Enhanced cycle hub provision at Huddersfield Rail Station
• Full aspiration for Trinity Street foot/cycle bridge will be realised
As Core plus:
Rail station cycle and taxi hub, HS2 Park and Ride
• Stair/lift at St George’s Warehouse, to connect the gateway parking to the town
centre
• Subway extension to new western entrance (without TRU)
• Enhanced park and ride provision (higher quality/increased capacity)
New cycling and walking routes/enhancements
• Bus station wider enhanced accessibility/connectivity package
• Southgate interchange major upgrade
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ect extension
to West
Bradford
Preparing
for TRU
at Huddersfield
and opening up employment
sites
Investment in Huddersfield will enable the town to strengthen its
economic role within the Region, contribute to delivery of inclusive
growth and capitalise on the potential of the Transpennine Route
Upgrade (TRU) and HS2. Huddersfield Rail Station is the second
busiest in West Yorkshire, with over 5.5 million entries, exits and
interchanges in 2017-18, and provides high-frequency connections to
jobs in Leeds and Manchester. Through TRU, the rail industry is
forecasting a doubling of passengers on this line in the next 20 years.
The Rail Station and nearby Bus Station (busiest in West Yorkshire
with 33,000 users/day), makes Huddersfield Town Centre a vital
transport hub in the City Region. However, the current quality of
facilities, passenger experience and catchment connectivity do not befit
this status. This scheme is a key component of the ‘Huddersfield
Blueprint’ 10-year regeneration plan. It will accommodate and
stimulate increased footfall around the two stations and generate
interest in adjacent sites, such as St George’s Warehouse. The
scheme will improve access to this key employment site via a new
station entrance and stair-lift tower.
The scheme will create a distinctive and well-connected urban
destination for business, shoppers, residents and workers. It includes
major upgrades to walking and cycling access to the two stations,
including a cycle superhighway from east Huddersfield. A new
flagship foot/cycle bridge across the Ring Road on the busiest
pedestrian gateway into the town will serve both stations and cater for
the heavy student demand from Greenhead College. Interchange at
the stations will be enhanced with a new high spec Cycle and Taxi
Hubs. Huddersfield Bus Station and its access routes will receive a
much needed overhaul, providing a safer, higher-quality passenger
environment, a new main entrance concourse and canopy
(unlocking greater movement and waiting space), as well as new
travel information portals.

Programme milestones:
Strategic Assessment – Completed Sept 2019
Strategic Outline Case – May 2020
Outline Business Case – Nov 2020
Full Business Case – Mar 2021
Construction Commences – Jul 2021
Delivery Complete – Feb 2023
Key risks
Risk
Full realisation of the scheme
benefits is dependent on
Transpennine Route Upgrade
Procurement of St George’s
Warehouse site. Without this
the stair lift/tower element
won’t be delivered
The scheme may require a
Listed Building Consent as the
Railway Station is a Grade I
listed and St George’s
Warehouse is listed Grade II
Dependency with some of the
Huddersfield Blueprint
measures
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Mitigation
Additional funding from TCF to
fully extend the station subway
to the St George’s Warehouse
site in the absence of a new
station platform under TRU
Ongoing engagement with the
landowner and Kirklees Council

Develop scheme options to be
sympathetic with the quality
environment to give best
chance of success
Early and ongoing
communication between the two
teams

Figure 64: Huddersfield Rail Station Visualisation

Figure 62: Huddersfield Bus Station Remodelled Main Entrance/Exit
Realm looking outwards

Figure 63: Huddersfield Ring Road – Trinity Street Foot/Cycle
Bridge with link to Bus Station (view from north)

Figure 61: Huddersfield Bus Station New Main Access Area and Canopy
Feature (view from east)
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CityConnect Extension to the West of Bradford
Ref

27

Description

Creation of a new
cycle superhighway
standard facility from
Bradford city centre
along Thornton Road
to Bradford’s Outer
Ring Road A6177,
providing a direct link
to Bradford City
Centre and connecting
into the existing
CityConnect route
onto Leeds

Summary of
Transport
Challenges
Very poor
accessibility and
safety for cyclists
No current cycling
infrastructure
Poor air quality
Poor physical
environment on
the corridor
Congestion
leading to poor
journey times

Strategic
Links

Scenario

Financial
Ask (£m)

Detailed scheme components

Low

£0

Not included

Core

£3m

Phase 1 funded – cycle superhighway (two way segregated
cycleway) from Thornton Road in the city centre to the Outer
Ring Road

High

£17.5m

7.3km cycle superhighway from city centre to Queensbury (all
three phases complete)

Clean Air
Zone –
Bradford
CityConnect
NPR
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CityConnect extension to West Bradford
This scheme will provide a cycle superhighway quality facility along
Thornton Road, one of Bradford’s major radial routes providing
connection from the City Centre to local high density residential urban
centres in West Bradford (Allerton, Clayton, Thornton, Girlington, and
Lidget Green). This will be a step change in cycle connectivity for this
important corridor which passes through the City’s learning quarter,
light industrial and commercial areas.
Thornton Road is one of the busiest routes in Bradford and experiences
recurring congestion during peak hours of the day and resultant delays
to bus journeys, despite the existing bus priority measures. Providing
a high quality, safe cycle route on this corridor could significantly
increase cycle take up and help to ease congestion and air quality
issues.
This would enable residents along the corridor a low cost travel option
which will also have a positive impact on health outcomes. In addition
this offers significant opportunity to improve access to education; the
route runs adjacent to Bradford University accommodation – a cohort
of approximately 9,000 students.
The complete scheme will have a significant impact, encouraging
modal shift to active travel modes by making a safer route between
communities to the West of Bradford and the City Centre (a major
employment hub of 1,200 businesses employing 35,000 people). This
will be a positive contribution to completing Bradford’s cycling network
and will contribute to the objectives of the Clean Air Zone. This
scheme is also highly complementary to the Bradford City Centre
package as it provides an extension to the cycle provision being
included as part this scheme.

Programme milestones:
Strategic Assessment – Oct 2019
Strategic Outline Case – Apr 2020
Outline Business Case – Aug 2020
Full Business Case – Nov 2020
Construction Commences – Feb 2021
Delivery Complete – Nov 2021
Key risks
Risk
Utilisation - Take up from the
public and businesses might
be low / less than
anticipated
Disruption to public and
businesses during the
development phase of the
project
Utility Diversions/Costs
throughout project delivery
may add to delivery costs
and costs for businesses
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Mitigation
Commitment to Cycle Strategy/
Emphasis on connectivity/Demand
Creation (TCF Programme).
Effective Scheme
Management/Early stakeholder
engagement will reduce disruption
by communicating to stakeholders
early the implications of the work.
Forward planning and Adaptive
Design considerations should
reduce the chance of extra costs
occurring.

Theme 3: Transforming the public transport and active travel offer from
housing and employment sites
5.58. Unlocking new sites for housing and employment is a key priority for the
Leeds City Region. A good quality housing offer is essential for quality of life,
health and wellbeing. Having the right transport links in place is an essential
element of this. Enabling people to travel sustainably from where they live to
employment and skills opportunities both locally and across the region is
important, both to improve individual outcomes and to tackle the productivity
challenge/enable inclusive economic growth.
5.59.

We know that people form new habits during times of change, and that is why
ensuring that people moving into new housing and employment sites get good
quality public transport from the day they move in is crucial in forming positive
and sustainable future behaviour patterns.

5.60. This is a key priority for this programme. Significant housing and employment
is coming on stream and we want to capitalise on these opportunities and
align our transport investment to them.
5.61. The Leeds City Region is growing, with over 11,000 new homes built in
2017/18 and significant employment space. This growth is crucial for our
future prosperity, helping to tackle the productivity challenge and achieve
inclusive economic growth. However, growth also places additional pressure
on a transport network which in some places is at capacity. Therefore, putting
in place services and infrastructure which enable people to travel sustainably
between their homes to places of employment/ skills opportunities is key.
5.62. The pace of growth across the Leeds City Region has been such that to date
delivery of sustainable infrastructure has not always kept up with housing
delivery. Therefore, the set of packages proposed through theme three of this
Strategic Outline Business Case aims to go some way towards filling that gap
by concentrating infrastructure in locations where significant housing growth is
planned in the short to medium term. This will enable us to be on the front foot
in encouraging sustainable travel behaviours as these developments come
forward.
5.63. Through the Programme, we will support connectivity to 650 housing and 220
employment sites that have the potential to deliver 45,000 new homes and
1,573ha of employment space.
5.64. The schemes which make up theme three are set out below.
Theme 3: Transforming the public transport and active travel offer from
housing and employment sites
•

York Station and city centre access package

•

Supporting housing and employment delivery through sustainable travel in
Selby

•

Supporting employment growth and active travel through construction of a
new White Rose railway station

Figure 65 below shows the preferred Programme of interventions mapped
against housing sites in the Leeds City Region. Figure 66 shows the TCF
Programme mapped against employment sites. Both of these maps are
available in Appendix W.
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Figure 65: Transforming Cities Fund Programme and Planned Housing Growth

Figure 66: Transforming Cities Fund Programme and Planned Employment Growth
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York Station and city centre access package
Ref

26

Description

A package to
support future
growth at York
Station and
York Central
through
creation of a
transport
interchange
that better
accommodates
all modes, as
interventions
to enable
people to
access the
station from
surrounding
communities
via sustainable
modes

Summary of
Transport
Challenges

Planned
employment and
housing growth at
York Central
Poor accessibility
for walking/cycling
at both the main
and western
entrance
Inadequate cycle
infrastructure on
some key routes in
to the city centre
Poor legibility
between city centre
and rail station
Poor provision for
multi-modal
interchange Poor
air quality
Unreliable journey
times on park and
ride routes due to
congestion

Strategic
Links

Scenario

Financial
Ask (£m)

Lower

£14.5m

Core

£22m

Future
Mobility
Zone bid
HS2,
NPR

Detailed scheme components

Eastern station interchange improvements
• Creation of a multimodal interchange facility at the main entrance to
the station, reducing conflict between vehicles and pedestrians and
providing space to accommodate more people, improve public
space and wayfinding
• Demolition of Parcel Square to enable space for taxi interchange
• Functional refurbishment of station portico, to improve air quality and
make this a pedestrian space
• Resurfacing of Tea Room Square to improve accessibility and
reduce severance/vehicle conflict
Improving accessibility by sustainable modes
• New cycle hub provision and enhanced cycling and walking
infrastructure on key routes into the station to make cycling a more
attractive offer to rail passengers and enable short journeys to made
on foot more easily and safely
• City wall arches pedestrian/cycle link will provide a more direct, off
road link between the city centre and the station
• Tackling pinch points for congestion on key park and ride routes into
the station
As Low plus:
Eastern station interchange improvements
• Rationalisation of station car parking to facilitate provision of
interchange
Improving accessibility by sustainable modes
• Enhanced cycling and walking infrastructure on key routes into the
station
• Enhanced cycle parking
Western station accessibility improvements
• Enhanced pedestrian and cycling routes to western entrance
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Ref

Description

Summary of
Transport
Challenges

Strategic
Links

Scenario

High

Financial
Ask (£m)

£30.1m

Detailed scheme components

As Core plus:
Eastern station interchange improvements
• Full, high quality refurbishment of station portico, to accommodate
pedestrians and future commercial opportunities
Improving accessibility by sustainable modes
• Subway on the park and ride route at Askham Bar college to reduce
congestion, improve journey times and enable and encourage modal
shift
Western station accessibility improvements
• Enhanced cycling and walking infrastructure on key routes into the
station to make cycling a more attractive offer to rail passengers and
enable short journeys to made on foot more easily and safely
• Enhanced Cycle Parking
• City wall arches pedestrian/cycle link will provide a more direct, off
road link between the city centre and the station
• Tackling pinch points for congestion on key park and ride routes into
the station
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York Station and city centre access package
York is one of the City Region’s major transport hubs – with excellent
rail connectivity both North-South and East-West – set to be enhanced
in the future through the arrival of HS2 and NPR. Improved accessibility
to and from York Station is critical to maximising growth opportunities,
particularly through the ambitious plans for York Central. York Central
is a 72 hectare site immediately to the rear of the York Station. It will
provide up to 90,000m2 of high quality commercial space, 2,500 new
homes and is York’s number one development priority. Sustainable
transport improvements on routes into the city centre are key to
accommodating this growth. Congestion and air quality are already
significant issues in the city, which is to some extent constrained by the
historic built environment.
This package will deliver a set of discrete interventions which are a
crucial contribution to the wider station masterplan. Through the
package, the main station entrance will be reconfigured to create a
transport interchange space which better accommodates buses,
cycles, taxis and car drop off, transforming accessibility by
sustainable modes. A western entrance will be created to serve the
York Central site and accommodate access from the west of the city,
increasing capacity for the future.
In addition, work to address pinch points on key park and ride routes
will improve reliability and journey times, significantly enhancing the
cycling offer and encouraging people out of private cars. York already
has the greatest cycling mode share on commuter trips in the City
Region, and the package will build on this success by providing world
class cycle hub facilities at the station and improving cycle and
walking infrastructure on key routes in to the station. Together, these
measures will transform sustainable access to York city centre and
station, enabling future growth.

Programme milestones:
Strategic Assessment – Completed Sept 2019
Strategic Outline Case – April 2020
Outline Business Case – July 2020
Full Business Case – Dec 2020
Construction Commences – Jan 2021
Delivery Complete – March 2023
Key risks
Risk
Network Rail
requirements for parking
lead to cost increases and
poor strategic fit

Dependencies on wider
station gateway and city
development
Network Rail timescales
and approvals processes

A planning application for the overall station frontage masterplan has
been submitted including the elements proposed to be delivered using
TCF funds reducing delivery risk.
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Mitigation
Investigation of other options to
Provide relocated parking including
the possibility of reducing Council
owned City Centre Car Parking
associated with the Railway Station.
Parking re-provision is an enabler to
the wider interchange and
connectivity benefits and this will be
clearly articulated in the Strategic
Outline Case.
Work closely with CYC and other
partners to resolve current FBC
conditions and to bring forward wider
scheme into Delivery activity.
Ensure that sufficient float and
achievable milestones are built into
project programme.

Figure 67: York Rail Station Frontage Illustrative Masterplan

Figure 68: York Rail Station Frontage
Visualisation
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Supporting housing and employment delivery through active and sustainable travel in Selby
Ref

Description

18

This package
provides
significantly
improved
pedestrian and
cycle access to
Selby station
through a new
bridge to Olympia
Park employment
site (3250 new jobs
plus 1000 existing
jobs), connections
to 3 nearby housing
sites (1,000 homes),
links to the town
centre and
improvements to
the station plaza
and surrounding
area

Summary of
Transport
Challenges

Strategic
Links

Scenario

Financial
Ask (£m)

Detailed scheme components

Lower

£17.5m

As Core

•
Limited facilities at
Selby Rail Station
Limited multimodal
interchange facilities
No pedestrian, cycling
or road access from
the east
Poor air quality
Lack of legibility
between town centre
and the rail station
Significant housing
and employment
growth

•
Selby
LCWIP

Core

£17.5m
•

•

High

£17.5m
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New footbridge for walking and cycling access to the
Olympia Park site that will provide sustainable access to
the station/town centre from day one to those employees
taking up the 3,250 jobs to be created on this 60 ha
development and will benefit the 1000+ workers who are
already based on the site.
Station plaza and interior improvements will improve
accessibility, customer experience and passenger
information
Walking and cycling routes to the station from the town
centre and from new housing sites at Portholme Road,
Rigid Paper and Bawtry Road (totalling over 1,000 homes),
making these short journeys more attractive for active
travel to reduce car trips
Enhance multimodal interchange with the bus station will
make it easier for passengers to change between modes

As Core

Supporting housing and employment delivery through
active and sustainable travel in Selby
Selby district has a significant and growing role in the Leeds City
Region. Its significant number of jobs, strong connectivity and a
relatively affordable housing offer make it a popular place to live.
However, sustainable travel options need to be enhanced to
enable current and future residents to access opportunities
locally and wider across the City Region.
This package will transform sustainable access to Selby Rail
and Bus Stations from the town centre and a suite of major
redevelopment sites through new cycling and walking routes,
encouraging mode shift away from car. The package will deliver
a new footbridge across the river linking the station to the
Olympia Park site (which will have 3,250 new jobs on a 60 ha
development site that is already the location for over 1,000 jobs).
The walking/cycling routes will also link to significant housing
sites at Rigid Paper (330 homes), Bawtry Road (450 homes)
and Portholme Road (180 homes). These interventions align
with Selby’s LCWIP and help address the AQMA.

Programme milestones:
Strategic Assessment – Completed Sept 2019
Strategic Outline Case – Feb 2020
Outline Business Case – Jul 2020
Full Business Case – Mar 2021
Construction Commences – Apr 2021
Delivery Complete – Feb 2023
Key risks
Risk
Land
acquisition/necessary
planning permissions

Potential stakeholder
opposition to scheme
development

The scheme will achieve better integration of the train station
with the bus station and town centre, creating a multi-modal
hub that drives the revitalisation of the town centre and enables
seamless door-to-door journeys from local communities to the
town centre and beyond.
Transforming Selby station will create a regionally significant
exemplar transport gateway to the rest of the City Region and
beyond, connecting growth, jobs and labour in Selby to the
wider City Region. It will help to connect areas of deprivation in
Selby East and West wards (surrounding the station and town
centre) to opportunities.

Utilities and diversions detailed utilities
searches yet to be
undertaken
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Mitigation
The Council has had an offer accepted
on one of the sites and there is an
Executive resolution to acquire that site
and to progress discussions with the
land owners of other affected areas
Initial conversations being held with
land owners and adjacent stakeholders
to manage risk and opposition. A
comprehensive public consultation in
October 2019 showed 95% of
respondents were in support of the
Selby TCF proposals. Extensive
backing was also received from a wide
range of stakeholders, including
Network Rail and Transpennine
Express.
Risk to be managed by commencing
statutory searches as soon as scheme
design is completed

Figure 70: Selby Station Frontage Visualisation

Figure 69: Ousegate Active Travel Corridor and Olympia Park Footbridge
Artist's Impression

Figure 71: Route through Selby Park from Rail Station to Selby Abbey
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Supporting employment growth and active travel through construction of a new White Rose Railway Station
Ref

Description

Summary of
Transport
Challenges

Strategic
Links

Scenario

Financial
Ask (£m)

Detailed scheme components

Low

£0m

Not included
•

8

Investment in a new
White Rose Rail
Station and
sustainable access
package from local
communities of
Cottingley,
Churwell and
Millshaw

Planned
employment
growth
Current provision
for access to the
site via
walking/cycling is
poor

•
•

Core

£12m

•
•
•
•

High

£12m
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Construction of a new White Rose Rail Station to serve
communities of South Leeds
Drop off/pick up area and taxi rank to the east of the railway
Cycling/walking links to White Rose Shopping Centre and bus
interchange
Pedestrian bridge link to the operational rail boundary
Improved accessibility to White Rose Office Park (which is on
the Leeds to Dewsbury section of the main Trans-Pennine
railway line in South Leeds)
There will be new cycling and walking routes to the station
from the surrounding communities of Cottingley, Morley,
Beeston and Holbeck
Pedestrian link between the rail station and the Elliott Hudson
College

As Core

Supporting employment growth and active travel through
construction of a new White Rose Railway Station
White Rose Rail Station is a new station that will serve communities in
South Leeds (Cottingley, Churwell and Millshaw) which currently have
limited access to the rail network. The station is located on the Leeds
to Dewsbury section of the main Transpennine line in a key growth
area.
The established White Rose office park is set to expand – increasing
the number of employees accessing the site by around 4,800 (almost
a 50% increase). The Elliott Hudson College is also located in the office
park with its 9,000 students and the White Rose Shopping Centre
welcomes approximately 230,000 customers per week. The station will
also support major housing development planned in Beeston Hill and
Holbeck in the Outer South West of Leeds – set to deliver up to 7,200
new homes – by offering a sustainable alternative to the private car for
these residents.
Taken together, the employees, visitors, students and residents in this
area offer a significant catchment of people for whom the rail station
will serve. There is significant opportunity here to ensure that people
can access the station by sustainable modes from day one of
operation, therefore high quality pedestrian and cycle links to the
station are key.

Programme milestones:
Strategic Assessment – N/A
Strategic Outline Case – N/A
Outline Business Case – Completed Sep 2019
Full Business Case – Feb 2021
Construction Commences – Feb 2021
Delivery Complete – Feb 2023
Key risks
Risk
Platforms and other station
facilities to be built on
embankments. Due to unknown
makeup of embankment NR
may not permit use of ‘Drive’
piles
Post TRU timetable and
potential station closure means
train operators may face
additional costs for
amendments
A number of key stakeholders
need to interact seamlessly to
permit station to be
constructed

The scheme proposed through TCF is for the construction of the rail
station and the suite of sustainable access measures to the new
station. New cycling and walking infrastructure from the surrounding
communities of Cottingley, Morley, Beeston and Holbeck will be
provided, including a new pedestrian bridge. Cycling and walking links
to the White Rose Shopping Centre will also be provided to reduce
severance, improve legibility and provide for seamless interchange
from rail to bus (through the significant bus interchange facility serving
the shopping centre).
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Mitigation
The issues raised in the Grip 3
designs will be thoroughly
examined in order to overcome
any potential issues arising.

Continuous dialogue will be
ensured between CA, NwR,
TfN/TOC’s so that they are
aware of the situation and can
respond effectively.
There will be ongoing
engagement and design
interfaces between all key
stakeholders.

Theme 4: Making travel by bus an attractive and more reliable offer for
commuters through a smart approach to extending the benefits of
‘Connecting Leeds’
5.65. The West Yorkshire Transport Strategy 2040 and Bus Strategy both
emphasise the requirement to increase bus patronage across the City Region.
This will have an important role to play in easing congestion, reducing carbon
emissions and improving air quality if the bus is seen as a viable alternative to
the private car. To achieve this, a consistent, reliable and good quality bus
offer is required across the City Region as a whole.
5.66. Significant progress has been made in the Leeds district through the
Connecting Leeds Programme. This £173m investment secured in 2017 to
transform Leeds’ public transport network is generating a step change in
public transport usage in the district through introducing cleaner buses, park
and ride hubs, major highway improvements, cycling infrastructure, and
progress towards new train stations.
5.67. This package offers us the opportunity to build on this highly successful
programme, which is working towards achieving:
•

25% increase bus patronage

•

15% reduction bus journey times

•

70% increase in non-car mode use

5.68. While the Connecting Leeds Programme is well in delivery, with the benefits
already being felt across the city, there is much still to be achieved by
extending this approach across the wider City Region. With a significant
number of residents commuting outside of their local authority area for work,
an integrated quality door-to-door bus offer is important to making this an
attractive offer.
5.69. Bus has an important role in enabling communities from across the City
Region to access education, employment and leisure opportunities. It is also
often the mode of choice for households on lower incomes, who are less likely
to have access to a car, and therefore rely on the bus for affordable access to
skills and employment. Despite this, bus patronage is declining in the Leeds
City Region in line with national trends.
5.70. Improvements have been made in Leeds through the Connecting Leeds
progragramme but ensuring we have a consistent, good quality and reliable
bus offer across the City Region as a whole is crucial to enable and
encourage modal shift away from the private car and extend access to
opportunities for all communities. This will also contribute to the objectives of
easing congestion, reducing carbon emissions and improving air quality.
5.71. This programme will deliver further park and ride sites alongside our existing
successful facilities, which will ease the pressure on the highway network.
Combined with pinch point improvements to enable faster and more reliable
journey times, this will help deliver a whole transport network which supports
the economic growth aspirations of the City Region.
5.72. The schemes which make up Theme 4 are set out below.

Theme 4: Making travel by bus an attractive and more reliable offer for
commuters through a smart approach to extending the benefits of
‘Connecting Leeds’
•

Providing 21st Century bus passenger facilities

•

Creating a bus rapid transit solution from the East Leeds housing and
employment growth zones to Leeds City Centre

•

Extending the positive impact of ‘Connecting Leeds’ from South Leeds
through Wakefield (A61)

•

Extending the positive impact of ‘Connecting Leeds’ through Castleford and
the Five Towns (A639)

•

Creating a new Park and Ride serving employment sites in Bradford

•

Transforming the bus offer through new bus priorities through the North
Kirklees Growth Zone towards Leeds
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Providing 21st Century bus passenger facilities
Ref

9

Description

Delivery of smart
bus passenger
facilities along
priority corridors,
including improved
information at
stops, real time
information
screens and
network maps

Summary of
Transport
Challenges

Low bus patronage
Inconsistent levels of
information/facilities at
stops
Poor legibility of the
network, particularly
for infrequent users

Strategic
Links

Scenario

Financial
Ask (£m)

Lower

£4.8m

Works to improve information at bus shelters:
• New bus stop flag and finial.
• Coloured vinyl applied to the bus shelter with network
map, new roadside display and mapping.
• Low package delivers this at 2,000 bus shelters
Works to improve information at bus stops:
• Battery powered real time display, new pole, application
of visualisation principles to the real time unit and finial,
OR
• New flag, roadside display and finial
• Low package delivers this at 2,100 bus stops

Core

£11.4m

•
•

Improvements as above at 4,000 bus shelters
Improvements as above at 4,400 bus stops

Higher

£15.2m

•
•

Improvements as above at 4,000 bus shelters
Improvements as above at 4,600 bus stops

Clean Air
Zones
West
Yorkshire
Bus
Strategy

Detailed scheme components

Providing 21st Century bus passenger facilities
This scheme comprises a package of measures to roll out real time
network navigation infrastructure and improved information
across priority corridors in West Yorkshire.
Through this, we will respond to feedback received through the West
Yorkshire Bus Strategy consultation which showed the bus network is
challenging to navigate. A combination of confusing on street
information (maps, roadside displays, bus stop numbers, flags) and
inconsistent provision of real time information was shown to be a
significant barrier to people attempting journeys by bus. Through
Connecting Leeds, these improvements are already being rolled out on
Leeds’ core network, and so extending these benefits to the rest of
West Yorkshire through this tried and tested approach is a priority.
Making the bus easier to use and understand is key to encouraging
modal shift to bus. Promoting the bus as the natural/ main mode of
transport is important to enable this transfer to sustainable modes for
those making journeys every day. In addition, having a clear network
to navigate with visual on street information provides infrequent
users with support when catching the bus – making this a simpler,
stronger offer for all types of trips. This package will also include better
presentation of digital information to enhance network navigation.

Programme milestones
Strategic Assessment – Completed Sept 2019
Strategic Outline Case – March 2020
Outline Business Case – Sept 2020
Full Business Case – Dec 2020
Construction Commences – Dec 2020
Delivery Complete – Feb 2023
Key risks
Risk
The battery powered
technology is relatively new
so suitability of roll out is
yet to be fully tested
The coverage of the core
bus network in some areas
of West Yorkshire is limited
therefore the benefits of the
roll out of the scheme may
not be fully realised
The funding does not allow
for full coverage of the core
bus network

In summary, these new passenger facilities will improve the public
transport experience along corridors that connect areas of persistent
poverty to employment and learning opportunities. The package will
improve journey planning and the legibility of the bus network,
particularly for new bus passengers. This will enable and encourage
mode shift to bus and improve congestion, air quality and reduce
carbon emissions.
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Mitigation
The scheme is first being delivered
in Connecting Leeds so this will
allow lessons to be learnt going
forward.
Work with stakeholders to gather
data and information at early stage
to inform forecasts for growth.
Develop scheme options around a
number of scenarios and tailor
preferred option scheme to best fit
robust forecast.
Ensure the coverage of the
scheme picks up the busiest bus
stops and other key locations
where the benefits would be felt.

Figure 72: Revised finial design

Figure 73: Network visualisation to be applied to bus stops

Figure 74: Real time information
display
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Creating a bus rapid transit solution from the East Leeds housing and employment growth zones to Leeds City Centre and
beyond
Ref

5

Description

This scheme will
provide a bus rapid
transit solution and
Park and Ride from East
Leeds Housing and
Employment Growth
Zones to Leeds City
Centre. This is the start
of a wider ambition for a
larger bus rapid transit
solution along our
prioritised corridors

Summary of
Transport
Challenges

Overcrowding on
the rail network at
East Leeds
Major planned
housing and
employment
growth
Poor bus journey
times/reliability as
a result of
congestion

Strategic
Links

Scenario

Financial
Ask (£m)

Lower

£7m

Core

£22m

High

£22m

Future
Mobility
Zone bid
West
Yorkshire
Bus
Strategy
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Detailed scheme components

Bus journey reliability improvements:
• Bus quality improvements along the whole corridor
including 5.5km of new bus lane
• MOVA at key junctions to facilitate improved bus priority,
linking with innovative new signal technology (InTrO) being
implemented in the City Centre (proposed for East Leeds
corridor in FMZ bid)
• These measures will improve reliability and journey times
for passengers on the 60+ buses per hour in morning peak
• This will improve access to key employment zones for
some of Leeds’ most deprived areas, such as Seacroft and
Killingbeck and linking into new housing development in
East Leeds;
• Complementary improvements to the buses and ticketing
will enhance the simplicity, speed and efficiency for
passengers, encouraging modal shift
Delivery of a new Park and Ride facility:
• Park and ride site east of Thorner Lane, in close proximity
to proposed East Leeds Orbital Road - approximately 420
capacity
• This will hugely improve capacity for people travelling in
from the east, providing an alternative option to driving all
the way to Leeds City Centre or to one of the East Leeds
rail stations of which the car parking and rail network is at
capacity during peak times

As Core

Creating a bus rapid transit solution from the East Leeds housing
and employment growth zones to Leeds City Centre and beyond
This is a priority route – it serves the East Leeds Extension (5,500 new
homes planned), the growing Leeds City Centre and buses serving this
corridor provide access to key employment zones for some of Leeds’
most deprived areas, such as Seacroft and Killingbeck. While the
corridor has high frequency bus services, congestion and journey time
reliability remain problematic and this will only worsen with planned
growth.
This package of investment would mean bus quality improvements
along the whole corridor, including 5.5km of bus lane and MOVA at
key junctions to enable adaptive control and bus priority. This would
support an ultra-high frequency express style service with a short,
reliable journey time into Leeds that are highly frequent. The express
could have a new bus design and innovative ticket solutions to enhance
the simplicity, speed and efficiency for passengers. This would be
complemented by bus operator contributions such as increased
frequency, measures to improve dwell time e.g. ticketing machines and
potentially new electric vehicles.
For communities adjoining the corridor there is potential for a flexible
demand responsive style service to be introduced that would help create
a hub and spoke model. It would also create links between housing and
employment that don’t currently exist.

Programme milestones:
Strategic Assessment – Oct 2019
Strategic Outline Case – Mar 2020
Outline Business Case – Dec 2020
Full Business Case – Oct 2021
Construction Commences – Jan 2022
Delivery Complete – Mar 2023
Key risks
Risk
Acquisition of third party land

Mitigation
Early engagement with
landowners
Risk of cost escalation as
Prioritisation will be undertaken to
current costs are based on
ensure that good value for money
limited evidence
is achieved across the scheme
as a whole
Potential for public opposition LCC has a proven track record of
to the scheme
building consensus via effective
public consultation in relation to
transport schemes through
Connecting Leeds
Bus operator contributions
Early engagement with operators
(e.g. off bus ticketing, EVs)
on development of the scheme
are not secured meaning the
full benefits of the scheme
cannot be realised

The higher scenario would include provision of a high quality 400 space
Park and Ride facility located close to the new East Leeds Orbital
Route, extending the already highly successful Leeds Park and Ride
programme. This will provide targeted solution for commuters coming
from outside of Leeds who are high car owning and currently do not have
access to rail or other park and rides. This corridor is viewed as stage
one of a longer term solution for the York to Leeds to Bradford route.
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Extending the positive impact of ‘Connecting Leeds’ from South Leeds through Wakefield (A61 South)
Ref

Description

Summary of
Transport
Challenges

Strategic
Links

Scenario

Financial
Ask (£m)

Detailed scheme components

Lower

£7m

As Core

£7m

A package of measures to enhance public transport and
sustainable travel options on this priority corridor:
• Reallocation of road space for bus lane A61 Barnsley
Road and complementary cycle facilities
• A61/Standbridge Lane TLP improvement
• Pedestrian and bus accessibility improvements to bus
stops on A61
• Cycle measures around A61/A650 north
• Targeted cycle routes including cycle facilities to improve
access to employment sites and Outwood Rail Station
and a dedicated cycle link to the nearby Sandal and
Agbrigg Rail Station

LCWIP

2

Bus quality treatments
on the A61 South
priority corridor, to
improve journey times
and reliability

Delays due to
congestion
Poor air quality
Inadequate cycle
provision to
employment
sites to the north
of Wakefield city
centre

SCR bid
Connecting
Leeds

Core

West
Yorkshire
Bus
Strategy

As Core plus:
Higher

£11.6m

•

Dedicated bus priority, walking and cycling
enhancements on A61 Stourton South (Stourton to Leeds
boundary)

Extending the positive impact of ‘Connecting Leeds’ from South
Leeds through Wakefield (A61 South)
The A61 corridor from Leeds through to Wakefield suffers from poor air
quality, significant congestion and accessibility challenges. This
constrains access to employment and skills opportunities along the
corridor and the opportunity for future growth.
This is particularly important in Wakefield which has seen a marked
increase in housing growth in recent years, significantly exceeding its
housing requirement; this has meant 5,496 new homes have been built
between 2015 and 2018. Current and planned growth is creating
additional demand on the transport network and investment in
sustainable transport infrastructure is essential if this growth is to be
sustained.
The package of interventions will sustainably connect communities
along the A61 corridor to jobs, services and opportunities in Wakefield,
Leeds and further afield through enhanced bus priority and targeted,
high quality cycle infrastructure to employment sites. This will
create an environment where bus travel can deliver for existing users
and attract new users, reducing the pressures and making more
efficient use of the existing highway network. This will enable more
predictability to journey times for all highway-based modes, including
commercial traffic.

Programme milestones:
Strategic Assessment – Complete Sept 2019
Strategic Outline Case – Jan 2020
Outline Business Case – Mar 2021
Full Business Case – Jul 2021
Construction Commences – Sep 2021
Delivery Complete – Feb 2023
Key risks
Risk
Land acquisition/necessary
planning permissions
Level of wider Public / Political
/ Stakeholder support is yet to
be tested
Scheme construction cost
increases from early estimates
with limited data

This package complements the Sheffield City Region TCF programme,
as the A61 Barnsley scheme also focuses on bus priority measures
and active travel, reallocating road space to sustainable transport. A
coordinated approach to design and delivery of this scheme will
therefore ensure communities along the whole corridor can benefit
from a more consistent and high quality bus offer and improved walking
and cycling opportunities.
Together with the package of interventions in Wakefield city centre,
TCF for Wakefield will ensure that sustainable modes are the first
choice for residents and provide the much needed infrastructure to
enable Wakefield to thrive as a prosperous and growing city.
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Mitigation
Deliver within highway
boundary or Council land to
mitigate this risk.
Build consensus via effective
public consultation.
Prioritisation will be undertaken
to ensure that good value for
money is achieved across the
scheme as a whole.

Extending the positive impact of ‘Connecting Leeds’ towards Castleford and the Five Towns (A639)
Ref

3

Description

Bus priority measures
on the priority A639
corridor to improve bus
journey times, reliability
and accessibility to key
employment sites
around the Five Towns
New bus hub to provide
multimodal interchange
at Glasshoughton

Summary of
Transport
Challenges
Major planned
housing and
employment
growth
Highway issues
impacting bus
reliability/ journey
times
Car dominance
approaching the
main urban areas
Poor air quality
and physical
environment
Delays and
congestion for all
modes
Severance due to
limited and
unattractive
pedestrian and
cycling facilities

Strategic
Links

Scenario

Future
Mobility
Zone bid

Financial
Ask (£m)

Lower

£10.3m

Core

£10.9m

Higher

£10.9m

Connecting
Leeds
West
Yorkshire
Bus
Strategy
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Detailed scheme components

A range of measures to reallocate roadspace to
sustainable modes on the A639:
• Bus priority measures (junction 44 to Wakefield
Road and Glasshoughton approaches to M62, J32
roundabout and Colorado Way)
• Pedestrian and bus accessibility improvements to
bus stops on A639
• A new bus hub at Glasshoughton will provide a fit
for purpose facility with improved passenger
information and waiting environment linked to
mobility hub included in FMZ bid
• Pedestrian and cycle improvements around
Pontefract Horsefair, linked to mobility hub
proposed as part of FMZ bid
As Low plus:
•

Northern extension to Castleford Greenway cycle
network to provide a joined up, safe cycle route
which will enable and encourage more people to
use active modes

As Core

Extending the positive impact of ‘Connecting Leeds’ towards
Castleford and the Five Towns (A639)
The Leeds to Five Towns corridor faces several issues in terms of a
disconnect between people and job opportunities, which is shaped by
a poor public transport offer. This package will improve the public
transport experience for communities in the Five Towns of Castleford,
Pontefract, Normanton, Featherstone and Knottingley. Several of these
communities are in the top 10% most deprived in England and the
employment rate is relatively low at 52%. The corridor benefits from
good motorway connections but has areas of low car ownership,
leaving people disconnected from opportunities. This is exacerbated by
the fact that the corridor has significant employment opportunities in
the warehouse and distribution sector, however these are often in out
of town locations and are characterised by shift work, meaning they are
poorly served by public transport. With significant planned housing and
employment growth – 321 housing sites and 170 employment sites in
the corridor – there is a risk that poor transport infrastructure and
services will constrain this growth.

Programme milestones
Strategic Assessment – Oct 2019
Strategic Outline Case – May 2020
Outline Business Case – Mar 2021
Full Business Case – Jul 2021
Construction Commences – Sep 2021
Delivery Complete – Feb 2023
Key risks

This scheme will deliver bus priority improvements in this corridor
which will result in a greatly improved passenger experience,
reliability, journey time improvements and ultimately contribute to
mode shift and subsequent air quality improvements. This will be
complemented by a new, fit for purpose bus hub next to
Glasshoughton Rail Station which will provide improved multi-modal
interchange, network legibility and a safer and more comfortable
waiting environment.
Cycle accessibility will also be greatly improved through the northern
extension to the Castleford Greenway which will provide a much
needed strategic link in the network, to join up cycle connectivity
between the Five Towns and Leeds; this will provide an attractive,
entirely off road cycle link that will be suitable for all ages.
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Risk
Scheme construction cost
increases from early
estimates with limited data –
statutory undertakers, land
ownership etc.
Land acquisition/necessary
planning permissions
Level of wider Public /
Political / Stakeholder
support is yet to be tested

Mitigation
Prioritisation will be undertaken to
ensure that good value for money
is achieved across the scheme as
a whole.
To deliver within highway boundary
or Council land to mitigate this risk.
Build consensus via effective
public consultation.

Creating a new Park and Ride serving employment sites in Bradford
Ref

4

Description

A new Park and
Ride facility
including a 500
space car park
and
complementary
corridor works
to improve bus
journey times

Summary of
Transport
Challenges

Car dominance
in the city centre
Poor air quality
Lack of capacity
for public
transport to the
South of
Bradford
Forecast growth
as a result of
NPR
Planned city
centre housing
growth

Strategic
Links

Scenario

Financial
Ask (£m)

Detailed scheme components

Lower

£0m

Not included

Core

£20m

Park and Ride facility at South Bradford
• Construction of a bus based park and ride facility in South Bradford
with 500 car capacity, electric bus charging points, electric vehicle
charging points plus designated/preferential parking for electric
vehicles
Bus quality/active travel improvements along Manchester Road
• Creation of an expressway along Manchester Road to Bradford
City Centre – reconfiguration and widening of bus lanes along
Manchester Road (two way flows for full length) and removal of
guide kerbs to enable use by all types of bus
• Complementary high quality cycle infrastructure along Manchester
Road
• Signal priority at key junctions on Manchester Road to enable bus
priority
• Realignment of bus entry/exit points to/from Bradford Interchange
via Manchester Road and Nelson Street
• High quality bus service (low emission/electric buses)

Higher

£20m

As Core

Clean Air
Zone –
Bradford
West
Yorkshire
Bus
Strategy
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Creating a new Park and Ride serving employment sites in
Bradford
This scheme provides a significant opportunity to contribute to
resolving a range of transport challenges that Bradford is facing
including with congestion, air quality and a high proportion of single
occupancy car trips into the city centre. Bradford is currently in
exceedance of EU annual nitrogen dioxide limit and bold, proactive
measures will be needed to remedy this.
Creating a high quality, high capacity park and ride facility in South
Bradford is key to encouraging the shift for commuters away from
car trips into the city centre itself and towards more sustainable
options. This scheme would provide a 500 space car park which
would offer a safe, convenient location for people to park and hop on
a reliable, high frequency bus service into the city centre. The park
and ride facility will include electric vehicle charging points and
designated/priority parking for electric vehicles.
A new expressway along the Manchester Road to city centre
corridor will significantly improve bus journey times and reliability.
This will mean bus lanes along the full length of the route,
complemented by signal improvements at key junctions and access
improvements for buses to Bradford Interchange.
The South Bradford Park and Ride is one of a suite of measures to
make Bradford city centre a cleaner, more liveable place which is less
car dominated. This includes a comprehensive review of parking
policy within Bradford City Centre, aligned with Bradford’s Clean Air
Zone Plan. The scheme will increase capacity for future employment
growth in both South Bradford and the city centre, helping to boost
productivity and to help make Bradford an attractive place to stay for
its growing, young population.

Programme milestones:
Strategic Assessment – Complete Sep 2019
Strategic Outline Case – Apr 2020
Outline Business Case – Sep 2020
Full Business Case – Jan 2021
Construction Commences – Feb 2021
Delivery Complete – Aug 2022
Key risks
Risk
Land ownership or control
and/or need for land
acquisition to deliver the
entire scheme
Interdependencies/synergies
with other TCF schemes
(‘partial benefits realisation’
if these schemes are not
delivered)
Local planning policies
relating to parking supply
and demand management
(unconstrained parking
supply in the city centre)
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Mitigation
Deliver within highway boundary or
Council land.

Work with stakeholders to gather
data and information at early
stage. Develop scheme options
around a number of scenarios and
tailor preferred option to best fit.
Bradford Council are undertaking a
comprehensive parking policy
review in line with the Clean Air
Zone plans

Transforming the bus offer through new bus priorities from the North Kirklees Growth Zone towards Leeds
Ref

17

Description

This package
will transform
opportunities
for
sustainable
and active
travel on the
BatleyChidswellTingley
corridor

Summary of
Transport
Challenges
Unreliable bus
offer, which often
suffers long journey
times
Safety and legibility
on access to bus
stops
Poor sustainable
and active mode
infrastructure
provision
Lack of cycling
infrastructure
discourages
sustainable travel
Significant planned
housing and
employment growth
will lead to
increased demand

Strategic
Links

Scenario

Financial
Ask (£m)

Detailed scheme components

Lower

£0m

Not included

Core

£3m

•
•
•

£6m

As Core plus:
• Further bus priority measures
• Improved footways and crossing infrastructure throughout
the corridor
• Improved cycle facilities – on-highway cycle facilities, side
road junction safety measures and signage
• Review of junctions on the corridor. In particular the B6124/
A653 Leeds Road junction will be reconfigured to improve
safety for pedestrians/cyclists

High
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Some bus priority measures
Significant improvements to footways
Improved crossing facilities for cyclists

Transforming the bus offer through new bus priorities from the
North Kirklees Growth Zone towards Leeds
This Corridor runs through the centre of the ‘North Kirklees Growth
Zone’ – a SEP Spatial Priority Area – between Batley and Tingley and
presents an opportunity to promote sustainable transport options in the
catchments of regionally-significant housing and employment sites
including Chidswell (1,800 jobs/1,500 homes), Dewsbury Colleges and
expanding sites at White Rose and Capitol Park (3,000
new/safeguarded jobs).
This TCF Package will implement a series of bus, cycle and footway
improvements to overcome access and cost barriers, and reverse
reliance on the private car.
Through this scheme, bus priority measures will be introduced to
improve reliability and customer experience, encouraging modal shift
and new user choice to the bus. Accessibility to bus stops will also
be enhanced through improved footways and crossing
infrastructure, which will also promote more local journeys by walking.
This will be complemented by a range of improvements to the cycle
network, including cycle lane provision and junction
modifications to prioritise cyclists and pedestrians. Reconfiguration
of the B6124/ A653 Junction will be key to provide capacity and safety
for active mode trips between Chidswell, Batley, Leeds and local
housing sites.

Programme milestones:
Strategic Assessment – Completed Oct 2019
Strategic Outline Case – May 2020
Outline Business Case – Dec 2020
Full Business Case – Jun 2021
Construction Commences – Aug 2021
Delivery Complete – Feb 2023
Key risks
Risk
The realisation of the full
benefits of the scheme are
dependent upon the build out
programme of the Chidswell
and Soothill developments
Pontential dependencies with
the ‘Mirfield-Dewsbury-Leeds’
West Yorkshire plus Transport
Fund scheme
Potential public opposition to
the scheme

This scheme will also provide better access to Batley and Dewsbury
centres and the wider City Region through public transport, supporting
opportunities for people on low incomes and without access to a car.
The scheme will also see significant improvements for those with
physical and sensory disabilities and will create a smart and clean
space that will assist in making walking and cycling a choice mode of
transport.
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Mitigation
North Kirklees Growth Zone is a
designated Spatial Priority Area
for the Leeds City Region and
so ensuring these
developments are delivered is a
priority
Early engagement and close
working with the Transport Fund
team and appointed
consultancy
Thorough consultation and
communications to gain support
for the scheme

Developing our transformational local transport investment programmes
5.73. The challenges the Leeds City Region faces are well documented throughout
this SOBC. In particular, as our region is growing, transport congestion and air
quality are increasingly constraining productivity and inclusive growth. We
have programmes in delivery to start to address this, with significant further
interventions planned through the proposed TCF Programme.
5.74. Despite this ongoing and planned investment, there is a need to look beyond
March 2023 to a longer term solution which will create real resilience and
capacity in our urban transport system. Without a long term solution to this
capacity challenge, business labour markets catchments will be constrained
access to colleges and universities restricted, hindering our ability to provide
the next generation with the jobs needed to support our future economy. As
identified by the National Infrastructure Commission, this is affecting many
urban centres across the North of England and will increasingly inhibit
economic development, living standards and our ability to help level up the
national economy.
5.75. Urban transport infrastructure to distribute the benefits of HS2 / NPR is a key
factor to meeting our four regional priorities of boosting productivity, enabling
inclusive growth, supporting clean growth and delivering a 21st century
transport system. This infrastructure needs to sit alongside a coordinated
programme of investment across areas such as skills, which improves access
to opportunities for our communities of greatest economic need. This is an
approach we are developing through the inclusive growth corridors work.
5.76. To address this, as set out in Chapter 3, the West Yorkshire Combined
Authority is developing a new Connectivity Strategy to identify how
transforming key strategic urban transport infrastructure in the communities of
greatest economic need will help raise productivity, living standards and clean
growth.
5.77. Through developing our Connectivity Strategy we have identified the key
‘places to connect’ across the City Region – this has enabled us to better
understand where people need to get to and where the connectivity gaps are.
The ‘places to connect’ were identified through detailed analysis of a range of
evidence sources including major housing and employment trip attractors;
anticipated land use changes and new employment growth zones; the
environmental and clean energy opportunities; the known transport
constraints as well as the forecast changes to travel demand patterns and
capacity. To date, this exercise has been completed for four key West
Yorkshire corridors, as illustrated in Figure 75.
5.78. The conclusions of the published work to date propose three new public
transit services to increase capacity between key local urban communities into
national hubs – the orange, green and blue routes in Figure 75. Some of
these routes have the potential to require entirely new infrastructure and whilst
complementary to the existing transport system, offer the opportunity to
reimagine how other modes such as bus and rail can integrate with it.
However, the evidence suggests that Urban/Mass Transit vehicles are
anticipated to be required to meet the capacity need in delivering these new

City Region Transit Network routes set out in Figure 75. Together these new
services would form the first tranche of the ‘City Region Transit Network’ to
open ahead of NPR and HS2.
Figure 75: Emerging City Region Transit Network by 2033

5.79. Urban/Mass Technologies have moved forwards significantly in the last
decade. For example, new battery technologies, hydrogen propulsion and
autonomous innovations are changing
Figure 76: Market Testing Prospectus
Advance Urban Transit vehicle
technologies, which also improve air
quality. There are a range of pros and
cons for each individual vehicle
technology option.
5.80. The Combined Authority is
undertaking a major Market Testing9
on Advanced Urban Transit
Technologies with suppliers and
manufacturers during 2019 to help
shape the discussion on future
technologies which could utilised
within our region, to help ensure we
are planning for the right ‘best in class’
future technologies. This will happen
in parallel to development of an Urban
Transit Strategic Outline Business
Case.

9

Full details of the Market Testing can be found here: https://www.westyorks-ca.gov.uk/urban-transit/
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5.81. To progress Leeds City Region plans for mass transit, the Combined Authority
has been working with central Government on the terms of the devolution deal
as set out below.
5.82. Through our devolution deal discussions, we have proposed that a Mayor
would receive a devolved and consolidated local transport budget for the area
of the Combined Authority (i.e. the areas of the constituent councils), including
a multi-year settlement to be agreed at the Spending Review to develop and
deliver an agreed transport pipeline. As part of this devolution deal
Government would commit £20m to develop the region’s mass transit
proposals, and would agree to work with the Combined Authority to fund
(subject to the business case) delivery of mass transit proposals.
5.83. Based on these discussions, we have included an additional funding item for
mass transit within our TCF SOBC submission.
Next steps for Mass Transit
5.84. The Combined Authority, in partnership with partner councils are currently
progressing development of an Urban Transit Strategic Outline Business
Case which is expected to report during summer 2020.
5.85. The development funding identified here would be used to prepare for delivery
of mass transit across the communities identified in Figure 75, to help link key
strategic urban transport infrastructure in the communities of greatest
economic need. This will help to deliver our objectives of boosting productivity,
enabling inclusive growth, supporting clean growth and creating a 21st
Century transport system.
5.86. Subject to the conclusions of the Urban Transit SOBC, the next stage would
be to move towards development of the first phase of an Urban Transit
Outline Business Case. To achieve this, the funding identified here would
enable:
•

Development of a transport modelling tool which would be capable of
assessing the proposals

•

Outline design feasibility development and option development

•

Seeking a consensus on options and recommendations through
consultation and engagement

•

Carrying out further integration of the proposals across the housing,
design and economic regulation policy areas

•

Planning, preparing and undertaking and necessary statutory planning
processes

•

Early / advanced procurement

•

Advanced construction works
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Queensbury Tunnel: a significant opportunity
5.87. As well as the need to prepare for delivery of mass transit, our TCF
submission includes provision for an ambitious proposal that would provide
connectivity between Halifax and Bradford for local communities and visitors
to the region, via the Queensbury Tunnel, a former railway tunnel between
Bradford and Halifax.
5.88. A repurposed Queensbury Tunnel would form a new cycling and walking
route, which would preserve this historic asset for future generations. The
opportunity to deliver the scheme is finely balanced; without certainty over
funding being available to carry out further development work and deliver the
scheme, measures to ensure public safety may progress to the point where
the opportunity is lost.
5.89. We have included details of this proposal within our TCF submission, but
recognise that further work is required to understand in more detail the likely
timescales for delivery, which may not be achievable within the TCF
timescale.
5.90. If funded, the Queensbury Tunnel would form a key link and a major
opportunity to create a new route for walking and cycling linking west Bradford
with north Halifax, providing a travel option for some of the c.14,000 people
that commute between the two districts and links for local communities into
Halifax and Bradford town and city centres and cultural and educational
destinations along the planned route.
5.91. The Queensbury Tunnel route would connect with the cycle superhighway
proposals included in this submission for north Halifax and west Bradford and
would provide a continuous link from Bradford to Halifax centres.
5.92. A route between Bradford and Halifax via the Queensbury Tunnel would also
provide a potential visitor and tourist attraction for Bradford and Calderdale as
a leisure route, linked to the Great Northern Railway Trail, part of the National
Cycle Network which would connect to the Queensbury route and provide a
longer network of trails and connections to attract cycle tourism and could
replicate other successful cycle routes incorporating former railway tunnels
elsewhere in the country.
5.93. The estimated cost for the proposal is £23 million, which would deliver
remediation of the tunnel itself, a high quality cycling and walking route
through the tunnel, and connections to the routes into Bradford and Halifax
centres. A benefit cost ratio of 1.43:1 has been calculated using WebTAG
methodology, which excludes potential benefits of the route as a tourist and
visitor destination. A further calculation of value for money including potential
tourism benefits has suggested a BCR of 2.31:1, representing high value for
money.
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TCF Programme Summary
5.94. The Leeds City Region Transforming Cities Fund Programme is a
transformational Programme of interventions that will provide almost 627,000
people in the most deprived 20% areas in the country with better access to
employment and skills opportunities Through investment in high quality
sustainable transport infrastructure, the TCF Programme will help meet the
core objectives of enabling inclusive growth, boosting productivity, supporting
clean growth and creating a 21st century transport system.
5.95. Through this Programme we will:
•

Transform access for our communities of persistent poverty to employment
opportunities and skills centres

•

Create smart, clean and liveable places which make cycling and walking the
obvious choice for accessing town and city centres – improving air quality
and reducing car dominance

•

Transform the public transport and active travel offer from housing and
employment sites, ensuring that people are enabled to make sustainable
travel choices from day one

•

Make travel by bus an attractive and more reliable offer for commuters
through spreading the benefits of ‘Connecting Leeds’ to the rest of the City
Region

5.96. Delivery of our TCF Programme is critical to enabling inclusive growth in
Leeds City Region. Together, the packages that make up this Programme will
enable transformational change by enabling more people to access more jobs
and training opportunities by sustainable modes. Our high scenario further
embeds the transport and economic benefits realised in the core package and
this is fundamental to enabling inclusive growth.
5.97. The way we currently analyse the economic benefits of schemes rightly
accounts for the impacts on all users. However, our approach through
Transforming Cities Fund is to favour those using public transport and those
walking and cycling. Where we have analysed the benefits to those users only
and see a higher value for money for our customers and sustainable transport
users.
5.98. The schemes included in our TCF Programme have not been prioritised to
focus on those with the highest value for money, rather they have been
prioritised to enable us to realise our objectives and enable a transformation
to sustainable modes to happen. We believe that the modal shift we will see
as a result of this programme will be greater than the economic case
suggests.
5.99. The highway disbenefits to car drivers, for example, is significant in our
Programme, however, we believe that this is less significant than the
Economic Case presents, due to the increasing attractiveness of the
alternative. Park and Ride in Leeds, as demonstrated in Chapter 3, has seen
greater usage than estimated in the originally economic modelling. This
demonstrates that creating capacity in the Leeds City Region transport
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network for sustainable modes should have a greater impact than our current
forecasting suggests.
5.100. In addition, the quality of the infrastructure we are delivering is a significant
step change. Economic appraisal for cycle schemes prescribes a renewal
period of 20 years, however, we believe that the quality of the infrastructure
enables a much longer renewal period, similar to a road scheme. A longer
renewal period enables us to demonstrate the long term value of us investing
in infrastructure that allows for modal shift away from the car to happen.
5.101. We have a strong base to build on. Investment through West Yorkshire plus
Transport Fund, CityConnect and Connecting Leeds has seen significant
improvements to our transport network. Delivery of the Transforming Cities
Fund Programme is essential to fill the remaining strategic gaps in the
network and deliver the next stage of our pipeline. This will help to create a
step change in connectivity for our communities which need it most and start
to future proof our network for major national investment to come through
HS2, NPR and TRU.
5.102. Our ambition is to create an integrated, flexible, sustainable transport system
which supports a productive economy and enables all of our communities to
benefit from the region’s success. This package will help to ensure that we
have the local connectivity to ensure all of our communities can benefit from
growth and add a further £1bn and over 1,100 jobs to the Leeds City Region’s
economy by 2036.
5.103. If funding is also awarded for the FMZ package, there are areas where this
would help to deliver additionality to the TCF proposals – particularly in terms
of the proposed mobility hubs and development of the Mobility as a Service
platform which would help to remove friction for all journeys involving public
transport across the Leeds City Region.
5.104. This Programme will support a step change in sustainable transport
infrastructure for the City Region, which is essential to meet our commitment
to become a net zero carbon economy by 2038 and drive better air quality,
health and wellbeing outcomes for residents. Through improvements to bus
quality and reliability and improving infrastructure for walking and cycling we
will create an attractive alternative to the private car, create more liveable
places and take up to 12.5m car trips per year off our roads by 2036.

Communications and Engagement
5.105. Communications, consultation and engagement is a key part of the delivery
and success of any project, and particularly for projects which will enable
people to cycle and walk more, as well as use more sustainable forms of
transport. As a Combined Authority and with our partners, we will build on the
experience of delivering programmes such as CityConnect and Connecting
Leeds, where we have successfully engaged with a wide range of
stakeholders from an early stage, to deliver positive consultation exercises, as
well as build support and advocacy from key stakeholders. For example
through the West Yorkshire Combined Authority’s CityConnect programme,
on the flagship scheme for the Leeds Bradford Cycle Superhighway, the
engagement exercise resulted in over 13,000 engagements, with a 78%
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approval rating and no TRO objections. Key stakeholders, such a local cycle
campaigns and national organisations such as Living Streets and Sustrans,
were also part of ongoing engagement through Stakeholder Groups, and an
independent Advisory Board. As part of the delivery of Transforming Cities
Fund, we will build on these experiences and deliver communications,
consultation and engagement through a central resource as well as in
partnership with each individual partner council. This is outlined in more detail
in the Communications and Stakeholder Management Strategy in Chapter 9.
5.106. Early engagement with stakeholders across the projects within the
Transforming Cities Fund, as well as some early public consultation on some
individual projects has already taken place. Stakeholder mapping workshops
have been held with partners on the project to understand the impact and
influence of key stakeholders, as well as the breadth involved across the
programme. Further engagement workshops will be held in early December to
plan consultation on individual project basis, and develop a programme level
consultation plan.
5.107. As part of this early engagement, there have been initial sessions with key
stakeholders to develop these relationships and build support for the projects
we propose to deliver through the Transforming Cities Fund across the region.
Evidence of this support can be found at Appendix O and P.

Measures for Success
5.108. As shown throughout this strategic case, there is a clear link between our
policies and strategies, the objectives we are trying to achieve across
productivity, inclusive growth and climate change and our TCF proposals.
5.109. The high level success measures and their supporting measures are driven by
the overarching aims and objectives of the SEP (Strategic Economic Plan)
and the emerging Leeds City Region Local Industrial Strategy.
5.110. Building on the SEP, the Strategic Economic Framework as presented in
Chapter 3 is driven by a clear set of design principles fashioned around our
core priorities of:
•

Boost productivity, helping businesses to grow and bringing new investment
into the region to drive economic growth and create jobs;

•

Support clean growth, growing our region‘s economy while also cutting CO2;

•

Enable inclusive growth, ensuring that economic growth leads to
opportunities for all who live and work in our region;

•

Deliver 21st century transport, creating efficient transport infrastructure that
makes it easier to get to work, do business and connect with each other.

5.111. The table below links and connects these priorities through to our proposed
core success measures for the Leeds City Region TCF Programme along with
a set of supporting measures.
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Figure 77: Core Success Measures

Supporting Measures

Key
Measure

Enabling
Inclusive Growth

Ratio of earnings
at 20th and 80th
percentile
1. Improved
access to
employment
opportunities
from deprived
areas via
public
transport
connections.
2. Improved
access to
education
opportunities
for young
people.
3. More
affordable
public
transport.
4. Increased
uptake of
active modes.

Boosting
Productivity

GVA per hour worked
1. Support economic
growth and job
creation by
creating in excess
of 1,200 jobs and
over £100 million
of GVA annually
of Gross Value
Added by 2036 to
Leeds City
Region.
2. Reduced
commuter and
student journey
times on public
transport and
active modes.
3. Increased
transport network
capacity.
4. More efficient
transport networks
contributing to
productivity
growth across
Leeds City
Region.

Delivering
Clean Growth

Reduction in
carbon
emissions
1. Decarbonising
the transport
system
through
investment in
clean
technologies.
2. Cars deprioritised
from town
and city
centres –
with a
particular
focus on air
quality
exceedance
areas.
3. Improved air
quality.

Creating a 21st
Century Transport
System

Mode share for
sustainable modes
1. Increased modal
share for each of
public transport,
cycling and
walking.
2. Improved bus
speed and
reliability.
3. Improved bus and
rail passenger
experience.
4. Cycling and
walking becoming
safer, quicker and
more convenient.

5.112. The monitoring of progress across these high level measures will be informed
directly by an annual impact assessment based on agreed and clearly
evidenced base lines for each measure with monitoring at the intervention
geography and across Leeds City Region – we are confident that this can be
achieved using a mix of official data and bespoke proprietary data tools which
the Combined Authority will deploy (by way of example we will use official
data to monitor trends in GVA per hour worked at the Leeds City Region level
and small area data on GVA per worker trends at the LSOA level using the
Regional Econometric Model).
5.113. An outcome and indicator framework will also sit alongside the overarching
Strategic Economic Framework to regularly monitor success measures and
ensure that impact is achieved (our reporting of high level TCF success
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measures should be seen in the wider context of our commitment to
monitoring the impact of the Leeds City Region Local Industrial Strategy) – the
indicator framework will be updated annually (from 2020 using 2019
baselines). The indicators will cover all policy areas and will be used to inform
programme and project level appraisal and evaluation frameworks.
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6. Economic Case
Introduction
6.1.

The purpose of this economic case is to set out the potential scale of benefits
associated with the Transforming Cities Fund. The appraisal has been
undertaken at the following levels:
•

Scheme Component Level: Scheme components are defined as aspects of
a particular sub-scheme that can be appraised through different appraisal
techniques e.g. a bus lane intervention will include a bus benefit component
and a walking and cycling benefit component

•

Sub-Scheme Level: Sub-schemes have either been appraised using a single
benefits calculation approach (e.g. a bus station intervention with bus quality
benefits), or an aggregation of multiple benefits calculations to account for its
various components (e.g. bus lane example above)

•

Scheme Level: Some schemes include multiple sub-schemes (e.g. Halifax,
Walking Cycling and Bus Transformation Package) where sub-scheme
benefits have been aggregated to scheme level; other schemes have been
profiled as a single intervention (e.g. Active and Sustainable Interchange for
Harrogate)

•

Programme Level: This economic case presents the programme level
benefits calculation, which aggregates scheme level benefits into a single
figure for the low, core and high funding scenarios

6.2.

Benefits have been calculated through multiple appraisal techniques, as
outlined in the next section. All benefits have been discounted to 2010 at
2010 prices aligned to the TAG approach.

6.3.

Costs have been allocated based on the Financial Case and also discounted
to 2010 at 2010 prices. For all schemes currently at Stage 1 (SOBC) optimism
bias (OB) at 44% has also been added to costs, this is appropriate given the
types of schemes being considered, but is conservative given that many of
these schemes are more developed than might be expected at this stage.
Except for cycling and walking schemes, most schemes have been assessed
over a standard 60 year appraisal period (with appropriate allowance made for
operations, maintenance and renewal). Following discussions with DfT during
the co-development period it was decided to assess cycling and walking
schemes over 30 years. This is longer than the 20 year appraisal period
normally used for such schemes, but recognises that the cycling and walking
infrastructure provided will be provided to a high standard to match with
existing CityConnect infrastructure.

6.4.

The costing scenarios are aligned to the Strategic and Financial Case, and
have been reflected through the inclusion or exclusion of various scheme
components/sub-schemes/schemes in the programme level benefits.

6.5.

Examples of the likely scale of benefits have been considered along with a
series of sensitivity tests to better understand where different approaches
could be applied.

6.6.

Following on from the June submission, economic assessments have been
undertaken to replace the previous narrative used in the absence of economic
outputs.

Appraising the Benefits: methodology
6.7.

The methodology adopted for the outline economic assessment is based on
the following principles:
•

To make maximum use of existing data sources;

•

To reflect the best practice principles of DfT WebTAG Scheme Appraisal and
utilise DfT tools, with inputs from DfT as part of the co-development process;

•

To improve upon the calculations completed for the June submission and
reduce the level of uncertainty associated with the outputs

•

To enable a programme level benefit to be calculated which is based on the
individual components of the Programme; and

•

To focus on the quantification of core benefits.

6.8.

The benefits calculated at scheme level for the TCF programme will be
continuously updated for as they progress through the Combined Authority
Assurance Framework (see Management Case). As this is a programme level
Strategic Outline Case, detailed economic cases will be developed as
individual schemes come forward through the Assurance Framework.

6.9.

Table 14 below provides an overview of how benefits have been estimated for
each type of scheme. The table summarises the main data sources to be
used. An Appraisal Specification Report has been developed to support the
Strategic Outline Case. This is provided in Appendix F. The Appraisal
Specification Report (ASR) sets out the detailed assessment approach that
has been undertaken by scheme.

Table 14: Summary of Data, Methodology and Risk by Scheme Type

Scheme Type
Bus Priority

Data Sources and Methodology
-

Identified Risks

Real time bus information supplied by bus
operators
Ticketing data supplied by bus operators
TAG Databook
Local highway assignment models (Leeds)
Local junction assessment models (Kirklees)

The corridor models are
only able to forecast bus
user benefits, and do not
account for reliability
benefits or highway
disbenefits in detail.

A series of bus corridor models have been
developed as part of the West Yorkshire Bus
Network Review. This incorporates bus route
information alongside demand estimates from
ticketing data. Real time bus information was used
to estimate delays in the areas where bus priority is
being proposed. It has been assumed that the bus
priority measures will remove these delays and
therefore generate a journey time saving and
demand uplift that can be monetised and
aggregated across bus user demand.

Where possible, highway
disbenefits have been
derived from highways
models.

-
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Bus network review models have been developed
for Leeds, Wakefield, Bradford, Kirklees and
Calderdale. Local survey data has been used to
estimate demand. The Leeds Transport Model has
been used as a proxy to understand likely highway
disbenefits.
The prior submission also only considered the public
transport benefits from these interventions, applying
a high-level figure to estimate highway disbenefits.
Where the highway benefits are considered to be
significant for a particular district (i.e. may impact the
BCR by a magnitude of 1.0 or greater), highway
modelling has been undertaken to estimate these
impacts. Appendix F and Appendix H provide a
technical note covering the appraisal tools used and
initial observations of the outcomes.
The highway modelling approach has been tailored
to each district based on the scope of the
interventions and availability of modelling outputs.
• For Leeds, outputs from a fixed demand
assignment of the Leeds Transport Model
(LTM) have been used to calculate highway
disbenefits for each intervention. This has been
applied to other districts where highway
disbenefit analysis is not available
• For Kirklees, outputs from a series of LinSIG
junction models have been used to calculate
highway disbenefits

Bus Passenger
Waiting
Improvements

Park and Ride
schemes

10

Highway disbenefits are then combined with the bus
benefits to generate a more balanced economic
appraisal.
Bus quality interventions will be appraised using
available demand data sourced for the corridor
appraisal, alongside values from WebTAG Databook
Table 3.2.1 “Segmented values of bus quality
interventions”.10

A new modelling approach has been developed to
estimate the impacts of Park and Ride schemes.
This uses census travel to work data (verified with
highway modelling data where available) to estimate
potential uptakes based on improvements in journey
times and frequencies.

https://www.gov.uk/government/publications/tag-data-book
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Estimates of patronage at
individual locations have
been provided by scheme
promoters.
Benefits to external
placemaking around
individual facilities has not
been considered at this
stage.
This is an evolving
approach. The outputs are
intended to form part of an
initial appraisal of the
potential of each scheme.

● Walking and
Cycling
Schemes

Walking and cycling schemes have used the DfT’s
Active Mode Appraisal Toolkit to estimate the
benefits of providing various active travel
infrastructure improvements. As stated in the ASR;
baseline and forecast walking and cycling estimates
will be derived from local data where possible. In
the absence of such data, alternative approaches
have been adopted to estimate baseline usage and
forecast cycle uplift, detailed in Appendix F.
Additional safety and travel time benefits have also
been calculated, alongside the use of revised uplift
figures based on co-development discussions with
DfT. These are outlined in Appendix F.
Walking and cycling benefits have also been
incorporated into bus priority schemes to illustrate
the potential additional benefits for non-motorised
users using this infrastructure.

Rail station
improvements

The economics for rail station schemes has been
sourced from existing business case submissions
prepared by the scheme promoters. The majority of
benefits have been sourced from passenger journey
time savings, journey quality, mode shift and
revenues. These have been standardised in terms of
their costs and benefits to enable a programme-level
appraisal

Electric Bus
improvements
(part of the
Carbon
Mitigation
Measures
package)

With match funding from bus operators, the grant
is expected to bring 15 new electric buses into the
fleet, which would replace aged Euro III
buses. Electric buses have zero emissions at the
tailpipe, and therefore can considerably reduce on
street emissions compared to a conventional
diesel bus.
The annual emissions (tonnes) for the current Euro
III bus fleet in West Yorkshire was calculated using
emission factors (g/km), and the average kilometres
travelled per year. This enabled the change in
emissions from converting to electric buses to be
calculated for NOx, particulate matters (PMs) and
CO2.
DERFA damage costs for NOx and PMs, and DfT
carbon and greenhouse gas emission factors (TAG
Databook Unit 3.3.5 - Table 3.3 and Table A 3.4)
were then applied to the cost savings, allowing the
benefit of the grant to be monetised.
Scheme costs include capital expenditure,
including electric buses, supporting charging
infrastructure, fleet maintenance, construction
inflation.
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Potential accuracy issues
in using secondary
sources to estimate
baseline usage and
forecast uplifts, where
applicable.
There are further potential
benefits to be derived from
placemaking impacts;
particularly around city
and district hubs which
have not been quantified
at this stage.

Each station improvement
may be at a different stage
of scheme development,
and consequently may
have applied differing
levels of detail in the
analysis.
The benefits calculation is
likely to be a conservative
number as a number of
wider urban realm benefits
are not currently included.
The grant will allow bus
operators to fund the cost
difference between a new
conventional bus and an
electric bus. It is assumed
that bus operators will
remove the oldest buses
(Euro III) from their fleets
when they make an
investment in new vehicles;
vehicles;
it is
however, however,
it is uncertain
uncertain
exactly
what
exactly what composition of
composition
conventionalof
diesel buses
conventional
diesel
will be replaced
withbuses
electric
will
be replaced with
vehicles.
electric vehicles.

Distributional Impacts
6.10. Transport infrastructure improvements can result in positive or negative
impacts on residents and communities living near the schemes.
6.11. Similarly, Social Impact (SI) appraisal covers the transport system and its
impact on social factors. Guidance is included in WebTAG Unit 4.1. A number
of the impacts are further assessed within the Distributional Impact (DI)
appraisal.
6.12. The WebTAG DI appraisal provides a series of methodologies to assess and
score these potential impacts. The programme level appraisal utilises
approaches based on demographic data analysis and qualitative assessment;
further details of which can be found in the ASR.
Table 15: Summary of Social Impact Assessment Scores

Social Impacts
Accidents Impacts
Physical Activity Impacts
Security Impacts
Severance Impacts

Appraisal Assessment Score
Neutral
Beneficial
Neutral
Beneficial

Journey Quality Impacts
Option and Non-Use Values
Accessibility Impacts
Personal Affordability Impacts

Very Beneficial
Beneficial
Slight Beneficial
Slight Beneficial

Table 16: Summary of Distributional Impact Expected Overall Impact

Distributional Impacts
User Benefits
Noise
Air Quality
Accidents

Expected Overall Impact
Beneficial
Beneficial
Beneficial
Slight Beneficial

Security
Personal Affordability

Slight Beneficial
Slight Beneficial

6.13. The full results are presented in Appendix G

Sources of Benefits
The economic appraisal has yielded benefits across several areas, dependent on the appraisal
approach. These are summarised in

6.14. Table 17.
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Table 17: Summary of the Source of Benefits by Scheme Type

Y

Passenger
Y
Y Y Y
waiting
environment
improvements
Walking and
Y* Y
Y Y Y
cycling
Rail Station
Y
Y
Improvements
Electric
Y
Y Y
Buses
* For foot/cycle bridge proposals only

Y

Y

Y

Y

Distributional
Impacts

Y

Revenue

Y

Journey
Quality

Y

Absenteeism

Y

Health

Greenhouse
Gases

Y

Noise

Park and Ride

Air Quality

Y

Accident

Bus Priority

Infrastructure

Benefit Source

Journey Times

Appraisal
type

Y

Y

Y

Y

Y

Y

Y

Y

Y

Y
Y

Y
Y

Y

Y

Bus Priority
6.15. The bus priority assessment captures demand uplifts brought about by the
proposed interventions, as well as transport user benefits for all bus users on
all routes travelling along the affected corridor. Future growth estimates from
West Yorkshire’s UDM model were used to estimate background uplifts in
demand, linked to localised levels of development. New user uplifts have had
the rule of a half applied to the user benefits associated with them. The impact
of the mode shift generated by the schemes has also been approximated in
terms of non-user benefits to accidents, noise, air quality and greenhouse
gasses through standard TAG MEC calculations. Revenue benefits are
assumed to affect private sector bus operators and have been included as a
benefit in the TEE table in Appendix G. Operational costs have not been
considered at this stage of the process, although this could potentially be
offset against the revenue benefits.
6.16. The analysis does not consider reliability benefits as this would require a more
detailed understanding of the highway network.
6.17. Highway disbenefits have been incorporated into this analysis, based on
outputs from modelling analysis undertaken in Leeds and Kirklees. In the
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absence of highway modelling analysis across the other districts, a 77%
disbenefit factor has been applied, based on outputs from the Leeds
Transport Model.
6.18. Table 18 below summarises the outputs for one example bus priority scheme.
Further detailed information can be found in Appendix I. Full programme
outputs can be found in Appendix G.
Table 18: Example bus priority outputs

Example: A61 Corridor improvements:
Appraisal period
Present Value of Benefits
Present Value of Costs
Benefit to Cost Ratio
Exclusions:

60 years
£12,276,432 (Including -£5,590,000
highway disbenefit)
£4,374,571
2.81
Reliability impacts

Park and Ride Improvements
6.19. The park and ride models provide estimates of demand uplifts brought about
by the new service, based on its relative attractiveness to other modes. This
considers journey times, willingness to pay and the quality of existing bus
services. Abstraction effects from existing buses are considered at a high
level. Table 19 provides an example park and ride summary.
Table 19: Example Park and Ride Outputs

Example: South Bradford Park and Ride:
Appraisal period
Present Value of Benefits
Present Value of Costs
Benefit to Cost Ratio
Exclusions:

60 years
£23,617,470
£11,509,254 (including operational costs)
2.05
Reliability impacts

Passenger Waiting Improvements
6.20. These benefits have been expressed as generalised journey time benefits
experienced by passengers benefitting from the improvements. The benefits
have been estimated based on the values in WebTAG Databook M3.2.1 and
multiplied by estimated trips passing through the improvement.
6.21. It is assumed the improvements will generate further demand for bus services
at each facility the benefits of which have been calculated through applying
the rule of a half to user benefits to new users. These benefits have been
monetised and split across user and non-user benefits in line with the bus
priority appraisal.
6.22. Table 20 summarises an example of passenger waiting improvements. Full
outputs can be found in Appendix G.
Table 20: Example Passenger Waiting Improvement Outputs

Huddersfield Bus Station
Appraisal period
Present Value of Benefits

60 years
£10,254,326
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Present Value of Costs
Benefit to Cost Ratio
Exclusions:

£6,807,683
1.51
Wider placemaking benefits outside the waiting facility

Walking and Cycling Improvements
6.23. The Active Mode Appraisal Toolkit (AMAT – current as of 30/09/2019) has
been used to estimate benefits for all cycling and walking schemes. This uses
a standardised series of assumptions to generate benefits across several
categories; rooted in mode shift, health and journey quality benefits.
6.24. The nature of the analysis means that wider urban realm benefits have not
been fully captured at this stage.
6.25. The absence of local survey data in most cases has necessitated the use of
PCT data across this appraisal to estimate baseline cycling figures. As part of
the co-development discussions with DfT, cycling uplifts have been calculated
using the Disaggregate Mode Choice Models approach adapted from
WebTAG A5.1 section 2.3 (“Approach 2”). This considers individual scheme
usage time and district levels of cycling from 2011 Journey to Work Census
data. This approach aligns to research on walking and cycling uplifts in
comparable schemes. Further details of this approach can be found in
Appendix F.
6.26. Walking figures have been uplifted by a factor of 20% based an average uplift
at two representative locations within the city region. Similarly, this could be
refined by undertaking a more detailed analysis of the impact of pedestrian
schemes in the local area.
6.27. Additional benefits for accident prevention have been derived from
observations of data (STATS19) across a 5 year period. These have been
monetised using figures from TAG Databook A4.1.2. The level of accidentsaving benefit has then been applied for different scheme types (such as
cycle paths or crossings) based on research findings detailed in Appendix F.
6.28. Similarly, journey time benefits for new walking and cycling routes have been
calculated by measuring distances and applying speed assumptions from
AMAT to generate a time saving that is then monetised using TAG databook
values. Appendix F also includes a detailed description of this approach.
6.29. All AMAT outputs are included in Appendix I.
Table 21: Example Walking and Cycling Appraisal Outputs

Example: North Halifax Cycle
Superhighways
Appraisal period
Present Value of Benefits
Present Value of Costs
Benefit to Cost Ratio
Exclusions

30 Years
£5,734,130
£3,682,790
1.56
Placemaking and district hub benefits

Rail Station Improvements
6.30. Rail station improvements have been quantified from the supporting
information supplied by scheme promoters. Whilst the scope of the benefits
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varies from scheme to scheme, this broadly captured revenue uplifts (treated
as negative costs), journey time benefits and road vehicle-kilometre changes.
Some schemes also captured generalised journey time improvements brought
about by improved station facilities.
6.31. Most schemes only accounted for rail station passengers benefitting from the
interventions, and not wider “passer-by” trips, or benefits experienced by other
modes. Wider socio-economic benefits have also not been calculated at this
stage.
6.32. Our analyses quantify and monetise the utilitarian transport benefits of
schemes (such as journey time savings), the benefits to pedestrian and
cycling trips and many of the straightforward changes in station facilities.
However, they do not fully represent the urban realm benefits of these
schemes given their focus on transforming the look and feel of the townscape
around them and catalysing development in the local area.
6.33. Some schemes have been derived from proposals developed under initial
development funding from other sources. In this case prior estimates of costs
and benefits for the scheme have been used, but apportioned carefully to
ensure that the TCF scheme is properly represented in terms costs and
benefits and that no benefits are counted twice (or not at all). The business
case documentation used to derive these benefits has been supplied in
Appendix I.
Electric Bus Top-up Grant (included within Carbon Mitigation Measures
package)
6.34. The grant invites bus operators to put planned investment for new
conventional buses into a scheme that will introduce electric buses into the
fleet. With match funding from operators, the grant is expected to fund 15
new electric buses, which would replace Euro III buses.
6.35. The new electric buses (with zero emissions at the tailpipe), will reduce
harmful emissions (including NOx PMs, CO2 and CO2 Eqv) every year, thus
delivering a monetised benefit in air quality and greenhouse gasses over a 10
year appraisal period, based on DEFRA damage costs and values from TAG
Databook Unit 3.3.5.
6.36. These values do not account for the reduction in noise emissions from the
local bus fleet which will have local environmental and health in residential
areas and town / city centres (depending on which routes / areas are served
by the new electric buses). Similarly, any journey quality improvements
experienced by passengers using newer, quieter buses have not been
captured at this stage.
6.37. Maintenance costs have been incorporated into the appraisal to provide a
robust estimate. The assessment also does not include the benefits
associated with the future use of the charging infrastructure in facilitating
future roll out of electric buses.
6.38. A full set of calculations are provided in Appendix I.
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Table 22: Example e-Bus Benefit Outputs

Electric Bus Grant
Estimated replacement buses:
Total annual reduction in emissions
Appraisal period
Reduced annual damage costs
(undiscounted)
Carbon savings (undiscounted)
Present Value of Benefits
Present Value of Costs
Benefit to Cost Ratio
Exclusions

15
£1,057,480
10
-£192,554
£284,802
£1,387,993
£2,925,307
0.47
Wider carbon reduction initiatives within the
city region. The benefits of the charging
infrastructure installed under the scheme in
encouraging further electric bus investment
and use in the future.

Assessment of the Full Programme
6.39. In addition to the conventional economic analysis the Urban Dynamic Model
(UDM) has also been used to assess the full programme. The UDM is a
simulation of how the Leeds City Region evolves over time, with emphasis on
how transport, land-use, population and employment interact. The UDM
simulates events in the real world using simplified representations of how
people perceive their circumstances and decide how to react. It is also
dynamic, which means it is concerned with how events unfold through time,
how conditions change and how people respond.
6.40. The model is based upon economic growth forecasts provided by the
Regional Econometric Model (which are different to those provided in the
NTM). The UDM initially makes an assessment of how economic growth in the
Leeds City Region is constrained due to rising transport costs. It then
estimates the extent to which constrained economic growth is unlocked by
new transport interventions which reduce those costs.
6.41. The UDM includes internal models of highways (car only), bus and rail
services, park & ride, walk and cycle, all connecting places together and
influencing their relative advantages as places to live or work. Improvements
in connectivity between businesses and households, and also between
businesses, result in improved accessibility which is the key driver for regional
economic growth. The UDM is primarily focussed upon AM peak travel to
work trips.
6.42. The UDM assessment has been based upon the spatial catchment areas of
each scheme, by mode. Assessments of the extent of the impacts of each
scheme/sub scheme by zone and by mode were combined with estimates of
the equivalent generalised journey time (GJT) savings of each scheme/subscheme. The GJT adjustments and phased implementation is set out in
Appendix J.
6.43. The UDM assessment includes all sub schemes with costs exceeding
£1,000,000, but excludes those which are not appropriate for modelling in this
format, such as VMS signage where there is minimal spatial impact. This
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means that the vast majority of schemes in terms of cost and benefits were
included in the tests.
6.44. The results quoted are the benefit over a do minimum scenario in 2036.
6.45. The package schemes modelled indicate a strongly positive shift to
sustainable travel modes for daily commuting with average daily car trips
falling by up to 50,000 with average daily bus trips increasing between 18,000
and 19,500, rail trips between 5,500 and 6,000 and trips on foot and by cycle
between 5,000 and 25,000 depending upon the modelled scenario. The
underlying mode shift implied would see a reduction in car commuter CO2
emissions between 8,500 and 15,000 tonnes annually to 2036.
6.46. The UDM estimates the Transforming Cities Fund Package will unlock
between 900 to 1,400 jobs at its peak and £100m to £150m of gross value
added annually by 2036 to the Leeds City Region economy. The cumulative
impact will add over £1 billion to the total WY GVA up to 2036.

Value for Money Statement
6.47. The purpose of this economic case is to set out the potential scale of benefits
associated with the schemes included within this Strategic Outline Case. The
methodology adopted for the outline economic assessment is therefore
necessarily high level.
6.48. The Management Case sets out that individual business cases will be
developed for individual schemes included within this package, as they
progress through the Assurance Framework. Detailed economic cases will
therefore be developed for individual schemes at the appropriate points in this
Assurance Framework.
6.49. PVCs have been aggregated across all schemes where benefits have been
appraised, linked to the allocations outlined in the Financial Case. These
account for optimism bias in construction costs, but not for overheads such as
risk, contingency and programme management.
6.50. Similarly, these costs are subject to change as the appraisal progresses and
more detailed costs are derived. This could lead to several adjustments that
could both positively and negatively impact on the PVC.
6.51. Based on these figures, the following programme-level BCRs have been
calculated.
Table 23: Programme Level Economic Outputs

Category
Total
Category
Total
Category
Total
Category

PVB (Price Base 2010, £ millions)
Low Scenario
Core Scenario
£282 million
£435 million
PVC (Price Base 2010, £ millions)
Low Scenario
Core Scenario
£190 million
£284 million
NPV (Price Base 2010, £ millions)
Low Scenario
Core Scenario
£92 million
£151 million
BCR
Low Scenario
Core Scenario
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High Scenario
£486 million
High Scenario
£329 million
High Scenario
£157 million
High Scenario

Total

1.49

1.53

1.48

6.52. This illustrates that at this stage of the appraisal, the programme-level BCR is
between 1.49 and 1.53, which demonstrates medium value for money
according to the DfT’s Value for Money Framework. This is likely to be a
conservative estimate as limited development of some scheme benefits has
taken place and our conservative approach to assumptions.

Sensitivity Tests
6.53. As this is an interim position and the economic assessment is still emerging, a
number of sensitivity tests have been undertaken to better understand the
likely scale of benefit.
6.54. All economics calculations now reflect the low, core and high cost scenarios
included in the bid to demonstrate differing levels of benefit in response to the
addition/removal of scheme components.
6.55. To demonstrate the impact of highway disbenefits on bus priority schemes, a
sensitivity test has also been carried out that excludes highway disbenefits.
6.56. As part of the programme level benefits calculation, standard diversion factors
from TAG will be applied to estimate the potential impacts of integrated
cycling infrastructure alongside bus priority infrastructure.
6.57. The figures in Table 23 include for highway disbenefits impacts across all bus
priority schemes. Removing these benefits generates the following headline
figures:
Table 24: Programme Level Economic Outputs (without highway disbenefits)

Scheme Type

PVB (Price Base 2010, £ millions)
Low Scenario

Core Scenario

High Scenario

Total

£380 million

£565 million

£622 million

Scheme Type

PVC (Price Base 2010, £ millions)
Low Scenario

Core Scenario

High Scenario

Total

£190 million

£284 million

£329 million

Scheme Type

NPV (Price Base 2010, £ millions)
Low Scenario

Core Scenario

High Scenario

Total

£190 million

£281 million

£293 million

Scheme Type

BCR
Low Scenario

Core Scenario

High Scenario

2.00

1.99

1.89

Total

6.58. An appraisal summary table for the programme is contained in Appendix G.
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7. Financial Case
Package Costs
A summary of the scheme costs for the package of measures included within the
programme is provided below. The DfT have outlined that three funding scenarios
must be provided. Costs for each scenario are summarised in Table 25. Table 26
provides a more detailed summary of spend by individual scheme, theme and
scenario. These tables illustrate that our core scenario cost is £406.3m from the
Transforming Cities Fund.
7.1.

At a programme level, the cost plan includes provision within all three
scenarios for:
•

An 8% allowance for programme level risk/contingency – see management
case section on QRA

•

£1m for Benefit Realisation11 for the Programme

•

An assumption for inflation at 3% p.a. across the Programme12

•

An allowance of 2% for costs associated with management, delivery and
assurance of the overall programme.

7.2.

Costs calculated for this submission have been developed based on the
scheme proposals set out in Chapter 5. Costs have been developed to a level
of detail commensurate with a Strategic Outline Business Case. Where
practicable/appropriate, scheme costs have been prepared in 2019 base
prices and have included statutory diversions, preliminary design, project
management, detailed design, health and safety management and risk where
this information is available.

7.3.

Costs for schemes across the programme have been peer-reviewed and
benchmarked by external advisors.

11

Benefit Realisation costs are likely to be incurred post 2023, as the majority of the spend can only take place
after the interventions have been completed. For the purposes of this submission Benefit Realisation costs are
included in the profile requested by DfT by March 2023.
12
Based on the level of RPI seen over the last 12 months
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Table 25: DFT TCF Spend by Scenario and Theme (£m)
Lowest cost
Scenario

Core
Scenario

Higher
Scenario

Theme 1: Transforming access from communities of
persistent poverty to employment opportunities and
skills centres

£62.9

£73.8

£91.3

Theme 2: Creating smart, clean and liveable places
which make cycling and walking the obvious choice
within our town and city centres

£122.6

£143.7

£169.7

Theme 3: Transforming the public transport and
active travel offer from housing and employment
sites

£32.0

£51.4

£59.5

Theme 4: Making travel by bus an attractive and more
reliable offer for commuters through a smart
approach to extending the benefits of ‘Connecting
Leeds’

£29.0

£74.3

£85.7

Allowances (Risk, PM, Benefit Realisation, Inflation)

£45.7

£63.1

£74.3

Total (£m)

£292.2

£406.3

£480.5

Theme £m
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Table 26: DFT TCF Spend by Scenario, Scheme and Theme (£m)

Additional Funding Asks of the DfT
7.4.

In addition to the costs outlined in the three scenarios, the Combined Authority
proposes two additional funding asks of the Department for Transport through
this Strategic Outline Business Case. The context and alignment to our
priorities for each of these is set out earlier in the SOBC:
•

Mass Transit Development (£20m): Funding to enable development of the
Mass Transit proposals has been highlighted through the Devolution Asks.
This is to build on the opportunity for an early decision ahead of a decision
on Devolution.

•

Queensbury Tunnel (£23m): This has been highlighted in order to preserve
this historic asset for future generations and without consideration now,
measures to ensure public safety may progress to the point where the
opportunity is lost.

7.5.

Funding for these two items is not included within the low, core or high
scenarios.

7.6.

It proposed that any DfT decision on each of these additional ‘asks’ can be
taken in parallel, but independently, of any Government decision on the low,
core and high scenarios.

Match, Complementary and Private Sector Funding
7.7.

This TCF Programme brings together a series of funding sources, which
support the TCF Scenarios. These include complementary local transport
investment in other bus priority investment, investment in skills, and
investment from the private sector.

7.8.

Table 27 sets out the scale of match, complementary and private sector
funding associated with the TCF Programme.

Table 27: Summary of Match, Complementary and Private Sector Funding

7.9.

LA Complementary
Funding

LA Match
Funding

Private
Sector13

Total (£m)

£253.29

£96.83

£4.1

Individual items used to establish the totals in Table 27 are included in
Appendix P. This appendix also includes individual S151 officer funding letters
from each district authority which are within the scope of the submission. In
establishing these totals:
•

13

Theme

Match funding is assumed to be any local contribution from third parties, or
where Local Government has the ability to locally determine how the funding
is utilised. For example WYTF+ is devolved funded through the Growth Deal

In addition, the Programme includes delivery of White Rose Railway Station. A Memorandum of
Understanding almost completed between the Combined Authority, Network Rail, the Developer and
Leeds City Council, which sets out that the Developer will contribute a significant amount of the
capital funding. This will significantly increase the Private Sector funding contribution, but at this stage
we are unable to confirm the amount in this public SOBC document.

and as such is assumed to be match funding. In addition, developer and bus
operator contributions are included as match funding.
•

Complementary funding is assumed to be any funding source which is
committed but funded from central government. Having discussed the matter
with DfT during co-development meetings, funding on the A61 South for
example is funded from the LPTIP package is identified as ‘complementary
funding’, rather than ‘match funding’.

•

Private sector funding is committed funding from bus operators, with
additional commitments from Bus Operators included within the Heads of
Terms within Appendix D. A footnote on private sector contributions from
developers is also included to accompany Table 27.

•

It should be noted that a number of the complementary and match funding
sources are subject to other funding bids being approved. Where this is the
case, these are outlined within the individual letters in Appendix P.

Allowance for Risk
7.10. As set out in the Management Case, risk registers have been prepared
through a series of workshops with partners across the Leeds City Region.
The Programme and package level risk registers are included in Appendix M.
Each identified risk was assessed in terms of its impact on cost, time and
quality. The probability of the risk occurring was also estimated.
7.11. The funding programme includes a programme level allowance of 8% for risk
and contingency. In line with our Assurance Framework, as individual
schemes are developed through the Assurance Framework scheme risk
registers, and risk allowances will be developed.

Revenue and Maintenance Costs
7.12. We can confirm that our submission does not rely on on-going
revenue/maintenance costs from the Department for Transport.
7.13. Beyond TCF, the Combined Authority is keen to continue to work with the
Department for Transport in order to enable greater flexibility and longer term
funding on revenue and maintenance funding.

S151 Officer Sign Off
7.14. As the accountable body for this TCF submission and any forthcoming grant
award, Appendix P includes a signed S151 officer letter from the Combined
Authority S151 officer on behalf of the Programme. This is complemented by
signed S151 officer letters for each constituent authority within the
submission.
7.15. Whilst we are continuing to undertake development work, our ability to meet
the funding profile is subject to a decision from the DfT during March 2020.
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Funding Profile
7.16. Table 28 outlines the proposed funding profile for the Department for
Transport, based upon the current proposed programme. The West Yorkshire
Combined Authority is flexible in terms of how funding is received, however,
the Department for Transport could use the table below as a profile for
providing funding to the Combined Authority.
7.17. It is anticipated that as schemes developed through the Portfolio Management
and Appraisal Team (PMA) process the profile of spend will change. Subject
to confirmation from DfT that the full amount will be devolved to the Combined
Authority, the Combined Authority and partner councils will manage any
resulting cash flow matters.
7.18. The funding profile has been developed based on the individual spend profiles
of each scheme within each package. The phasing of spend across the
Programme is illustrated within Figure 78. The spend profile set out here is
consistent with the programme included within Appendix N.
Table 28: Department for Transport TCF Funding Profile by Scenario (£m)14
Spend by Year

2019/20

2020/21

2021/22

2022/23

Total

Low

£0.96

£15.34

£124.33

£151.54

£292.17

Core

£1.65

£23.58

£173.26

£207.79

£406.28

High

£1.83

£29.87

£209.04

£239.75

£480.49

Figure 78: Core Scenario Funding Profile £m by Month

14

It should be noted that these spend profiles do not include the additional items around Mass Transit and
Queensbury Tunnel referred to in the ‘Additional Funding Asks of the DfT’ earlier in this chapter.
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DfT Checklist Tables
7.19. The DfT TCF checklist required financial outputs be produced in accordance
with a specific table structure. These tables have been completed below, with
the definition of local authority contribution based on the ‘match’ definition
described earlier in this chapter.
7.20. It should be noted that these spend profiles do not include the additional items
around Mass Transit and Queensbury Tunnel referred to in the ‘Additional
Funding Asks of the DfT’ earlier in this chapter. Spend profiles for these items
can be supplied upon request.
Table 29: High Scenario DfT Checklist Table

HIGH SCENARIO (£ 000s)

2019/20

2020/21

2021/22

2022/23

Total

% subtotal

Requested DfT funding

£1,829

£29,872

£209,038

£239,752

£480,491

83%

LA contribution (match)

-

-

-

-

£96,830

17%

Third Party contribution

-

-

-

-

£4,111

1%

Sub Total

£581,432

LA Contribution
(complementary )

-

-

-

-

Total

£253,290
£834,722

Table 30: Core Scenario DfT Checklist Table
CORE SCENARIO (£ 000s)

2019/20

2020/21

2021/22

2022/23

Total

% sub
total

Requested DfT funding

£1,652

£23,575

£173,261

£207,792

£406,281

80%

LA contribution (match)

-

-

-

-

£96,830

19%

Third Party contribution

-

-

-

-

£4,111

1%

Sub Total
LA Contribution
(complementary )
Total

£507,222
-

-

-

-

£253,290
£760,512

Table 31: Low Scenario DfT Checklist Table
LOW SCENARIO (£ 000s)

2019/20

2020/21

2021/22

2022/23

Total

% total

Requested DfT funding

£958

£15,342

£124,329

£151,538

£292,167

74%

LA contribution (match)

-

-

-

-

£96,830

25%

Third Party contribution

-

-

-

-

£4,111

1%

Sub Total
LA Contribution
(complementary )
Total

£393,108
-

-

-

-

£253,290
£646,398
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8. Commercial Case
Introduction
8.1.

This commercial case sets out the output specification, procurement strategy
and delivery strategy for the proposed TCF Programme. As is typical for a
programme level SOBC, the commercial case will be developed further as the
Programme and individual schemes progress through the Combined
Authority’s Assurance Framework. This is set out in further detail in the
Management Case.

8.2.

A strong and robust approach to the commercial case will help to ensure that:
•

The Programme can be delivered within the available funding

•

The Programme outputs align with the ambition of TCF

•

Key stakeholders have buy-in and support to the Programme

•

Best value is delivered

•

The Programme is delivered within the available time constraints

Output Specification
8.3.

This SOBC is for a programme of capital investments which sit within 22
distinct packages. Each package contains a range of projects, which may lend
themselves to different approaches to procurement of project development
and delivery. The types of infrastructure which will be delivered through this
programme include:
•

High quality cycle infrastructure such as on and off highway cycle routes,
junction/crossing improvements and cycle storage facilities

•

Bus corridor quality improvements, such as bus lanes and junction
improvements including junction remodelling to facilitate bus and active
mode improvements

•

Electric bus infrastructure, smart signals and Variable Message Signage

•

Transport interchange and waiting infrastructure at bus and rail stations, park
and ride sites and new bus stations/hubs

•

New rail station at White Rose and access improvements to existing rail
stations

•

Infrastructure to improve pedestrian safety, journey times and legibility on
key routes

•

Bus information and facilities at bus stops on key corridors

Procurement Strategy
8.4.

Despite the Programme being in the early stages of development, we are
mindful of the need to explore and develop the procurement strategy in
parallel with the other aspects of the business case in order to enable timely
and efficient delivery of the programme.

8.5.

To this end we have started to develop an initial assessment of the range of
procurement and delivery options available to the Combined Authority and
partners to develop and deliver the programme at all stages of the
Programme lifecycle. This is set out for each of the packages in Appendix U.

8.6.

For the earlier stages of scheme and programme development, the
procurement strategy is being developed in detail. An initial procurement is
being progressed in parallel with finalising the SOBC submission. Details of
this are set out later in this chapter.

8.7.

This options assessment is being informed by:
•

The shape and context (geographical, thematic, scale and delivery
timeframe) of the emerging programme

•

Lessons learnt from our existing delivery portfolio including, West
Yorkshire plus Transport Fund (WYTF+), CityConnect (CCAG) and
Connecting Leeds (formerly referred to as Leeds Public Transport
Investment Programme)

8.8.

The Transforming Cities Fund Programme is made up of four themes, each
containing packages of work, many of which incorporate a number of
individual schemes.

8.9.

It is anticipated that delivering this diverse and complex programme of work
will require the employment of a range of procurement approaches within an
overall procurement strategy. The procurement strategy is being informed by:
•

Assessment of the resources and capabilities available within the
Combined Authority and within our partner councils, including the
resourcing requirements for projects that will be cross-authority

•

Assessment of the ability of the market to provide the required
resources and capabilities, including projects where specialist
resources or particular constraints are likely

•

Attractiveness of the proposition to the market including an analysis of
risk apportionment and, where appropriate supporting charging
mechanisms

•

Compliance with the procurement approach of the Combined Authority
and our partners.

•

The ability to maximise public value through economies of scale and
collaborative procurements – including taking into account existing
arrangements in place for complementary and dependent projects

•

Regulatory and other constraints including Network Rail and other third
party requirements

•

Land requirements of schemes – this will require early attention if
successful delivery is to be achieved

•

The availability of funds to enable early project development prior to
funding award

•

Assessment of overall risk allocation and transfer as set out in the
table below.
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Table 32: Programme Risk Allocation and Transfer

Allocation
Risk Type

Public

Private

Shared

Design
Resourcing (development)
Resourcing (construction)
Development time
Development cost
Construction time
Construction cost
Constraints and dependencies (land,
other projects, consents)
Operating risk
Technology and obsolescence
Legislative
Benefits realisation

8.10. Each scheme in the Programme is being categorised according to
deliverability status. There will be early focus on schemes we anticipate to be
more easily delivered – offering timely elements of construction for the
contractor to progress. This will offer the opportunity for early construction of
isolated schemes, particularly those which do not rely on detailed consultation
or are aligned to existing projects or programmes of work.
8.11. We also recognise that a significant amount of detailed design work on
schemes of this nature is informed by consultation. This can change the
balance of the risk if significant differences in the aspirations emerge,
especially from different stakeholders. The governance arrangements detailed
in the management case will manage these risks to minimise delay to the
programme.

Procurement, Delivery Options
8.12. At this stage the procurement strategy concentrates on the development of
the individual scheme Strategic Outline Cases (SOCs) which form Decision
Point 2 of the Combined Authority’s Assurance Framework. We are also
looking ahead to Outline Business Case (OBC) development and beyond
where appropriate.
8.13. The procurement strategy for delivery will evolve as the SOCs and OBCs
develop.
8.14. A key lesson learned from WYTF+ and Connecting Leeds is that there is
significant benefit to undertaking development work whilst the programme
SOBC is being developed and whilst the funding award is awaited to ensure
that spend and outputs and benefits can be achieved within the tight
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timescales set. To facilitate this approach the Combined Authority has
released £3m at risk to undertake early scheme development work and an
associated procurement is being progressed to provide pan-programme
support for this work.
8.15. Procurement is key to this and a number of pan-programme procurement
options have been considered as set out in Table 33 below. Through this we
will endeavour to avoid lengthy or complex procurement processes, avoiding
a number of different procurements taking place at partner council or project
level. This will ensure value for money and will expedite delivery.
8.16. Option 1 is being progressed to provide pan-programme strategic support
along with detailed scheme level support. The scope of this has been
informed by a comprehensive resource mapping exercise across each of the
packages. This support will take the form of a Leeds City Region
Transforming Cities Fund Strategic Development Partner. This procurement is
currently being progressed. Options 2 and 3 are being used as supplementary
arrangements.
8.17. The need for this additional support was identified due to the substantial
existing portfolio of projects at both Combined Authority and local authority
level across the Leeds City Region. The Combined Authority will manage the
work of the Strategic Development Partner on behalf of, and in consultation
with, our local authority partner councils.
8.18. The use of Option 1 will provide a consistency of approach and will allow for
prioritisation of resource across the Programme. This will mean that the peaks
and troughs of projects can be managed at a programme level. It will also
allow for the use of well-established procurement frameworks through the
Combined Authority.
8.19. Initial market engagement has taken place to understand the ability of the
market to respond to the request. Feedback provided from this was that more
work was needed on detailing the scope of schemes and the requirements of
the Development Partner. There was also a request for more information on
timescales and the flexibility of these.
8.20. This feedback has been incorporated into the brief and information provided
for the Strategic Development Partner along with the approach to
procurement of this resource and support. The procurement is now out to the
market, through the Combined Authority’s Specialist Professional Services
Framework Dynamic Purchasing System (DPS), and the contract is due to be
in place in mid-January 2020.
8.21. This procurement route offers the following benefits:
•

Broad selection of suppliers with proven track record in transport
consultancy

•

Wide range of suppliers from SMEs to large multinationals

•

More suppliers can be added to the DPS so consortium approaches
could be considered

•

The framework was procured using a New Engineering Contract
(NEC) 3 Professional Services Contract with options
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•

Elements of pricing are capped at the framework level including
overheads and profit percentages

•

Task Order templates are available

•

It supports our wider organisational objectives, particularly in relation
to social value

•

All our tenders are done on a MEAT basis and social value is
considered in all Combined Authority tenders and has a minimum
weighting of 10%. Tenderers have to set out how they will bring some
local and social benefits through the construction of schemes.

•

There is no cost recovery associated with the framework

8.22. The contract will be in the form of an NEC Professional Services contract
which will be managed by the Combined Authority’s TCF Programme
Management Team.
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Table 33: Programme Development Procurement Options

Option

Benefits

Risks

Option 1: The Combined
Authority undertakes an initial
procurement to appoint a
Strategic Development Partner
to work with the Combined
Authority and the local
authority partners to undertake
the project development to the
point of SOC (DP2 in the
Assurance Framework).

The Combined Authority has access to well established
procurement frameworks which could be utilised.

Capacity and capability of the market to respond
quickly and with sufficient quality to deliver a
contract of this size and complexity.

Combined Authority officers, partner officers and
consultants could be co-located under this method of
working to create a collaborative working environment,
dedicated to delivering the Programme.

Large procurement of this nature would likely be
longer than other options.

Interface with existing projects with established
This integrated arrangement could drive project quality and arrangements and resource may be harder to
best value and minimise any potential for lost time in the
manage than more localised approach.
Programme.
Consistency of approach and ability to prioritise and utilise
resource and specialisms across the Programme

Option 2: Local authority
partners could each appoint a
Strategic Partner for their
elements of the Programme to
undertake the project
development to the point of
OBC or beyond.

Partners could utilise existing procurement frameworks.

Option 3: Local authority
partners could each undertake
the project development to the
point of OBC or beyond inhouse.

Potentially more cost efficient than external market.

Capacity and capability of the market to respond
to multiple partner needs.

Consultants can be co-located within partner offices and
work closely with wide range of officers to gain local insight Market ‘cherry picking’ more attractive aspects of
and knowledge – efficiencies in this approach.
the Programme.
More local buy-in from partners and stakeholders.
Ability to manage interfaces and dependencies on other
projects easier.
More local buy-in from partners and stakeholders.

Cross boundary working and consistency of
quality and approach harder to achieve.
Lack of local capability and capacity to develop
complex large projects.
Resource diverted from other projects and
programmes impacting the overall portfolio
delivery.
Lack of consistency in design approach across
the Programme – lower quality.

Approach beyond initial Strategic Development Partner Procurement
8.23. The Combined Authority will continue to take a programme approach to the
management and oversight of procurement of the schemes as they come
forward through the next steps of the Assurance Process. All our partners are
being encouraged to think about procurement of the solution as part of their
package SOCs including setting out a range of options for the development
and delivery of the project. This is detailed in Appendix U, including details of
those schemes that have existing procurement arrangements in place.
8.24. It is likely that where schemes have a direct interface with existing projects (be
it either geographically or type of intervention) there will be opportunity for joint
procurement if the TCF scheme’s development can be fast tracked to align
with the existing project’s programme.
8.25. For large and more complex schemes a design and build approach may be
appropriate for Full Business Case (FBC) and delivery stages. This
procurement route is being utilised by a range of Connecting Leeds and
WYTF+ schemes.
8.26. This route can provide a range of savings:
•

Time savings as it allows the overlap of final design and delivery

•

Cost savings as there is usually a fixed price agreed at the outset

•

Additional savings can be made as the client is able to engage with the
contractor and their supply chain earlier in the design process

8.27. However, for smaller and more straight forward projects it may be appropriate
to utilise existing delivery arrangements that are available to the partners such
as Direct Labour Organisations or existing framework contractors.
8.28. In some instances, local authority partners have already indicated a preferred
procurement route for their schemes within the TCF Programme. Those
schemes that are building on existing types of project existing delivery
arrangements may be utilised. For example, subject to further work, delivery
arrangements for the existing Connecting Leeds corridors may be extended to
Wakefield and Kirklees.
8.29. For larger and complex schemes with clear interfaces and dependencies with
other non-TCF schemes, a combined procurement approach is being
developed. This is the case for the ‘Active and Sustainable Travel in Leeds
City Centre’ package which is progressing approval to appoint a single
contractor for works throughout Leeds City Centre – which are essential to
fulfilling the vision for the city and delivery of the TCF package. This single
procurement approach is seen as essential for coordination of schemes of this
size within close proximity to allow for appropriate phasing of the work and
sharing of critical resources. Initial briefings with the potential contract partner
have already commenced and timeframes around funding envelopes and
other constraints have been outlined.
8.30. There are lessons to be learnt across the programme from the Connecting
Leeds approach which is delivering to similarly constrained timelines, for
example facilitating early contractor engagement to ensure indicative costs
and programmes are reasonable and achievable.

8.31. All significant procurements will be required to consider social value alongside
quality and price as a critical success factor. The weighting for social value
within the initial tender will be 100, with the total quality tender score being
700 (and 300 for price).
8.32. In addition to the options described above the Combined Authority and our
partners already have a number of existing arrangements in place that could
be utilised to enable early development and delivery of some elements of the
programme that are being led by the Combined Authority. These are detailed
in Appendix U.
Operator Support
8.33. Alongside the delivery of capital investment on the bus network, a number of
commitments are also outlined from the bus operators towards the step
change in the public transport offer across the region. Heads of Terms based
on the West Yorkshire Bus Alliance commitments have been developed to
ensure the bus operators deliver their commitments to ensure the full benefits
are realised. Draft Heads of Terms are included in Appendix D and Appendix
O contains a letters of support from Arriva, First and Transdev. In addition,
Arriva has committed to delivering new buses along key corridors that are
being upgraded as part of this Programme.
8.34. Where schemes impact rail stations and therefore rail services, we are
working closely with the current train operators, Northern and Transpennine,
and with Network Rail on development of the schemes. Appropriate input from
the train operators and Network Rail have been included in the governance
arrangements to allow for appropriate procurement processes to be followed
to allow for alignment with partner policies.
8.35. Support of this approach from the above partners is demonstrated through
letters of support included within this bid. These are included in Appendix O.
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9. Management Case
Introduction
9.1.

This chapter provides details of how the Programme will be managed, the
governance and assurance processes that the programme will be subject to
along with the associated resourcing and team structures that are being put in
place to manage and deliver the programme.

9.2.

This chapter sets out the City Region’s capability to delivery and how we will
be applying lessons learned from the delivery of previous and current projects
and programmes.

9.3.

Finally, it sets out our approach to managing communications and
engagement on the Programme and our Monitoring and Evaluation plan.
These are both essential components for successful delivery of the capital
works and the longer term benefits realisation of the Programme.

Assurance Framework
Overview
9.4.

The Leeds City Region Assurance Framework covers expenditure on projects
and programmes funded by Government or local sources in the Leeds City
Region. This includes funding received by the Combined Authority as the
accountable body for LEP funding in respect of the Local Growth Fund and a
number of other funding streams. The Leeds City Region Assurance
Framework will be applied to the Transforming Cities Fund Programme and its
constituent projects, as set out below.

9.5.

The Leeds City Region Assurance Framework, which is available on the
Combined Authority’s website15, sets out arrangements adopted by the Leeds
City Region in relation to:

9.6.

15

•

Governance and key decision making arrangements (Section 2)

•

Transparency and accountability (Section 3)

•

Local engagement and partnership working (Section 4)

•

Approach to prioritisation (Section 5)

•

The assurance around project and programme delivery, including
ensuring value for money (Section 6)

•

Approach to monitoring and evaluation (Section 7)

The purpose of the Assurance Framework is to ensure that the necessary
systems and processes are in place to manage funding effectively, and to
ensure the successful delivery of outcomes and ambitions of the City Region.
Its focus is to ensure that necessary practices and standards are implemented
to provide the Combined Authority, Government and local partners with
sufficient assurance that decisions over funding (and the means by which

https://westyorkshire.moderngov.co.uk/ecSDDisplayClassic.aspx?NAME=Assurance%20Framework
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these decisions are implemented) are proper, transparent and deliver value
for money.
9.7.

9.8.

The Seven Principles of Public Life (the Nolan principles) underpin this
Assurance Framework to ensure that the LEP, the Combined Authority, their
members and officers are upholding the highest standards of conduct and
ensuring robust stewardship of the resources they have at their disposal. The
Assurance Framework is one element of the Government’s wider assurance
systems. The Accountability System Statements for both Local Government
and the Local Growth Fund (LGF) set out other key mechanisms in relation to
the City Region funding which include:
•

Regular reporting to the government against agreed output metrics

•

An evaluation framework

•

Annual performance conversations between the government and city
regions

The Assurance Framework is a key mechanism to ensure that robust systems
and processes are in place to support the developing confidence in delegating
funding from Government to the Leeds City Region. The Assurance
Framework is viewed as an essential part of good practice and of the
development of a mature partnership that can increasingly be trusted by the
public and by government to take its own investment decisions.
Application of the Assurance Framework

9.9.

Figure 79 is extracted from Chapter 2 of the Leeds City Region Assurance
Framework process. It illustrates the three stage system for project control to
deliver value for money in a transparent and accountable way. Each stage is
made up of a number of activities. Further details on how this is applied in
practise are outlined in the Assurance Framework document.

Figure 79: The Leeds City Region Assurance Framework process

9.10. A project moves through the process sequentially with the key Decision Points
at 2 and 5. The TCF Programme and its component packages (projects) is
currently in Stage 1. It is expected that the majority of TCF projects will
commence Stage 2 (Development) when the TCF funding allocation for Leeds
City Region is announced. Some projects will be progressed earlier than this
where they are more advanced. There is often scope for work to commence
on the next activity prior to formal approval of the previous stage and this can
minimise delay in project delivery. For example, undertaking pre scheme
surveys, planning for public consultation, and preparing tender documentation
can often be done in advance.
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9.11. A finalised project moves into delivery after Decision Point 5 – Full Business
Case plus Costs (FBC+) – which is once procurement is completed and a
preferred contractor chosen.
9.12. Furthermore, not all projects are required to undertake all activities. If a project
is less complex, or lower in value or risk then there is the opportunity to either
progress straight from Decision Point 2 to Decision Point 4 or Decision Point 5
and/or delegate subsequent approvals to the Combined Authority’s
Investment Committee or Managing Director to aid in streamlining the
approval process.
Project Approvals Process
9.13. There is a range of stages to the Combined Authority’s project approvals
process:
•

Following Strategic Assessment (Decision Point 1), a project business case
is completed by the promoter and submitted to the Combined Authority’s
Portfolio Management and Appraisal Team (PMA). The PMA is responsible
for ensuring that all programmes and projects adhere to the Assurance
Framework and that the necessary systems and processes are in place to
consistently manage funding effectively and ensure the successful delivery
of the outcomes set.

•

An appraisal of the business case is undertaken by a Case Officer

•

The appraisal is presented to the Combined Authority’s Programme
Appraisal Team (PAT). If the scheme is positively reviewed by PAT it will be
recommended for decision by the Investment Committee, Managing Director
or Combined Authority.

9.14. The Investment Committee meets every month, the Managing Director meets
with his Senior Leadership team to make delegated decisions every week,
and the PAT meets every other week. These all help to expedite the approval
process. The activities are reviewed to ensure that programmes and projects
are deliverable, provide value for money and meet the business objectives. An
activity is complete when a Decision Point is reached (these are shown as
circles in Figure 79 above).
Ensuring Independence in Appraisal
9.15. All business cases and change requests are appraised prior to decisions
being made. Appraisals are undertaken by a case officer from the specialised
appraisal team within the PMA office. This officer is not involved with the
project prior to appraisal so can provide an independent review of the
scheme.
9.16. Where a project is developed and delivered by the Combined Authority a
third-party appraiser is used to ensure objective appraisal. The PMA team
have procured external consultants for this purpose and also to provide
additional capacity and experience to ensure thorough appraisal. It is
expected that this approach will continue for TCF schemes and the PMA team
is reviewing the case officer resource requirements to ensure this is sufficient
and independence is maintained for TCF.
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Assurance Framework: Approval and Update
9.17. The Assurance Framework acts as essential good practice for the Combined
Authority, covering capital and significant revenue expenditure funded by
Government or local sources. This money is invested by the Combined
Authority in projects and programmes, including all Government funding
received by the Leeds City Region and the LEP (via the Combined Authority
as the LEP's accountable body).
9.18. The framework is updated annually to reflect current Government guidance.
The most recent update was approved by the Combined Authority in March
2019 and follows the January 2019 revision to the National Growth Assurance
Framework. Updates to the Leeds City Region Framework are undertaken
through engagement and collaboration with Government and include
feedback from the local Department for Business, Energy and Industrial
Strategy (BEIS) office prior to sign off. The most recent update included
ensuring compliance with the terms of Annex B and the specifics around
transport scheme monitoring and evaluation.
9.19. The Assurance Framework will be updated in early 2020. This review will
continue to reflect the requirements of TCF. The Combined Authority will
continue to work with DfT to ensure the Assurance Framework aligns with the
Government’s objectives. The degree of flexibility in the Leeds City Region
Growth Deal demonstrates that the City Region is one of those most trusted
by Government, and it is intended that this Assurance Framework keeps the
LEP and Combined Authority at the leading edge in the approach to
governance and appraisal.
Leeds City Region Accountability and Delegation
9.20. Through our existing £1billion Growth Deal, central Government has already
delegated scheme assurance to the Leeds City Region. Individual schemes
within the Growth Deal vary in size from £1million to £150million, all of which
are assured in compliance with the Leeds City Region Assurance Framework
work, which has been approved by central Government.
9.21. We recognise that for TCF, DfT has set a specific threshold whereby schemes
over £40m are required to be assured by central Government. Irrespective of
this, we will ensure that all projects within the Leeds City Region Transforming
Cities Fund bid are assured in compliance with the Leeds City Region
Assurance Framework, even those above the £40 million threshold. Where
TCF schemes are ‘called in’ by central government, we will work with the DfT
to comply with this additional level of assurance as necessary. However we
would request that full responsibility be given to the Combined Authority for all
schemes.
Assurance Progress to Date and Forward Plan
9.22. Considerable work has been completed to date to ensure that the
development of schemes is progressing whilst this Programme SOBC is
finalised. The individual scheme packages are undertaking Stage 1 of the
Assurance process prior to any funding announcement in early 2020.
9.23. To date, all packages have completed a Strategic Assessment (SA) to inform
this Programme level SOBC. These SAs have been appraised at Decision
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Point 1 by the Strategic Assessment Review Group (SARG) and then
approved by the Director of Delivery in consultation with the Director of Policy,
Strategy and Communications. The SA sets out high level timeframes for the
development and delivery of the scheme.
9.24. Package level Strategic Outline Cases (SOC) are currently being prepared.
Each scheme SOC will need to be appraised by a case officer, the PAT and
then approved by the Investment Committee (IC) and Combined Authority at
Decision Point 2. This is scheduled for the period between submitting the
Programme SOBC on 28 November and receiving a funding decision in early
2020, in order to minimise delays. After Decision Point 2 each package will
have its own assurance pathway set, which usually will only be IC approval at
Decision Point 3 and then Managing Director (MD) approval for the remaining
Decision Points. In the case that tolerances are exceeded the scheme will
require IC approval. As long as costs, delay and benefit tolerances are not
exceeded by 35%, schemes will not require Combined Authority approval as
IC have delegation.
9.25. Individual schemes, if approved at Decision Point 2 at programme and
individual scheme level, will continue to develop individual business cases
and progress through the Assurance Framework as determined by the
Combined Authority at Decision Point 2. This will determine if the project has
to undertake all activities or can skip some due to its relative complexity, value
and/or risk.
9.26. Projects will be appraised individually at Decision Point 6, and once all
projects have passed through Decision Point 6 the Programme as a whole will
be appraised. The same process applies for Decision Point 7.
Managing Change
9.27. With regards to changes to scheme costs, programme, risks, outputs and
benefits, the Combined Authority has a change request process. This process
is set out in the Combined Authority’s Assurance Framework.
9.28. It should be noted that all schemes identified at this stage are at Strategic
Outline Case stage and will be subject to detailed development through the
Assurance Process. As schemes develop, there may be the need to change
or make alterations to the programme to reflect challenges which arise
through development. Where alternative schemes are brought forward, these
will also go through the Assurance Framework to ensure a rigorous sifting
process.
9.29. A pipeline list of schemes has also been developed that have already been
sifted for alignment to TCF objectives and local priorities. That is, any scheme
that drops out of the Programme will be required to do a project closure report
and any new scheme will be required to go through the Assurance Framework
commencing at Decision Point 1. Therefore new schemes will need to
demonstrate that they meet the objectives of TCF and the Combined
Authority’s core aims of enabling inclusive growth, supporting clean growth,
boosting productivity and delivering 21st century transport.
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Governance for Delivery
9.30. The West Yorkshire Combined Authority will have overall responsibility for any
funding released by the DfT to the Leeds City Region regarding the
Transforming Cities Fund. The Combined Authority will be the accountable
body for all TCF DfT funding.
Programme Partnership and Oversight
9.31. For those schemes located within the jurisdiction of North Yorkshire County
Council (NYCC), funding agreements are being progressed. The funding
agreement will exist between the Combined Authority and North Yorkshire
County Council (not the individual partner councils). However the Combined
Authority will have a delivery relationship with both NYCC and the district
councils.
9.32. West Yorkshire Combined Authority, our partner councils (Bradford,
Calderdale, Kirklees, Leeds, Wakefield and York) and wider Leeds City
Region Partners (North Yorkshire County Council, Harrogate, Selby and
Craven) adopt and apply the PRINCE2 and Managing Successful
Programmes (MSP) methodologies in managing and delivering its
programmes and projects. It is proposed to use these for developing and
delivering the Transforming Cities Fund programme and its constituent
projects.
9.33. As part of the continued development of the programme SOBC, Combined
Authority officers have actively worked with council partners and other
organisations, including transport operators, universities and businesses to
create the SOBC submission. Political oversight of the development of the
SOBC submission has been by Leeds City Region Leaders and the Chair of
Transport Committee, who have met regularly to discuss and shape the bid.
Interim and Future Programme Governance
9.34. The process of putting in place the necessary governance for the portfolio has
already commenced. A shadow Programme Board has been established to
oversee the final SOBC along with the establishment of the programme
structures and governance arrangements in advance of a funding
announcement. The Programme Board includes a senior representative from
all partners to the bid, has an agreed Terms of Reference (attached as
Appendix T).
9.35. One of the key workstreams of the Board is to provide strategic guidance to
the procurement of the Development Partner as well as management of the
funding that has been released by the Combined Authority to pump prime the
early development of the schemes. Liz Hunter, Head of Transport Policy at
the Combined Authority is the Senior Responsible Officer (SRO). This role will
migrate across to the Head of Transport Implementation within the Delivery
Directorate following the SOBC submission and prior to the funding
announcement expected in March 2020.
9.36. A number of options around the governance structure for delivery of the
programme have been tested with the shadow Programme Board. The
preferred approach, focussing on thematic delivery boards is detailed below.
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Figure 80: Proposed Governance Structure for TCF Programme Delivery

9.37. The current shadow Programme Board will form the Transforming Cities Fund
Portfolio Board.
9.38. The Combined Authority will also assemble a set of thematic programme
boards, with clear and accountable Senior Responsible Officers, programme
teams and project manager(s) in order to develop and deliver the programme
they are responsible for delivering.
9.39. The individual schemes (or projects) within the packages will be grouped into
thematic programme boards that will focus on the delivery of similar types of
scheme and intervention with common objectives and outcomes. This will
allow for:
•

A coherent and consistent approach to cross boundary projects

•

A clear focus on shared objectives and benefits associated with similar types
of project

•

Sharing of best practice and experience across similar projects on key areas
such as design, delivery and risk

•

Involvement of industry experts and key stakeholders/partners – for example
the bus and rail industry

9.40. All programme boards will include representation from the Combined
Authority, partner council officers for each scheme, as well as, where relevant,
representation from the bus and rail operators. Membership and terms of
reference will be determined after submission of the SOBC. Each programme
board will report to the Portfolio Board.
9.41. Each scheme will also assemble a dedicated project board (it may be
appropriate for related and cross-authority projects to share a project board),
with a clear and accountable project executive, senior user, senior supplier,
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project manager and work stream leads in order to develop and deliver the
schemes. Membership and terms of reference will be determined on approval
of the scheme SOC. Each project board will report into the relevant thematic
programme board.
9.42. Schemes will be managed using PRINCE2 methodology. Project boards will
include senior members of staff responsible for the delivery of the project, with
the authority to make key decisions. A project manager will be appointed to
work under the direction of the project executive and manage the programme
on a day-to-day basis.
9.43. Building on some of the successes of the Connecting Leeds and CityConnect
Programmes, which have taken proactive approaches to stakeholder
consultation and engagement, consideration will be given to the use of
advisory groups, review boards and peer review to help shape the design of
schemes and provide a quality assurance role.
9.44. Lessons from established programmes currently in delivery such as
Connecting Leeds, CityConnect and the WYTF+ Corridor Improvement
Programme suggest that this thematic approach provides benefits for
programme and financial management as opposed to other approaches such
as geographically focussed programme delivery boards.
9.45. The Combined Authority will also take a programme approach to managing
communications and engagement across the Programme as is detailed later
in this chapter. A dedicated team will provide strategic overview and guidance
to communication, engagement and stakeholder management along with
facilitating and embedding the behaviour change that the Programme is
aiming to deliver.
Political Governance and Oversight
9.46. At its meeting on 13 December 2018 the Combined Authority delegated
authority to oversee and submit TCF Tranche 2 and Future Mobility Zone bids
to the Transport Committee. Transport Committee member working groups
have been utilised to develop the detailed scope and specification of the bids.
9.47. Membership of the West Yorkshire Combined Authority, West Yorkshire and
York Investment Committee, Transport Committee and Overview and Scrutiny
Committee can be accessed via the link below.16
9.48. As the Transport Committee developed the detailed scope and specification of
the TCF Programme, they will continue to oversee the TCF and provide
advice and guidance, but will not have further approval delegations. The
Overview and Scrutiny Committee will provide independent scrutiny of TCF,
as it does with all of the funding programmes that the Combined Authority is
responsible for.
9.49. In accordance with the devolution of the DfT funding to the Combined
Authority, scheme level investment decisions will be made by the Combined
Authority, unless specifically delegated to the Investment Committee or
Managing Director. Parallel approvals will also be required from partner
council executive boards including approvals of any matched funding.
16

https://westyorkshire.moderngov.co.uk/mgListCommittees.aspx?bcr=1
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9.50. Each partner council in its capacity as highway, transport or planning authority
will, through its executive board, consider the strategic investment decisions,
providing appropriate endorsement to strategic decision making and
proposals and to ensure appropriate elected member input to the
development and delivery of their programme.
9.51. This twin-tracking of approvals at a local and Combined Authority level is built
into the scheme level programmes and timelines. All partners are familiar with
this approach for Combined Authority managed funding. The successful
delivery of a range of infrastructure (of varying scales and complexities) to
date as shown below demonstrate that the two processes can be aligned to
enable delivery within challenging timescales.
Resourcing and Capacity to Deliver
9.52. Resource will be brought together from across the Combined Authority,
partner councils and, where required, additional technical specialists. The
Combined Authority and its partners acknowledge that delivery of this
additional significant programme will stretch existing resources so additional
and alternative arrangements for resourcing the programme are being
progressed. A comprehensive resource plan is being finalised which is aligned
to the governance arrangements planned for the Programme as detailed
above.
9.53. A dedicated programme and project management team at the Combined
Authority is currently being recruited in order to provide the support required to
drive the programme forward. Additional resource, as required, is also being
sought in support functions such as PMA, communications and stakeholder
management and legal.
9.54. As set out earlier in this chapter, the Combined Authority has initiated a
procurement exercise to appoint a strategic development partner for the early
stages of the Programme. The scope of this requirement has been informed
by a comprehensive resource mapping exercise across all the partners of the
Programme. This exercise has helped to identify resource requirements on a
scheme by scheme basis – both in terms of where resource gaps exist now
and where this may appear in the detailed development work stages. The
strategic development partner will provide overarching support to the
Programme and schemes including specialist technical input as required. This
approach will help to mitigate risks to both the TCF Programme and the
existing portfolio of schemes across the region.

Capability to Deliver
9.55. West Yorkshire Combined Authority, our partner councils and bus operators
have extensive experience of delivering programmes and projects together,
as part of the £1bn+ WYTF+ and the £173.5m Connecting Leeds Programme.
Lessons have been learnt and the management, governance and
procurement arrangements have been developed for the delivery of this TCF
Programme. With delivery of WYTF+ and Connecting Leeds comes a depth of
knowledge in project delivery and management which will be retained,
developed and applied in the successful delivery of this programme.
9.56. Examples of recent delivery are set out in Table 34 below.
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Table 34: Combined Authority delivery examples

Scheme

Funding
Source

Delivery
Partners

Outputs and Outcomes

New and
Refurbished
Bus Stations –
Leeds,
Bradford,
Wakefield,
Brighouse,
Cleckheaton,
Pudsey,
Castleford and
others

LTP

Combined
Delivering safer operations, more comfortable, secure
Authority and
and attractive passenger waiting facilities, with CCTV
Local Authorities and Wi-Fi.

CityConnect

CCAG,
LTP

Similar schemes within TCF
10 –Halifax
15 – Huddersfield
28 - Dewsbury

Combined
Authority, Local
Authorities and
Canal and River
Trust

Delivery of over 67km of high quality segregated cycling
and walking routes across the region including 23km
cycle superhighway between Leeds and Bradford, York
Scarborough Bridge (new foot and cycle bridge) and
32km of towpath upgrades. Delivery of the programme is
resulting in increased trips such as a 70% increase in
cycling on Leeds-Liverpool canal and 1000 extra daily
journeys on Scarborough Bridge.

2 – A61
10 – Halifax
15 – Huddersfield
16 – Harrogate
17 – North Kirklees to Leeds
18 – Selby
19 – Skipton
25 – Wakefield City Centre
27 – Bradford City Connect
28 - Dewsbury

Elland Road,
WY+TF
Aire Valley and and LPTIP
Temple Green

Combined
Authority, Leeds
City Council

Delivery of 3 new bus park and ride sites across the City.
Early success has led to the sites being extended with
additional parking and extra facilities. More than 80% of
users previously travelled into the city by car. Aire Valley
Park and Ride – delivery of a new £9.5m 1,000 park and

4 - South Bradford P&R
15 - Huddersfield

Scheme

Funding
Source

Delivery
Partners

Bus Park and
Ride
Bus Priority
Measures

Outputs and Outcomes

Similar schemes within TCF

ride facility aimed at reducing congestion and pollution in
Leeds City Centre.
LTP,
WYTF+,
LPTIP

Combined
Authority, Local
Authorities and
Bus Operators

The Combined Authority and the five West Yorkshire
local authorities have, in partnership with bus operators,
implemented a programme of traffic light priorities for
buses, giving buses priority when approaching 200 key
junctions.

2 – A61
3 - A639
5 – East Leeds BRT
12 – Dewsbury and Bradford
A638
17 – North Kirklees to Leeds
21 – Electric Buses

Real Time and
Mobile
Information

LTP,
LPTIP

Combined
Authority

Delivery of real time information to 14,000 stops with 900
stop displays, and available online and through mobile
devices.

9 – Bus Passenger Facilities

Kirkgate

WYTF+

Wakefield City
Council

Improved connectivity within the Kirkgate area and to the
rail station, attract new development to support economic
growth and improve health and safety within the area.

22 – Bradford City Centre

Chantry Road roundabout improved to include traffic
signals to help pedestrians and cyclists to cross safely.
Castleford
Station
Gateway

WYTF+

Combined
Authority,
Wakefield City
Council

Improved access to the station and passenger facilities
including works to the area surrounding the station
making it more attractive and appealing, in particular the
subway to the South West of the station.
Through growth in passenger numbers the enhanced
station facility is helping to create wider growth in the
local economy.
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25 – Wakefield City Centre

24 – Leeds City Centre
25 – Wakefield City Centre
26 – York City Centre
10 - Halifax
11 – Brighouse and Elland
Station Access

Scheme

Funding
Source

Delivery
Partners

Outputs and Outcomes

Similar schemes within TCF

New Rail
Stations at:
Kirkstall Forge,
Apperley
Bridge and
Low Moor

Rail
Growth
Package

Combined
Authority, Local
Authorities,
Network Rail
and Northern
Rail

Apperley Bridge new railway station opened in December
2015

8 – White Rose Station

Leeds New
Station Street

WYTF+
and LPTIP

Combined
Authority and
Leeds City
Council

Early works to enable the development and delivery of
Leeds Rail station improvements including: enlarging the
pedestrian forecourt area outside the main station
entrance and widening the pavement from there to the
Queen’s Hotel; moving the bus shelters to line up with
the new kerb line and space them out so there’s more
room to wait for a bus; creating a new additional
pedestrian crossing to make it easier to get across New
Station Street.

Kirkstall Forge new railway station opened in June 2016
Low Moor new railway station opened in 2017

This scheme is part of the initial stage of the wider
masterplan for the station together with the new station
roof and platform zero works.
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23 – Bradford Interchange
Station Access

Lessons learnt
9.57. In developing this SOBC, we have taken account of the Lessons Learnt from
previous funding programmes including for example West Yorkshire plus
Transport Fund, Connecting Leeds and City Connect.
9.58. Table 35 summarises key Lessons Learnt from previous funding programmes
and how we have applied this experience to the development of this SOBC.

Table 35: Lessons learnt from previous funding programmes

Lesson Learnt

Context

Implication for TCF SOBC

1

Having a clear and robust Assurance
Framework so that there is a
consistent approach to scheme
development and assurance.

Through the early stages of the Growth
Deal, there were inconsistencies in our
approach to Assurance which impacted on
delivery

Within the Management Case for this SOBC we set
out that we intend to assure all schemes through
our central Government approved Assurance
Framework which developed on the back of the
Growth Deal

2

Commencing development work as
soon as possible and where possible
‘ahead’/in advance of grant award.

Whilst some development work took place
ahead of grant award for Connecting Leeds,
mobilisation of the programme took longer
than expected

The Combined Authority is undertaking significant
development work ‘at risk’ ahead of grant award in
order to meet the delivery timescales set out by
DfT.

3

4

Identifying clear and strong
governance arrangements which all
stakeholders buy into within the SOBC.

Continuously working in partnership
with stakeholders.

The governance arrangements for
Connecting Leeds developed significantly in
the ‘mobilisation phase’ following grant
awards.
CityConnect, WYTF+, Connecting Leeds
have demonstrated that where stakeholders
have not been involved, schemes have
been delayed.
The City Connect Advisory Group has
enabled direct input from stakeholders.

5

Ensuring a clear approach to
monitoring and evaluation of schemes
is applied throughout the development
of the Programme to ensure the
benefits are understood as schemes
come forwards.

Through the CityConnect programme a
clear approach to monitoring and evaluation
led to detailed outcome reporting which is
benefits future scheme development.

The governance arrangements set out in this
SOBC build in the lessons learnt through the
Connecting Leeds Programme
We have identified a Senior Responsible Officer
and an overarching Programme Executive which
we will seek to recruit ahead of grant award.

Our SOBC sets out in the Management Case that
key stakeholders must form part of the Programme
Board within the governance model.

The conclusions from the CityConnect reporting
are directly informing the scope and economics for
this submission. Our approach to benefit realisation
is included within the Management Case and a
£1m allocation has been included within the cost
plan for undertaking the benefit realisation of the
Programme.

6

Lesson Learnt

Context

Implication for TCF SOBC

Ensuring sufficient contingency within
the scheme cost plan.

It is essential that programmes include
allowance at a programme level for inflation
and contingency for example this was
included in CityConnect.

The TCF SOBC cost plan includes specific
provision for programme level inflation,
contingency, benefit realisation and programme
management.
Our SOBC sets out in the Management Case that
senior communications team members are integral
to the Programme Board within the governance
model.

Communications, engagement and
consultation shape difficult decisions
for example around road space
reallocation.

CityConnect and Connecting Leeds have
developed external facing materials as a
result of senior representation from the
communications team being central to the
Programme Board.

The need for early identification of
strategic procurement solutions to
meet the needs of the Programme.

For example, Connecting Leeds identified
very early in the SOBC the need for a
strategic development and delivery partners
which has enabled delivery to the required
timescales.

Our Commercial case identified a series of
procurement solutions which we are developing
ahead of the November submission.

9

Transport schemes can and often do
have opposition – often from those
directly impacted by the construction of
the scheme.

Connecting Leeds has taken a new
approach to consultation – this has resulted
in much higher levels of engagement than
would normally be the case – this approach
has also meant that groups who benefit from
the scheme but might not live in the area
impacted have had a greater say.

Our approach to consultation and engagement
builds on Connecting Leeds and will use a similar
approach.

10

Ensuring efficient and effective
resource is secured early on in the
process.

Major programmes have not been preempted which has led to a lack of resource
and a delay in works being delivered.

The delivery team has been involved in the drafting
of the SOBC in order to advise on the scope of the
Programme. Internal resources have been geared
up in order to be ready to begin delivery.

7

8
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Our SOBC sets out the need for continual
engagement with the public around the
development of the Programme.

Programme Plan
9.59. A key lesson learned from WYTF+ and Connecting Leeds is that schemes
need to undertake development work whilst the programme SOBC is being
developed and whilst the funding award is awaited. Therefore, the major
advantage of the assurance process outlined, and the £3m funding that has
been released, is that schemes can progress prior to a funding award in
March 2020 which will give more assurance of deliverability by March 2023.
This demonstrates the Combined Authority’s commitment to supporting the
TCF bid.
9.60. Appendix N sets out the overarching programme plan and a programme for
each package of schemes. The overall programme level milestones are set
out in Table 36.
9.61. As outlined above, as schemes develop, there may be the need to change or
alter the Programme to reflect challenges which arise through development
and therefore some flexibility will be required within the programme to allow
this. Where alternative schemes are brought forward, these will need to
demonstrate that spend and outputs and benefits can be achieved within the
Programme timescales.

Table 36: Programme Milestones

Strategic
Assessment

Strategic
Outline Case

Outline
Business
Case

Full Business
Delivery
Case

Completed

Completed

Oct 2020

Nov 2021

Mar 2023

Completed

Completed

Feb 2021

Jan 2022

Nov 2022

Oct 2019

Jun 2020

Feb 2021

Oct 2021

Mar 2023

Oct 2019

May 2020

Nov 2020

Jul 2021

Mar 2023

Oct 2019

Feb 2020

Mar 2021

Oct 2021

Mar 2023

Transforming access to Bradford Interchange from
Dec 2019
employment areas

Apr 2020

Sep 2020

Feb 2021

Oct 2022

Dec 2019

May 2020

Oct 2020

Apr 2021

Jan 2023

Oct 2019

Dec 2019

Nov 2020

Apr 2021

Mar 2023

Nov 2019

Jun 2020

Dec 2020

Dec 2021

Mar 2023

Dec 2019

Mar 2020

Aug 2020

May 2021

Jan 2023

Oct 2019

Mar 2020

Jul 2020

Apr 2021

Mar 2023

Preparing for TRU at Huddersfield and opening up
employment sites

Oct 2019

Jun 2020

Dec 2020

Aug 2021

Mar 2023

City Connect Extension to West Bradford

Nov 2019

May 2020

Sep 2020

Mar 2021

Dec 2021

Theme 1:
Halifax, Walking Cycling and Bus Transformation
Transforming Package
access from
Transforming access to Brighouse and Elland Rail
communities of
Stations
persistent
poverty to
Transforming bus and active travel opportunities
employment
between Dewsbury and Bradford (A638)
opportunities
Connecting employment and skills centres in
and skills
Dewsbury
centres
Carbon Mitigation Measures

Active and Sustainable Travel across Bradford City
Theme 2:
Creating smart, Centre
clean and
Active and Sustainable travel within Leeds City
liveable places
Centre
which make
cycling and
Active and Sustainable Travel in Wakefield City
walking the
Centre
obvious choice
Active and Sustainable Travel across Skipton Town
within our town
Centre
and city
centres
Active and Sustainable Interchange for Harrogate

Theme 3:
Transforming
the public
transport and
active travel
offer from new
housing and
employment
sites

Strategic
Assessment

Strategic
Outline Case

Outline
Business
Case

Full Business
Delivery
Case

Oct 2019

May 2020

Aug 2020

Feb 2021

Mar 2023

Supporting housing delivery through transforming
Oct 2019
the active and sustainable travel to Selby Gateway

Mar 2020

Aug 2020

Apr 2021

Mar 2023

Supporting employment growth and sustainable
travel through construction of a new White Rose
railway station

Completed

Completed

Oct 2019

Mar 2021

Mar 2023

Spreading the positive impact of ‘Connecting
Leeds’ from South Leeds and through Wakefield
(A61 South)

Oct 2019

Feb 2020

Apr 2021

Oct 2021

Mar 2023

Jun 2020

Apr 2021

Oct 2021

Mar 2023

Apr 2020

Oct 2020

Jan 2021

Mar 2023

May 2020

Oct 2020

Mar 2021

Sep 2022

Apr 2020

Jan 2021

Feb 2022

Mar 2023

Completed

Oct 2020

Nov 2021

Mar 2023

York Station and City Centre Access Package

Theme 4:
Making travel Spreading the positive impact of ‘Connecting
Leeds’ towards Castleford and the Five Towns
Nov 2019
by bus an
(A639)
attractive and
more reliable Providing 21st Century, smart bus passenger
Oct 2019
offer for
facilities along all of our prioritised TCF corridors
commuters
Creating a new P&R facility serving key
through a
Oct 2019
smart approach employment sites in Bradford
to extending
Transforming the bus offer through new bus
the benefits of priorities from the North Kirklees Growth Zone
Nov 2019
‘Connecting
towards Leeds
Leeds’
Creating a Bus Rapid Transit Solution from the East
Leeds Housing and Employment Growth Zones to Completed
the City Centre and beyond
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Risk and Issues Management
9.62. The Combined Authority has a Corporate Risk Management Strategy which is
included in Appendix L. The Leeds City Region Assurance Framework sets
out further guidance and is included in Appendix K. This is complemented by
more detailed guidance on project issues and risk is detailed within Appendix
R - Portfolio Information Management System - Training and Information
Guide.
9.63. The following risk registers will be developed in accordance with the Risk
Management Strategy:
•

Transforming Cities Fund Programme risk register – attached as Appendix M

•

Package level risk registers – attached as Appendix M

9.64. Package risks will be escalated to the relevant programme risk register when
required and subsequently to the portfolio risk register as required.
9.65. Table 37 sets out a summary of the key Programme risks.
Table 37: Summary of Key Programme Risks

Key Programme Risk
Development and construction
resource availability to ensure
deliverability of programme by
2023

Mitigation
Undertaking resource mapping and procurement of
programme development partner for scheme
development to support LA Partners. Identification
of opportunities to undertake joint procurements with
complementary and interfacing projects. Early
market engagement planned for future stages
(including construction).
Assurance processes at scheme and package level
being established, progression through early steps
of Assurance in parallel with Programme SOBC to
DfT and at risk funding Approved by CA to
undertake work prior to DfT funding approval.

Bids in the procurement process
will have to meet a minimum
quality threshold. Due to current
high demand of project delivery
consultants, the risk is that the
CA receive few or no acceptable
bids that meet the minimum
quality threshold set, leading to
an uncompetitive tender process
or inexperienced bidders.

WYCA carried out early engagement with
consultants and started the tender process as early
as possible to provide them with the information
they will need to submit a bid that meets the
minimum quality threshold.

The levels of private sector
match funding fall short of
anticipated contributions

Continue to work closely with partners to ensure
relationships are maintained.

Schemes do not deliver the
expected benefits

Undertake regular reviews of the schemes as they
develop to ensure alignment with the programme

The CA will continue to respond to queries to ensure
that bidders have all the information they require to
submit a quality bid.

benefits. Ensure expected benefits are defined at
initial stages of project development.
Bus operators - financial
restructuring/ownership
changes of key City Region
operators

Close working with existing operators to keep up to
date with developments and prospective buyers

Project cost overruns impacting
on programme

We have a 10% risk and contingency fund and we
have included an inflation allowance into our cost
predictions, which has been increased to show
realistic inflation figures.
There has also been cost control through the
contracts produced through procurement.
PMA assurance process will attempt to monitor and
avert this risk going forward.

9.66. Risks will be developed and reviewed by the following boards on a regular
basis and escalated as necessary:
•

Transforming Cities Fund Portfolio Board (Transforming Cities Fund Portfolio
risk register)

•

Programme Boards

•

Project Boards (that project’s risk register).

9.67. All projects must also include a quantified risk allowance (QRA) at Decision
Points 3 (Outline Business Case), 4 (Full Business Case) and 5 (Full Business
Case with costs) of the Assurance Process. This is set out in the Issues, Risks
and Change Section of Appendix R. If a project is of low value or complexity a
full QRA may not be required, but at a minimum a costed risk register must be
included and agreed with the Combined Authority. It is the responsibility of the
scheme promoter to manage the QRA and to advise the Combined Authority
through its monitoring and reporting requirements on the status of the QRA
amount.
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Monitoring and Evaluation
Monitoring and Reporting
9.68. The Portfolio Management and Appraisal Team (PMA) is responsible for
ensuring that all our programmes and projects adhere to the Assurance
Framework and that the necessary systems and processes are in place to
consistently manage funding effectively and ensure the successful delivery of
the outcomes set out in the Leeds City Region Strategic Economic Plan.
9.69. The PMA ensures:
•

Greater control of programmes/projects, ensuring benefits are realised within
set cost and time parameters

•

A process that will actively challenge programmes/projects as they progress
through development and implementation

•

That the correct schemes are undertaken and that optimum value for the
investment is achieved

•

Clear reporting, enabling informed decision making at all stages of a
programme/project’s lifecycle

•

All programmes/projects have appropriate, fit for purpose project control
measures in place

•

Better programmes/projects management and accountability through active
support and guidance

9.70. To ensure that the PMA has up to date, accurate and consistent information
that is saved in one secure place, the Combined Authority implemented the
Portfolio Information Management System (PIMS) in April 2018. This has
made monitoring and reporting more consistent and comprehensive. It will
help ensure that projects are delivered successfully by giving delivery
colleagues, the Leadership Team, partners and elected members accurate
information to make informed decisions. It will bring consistency and rigour to
our programme and project management processes and, ultimately, ensure
that the project delivers and benefits the people that live and work in our
region.
9.71. PIMS will be used for TCF, with project managers using it to provide spend
and programme forecasts and to make quarterly claims. The system will
ensure that we have accurate, up to date and transparent information about
how all the projects and programmes are progressing. Further detail on PIMS
can be found in Appendix R.
9.72. The Combined Authority has also developed a template funding agreement
for any project that is undertaken by one of our partners. This sets out the
terms and conditions on which a grant is made to partners to ensure they
implement appropriate monitoring arrangements and follow the Assurance
Framework and the requirements of PIMS. This helps to ensure that the grant
is used for the purpose for which it is awarded and that the project delivers
and benefits as per the business case.
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Monitoring and Evaluation and Benefits Realisation Plan
9.73. The Combined Authority sees that it is vital that the investments made as part
of TCF are measured for their impact. This is because it will inform future
funding decisions and will add to the evidence of which combination of
measures are the most effective in specific circumstances and help them
design better interventions in the future.
9.74. As part of the Assurance Framework, the Combined Authority has published
guidance for development of Benefits Realisation. This provides details on the
monitoring and evaluating the delivery of the interventions and reporting these
conclusions.
9.75. The focus of our approach in this SOBC is to ensure that the package level
approach to evaluation sets out a clear approach to:
•

High level success measures and metrics with clear base lines for the
intervention geography and the wider Leeds City Region economy.

•

That we understand impact and outcome of Leeds City Region TCF
interventions in context.

•

A focus on additionality – whilst it will not be possible to accurately establish
the counterfactual impact given the nature of the Leeds City Region TCF
geography and range of interventions proposed, it is important to develop
monitoring and impact base line data in a proportionate manner. This will
allow a clear understanding of the impact of these interventions on
communities that will be affected (and benefit) from the range of TCF
interventions proposed.

•

Learning and capturing “what works” – an active program of project learning
activity and work with a focus on communication and dissemination of
learning from project delivery based on an agreed communications plan with
DfT.

9.76. One of the key work packages within the remit of the strategic development
partner that is being procured is the development of a Monitoring and
Evaluation Framework. This framework will be compliant with DfT
requirements and be fit for purpose to monitor and evaluate the impacts of
TCF at a programme and scheme level. It is expected that evaluation
processes will be developed alongside the business cases. We understand
that the DfT will consult successful authorities in due course about the design
of an evaluation framework to ensure it meets both Government and local
needs.
9.77. For TCF, the Combined Authority will work with the DfT’s overall evaluation
approach (as detailed in the TCF guidance), which will build an appropriate
baseline and monitoring data relating to the specific transport challenges in
the local areas, for example current measures of congestion problems, levels
of air quality, volume and proportion of journeys by different modes and road
accident data. Some of this data will form part of the evidence base already
available to local authorities and used to drive the development and delivery
of their Local Transport Plans.
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Developing a Research Plan to Underpin Measurement of Impact
9.78. Our approach to measuring success relative to a clearly articulated baseline
will be to use a range of research techniques which underpin a clearly
developed research plan – combining primary data capture alongside a range
of existing resources and tools which the Combined Authority uses to monitor
modal and public transport patronage trends (such as the West Yorkshire
Perceptions of Public Transport Survey).
9.79. The features of our proposed research plan include:
•

Primary research at community level – using semi-structured survey
approaches key communities will be engaged directly to understand the
perception at community level of the extent to which TCF interventions have
influenced their mode choices, their journey planning and their access to the
jobs market. We will sample these locations using Index of Multiple
Deprivation (IMD), and change in IMD, relative to TCF locations – controlling
for locations with specific and multiple intervention types.

•

The establishment of a Leeds City Region TCF longitudinal citizen’s panel –
this element of the research program would cover a number of the same
themes as the local level semi-structured work and allow us to counterpoise
an Leeds City Region wide perspective on progress using a more structured
approach.

•

Boosting the capacity, capability and coverage of existing impact and
monitoring tools available to the Leeds City Region LEP and West Yorkshire
Combined Authority – a range of existing primary research tools are already
used, which will be boosted to support measurement of impact on key target
groups (such as the annual Leeds City Region Business Survey and annual
West Yorkshire Perceptions of Public Transport Survey).

9.80. We are very mindful of the counterfactual position in respect of the wider
package and the nature of the ambition for the behaviour change we are
trying to drive and therefore we believe that our baseline evidence position
needs to be enhanced by significant additional primary research. By
developing sampling frameworks we can control for both counterfactual and
package intervention impacts by adopting the following:
•

Dual weighting frames with variable sample sizes – we will apply this
approach to a boosted “Public Perceptions of Public Transport” survey and
to the Leeds City Region Business Survey targeting the main strategic
beneficiary groups – citizens and businesses.

•

Sampling design and control – our proposed approach to the semi-structured
primary research will ensure we can compare package and non-package
communities’ pre and post-delivery work.

9.81. It must be noted this does not preclude but complements other monitoring and
impact assessment activity which the Combined Authority can use to calibrate
the baseline position, such as the annual monitoring of the West Yorkshire
Transport Strategy and other sources of intelligence.
9.82. Whilst none of the approaches articulated in headline are novel, the
application of these approaches within a clearly designed methodological
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framework at the TCF Programme level will allow us to drive meaningful
insight and learning at programme level as project elements are delivered
(recognising the phasing of project delivery) and better isolate and control for
the issue of attribution, impact and additionality at local (TCF intervention)
level and the wider Leeds City Region.
9.83. Key elements of the impact research proposed build upon and expand the
approaches developed by the Joseph Rowntree Foundation (JRF) through the
“Tackling transport-related barriers to employment in low-income
neighbourhoods” study. We will significantly expand the design and sampling
approach.
9.84. Our approach to the high level assessment of progress towards the packages
will mean that we will ensure we have clearly articulated the base line position
by mid-2020 with an interim impact and evaluation report at 3 years (by mid2023) and a full TCF evaluation by year 5 (2 years after delivery of the
Programme and allowing us to effectively assess the key learning insights
across all elements of the package).
9.85. Subject to departmental approval of the Leeds City Region TCF package we
would aim to submit the detailed package level evaluation and research plan
by mid-2020 for approval by DfT.
Project Level Learning and Benefits Realisation
9.86. Our approach to project level monitoring and evaluation builds on the form
and function of TAG guidance in respect of benefits realisation but recognises
the spatial and thematic nature of Leeds City Region TCF projects (and their
grouping).
9.87. The overarching framework within which our approach to benefits capture sits
is the TCF Programme Logic Map (shown below in Figure 81) which shows
the relationship between inputs, outputs and outcomes whilst linking this
through to the overall high level success measures.
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Figure 81: Transforming Cities Fund Programme Logic Map

9.88. Recognising the scope and geographical coverage of the proposed Leeds
City Region TCF Programme we propose that a series of theme level benefits
realisation plans are developed using the typology set out in the economic
case -these higher level benefits realisation plans would determine the scope
of the benefit types that will be monitored across individual projects within
each theme.
9.89. Our approach to monitoring project outputs links through to benefits
realisation (the outcomes) and as the delivery progress of each individual
project is monitored relative to its agreed contribution to the relevant theme
level benefit target. We will synthesise and report this progress from year 2 of
the TCF delivery programme and also use this intelligence as part of the year
3 interim and 5 year full evaluation of the Leeds City Region TCF Programme.
9.90. It is also important to assess how the transport benefits of the individual
schemes have been realised against the approach set out in the Economic
Case of the SOBC and the measures for success where this is appropriate at
a scheme level. We believe the approach set out above will allow us to review
these benefits consistently.
9.91. Our approach to monitoring progress across all the benefit types is
underpinned by a clear focus on the baseline position for each benefit type
and having robust systems in place for establishing these (at the theme level)
whilst being able to relate each projects contribution to those improvements.
In the table above taking the journey time benefit type (by way of example) we
will:
•

Establish the baseline position for each theme affected (zone to zone or
corridor).

•

Establish each project’s contribution to the overall journey time reduction.

•

Use robust sources of measurement – including Highways Analyst and
Traffic Master to measure journey time savings.

•

Establish the counterfactual we will agree with DfT non-intervention
geographies and monitor the same metric using the same data sources (this
will be detailed in the monitoring and evaluation work plan).

9.92. As part of the detailed monitoring and evaluation work plan we will agree the
definition, data sources and methodological approach in close consultation
with DfT.
Reporting
9.93. The Combined Authority uses a robust Project Management Information
System (PIMS) to capture and manage project spend and outputs throughout
the different stages of delivery. Project Managers are required to input
forecast benefits data in to PIMS at Decision Point 2 and then report on
actuals and / or changes to forecasts on a quarterly basis.
9.94. The aim will be to capture and integrate project beneficiary data alongside
contextual information on those communities that will benefit directly (and
indirectly) pre and post-delivery. Establishing a detailed picture of these
communities is an essential part of baseline evidence within the overall
monitoring and evaluation work plan. We will achieve this by using the

Combined Authority’s recognised strengths in spatial analytics and
Geographical Information Systems (GIS).
9.95. The Combined Authority has led the way on using such approaches as part of
Ministry of Housing Communities and Local Government’s Independent
Review of Growth Deals, developing clear definitions of benefits types and the
specific impact sites that we will use to attribute direct delivery of outputs. The
approach used is also consistent with advice from the What Works Centre for
Evaluation (we have developed buffer catchments for all the TCF impact sites
and intervention sites).
9.96. Figure 82 below shows an example of the approach we will use.
Figure 82: West Yorkshire plus Transport Fund Intervention Zones

Key Milestones in the Development of the TCF Monitoring and Evaluation
Programme
9.97. The table below sets out the broad components and timelines of the Leeds
City Region TCF monitoring and evaluation programme.
Table 38: Monitoring and Evaluation Programme Timescales

Activity/Phase
Commission base
line surveys
Collate and boost
existing local
primary sources

Baseline
By April 2020 with
results June 2020
By April 2020 with
results June 2020

Year 3
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Year 5

Collate existing
secondary data
sources
Present base line
report to DfT
Reprise baseline
surveys and data
capture
Interim Evaluation
report
Full LCR TCF
evaluation report

By June 2020

July 2020
June to July 2023

September 2023
September 2025

Governance of the TCF Monitoring and Evaluation Programme
9.98. We believe that effective learning from evaluation has to be driven from the
top and owned by the partnership which will underpin the Leeds City Region
TCF Programme. We have set out below the key elements of the governance
structures that will own and manage the monitoring and evaluation program.
9.99. Benefits will be owned and reviewed by the following boards on a regular
basis:
•

Transforming Cities Portfolio Board (Transforming Cities Portfolio benefits
realisation plan)

•

Programme Boards (Project(s) or Package(s) benefits realisation plans)

•

Project Boards (that Project’s benefits realisation plans)

Linkages and Interdependencies
9.100. There are a number of schemes within the TCF Programme that link with
schemes that the Combined Authority is responsible for, for example the West
Yorkshire plus Transport Fund, Connecting Leeds and CityConnect
programmes. These are set out in more detail in Appendix V. Where there is a
significant synergy between projects, we propose to appraise as a single
package.

Communications and Stakeholder Management
Introduction
9.101. This section sets out the approach to communications and stakeholder
management in shaping the programme of work, from inception through to
successful delivery.
9.102. The Leeds City Region TCF Programme vision is set out below.

Leeds City Region TCF Vision
“Connecting people to economic and education opportunities through
affordable, sustainable transport, boosting productivity and helping to create
cleaner, healthier and happier communities for the future”
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Communications and Stakeholder Management Plan
9.103. The communications and stakeholder management plan will help deliver the
TCF objectives, ensuring that key stakeholders and communities are brought
along throughout the process of developing the programme. Communications,
consultation and engagement will be managed at a programme and individual
project level. The strategy for the management of communications and
stakeholder engagement at a programme level is set out in this section,
building on the experiences that the West Yorkshire Combined Authority and
partner councils have learnt from in the delivery of other successful
programmes.
9.104. Individual communication, consultation and engagement plans will be required
for each individual project.
9.105. Communications, consultation and stakeholder management has three broad
roles:
•

Enabling us to understand what customers need and want, and therefore
select and shape a package of schemes in the best way possible to meet
those requirements

•

Understand which stakeholders are key to deliver the project, and what
strategy is needed to engage them most effectively. It is important that
stakeholders are engaged at the start of the project to ensure buy in and
hope they will become ambassadors for the projects, building a support base
for schemes and advocate for the Combined Authority and partner councils.

•

Reflecting our objective of delivering infrastructure that promotes inclusive
growth, ensuring that the needs and practical requirements of communities
play a key role in the design of schemes.

9.106. The Leeds City Region Transforming Cities Fund SOBC has been developed
in partnership with key stakeholders, including:
•

Partner Councils

•

Department for Transport

•

Local Enterprise Partnerships – Leeds City Region LEP, York North
Yorkshire and East Riding LEP

•

Partner Organisations – e.g. Network Rail, Highways England, English
Heritage, Canal and River Trust, Environment Agency

•

Public Transport Operators – Rail and Bus operators

•

Active Travel organisations - Cycling UK, Sustrans, Living Streets, local
campaign groups

•

Education sector – universities, colleges

•

Businesses - Civic Societies, Chambers of Commerce, Business
Improvement Districts

•

Local Air Quality Groups - Local Authority Air Quality Teams

•

Public Health – Directors of Public Health, Public Health England
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•

Developers

9.107. A significant number of workshops and meetings have been held with key
partners to discuss and identify emerging priorities for the Transforming Cities
Fund.
Combined Authority Communication/Engagement/Consultation Expertise
Communications and Marketing
9.108. The West Yorkshire Combined Authority has a specialised communications
and marketing team which includes dedicated teams for consultation and
engagement, corporate communications, marketing external affairs and
digital.
9.109. The team works to secure the means to deliver projects and services needed
for growth in the City Region, be its voice nationally and internationally, and
build the partnerships to ensure the best economic outcomes.
Consultation and Engagement Team
9.110. The Combined Authority Consultation and Engagement team has substantial
experience of consulting on and involving people in the development of
transport projects. The online engagement platform, Your Voice, has had
118,200 site visits since it launched in June 2018, enabling people to become
more informed about and help shape transport and economic regeneration
development in the region.
9.111. The Combined Authority has adopted consultation and engagement protocols
to ensure a consistent approach to activities, ensure quality standards are
maintained and legal obligations are met.
Connecting Leeds Consultation and Engagement
9.112. Connecting Leeds is our ambition to transform travel in Leeds for people who
work and live in the city. The programme of work is being led by West
Yorkshire Combined Authority and Leeds City Council and is an excellent
example of partnership working with transport operators, Network Rail, active
travel ambassadors and the voluntary sector all playing a vital role. The
programme will see around £270m invested in transport in Leeds by 2021.
9.113. The consultation workload for the programme is split between LCC (working
with WSP) and the Combined Authority. The Combined Authority’s
Consultation and Engagement team is leading on the rail and bus delivery
packages and has carried out cost effective, though comprehensive and
inclusive, activities. Projects to date include:
•

3 new rail stations: Leeds Bradford Airport Parkway, White Rose and Thorpe
Park

•

Transport Hubs which will create new, or upgrade existing, facilities to
improve the waiting environment and travel information offer at certain
locations

•

Walking and cycling schemes – which will enhance connections within and
between other public transport hubs and communities by improving walking
and cycling links
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•

Improvements to Leeds Bus Station

9.114. There have been significant lessons learnt from this programme that can be
related to the TCF programme. The establishment of a Communication
Package Board has proved very helpful for coordinating activity, sharing
expertise and ensuring robust governance.
CityConnect Communications and Engagement Programme
9.115. The CityConnect programme is a series of cycling and walking infrastructure
projects with integrated behaviour change activity, being delivered in
partnership by the West Yorkshire Combined Authority and partner councils.
The programme is funded primarily through the DfT’s Cycle City Ambition
Grant (CCAG) and is a £60m programme aimed at increasing more journeys
by bike or on foot.
9.116. The CityConnect Communications and Engagement team work in partnership
with a range of public, private and community organisations to encourage
more people to cycle and walk, more often. CityConnect puts people at the
centre of the programme, opening up walking and cycling routes to some of
the region’s most disadvantaged communities and increasing people’s access
to opportunities for work, training and leisure, delivering behaviour change
activity across West Yorkshire, resulting in over 25,000 engagements since
2014.
9.117. The CityConnect team has undertaken an extensive consultation programme
to support the delivery of cycling and walking projects since 2014, with a raft
of schemes including the flagship Leeds-Bradford cycle superhighway now
complete. For example, the consultation exercise carried out across the route
of the Leeds-Bradford cycle superhighway was extensive and resulted in
13,000 engagements and a 78% approval rate.
Experience
9.118. Through previous engagement and consultation we have gained extensive
knowledge about the transport priorities of Leeds City Region residents /
businesses, which, along with bespoke stakeholder workshops and meetings,
has helped to shape the schemes/ packages included within the TCF
programme. Significant information has been gleaned from regional exercises
such as Leeds Public Transport Conversation, Transport Strategy, Bus
Strategy, HS2 Growth Strategy etc. as well as more local West Yorkshire plus
Transport Fund schemes, Connecting Leeds and CityConnect projects.
9.119. Key communications lessons learnt that we will apply to Leeds City Region
Transforming Cities Fund include:
•

Communication, consultation and engagement requirements need to be
considered at the very early stages of project planning

•

Communication, consultation and engagement requirements should be
included as an essential part of any project with sufficient time programmed
for planning, activities, analysis and outcome reporting

•

It is important that suitable tools are available (e.g. websites / digital
engagement hub / social media / survey software / analysis software etc.)
and that staff are fully qualified to carry out the activities with expertise in key
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areas such as project planning, data collection techniques, community
engagement, promotion, equalities, analysis, report writing etc.
•

Robust stakeholder mapping and engagement is essential at an early stage
and continually updated throughout the project life.

•

A range of consultation / engagement methods should be used as
appropriate but digital is becoming more important and is allowing us to
access a wider, more diverse audience

•

All face-to-face sessions need to be well planned, resourced and timed with
the needs of protected characteristic groups considered

•

Consultation / engagement exercises need to be as broad as possible, while
still ensuring that significant voices are not lost. The opinions of young
people (that are likely to be the main beneficiaries of longer term transport
schemes), disabled people and those from more deprived communities need
to be heard. Inclusivity and accessibility is key.

•

A realistic budget should be agreed in advance, with input from the
consultation and engagement team, to enable suitable communications,
consultation and engagement activities to take place

•

It is essential that a consistent, coordinated approach is taken to activity to
avoid public confusion and make best use of resources (e.g. align project
consultation activities if they are happening at the same time in a similar
geographical area). A programme level communications plan is required.

•

Programme and project risk registers need to include communication,
consultation and engagement risks and mitigations as public protests, lack of
political support and legal challenges etc. can cause significant delays
Stakeholder Management

9.120. Stakeholders can be viewed through the lens of five broad interacting roles,
as outlined in the table below. In the context of the TCF programme,
stakeholders include both those that will benefit from the interventions, as well
the communities that will be impacted by the development. They will therefore
have a range of needs depending on the context. Leaders include both senior
staff and political leaders who are required to set the direction of the
programme, and realisers include staff both within the Combined Authority
and local authority partner councils.

Table 39: Stakeholder Groups

Role
Leaders
Realisers
Ambassadors
Disseminators

Purpose
Senior staff and politicians providing direction
Staff involved in delivering activity
Champions in the community e.g. cycle clubs and action groups and
staff in related areas who can cross sell e.g. staff in travel centres
Intermediaries who can pass on info and support events e.g.
business travel plan coordinator, champions in schools
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Customers

End users who need good information, services and facilities

9.121. A detailed stakeholder mapping exercise was conducted in August 2019 to
map out the key stakeholders at a programme level, with all partners involved
in developing the bid. Stakeholders were mapped on an interest-influence
matrix and the below were identified:
•

Partner Councils

•

Department for Transport

•

Local Enterprise Partnerships – Leeds City Region LEP, York North
Yorkshire and East Riding LEP

•

Partner Organisations – e.g. Network Rail, Highways England, English
Heritage, Canal and River Trust, Environment Agency

•

Public Transport Operators – Bus Alliance, Rail and Bus operators

•

Accessibility groups - Local disability groups, national accessibility charities
or pressure groups, Elderly Action and other groups

•

Community groups – Community leaders,

•

Active Travel organisations - Cycling UK, Sustrans, Living Streets, local
campaign groups

•

Education sector – Universities, colleges, impacted schools

•

Businesses - Civic Societies, Chambers of Commerce, Business
Improvement Districts, Tourism Board

•

Local Air Quality Groups - Local Authority Air Quality Teams, local air quality
campaign groups

•

Zero Carbon Groups –Greenpeace, Local Friends of the Earth Groups

•

Wider Transport – Leeds Bradford International Airport, Taxi associations,
Freight, Motorcyclist Action Group, Road Haulage Association

•

Public Health – Directors of Public Health, Public Health England

•

Media – National, regional and local
Evaluation of the engagement programme

9.122. We will use Government Communications Service’s evaluation framework to
ensure we are capturing not just output measures (e.g. number of attendees
at drop-ins, hits on websites etc.), but also outtakes (changes in sentiment –
measured through initial benchmarking survey and then temperature checks
throughout the development) and outcomes (people actively using the
infrastructure after the build; the right kinds of audiences using the
infrastructure).
Project consultation and engagement plan
Consultation and Engagement – Scheme development
9.123. As noted above, communication, consultation and engagement requirements
need to be considered at the very early stages of project planning. Early
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engagement planning with each project partner will take place post bid
submission in November, as part of the next stage of project development.
This will build on the programme stakeholder mapping that has already been
carried out. A further workshop will be carried out post submission of the bid
to further develop consultation plans for early engagement at a project level,
and then at an individual level
9.124. This will inform a programme level communications and stakeholder
engagement plan, which will ensure that delivery has a coherent, consistent
and robust approach across the region. This will be managed at a programme
level by a central communications resource, and delivered in partnership with
each project partner. This approach is based on the positive experiences and
lessons learnt from delivery of previous programmes, and will enact the
Lessons Learnt (outlined at 9.119).
9.125. Separate plans will be produced for each project at an early stage. All activity
will adhere to the agreed programme level communications and stakeholder
management plan and the Combined Authority’s adopted consultation and
engagement protocols.
9.126. Consultation will be used when there is a legal requirement for it, or an
opportunity for public /stakeholder feedback to influence decision making.
9.127. The plans will include the following:
•

Objectives – project specific but will include the need to obtain constructive
feedback from a wide audience

•

Audience insight

•

Strategy

•

Implementation, including:

•

o Activities - what will be carried out as part of the consultation? E.g.
surveys, public drop-in sessions, political briefings etc.
o Channels - What methods will be used for promotion and how will
people be able to “have their say” e.g. digital, face-to-face, social media
etc. Digital engagement via Your Voice is likely to play a key part
o Risks e.g. legal, political, cost, timescale
o Costs - A consultation / engagement budget will be required to
carry out planning, activities, design work, collateral production,
promotion, analysis, report writing etc.
Scoring/evaluation - This could include number of responses, demographic
analysis of responders, lessons learnt etc.
Consultation and engagement during and after construction

9.128. During construction
•

Promotion of scheme benefits

•

Promotion of partners through appropriate branding

•

Media opportunities to highlight scheme progress and objectives

•

Offer regular opportunities to listen to concerns and build up support for
schemes e.g. public drop-in sessions
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•

Proactive, consistent approach to communications during construction

9.129. After construction
•

Feedback

•

Monitoring success

•

Importance of behaviour change to ensure people use infrastructure and
benefits are realised

•

Media opportunities to promote use of new infrastructure and to highlight role
of partners

•

Multi-channel promotional activity as appropriate to each project
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The Leeds City Region: Transforming Cities Fund submission has been
developed in partnership by the West Yorkshire Combined Authority
with our partners across the region

TRANSFORMING CITIES FUND

