


































































































































































CHAPTER 3  BASELINE DATA AND TRENDS BY INDICATOR 

 3-7  

1996 1997 1998 1999 2000 2001 2002 2003 Kirklees
Great Britain

Wakefield
Calderdale

Leeds
West

Yorkshire

Bradford

0.0

1.0

2.0

3.0

4.0

5.0

6.0

7.0

Ra
te
%

Figure 3.2.1 Claimants as a Proportion of Residents of Working Age
Source: ONS Crown Copyright 

Desired Movement 
3.2.8 Transport has a role to play in influencing businesses to locate in West 
Yorkshire and improving people’s access to jobs and amenities.  Transport 
investment will broaden the access of employers to available labour markets and, a 
successful and sustainable transport policy promoting confidence will continue to 
contribute towards falling unemployment levels. 

Background Indicator A2:  Local Trade Levels / Vacant Premises 
3.2.10 Viability is a measure of capacity to attract ongoing investment for 
maintenance, improvement and responding to changing needs.  Owners and tenants 
are responding to changing demands and sustaining the vitality and viability of 
shopping areas depends on flexibility in the use of retail floor space.  The transport 
system needs to meet the needs of the retailers, suppliers and customers.  
3.2.11 Retailer's interest in locating in the area is a valuable indicator of viability and 
vacancy levels, particularly vacancy in prime retail areas.  This provides an effective 
insight into the performance of the cities and towns of West Yorkshire.  Table 3.2.2 
shows the latest data on the availability and occupancy of retail floor space in the 
main centres. 
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District Year Floorspace Vacant Floor Vacant Units 

  000m2 No. 000m2 % No. % 

Bradford 1996 106 537 15 14 116 21.6 

 1997 104 592 6 6.0 100 16.9 

 2000 na na na na na na 

 2002 na na na na na na 

Halifax 1994 49 472 4 7.7 52 11.0 

 1998 51 497 6 11.0 80 16.1 

 2000 55 510 9 11.7 38 7.5 

 2002** 59 629 5 8.4 81 12.8 

 2002 96 821 10 10.4 104 12.7 

Huddersfield 1996 89 750 7 7.5 118 15.7 

 2000 80 705 16 19.5 94 13.3 

 2002 87 739 11 12.8 117 15.8 

 2003 83 732 6 7.5 90 12.3 

Dewsbury 1997 41 369 5 12.6 83 22.4 

 2000 40 354 4 10.9 68 19.2 

 2002 46* 351 5 11.6 70 20.0 

Leeds 1996 164 973 15.8 9.6 157 16.1 

 2000      180 956 15.8 8.8 125 13.0 

 2001 180 950 19.8 11.0 129 13.6 

 2002       

Wakefield 1996 66 705 5 7.3 43 6.2 

 2000 75 574 9 12.6 51 8.9 

 2002 72 556 6 7.7 32 5.7 

Table 3.2.2: Availability and Occupancy of Retail Floor Area
* The increased total floorspace in Dewsbury is largely due to the opening of ASDA supermarket on Mill Street 
West. 

** Halifax town centre has been redefined and was re-surveyed in 2002. The figures shown set out the 
corresponding results for the new area. 

Note: No inference can be drawn from a comparison of the absolute figures since each centre has 
been defined according to local circumstances.

Desired Movement 
3.2.12 An increase in the provision of retail trading space and a decrease in vacancy 
rates for floor space and units as local trade improves. 
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3.3.9 The generalised costs have been calculated for each centre based on the 
average commuting distance extracted from  the 1991 Special Workplace Statistics 
as data from the 2001 census is not yet available. 

3.3.10 Table 3.3.7 shows the estimated indicative generalised costs for each of the 
district centres where journey time data have been collected.  These are also shown 
graphically in Figure 3.3.1. 

 

   Generalised cost (pence/day) 

Centre Distance 

(km) 

Parking 

charge (p) 

Car driver  Car driver Bus user 

Bradford 7.58 1.87 406 795 1059 

Halifax 5.82 2.00 297 699 910 

Huddersfield 6.57 2.20 332 754 963 

Leeds 10.88 4.94 530 1226 1184 

Wakefield 7.18 3.00 356 858 1012 

Table 3.3.7 Estimated Generalised Central Area Commuting Costs 2003 

  (based on average journey to work distance from the 1991 census) 
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Figure 3.3.1 Estimated Generalised Central Area Commuting Costs 2003 

(based on average journey to work distance from the 1991 census) 

3.3.11 Leeds is the only centre where the cost of commuting by car (for those who 
have to pay) is greater than the cost of travel by bus.  

3.3.12 It is clear from the generalised cost calculations that commuters who have 
access to a free workplace parking space (or free on street parking) have a real cost 
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advantage over those who have to pay to park or use public transport. 
3.3.13 For shorter distance commuters the penalties against bus use are 
proportionately greater because of the amount of walking and waiting time involved 
in their journey. 

Desired Movement
3.3.14 The impact of additional bus priority measures should, over time, increase 
average bus speeds in the peaks, however, it is likely that reducing boarding times 
at stops by the use of prepaid tickets and smartcard technology will have a 
potentially greater impact throughout the day.  Bus user generalised costs are 
therefore expected to fall.  
3.3.15 Petrol price increases, re allocation of road space and increased parking 
charges will increase car user costs. However, the use of other measures to account 
for the social costs car driver, such as road pricing or workplace parking charges 
may also be required to achieve significant levels of modal shift. 

Future Requirements 
3.3.16 The data collected from the ongoing journey time survey programme will be 
used to update the generalised costs for each centre.
Background Indicator B3:  Travel Distance to Work 
3.3.17 Long term planning impacts should have an effect on journey length. The 
only current source of data for this relates only to the journey to work, and is not 
available by mode.  Table 3.3.8 shows the data collected from the 1991 census, 
data from 2001 is not yet available.  An estimate of the average distance travelled is 
also presented.  This is shown graphically in Figure 3.3.2. 

District Travel Distance (km) Average 
Distance    

 <2 
%

2  -  4 
%

5  -  9  
%

10  -  
19 % 

20  -  
29 % 

30  -  
39 % 

40+ 
%

Bradford 26.9 32.8 24.0 11.3 2.1 0.7 2.2 6.2 
Calderdale 33.2 33.4 20.3 8.6 2.0 0.7 1.7 5.4 
Kirklees 29.8 32.6 21.7 10.7 2.4 0.9 1.9 6.0 
Leeds 20.7 25.0 26.1 17.5 5.3 1.8 3.7 8.7 
Wakefield 29.1 27.1 19.9 16.6 3.7 1.5 2.0 7.1 
West Yorks 25.9 29.0 23.5 14.1 3.6 1.3 2.6 7.2 

Table 3.3.8 Percentage of Journeys to Work in Different Bandwidths of Journey 
Length - Persons with a Workplace in Each District (All Modes). 

Note: Estimated average distance using weighted midpoint distances. Except 40+ assumed = 40km 
Source: 1991 Special Workplace Statistics (Data set B - Table B4) 
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Performance indicators for Highway Structures
3.4.19 Although highway structures schemes affect BVPI 100, there are no 
National BVPIs relating directly to highway structures.  Local performance 
indicators have therefore been formulated to measure progress on bridge 
assessment, strengthening, inspection and maintenance.

Background  Indicator C4:  Bridge Assessments Completed
3.4.20  Funding is provided through the LTP for the assessment and 
strengthening, where necessary of highway structures to ensure that they can 
safely carry vehicles up to 40 tonnes gross weight which have been allowed 
on roads in the UK since January 1999.
3.4.21  Key Indicator C4 shows the progress on assessment of  all bridges 
greater than 1.5m span under ownership of Districts, Network Rail, Rail 
Property Ltd., British Waterways and other private organisations and includes 
all classes of road.  The situation on 31 March 2003 compared to the base 
year of March 1999 for each District is set out in Table 3.4.1.  The 
accompanying chart, Figure 3.4.5 shows results for each of the last 5 years. 
The aim to complete the assessment programme by March 2004 is a realistic 
target.

Bradford Calderdale Kirklees Leeds Wakefield West Yorks

To
March
1999

To
March
2003

To
March
1999

To
March
2003

To
March
1999

To
March
2003

To
March
1999

To
March
2003

To
March
1999

To
March
2003

To
March
1999

To
March
2003

% Bridge 
(>1.5m span) 
assessments
Complete 69.6 91.0 85.4 95.4 71.5 78.9 26.5 88.5 67.9 100.0 62.8 89.4

Table 3.4.1 Bridges with Completed Assessments.
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Figure 3.4.5 Bridges with Completed Assessments
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Desired Movement 
3.4.22 An increase in the percentage of bridges assessed shows progress 
towards completion of the programme . Completion of the assessment 
programme will identify the full extent of the required bridge strengthening and 
allow funding to be targeted more effectively. 

Future Requirements 
3.4.23 After completion of the current programme of bridge assessments, 
future assessments will be required whenever an inspection of the bridge 
shows changes in its condition that may have an adverse effect on its load-
carrying capacity. However there will be no defined assessment programme 
and no further need for this indicator. 

Background Indicator C5:  Bridges Strengthened 
3.4.24 Where an assessment shows that a bridge fails to meet the 
requirements of Department of Transport Standard BD21, interim traffic 
management measures or a monitoring regime are applied as necessary.  
The bridge is put into the programme for strengthening or a permanent weight 
restriction (or other traffic management measures) is implemented.
3.4.25 Table 3.4.2 includes all bridges under the ownership of Districts, 
Network Rail, Rail Property Ltd., British Waterways and other private owners 
and includes all classes of road.  It is expressed as a percentage of all bridges 
in the assessment programme which have to date failed to reach the 40 tonne 
loading capacity.  It includes bridges with temporary footway / verge 
restrictions as well as temporary carriageway restrictions and bridges which 
are subject to monitoring but excludes bridges where a permanent weight 
restriction at the level of the assessed capacity is acceptable.  
3.4.26 Figure 3.4.6 shows results for the last five years and gives percentages 
of the total number of bridges known to be less than the required capacity at 
March 2003 to give an accurate illustration of the trend.  It is noteworthy that 
although the number of bridges assessed at less than required capacity in 
West Yorkshire has increased during the year by 17 or 4.2%, the number of 
bridges strengthened has increased by 25 or 4.1%. 

At March 2000 (Base Year) At March 2003 District 

No. of Bridges 
assessed at less 

than required 
capacity 

No. of Bridges 
Strengthened

% of Bridges 
Strengthened

No. of Bridges 
assessed at less 

than required 
capacity 

No. of Bridges 
Strengthened

% of Bridges 
Strengthened

Bradford 83 27 3.5 103 45 43.7 

Calderdale 69 31 44.9 75 44 58.7 

Kirklees 88 60 68.2 111 66 59.5 

Leeds 60 16 26.7 92 34 37.0 

Wakefield 39 13 33.2 43 21 48.8 

West Yorks 339 147 43.4 424 210 49.5 

Table 3.4.2 Percentage of Bridges Strengthened (All Roads, All Owners)  
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Figure 3.4.6 Percentage of Bridges Strengthened (All Roads All Owners)

Desired Movement
3.4.27 An increase in the percentage of bridges strengthened shows progress 
towards completion of the bridge strengthening programme and decreasing 
interference with the movement of goods and people.  This percentage is 
masked by the increasing number of bridges requiring strengthening as the 
assessment programme progresses towards completion.

Future Requirements
3.4.28 At current levels of funding the bridge strengthening programme is 
expected to last another 5 or 6 years for Council-owned bridges and at least 8 
years for privately-owned bridges.  As the outstanding assessments are 
completed, newly identified weak bridges will be added to the list of bridges 
requiring strengthening, further increasing  the timescale. 

Background Indicator C6a:  Bridge Inspections Completed
3.4.29 The public expects bridges to be safe to use.  As bridge collapses are 
extremely rare, this societal expectation of safety is almost absolute. 
3.4.30  To ensure the public’s expectation is met, as well as carrying out the 
bridge assessment programmes and implementing interim measures or 
monitoring sub-standard structures prior to strengthening, all Districts in West
Yorkshire carry out programmes of general and principal inspections based 
on the recommendations of BD 63 “The Inspection of Highway Structures”. 
Background  Indicator C6a measures the percentage of planned inspections 
carried out in the year.  The number of planned inspections is based on a 6-
10 year cycle for principal inspections and a two year cycle for general 
inspections.
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3.4.31 Table 3.4.3 shows the targets and outcomes for 2002 / 2003 and 
indicates that 66% of planned principal inspections and 97% of planned 
general inspections were completed across West Yorkshire.  This will form the 
base year for future comparisons.  The shortfall in principal inspections will be 
addressed in the remaining years of the plan. 

Structures Inspections, 2002 / 2003 

Principal Inspections General Inspections 

District 

Number 
of 

Structures 

Target 
per 
year 

No.
inspected 

% of 
target 

Number of 
Structures 

Target 
per 
year 

No
inspected 

%  of 
target 

Bradford 385 94 74 79 605 300 264 88 

Calderdale 310 42 27 64 643 330 333 100 

Kirklees 483 69 80 116 570 363 363 100 

Leeds 599 100 14 14 716 440 440 100 

Wakefield 149 20 20 100 222 112 98 88 

West Yorks 1926 325 215 66 2756 1545 1498 97 

Table 3.4.3  Percentage of Structures Subject to General and Principal 
Inspections in 2002 / 2003 

Desired Movement 
3.4.32  Meeting the targets will indicate that the safety and condition of the 
structures stock is being monitored to allow efficient management. 

Future Requirements 
3.4.33   Bridge Condition Indicators are to be produced in association with the 
general inspection programmes which will provide a more accurate measure 
of the condition of the highway bridge stock. 

Background Indicator C6b:  Bridges With Temporary Weight or width 
Restrictions 
3.4.34 The function of a bridge is to support the road, which in turn provides a 
transport facility for the user.  If any part of the structure is closed or restricted 
for any reason, traffic will be disrupted and there will be resulting cost and 
inconvenience to the user.  The overall functional requirement for bridge 
management, therefore, is to keep road user disruption to the minimum.  
3.4.35  The percentage of structures with temporary weight or width 
restrictions is used as a simple indicator, Background Indicator C6b, to 
monitor performance in this area.  The position at March 2002 (base year)  
and March 2003 is reported in Table 3.4.4.  The outcome is an increase in 
restrictions over the year in both categories, but especially on privately owned 
bridges, despite the ongoing strengthening programme.  As the assessment 
programme nears completion, this trend should be reversed.  However, timing 
of strengthening schemes for privately owned structures is often out of the 
Councils’ control. 











CHAPTER 3  BASELINE DATA AND TRENDS BY INDICATOR 

__________________________________________________________________________________

 3-33  

number of casualties, it is useful to compare an index of their growth to the growth in 
traffic as shown in Figure 3.5.2. The graph shows that the growth in the number of 
casualties has exceeded the growth in traffic since 1996. 

Year KSI * Fatal  Serious  Slight Total 

1994 - 1998 average 1,484 115 1,369 11,391 12,876 
1999 1,300 111 1,189 12,340 13,640 
2000 1,299 120 1,179 12,426 13,725 
2001 1,331 144 1,187 11,807 13,138 
2002 1,319 115 1,204 11,648 12,967 

% Change 2002 c.f. 1994 -
1998 average 

-11% 0% -12% +2% +0.7% 

% Change 2002 c.f. 2001 -1% -20% +1% -1.3% -1.3% 

* Killed or Seriously Injured 

Table 3.5.1  West Yorkshire Road Casualty Trends 
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Figure 3.5.1 West Yorkshire Road Casualty Trends Since 1989 
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Figure 3.5.2 West Yorkshire Traffic and Accident Growth Trends 

Desired Movement 
3.5.4 In 1987, the Government set a target of reducing road accident casualties by 
one third of the 1981 - 1985 average by the year 2000.  We more than achieved this 
target for reducing deaths and serious injuries, however, the total numbers of injuries 
and slight injuries have continued to increase.  In 2000, the Government launched a 
new road safety strategy including a new set of targets to reduce road casualties 
further.  The new national targets for 2010, compared to the average for 1994 - 1998 
are: 

• a 40% reduction in the number of people killed or seriously injured in road 
accidents; 

• a 50% reduction in the number of children killed or seriously injured;  

• a 10% reduction in the slight casualty rate, expressed as the number of people 
slightly injured per 100 million vehicle kilometres. 

3.5.5 As shown in Table 3.5.1, compared with 1994 - 1998, the number of people 
killed rose sharply in 2001.  This was probably due to random variation, as the 
accident total for 2002 has fallen to the same level as the 1994 - 1998 average. The 
number of serious casualties continues to fluctuate marginally and the previous 
downward trend has levelled off in recent years.  It is not possible to present figures 
for the slight casualty rate as data on local vehicle kilometres is not yet available 
from DfT. 
3.5.6 The West Yorkshire authorities will continue to target specific sites to reduce 
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the number of casualties and aim to reduce the overall numbers of casualties within 
the constraints of having to treat increasingly difficult sites which have smaller 
casualty savings. 

Future Requirements 
3.5.7 The West Yorkshire authorities will continue to monitor data on road casualties 
to meet the new Government targets when they have been formalised. 

Key Indicator D2:  Casualty Trends for Different Groups of Road User 
3.5.8 The number of casualties in the different priority groups has been monitored for 
a number of years and will continue to be monitored continuously.  The West 
Yorkshire trends are shown in Table 3.5.3 and Figure 3.5.4. 

Year Pedestrians Pedal 
Cyclists 

M/cycle 
Rider 

M/cycle 
Pillion

Car 
Driver 

Car 
Passenger

1994 - 1998 
average 

2,200 665 505 54 5,305 3,090 

1999 1,933 651 628 50 6,226 3,100 
2000 1,905 589 703 51 6,219 3,216 
2001
2002

1,776
1,685

499
452

740
763

60
59

6,049
6,024

3,035
3,111

% Change 
2002 c.f. 
1994 - 1998 
ave 

-23% -32% +50% +7% +14% +0.7% 

% Change 
2002 c.f. 
2001 -5% -9% +3% -3% -0.4% +3% 

Table 3.5.2 West Yorkshire Casualty Trends for Different Road Users 
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Figure 3.5.3 West Yorkshire Casualty Trends for Different Road Users Since 1989 

Desired Movement 
3.5.9 It is desired that the number of casualties in all groups reduces.  The 
pedestrian casualty total for 2002 is the lowest ever recorded in West Yorkshire. 
3.5.10 The annual total of car occupant casualties has remained fairly stable for the 
past 3 years, which suggests that the trend of rising car casualties has been 
checked.

Future Requirements 
  3.5.11 The West Yorkshire authorities will continue to monitor data on road    

casualties.  In particular, efforts will have to be expended to reduce the number of 
injuries to riders of Powered Two-Wheeled vehicles as there is a re-emergence of 
casualties in this road user group. 

Key Indicator D3:  Casualty Trends for Children  
3.5.12 The number of children injured in road traffic accidents has been monitored 
for a number of years. 
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Year KSI * Fatal  Serious  Slight Total 

1994 - 1998 average 273 13 260 1,732 2,004 
1999 243 10 233 1,696 1,939 
2000 230 8 222 1,700 1,930 
2001 227 13 214 1,550 1,777 

2002 161 7 154 1,448 1,600 

% Change 2002 c.f. 1994 -
1998 average 

-41% -46% -41% -16% -20% 

% Change 2002 c.f. 2001 -29% -46% -28% -7% -10% 

* Killed or Seriously Injured 

Table 3.5.3 West Yorkshire Road Casualty Trends for Children  
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Figure 3.5.4 West Yorkshire Road Casualty Trends for Children since 1989 

3.5.13 The situation for child casualties continues to show a reduction in the number 
seriously injured, however the number of child fatalities fell in 2002 to almost half the 
level of the 1994 - 1998 average (Table 3.5.2, Figure 3.5.3).  The number of slight 
injuries has fallen to the lowest level since 1993.   

Future Requirements 
3.5.14 The West Yorkshire authorities will continue to monitor data on accidents 
involving children and will consider revising the target for those killed or seriously 
injured if the significant downward trend continues. 

Background Indicator D4:  Town Centre Car Park Spaces with CCTV Cameras 
3.5.15 A comparison of the baseline data for 1996 and the latest data for the major 
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town and city centres in West Yorkshire is presented in Table 5.5.4.  The data refers 
to off street council owned car park spaces only.  CCTV cameras have also been 
introduced in car parks outside the main centres, e.g. in Dewsbury, Batley, Honley 
and Holmfirth in Kirklees. 

Year Bradford Halifax Huddersfield Leeds Wakefield 
No. of Spaces 1996 2,021 0 1,044 2,708 1,298 
with CCTV 1998 2,021 0 2,077 2,708 1,743 
 1999 2,021 393 2,077 2,708 1,743 
 2000 2,021 441 1,902 2,708 1,743 
 2001 856 441 2,187 2,708 1,705 
 2002 1,576 441 2,667 2,708 1,266 
 2003 1,576 441 2,764 2,931 1,266 

No. of Spaces 1996 1,159 1,234 1,730 51 445 
without CCTV 1998 1,159 1,297 677 153 0 
 1999 1,159 920 677 153 0 
 2000 1,159 964 925 153 0 
 2001 889 964 890 153 0 
 2002 124 964 1,048 153 439 
 2003 124 964 1,018 140 439 

% of Spaces  1996 63% 0% 38% 98% 74% 
with CCTV 1998 63% 0% 75% 95% 100% 
 1999 63% 30% 75% 95% 100% 
 2000 63% 34% 67% 95% 100% 
 2001 49% 34% 71% 95% 100% 
 2002 93% 31% 72% 95% 74% 
 2003 93% 31% 73% 96% 74% 

Table 3.5.4 Local Authority Off - Street Car Parks with CCTV Surveillance 

Desired Movement 
3.5.16 It is envisaged that the number and percentage of car parking spaces with 
CCTV cameras will increase in the future, not just in the main centres but also in 
other town centres in West Yorkshire.  

Background  Indicator D5:  CCTV Cameras at Rail Station Car Parks
3.5.17 Baseline data has been established for 1996.  Since the baseline year, an 
additional 11 rail station car parks have had CCTV surveillance cameras installed 
and so now 45% of rail stations with car parks have CCTV surveillance.  In 2002, the 
provision of a new staffed ticket office at Guiseley has improved local surveillance 
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Nitrogen Dioxide Monitoring 
3.7.5 Figure 3.7.1 illustrates the results of the annual average NO2 monitoring at 5 sites.  
During the year 2002, all sites complied with the annual average standard of 40 µg/m3.
Over the 5 year period, there is a clear trend of improving air quality, with respect to 
background levels of NO2.  This provides a good indication that road transport emissions of 
NO2 are declining. 
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Figure:3.7.1 West Yorkshire Annual Average NO2 Monitoring – Summary Data  
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3.7.6 Figure 3.7.2 illustrates the number of exceedances of the hourly NO2 standard of 200 
µg/m3.  (This standard allows up to 18 exceedances per year).  Since monitoring began in 
1998, there have been only 4 exceedances recorded at these West Yorkshire sites.  During 
the year 2002, a single exceedance was reported at the Kirklees site.  All Districts complied 
easily with the relevant air quality standard.  No hourly NO2 data was available for 
Calderdale. 

Particulates (PM10) Monitoring 
3.7.7 The urban monitoring network for PM10 throughout West Yorkshire has improved 
since 1998.  There is now a clear long term trend towards improvements in the PM10 annual 
mean concentrations.  Figure 3.7.3 indicates that all Districts reported a continued 
improvement in background PM10, during the year 2002.  The annual mean PM10 standard 
of 40 µg/m3 was easily accomplished by all Districts. 
3.7.8 Figure 3.7.4 indicates the number of daily PM10 exceedances within the urban 
monitoring network of 5 sites.  (This standard allows 35 daily exceedances greater than 50 
µg/m3).  Again, all Districts complied with ease.  Leeds reported the highest number of 
exceedances, on just 13 occasions. 
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Figure 3.7.3   West Yorkshire Annual average PM10 Monitoring – Summary Data
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Figure 3.7.4  Total Number of Daily Exceedances -  Summary Data

Road Transport Emission Trends in West Yorkshire 
3.7.9 Road transport emissions of oxides of nitrogen (NOx) which contains a mixture of 
nitric oxide (NO) and nitrogen dioxide (NO2), PM10 and carbon dioxide (CO2 ), the primary 
“greenhouse gas” have been predicted for the West Yorkshire trunk / principal road network.  
Annual emission rates were predicted for NOx and PM10 using the new DETR / DEFRA 
approved vehicle emission factors (published in 2002 by Casella Stanger and AEA 
Technology).  The DMRB vehicle emission factors published in 1999, were used to predict 
emissions of CO2.
3.7.10 All calculated emission rates took account of the observed annual traffic growth for 
all road types in each District.  Appropriate vehicle speeds and percentage HGV’s were 
assigned for the whole of the West Yorkshire trunk / principal road network, including 
motorways.  
3.7.11 Table 3.7.1 provides a summary of predicted road transport emissions for the West 
Yorkshire trunk / principal road network.  Approximately 21,000 tonnes, 600 tonnes and 2.8 
million tonnes / year of NOx, PM10 and CO2 emissions respectively, have been predicted.  
These values represent a significant  reduction of 15% and 16% for NOx and PM10,
compared to the base year of 2000.  There will be little change regarding emission rates for 
CO2.

Year 2000 2001 2002 

Pollutant Tonnes / yr Percentage 
Change 

Tonnes / yr Percentage 
Change 

Tonnes / yr Percentage 
Change 

NOx 24,459 N/A 22,500 - 8.0% 20,850 - 14.8 

PM10 724 N/A 658 - 9.1% 605 - 16.4 

CO2 2.787*10-6 N/A 2.780*10-6 + 0.25% 2.791*10-6 + 0.1 

Table  3.7.1  Summary of Road Transport Emissions 
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Figure 3.7.5 Changes in emissions of NOx 2000 –2002 

3.7.12 Figure 3.7.5 contains a NOx emission map for the West Yorkshire trunk / principal 
road network.  This emission map highlights categories of percentage reduction in predicted 
annual emission rates, between the base year 2000, and the year 2002.  Most of the areas 
bordering the trunk / principal road network, experienced a 16 to 20% reduction in NOx 
emissions.  Further reductions exceeding 20% NOx emissions were found in some areas of 
Wakefield where recent traffic growth was very low.  However, in areas bordering the 
motorway network, there were smaller reductions in NOx emissions between 0 to 10% and 
10 to 15%.  This has been caused by a combination of higher vehicle speeds and 
percentage of HGV’s. 

3.7.13 The general reduction in emissions for NOx and PM10 have mainly resulted from the 
‘cleaning up’ of the national vehicle fleet in response to the EU Auto-Oil Programme.  This 
has involved a progressive tightening of emission standards for new vehicles and 
improvements in fuel quality.  These measures have less effect on reducing carbon dioxide 
emissions.  For example, modern oxidation / catalytic converters significantly reduce 
regulated emissions (e.g. oxides of nitrogen, hydrocarbons and carbon monoxide) but 
contribute towards an increase in carbon dioxide.   

3.7.14 Future strategies to reduce carbon dioxide emissions will rely on improved engine 
technology / efficiency to reduce fuel consumption, promotion of non-aggressive driving, 
and targeting initiatives to reduce vehicle use. 

National Air Quality Strategy  

3.7.15 The National Air Quality Strategy (NAQS) 2000 requires all Districts within West 
Yorkshire, to review and assess their local air quality.  This audit process involves a 
combination of air quality monitoring and modelling, against a series of health based 
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 Total persons % Modal Split 

Centre crossing 
cordon 

Walk Cycle Motorcycle Car Bus Train 

Bradford 50,914 4.1 0.2 0.4 74.0 16.9 4.5
Halifax 25,525 3.4 0.1 0.3 72.5 19.9 3.7
Huddersfield 33,575 5.9 0.3 0.5 68.0 20.8 4.5
Leeds 107,746 2.6 0.4 0.5 60.9 26.4 9.2
Wakefield 35,224 2.3 0.4 0.7 75.7 12.7 8.2
Keighley* 14,905 8.9 0.2 0.4 74.0 11.4 5.2
Dewsbury* 17,032 4.1 0.2 0.4 69.8 13.7 11.7
*1999

Table 3.9.7 Modal Split – AM Peak (0730-0930) 2002 Inbound to Centres 

 Total persons % Modal Split 

Centre crossing 
cordon 

Walk Cycle Motorcycle Car Bus Train 

Bradford 19,941 4.7 0.1 0.3 75.1 17.2 2.6
Halifax 9,585 2.0 0.0 0.2 72.8 22.8 2.2
Huddersfield 13,616 4.1 0.1 0.4 67.8 23.3 4.2
Leeds 33,183 2.6 0.3 0.5 67.5 23.2 5.9
Wakefield 11,922 2.8 0.4 0.7 73.7 14.3 8.1
Keighley* 6,382 7..5 0.1 0.2 71.5 15.7 5.1 

Dewsbury* 7,738 2.5 0.2 0.6 70.3 19.0 7.5
*1999

Table 3.9.8 Modal Split - Inter Peak (1400-1500) 2002 Outbound from Centres 
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 Total persons % Modal Split 

Centre crossing 
cordon 

Walk Cycle Motorcycle Car Bus Train 

Bradford 59,506 3.7 0.3 0.5 76.1 15.3 4.2
Halifax 27,440 2.3 0.1 0.4 73.0 20.1 4.0
Huddersfield 37,693 4.9 0.3 0.6 69.6 20.3 4.3
Leeds 115,704 2.4 0.4 0.6 61.0 25.9 9.7
Wakefield 34,942 2.1 0.6 0.8 77.5 11.1 7.9
Keighley* 17,122 8.2 0.3 0.4 71.9 14.6 5.1 

Dewsbury* 21,312 2.7 0.2 0.4 73.0 13.0 10.6
*1999

Table 3.9.9  Modal Split - PM Peak (1600 - 1800) 2002 Outbound from Centres 
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Figure 3.9.1  Changes in Modal Share AM Peak 1998 - 2002 
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Changes in Modal Split 1998 - 2002
inter peak outbound
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Figure 3.9.2  Changes in Modal Share Inter peak 1998 – 2002

Changes in Modal Split 1998 - 2002
pm Peak outbound
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Figure 3.9.3  Changes in Modal Share PM Peak 1998 – 2002
3.9.13 The opportunity was also taken to record the occupancy of cars and taxis 
crossing the cordons which will allow trends in vehicle occupancy to be observed in 
future years. The results of the 2002 occupancy surveys are presented in Table 
3.9.10. Figures 3.9.4 to 3.9.6 show the changes in car occupancy for the major 
centres since 1998.
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Centre Time Period Direction 

% of Cars with 

One occupant Average car occupancy 

Bradford am peak Inbound 76.3 1.29
 inter peak Outbound 66.0 1.51
 pm peak Outbound 69.0 1.42
Halifax am peak Inbound 77.6 1.28
 inter peak Outbound 68.2 1.38
 pm peak Outbound 71.6 1.35
Huddersfield am peak Inbound 77.2 1.27
 inter peak Outbound 66.4 1.41
 pm peak Outbound 69.4 1.38
Leeds am peak Inbound 79.9 1.23
 inter peak Outbound 73.5 1.32
 pm peak Outbound 75.9 1.29
Wakefield am peak Inbound 73.7 1.31
 inter peak Outbound 65.5 1.42
 pm peak Outbound 67.0 1.42

Table 3.9.10  Car Occupancy 2002 
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Figure 3.9.4 Changes in Car Occupancy AM Peak 1998 - 2002 
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INTER PEAK OUTBOUND - AVERAGE CAR OCCUPANCY
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Figure 3.9.5 Changes in Car Occupancy Inter Peak 1998 - 2002 

P.M. PEAK OUTBOUND - AVERAGE CAR OCCUPANCY

1.00

1.10

1.20

1.30

1.40

1.50

Bradford Halifax Huddersfield Leeds Wakefield

CENTRE

O
C

C
U

PA
N

C
Y

1998 2000 2002

Figure 3.9.6 Changes in Car Occupancy PM Peak 1998 - 2002

Desired Movement 
3.9.14 It is anticipated that the combined effect of the Plan measures will lead to a 
reduction in car usage and an increase in the use of other modes.  The data presented 
above clearly show the progress made in reducing the use of the private car, 
particularly in the peak periods.  Significant increases in public transport patronage 
have been recorded in all centres.  This is especially encouraging when the total 
number of people accessing the main centres is on the increase, reflecting the 
increasing attractiveness of the centres.  
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3.9.15 It is also hoped that there will be a trend towards a greater number of occupants 
per car, showing evidence of ride sharing rather than individuals driving alone.  It is 
unlikely that any significant change will occur in the short term but the impact of Travel 
Plans and travel awareness initiatives should lead to an increase in car sharing in the 
future. 

Future Requirements 
3.9.We have established  a biennial survey cycle for these indicators. 

Key Indicator I2:  Journey Times 
3.9.17 This section is now reported under Key Indicator B1: Journey Times 

Background Indicator I3: All Day Commuter Parking Provision and Cost 
3.9.18 It is widely accepted that control of all day commuter parking is a powerful 
demand management tool.  In past years, there has been no common definition, which 
has made it difficult to assess the relative effectiveness of measures in the different 
centres.  For consistency, the following definition has been agreed for monitoring 
purposes and is used for all centres. 

All day commuter spaces are defined as those where the maximum stay is 
greater than 8 hours, or where the cost of parking for more than 8 hours is less 
than 1.5 times the average cost of council off street long stay parking for an 
equal duration. 

3.9.19 Parking inventories have been conducted in all major centres in the region to 
provide baseline data against which future changes can be measured.  Table 3.9.11 
shows the relative size of the parking study areas for each Centre, whilst inventory data 
are presented in Table 3.9.12. 

Centre Approximate radius of 
parking survey area 

(Metres) 
Bradford 1150 
Halifax 500 
Huddersfield 900 
Dewsbury 500 
Leeds 700 
Wakefield 750 

Table 3.9.11 Size of Parking Survey Areas
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Key Indicator I6a:  Rail Patronage
3.9.37 Patronage of rail services in West Yorkshire is monitored by Metro through use 
of a continuous on board survey.  This data is extrapolated to provide annual figures for 
countywide rail patronage as presented in Figure 3.9.7.  The data shown is for West 
Yorkshire internal journeys. 

West Yorkshire Rail Patronage
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Figure 3.9.7 West Yorkshire Rail Patronage (Million Passengers per Year) 

Desired Movement 
3.9.38 Rail passenger journeys are increasing after a decline at the start of the LTP 
period.  A fall in rail patronage after the target was set was caused by: 

• service unreliability during the rebuilding of Leeds railway station;  

• the Hatfield derailment; 

• driver shortages at Arriva Trains Northern; 

• strike action.   
3.9.39 Strike action is estimated to account for the loss of 700,000 passengers in 2002.  
Despite this, rail passenger journeys are now increasing markedly.  New rail stations 
along with additional rolling stock will generate additional patronage.  Given the latest 
patronage increases and successful completion of the programme of new rail stations 
within the plan period, the local LTP target of 40% growth by 2005/6 may be 
achievable, subject to increased on-train capacity being provided.

Future Requirements 
3.9.40 The continuous on board survey will be used to assess changes in countywide 
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rail patronage. 

Background Indicator I7: % of Users Satisfied With Local Provision of Public 
Transport Information (BVPI103) 

3.9.41 It is recognised that the provision of accurate, reliable and up to date travel 
information can help encourage new passengers and improve the ease of travel for 
existing users.  During the 2002 calendar year, Metroline accepted 679,318 calls 
and answered 565,934 thus achieving a response level of 83%. 

3.9.42 A key requirement of Best Value is to provide user satisfaction performance 
indicators and as a result each District Council conducted a user satisfaction survey, 
using a questionnaire produced to the format directed by the former Department of 
Environment, Transport and the Regions (DETR).  

3.9.43 All the Districts asked the public to indicate whether they were satisfied or 
dissatisfied with the provision of transport information.  The results are largely 
positive, with 56% indicating that they were happy with the provision of transport 
information. This figure provides the baseline against which future progress will be 
monitored.  

3.9.44 Further efforts will be made to improve satisfaction levels by working closely 
with operators to review and improve standards relating to passenger information.  A 
target has been set for 70% of users to be satisfied with the local provision of public 
transport information by 2004 / 2005.  

  BVPI 103
        2000/2001 2002/2003 Target : 

2004/2005

Percentage of users satisfied with 

local provision of public transport 

information 

56%

Next data 

Autumn 2003     70% 

Table 3.9.17: (BVPI103) Percentage of Users Satisfied with Local Provision of 
Public Transport Information 

Desired Movement 

3.9.45  It is anticipated that continually improving standards relating to the scope and 
provision of passenger information will result in movement towards the BVPI target. 

Future Requirements

3.9.46 The next survey for BVPI 103 is due to is undertaken in Autumn 2003 and 
published in 2004.  Changes in user satisfaction with public transport information will 
continue to be monitored. 








