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Executive Summary 

In April 2010, responsibility for planning and investment on local transport in Harrogate District 

transferred from Harrogate Borough Council (HBC) to North Yorkshire County Council (NYCC). With 

less direct control over its existing and future transport infrastructure, it is vital that the Borough 

Council has a clear understanding of the district-wide transport priorities for Harrogate District. This 

will enable the Council to identify the transport investment needed to support its spatial, economic, 

environmental and social priorities in the short, medium and long term.  

There is a wide range of travel demands in Harrogate District: local trips to Harrogate and 

Knaresborough, journeys from rural areas to the market towns, trips to strategic locations, including 

Leeds, York and Bradford, and longer distance trips to Leeds Bradford International Airport (LBIA), 

London and other principal cities. Therefore, the transport issues in Harrogate District have been 

grouped into these three categories. 

Harrogate and Knaresborough Connectivity 

Analysis of available data for the transport networks and travel patterns in Harrogate and 

Knaresborough has highlighted a high proportion of journeys to the Harrogate urban area, as a 

percentage of the total trips to / from the District. About 35% of these trips to the Harrogate and 

Knaresborough urban area have a destination in Harrogate town centre, with the majority of these 

journeys made by car. The dispersed pattern of origins and destinations means the scope for using 

public transport as an alternative is limited.  In addition, a large proportion of journeys to the town 

centre are over a relatively short distance and therefore there is greater scope for more walking and 

cycling trips if the right conditions are created by implementing measures to address the limitations 

to the current walking and cycling infrastructure. 

In Harrogate and Knaresborough the highway network is very congested at peak times, with most 

routes in the town centre and radial corridors affected. Traffic flows on several corridors have been 

virtually unchanged during the last five years, suggesting the network is already operating at or 

close to capacity during the peaks. In particular, lengthy and unreliable journey times occur on the 

A59 between Harrogate and Knaresborough, due in part to the presence of the level crossing at 

Starbeck. The analysis also identified several other capacity bottlenecks and impacts exacerbated 

by HGV flows. Overall, the level of congestion in town has led to poor environmental conditions at 

some locations including worsening air quality and increased noise pollution. 

The coverage and quality of existing bus routes serving Harrogate is mixed. There are less than four 

services per hour on many routes, and the lack of bus priority measures across the network reduces 

the competitiveness of journey times versus other modes. The rail service is not an attractive option 

for local journeys due to the relatively low service frequency on the line and the limited station 

catchments. As a result, rail attracts a low mode share for short distance journeys. These limitations 

of the local bus and rail services, together with the relatively low costs for car parking compared with 

higher costs of public transport, particularly for families and groups travelling together, is one of the 

factors contributing to the high car mode share for travel to Harrogate and Knaresborough town 

centres. 

Rural and Market Town Connectivity 

In rural areas, car ownership levels are relatively high. This, combined with the dispersed population 

across wide areas means that serving the local population with public transport is difficult.  However, 

certain corridors do benefit from good rural public transport accessibility due to the proximity of 

strategic bus routes towards Ripon, Leeds and Wetherby. In contrast, access to public transport in 

most of the rural areas is relatively poor. In particular, the timing of many bus services is not 

particularly conducive to support commuter travel, although these services do offer important 

connections to key local centres. The requirement for funding support also means there is limited 

scope to improve these routes. However, the District does benefit from a successful demand 

responsive bus service, operated by the Little Red Bus Company, catering for those in rural areas 

suffering from acute accessibility problems, and there are a number of bus services provided for 

travel to school as well as other, socially necessary services. 
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Road safety is also a key issue in rural areas, with a high proportion of accidents involving 

motorcyclists using the rural highway network for leisure trips. Whilst the number of serious 

accidents in Harrogate has been reduced between 1999 and 2008, it is recognised that ongoing 

improvements to road safety are required. 

Strategic Connections 

The quality of strategic connections from Harrogate and the wider District is relatively poor with slow 

and infrequent services to key hubs including York and LBIA. Although there are two trains per hour 

to Leeds, speeds are relatively slow compared with other nearby routes (although are still car-

competitive), and service quality is limited. Overcrowding has also become a severe constraint 

during the peak periods, with most services to / from Leeds attracting more passengers than the 

number of available seats. York is a major UK rail hub, with a range of journey opportunities to major 

destinations however, connectivity between Harrogate and York is poor, with just an hourly service 

and low quality rolling stock. These connections to Leeds and York are critical, given the lack of 

through journey opportunities to other destinations from Harrogate particularly to the north.  

Strategic connectivity from Harrogate is fundamental to the economic growth of the District. Much of 

the economy in the town is linked to business tourism from the Harrogate International Centre (HIC). 

This facility attracts visitors from across the UK, many of whom are reliant on public transport 

connections for access to the town. It is therefore crucial that the external connectivity to nearby 

national hubs such as Leeds, York, Manchester and London is improved, to ensure the growth of 

HIC and the wider economy of the District. 

Route 36 between Harrogate and Leeds complements the rail service, providing frequent departures 

and high service quality. However, there is scope to improve journey times, particularly on sections 

of the route in Leeds, and in Harrogate buses have a circuitous route to serve the bus station. There 

are also a limited number of National Express coaches to London, Manchester and the North East 

each day, but the slow journey times mean these services are mostly used by passengers that value 

cost over time. The low frequency of the bus service to LBIA also discourages its usage, particularly 

as alternative modes are faster and more convenient. The availability of bus and coach links to other 

strategic destinations is very limited. 

Drivers of Change 

Whilst there are various existing transport constraints affecting movement within the District, future 

network performance is likely to be affected further by growth. With significant new housing and 

employment growth forecast for Harrogate and Knaresborough over the next 15 years, it is likely the 

highway network will become increasingly congested in a number of locations, with longer journey 

times and more frequent delays arising even with disproportionately small increases in traffic levels. 

The impact of increased road congestion could exacerbate the existing economical, social and 

environmental problems that already occur in parts of the District.  

The location of new development will impact on the number of trips and also the timing and routeing 

of journeys to strategic destinations. In particular, some of the new housing will generate additional 

demand to major destinations, such as Leeds and York, which is likely to increase congestion on the 

A61 and A59 corridors as well.  Additionally, unless new capacity is added to the peak rail services, 

overcrowding is likely to worsen as a result of housing growth. 

Setting the Objectives for Transport in Harrogate District 

Using the evidence collected through the baseline review and the assessment of future growth and 

drivers of change in the District, as well as through discussions with Council officers and members, 

a series of objectives for transport have been identified that are aligned to the Adopted Core 

Strategy for the District. These provide a framework for the option generation process, recognising 

the unique characteristics of the District and the fit with local and regional policy. The five objectives 

chosen from the Delivering a Sustainable Transport System (DaSTS) guidelines are: 
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• Reduce greenhouse gas emissions; 

• Reduce lost productive time; 

• Improve connectivity to labour markets; 

• Support sustainable housing delivery; 

• Enhance social inclusion. 

Future Transport Options for Harrogate District 

These transport priorities have been benchmarked against transport measures implemented in other 

similar towns to understand how they could support the broader outcomes defined for the District in 

the Council’s strategic plan. 

Potential transport interventions identified include measures aimed at reducing the need to travel by 

car, capacity increases on strategic routes, improved quality and frequency of bus and rail services. 

Proposals were sifted against the DaSTS Challenges to ensure strong policy fit before being 

grouped under the five prioritised objectives. 

A number of options were proposed to address current and future transport needs. These included 

measures for the short, medium and long term as well as low and high cost options.  Eleven priority 

interventions were identified in this process: 

• Expanded walking and cycling networks to encourage modal shift away from the private 

car for short journeys in Harrogate and Knaresborough; 

• A package of smarter choices measures to increase awareness of sustainable travel 

options; 

• A revised town centre parking policy to encourage modal shift away from the private car; 

• Park and ride (both bus and rail based) to reduce traffic on key radials; 

• An improved local bus offer including higher service frequencies, extended hours of 

operation and reduced (as well as more reliable) journey times to encourage greater 

public transport usage; 

• A comprehensive management strategy for the Harrogate Line, including a new 

interchange at Harrogate, a potential rail halt at Knaresborough East and more direct 

trains to London; 

• Conversion of the Harrogate Line to tram-train to provide a step-change in the quality of 

the rail link in terms of capacity, frequency and connectivity to labour markets both for 

local and strategic journeys; 

• Broadband for all new homes to reduce the need to travel; 

• A ‘transit-orientated development’ approach to new home building, ensuring that new 

housing is well served by public transport 

• Expansion of demand responsive bus services to improve accessibility to key services 

from rural areas; 

• Strengthening and coordination of rural bus services to raise the quality of rural public 

transport links. 
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Next Steps 

This strategy sets out the key transport interventions needed to support the Strategic Plan. It is 

crucial that Harrogate Council is an informed and engaged stakeholder when lobbying for transport 

investment that will benefit the District. It will need to engage with a broad range of sub-regional, 

regional and national stakeholders to ensure that the case is made for the transport priorities, and 

that they form part of the wider plans of the different transport authorities and operators.  Further 

work will be needed to develop the evidence base for specific proposals, to ensure that they are 

integrated with other non-transport objectives.    
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1 Introduction 

1.1 Overview 

Harrogate Borough Council (HBC) appointed Arup to undertake a study to identify transport 

priorities for the Harrogate District needed to support the wider objectives of HBC including 

delivery of housing growth, more homes for local people, creation and protection of jobs and 

businesses, improved travel options, a safeguarded environment and stronger communities. 

These priorities have been established from a strong evidence base which is presented in 

this report. This study informs HBC and helps them to prioritise local investment and create 

a framework for engagement with regional and national bodies to enable them to effectively 

make the case for local and strategic transport interventions. Given the changing 

responsibilities for transport development and investment in the District that came into effect 

in April 2010, the development of a clear set of objectives for transport is critical. This report 

seeks to establish these objectives and priorities. 

1.2 Overview of the Study Area 

1.2.1 Introduction 

Harrogate District is located directly north of Leeds and Bradford, west of York and to the 

east of Craven District. Just over half of the population (88,000) live in the south of the 

District, in the urban areas of Harrogate and Knaresborough, which also offer convenient 

accessibility to Leeds and York. A further 63,000
1
 live in the remainder of the District which 

although predominately rural has important market towns including Ripon, Masham, 

Boroughbridge and Pateley Bridge.  

The District has a number of characteristics that influence transport needs and demand 

including:  

• Significant residential areas that generate commuter travel to employment locations in 

the District and more widely across the City Region; 

• Harrogate and the market towns are  important destinations for trips from the rural areas 

to access shops, amenities and key facilities; 

• Harrogate International Centre generates trips from across the UK and internationally; 

• Harrogate has an important regional business tourism role as a conference and 

exhibition location; and   

• The District is a gateway to the Dales and other important tourist destinations. 

  

                                                           
1
 Population figures from 2001 Census. ONS 2008 Mid Year Population Estimates indicate that Harrogate’s population has grown to 

160,500. 
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Figure 1.1: Location of Harrogate within the North Yorkshire and York Sub-Region and the Leeds City Region 

 

Source: Arup 

1.2.2 Harrogate and Knaresborough  

Harrogate is the largest town in the District with a population of 73,000 (2005). The town 

centre provides the largest selection of town centre retail outlets, visitor and conference 

attractions and evening entertainment which draw visitors from further afield. Harrogate also 

provides a range of jobs, health services and schools that make the town the most visited by 

residents of the district
2
. The range and of facilities paired with the Edwardian and Victorian 

built form and the attractive green spaces of the Stray and Valley Gardens deliver a highly 

desirable townscape. 

In terms of employment, a high proportion of jobs in Harrogate are within the distribution, 

hotels and restaurants and the public administration education and health sectors. These 

are generally lower value service jobs. There are significant commuting flows to Leeds, York 

and elsewhere for higher value jobs such that overall, Harrogate is a net exporter of jobs. 

Harrogate is also a destination for leisure and business tourism, acting as a gateway to the 

Yorkshire Dales and has a wide range of visitor attractions including the annual Great 

Yorkshire Show. It is also an internationally significant resort for business tourism, with the 

Harrogate International Centre located in the heart of the town centre. 

The role of Harrogate as an important and attractive centre for the District as well as the 

region has led to increasing pressure on the road network. In addition, the town has also 

become an attractive commuter location for people who work in Leeds. This leads to a 

variety of travel movements in the town which cause congestion problems at peak times on 

key routes. It is recognised that the increase in car usage within the town is leading to 

negative impacts, not only with regard to the delays caused by traffic volumes but also the 

reduction in air quality and increase in noise pollution that is associated with this trend.  

Knaresborough, with a population of 15,000, is smaller and lies close to Harrogate, but is 

separated by Green Belt. The town centre provides a local shopping and service centre role 

for the surrounding population
3
. The town centre’s medieval street pattern, historic built form 

and spectacular valley setting are key features of its special character. This character, its 

                                                           
2
 Harrogate Borough Council Core Strategy Adopted February 2009 
3
 Harrogate Borough Council Core Strategy Adopted February 2009 
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weekly market, cultural events and leisure activities focused around the riverside make the 

town a popular day visitor destination.  

Movement patterns within Knaresborough are heavily influenced by its role as a commuter 

town. The lack of employment opportunities locally make it necessary for a large proportion 

of residents to travel to Harrogate or Leeds for work. This leads to traffic congestion on the 

main road through Knaresborough (the A59) and consequently Bond End Junction has been 

identified as a possible Air Quality Management Area (AQMA) location. 

1.2.3 Market Cities and Towns 

The City of Ripon lies around 16 kilometres due north of Harrogate and has a population of 

16,300 (2005). Ripon City centre forms the main service and employment centre for 

extensive rural areas in the northern part of the district. A weekly market, regular cultural 

events and tourist attractions, including the Cathedral all contribute to the city’s role as an 

important centre for tourism. 

Boroughbridge, including the separate villages of Aldborough and Minskip, has a population 

of 3,340 (2005). Although located within the wider rural catchment of Ripon, Boroughbridge 

offers an important local service centre function with a reasonable range of jobs, shops and 

services including one secondary school, which has a joint use as a leisure centre. The 

town also has a large employment zone to the west of the A1(M).  

Pateley Bridge lies at the heart of the Nidderdale Area of Outstanding Natural Beauty 

(AONB) and provides local shops and services for its residents and the northern part of the 

AONB.  

Masham provides a role as a very localised shopping and service centre to a sparsely 

populated area. It is a very important employment centre for the area, with two large 

breweries and a number of agriculture-related businesses. The town’s countryside setting, 

historic buildings, weekly market and annual events attract visitors for day trips and 

overnight stays. 

1.2.4 Rural Areas 

Although over 75% people in the District live in one of the six urban areas detailed above, 

there is still a sizeable population of 38,000 people living in many small villages and hamlets 

spread across the District. In total, there are about 120 villages and hamlets in the District, 

including some larger villages which provide some local services (such as primary schools 

or GP surgeries).  

1.3 Transport Networks in the District 

Routes discussed in this section are shown in Figure 1.1. Running north-south in the 

eastern part of the District, the A1(M) provides the main strategic highway route for national 

connectivity. The A61 is the main strategic route through the centre of the District linking 

Harrogate to Leeds in the south and to Ripon and Thirsk in the north. The B6451 runs in a 

north south direction from Otley to Pateley Bridge to the west of the district. 

The A59 is the principal east-west route between York and Skipton/Lancashire. The A658 

provides connectivity with Leeds Bradford International Airport and Bradford, and forms 

parts of the Harrogate bypass. The A6055 provides a link north east from Knaresborough to 

the A1(M) and the A661 provides a link south east from Harrogate to Wetherby to join the 

strategic highway network. The B6265 provides an alternative east-west route from 

Grassington (in the Yorkshire Dales) to Ripon, and then continues east of the A1(M) to 

merge with the A59 near Kirk Hammerton.  
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Figure 1.1: Harrogate District Transport Network 

 

Source: Arup and Ordnance Survey  

Bus connections are available between the main urban areas of Harrogate, Knaresborough 

and Ripon. A number of bus services connect Harrogate with other urban areas including 

Leeds, Ripon, Wetherby, Pateley Bridge, Boroughbridge and Skipton. In addition there are a 

number of local, rural and community bus services that provide local connectivity.  

The only rail corridor serving the District is the Harrogate Line. This provides connections to 

Leeds and York with stations at Weeton, Pannal, Hornbeam Park, Harrogate, Starbeck, 

Knaresborough, Cattal, Hammerton and Poppleton. A single early morning service also runs 

from Harrogate to London. 

Leeds Bradford International Airport is located about 10 miles south of Harrogate adjacent 

to the A658 towards Bradford. This represents a key asset for the District as it is an 

important gateway for inbound business tourism and leisure trips to the Harrogate 

International Centre and the wider District. 

1.4 Background to the Study 

In the last few years, various studies have been undertaken at a regional, sub-regional and 

local level to develop transport investment strategies and priorities, most of which 

responded directly to changing national, regional and local government policy. The following 

section provides to provide an understanding of this context and how this has led to the 

need to develop a clear set of transport priorities for the Harrogate District. 

1.4.1 Changing Transport Responsibilities  

In April 2010, the responsibility for all transport scheme delivery and the maintenance of 

local roads in Harrogate and Knaresborough transferred to North Yorkshire County Council. 

This will have significant implications for the way local transport investment is planned and 
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delivered within the District. The identification of a clear set of transport investment priorities 

is therefore crucial to ensure HBC is able to make a compelling case for transport 

investment that is supported by clear integration with its wider objectives for the future.  

1.4.2 Delivering a Sustainable Transport System 

The Government has updated the policy framework for transport planning in England as set 

out in the guidance “Delivering a Sustainable Transport System” (DaSTS), which aims to 

identify a common framework for transport planning at the national, regional, city region and 

local level. The Harrogate Transport Strategy will be developed in accordance with the 

DaSTS guidance. 

This national guidance emerged following significant preparatory work by the Department 

for Transport (DfT) and consultation with stakeholders to ensure that transport planning and 

investment is more responsive to supporting the delivery of the Government’s wider 

objectives. It also builds on the recommendations from the Stern and Eddington reports 

published in 2006. Specifically, DaSTS seeks an approach to transport that supports 

economic growth whilst minimising carbon dioxide emissions, recognising that transport also 

has a key role in supporting wider objectives such as improved health and better quality of 

life. 

1.4.3 Leeds City Region Transport Strategy 

In November 2009, the Leeds City Region launched an updated transport strategy. The 

update, like the original, was developed by Arup using the DaSTS approach. The strategy 

provides a framework for transport investment over the next 20 years for the sub-region, 

which includes Harrogate. This document also sets out how the City Region should develop 

its transport network to support low carbon, plan-led growth and achieve economic 

prosperity. 

In the strategy, investment priorities were identified for Harrogate which included improved 

strategic connections from the District, enhanced bus/rail interchange, targeted highway 

improvements and the potential for introducing a tram-train to improve connectivity with York 

and Leeds. This document does not contradict the city region strategy, but does provide 

more detail for the District in terms of the evidence base and priority issues. 

1.4.4 Leeds City Region DaSTS Connectivity Study 

The DfT and the Leeds City Region partners have recently commissioned a series of further 

studies that will confirm whether the schemes included in the City Region Transport 

Strategy meet the DfT’s wider objectives. The first study was a baseline study prepared by 

Arup which enables us to carry out further checks to ensure the transport strategy for the 

City Region is right and robust. The Connectivity Study has reviewed possible interventions 

and applied a strategic appraisal tool to prioritise possible schemes in advance of 

developing Major Scheme Business Case for prioritised interventions. Conclusions from this 

work have been incorporated into this Harrogate Transport Priorities study, where 

appropriate. 

1.4.5 North Yorkshire and York Transport Strategy 

The local authorities of North Yorkshire and York are currently developing a transport 

strategy. This aims to set out a strategic approach to transport at this geographical level, 

particularly addressing cross-boundary issues. The evidence base from their study has 

been incorporated into this study.  

1.4.6 Other Transport Related Proposals 

A number of transport proposals have been examined by HBC in recent years. These 

include: 

• Options to improve the existing heavy rail service including improved frequencies and 

new rolling stock; 

• The potential to convert the Harrogate Line to tram-train; 
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• New stations on the Harrogate Line at Knaresborough East/Manse Farm and at Bilton; 

• A new bus/rail interchange at Harrogate and various traffic management studies to 

reduce congestion, particularly for buses, in the Harrogate and Knaresborough area; 

and 

• The feasibility of a northern bypass. 

Where appropriate, outputs from these studies have been used to inform the evidence base 

and option generation approach for this work. 

1.4.7 Local Development Framework for the Harrogate District 

LDF General Objectives 

The Local Development Framework (LDF) strategy for the District is to concentrate housing 

and employment growth within the main urban areas of Harrogate and Knaresborough 

(group A settlements) followed by Ripon, Boroughbridge, Pateley Bridge and Masham. The 

distribution of employment and housing will be focused on the key bus rail and network to 

promote travel choice, with employment sites focused around existing rail hubs. Small scale 

housing and employment growth will be delivered in the smaller settlements to meet local 

housing demand and tackle the acute need for affordable housing in the district. 

1.4.8 Vision for the District 

The Core Strategy for the District, adopted in 2009, outlines a Vision for Harrogate by 2021. 

This Vision encompasses a variety of issues including quality of life, environment, 

prosperity, community, travel and the economy. The Vision describes the following aims for 

each of the key settlements in the District:  

Harrogate and Knaresborough: new housing and employment including an expansion 

of the conference facilities and new retail opportunities. Improvements to the transport 

network in both towns also form part of the Vision with improved public transport to Leeds, 

York and Ripon specifically mentioned, as well as measures to minimise car use and 

reduce traffic congestion. 

City of Ripon: continued regeneration, with housing redevelopment and a stronger 

tourism offer as well as improvements to cycling and pedestrian environments and 

enhanced bus services to Harrogate and Leeds. 

Boroughbridge: enhance its role as service centre and will increase its offer of affordable 

homes. Improved transport links to rural areas are a priority. 

Pateley Bridge and Masham: continue their roles as important service centres and will 

provide new homes for local people. 

Villages and countryside: accommodate more homes and benefit from improved 

facilities and better public transport links. 

The Vision will be achieved through 23 strategic objectives for the District, which have been 

grouped into the following six themes: 

• Settlement Growth; 

• Homes for Local People; 

• Jobs & Business; 

• Travel; 

• Environment; and 

• Communities. 
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LDF Transport Objectives 

Strategic objectives set out in the LDF Core Strategy for Harrogate District includes specific 

travel objectives including: 

• Retain and improve access for all, particularly those disadvantaged groups, to key 

services of health, education, employment, food shopping, community facilities and 

recreation; 

• Integrate development and transport provision and locate development where it is 

accessible to key services and facilities by a range of transport modes; and 

• Improve the provision of bus and rail services and facilities, pedestrian and cycle 

networks, community transport schemes, park and ride and traffic management 

measures to reduce traffic congestion, with priority given to Harrogate and 

Knaresborough.  

LDF Housing Growth  

The Regional Spatial Strategy
4
 defines an annual net additional housing target of 390 units 

per annum up to 2026. The adopted LDF Core Strategy defines the spatial vision for the 

District up to 2023, together with the estimated distribution of new homes.  

The scale and distribution of new housing reflects the current settlement foci and so does 

not propose new settlements in remote rural areas. The focus of the housing growth is 

planned for the Harrogate urban area where almost half (48%) of the new dwellings will be 

delivered.  

Knaresborough will be the location for 14% of new houses. Currently, a large urban 

extension to the east of Knaresborough is the possible location for the majority of these 

dwellings. The delivery of a new railway station on the Harrogate Line is currently being 

investigated as part of this development. The other urban areas in the District, including 

Ripon, Boroughbridge, Pateley Bridge, Masham are expected to accommodate most of the 

remaining housing allocation, with limited housing delivery in villages across the district to 

met local housing need.  

1.4.9 Corporate Plan 

The Council’s Corporate Plan 2009 – 2012 sets a vision for Harrogate to be ’safe, green 

healthy, beautiful and vibrant; a place where people want to live, work and visit’. Along with 

this strategic aim, the Council also outlines six priorities, goals and actions for 2009/10 and 

beyond. One of these is to develop a ’Connected District’ with ’good travel, transport and 

electronic links to and from the sub-district, with the rest of the Leeds City Region, the North 

Yorkshire sub-region and nationally’. The Connected District transport priority has three key 

transport aims: 

• Reducing congestion in urban areas; 

• Improved accessibility in rural areas; and 

• Lobbying for improved transport links. 

1.5 Overview of the Methodology and Structure of the Report 

The first stage of this study comprises a high-level, multi-modal review of existing conditions 

to understand how people travel within the District (both to Harrogate town centre and within 

the rural hinterland) and strategic links to/from the District. This has been split into three 

sections to reflect the different transport needs of the District. Chapter 2 provides details of 

the baseline analysis for the Harrogate and Knaresborough urban area. Chapter 3 examines 

transport connectivity to rural areas and the market towns and chapter 4 details the 

connectivity available from Harrogate District to strategic destinations and external areas. 

The main transport needs of the District is the justification for these three study themes as 

                                                           
4
 The Yorkshire and Humber Plan, May 2008 
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the towns of Harrogate and Knaresborough act as one urban area, as set out in the adopted 

Core Strategy for the District. The transport needs of the market towns of Ripon, 

Boroughbridge, Pately Bridge and Masham and the village and hamlets being served by 

these towns will then be examined. Finally we will look at the relationship between the 

Harrogate district and the surrounding districts and other key strategic destination.  

Chapter 5 examines the potential housing and employment growth planned for the District, 

plus a qualitative assessment of the implications of these changes. To help inform this 

analysis, review workshops were convened with HBC officers. These meetings were used to 

confirm the level of planned growth, and to better understand the resulting changes in 

transport demand that could occur and to review how HBC wants to manage this demand. 

Chapter 6 describes the approach used to set the objectives and outcomes required from 

transport to support the wider HBC objectives. These objectives are closely aligned with the 

Goals and Challenges outlined in the DaSTS guidance and the LDF Core Strategy, to also 

ensure broad consistency with sub-regional, city regional and regional aims.  

Chapter 7 considers possible approaches to funding transport investment to address the 

problems, with the proposed interventions carefully aligned to ensure consistency with the 

wider DaSTS Challenges. These interventions have been carefully sifted, to ensure they 

meet the objectives identified.  

Lastly, a set of conclusions and recommendations identified for achieving the transport 

priorities for the District are set out in Chapter 8. This will be supported by a clear set of 

‘next steps’ for the District to undertake. These recommendations could influence the 

forthcoming transport planning and modelling being led by NYCC.  

1.5.1 Workshops 

A ‘Transport Priorities’ workshop was held for this study on 30 November 2009 with officers 

from a number of HBC departments including Transportation, Environment, Health and 

Planning, to understand the main issues that each department faces over the next decade 

and consider the role of transport in addressing them. This provided a more integrated 

approach to the issues encompassing all aspects of HBCs activities. The workshop gave an 

introduction to the study and presentation of the initial analysis of transport issues for the 

District. Further information to be considered as part of the study was identified. The 

workshop also identified some of the key transport priority problems and possible solutions. 

A list of attendees at the workshop and a summary of the discussion is provided in Appendix 

A. 

A subsequent workshop was held with Members on 5
 
February 2010. The purpose of this 

discussion was to outline the progress on the study but also to get agreement from the 

Members that the evidence collected as part of this baseline review aligned with their 

knowledge of the District. Furthermore, Members were then asked to consider the type of 

solutions which might be appropriate to address those solutions. The outcomes of the 

discussion have been summarised and are included in Appendix A. 
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2 Baseline Analysis – Connectivity and Accessibility in 

the Harrogate and Knaresborough Urban Area 

 Definition of Study Sub-Areas 

Harrogate town: wards of High Harrogate, Low Harrogate, Bilton, Granby, Harlow Moor, Hookstone, 

New Park, Pannal, Rossett, Saltergate, Starbeck, Stray and Woodfield. 

Harrogate and Knaresborough Urban Area: Harrogate town wards and Knaresborough Scriven Park, 

Knaresborough East and Knaresborough King James. 

2.1 Introduction 

2.1.1 Key Routes 

The highway network in the Harrogate and Knaresborough urban area comprises a small 

number of key routes. They are shown on Figure 2.1 and are:  

• A61 (north-south) passes through the town centre, providing connectivity to Ripon and 

Leeds; 

• A59 (east-west) passes through Harrogate and Knaresborough town centres, providing 

links to York and Skipton; 

• A661 joins the A59 at the Empress roundabout to the east of Harrogate town centre, 

and serves the Yorkshire Showground and provides a link to Wetherby; 

• A6040 connects the A59 and A61 to the south of the town centre; and 

• B6162 heads west towards Beckwithshaw from the A61/A6010 roundabout junction. 

This network has a number of highway capacity bottlenecks, including the A59 / A61 

junction to the north of the town centre, the A661 / A59 to the east of the town centre and 

A61 / A6040 / B6162 to the south of the town centre. The town centre loop comprises West 

Park, A61 Station Parade and A6040 York Place. West Park is one way in the northbound 

direction, whilst Station Parade operates in a southbound direction to create a clockwise 

loop through the town centre. In Knaresborough, the junction of Bond End, where the A59 

meets the Ripley Road is a major constraint due to several roads converging at a staggered 

signal control junction where the highway layout is constrained and there are a large 

number of turning movements. Further discussion of highway network performance and 

bottlenecks is included in Section 2.3. 

Harrogate railway and bus stations are located in the east of the town centre on the A61 

Station Parade. The rail station provides connections to destinations between Leeds and 

York. A number of bus services call at the bus station providing connections within the 

Harrogate urban area as well as to other districts in the district and externally.  
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Figure 2.1: Harrogate and Knaresborough Urban Area Transport Network 

 

Source: Arup and Ordnance Survey 

2.1.2 Main Attractions 

There are a range of major attractions in Harrogate that generate substantial trips 

throughout the day, many of which are shown on Figure 2.2. Many key public services and 

amenities are located in the central area or to the south of the town centre, including: 

• Harrogate District Hospital located to the east of the town centre immediately east of the 

roundabout junction of the A661 / A59 / A6040; 

• Two supermarkets close to the railway station, plus two further supermarkets close to 

the A661 Wetherby Road; 

• The main secondary schools which are generally located south of Harrogate town 

centre. Harrogate Grammar School is located on the B6162 Otley Road, St Aidan’s CoE 

High School is adjacent to the A6040, Ashville College and Rossett School are south 

west of the town, whilst Harrogate High School is east of the A59 near the Empress 

roundabout. King James’ is the only secondary school in Knaresborough and is located 

close to the A59 in the east of the town; 

• Beckwith Knowle Business Park is located to the west of the town, whilst Hornbeam 

Business Park is located to the south. 

The schools, employment centres and the hospitals generate significant levels of traffic, and 

the relative lack of facilities to the north of the town centre is one of the factors contributing 

to the existing traffic levels. This land use pattern creates a high number of cross-town 

journeys and contributes to some of the congestion bottlenecks described earlier.  

The Harrogate International Centre located on Kings Road to the north of the town centre 

and the Great Yorkshire Showground located on the A661 to the south east of the town, 
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also generate significant numbers of car trips, and this creates severe congestion problems 

when major events are held. In addition, there are other significant employment destinations 

including Claro Road, St. James Park, Hookstone Park and Hornbeam Park.  

Figure 2.2: Location of Major Employment Sites in the Harrogate and Knaresborough 

Urban Area  

 

Source: Arup and Ordnance Survey 

2.2 Harrogate and Knaresborough Travel Patterns 

2.2.1 Journey to Work Flows  

The 2001 Census Journey to Work database has been analysed to understand peak hour 

travel movements. This is the most comprehensive database of trips within the District, but 

this source has its limitations, in particular its age and because it only includes a single 

journey purpose: travel to work (which includes full time further education). Most education, 

shopping, business and leisure trips are omitted from this dataset, which account for around 

84% of total daily trips. Section 2.2.2 details how the characteristics of other purpose trips 

differ.   

Although commuting accounts for a relatively small proportion of total journeys, these trips 

are concentrated during the AM and PM peak periods. As most commuting trips are made 

between 0700 and 0900 hours, this creates significant pressure on the transport network 

during this period; particularly as home to school trips are also made during this time.  

Harrogate District generates around 60,000 journeys to work each day. This figure accounts 

for both internal trips (those with origins and destinations within the District) and external 

trips (those with origins or destinations outside the District). Around 40,000 of these trips 

have a destination within the Harrogate and Knaresborough Urban area and over 32,000 

are to Harrogate. A much smaller number of trips terminate in other towns, as shown in 

Figure 2.3. There are also large numbers of trips to other destinations outside the main 

urban areas particularly Leeds. This number and distribution of these strategic trips will be 

explored in greater detail in Chapter 4.  
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Figure 2.3: Daily Journeys to Work to Harrogate District (from within and outside the 

District) 

 

Source: 2001 Census Travel to Work Database 

Of the 32,000 journeys to work in Harrogate around 30% of trips are destined for the ward of 

Low Harrogate (which covers most of Harrogate town centre) which has over 9,000 daily 

commuter arrivals. This indicates that the town centre is the predominant location for 

employment, which has implications for parking demand and usage of public transport 

(covered in further detail in sections 2.4 and 2.5). However, the wards of High Harrogate, 

Granby, Harlow Moor, Hookstone and Rossett are also significant employment centres as 

shown in Figure 2.4, with over 2,000 daily commuting trips to each of these areas. This 

confirms that importance of out-of-town employment for Harrogate. 

Figure 2.4: Destination of Journeys to Work in Harrogate and Knaresborough Towns  

 

Source: 2001 Census Travel to Work Database 

Figure 2.5 presents the modal split for travel to work to destinations in the Harrogate and 

Knaresborough urban area. Overall, about 75% of people commute by car. For some wards 
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(for example, Pannal and Rossett) this figure exceeds 85%. However, only 62% of journeys 

to Low Harrogate are made by car, with a significantly higher proportion of bus and walking 

trips reflecting the better availability of bus services and the shorter distances between 

residential areas and employment locations. Rail access to Harrogate accounts for an 

extremely low proportion of all commuting journeys, reflecting the limited catchments served 

by outlying rail stations. 

Figure 2.5: Mode Share for Journeys to Work in Harrogate and Knaresborough Towns 

 

Source: 2001 Census Travel to Work Database 

Note: ‘other’ includes trips made by cycle, taxi and motorcycle 

Figure 2.6 shows the origins of commuter journeys to Low Harrogate using GIS mapping. 

This highlights the large number of people travelling a relatively short distance to the town 

centre, covering distances less than 2 miles. Although the proportion of commuter walking 

trips is already high (between 10% and 20%) this indicates there may be scope for 

encouraging even more walking and cycling trips to the town centre. There are also a 

significant number of trips originating from destinations further afield, particularly from the 

rural area between Ripon and Harrogate, plus flows from Knaresborough. The availability of 

public transport options to serve this travel market for longer distance trips is reviewed in 

Chapter 3.  
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Figure 2.6: Origins of All Journeys to Work to Low Harrogate  

 

Source: 2001 Census Travel to Work Database 

The journey to work data shows a large number of trips crossing the town centre, either east 

to west or north to south which, along with education trips, can create congestion in the 

town centre. For example, there are around 3,000 commuting journeys from wards north of 

Harrogate town centre to destinations in the south of Harrogate District, or to Leeds. These 

trips contribute to congestion problems on radial routes and the town centre loop. The 

number of journeys in the reverse direction is significantly lower, with around 650 

northbound commuting trips.  

For east-west trips, there are around 800 journeys to work from wards east of Harrogate 

town centre to a western destination with around 700 trips in the opposite direction. The 

majority of these journeys use the A59 and A6040 and contribute to congestion bottlenecks 

affecting the A61. Evidence collected as part of the Harrogate and Knaresborough transport 

model indicates that around 10% of all journeys in Harrogate (not just journeys to work) are 

‘through’ trips with no destination in the town. 

2.2.2 Other Journey Purposes 

Details of journey purpose and the average distance travelled are contained in the DfT 

National Travel Survey 2008. Key points to note include: 

• Commuting accounts for 16% of trips, with personal business trips accounting for a 

further 3%. However, these trips have a longer average trip length, accounting for 19% 

and 9% of the distance travelled respectively. For Harrogate District, the longer 

commuting distances tend to be either journeys to York or Leeds from Harrogate and 

Knaresborough, or trips to Harrogate centre from remote rural areas in the District; 

• Shopping trips tend to be of a shorter length than average. These account for 19% of 

all journeys but just 13% of distance travelled. In the District, the only settlement with a 

wide range of shopping facilities is Harrogate. The ‘remoteness’ of parts of the District 

from the town therefore means that the average distance travelled for shopping trips 

Daily, one-way 
journey to work trips 
to Low Harrogate 

2 miles 
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may be greater than the national average. Furthermore, there may be some instances 

when travel to York or Leeds may be required for shopping purposes; 

• Similarly education (including escort) trips account for 11% of all trips but only 4% of 

distance travelled. In the District, the population is slightly older than the national 

average, suggesting that trips to educational facilities may account for a lower 

proportion of all trips; 

• Visiting family and friends and other leisure activities account for about 30% of total 

trips. Journey length is greater than average, and account for 40% of distance travelled. 

This proportion is likely to be similar for trips within the District; 

• Trips to escort other people, together with personal business, accounted for 20% of all 

trips and 15% of distance travelled. Again, the proportion of trips to escort others and for 

personal business is likely to be similar for trips within the District.  

2.3 Analysis of Highway Network 

2.3.1 Annual Average Daily Traffic Flows  

Annual average daily traffic (AADT) data for 2008 has been collected at various sites across 

the District. This information shows the average number of cars crossing a cordon point on 

a weekday, with the results averaged across the year, to reduce the impact of seasonal 

variations in traffic. This data includes all journey purposes, but does not include the actual 

origins / destinations for trips. Concern has been raised over the accuracy of some counts 

by HBC, therefore a degree of caution has been taken when analysing the data. The volume 

of trips is presented in Figure 2.7, along with some trend analysis, showing growth or 

decline in traffic flows over time.  

Of the five main radial routes into Harrogate town centre, the A59 Skipton Road is the 

busiest, with over 27,000 vehicles using the route every day (both directions). The A59 from 

Knaresborough and the A61 from Leeds are the next busiest, with over 22,000 vehicles on 

each. The A661 and A61 from Ripon have daily flows of around 20,000 vehicles (two-way 

flows on each route), whilst just 10,000 vehicles use the B6162 each day.  

There are also two count sites on the town centre loop at Station Parade and West Park. At 

West Park around 15,000 flows are observed daily with almost 19,000 on Station Parade. At 

York Place (the A6040) over 34,000 vehicles were observed daily. This suggests the A6040 

is being used as a distributor for trips to the east, potentially for journeys towards the 

hospital and Knaresborough. 

There are over 26,000 vehicles per day using the A59 between the A61 (Ripon) and the 

A661 / A6040 (Empress roundabout) junctions. This is the main orbital route avoiding 

Harrogate town centre and suggests a high proportion of through traffic use this route, 

reflecting the strategic nature of the A59 and the number of large trip generators to the 

south and east of the town.  

Data between 2003 (or 2006) and 2008 have been compared to understand trends in traffic 

flows. Whilst there has been some variation in traffic flows using the above routes, no clear 

trends have been identified. For example, the A59 (both from Knaresborough and Skipton) 

and the A661 have experienced a reduction in traffic flows of up to 8%. Both the A61 from 

Ripon and the B6162 experienced some growth (up to 8%, whilst traffic flows using the A61 

from Leeds have remained largely unchanged). In some parts of the network may have 

reached saturation point with specific capacity bottlenecks restricting traffic growth. 
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Figure 2.7: AADT Flows for Harrogate and Knaresborough Urban Areas 

 

Source: HBC AADT data 

From observation, there are significant numbers of HGVs using some routes through the 

town at certain times of the day. Efforts have been made to prevent HGVs using some 

roads in Harrogate and Knaresborough, through the introduction of weight limits, to limit the 

negative environmental impacts associated with larger vehicles. In particular, concerns have 

been raised regarding the local air and noise pollution caused by HGVs. 

In recent months, there have been reports of non-compliance with regard to HGVs and the 

weight limit in operation on the B6165 Ripley Road between Knaresborough and Ripley. 

This has led to the introduction of a local observation programme (Lorry Watch) where 

residents have a system to report non-compliant vehicles. Further anecdotal evidence 

suggests that whilst this scheme has reduced the number of HGVs on the B6165, it has 

resulted in the traffic being shifted to other routes. From this, it can be concluded that a 

comprehensive lorry management and enforcement regime is required.  

2.3.2 National Indicator 167 (Urban Congestion) 

NI167 is one of the target indicators required for the Local Transport Plan. In September 

2009, the 2007/08 baseline data was published for the Harrogate urban area. The 

Trafficmaster data, used for the calculation of this indicator, provides journey times for all 

major roads within North Yorkshire. This indicator is calculated as an average number of 

‘minutes per mile’ for selected routes into Harrogate town centre during the morning peak. 

The three routes examined were: 

• A59 - Junction with B6161 to junction with A658;  

• A61 - Junction with Knox Mill Lane to junction with A658; 
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• A661 - Junction with A59 and A6040 to junction with A658. 

The final results are shown in Table B1.1 in Appendix B. The overall indicator was 3.30 

minutes / mile, which equates to an average speed of 18mph. This outcome is similar to the 

average national speeds for similar roads. The worst performing part of the network is the 

A61 between the junction with the A59 and King’s Road, with an average speed of 12.4mph 

between 0830 and 0930 hours. The town centre loop also performed badly from 0730 to 

0930 hours, with speeds around 15mph. The A661 is also slower than average between 

0830 and 0930 hours, with a speed less than 15mph. This indicates high usage of the road 

network during the AM peak hour, leading to congestion and low average speeds. 

The A59 was among the fastest routes, with an average speed of 32mph between 0830 and 

0930 hours, whilst the A61 between Knox Mill Lane and A59 achieves an average speed of 

30mph over the same time period. The slowest speeds do not necessarily correlate with 

routes affected by the higher AADT flows. Other factors including the road layout, number of 

intermediate junctions and traffic signals contribute to the slow speeds on many roads in 

Harrogate. 

The DfT collects data on National Indicator 167 for all local authorities in the UK, allowing a 

comparison of average person journey times per mile in the AM peak. Journey times for 

Harrogate District are aggregated for North Yorkshire. In 2007-8, the average speeds on 

key routes for North Yorkshire was 18mph. This increased to 19mph in 2008-09, which is 

broadly in line with national trends resulting from a decrease in traffic on the road network. 

Unfortunately, this data cannot be used to compare congestion levels across local 

authorities due the minor differences in the methodology used to produce the figures. For 

example, each authority can define the AM peak differently, meaning that some values will 

reflect peak hour congestion values more than others and there are different approaches to 

monitoring/data collection. Additionally, NI 167 only monitors congestion on key routes 

rather than across the local authority area as a whole, which may mask the extent of 

congestion issues. 

2.3.3 Journey Time Data  

In addition, NYCC has provided detailed journey time data for two routes, including journeys 

that cross the town centre. These routes are the A61 (between the B6165 and A658 

junctions) and the A59 (B6161 to Forest Lane in Knaresborough). This data has been used 

to analyse variations in journey times by time of day, providing an indication of when the 

network is at its most congested.  

On the A61, journey times are similar in both the north and southbound directions during 

both the morning and evening peak periods. This suggests the level of congestion affecting 

the road is broadly similar regardless of direction from Leeds and Ripon. However, journey 

times are approximately 10% quicker during the inter-peak periods compared with the peak 

periods. 

In the AM peak period, variations in journey times on the A61 are more obvious than during 

the inter-peak and evening peak periods and at times between 0830 to 0900 hours, traffic is 

particularly slow compared to the rest of the morning peak period. 

On the A59 the slowest timings affect eastbound journeys during the AM peak and 

westbound journeys during the PM peak but variation in journey times are more pronounced 

in the morning peak for eastbound flows and in the evening peak for westbound flows. The 

inter-peak period is also affected by congestion which implies the A59 between Harrogate 

and Knaresborough is heavily congested for most of the day. A59 vehicle speeds are 

significantly slower between 0830 to 0900 hours than during the rest of the morning peak. 

The variability of journey times on the A59 can be explained by the level crossing on the 

route in Starbeck. There is evidence to suggest that this causes the route between 

Harrogate and Knaresborough to be closed for 15 minutes of every hour in the peak 

periods, causing widespread delays. 
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There are a number of negative effects of local congestion and these reduce the output of 

the local economy, quality of life through increased air and noise pollution and reduced 

attractiveness of the area for businesses and residents. The Eddington Transport Study 

explored the links between congestion and economic output, highlighting that congestion 

can have significant adverse impacts on certain business types, particularly those operating 

with ‘just in time’ deliveries or those that make frequent use of courier services.  

These problems can be exacerbated due to seasonal variations in traffic levels in the 

District. This is particularly noticeable during the annual Great Yorkshire Show, where up to 

135,000 visitors may travel to the Showground site (located to the south of Harrogate town 

centre) over a three day period in July. The congestion caused by the Show causes major 

problems in the town during these days, particularly as the timing of the show overlaps with 

term time for schools. 

Further analysis of traffic data and observation of the network, a number of pinch points 

have been identified including: 

• A61 Ripon Road / A59 Skipton Road roundabout. In particular, the road layout of the 

roundabout creates specific problems for HGVs;  

• A61 / A6040 roundabout (Prince of Wales roundabout); 

• A59 / A661 / A6040 roundabout (Empress roundabout); 

• A59 / Kings Road junction; 

• A661 Wetherby Road. 

There are also issues affecting the movement of HGVs through both town centres and rat-

running near Pannal along Main Street. These can exacerbate problems of congestion and 

quality of place. 

Further detailed studies are needed to understand how best to manage HGVs in the District 

and mitigate the associated adverse impacts they cause. 

2.3.4 Impact of Highway Congestion 

Congestion on the highway network in Harrogate and Knaresborough has led to various 

negative effects including worsening local environmental conditions and potentially reduced 

economic output. 

High levels of traffic on some parts of the network has led to congestion and worsening local 

air quality. An Air Quality Management Area (AQMA) may be declared at Bond End in 

Knaresborough where high levels of nitrogen dioxide have been detected. This is caused by 

high flows of traffic passing through this congested junction coupled with a ‘canyon effect’ 

due the constrained nature of the road network and properties close to the roadside that 

‘trap’ emissions, resulting in poor local air quality. In previous years, this problem has been 

exacerbated by high volumes of HGVs also passing through the junction. This site could be 

declared an AQMA following consultation. 

Additionally, an area of concern has been identified at Hookstone Chase / Woodlands Drive 

/ Wetherby Road junction in Harrogate. This site could be designated as an AQMA if 

emissions continue to rise. There are also concerns within the Council that the section of the 

A59 through Knaresborough town centre is also experiencing poor local air quality due to 

traffic emissions.  

The reduction in air quality, increase in noise pollution, longer journey times and greater 

journey time variability associated with increased traffic reduces the attractiveness of 

Harrogate and Knaresborough as places to live and work in. The high quality of place 

afforded by the Stray and other green areas is eroded by this traffic. 

Left unchecked, it is highly likely that traffic volumes will continue to rise, leading to greater 

unreliability of journey times and worsening local environmental conditions. This could, in 
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the long term, encourage the existing population to move away from the urban area, or 

reduce the attractiveness of the District as a place to move to. Equally, businesses may be 

less likely to invest in the town, as commuter and freight travel is made more difficult. As a 

consequence, investment in the local economy could be lost to other ‘competitor’ towns 

which do not suffer from congestion problems to the same extent. However, given the 

unique characteristics of Harrogate as a northern, historic spa town, with a local economy 

based on tourism, there are few other towns which could be clearly identified as 

competitors. 

2.4 Review of Car Parking  

HBC has provided information regarding car parking in Harrogate and Knaresborough. In 

Harrogate a total of about 2,000 car parking spaces are provided at three main multi-storey 

car parks (MSCPs) and a number of smaller surface car parks within the town centre. 

Victoria MSCP (759 spaces) and Jubilee MSCP (425 spaces) are both centrally located, 

adjacent to the rail station and at Cheltenham Road respectively. West Park MSCP (327 

spaces) off West Park Street, is a few minutes’ walk south of the town centre. A map of the 

controlled parking zones is shown in Appendix B1.2. 

Town centre parking charges are generally 60p per hour for short stay parking, including the 

Odeon and Park View surface car parks. Longer stay parking is £2.20 for 4 hours and £4.00 

for 8 hours at West Park MSCP. The parking cost for 24 hours is £5.00 at West Park MSCP 

and £6.00 at Odeon and Park View. Charges are generally higher at the two main town 

centre MSCPs (Victoria and Jubilee) at £1.10-£1.30 for one hour and £11.00-£13.00 for 24 

hours. The cost of parking in Harrogate is similar to other towns of this size and is 

significantly less than in Leeds or York city centres.  

Over the last five years the cost of parking in Harrogate has not risen significantly. There 

has been no price increase over this period at a number of surface car parks including Park 

View, Odeon and the Montpellier Quarter shoppers’ car park. At Jubilee MSCP the cost of 

parking has only risen by 8% in the five year period. Prices have risen more significantly at 

Victoria MSCP and West Park MSCP at 38% and 25-47% respectively over the last five 

years. 

Revenue from car parking in Harrogate and Knaresborough is a major source of income for 

the District. It is therefore important that this resource is utilised to its fullest possible extent. 

There may be scope to alter parking charges in the District, in order to maximise this 

revenue while not adversely impacting on the affordability of town centre parking. Further 

studies into the elasticity of parking prices in Harrogate and Knaresborough will be required 

to understand this. 

Detailed data regarding the usage of car parks is not available. However, HBC has provided 

data with total overall usage of spaces. Over the period 2005/06 to 2008/09 usage of all off 

street spaces in the town has only increased by 1.1%. There are 929 on street pay and 

display spaces in the town centre, parking costs range from 60p per 30 minutes in the inner 

area to 50p per 30 minutes in the outer area. On street parking charges have increased 

between 20% and 33% over the last five years.  

HBC also operates a disc parking system for certain streets in Harrogate, which provides 

3,663 parking spaces. These are for the use of residents and their visitors when displaying a 

valid permit, and can also be used by general short stay visitors to individual parking zones, 

provided that a valid clock disc is displayed, which are available free of charge from various 

outlets throughout the district. The disc parking controls vary between different parking 

zones from 5 minutes to 3 hours. Much of this controlled parking, which is effectively free 

short stay parking, is within easy walking distance of the town centre. Additionally, there are 

other unregulated areas near the town centre offering free parking. This is attractive to those 

requiring long-stay parking if they are prepared to walk slightly further. This availability of 
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free parking encourages travel by car which contributes to congestion in and around 

Harrogate.  

In Knaresborough, parking provision is also a mixture of short-stay, long-stay, disc parking 

and residents permit zones. A breakdown of spaces is provided in Table 2.1. 

Table 2.1: Review of Parking Stock in Knaresborough 

Parking Stock Spaces Percentage of Total 

Town centre short stay (off-street) 233 11% 

Edge of town centre long stay 310 15% 

Tourist car parks 392 19% 

Central disc zone 126 6% 

Residents permit zones 116 6% 

Unrestricted parking 862 42% 

Total 2029 100% 

Source: 2003 Arup survey 

An analysis of parking usage shows that on market days, demand for town centre short-stay 

parking spaces significantly exceeds capacity. This also occurs to a lesser extent on 

Saturdays. As a result outlying longer stay car parks are more heavily used on these days 

and there are congestion problems caused by vehicles queuing for the town centre short 

stay spaces.  

2.5 Local Bus Services 

Local bus services in Harrogate and Knaresborough are predominantly provided by 

Harrogate & District Travel, part of the Transdev group. Table B1.3 in Appendix B presents 

the frequency of local bus services, together with information on fares and journey times. 

There are only two routes which offer frequencies of at least 4 departures per hour. Service 

1 between Harrogate and Knaresborough operates 7 to 8 buses each hour, whilst Service 3 

to Jennyfields operates every 15 minutes. These principal routes also offer a reasonable 

evening and weekend services (typically 1 or 2 buses per hour, although services between 

Harrogate and Knaresborough operate 4 services per hour). 

Several other services operate at intervals of every 20-30 minutes, although there are some 

services which are less frequent. In particular, the 110 to Hornbeam Park, Oatlands, Pannal 

and Burn Bridge and 56/57/58 services to Hornbeam Park, Ripon/Boroughbridge operate at 

less than hourly intervals (these services also require financial support). There are a number 

of other buses serving Harrogate, but these offer links to other destinations beyond 

Harrogate. Rural and strategic bus links are explored further in Chapters 3 and 4 

respectively. 

Some bus services operating in Harrogate District serve a number of functions: by catering 

for local, short distance journeys into the main urban centres, as well strategic journeys to 

neighbouring districts, serving an intermediate rural catchment en route. A good example of 

this is the 36 bus service which operates between Ripon, Harrogate and Leeds. The 

strategic role of this service is covered in greater detail in Chapter 4. However, as this 

service also operates on key radials into Harrogate, it is also an attractive local service, due 

to its frequency of 3 buses per hour throughout the day.  

A return ticket cost between £2.00 and £3.00, which is relatively high in terms of cost per 

mile when compared to travel by private car. However, these fares are broadly similar to the 
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fare structures in Leeds or York. Bus fares are also relatively expensive compared with the 

costs of parking. If more than one person is travelling, bus is an expensive option. 

Bus patronage data for July and October 2009 has been provided by Transdev
5
. This 

demonstrates a significant numbers of passengers on routes between major urban areas of 

Harrogate and Knaresborough and lower patronage to local areas such as Dene Park, 

Pannal Ash and Beckwith Knowle. This data also shows seasonality trends in patronage, 

with more bus users on services in October compared to July, suggesting that school 

children account for a reasonable proportion of passenger numbers. 

The analysis of patronage data shows that Route 36 between Leeds and Ripon attracts a 

significant number of passengers. However, northbound journeys are extended by the 

circuitous route to the bus station, given the one-way roads to / from Station Parade. There 

is also a general lack of bus priority measures in the town centre and the radial corridors 

approaching the urban centre. This affects all buses in the town, leading to services being 

negatively affected by general traffic congestion. The lack of priority also leads to journey 

time unreliability on many routes. As a result, Harrogate & District have ‘padded’ bus 

timetables, to ensure that service reliability can be maintained. The primary consequence of 

this is extended journey times for bus passengers which has a knock-on effect on resources 

required in operating services in terms of vehicles, fuel and staff.  

2.6 Local Rail Services 

The Leeds / Harrogate / York line railway line provides connections from Harrogate east to 

Starbeck, Knaresborough, Cattal, Hammerton, Poppleton and York and south to Hornbeam 

Park, Pannal, Weeton, Horsforth, Headingley, Burley Park and Leeds. Table 1.3 in 

Appendix B presents the service frequencies and journey times, plus the cost of a return 

fare.  

From most destinations, such as Knaresborough, Starbeck and Pannal, there are only two 

trains per hour throughout the day, increasing to three or four per hour in the peak periods. 

In contrast, there are about eight buses per hour towards Knaresborough. The local service 

between Knaresborough and York only operates hourly. The limited catchment offered by 

the railway stations means local buses offer a more convenient travel option to rail for most 

journeys within Harrogate. 

Analysis of rail trip making suggests that rail is used predominantly for longer distance 

strategic trips to York or Leeds, rather than for short journeys within Harrogate / 

Knaresborough. As a result, further discussion on the usage and issues associated with the 

rail line is presented in Chapter 4.  

Harrogate railway station is located on the east of the town centre but is within 15 minutes 

walking time of all major trip attractors including the Harrogate International Centre. The site 

is also located adjacent to the bus station on Station Parade and, whilst heavily used, does 

not provide a high quality waiting environment. 

Knaresborough station is also located on the periphery of the town centre, but is within a 

short walking distance of most retailers. However, unlike at Harrogate, the site is severely 

limited by local topography. The station itself is situated between a viaduct and tunnel, 

meaning there is no scope for expansion at the site. Equally, it is extremely difficult to 

provide bus/rail interchange at the rail station, due to the constrained road network. 

2.7 Analysis of Walking Network 

2001 Census analysis shows that a large proportion of journeys to work in Harrogate and 

Knaresborough are made on foot. This can in part be explained by the well established 

networks of walking routes in the towns and the relatively high density of development in 

many areas close to the town centre. Additionally, the presence of high-quality and traffic-

                                                           
5
 For commercial confidentiality reasons, the patronage figures have not been presented in this report 
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free green areas, in particular The Stray, encourages travel by active modes. All of these 

factors mean that walking is an attractive option for people in the Harrogate and 

Knaresborough urban area. 

In parts of the town centres, there are competing pressures for road space so the pedestrian 

environment, on some routes, can be unappealing. In particular, parts of the town centre 

loop in Harrogate are relatively hilly and suffers from congestion resulting from the high 

traffic flows and frequent junctions. Additionally, there is significant interaction between the 

competing road users, including buses and HGVs that pass through the town and service 

local businesses. In Knaresborough, the volume of traffic on the High Street can be a barrier 

to walking trips as this route is heavily trafficked throughout the day. 

2.8 Local Cycle Network 

Appendices B1.4 and B1.5 show the Harrogate and Knaresborough cycle networks. A large 

part of the urban area is within 15 minutes from the town centre by bicycle. However, the 

extent of the designated cycle network is limited and there are few traffic-free routes. Cycle 

lanes are only provided on Oatlands Drive and Hookstone Drive in Harrogate. Toucan 

crossings (where pedestrians and cyclists cross together) are provided at a number of 

locations within the town centre but are limited elsewhere. Cycle lockers are only provided 

at Harrogate and Starbeck railway stations. 

The increasingly congested highway network within the town centre does not provide an 

attractive cycling environment and this might discourage some users from using bicycles 

over concerns for safety. The topography of the town, particularly to the north of the town 

centre and in parts of Knaresborough, is not conducive to high levels of cycling.  

2.9 Summary of the Key Connectivity and Accessibility Issues 

Analysis of available data for the transport networks and travel patterns in Harrogate and 

Knaresborough has highlighted some important issues.  

• The available data highlights the high proportion of journeys to the Harrogate urban 

area, as a percentage of the totals to/from the District. Of the trips to the urban area, 

40% of these journeys have a destination in Harrogate town centre, with the majority 

made by car. The dispersed pattern of origins and destinations means the scope for 

public transport alternatives is restricted.  

• A large proportion of trips to the town centre have a relatively short distance and 

therefore there should be scope for more walking and cycling trips if the right conditions 

are created and measures are implemented to address the limitations to the current 

walking and cycling infrastructure.  

• The highway network has become very congested and most routes in the town centre 

and radial corridors are affected. Traffic flows on several corridors have remained 

virtually unchanged over the last five years, which when coupled with slow journey times 

suggests that parts of the road network are already operating at or close to capacity. In 

particular, journey times via the A59 between Harrogate and Knaresborough are slow, 

and are unreliable due in part to the presence of the level crossing at Starbeck. These 

congestion issues, if left unchecked, could limit the economic vitality of the town, by 

reducing the quality of life for residents and the attractiveness of the town as a location 

to invest in.  

• Journey to work analysis highlights the number of cross-town movements and the 

limited network to support orbital movements. The analysis also identifies several other 

capacity bottlenecks, with these problems also affecting HGV flows. Overall, the level of 

congestion in town is contributing to poor environmental conditions at some locations 

including poor air quality and noise pollution. 
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• Air and noise pollution is a problem in specific locations as a result of road congestion. It 

is likely that more Air Quality Management Areas may be announced if congestion 

continues to increase. 

• The coverage and quality of existing bus routes serving Harrogate is relatively poor. 

There are less than four services per hour on many routes, and the lack of bus priority 

measures on most routes reduces the competitiveness of journey times versus other 

modes. Bus fares are also relatively expensive compared with the parking costs. The 

road layout in Harrogate town centre also leads to extended journey times for some bus 

services given the circuitous routeing. 

• Rail links Harrogate and Knaresborough to the key strategic centres of Leeds and York 

but the frequency is only two trains per hour. Furthermore, these stations have relatively 

small residential walk–in catchments, with limited scope for park and ride, and as a 

result, rail attracts a surprisingly small mode share.  

• The limitations of local bus and rail services, together with the congested routes for car 

drivers, have adverse consequences for carbon dioxide emissions from travel within 

Harrogate and Knaresborough. 
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3 Baseline Analysis - Connectivity and Accessibility in 

Rural Areas and the Market Towns 

 Definition of Study Sub-Areas 

Market towns: Boroughbridge, Masham, Pateley Bridge, Ripon. 

3.1 Introduction 

The rural nature of large parts of the District leads to some specific challenges for 

accessibility to employment, education, healthcare or social and leisure services, particularly 

for households without access to a car. This can ultimately lead to a reduction in quality of 

life and social exclusion for some people and households. This chapter examines rural and 

market town accessibility, covering employment, car ownership, public transport provision 

and local schemes to minimise the impacts of social exclusion. 

3.2 Issues in Rural Areas of the District 

In Harrogate District, car ownership levels are high compared to other local authorities in 

Yorkshire and the Humber. Only 18% of households do not own a car, compared to the 

regional average of 30% and national average of 27%. Figure 3.1 illustrates the distribution 

of households without a car.  

Figure 3.1: Percentage of Households without a Car 

 

Source: 2001 Census 

Within the District, there is significant variation in car ownership levels. However, the extent 

to which this leads to issues of exclusion is closely linked to the availability of local services 

and public transport. Around 15% of households in Pateley Bridge, Masham and parts of 

Ripon have no access to a car. However, there are some key services available in these 

settlements, including employment, education and healthcare facilities. These are often 

located within walking distance of the local population, which decreases reliance on the 

private car. Despite this, there are large parts of Harrogate District with higher car ownership 

levels and potential exclusion issues. For example, in areas to the north and east of Pateley 

Percentage of 
households without 
access to a car 
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Bridge only 10% of households do not have access to a car. Accessibility to key services for 

those without a car is more acute in these areas, as public transport is less commonplace. 

Even for households that have access to one car, accessibility to key services could still be 

constrained if one member of the household requires access to the car at certain times of 

the day, which can mean that the rest of the household has no access to a car.  

Further analysis of multiple deprivation has been undertaken to determine if there are any 

known ‘pockets’ in which people are suffering from higher than average levels of exclusion. 

Figure 3.2 confirms that that most of the rural areas within the District do not experience 

high levels of multiple deprivation, reflecting the status of the District as a predominantly 

affluent area. However, as this is an average measure, it can hide ‘pockets’ of exclusion.  

Figure 3.2: Ranking of Multiple Deprivation within Harrogate District 

 

Source: 2004 Indices of Deprivation (National Statistics) 

Notes: Outputs produced at the Super Output Area level. SOAs ranked nationally according to level of multiple 

deprivation. 1 is most deprived (red), 32,482 is least deprived (green). Colour bands produced every 10%. 

3.3 Previous Studies 

A previous study Rural Evidence Base for York and North Yorkshire (2007) did not identify 

any areas in Harrogate District that are affected by problems of rural accessibility. However, 

the evidence did highlight Blubberhouses Moor as a Priority 2 REAP (Rural Enterprise and 

Access Project) Hub Development. This suggests rural accessibility may be an issue in the 

Blubberhouses area, but the study indicates that there are other locations in North Yorkshire 

that are a higher priority.  

The REAP Hub Development initiative aims to provide “safe, comfortable and convenient 

access to onward transport links to urban centres and more distant destinations”. The 

availability of public transport services to these hubs is critical. The REAP project specifies 

each Hub must: 

• Be located on a major public transport bus route; 

• Be serviceable as an interchange bus stop; 

IMD Ranking 
Red = most deprived 
Green = least deprived 
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• Provide parking facilities for park and ride passengers; 

• Provide secure bicycle racks, shower and changing facilities for cycle and ride 

passengers. 

3.4 Bus Services 

Although car ownership levels in the District are generally higher than the regional and 

national average, there are a number of households in rural areas which are reliant on 

public transport for connectivity to the larger centres of Harrogate, Knaresborough and the 

market towns. 

3.4.1 Local Bus Services 

A review of rural bus connectivity highlights that there is a reasonable network of services 

available in the rural areas and market towns. Inter-urban Harrogate & District services 

operating from Harrogate serve a dual purpose, by providing strategic connectivity to 

Wetherby, Leeds and Ripon, but they also provide regular connections to intermediate 

settlements such as South Stainley, Ripley and Killinghall (the 36 service between Ripon 

and Leeds) and Spofforth (the 770 service to Wetherby). These buses generally run at 

frequencies of two or three buses per hour. From observation, some of these services might 

be used for informal park and ride, which indicates that demand for these services extends 

to a wider catchment. There may also be a need for improved walking and cycling links from 

villages adjacent to the higher frequency rural bus routes. With the exception of the Route 

36 corridor north / south of Harrogate and the 770 to Wetherby, most other rural bus 

services have very low frequencies (usually) less than hourly, with limited journey 

opportunities that coincide with the timing of commuter demand.  

Most other strategic bus services from Harrogate are operated as socially necessary 

services. However, evidence from Transdev Harrogate & District suggests that the majority 

of demand on routes to Skipton, Boroughbridge and Pateley Bridge is based around leisure 

travel, with fluctuations in demand corresponding to season and weather conditions. 

Infrequent services and long journey times make these services unattractive, particularly for 

commuting purposes. Details are provided in Table 3.1. Some of these services operated by 

the Harrogate & District bus company receive financial support. Furthermore, there are 

smaller villages in the District which are not served at all by bus.  
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Table 3.1: Summary of Rural Bus Connections 

Operator Service Intermediate Locations 

Served 

Frequency (buses 

per hour, M-F) 

Frequency (buses 

per day, M-F) 

Journey 

Times (mins ) 

Harrogate 

& District 

24 (Pateley 

Bridge) 

Killinghall, Hampsthwaite, 

Birstwith 
< 1  47 

36 (Leeds) Pannal, Harewood 3  45-50 

36 (Ripon) Killinghall, Ripley, South 

Stainley, Wormald Green 
3  32 

56 (Ripon- via 

Knaresborough) 

Scotton, Farnham, Ferrensby, 

Arkendale, Staveley, 

Copgrove, Burton Leonard, 

Bishop Monkton, Littleshorpe 

< 1  50* 

57 

(Boroughbridge) 

Scotton, Farnham, Ferrensby, 

Arkendale, Staveley, Minskip, 

Aldborough, Roecliffe 

< 1  44* 

770 (Wetherby) Rudding Park, Follifoot, 

Spofforth 
2  30 

X59 (Skipton)  < 1  51 

Dales 

and 

District 

(Procters) 

144 (Masham-

Bedale) 

Well, Snape, Thornton 

Watless, Burrill 
 3  

70 (Northallerton-

Thirsk-Ripon) 

Sharrow, Dishforth  
5  

159 (Ripon-

Richmond) 

Leyburn, Masham  
4  

23 (Harrogate – 

Markington) 

Killinghall, Ripley, Burnt Yates  
1  

136 (Ripon – 

Melmerby) 

Barker Business Park  
2 (3 outbound)  

138 (Ripon – 

Masham) 

Kirkby Malzeard  
1  

139 (Ripon – 

Fountains Abbey) 

Markington  
1  

Harrogate 

Coach 

142 (Ripon – 

York) 

Boroughbridge, Green 

Hammerton, Hessay 

 
8 81 

142 (Ripon – 

York) 

Marton-le-Moor, 

Boroughbridge, Green 

Hammerton 

 

 81 

X52 (Harrogate-

Otley-Ilkley) 

Pannal, Pool, Menston  
5 50 

X53 (Harrogate-

Otley-Guiseley) 

Pannal, Pool, Burley-in-

Wharfedale 

 
5 45 

* = from Knaresborough Source:  Transdev Harrogate & District, Dales and District. Journey  times measured from 

Harrogate town centre. Strategic services shown in bold. 
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Figure 3.3 shows a plot of the rural bus network and the differences in car ownership levels. 

The results highlight the relatively limited network servicing Pateley Bridge, whilst there are 

no Transdev bus services between Masham and Ripon / Harrogate (although Masham and 

Ripon are served by Dales and District). There are also large parts of the rural hinterland 

surrounding Boroughbridge with relatively low car ownership, which do not benefit from any 

bus services.  

Figure 3.3: Car Ownership and Rural Bus Routes 

 

Source: 2001 Census/ Transdev Harrogate & District 

3.4.2 Other Bus Options 

The rural services operated by Harrogate & District are supplemented by Little Red Bus 

(LRB), Dales and District (operated by Procters) and a small, independent bus operator 

Harrogate Coach. LRB is a consortium of community transport operators from Harrogate, 

Ryedale and Craven that aims to improve access to rural areas. They operate demand 

responsive services for people living in the District. 

The demand responsive services provide important bus links to education, healthcare and 

leisure services for those who have “difficulty accessing normal public transport services”. 

This includes people who are physically less mobile or live in an area not served by 

conventional public transport but do not have access to a private car. Discussions with LRB 

have revealed that demand for their services currently exceeds their capability to provide 

travel due to a significant growth in usage without an equivalent increase in funding. Given 

the cost pressures that are facing LRB, efforts are currently being undertaken to improve the 

efficiency of the service. 

Of the other services, there is evidence to suggest the 136, 138 and 139 services are used 

by commuters albeit to a small extent. However, the timing of most other services is not 

conducive to commuting. Data provided by LRB (who previously operated these services) 

indicates 20,900 passengers used the services between April and November 2009. Whilst 

this is less than a Harrogate & District suburban bus service would carry in a single month, 

they still cater for an important gap in the market.  

Rural Bus Routes 
Car Ownership (%) 
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In addition, there are other local bus services provided by the Harrogate Coach Company 

which provides links between York-Ripon, Harrogate-Otley and Harrogate-Ilkley. These 

lower frequency services and the timing of services mean that they mainly cater for 

shopping and leisure trips rather than for commuter journeys.  

3.5 Access to Services 

The limited availability of public transport in rural areas of the District determines how 

residents without a car access key services such as education and healthcare. This 

highlights the very important ‘service centre’ role of the market towns of Ripon, 

Boroughbridge, Masham and Pateley Bridge. 

Accessibility analysis presented in Figure 3.4 shows areas within 15 minutes public 

transport journey time of primary schools. This shows that the more heavily populated rural 

areas are well served by buses to primary schools, particularly in the more central and 

eastern areas of the District. The more rural areas to the north west of the District are less 

well served by public transport. 

Figure 3.4: Access to Primary Schools (PT journey time isochrones of 15, 30 minutes) 

 

Source: North Yorkshire County Council 

Notes: a small number of dedicated school bus services are operated in the District. These are included in the 

above analysis 

Figure 3.5 shows that access to secondary schools in the District by public transport takes 

significantly longer. Although in addition to the above analysis there are some home to 

school bus services in operation across the District, journey times for these services can be 

long due to services calling at multiple villages en route. This may contribute to reduced 

attractiveness of bus services and lead to additional car trips on the highway network. 
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Figure 3.5: Access to Secondary Schools (PT journey time isochrones of 20, 40 mins) 

 

Source: North Yorkshire County Council 

Figures 3.6 and 3.7 show a similar pattern of accessibility to healthcare, with most 

settlements in the District within a 15 minute journey time of a GP, but large parts of the 

District are not within 30 minutes of a hospital by public transport. This is where demand 

responsive services play an important role, as they are well placed to provide efficient 

services to a common destination. This accessibility analysis highlights the role of market 

towns as service centres: Pateley Bridge, Boroughbridge, Masham and Ripon all have local 

GP surgeries, whereas only Ripon has a hospital. It should also be noted that the locations 

of hospitals within the District and the long journey times of many public transport services 

means that Pateley Bridge is more than 60 minutes travel by bus from a major healthcare 

centre.  
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Figure 3.6: Access to GPs Surgeries (PT journey time isochrones of 15, 30 minutes) 

 

Source: North Yorkshire County Council 

Figure 3.7: Access to Hospitals (PT journey time isochrones of 15, 30 minutes) 

 

Source: North Yorkshire County Council 
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3.6 Rural Highway Network 

3.6.1 Car Use 

Congestion problems affecting rural routes in the District are less severe, due to the lower 

volumes of traffic, particularly in areas further away from Harrogate. Localised congestion 

problems have also been identified although these are less severe compared to delays on 

the road network in Harrogate and Knaresborough. In Ripon, high traffic volumes and the 

‘canyon effect’ creating by narrow streets has led to Low Skellgate and High Skellgate in 

Ripon being declared an Air Quality Management Area. 

There are other issues including seasonal traffic flows, particularly close to major tourist 

attractions including Pateley Bridge and Fountains Abbey and problems arising from winter 

weather conditions (the A59 between Blubberhouses and Bolton Bridge is sometimes 

closed for short periods in winter). In addition, road safety is a major concern in rural areas 

of the District, particularly for motorcycle users (see Section 3.6.2). 

The high levels of car ownership in the District present transport difficulties for those who do 

not have access to a private vehicle, as low bus patronage means that many rural areas are 

not well-served by frequent public transport. For these individuals, access to work and other 

services may be available through the Harrogate car sharing scheme. This is operated by 

liftshare (operators of a national car sharing website) and provides opportunities for those 

living in rural (and urban) areas of the District to use an unused seat in the car of someone 

making a similar journey. However, there are only 1,000 members signed up to this scheme 

in Harrogate, which reduces the chances of finding a car sharing partner. Additionally, as 

there are no high-occupancy vehicle lanes within the District, there are no journey time 

advantages associated with car sharing, further reducing the attractiveness of the scheme. 

The usage of this scheme and the future role for car sharing in rural areas is an important 

consideration given the large volumes of car usage from more remote areas, the common 

use of centres such as York and the impact this has on carbon emissions and congestion in 

the town centres of the District. 

3.6.2 Road Safety 

The DfT recently published details of all fatal road accidents since 1999 that were recorded 

by each police authority. A high level analysis of accidents for North Yorkshire has been 

undertaken, revealing that the number of fatalities has remained relatively constant since 

2000 at 80-90 annually, except for 2006 (69) and 2008 (52). In contrast with this trend, there 

was a significant reduction in fatalities from 14 to just 4 in Harrogate District between 1999 

and 2008, with most occurring in rural areas. 

Several problem sites have been identified:  

• A61 to Ripon;  

• A1 / A59 junction (Allerton Grange). 

Evidence collected by NYCC suggests there are a disproportionate number of accidents on 

Sundays relative to the number of trips that are made on that day, with a large proportion of 

those accidents involving motorcyclists, using the rural highway network for leisure trips.  

Care should be taken in assessing fatality rates, primarily due to the low number which are 

observed in the District each year, meaning that a small increase can significantly affect 

overall trends. As a result, our analysis also examines trends for non-fatal accidents. 

Over the last 15 years, there has been a significant reduction in the number of accidents 

involving a death or serious injury across the District, reaching an all time low in 2008. This 

mirrors trends observed across the country, with accident rates falling as a result of a 

number of measures including improvements in vehicle safety features. This implies that the 

approach to road safety in the District is successful and should be continued in future years. 

The trend data for KSIs is shown in Figure 3.8. 
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Figure 3.8: Fatal and KSI accidents trends over time 

 

3.7 Car Parking Usage in Market Towns 

Parking in Ripon is provided at a number of sites in the city centre: including at the Market 

Square and at large off street car parks at the rear of Sainsburys. All off-street parking in the 

city is within 300m of the Market Square. In addition, there is a supply of controlled (disc 

parking) and un-controlled street parking. In total, around 950 parking spaces are available 

in central Ripon, comprising 700 off-street spaces and 250 on-street spaces. However, the 

availability of parking spaces drops slightly on market day when the Market Square is 

occupied by stalls. 

A review of parking usage was undertaken in 2003. The findings from this study suggested 

that on market days, demand for car parking spaces within 300m of the city centre 

outstripped supply. Furthermore, 76% of spaces between 500m and 300m of the city centre 

were also occupied. On non-market days (including weekends), demand for car parking in 

Ripon is noticeably lower, with only 85% of spaces within 300m of the centre occupied at 

peak times. In addition, there is anecdotal evidence to suggest that time spent searching for 

spaces leads to minor congestion problems in the city.  

The study also assessed future year demand for parking in Ripon. This concluded that by 

2016, an additional 83 short-stay spaces would be required to cater for peak time market 

day demand. However, given the short time period when additional spaces are needed this 

does not represent a top priority for the District at present. 

No data was available to determine usage and availability of parking in the other market 

towns. However, anecdotal evidence indicates that similar problems of unmet demand affect 

Boroughbridge, Pateley Bridge and Masham. However, it is understood that the type of 

parking demand differs significantly between these towns, with greater demand for long stay 

parking in Pateley Bridge (reflecting its status as a tourist destination, particularly during 

summer weekends) and a greater demand for short stay parking in Masham and 

Boroughbridge (reflecting their role as local service centres).  

3.8 Summary of Main Issues  

There are a number of key issues emerging from the analysis of rural transport issues: 

• In rural areas, car ownership levels are relatively high, combined with the dispersed 

demand patterns, such that it is a challenge to improve public transport for people living 

in rural areas and the market towns as demand is currently low and dispersed. The 

requirement for funding support means there is limited scope to improve bus service 

frequency.  

• Select corridors do benefit from good rural accessibility, although this is largely due to 

the proximity to strategic inter-urban bus routes such as the Route 36.   

• The timing and frequency of bus links is not particularly conducive for commuters, but 

services do offer important connections to key local services with the innovative Little 

Red Bus providing affordable public transport to many. 
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• Leisure activities and tourism create peaks in demand and hence congestion (for 

example summer weekends and events) but also other problems such as high number 

of accidents on Sundays and involving motorcycles. 

• Car parking demand in the market towns is particularly high on market days in Ripon. 

However, the number of car parking spaces in the city is sufficient to meet demand at all 

other times.  
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4 Baseline Analysis - Strategic Connectivity  

4.1 Introduction 

Strategic connectivity is important to the District given the scale of commuter travel between 

Harrogate, Leeds and York. Additionally, the town of Harrogate has an important role as a 

gateway for leisure and business tourism (due to the frequent events and conferences held 

at the Harrogate International Centre and the Great Yorkshire Showground). Consequently, 

excellent strategic links are required to the District from London and other major cities in the 

UK in addition to strong international connections.  

4.2 Analysis of Strategic Travel Patterns 

4.2.1 Journey to Work Flows 

Commuting patterns to destinations outside the District has been analysed using the 2001 

Census Journey to Work database. This highlights the high proportion of trips from 

Harrogate to Leeds relative to other adjacent Districts, as shown in Figure 4.1 below.  

Figure 4.1: No of Journeys to Work from Harrogate District to External Destinations 

 

Source: 2001 Census Travel to Work Database 

Almost 10,000 commuting journeys are made to the Leeds District from Harrogate District 

each day. Of those, 5,200 trips originate from the Harrogate and Knaresborough urban 

area, although just 1,500 have a destination in central Leeds (defined as City and Holbeck 

ward). There are a large proportion of trips to the wards of Wetherby, Otley & Wharfedale, 

and University, suggesting the scope for public transport journeys between the two centres 

is relatively limited, given the dispersed nature of origins and destinations. As Figure 4.2 

illustrates, the majority of trips to Leeds originate from the south and east parts of the 

District, with a large proportion of commuters travelling from wards south of Harrogate. This 

is unsurprising given the proximity of the A61 which provides a direct route to Leeds (albeit 

congested at peak times) and there are also bus and rail alternatives nearby. 
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Figure 4.2: Origins of Journeys to Work from Harrogate District to Leeds District  

 

Source: 2001 Census Travel to Work Database 

In contrast, there are very few trips to the neighbouring districts of York, Bradford, Craven or 

Hambleton from Harrogate. Figure 4.3 presents the distribution of trip origins to York. Most 

commuters travel from the rural areas adjacent to Cattal and Hammerton, with less than 100 

commuters travelling from individual wards in Harrogate, Knaresborough or the rest of the 

District. 

Figure 4.3: Origins of Journeys to Work from Harrogate District to York District 

 

Source: 2001 Census Travel to Work Database 
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As well as large journey to work flows from Harrogate to neighbouring districts, there are 

also substantial inbound commuting flows. In particular, there are over 3,700 daily one-way 

journeys to work flows into the District from Leeds. Analysis of trip destinations for journeys 

from Leeds highlights that the majority are travelling to the wards of Low Harrogate, High 

Harrogate and Rossett. 

Figure 4.4 shows the number of inbound journey to work flows from external districts. This 

highlights the large flows from Hambleton compared to the other North Yorkshire districts. 

The majority of trips from Hambleton have a destination in Boroughbridge, Mashamshire, 

Ripon or Wathvale, reflecting the short distances between those market towns and 

neighbouring districts. 

Figure 4.4: No of Journeys to Work from External Districts to Harrogate District 

 

Source: 2001 Census Travel to Work Database 

4.2.2 Other Journey Purposes  

Data is not available on strategic movements for other journey purposes. As discussed in 

Chapter 2, the National Travel Survey indicates trips for shopping, education, escort and 

personal business are relatively short in distance, whereas visiting friends and other leisure 

trips account for approximately 30% of all trips and 40% of the total distance travelled. In 

addition, tourism is important for the Harrogate district. Assuming a similar trip distribution, a 

high percentage of longer distance trips will be made for leisure and tourism purposes. The 

majority will be made by car, although better strategic connectivity to key hubs including 

Leeds and York could encourage increased use of the rail network. This is particularly 

important for business trips to the Harrogate International Conference Centre or for 

shopping trips to Harrogate. 

4.3 Links to the Strategic Highway Network 

Figure 1.1 presented the strategic highway network for the District. The main strategic route 

serving the District is the A1(M), which provides a key north to south connection. Over 

recent years, this route has been upgraded to motorway standard for much of its length in 

North Yorkshire. This provides excellent connections to the wider motorway network, 

principally the M62 and M1, providing connectivity to destinations in the north and south. 

The A61 provides an alternative north-south route, whilst the A59 offers the main east-west 

route through the District. These are both single carriageway routes and users suffer from 

localised congestion and unreliable journey times. In particular, the A61 is busy between 
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Harrogate and Leeds, whilst the A59 is congested between Knaresborough and Harrogate 

town centre. Connections from parts of the District to the motorway network are relatively 

poor, with the A61 via Leeds and the A661 via Wetherby affected by slow journey times. 

Furthermore, accessibility to the strategic highway network from the west of the District is 

very poor.  

Additionally, the A59 has an important strategic role for freight. This results in HGVs 

travelling east-west between the north east and central Lancashire using the A59 leading to 

issues discussed in Section 2.3.1, regarding the negative impacts of heavy vehicles using 

local roads.  

4.4 Existing Rail Services 

The Harrogate Line is the only rail corridor serving the District, providing two trains per hour 

between Knaresborough and Leeds (calling at all intermediate stations including Harrogate). 

In the peak periods, up to four trains per hour operate, with some operating a skip-stop 

pattern between Harrogate and Horsforth, leading to shorter journey times. In addition, there 

is an hourly service between Leeds and York (calling at all intermediate stations). For 

strategic travel to the south, interchange at Leeds therefore represents a more attractive 

option, despite the shorter journey times between York and London compared to Leeds-

London. 

Full details of the timetable on the route are presented in Appendix B1.6. A diagram 

showing the strategic connectivity offered by the rail network and the frequency of service 

on the Harrogate Line is shown in Figure 4.5. 

Figure 4.5: Strategic Connections from Harrogate District 
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This diagram summarises the connectivity offered by the rail line at present. The route 

between Knaresborough and Leeds, operating at a higher frequency, provides an important 

function for commuter travel to Leeds. In contrast, stations between Knaresborough and 

York are less well served, and consequently do not provide the same level of connectivity 

for commuter travel. 

In addition to the Northern services, there is also one direct service run by East Coast 

Trains to London from Harrogate via Leeds each morning. This service offers useful direct 

journey opportunities, as otherwise most passengers are required to interchange at Leeds 

or York. Proposals to improve connectivity to London are not being progressed at present. 

Potential open access operator First Harrogate Trains submitted proposals to introduce a 2-

hourly service to London via York, but the Office of Rail Regulation rejected this submission 

in preference to alternative ideas. Furthermore, Network Rail has been unable to identify 

suitable train paths for services from Harrogate to London via Leeds, so this proposal has 

also been rejected.  

The limited connectivity could help to explain the relatively low rail mode share between 

Harrogate and London for the small number of journeys to work that do occur. Rail only 

captured 30% of trips, with 50% of trips made by car. Air services from Leeds Bradford 

International Airport to London now serve Gatwick Airport, following the withdrawal of the 

service to Heathrow. This offers fewer connections for onward passengers, and the 

availability of air services are important, particularly for Harrogate’s conference market with 

around 10%-12% of visitors to the Conference Centre arriving from overseas. As a result, 

compared to Heathrow, it is felt that the Gatwick connection represents a second best 

London link to/from LBIA. 

Passenger count data provided by Northern Rail was used to understand load factors using 

the route. Figure 4.6 indicates that Cattal, Hammerton, Hornbeam Park and Weeton 

generate relatively little demand. For peak period journeys towards Leeds, about 50% of 

passengers board at either Horsforth, Headingley or Burley Park, creating overcrowding 

problems. Whilst these crowding problems do not affect passengers from Harrogate 

travelling to Leeds during the AM peak, it does have implications for the return journey in the 

PM peak, with some passengers forced to stand for the first part of their journey. The data 

presented in Figure 4.6 is an average across the AM peak, meaning that the busiest trains 

have even higher load factors. 

Rail demand towards Leeds is substantially higher than the demand for travel towards York, 

reflecting the car competitive nature of the service towards Leeds and the higher frequency 

of service on the route. This is consistent with the results from the Journey to Work Census 

data. Although there is anecdotal evidence to suggest that the peak hour train into York is 

heavily used, with standing room only.  
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Figure 4.6: Harrogate Line Flows and Capacities 

 

Source: Northern Rail 

The relationship between the number of journeys and the population catchment living within 

2km
6
 of the station has been examined to determine the potential size of the park and ride 

markets that these stations serve. This highlights that some rural stations are poorly used 

and that there may be scope to increase the role these stations have in providing 

connectivity to Harrogate, Leeds and York. 

The performance of the Harrogate Line was also benchmarked against other rail corridors, 

and this comparative analysis demonstrates the trip rates for the Airedale and Wharfedale 

Lines are about three times higher than the Harrogate Line. The results of this 

benchmarking exercise are shown in Appendix B1.7. 

Despite the lower trip rate compared with other nearby routes, significant rail patronage 

growth on the Harrogate Line has been achieved, with a 44% increase in station entries and 

exits between 2002/03 and 2007/08 (source: ORR). Some investment has been delivered to 

help support this growth, with additional rail carriages procured to help alleviate 

overcrowding. Including Harrogate in the proposed new Metrocard zone 6 will reduce the 

interchange penalty (cost) currently incurred for transfer between rail and bus, particularly 

for cross-boundary travel. 

There are a number of issues affecting the performance and usage of the rail line. These 

are summarised below: 

• Whilst rail journey times compare favourably with car and bus for trips to Leeds and 

York, particularly in the peak periods, average speeds are slow compared with other 

routes. The number of intermediate stations, rolling stock performance and line speeds 

are contributory factors; 

• The single track sections between Knaresborough and Poppleton makes the operation 

of more than 1 train per hour complex; 

• The presence of manned level crossings prevents services from operating late into the 

evening. This limits the attractiveness of the York connection for strategic travel to 

London; 
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• The Class 14X/15X rolling stock used on the route is relatively old, unreliable and does 

not offer a high quality passenger environment; 

• The platform length at Knaresborough prevents trains with more than 4 carriages being 

deployed; 

• Track and platform capacity issues at both Leeds and York stations restrict the 

opportunities to operate more trains; 

• Many local stations have a limited park and ride offer; 

• There is a poor service frequency on Sundays, with less than 1 train per hour for part of 

the day. 

4.5 Strategic Bus Services 

Since 2004, Transdev Harrogate & District has operated a high-quality, frequent bus service 

between Ripon and Leeds via Harrogate (Route 36). The passenger numbers data provided 

by Transdev show that this service has been highly successful since its launch and offers a 

complementary role to rail between Harrogate and Leeds as well as serving the catchments 

between rail stations. The vehicles offer an enhanced journey experience, with leather seats 

and a greater amount of legroom than a conventional bus, helping to ‘sell’ the service to 

people who would typically not use a commuter bus, particularly for long distances. 

In contrast, the bus service between Harrogate and York has been less successful resulting 

in Transdev Harrogate & District removing the X54 service to York in December 2009. It 

was not financially viable to continue this service, as the lengthy journey times and 

timetabling difficulties generated very few passengers. Although there were a high 

proportion of concessionary fare passengers using the service, yields were relatively low. 

This highlights the problems affecting the viability of bus services to strategic destinations, 

particularly if the travel market is relatively small or if they are not competitive with other 

modes. There remains an alternative service available between Harrogate and York 

operated by Harrogate Coach. However, this service only operates 4 times each day from 

Harrogate to York (with only 3 return journeys) and therefore provides limited connectivity.  

The bus service from Harrogate to Leeds Bradford International Airport (LBIA) provides 

important connectivity, but the small number of passengers means the route is subsidised 

by North Yorkshire County Council. Research undertaken by Transdev suggests that few 

airport employees live in the District and the low service frequency (one bus every 90 

minutes) and the proximity of the airport to Harrogate makes taxis more attractive for 

passengers. The tender for this service ended recently and NYCC specified a decrease in 

vehicle size for the new tender. This service is now operated by Procters and uses an 18 

seat vehicle.  

Data from the Civil Aviation Authority (CAA) indicates that there are around 180,000 

passengers per annum to LBIA from Harrogate, equating to an average of 500-600 trips per 

day. However, the infrequent services, combined with the low vehicle capacities, mean bus 

is capturing a very low mode share. 

There also is a limited range of strategic services to a several important destinations further 

afield including London, Newcastle and Manchester operated by National Express. Service 

frequencies are relatively poor (typically less than 1 per hour, with the 2-3 departures per 

day concentrated into a small time period). Megabus also provides a daily bus service to 

London from Harrogate. This requires a change at East Midland Parkway station, with the 

remainder of the journey made by rail. 

Table 4.1 illustrates the strategic bus services available from Harrogate. 
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Table 4.1: Strategic Bus and Coach Services  

Service Frequency (buses per 

hour, offpeak, M-F) 

Journey Times from Harrogate Town 

Centre (minutes) 

36 (Leeds) 3 45-50 

X54 (York)   Now discontinued 

X59 (Skipton) < 1 51 

Airport express (LBIA) < 1 47 

London (National Express) < 1 320-360 

London (Megabus) <1 315 

Newcastle < 1 140 

Manchester < 1 190 

Source: Transdev Harrogate & District, National Express, Google 

4.6 Summary of Existing Strategic Connections 

The analysis presented in Chapter 4 indicates the quality of strategic connections from 

Harrogate and the wider District is relatively poor.  

• Connections to Leeds and York are critically important for Harrogate, given the lack of 

through journey opportunities to other destinations, particularly to the north.  

• Accessibility to key hubs including Leeds and York (for onward connections to other 

parts of the UK), plus LBIA are slow, infrequent and do not provide good service quality. 

Although there are 2tph to Leeds, speeds are relatively slow compared with other 

routes, and service quality is poor. Overcrowding has also become a severe constraint 

during the peak periods, with the majority of services to/from Leeds attracting more 

passengers than the number of seats.  

• York is also a major UK rail hub, offering journey opportunities to a range of major 

destinations. However, connectivity between Harrogate and York is poor, with just an 

hourly service and slow journey times.  

• Route 36 between Harrogate and Leeds complements the rail service, providing 

frequent departures and high service quality. However, there is scope to improve 

journey times, particularly in Leeds, whilst buses in the northbound direction towards 

Ripon have a circuitous route to serve Harrogate bus station.  

• There are a limited number of National Express coaches to London, Manchester and 

the North East each day, but the slow journey times mean these services are most 

convenient for passengers that are not time sensitive.  

• Furthermore, the low frequency service to LBIA also discourages usage, particularly as 

the number of commuters to LBIA from Harrogate is small and taxi is relatively 

affordable from the District.  

• The availability of bus / coach links to other strategic destinations is extremely limited.  
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5 Baseline Analysis - Drivers of Change 

5.1 Introduction 

Chapter 5 provides an overview of the drivers of change which are likely to impact on travel 

demand in the future. Specifically, this includes a review of the socio-economic 

characteristics of the district, planned economic and housing growth and other factors.  

5.2 Population  

Harrogate’s population is approximately 160,500
7
 and accounts for 3.1% of the regions total 

population of 5,213,200 people. The age structure of the Harrogate District
8
 shows some 

interesting characteristics. Most of the population is between the ages of 35 and 64, 

comprising 42% of the population. The largest age category is 40-44 year olds, which 

account for 8% of the population. Just over 60% of the population of Harrogate District are 

of working age, this is lower than the Yorkshire and Humber average of 62.3% and the 

Great Britain average of 62%.  

5.3 Quality of Life  

The high quality of the Harrogate District is widely recognised by residents and visitors alike 

and is reinforced by the new Quality of Life index
9
 developed by Yorkshire Futures. 

Harrogate district has the highest Quality of Life score in the Leeds City Region, with a 

score of 69.8
10
. This is well above the regional average of 62.3 and the Leeds City Region 

average of 63.9. These results reinforce the high quality of life in the Harrogate District and 

the aspiration to provide this in future years, as set out in the Vision for the District (see 

Section 1.4.8). 

5.4 Housing 

5.4.1 Past Housing Supply 

The Harrogate Borough Council Annual Monitoring Report (AMR) records the total number 

of homes delivered from 2002/03 to 2007/08. Table 5.1 shows that in this period, more 

homes were built in Harrogate than specified in the Regional Spatial Strategy of 390 

dwellings a year. It should be noted that the RSS housing figure for Harrogate is net 

additional dwellings and the Harrogate AMR is only available as a gross housing figure. 

However, these figures are still useful, given that the levels of demolitions (difference 

between gross and net) is likely to be low. The highest delivery occurred in 2002/03, with 

623 additional houses and the lowest in 2006/07 with 351 dwellings.  

Table 5.1: Gross Housing Units Constructed in the Harrogate District 

Reporting year 2002/03 2003/04 2004/05 2005/06 2006/07 2007/08 

Number of 

housing units 

delivered 

623 534 419 430 351 456 

Source: Harrogate Borough Council Annual Monitoring Report 2008/09  

High house prices in this area are resulting in affordability problems, even for households on 

intermediate incomes. The Harrogate District Housing Needs Assessment (2006) found that 

about 350 affordable homes were needed annually in Harrogate town up to 2011, out of a 

total district requirement of 390 average net additional dwellings. Therefore, it is unlikely that 

                                                           
7
 ONS Mid Year Population Estimates, Nomis, 2008 

8
 ONS Mid Year Population Estimates, Nomis , 2008based on 2007 figures and only excluding residents under the age of 15 years 
old.  
9
 Quality of Life Index: The themes covered by the index include health, economy and inclusion, crime and safety, neighbourhoods, 

housing, sport, culture and education. A full and detailed methodology is available on the Yorkshire Futures website. 
10
 Based on 2006 figures 
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this affordable housing need will be met particularly given the current housing market 

conditions.  

5.5 Income and Employment 

Harrogate is generally a wealthy District with average income amongst the highest in the 

Yorkshire and Humber region. Harrogate District has the fourth highest GVA in the region of 

£17,383 per head, about 10% higher than the regional average
11
. Between July 2008 and 

June 2009 the Harrogate District had the highest employment rate in the Leeds City Region, 

with almost 86% of working age people employed. This is significantly higher than the 

regional average (78%)
12
. With claimants accounting for just 2.2%, Harrogate has the lowest 

proportion of claimants in the Leeds City Region (jointly lowest with Craven District); with a 

rate much lower than the Yorkshire and Humber average of 4.8
13
.  

5.5.1 Economic Structure 

There are about 8,000 businesses in the Harrogate District
14
. The largest number of 

business in the private sector in Harrogate is the banking, finance and insurance sector 

(34%), followed by the distribution, hotels and restaurants sector (30%) and public 

administration, education and health (9%)
15
. However, the sectors with the most employees 

between July 2008 and June 2009 were: 

• Public administration, education and health sector (37%); 

• Distribution, hotel and restaurant sector (19%); and  

• Banking, finance and insurance (16%)
16
.  

As Figure 5.1 shows, Harrogate has a higher number of people employed in the public 

administration, education and health sector compared with the Yorkshire and Humber 

region.  

The conference and exhibition business in Harrogate is an important part of the economy in 

the District, attracting business tourists both nationally and internationally. The events at the 

Harrogate International Centre support a large proportion of the businesses in the town 

centre such as restaurants, bars, other retail and leisure attractions than would otherwise be 

the case in a town of this size which adds to the quality of life for local residents. The 

importance of the Conference Centre is highlighted in the District’s Core Strategy, which 

identified Harrogate town as a regionally important area for business tourism. 

                                                           
11
 Yorkshire Forward Regional Econometric Model 2008 

12
 ONS Annual Population Survey 2008 – 2009  

13
 ONS Claimant/ Nomis, Claimant Count with rates, Rates and proportions, December Proportions, 2009  

14
 ONS Annual Business Inquiry, NOMIS, 2007 

15
 ONS Annual Business Inquiry, NOMIS, 2007  

16
 Annual Population Survey NOMIS July 2008 – June 2009

16
 ONS Annual Business Inquiry, NOMIS, 2007 
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Figure 5.1: Percentage Breakdown of Employment by Broad Industrial Sector 2008 

 

Source: Annual Population Survey NOMIS July 2008 – June 2009  

5.6 Future Growth 

5.6.1 Future Housing Delivery  

Harrogate District Council has been set a regional target to deliver 390 net annual average 

additional dwellings up to 2026
17
. The District has an adopted Core Strategy which defines 

the level of housing growth, in accordance with the Regional Spatial Strategy and the 

strategic level distribution of housing up to 2023 as shown in Table 5.2.  The indicative 

locations for growth are also shown in Figure 5.2. 

Table 5.2 Proposed Housing Distribution for Harrogate District (2008-2026) 

Settlement Percentage Annual Additional 

Dwellings 

Total Additional 

dwellings 2008 – 2023 

Harrogate urban area 48 186 2,790 

Knaresborough urban area 14 55 825 

Ripon 8 31 465 

Boroughbridge 3.5 14 210 

Masham 2 8 120 

Pateley Bridge 3 12 180 

Other 21.5 84 1,260 

Total 100 390 5,850 

Source: Harrogate Borough Council: Core Strategy 2008 

Housing growth will be directed towards the Harrogate and Knaresborough urban areas with 

urban extensions to the built up area in the broad locations of west Harrogate and east 

Knaresborough and smaller scale land releases in sustainable locations elsewhere around 

                                                           
17
 Yorkshire and Humber Plan (May 2008) 
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the built up areas of the two towns. Smaller levels of growth are planned for Ripon, 

Boroughbridge, Masham and Pateley Bridge.  

A key element of the planning work determining the scale and location of housing in 

Harrogate was the impact growth would have on the transport network. A transport model 

was developed to test options for development. The sites identified as preferred options for 

consultation for urban extensions were Knaresborough East (potentially including a new rail 

station as part of the development) and Cardale Park, Harrogate. As previously discussed, 

housing affordability is a major issue.  

In order to understand traffic generation issues further in relation to future land allocations in 

Harrogate and Knaresborough, North Yorkshire County Council have developed a 

Harrogate and Knaresborough Traffic Model which will be used to test development 

scenarios for the Sites and Policies DPD. 

New housing in Harrogate and Knaresborough will lead to a greater number of trips to 

Harrogate town centre, for work as well as shopping and leisure purposes. Chapter 2 has 

covered the congestion issues already facing the urban area, particularly at peak times, and 

additional private car trips would exacerbate these conditions. The A59 route between the 

two towns would be especially affected by any new car trips. This is a cause for concern 

due to the local environmental conditions at Bond End potentially being worsened by new 

vehicles on the network and the level crossing at Starbeck (new trips will increase delays on 

a route already suffering from significant journey time variability). Effort is required to reduce 

the impact of any additional trips by minimising car use to/from new developments, in line 

with the policies set out in the Core Strategy. 
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Figure 5.2: Core Strategy Key Diagram 

 

Source: Harrogate Borough Council Core Strategy February 2009 

5.6.2 Employment Growth 

The Council has undertaken an Employment Land Review (ELR) for the District. It 

concluded that whilst in overall terms there was sufficient supply to meet forecast 

requirements, particular consideration is needed to increasing current available employment 

land supply in Harrogate town and future longer term supply in Boroughbridge. A good 

range of sites and premises is important for the local economy, particularly for small to 

medium sized enterprises. The Core Strategy (policy JB1) also recognises the importance 

of the digital and food industries to the local economy.  

Policy JB3 of the adopted Harrogate Borough Council Core Strategy makes provision for 

some 45 hectares of employment land, comprising land already committed for development 

in the following areas: 

• Boroughbridge 0.86ha; 

• Harrogate Town 4.36ha; 

• Knaresborough 8.95ha; 

• Ripon   15.3ha; 

• Rural East  5.02ha; 

• Rural West  2.36ha. 

The Core Strategy seeks to provide new employment land in Harrogate Town or 

Knaresborough (5ha) and Boroughbridge (3ha).  In making provision for employment land 

and premises, preference will be given to the use of brownfield land with office development 

focused in town centre locations where possible.  
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The new employment land allocations will be identified within the Sites and Policies 

Development Plan Document (DPD). The Council has carried out consultation on a number 

of options for employment sites and to date no final decisions have been made as to the 

most appropriate location. The Council is currently undertaking further assessment work on 

the suitability of sites for development. Once this work is complete, there will be a better 

understanding of the types of employment (B1, B2 and B8) that could be expected on the 

sites.  

The strategy seeks to achieve self containment, by focusing employment growth in line with 

future housing growth and focus employment around existing or proposed rail hubs to allow 

for sustainable access from the surrounding area. This should help to reduce the need for 

residents to travel long distances by car to access employment. However, it is inevitable that 

there will always be some commuting to Leeds and York, due to the provision of highly 

skilled professional jobs in these cities. 

When considering the transport impact of new employment development, there are a 

number of important factors which need to be considered. In particular, the type of 

employment site is critical, as this will heavily influence the types of vehicles arriving at the 

site and the times of day that travel is made. For example, a new distribution centre is likely 

to result in a large increase in HGV movements on the local and strategic network. In 

contrast, a new supermarket will lead to high volumes of local car trips throughout the day, 

whereas a new office development will lead to peak-time commuting patterns (which are 

more easily served by public transport). Understanding more about these issues will ensure 

that the impact of new developments can be lessened. 

5.7 Other Demand Drivers 

5.7.1 Leeds Bradford International Airport 

The planned expansion of the Leeds Bradford International Airport (LBIA) offers an 

opportunity for Harrogate to attract visitors and business from overseas. The planned £70 

million investment over the next five years will be spent on upgrading facilities at LBIA to 

deliver a step change in the passenger experience. The plans seek to improve direct 

connectivity to Yorkshire’s principal trading markets in North America, vastly improve access 

to Germany and central Europe and additional long haul capacity into the Middle East to 

serve growing markets. The expansion of the airport offers an opportunity to attract new 

tourism. This would complement the planned £45m enhancement programme at the 

Harrogate International Conference Centre. 

5.7.2 Fuel Prices 

The rural nature of much of the Harrogate District means that many residents are reliant on 

the private car to travel. Car use in Harrogate is higher than the Yorkshire and Humber 

average (source: DaSTS databook) making drivers in the District particularly vulnerable to 

an increase in fuel prices. The price of fuel has a direct impact on travel patterns and travel 

levels. Between 2007 and 2008, the total estimated motor vehicle traffic in the UK fell by 4.1 

billion vehicle kilometres or 0.8%. A report produced by DfT
18
 concludes that higher fuel 

prices were probably a key factor in this reduction in car traffic. 

Historically, there have been three notable spikes in fuel prices coinciding with falls in 

overall traffic: 1956-57, 1974-75 and 2008. The 2000 spike coincided with no overall growth 

in traffic. It should be noted that often during spikes in fuel prices the events surrounding the 

spikes may have more of an impact on traffic than the price of fuel itself. Between 1956 and 

1957 the Suez Crisis resulted in a 0.7 per cent fall in traffic. During this period fuel was 

rationed and there was a four day working week in many factories. The 1974 to 1975 Oil 

Crisis resulted in steep rise in the price of oil and a 1.8 per cent fall in traffic between 1973 

and 1974. In 2000 there was an increase in fuel prices and between 1999 and 2000 there 

was no overall growth in traffic. 

                                                           
18
 Transport Statistics Bulletin: Road Statistics 2008 Traffic, Speeds and Congestion 
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It is reasonable to expect traffic growth, in the short term, to be lower when fuel prices are 

higher. However, the extent to which this is true varies across time and in the long term 

other factors may be more important such as population growth, economic growth and 

changes in public transport. 

Although fuel prices may have been a key factor in 2008, the economic downturn was also 

probably an important factor, and it is difficult to separate out the two effects. Fuel prices 

have now returned to 2007 levels and the national forecasts suggest that car traffic growth 

will resume once the recession has passed. 

Figure 5.3: Year on year growth in car traffic and fuel prices, Great Britain: Q1 1999 to 

Q4 2008 

 

Source: DfT Road Traffic Statistics 2008 

Notes: The 2008 car traffic growth figures are based on the provisional quarterly 2008 estimates which have been 

scaled up to reflect the 2008 annual traffic estimates. Final 2008 quarterly traffic estimates will be published in 

August 2009 in the quarterly bulletin Road Traffic and Congestion in Great Britain. 

5.7.3 Climate Change 

In 2006, Sir Nicholas Stern’s Review of the economics of climate change highlighted the 

scale of risk that is associated with rising greenhouse gas emissions and the scale of 

investment that is needed. The Stern Review also illustrated the impact of not addressing 

climate change and the impact this will have globally on regional weather patterns, sea level 

rises and ecosystems. Efforts to mitigate these impacts will become increasingly important 

in the near future as awareness of climate change increases further. In addition, there is a 

need to address the cause of climate change and the role that transport has in producing 

greenhouse gases. 

Evidence from the Stern Review shows that in 2000, 14% of all greenhouse gas emissions 

originate from the transport sector. Of these emissions, the majority are caused by road 

vehicle movements, in particular those by cars, vans and HGVs, as shown in Figure 5.4. 

Efforts to reduce the impact of travel by these modes will become increasingly prevalent 

over the next 20 years. 
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Figure 5.4: Transport CO2 Emissions by Mode in 2000 

 

Source: Stern Review (2006) 

5.8 Implications for Transport Needs  

5.8.1  Access to Harrogate and Knaresborough 

Chapter 2 highlighted the existing problems affecting access to Harrogate and 

Knaresborough at peak times leading to traffic congestion and delays. There is also 

evidence to suggest that congestion on the highway network has reached a ‘tipping point’ in 

some locations. With significant new housing and employment growth forecast for these 

areas over the next 15 years, it is likely that more sections of the highway network will reach 

the point of saturation. As a result, journey times and delays could increase 

disproportionately with small increases in traffic levels.  

The impact of increased road congestion could exacerbate the existing economical, social 

and environmental problems that already occur in parts of the District. The proposals for 

new housing to the east of Knaresborough even if delivered in conjunction with a new 

railway station, and proposals to develop new employment land in the town will lead to 

additional car trips on the network, some of which will be made towards on the A59, passing 

through Bond End. The existing environmental conditions at this location are documented in 

Chapter 2, with an AQMA proposed at the junction. New housing development nearby, will 

exacerbate these issues, leading to worsening local air quality and a reduced quality of 

place in Knaresborough. 

Journey time reliability is also a concern on the A59 at present. Additional trips from new 

housing in Knaresborough and employment growth in Harrogate are likely to lead to 

additional demand for travel on this route, particularly at peak times. Given the presence of 

the level crossing on this route and the impact this has on delays at peak times, it is likely 

that more vehicles will lead to extended and more variable journey times between Harrogate 

and Knaresborough. 

5.8.2 Rural Accessibility 

Some rural areas will benefit from new housing as ‘infill’ within villages, through increased 

development of affordable housing. This could strengthen rural accessibility, as the higher 

population could support the establishment of rural bus services although it is recognised 

that significant improvements to service frequencies are unlikely to be achievable. Housing 

delivery is focused on existing rail and bus nodes in the District to allow for residents to 

access public transport networks. 

Ripon has been identified in the Core Strategy as an important location for employment 

growth. Although there is no indication at present as to which sites are to be developed, it is 

likely that a mixture of city centre and out-of-town locations will be chosen. This could 

potentially lead to increases in highway trips, particularly given the limited public transport 

offer in the town at present. However, this growth in employment land sites, does present an 
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opportunity to review the network of bus services in the vicinity, potentially altering service 

patterns and routes to better connect people to new jobs. This would not only support 

access to work but would reduce the impact of new development on the highway network, 

thereby mitigating the negative environmental impacts associated with this. An increase in 

jobs in the town centre would also support  

5.8.3 Strategic Connectivity 

The location of new development activity has the potential to significantly influence trip 

patterns to strategic destinations. In particular, some of the new housing will generate 

additional demand to major destinations, including Leeds and York. This would exacerbate 

capacity problems on the A61 and A59 corridors and the parallel rail routes, particularly 

towards Leeds. 
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6 Setting the Objectives for Transport in Harrogate 

District 

The process of setting objectives for transport inventions is important, helping to ensure that 

the outcomes achieved are appropriate for the aspirations of the District and do not just 

address existing issues. This task is made more complex by the need to align local 

objectives with those at the national, regional, city regional and sub regional level. Figure 

6.1 outlines the context for objective setting in Harrogate. 

Figure 6.1: Context for Harrogate Objective Setting 

 

Using the above framework, an assessment of the five DaSTS goals and 16 Challenges has 

been undertaken. These Challenges are designed to shape government’s transport 

investment over the short, medium and long term. Table 6.1 lists the Challenges that have 

been prioritised at the regional, city regional and sub regional levels. 

Table 6.1: DaSTS Goals and Challenges 

Goals Challenges 

R
e
g
io
n
a
l 

P
ri
o
ri
ti
e
s
 

L
C
R
 

P
ri
o
ri
ti
s
e
d
 

C
h
a
ll
e
n
g
e
s
 

N
o
rt
h
 

Y
o
rk
s
h
ir
e
 

a
n
d
 Y
o
rk
 

S
u
b
 

R
e
g
io
n
a
l 

P
ri
o
ri
ti
e
s
 

Reduce carbon 

emissions 

Reduce greenhouse gas 

emissions 

� � � 

Support economic 

growth 

Reduce lost productive time � � � 

Improve connectivity � � � 

Support housing delivery � � � 

Ensure networks are resistant 

to shocks 

  � 

Promote equality of 

opportunity 

 

Enhance social inclusion � � � 

Reduce output gap  �  

National

Regional

Leeds City 

Region

North Yorkshire 

and York Sub 

Region

Harrogate



Harrogate Borough Council Harrogate District-wide Transport Priorities
Final Report

 
 

J:\210000\211661-00\0 ARUP\0-11 TRANSPORTATION\0-11-8 
REPORTS\FINAL ISSUE 08072010.DOCX 

  

Page 57 Ove Arup & Partners Ltd
Final Issue    5 July 2010

 

Goals Challenges 
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Source: DaSTS Guidance, Leeds City Region Transport Strategy 

The prioritisation process undertaken at the regional, city regional and sub regional levels 

provides a framework for option generation and development, allowing options to be tailored 

to better meet the needs of area. Equally, this process assists in filtering out Challenges 

which can be better addressed at the national or local level. This does not preclude options 

being generated which contribute to non-prioritised Challenges however, but means that the 

primary contribution of the option should be towards a prioritised Challenge. 

The differing prioritisation of Challenges at the sub-regional level reflects the characteristics 

of this area compared with other parts of the Yorkshire and Humber. As a predominantly 

rural area, with significant variations in topography, the North Yorkshire and York sub-region 

faces different transport problems to the Leeds City Region. For example, the adverse 

weather conditions experienced during winter months often lead to roads being closed in 

more remote parts of the sub-region. Consequently, development of transport networks that 

are resistant to shocks is a high priority. Equally, the rurality of the area is also deemed to 

be an important asset for the sub-region, as a place to live, work and visit. As such, 

protection of this asset is extremely important. 

6.1 Setting Objectives for Harrogate 

The process of determining which challenges are applicable for Harrogate, requires a 

further understanding of the aims that HBC has for the District. Council officers were 

consulted to identify which of the DaSTS Challenges are of greatest importance to 

Harrogate. Further discussions were held with Members at a workshop in February 2010. A 

summary note on the main conclusions from this meeting is included in Appendix A.   

The adopted Core Strategy (part of the Harrogate LDF) lists 22 Strategic Objectives which 

will be used to shape the development of the District up to 2021. To aid with the process of 

understanding these objectives, the Strategic Objectives have been mapped against the 16 

DaSTS Challenges (Table 6.3). 
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Table 6.3: Linking DaSTS Challenges with Harrogate Core Strategy Objectives  

DaSTS Challenge   Harrogate Core Strategy Objective 

Reduce greenhouse gas emissions Reduce CO2 and protect the environment 

Reduce lost productive time Improve the transport network to address congestion 

Improve connectivity and access to labour markets 

To promote a robust and varied economy 

Provision of employment land 

Protect businesses 

Support the sustainable delivery of housing 

Delivery of housing and affordable housing 

Development of brownfield land over greenfield land 

Traffic management to support new housing 

Focus housing development in  urban area 

Accommodate some growth in smaller settlements 

Support sustainable development of housing on brownfield land 

Ensure supply of homes and affordable homes for local people 

Integrate public transport provision with development 

Enhance social inclusion 

Improve access to services 

Increase opportunities for young people 

Increase social inclusion 

Improve accessibility 

Reduce crime Reduce crime 

Minimise impact on the natural environment 

Protect the countryside and Green Belt from inappropriate development 

Protect the natural and built environment 

Protect the character of the District 

Integrate transport into the streetscape Improve the economy in the rural areas and market towns 

Source: Harrogate District Local Development Framework: Core Strategy (HBC) 

Note: for the purposes of clarity, the wording of some of both the objectives and Challenges has been shortened. 

This analysis highlights the role for transport to provide access to employment, support the 

sustainable delivery of housing and helping to tackle social inclusion. However, there are 

also other objectives which are a priority including connectivity to labour markets and 

minimisation of the impact on the natural environment. 

The discussion with Members and the review of the Core Strategy objectives led to the 

following Challenges being prioritised for Harrogate District: 

• Reduce greenhouse gas emissions; 

• Reduce lost productive time; 

• Improve connectivity to labour markets; 

• Support sustainable housing delivery; 

• Enhance social inclusion. 

It is intended that the remaining non-prioritised Challenges will still be addressed but at a 

different scale and/or by other stakeholders. For example, whilst it is clear that reducing the 

risk of death or injury from transport is extremely important, this measure will be tackled 

primarily at the County Council level. Equally, many of the non-prioritised Challenges will be 
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addressed through interventions which tackle the prioritised Challenges. For example, 

‘minimise impact on the natural environment’ was not identified as a prioritised Challenge as 

measures to reduce greenhouse gas emissions, reduce lost productive time and improve 

connectivity to labour markets could all contribute to a reduction in car traffic, which would 

minimise impact on the natural environment. 

6.2 Comparisons between Harrogate and other UK Towns 

It is useful to compare how these transport objectives for Harrogate compare with other 

towns across the UK. A review examining the wider transport policy context over the last 10-

20 years has been undertaken. Outputs from this were used to inform the types of outcomes 

that may be important for the District. Harrogate District has a number of specific 

characteristics that influence its economy including: 

• Population size; 

• Proximity to large employment centres (Leeds and York); 

• Size of business and leisure tourism market; 

• Level of prosperity;  

• Historic urban layout; and 

• Rural hinterland. 

Hence, similar towns have been examined based on the following criteria: 

• Population size; 

• Characteristics of the urban centre; 

• Proximity to major employment centres; 

• Tourism market; 

• Prosperity; 

• Historic nature; and 

• Rurality. 

This review highlights that although Harrogate can be considered unique in some regards, 

there are a number of other towns in the UK which share similar characteristics including 

Chester, Salisbury, Stratford, Canterbury, Shrewsbury and Durham. A further review was 

then undertaken into the transport interventions which exist in these comparable towns to 

better understand what the transport objectives are for these towns, and the range of 

possible interventions which have been used to meet these objectives.  

This review suggested that towns with some similar characteristics to Harrogate have 

deployed a range of measures to achieve wider transport objectives as shown in Table 6.4. 

Table 6.4: Summary of interventions and Outcomes  

Intervention Outcomes achieved 

Park and ride  Reduced greenhouse gas emissions, reduced lost productive time, 

improved connectivity, reduced levels of noise pollution 

Orbital highway links Reduced lost productive time, improved connectivity 

Improved strategic 

connectivity 

Improved connectivity, reduced output gap 

High quality local bus 

networks 

Reduced greenhouse gas emissions, improved connectivity, reduced lost 

productive time, reduced levels of noise pollution  
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Intervention Outcomes achieved 

More stringent town centre 

parking controls 

Reduced greenhouse gas emissions, improve connectivity, reduced lost 

productive time 

Improved cycling and walking 

networks 

Reduced greenhouse gas emissions, reduced lost productive time, 

improved health, reduced economic and social cost of transport, reduced 

levels of noise pollution, minimised impact on the natural environment, 

integration of transport into the streetscape 

Note: More details of this review is included in Appendix C1 (Benchmarking Note). 

This indicates a reduction in congestion is a major priority for other comparable towns. 

Equally, interventions which lead to improved connectivity and reduced greenhouse gas 

emissions have all been successfully introduced. Broadly, there are strong synergies 

between the prioritised DaSTS Challenges for Harrogate and many of the outcomes 

achieved elsewhere. 

6.3 Meeting the Transport Needs for Harrogate 

Using this list of prioritised Challenges, a series of transport outcomes has been identified 

which will support the objectives of Harrogate Borough Council. The process of producing 

these outcomes has been led by evidence collected in this baseline review. It is intended 

that these outcomes will assist in the development of priorities for the District by not 

describing specific schemes or interventions at this stage. This ensures that the process is 

not overly transport-focussed, recognising that there may be non-transport solutions to 

many of the problems and challenges.  

Table 6.5 maps the prioritised Challenges against the main issues identified from the 

evidence base and drivers of change and then lists a series of outcomes which are required. 

These outcomes will then drive the option generation phase of work. 
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Table 6.5: Setting the Transport Priorities for Harrogate 

DaSTS Challenges Evidence from the Baseline and Drivers 

of Change 

Transport Outcomes Required 

Reduce greenhouse 

gas emissions 

• High car mode share 

• Worsening air quality 

• Limited cycling network 

• Reduce the need and desire to travel 

• Develop a ‘secure’ energy future by reducing 

reliance on non-renewable fuels 

• Lower carbon impact for transport 

Reduce lost 

productive time 

• Increased congestion for cars and 

buses 

• Tipping point reached on the highway 

network with additional growth 

planned 

• Overcrowding on peak trains 

• Reduce highway congestion and improve 

journey time reliability through efficiency 

improvements to the highway network 

• Reduce journey times and journey time 

variability for bus passengers by improving the 

reliability of bus services on all routes 

• Improve rail punctuality by increasing the 

resiliency of the Harrogate Line 

Improve connectivity 

• Housing growth in Harrogate 

• Job growth in Leeds 

• Low bus frequencies on some routes 

• Reduce journey times  for strategic connections 

by reducing journey times and increasing 

journey time reliability 

• Increase capacity of strategic routes (both 

highway and public transport) 

Support housing 

delivery 

• Housing growth in Harrogate, 

Knaresborough and elsewhere in the 

District 

• Reduce need to travel by car from new housing 

sites by ensuring sustainable deign of new 

housing sites and good accessibility to existing 

networks 

Enhance social 

inclusion 

• Pockets of deprivation 

• Issues of social exclusion in rural 

areas 

• High demand for parking in market 

towns 

• Poor bus offer in most rural areas 

• Improve alternatives to the private car and in 

particular strengthen public transport 

connectivity in rural areas 

Reduce the social and 

economic cost of 

transport 

Reduce levels of 

noise pollution 

Minimise impact on 

natural environment 

Integrate transport 

into the streetscape 

• High traffic volumes in Harrogate 

urban area leading to noise pollution, 

air pollution and reduced quality of 

place 

• Significant cross town-centre 

movements  including HGVs 

 

• Improved integration of transport to support 

greater interchange between all modes 

• Reduced environmental and social impacts 

from transport   

• More trips by active modes 
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7 Future Transport Options 

7.1 Introduction 

The option generation phase seeks to identify interventions that will address problems 

identified in this baseline review. These have been developed within the framework set out 

in Chapter 6, to incorporate the wider objectives for the District and in the five prioritised 

DaSTS Challenges to ensure that the interventions proposed will deliver outcomes that are 

consistent with the Vision for Harrogate. A list of possible options have been generated 

based on measures successfully used in comparable locations across the Yorkshire and 

Humber Region and elsewhere in the UK.  

A list of potential options is presented in Table 7.1 below. This groups the proposals into five 

themes for investment. 

Table 7.1: Option Generation Themes and Interventions 

Wider 

Measures 
Highways Bus Rail Non-Transport 

Smarter 

Choices 

Traffic management in 

town centre 

Frequency 

enhancements for 

selected bus services 

Improved 

frequencies 

between 

Knaresborough and 

York 

Lobby for greater 

roll-out of 

broadband in rural 

areas 

Demand 

management 

Incremental upgrade 

to key highway routes 

inc. junction 

improvements 

Reallocation of 

queues and bus 

priority 

New rolling stock 

on Harrogate Line 

Shopping delivery 

system for rural 

areas 

Low emission 

zone/emission 

based parking 

charges 

Construction of a 

north/eastern bypass 

to divert through traffic 

and measures in town 

centre to prioritise 

other modes 

New bus regulatory 

measures and 

partnership working 

New service pattern 

on Harrogate Line 

to reduce journey 

times and improve 

capacity 

Relocation of 

existing some 

existing trip 

generators within 

the town 

Expanded 

cycling network 

Establish a HGV 

routing strategy for the 

town 

Improved 

strengthening and 

coordination of rural 

bus services 

Better connectivity 

to London and 

other strategic 

destinations 

Change land use 

policies to create 

'transit-orientated 

development' 

Further 

promotion of 

car sharing 

scheme for 

rural areas 

Establish town centre 

parking pricing 

controls 

Further expansion of 

demand responsive 

services 

Expansion of 

existing rail-based 

park and ride 

 

Public realm 

improvements / 

interchange in 

Harrogate and 

Knaresborough 

Queue reallocation on 

radial corridors 

Improved network of 

regular strategic bus 

connections 

New rail stations 

 

Define a road 

hierarchy and examine 

the scope for reduced 

speed limits 

Improved hours of 

operation for public 

transport 

Examine suitability 

for alternative 

technologies for the 

Harrogate Line 
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Wider 

Measures 
Highways Bus Rail Non-Transport 

Driver information 

systems / active traffic 

management 

Improved home to 

school bus travel 

Review of potential 

technologies for 

Ripon-Harrogate 

corridor 

Alternative vehicle 

technologies 

Improve the 

affordability of local 

bus fares 

 

 

Ticketing integration / 

Metrocards 

Improved bus/rail 

interchange 

Park and ride to serve 

strategic corridors 

 

The option generation process has ensured that a range of solutions have been put forward, 

including those which are innovative, low/high cost, have short (0-5 years), medium (5-10), 

long (10-20) timescales and are deemed relatively simple/complex to deliver. These issues 

(deliverability, cost/funding, timescales) are critical to the outputs from this study and will 

need to be explored in greater detail in further follow-on studies to this report and 

subsequent business case development. 

Some interventions will require complementary measures. For example, development of 

park and ride sites on key radials will be less effective unless there is a change to pricing 

policy and the availability of spaces for car parking in the town centre. Evidence from other 

Yorkshire towns including Doncaster and Scarborough suggests that where park and ride is 

introduced in isolation, it is much less effective compared to places like York, where park 

and ride is part of a ‘stick’ and ‘carrot’ approach. 

Developing an integrated transport strategy over the medium to long term is vital. Some 

transport inventions listed below will individually have a small impact on travel patterns but 

collectively could deliver significant benefits. Equally, some of the benefits may not appear 

immediately, given there may be a lead-in time associated with behavioural change. 

It should be noted that some of the interventions will achieve multiple outcomes. For 

example, development of park and ride sites would take cars off the road, reduce 

greenhouse gases and reduce lost productive time by cutting congestion as well as 

contributing to other outcomes. To improve the simplicity of the approach, interventions 

have been placed under the Challenge which they will most contribute. Additionally, it is 

likely that some interventions would also contribute to some of the other Challenges for 

Harrogate, such as wider objectives to improve the health of residents in the District (for 

example by encouraging more walking and cycling). 

The following section identifies the types of interventions which may be suitable when 

addressing the six prioritised DaSTS Challenges for Harrogate District. This process 

outlines example interventions, issues for delivery, links to other schemes and the potential 

to support delivery of other Challenges. Possible interventions have been selected on the 

basis of their ability to: 

• Meet the prioritised DaSTS Challenges (see Appendix D, for a scoring framework where 

the options are assessed against all 16 Challenges); 
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• Support the outcomes required: i.e. mitigate the issues identified in the evidence base 

(see Appendix D for a scoring framework where the options are assessed against the 

outcomes required); 

• Be delivered in the context of a potentially constrained funding environment; 

• Be acceptable to the Officers and Members of Harrogate Borough Council and 

potentially wider stakeholders; 

• Contribute to achieving the Harrogate Vision. 

Additionally, for each investment theme, two or three ‘key’ interventions have been 

identified. These are the proposals that are considered critical to meeting the prioritised 

Challenge and the required transport outcomes. These 10 interventions represent the 

priorities for investment for the District in the future. 

7.2 Investment Themes 

7.2.1 Reduce Greenhouse Gas Emissions 

This baseline review has highlighted that car mode share for travel both within the District 

and to/from external areas is high (on average, around 70% for journeys to work in 

Harrogate and Knaresborough). While this is partly explained by the rural nature of much of 

the District, there is also a high proportion of short journeys made by car which could be 

made instead by public transport or by active modes such as by walking or cycling. 

Quantification of the carbon savings which might be achieved through transport 

interventions is difficult due to the lack of monitoring data available. Evidence collected as 

part of the carbon assessment for the Leeds City Region Transport Strategy indicates that 

most transport interventions will only lead to a very minor decrease in transport related CO2 

emissions. This study identified that the single most successful intervention at reducing CO2 

emissions is a shift towards less polluting, low emission vehicles. However, the timescales 

for this technological shift limit the extent to which change can be achieved in the short to 

medium term. The Department for Transport’s (DfT) roadmap for uptake of low emission 

vehicles (Figure 7.1) indicates that it will be post-2020 before there is a significant shift 

towards mass market low-emission vehicles. 

Figure 7.1: DfT Roadmap for Low Carbon Vehicles

 

Source: DfT (2009) Low Carbon Transport: A Greener Future 

As a shift towards lower emission vehicles will be achieved primarily by technology (and 

consequently by national policy and car manufacturers) and fiscal incentives, the District 
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has limited scope to encourage uptake of this type of vehicle. However, there could be an 

important role for the District by supporting the delivery of infrastructure to support low 

emission vehicles, helping to encourage early uptake and incentivising use of less emitting 

cars. Despite this, there are a number of measures which can be delivered locally which will 

contribute to reduced greenhouse gas emissions. These are detailed in greater detail below. 

Greater uptake of low emission vehicles could be achieved by developing new parking 

pricing structures that charge less for users in low emission vehicles. The London 

Borough of Richmond has trialled this scheme successfully and now other local authorities, 

including York, are following suit. Further incentives could be introduced, including trialling 

of low emission public transport vehicles for use around the District to raise the profile of 

new technologies. In the longer term, with low emission vehicles more readily available and 

technological advances completed, this concept could be expanded further. For example, 

there may be merit in exploring the opportunities for development of a low-emission zone 

in Harrogate and/or Knaresborough town centres, effectively restricting access the core of 

the town for all but the least polluting vehicles. However, further feasibility work is needed to 

explore this issue in more detail. 

Equally, as highlighted above, there is currently a knowledge gap relating to the carbon 

impact of transport interventions. It is therefore important that HBC address this in the short 

term, to better inform future transport investment. 

Critically, a reduction in greenhouse gas emissions from transport within the District requires 

behavioural change in the short, medium and long term. Strategies to discourage car usage 

for short trips, such as smarter choices, may require increased in walking and cycling trips. 

A scheme of this nature would involve a series of educational and marketing exercises, 

aiming to raise awareness of the travel alternatives to the private car, reduce emissions and 

contribute to a healthier, cleaner District, offering a better quality of life for residents. This 

represents a key intervention for the District, as it will not only support modal shift in itself 

but will also complement other interventions by raising awareness of travel choices. 

However, this proposal needs to be completed in conjunction with other measures, such as 

an expanded walking and cycling network, encouraging modal shift to active modes of 

transport for short distance trips, particularly for journeys to Harrogate and Knaresborough 

town centres. 
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Table 7.1: Possible Options to Reduce Greenhouse Gas Emissions 

Timescale Low Cost Options Higher Cost Options Revenue Options 

Short Term 

(0-5 years) 

Demand management (including 

measures to limit the number of vehicles 

entering Harrogate town centre) 

Improved local bus offer 

(including improved 

frequencies, extended hours 

of operation and shorter, more 

reliable  journey times), 

improved home to school 

transport 
Smarter Choices, 

greater promotion of 

car sharing scheme, 

town centre parking 

controls 

 

Medium 

Term (5-10 

years) 

Demand management, expanded 

cycling and walking network 

Improved local bus offer, 

alternative vehicle technology 

infrastructure 

Longer 

Term (10-20 

years) 

Greater roll out of broadband (to reduce 

the need to travel), changing land-use 

policies  (to ‘build out’ the need to travel 

for focussing new development around 

public transport connections), low 

emission zone in Harrogate 

Alternative technologies on the 

Harrogate Line 

Notes: this table is intended to show a selection of the measures which could be employed to meet the prioritised 

objective. It is not intended to be prescriptive and it is recognised that further work is required to develop the 

proposals. For further details on how the options meet the DaSTS challenges and support the Required Outcomes, 

please refer to Appendix D. Key interventions are shown in bold. 

7.2.2 Reducing Lost Productive Time 

The Eddington Transport Study (2006) makes a clear case for managing the impact of 

congestion on the highway network which, if left unchecked, will cost the UK economy 

£22bn annually due to lost time spent in traffic that could otherwise be spent working. As 

congestion levels will heavily influence whether new people and businesses move to the 

District, it is imperative that congestion is carefully managed so that the area remains 

competitive with other nearby settlements. 

A number of the problems identified in this baseline review, particularly in terms of access to 

Harrogate, can be linked to high levels of car use. There are indications the road network in 

the Harrogate urban area has reached a tipping point, high traffic flows on many routes, 

leading to congestion, delays and variability of journey times. With considerable additional 

growth planned for the District, this situation is likely to worsen in the near future, having a 

detrimental effect on the attractiveness of the town as a place to live and work. 

Evidence from studies for the Leeds City Region suggests a small decrease in vehicle flows 

(such as the difference between term-time and school holiday traffic levels) can lead to a 

disproportionate decrease in travel times. The reduction of 5-10% in traffic flows can lead to 

journey time reductions of up to 40% during the school holidays at certain times of the day 

(most notably during the AM peak) and similar reductions are sought for Harrogate. 

A range of measures are required if the prioritised objectives are to be met involving both 

transport interventions and non-transport interventions. To this end, reducing the need to 

travel should be the primary aim, potentially through measures to encourage home working, 

through expansion of broadband availability in the District. This could be achievable in 

the short term through the NYnet scheme, a public and private sector venture to provide the 

infrastructure needed for high speed broadband to areas of North Yorkshire, including 

Harrogate. Once the total demand for travel has been reduced, opportunities to achieve 

mode shift should be explored.  
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In the shorter term, there needs to be a focus towards changing people’s attitudes towards 

travelling by the private car. However, funding for these measures is likely to constrained, as 

the costs associated are revenue-based rather than a one-off capital cost. It is therefore 

critical that revenue funding sources can be identified at an early stage. In the longer term, 

modal shift to public transport needs to be the primary aim. This is a key intervention and 

could be achieved through development of park and ride sites serving strategic sites. 

However, a degree of caution needs to be undertaken in this regard, as the York approach 

to park and ride and simultaneous approach to city centre parking policy has made the city 

‘car unfriendly’ which discourages retail. It is therefore recommended that a balanced 

approach is required, which encourages access to the town by public transport without 

pricing out all car drivers. A secondary key intervention is therefore a series of revisions to 

town centre parking policy, to balance to the need for Council revenue against the desire 

to reduce car trips to the town centres whilst not adversely affecting retail sites. 

A number of interventions included in the initial sift are unlikely to be deliverable. These 

include the development of a northern and eastern bypass round Harrogate. Whilst this 

would support improved connectivity and reduced congestion levels, it would increase 

greenhouse gas emissions, and lead to deteriorating local environmental conditions. A new 

bypass would meet strong local objections, due to the impact on the natural environment. 

As such, this scheme is unlikely to be delivered in the foreseeable future. 

Table 7.2: Example Option Generation to Reduce Lost Productive Time 

Timescale Low Cost Options Higher Cost Options Revenue Options 

Short Term 

Options 

Parking pricing 

controls, HGV routeing 

strategy, increased roll 

out of broadband 

Traffic management (including 

signalisation at junctions), queue 

reallocation and bus priority on radial 

corridors 

Smarter Choices 

Medium Term 

Options 

Driver information 

systems (including 

variable message 

signs), demand 

management, 

increased roll out of 

broadband 

Junction improvements, new rolling 

stock on the Harrogate Line 

Longer Term 

Options 

Increased roll out of 

broadband 

Park and ride at strategic sites 

Notes: this table is intended to show a selection of the measures which could be employed to meet the prioritised 

objective. It is not intended to be prescriptive and it is recognised that further work is required to develop the 

proposals. For further details on how the options meet the DaSTS Challenges and support the Required Outcomes, 

please refer to Appendix D. Key interventions are shown in bold. 

7.2.3 Improve Connectivity and Access to Labour Markets 

Access to Harrogate town is a key priority for the District, as is access to the neighbouring 

districts of Leeds and York and other key hubs including LBIA. Equally, external connectivity 

is extremely important, due to the high-value jobs available in Leeds and to a lesser extent, 

York. Improved connectivity to these destinations will ensure the ongoing economic vitality 

of the District.  

Options to improve access to labour markets are closely linked to options which reduce lost 

productive time, as better connectivity will be achieved through more reliable journeys. As 

such, many of the options proposed in Section 7.2.2 are also applicable for this prioritised 

Challenge. To this end, the options suggested in this section will be those that offer a step-

change in access to labour markets in terms of journey time reductions and/or frequency 

improvements, rather than measures which aim to alleviate existing congestion.  
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In the short and medium, this will mainly involve incremental upgrades to the existing 

bus routes, providing minor journey time savings through timetable revisions, new bus 

priority and greater service frequencies on suburban bus services and links to Leeds and 

York. Raising the quality of the local public transport offer to improve car-competiveness 

should be a key priority for the District.  

The Harrogate Line forms a key transport link for the District, particularly for connectivity to 

Leeds and York. It is therefore recommended that a comprehensive management 

strategy for the Harrogate Line is developed to raise the quality of the rail offer. This will 

be achieved through a number of methods including the development of an improved public 

transport interchange in Harrogate on Station Parade
19
. Additionally, opportunities should be 

explored to lobby for improved connections to London through discussions with train 

operators to discuss the potential for an open-access rail service between Harrogate and 

the capital, more direct trains to strategic destinations and potential new stations. 

Included in this strategy should be reference to a step change in the local and strategic 

public transport offer into Harrogate in the longer term. This could be achieved through 

conversion of the Harrogate Line to tram-train. Various studies have been undertaken 

into this scheme including a review of technology options for the line and an application for 

regional funding for tram-train on the route. Development of this scheme would not only 

enhance connectivity to Leeds and York but would also make it possible to create a fixed 

link to LBIA from Horsforth as well as new rail stations on the route. However, the 

deliverability of this scheme is unknown as tram-train is as yet untested in the UK although a 

trial is planned for 2012 between Sheffield and Rotherham. The tram-train link would 

provide a high-frequency, high capacity local service between York and Leeds via 

Harrogate, allowing greater scope for more short-distance journeys by rail.  

Additionally, conversion of the Harrogate Line to tram-train would support improved strategic 

connectivity from the District by improving connectivity between Harrogate and Leeds/York, 

thereby reducing the interchange penalty for longer distance trips and reducing overall 

journey times. This would provide significant benefits for visitors to the HIC and would help 

to support the business tourism industry in the town. 

Conversion of the line to tram-train would also support the sustainable delivery of new 

housing, by helping to open up new development sites which could be served by rail. HBC 

is currently exploring the potential for a new rail station at Knaresborough East/Manse Farm 

and has prepared a project inception report (i.e. an outline business case for the new 

station). This work suggested that there is a reasonable economic case for a new station at 

this site if funded through the conventional channels, but this could be strengthened by 

developer contributions. Tram-train on the Harrogate Line could enhance the business case 

of these proposals by providing improved connectivity to local and strategic destinations 

without creating extended journey times for existing rail passengers. Additionally, tram-train 

could potentially create an opportunity for a new station on the line at Bilton (between 

Harrogate and Starbeck). At present, it is understood that the gradient at this location 

exceeds the Network Rail guidelines for new stations, making it unlikely that a station would 

be delivered. However, these guidelines would not apply if the line was converted to tram-

train.  

  

                                                           
19
 The Council has recently met with Network Rail, Caddick Development Ltd and the County Council to consider how development 

proposals for Land at Station Parade, Harrogate can be progressed in the current economic climate. This is a key site in Harrogate 
town centre and an important gateway to the town especially when arriving by bus or train. Measures to improve the accessibility of 
the site to the town centre and enhanced conference centre facilities, and improving the ability to interchange between different travel 
modes, obtain travel information and generally improve facilities for travellers as part of redevelopment proposals for the site are key 
issues to be addressed. 
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Table 7.3: Possible Option Generation to Improve Access and Connectivity to Labour 

Markets 

Timescale Low Cost Options Higher Cost Options Revenue 

Options 

Short Term 

Options 

Improved strategic bus connections to 

Leeds and York, parking policy 

controls, public realm / interchange 

improvements in Harrogate and 

Knaresborough 

Improved local bus offer (including 

improved frequencies, extended 

hours of operation and shorter, 

more reliable  journey times), traffic 

management, queue reallocation and 

bus priority on radial corridors, 

comprehensive management 

strategy for the Harrogate Line 
Smarter 

choices 

Medium Term 

Options 

Expansion of rail-based park and ride 

capacity (e.g. at Pannal), more direct 

trains to London, driver information 

systems, demand management 

Improved rail frequencies to Leeds and 

York 

Longer Term 

Options 

Bus based park and ride Conversion of Harrogate Line to 

tram-train 

Notes: this table is intended to show a selection of the measures which could be employed to meet the prioritised 

objective. It is not intended to be prescriptive and it is recognised that further work is required to develop the 

proposals. For further details on how the options meet the DaSTS challenges and support the Required Outcomes, 

please refer to Appendix D. Key interventions are shown in bold. 

7.2.4 Support the Sustainable Delivery of Housing 

The volume of housing growth planned for the District (discussed in Chapter 5) will have 

major implications for the transport network, particularly in the urban areas of Harrogate and 

Knaresborough where some roads in the peak periods are already very congested. With 

around 390 new homes to be delivered annually up to 2023/24, the impact of additional trips 

will need to be carefully mitigated. 

Whilst measures to reduce lost productive time will seek to reduce the number and impact 

of trips on the network, the possibility of trips from new housing re-filling that capacity needs 

to be addressed. As such, a key priority should be to aim for ‘transit-orientated 

development’, as set out in the adopted Core Strategy. This seeks to locate new housing at 

locations which are readily accessible from bus and rail transport services, or within 

walking distance of key amenities. HBC is currently exploring the potential for this by 

exploring the potential for new stations at Knaresborough East/Manse Farm and Bilton. 

These could potentially be introduced in conjunction with the tram-train proposals described 

in 7.2.3. 

In the short term, roll out of high-speed broadband to all new homes within the District 

would potentially reduce the need to travel, thereby reducing congestion levels affecting the 

highway network. This key intervention would need to be supplemented by interventions 

which provided high quality links for sustainable modes to nearby trip generators including 

schools, employment areas and retail facilities. 
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Table 7.4: Possible Option Generation to Support the Sustainable Delivery of Housing 

Timescale Low Cost Options Higher Cost Options Revenue Options 

Short Term 

Options 

High quality walking and 

cycling links to adjacent 

areas 

Broadband to all new homes to 

reduce the need to travel, traffic 

management 

Smarter choices Medium Term 

Options 

 Bus services to support new 

housing sites 

Longer Term 

Options 

 New rail stations to support new 

housing sites 

Notes: this table is intended to show a selection of the measures which could be employed to meet the prioritised 

objective. It is not intended to be prescriptive and it is recognised that further work is required to develop the 

proposals. For further details on how the options meet the DaSTS Challenges and support the Required Outcomes, 

please refer to Appendix D. Key interventions are shown in bold. 

7.2.5 Enhance Social Inclusion 

Chapter 3 identified the problems resulting from poor transport accessibility impacts on the 

lives of those living in rural areas and the market towns. Efforts to enhance connectivity to 

these areas will support a number of objectives including a reduction in greenhouse gas 

emissions and reduced negative environmental impacts from transport. 

Solutions to transport connectivity issues in rural areas are likely to be heavily constrained 

by deliverability issues. As whilst an expanded public transport network, with high frequency 

services operating throughout the days would provide a step change in accessibility, the 

prohibitive operational cost of such a scheme makes it extremely unlikely that such a 

solution would be adopted in the short to medium term. Instead, a more practical approach 

would be to offer incremental improvements to the rural public transport network. 

In the short term, a key intervention will be the expansion of demand responsive services 

to mitigate acute social exclusion problems, in addition to the consolidation of existing 

conventional rural services through frequency improvements in the peaks, allowing travel 

to work by public transport. The objective is to incrementally grow demand for rural public 

transport so that in the longer term, further service frequency enhancements can be 

supported.  

In the longer term, other improvements to the public transport network, including improved 

integration of ticketing, and methods to explore the opportunities for partnership working 

should be explored, as a mean of raising the bus ‘offer’. Specifically, this could mean a 

coordinated approach to bus service delivery between bus operators and HBC, ensuring 

that passengers benefits from greater investment in the network. This intervention would 

also support a number of other Challenges, as it could transform the local bus network, 

improving access to labour markets whilst supporting modal shift away from the private car. 

However, the political barriers to achieving this intervention mean that delivery in the short 

to medium term is unlikely. 

Other options to enhance connectivity from rural areas and the market towns include, further 

promotion and expansion of the district-wide car sharing scheme.  
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Table 7.5: Possible Option Generation to Enhance Social Inclusion 

Timescale Low Cost Options Higher Cost Options Revenue Options 

Short Term 

Options 

Improved walking and cycling links 

to high frequency rural bus routes 

 Expansion of demand 

responsive services, 

promotion of car sharing 

scheme 

Medium Term 

Options 

Explore opportunities to improve 

integration of ticketing, explore 

opportunities to reduce bus fares 

 Strengthening and 

consolidation of rural bus 

services, shopping delivery 

scheme for rural areas 

Longer Term 

Options 

Explore scope for greater 

partnership working between bus 

operators and the council 

  

Notes: this table is intended to show a selection of the measures which could be employed to meet the prioritised 

objective. It is not intended to be prescriptive and it is recognised that further work is required to develop the 

proposals. For further details on how the options meet the DaSTS Challenges and support the Required Outcomes, 

please refer to Appendix D. Key interventions are shown in bold. 
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8 Conclusions and Next Steps 

8.1 Summary of Recommendations 

Chapter 7 outlines the range of possible recommendations that could be introduced in the 

short, medium and long term to address the current and future transport needs of the 

District. Through this process, eleven key interventions have been identified which are top 

priorities for investment. These measures need to be supported by other proposals to 

ensure a ‘packaged’ approach to investment. Proposed key interventions and a brief 

description of their impacts are given below: 

• Expanded walking and cycling networks to encourage modal shift away from the private 

car for short journeys in Harrogate and Knaresborough; 

• A package of smarter choices measures to increase awareness of sustainable travel 

options; 

• A revised town centre parking policy to encourage modal shift away from the private car; 

• Park and ride (both bus and rail based) to reduce traffic on key radials; 

• An improved local bus offer including higher service frequencies, extended hours of 

operation and reduced (as well as more reliable) journey times to encourage greater 

public transport usage; 

• A comprehensive management strategy for the Harrogate Line, including a new 

interchange at Harrogate, a potential rail halt at Knaresborough East and more direct 

trains to London; 

• Conversion of the Harrogate Line to tram-train to provide a step-change in the quality of 

the rail link in terms of capacity, frequency and connectivity to labour markets both for 

local and strategic journeys; 

• Broadband for all new homes to reduce the need to travel; 

• A ‘transit-orientated development’ approach to new home building, ensuring that new 

housing is well served by public transport 

• Expansion of demand responsive bus services to improve accessibility to key services 

from rural areas; 

• Strengthening and coordination of rural bus services to raise the quality of rural public 

transport links. 

8.2 Next Steps 

The process of achieving investment in these priority areas is complex and varies for 

different proposals. Some of the measures, such as tram-train and park and ride, require 

further studies so as to better understanding their impacts and deliverability risks. Equally, 

there is a need for further work to investigate funding opportunities and constraints, 

particularly with regard to the proposals which require ongoing revenue funding such as 

smarter choices and expansion of demand responsive bus services. This work will help 

HBC in the next stage in the delivery process, by enabling more effective lobbying of other 

parties, through greater knowledge of the issues and opportunities. 

Following the transfer of transport investment responsibility to the County Council, HBCs 

role will predominantly involve influencing the decision making process to ensure the District 

receives its fair share of investment. The lobbying role is critical and needs to be planned 

carefully and with a strong evidence base. This report provides much of that evidence 

although it is recognised that further work may be required to update the priorities for the 

District as transport needs change. 
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A number of the proposals recommended for the District will involve input from a range of 

stakeholders, not just those within the District or the County Council. Consequently, there is 

a need to ensure representation on a regional and national level also. For example, the 

conversion of the Harrogate Line to tram-train, although a local scheme, will require support 

from Leeds City Council, York City Council, Metro, LBIA, Network Rail and the DfT. It is 

therefore imperative that strong links are maintained with these bodies, to ensure a 

successful outcome. 

Further work is also required to carefully programme the transport investment for Harrogate 

to ensure that proposals complement each other and that outcomes are fully integrated. 

Chapter 7 covered some of the relationships between schemes, where smaller, lower cost 

interventions may be required in the shorter term before larger interventions can be 

delivered in the longer term. Further work will be needed to review these relationships in 

more detail. 

8.3 Links to Other Works and Implications for Harrogate 

There are several ongoing transport studies relating to Harrogate District and these will 

involve extensive consultation over the next few years. Additionally, further work will be 

undertaken at various levels to develop the guidance base for investment. Members from 

HBC will need to provide comment on these documents. This section aims to provide a 

context for those documents to ensure that HBC can be consistent in its response and can 

fulfil its role as an informed and knowledgeable stakeholder. 

8.3.1 North Yorkshire LTP3 

North Yorkshire County Council is in the process of developing Local Transport Plan 3 

(2011 to 2016). This document will be submitted to the DfT to provide information on the 

requirement for funding at the county level, as well as to provide a means of assessing 

performance of local transport networks. LTP3 is the first round of LTPs to be produced 

within the context of DaSTS. 

Given the handover of responsibility for transport investment in Harrogate to NYCC, it is 

imperative that the content of LTP3 fully reflects the needs and aims of the District. As such, 

effective lobbying is needed to ensure that Harrogate receives its fair share of investment to 

deliver wider priorities as set out in the Core strategy and the wider Vision for Harrogate. 

8.3.2 Leeds City Region Connectivity Study 

Work is ongoing as part of the regional DaSTS studies for the Leeds City Region. This 

report aims to shape strategic transport investment for the wider City Region but is also 

expected to recommend some investment priorities for Harrogate to improve external 

linkages to York, Leeds and LBIA. The District-wide Transport Priorities study has been 

aligned with the emerging thinking from this work to ensure that there is consistency in the 

approach.  

The Connectivity Study, one of many similar studies commissioned by the DfT across the 

UK, will provide a delivery plan for investment in transport over the next 20 years. As such, it 

is necessary for Harrogate to use this document as a framework to determine strategic 

priorities and lobby effectively for strategic connectivity, to reaffirm the important role the 

District has within the City Region. 

8.3.3 North Yorkshire and York Sub Region Studies 

A strategic study into transport connectivity in the North Yorkshire and York is currently 

being undertaken by the County Council. Outputs from this study will support the case for 

greater investment in transport linkages between the Districts of North Yorkshire and York.  

8.3.4 Harrogate and Knaresborough Service Centre Strategy 

The LTP2 for North Yorkshire identified the requirement for a transportation service centre 

strategy to be produced for each of the key towns within the county. A Service Strategy 

document has been produced or is in production for each key town. This document seeks to 
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identify transport connectivity issues at the extremely local level (for example, identifying the 

need for improved walking routes between area x and y) as such, this document should 

cover the local issues which are not covered by the District-wide Transport Priorities study. 

The Harrogate and Knaresborough Service Centre Strategy is currently in development.  

8.3.5 Alternative Bus Regulatory Mechanisms 

The Local Transport Plan Act 2008 outlines a number of possible changes to the regulatory 

frameworks for the delivery of bus services. This opened up the potential for alternative bus 

regulatory mechanisms which could include voluntary partnerships, statutory quality 

partnerships or quality contracts. Such measures involve a partnership approach to service 

delivery between Local Authorities and bus operators with the focus on providing an 

enhanced ‘offer’ for passengers. 

Currently, there are few examples working in the UK due to concerns over how such 

agreements work in practice, although it is envisaged that these mechanisms will prove 

increasingly popular in the near future. As such, it is important that HBC maintains a good 

working relationship with local bus operators, to pave the way for alternative regulatory 

mechanisms in future years. 

8.3.6 Urban Challenge Fund 

The Urban Challenge Fund is a new funding ‘pot’, formed from the now defunct Transport 

Innovation Fund (TIF) and Sustainable Travel Cities (STC) programme, aimed at cutting 

congestion in urban areas. The DfT is consulting on how the Urban Challenge Fund could 

operate. This is therefore an opportunity for HBC to present a viewpoint on how this new 

funding opportunity could benefit the local authority. 

8.3.7 High Speed Rail 

Following the completion of High Speed 1 between London and the Channel Tunnel in 

2007, there has been a shift in national policy examining the potential for further high speed 

rail links in the UK. Currently the route being considered is a ‘Y’ shaped network. This would 

connect London with the West Midlands with two spurs then potentially extending to the 

North West and Yorkshire.  

Of the two spurs being examined, only the eastern route would provide most benefits to 

Harrogate. Furthermore, it is likely that if a north-south High Speed route was delivered it 

would only serve a very small number of stations to ensure the shortest possible journey 

times can be delivered. For the Yorkshire and Humber Region, this would most likely mean 

Sheffield and possibly Leeds. It is extremely unlikely that Harrogate would be directly served 

by a new High Speed Rail link. 

However, strategic connectivity from Harrogate could be greatly enhanced by a new High 

Speed link to Leeds. As a result, it is recommended that Harrogate lends its weight to the 

campaign for a ‘Y’ shaped High Speed network. Within the context of this discussion, it 

should be acknowledged the costs of High Speed Rail are extremely high and that the 

timescales for delivery are long (it is doubtful that a north-south domestic high speed service 

would operate before 2025). As a result it is suggested that lobbying for upgrades to the 

existing East Coast Main Line in the short to medium term would be advantageous since 

these could still deliver significant journey time savings of up to 15-20 minutes. 

8.3.8 Future Rail Franchises 

Northern currently operate services on the Harrogate Line, as well as many other local 

trains across the north of England as part of their franchise agreement with the DfT. In 

September 2013, this franchise period comes to an end, meaning that other operators may 

have the opportunity to bid to operate services. This creates a number of potential 

opportunities. Whilst the current franchising model could be retained, the new contract could 

create an entirely new approach. For example, alternative regulation mechanisms could 

mean that the existing Northern franchise may be restructured and this may offer improved 

local decision making to facilitate the delivery of service improvements. 
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In light of the uncertainty surrounding future franchising, the implications for Harrogate are 

not yet known. There are suggestions by some commentators that longer franchises would 

be more beneficial for rail passengers, as this encourages operators to invest in rail 

infrastructure themselves. A good example of the Chilterns Railways franchise, where 

several major infrastructure schemes have been delivered (with more planned) in return for 

a longer franchise term. In a potentially constrained funding environment, longer franchises 

which encourage private sector investment may be a useful mechanism to deliver more 

comprehensive benefits. 

Other studies may generate further consultations which are relevant to Harrogate. A trial of 

tram-train vehicles will take place between Sheffield and Rotherham (this is scheduled to be 

completed by 2014). The outcome of this study will be significant for Harrogate, as it could 

determine whether conversion of the Harrogate Line to tram-train is feasible.  

In 2010, the East Coast franchise will potentially be re-tendered following the termination of 

the contract with National Express East Coast. Plans have already been developed for a 

new timetable on the route, allowing six trains per hour between Doncaster and London with 

York and Leeds to be served by two trains per hour each, with a regular clock face 

timetable. The daily direct service between Harrogate and Kings Cross is still included in 

this timetable. Also included is a two hourly stopping service between York and London. 

There is potential for this service to be extended to Harrogate. However, there are barriers 

which may prevent this from being delivered, such as the availability of rolling stock and the 

need to re-cast timetables to ensure that the strategic services do not impact on the 

movement of local services on single track sections of line. Additionally, there may be an 

opportunity to provide additional direct trains via Leeds although this is potentially more 

complex due to the need to path trains through Leeds station and maintaining a local 

service on the Harrogate Line. 

There is a public consultation currently underway for the new timetable. Additionally, a 

further consultation period will most likely take place before the re-franchising of the route. It 

is imperative that HBC takes this opportunity to lobby for its priorities.  

A further development which could significantly alter strategic connectivity from Harrogate 

District is the potential for an open-access operator to offer direct rail journeys to London. 

Whilst at present there are various barriers to this (in particular, a lack of capacity on the line 

would limit service frequencies and could impact on the local, stopping services), open-

access operators have provided successful operations to other parts of the UK, including 

Hull and North Yorkshire. The services offered by these operators are typically low in 

frequency (Hull trains provide seven trains per day in each direction, having grown the 

frequencies incrementally over a number of years) and compete with the franchised 

operator in terms of ticket price rather than journey times. Despite this, there is potential for 

open-access services to improve strategic connectivity from the District by increasing travel 

options for passengers and giving Harrogate increased ‘status’ as a destination. 

8.4 Conclusion 

Using a strong evidence base, this study has identified a series of district-wide transport 

priorities. These have been formulated into recommendations for the District allowing HBC 

to lobby for required transport investment with a clear and consistent voice, following the 

handover of the agency control to the County Council. Investment in these priority areas will 

ensure that the District continues to meet the needs of its residents and businesses whilst 

supporting sustainable future growth.
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A1 Summary of Officers Workshop Meeting 

A1.1 Attendees 

Name Role 

Wallace Sampson Chief Executive 

John Sowden Director of Resources 

Nigel Avison Director of Development Services 

Rachel Bowles Assistant Chief Executive 

John Burton Head of Highways and Transport 

Chris McGonigle Chief Engineer (Traffic) 

Dave Allenby Chief Planner (Forward Planning) 

Kathryn Daly Economic Development Manager 

Gill Ritchie Senior Planner 

Nicky Garside Assistant Director, Health 

Jane Money Environmental Strategy Manager 

Jan Davidson Concessionary Fares Manager 

Dave Sykes Planning Policy Manager 

Gary Bell Chief Planner (Development Control) 

Dawn Saxby Executive Officer Housing Strategy 

Lynne Mee Communications and Media Manager 

Jill Reeve Environmental Protection Manager 

A1.2 Introduction 

The increasing momentum of the Leeds City Region, the need for Harrogate to be well 

connected and linked to the city region to support the economic future of the District; 

Shifting transport responsibilities at County Council level – important to have a firm 

understanding of transport priorities in the District. 

The leader of the Council in Harrogate is on the LCR Transport Panel – and it is important 

for the priorities for the district to be identified, so he is able to feed a clear and concise 

message. 

Nigel Foster – explained that Arup would present some slides on four topics and then open 

the floor for discussion. 

A1.3 Baseline Information  

A1.3.1 Refining Existing Data 

The stakeholders raised the following issues: 

The definition of “Harrogate Town Centre” and “Harrogate town” needs to be clearer. There 

are a number of major employers located out-of-town including the hospital and various 

businesses at Hornbeam Park. The analysis needs to reflect this. 

The importance of considering the different transport patterns during the week, compared to 

the weekend to gain a complete understand of the transport network. The strategy will also 

need to factor in seasonal variations caused by Harrogate based events. For example the 

Yorkshire Show and the school holiday effect. 

The importance of linking the strategy to the wider Leeds City Region was highlighted. Arup 

will link the study closely with the LCR DaSTS Connectivity Study, which are currently being 

undertaken jointly by Arup and SDG.  

A1.3.2 New Data  

The stakeholders highlighted that they want the inclusion of following data: 
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Data on home-to-school travel, particularly as all of the secondary schools in Harrogate are 

located to the south of the town, causing conflicting movement patterns, leading to 

worsening congestion.  

Data on congestion caused by the location of services. This data would be useful because 

distribution of services was highlighted as an important reason for congestion. For example 

because all of Harrogate’s supermarkets are located on the south of the town there is 

congestion as people travel to the supermarkets. 

Data on how many of the number of trips through Harrogate Town are through trips (i.e. 

Harrogate is not the origin or destination of the trip). Delegates stated that there are other 

east/west movements which pass through Harrogate, leading to congestion in the town 

centre. However, these may only account for less than 10% of trips (this data should be 

available through the Harrogate and Knaresborough Traffic Model).  

Delegates commented that it would be useful to compare / benchmark towns in the 

Harrogate District with settlements of similar sizes. This is in terms of congestion issues and 

solutions that have reduced congestion or resulted in significant modal shifts. For example 

the Personal Travel Planning case studies by DfT were highlighted as a useful example of 

providing people with the information needed to make an informed decision on how they 

travel.  

Data on the cost of congestion and the economic benefits from implementing different 

transport options and the effect of the perception of congestion. This information would be 

interesting because the congestion in Harrogate Town is very focused in a short am and pm 

peak. The actually affect of this congestion on economic performance would be interesting 

given the short periods of congestion. 

Key questions: 

• At what point does congestion become an economic inhibitor? 

• What impact does the perception of congestion have? 

The need to consider Air Quality Management areas in the District was raised. The District 

currently has two sites which may be declared AQMAs, in Ripon and Knaresborough (more 

information needed, particularly in relation to Bond End, Knaresborough). 

Evidence of how frequent public transport connections need to be for people to consider 

them a viable transport option. For example how frequent does the service need to be, the 

timing of the first and last service, reliability and cost. 

Delegates highlighted the need to obtain community transport data, to supplement the rural 

bus service information. In addition, some bus services are missed from the presentation, 

including the Ripon Rambler service. 

A number of Local and City Regional documents were highlighted by delegates, including 

the emerging Harrogate District Council Economic Strategy and City Relationships: 

Economic linkages in Northern City Regions published by the Northern Way.  

A1.4 Growth 

A1.4.1 Housing and Employment Growth  

It was seen as important to understand the transport network and patterns within the 

District, however the importance of factoring in the District’s housing and employment 

aspirations was highlighted. Arup will use the Core Strategy and emerging Development 

Plan Documents to feed accurate growth assumptions in to the study. 

Delegates raised some concerns regarding the inclusion of VP PLC: they have 

headquarters in the district but a much smaller number of employees work in the district. It 

was noted that the North Yorkshire County Council and Harrogate District Council are also 
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likely to be one of the largest employers in the District. They should therefore be factored 

into the study. 

The importance of Harrogate International conference centre was highlighted, including 

access to the centre by air (to promote international business) and rail. 

The need to distinguish between leisure tourism and business tourism was highlighted. This 

is particularly important given that Harrogate Town is in the process of developing a 

marketing campaign for leisure tourism in partnership with Welcome to Yorkshire. 

A1.5 Solutions 

The importance of creating modal shift away from the private car was highlighted. Data 

analysed to date has shown that a large proportion of trips by car to central Harrogate are 

less than two miles, this gives great potential for modal shift towards walking and cycling. 

The fairly reasonable cost of parking was highlighted as a factor in the high number of 

people driving into parking. A potential solution is that large employers, such as health 

authorities and the County and District Council could lead in the production of travel plans 

for their staff. This would give employees greater knowledge of the options to get to and 

from work. 

The report needs to touch on the impact of High Speed Rail, and provide a consistent view 

on HSR across the Council (linking to the importance of improving connections to Leeds 

and York to provide indirect services).  

It was recognised that connectivity to Leeds and York is critical. This could take the form 

of a lighter rail link. Nigel Foster suggested that this is one advantage of tram-train: it allows 

a faster and higher frequency service to local destinations but does not prevent longer 

distance services running to Harrogate. There is an action for Arup to undertake a short 

benchmarking exercise relating to options for the Harrogate Line. This will be particularly 

important to support the leisure and business tourism sector in Harrogate. 

The discussion also touched upon bus-based park and ride as a possible solution. 

The increased potential for business tourism linked to the expansion and 

redevelopment of the Harrogate Conference Centre. This future success of the centre is 

strongly linked to the accessibility of the centre by a range of transport modes. Currently 

60% of people access the conference centre by road, with the rest by rail and air. The 

market for travel by rail and air must be exploited to continue the success of the facility.  

Nigel Avison requested that as part of the study, Arup examine the benefits, impacts and 

costs of various transport interventions. The outcome of this will be a sifting framework, 

informing Harrogate of which interventions will provide the greatest benefit for their 

investment. 

It was recognised that the District will have different objectives and priorities depending on 

the scale of growth. However, it was also recognised that there is a need to not encourage 

investment from other parts of the City Region considering rural nature, capacity for 

growth and high quality of place within the Harrogate. As people are free to choose 

where they live and work, quality of the Districts offer is important, both in terms of jobs and 

housing.  

The location of education facilities within Harrogate is important as most of the secondary 

schools are located to the south of the town centre. Constructing a new secondary school to 

the north is unlikely to have a significant impact on trips, as parents would continue to send 

their children to establish schools with strong reputations. Relocation of an existing 

school is likely to be a preferable alternative, recognising that this would be an 

expensive undertaking. 

Public transport opportunities for rural areas is a key issue for the District. Most of the 

housing planned for these locations is to be affordable and therefore must be linked to the 
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locations of lower-paid jobs. Ensuring provision of affordable transport is also highly 

important. At present, there is a high level of funding for rural transport but this is not well 

integrated and is therefore not used efficiently. Delegates agreed that there was a need to 

integrated rural transport, linking up existing provision and factoring in existing community 

transport services. 

Considering the potential for non-transport solutions to solve transport problems. This 

could be along the lines of: relocation of secondary schools, increased availability of 

broadband in rural areas, or revised development policy which builds out the need to travel. 

It was agreed that in terms of objectives for the District that those in the Core Strategy are a 

start but there is a need to go further. There is a need for evidence of the extent that 

transport investment supports businesses and economic growth, including the 

emerging Economic Strategy.  

The importance of delivering growth at an appropriate density, to provide the critical 

mass required to support investment in new public transport. For example at 

Knaresborough East.  

It was suggested that although small-scale road infrastructure would be required to support 

forecast housing growth, a large scale road building programme is unlikely to be required. A 

more efficient solution would be to reduce the demand for travel. 

There are some incompatibilities in the Core Strategy objectives: it is difficult to achieve 

strong economic growth whilst significantly lowering carbon emissions. Harrogate is 

committed to achieving an 80% decrease in carbon emissions by 2050 and a 40% decrease 

by 2020. An example of a potential conflict in between growth and carbon emission is the 

East Knaresborough extension, which will deliver 500 new homes and considerable levels 

of employment growth directly adjacent to an Air Quality Management Area. It is therefore 

important that the new railway station linked to the urban extensions creates a modal shift 

within the existing communities, so not to exasperate existing air quality issues. 
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A2 Summary of Members Workshop Meeting 

A2.1 Attendees 

Name Ward 

John Savage  Marston Moor 

David Parnaby  Ripon Spa 

Bob Nash  Rossett 

Cliff Trotter  Stray 

Jim Clark  Rossett 

Don Mackenzie  Harlow Moor 

Peter Horton  Ripon Spa 

Ian Galloway  Bishop Monkton 

Geoff Webber  Saltergate 

Anthony Alton  Claro 

Trevor Chapman  New Park 

Greta Knight  Woodfield 

Shirley Fawcett  Spofforth 

Jean Butterfield  Low Harrogate 

Ann Jones Knaresborough 

Stan Beer Pateley Bridge 

A2.2 Introduction 

Don MacKenzie (Cabinet Member Planning and Transport) provided a short introduction to 

the workshop and the study, explaining the reasoning behind the work (the handover of the 

agency area to North Yorkshire).  

Nigel Foster then expanded on this, explaining the objectives of the session today, what 

Arup hope to achieve from it and what was expected from the Members. 

Mike Taylor then presented the baseline evidence through a series of slides. 

A2.3 Baseline Information 

Following the presentation, Nigel Foster led a discussion with the Members on the evidence 

which had been presented, asking “is this broadly in agreement with your understanding of 

transport problems in the District?” There was agreement from most parties that the 

information presented was correct and did reflect the issues on the ground. 

A few further matters were raised including: 

• HGV routing is a major problem for the District, and particularly in Harrogate. Members 

raised the point that the current approach to the issue simply transfers HGVs to other 

parts of the town. In particular the New Park roundabout (A61/Skipton Road) was 

mentioned as a HGV blackspot. Furthermore, there was mention of the LorryWatch 

scheme to track non-compliance with lorry bans. 

• The issue of terminology was raised regarding the level of congestion in the town. The 

presentation described this situation as at ‘tipping point’ whereas it was felt that 

‘saturation point’ would be a more appropriate term given the intrusive nature of traffic in 

Harrogate and Knaresborough. It was suggested that the congestion problems do not 

just occur in the peak periods with slow moving queues on many routes throughout the 

day, particularly affecting the southern bypass of the town. 

• An extension of this point was raised on the difference in traffic levels in term/school 

holiday time. Nigel Foster gave an example of the work which had been undertaken by 

Leeds City Council regarding the impact of school holidays on congestion and delays. 

• Mention was made of the 36 bus and the success this has been with the service proving 

so popular that informal park and ride is occurring at some of the more rural destinations 

on the route. 
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• Starbeck level crossing was recognised as a major constraint for the town. It was 

questioned why the opening times of the gates are not revised. Nigel Foster answered 

that this is unlikely to be possible given Network Rails safety standards. 

• A further point was raised regarding the lack of feeder bus services between villages 

and the A61 (36 bus route) due to the Traffic Commissioner preventing these from 

operating. This problem is exacerbated by the lack of established footpaths to and from 

the A61.  

• A question was raised regarding the possibility of a northern and western bypass to 

alleviate problems associated with HGVs. John Burton clarified the matter by stating 

that the northern route has been protected whilst plans for a western bypass have been 

abandoned. 

A2.3.1 Objective Setting 

Nigel Foster led a subsequent discussion session on what objectives are most important for 

the District. The main points raised in this session are summarised below. Where possible 

the relevant DaSTS objective has been written in bold. 

• It was recognised that although a reduction in greenhouse gas emissions may be a local 

priority, it is an objective which needs to be addressed at the national level as they have 

a role in lobbying car manufacturers. It was also recognised that Harrogate does not 

have the economy to support electric car infrastructure. Reduce greenhouse gas 

emissions. 

• Management of traffic, not reducing traffic level should be a priority as a reduction would 

lead to conflicts with local traders. Reduce lost productive time. 

• A reduction in cars entering Harrogate and Knaresborough is required but this should 

not result in a reduction in people entering the towns. Reduce lost productive time. 

Improve connectivity and access to labour markets. 

• Maintaining parking income is critical for the Council. 

• Providing additional choice is also extremely important. Improve connectivity and 

access to labour markets. 

• It was felt by Members that a strong economy for Harrogate is closely linked to ‘car 

friendliness’. It was noted that on Harrogate car-free days there was a noticeable drop in 

retailers income. Improve connectivity and access to labour markets. 

• Improved rail connectivity is required. Improve connectivity and access to labour 

markets.  

• Some traffic in the District leads to negative environmental impact. Improve local air 

quality, reduce noise pollution. 

A2.3.2 Option Generation 

Throughout both discussions with Members, various solutions were put forward as possible 

solutions to the transport issues facing the District. These included: 

• A concerted lorry routing strategy 

• Feeder services from major bus routes 

• Increased pedestrian access routes to major bus routes 

• Bridging of the level crossing at Starbeck 

• Reduced ‘closed time’ on the Starbeck level crossing 

• A bypass to the north of Harrogate to remove HGVs from the town centre 

• Expansion of the car sharing scheme and increased flexibility in its approach 
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• Differential parking charges for low-carbon vehicles 

• Use of buses for the tourist market- providing public transport to key destinations 

• Electrification of the Harrogate Line 

• Operating a ‘Grand Central’ style service to London 

• Reducing car share for the school run by making dropping off more difficult 

• Extending the free school travel pass to people living less than 3 miles from school 

• New rail stations with park and ride 

• Use of informed/smarter choices to reduce car mode share 

• Expanded broadband provision to rural areas 

• More flexible service provision, particularly for healthcare 

• Improved bus interchange in rural areas 

A2.3.3 Conclusions 

Nigel Foster and Nigel Avison summed up the outcomes of the workshop. Nigel Avison re-

iterated the purpose of the study: to provide clarity in which actions are most important for 

Harrogate Borough Council and to present this information with a united voice. 
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B1 Baseline Data 

Table B1.1: NI167 Urban Congestion  

   SEGMENT Time Period 

Segment 

Journey 

Time 

Segment 

Length 

INDICATOR 

(mins/mile) 

SPEED 

(mph) 

 

A59 

B6161 to A61 

07:30-08:30 2.18 1.07 2.04 29.4 

08:30-09:30 2.00 1.07 1.87 32.1 

A61 to A6040/A59 

07:30-08:30 4.84 1.50 3.22 19.6 

08:30-09:30 4.85 1.50 3.22 19.6 

A6040/A59 to 

B6165 

(Knaresborough) 

07:30-08:30 8.89 2.44 3.64 16.5 

08:30-09:30 7.87 2.45 3.22 
19.6 

B6165 to A658 

07:30-08:30 4.50 1.69 2.67 22.5 

08:30-09:30 4.62 1.68 2.74 21.9 

A61 

Knox Mill Lane to 

A59 

07:30-08:30 1.08 0.52 2.09 28.7 

08:30-09:30 1.07 0.52 2.07 30.0 

A59 to King’s Road 

07:30-08:30 4.24 0.91 4.67 12.9 

08:30-09:30 4.37 0.91 4.82 12.4 

King’s Road to 

A6040/B6162 via 

West Park St (NB) 

07:30-08:30 2.71 0.79 3.44 17.4 

08:30-09:30 3.08 0.79 3.91 
15.3 

King’s Road to 

A6040/B6162 via 

Station Parade (SB) 

07:30-08:30 2.55 0.53 4.79 12.5 

08:30-09:30 2.50 0.53 4.68 
12.8 

A6040/B6162 to 

Almsford Bank 

07:30-08:30 5.59 1.79 3.13 19.2 

08:30-09:30 6.23 1.80 3.46 17.3 

Almsford Bank to 

A658 

07:30-08:30 2.09 0.89 2.34 25.6 

08:30-09:30 2.26 0.89 2.52 23.8 

A661 A59/A6040 to A658 

07:30-08:30 8.42 2.16 3.91 15.3 

08:30-09:30 9.13 2.16 4.23 14.2 

Source: Jacobs report: NI167 Congestion Indicator, Issue No. 01, September 2009 
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Figure B1.2: Parking Controls in Harrogate 

 

 

Source: HBC 

 



Harrogate Borough Council Harrogate Districtwide Transport Priorities
Draft Final Report

 
 

J:\210000\211661-00\0 ARUP\0-11 TRANSPORTATION\0-11-8 
REPORTS\FINAL ISSUE 08072010.DOCX 

  

Page B3 Ove Arup & Partners Ltd
Final Issue    5 July 2010

 

Table B1.3: Harrogate Town Bus Services 

Service Frequency (buses per hour, offpeak) Cost 

(return) 

Journey 

Times 

(minutes) 
Mon – Sat  Sun  

Day  Eve  Day  Eve   

1 (Knaresborough 

via Starbeck) 

7.5 3 4 2 £3.00 20-25 

2a (Dene Park) 2 2 2 1 £2.50 16-18 

2b (Bilton) 2 1 1 - £2.50 19-24  

3 (Jennyfield) 4 2 2 1 £2.50 17-21 

6 (Pannal Ash and 

Beckwith Knowle) 

3 1 1 - £2.50 15-21 

36 (Ripon to Leeds 

via Pannal)** 

3 2 2 1 £2.50 17-21 to 

Pannal 

56/57/58 (Calcutt) < 1 - - - £2.60 23 

104 (Wedderburn) < 1 - - - £1.80 13-22 

110 (Pannal via 

Hornbeam Park, 

Oatlands and Burn 

Bridge) 

< 1 - - - £2.00 16 to 

Oatlands 

25-31 to 

Pannal 

770 (Rudding Hol 

Park) 

2 1 1 1 £3.50 13-22 

X59 (Skipton via 

Duchy and Penny 

Pot)  

< 1 - - - 33.50 17 to Penny 

Pot 

* = taken from route planning software, based on free flow traffic conditions 

Source: Transdev Harrogate & District, Google 
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Figure B1.4: Cycling routes in Harrogate 

 

Source: HBC 
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Figure B1.5: Cycling routes in Knaresborough

Source: HBC 
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Table B1.6: Harrogate Rail Line Services 

 

 

 

 

Source: WY Metro 

Destination Frequency  (services per hour) Journey 

Times 

(minutes) 

 Mon – Sat  Sun  

Day Peak  Eve 

Starbeck 2 3-4 1 1 3-4 

Knaresborough 9-10 

Cattal 1 1-2 1 1 18-22 

Hammerton 21-23 

Poppleton 29-32 

York 36-42 

Hornbeam Park 2 3-4 1 1 2-3 

Pannal 7-8 

Weeton 11-12 

Horsforth 20-21 

Headingley 24-25 

Burley Park 26-27 

Leeds 29-38 
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Figure B1.7: Benchmarking of Rail Trips per Person for Harrogate and Airedale / 

Wharfedale Lines 

 

Notes: Harrogate Line stations shown in blue. Airedale/Wharfedale line stations shown in green. Averages for the 

stations grouped by line and presented separately.  

Source: ORR, 2001 Census 
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C1 Transport Provision Benchmarking 

C1.1 Introduction 

A benchmarking exercise has been undertaken to provide a comparison of transport 

provision for Harrogate relative to other towns / cities of a similar size or with similar 

characteristics.  A number of towns / cities were selected although it is difficult to provide 

direct comparable locations, due to the unique offer of Harrogate: a medium-sized town, 

with a large rural hinterland, a predominantly tourism based economy, without a university. 

Effort has been made to select a range of comparator towns that are popular tourist 

destinations and all have relatively constrained roadspace and parking availability within the 

town / city centres. In addition, other towns and cities which whilst historic, have very 

different employment characteristics have also been included. 

This benchmarking process has been used to assist with two stages of the study. Firstly, by 

identifying the transport objectives which are most relevant to similar towns and cities and 

secondly, by providing a basis for the option generation phase of work. The latter point is 

particularly important, as the transport interventions which have been successfully 

implemented elsewhere are considered more deliverable, therefore making it easier to 

achieve stakeholder buy-in. 

C1.2 Comparator Towns / Cities 

C1.2.1 Towns 

Chester is similar in size to Harrogate with a population of approximately 80,000 and is 

located to the south of Liverpool and Manchester.  The A55 provides an orbital ring road to 

the south and east of the city and there are a number of park and ride sites for access to the 

city centre.  There are numerous local bus services providing frequent services (every 10-15 

minutes) to a number of destinations such as Wrexham, Mold, Connahs Quay and Saughall.  

There is a reasonable frequency of services to other local and regional destinations 

including 2 or 3 services per hour to Crewe and Liverpool.  The city has good strategic 

connectivity with an hourly rail service to London (journey time of approximately 2 hours) 

and two services hourly to Liverpool (45 minute journey time). 

Salisbury has a population of approximately 45,000 and is located to the north of 

Southampton and Portsmouth and in commuter distance of London.  It does not have a ring 

road however there are a number of Park and Ride sites on radial routes.  There are a 

number of local bus services providing frequent services (every 10-15 minutes) to 

destinations such as Bishopdown and Ditchampton.  There is a reasonable frequency of 

services to other local and regional destinations including 1 or 2 services per hour to 

Bournemouth, Devizes and Southampton.  The city has good strategic connectivity with 2 

rail services per hour to London (journey time of approximately 1 hour 30 minutes).   

Stratford is smaller than Harrogate with a population of approximately 25,000 and is 

located to the south east of Birmingham.  It does not have a ring road, however there is a 

Park and Ride site for access to the town centre.  Local bus services are reasonable and 

strategic connectivity is provided with an hourly rail service to Birmingham (journey time of 

just under 1 hour) and occasional services to London.  

Canterbury has a population of around 45,000 and is located to the south east of London. 

Although the town does not have an orbital route, there are three Park and Ride sites 

serving the town centre. Local bus connectivity is provided through the Park and Ride 

services which are high frequency and call at intermediate destinations. There are a number 

of frequent bus services around the town and numerous local towns with 30 minute or 

hourly connections.  Strategic connectivity is provided via an hourly service to London 

(journey time of less than 60 minutes).  
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Shrewsbury has a population of approximately 70, 000 and is located to the north west of 

Birmingham and south of Liverpool.  Although the town does not have an orbital route, there 

are three Park and Ride sites serving the town centre.  A frequent (every 15 minutes) town 

bus service operates for connection to Sutton Farm however bus connections elsewhere are 

limited with less frequent services to destinations such as Market Drayton, Oswestry and 

Telford.  Strategic connectivity is provided with two rail services per hour to Birmingham 

(journey time of approx 1 hour) but is limited to other destinations.   

C1.2.2 Larger towns/cities 

Durham is similar in size to Harrogate with a population of approximately 60,000 and is 

located to the south of Newcastle.  There is no ring road however; three Park and Ride sites 

are located on the strategic routes in for access to the city centre.  There are numerous 

local bus services providing frequent services (every 10-15 minutes) to a number of local 

and regional destinations such as Darlington, Sunderland and Newcastle.  The city has 

good strategic connectivity with 4 rail services per hour to Newcastle and an approximate 

hourly rail service to London (journey time of approximately 3 hours). 

York has a population of around 195,000 and is located 20 miles to the east of Harrogate 

and 20 miles and around 20 miles to the north east of Leeds. The city has an outer ring road 

which it utilised by both local traffic as well as strategic movements (York is located on 

strategic routes which connect Hull and Scarborough with the A1). The outer ring road is the 

location for 5 park and ride sites which provide frequent bus connections to the city centre. 

These services have been highly successful, due to the quality of the offer and the 

simultaneous changes made to the city centre parking policy to discourage car use. 

Table C1.1 below provides a summary of the transport provision for each location. 

Table C1.2: Benchmarking Transport Access 

Town / City Population 

(approximate) 

Ring Road Park and Ride 

site(s) 

Quality Local 

Bus Network 

Good Strategic 

Connectivity 

Comments 

Harrogate 70,000 � � � �/� Good 

connections to 

Leeds but 

limited 

elsewhere 

Chester 80,000 � � � �  

Salisbury 45,000 � � � �  

Stratford 25,000 � � � �/� Good 

connections to 

Birmingham. 

Limited services 

to London 

Canterbury 45,000 � � � �/� Good 

connections to 

London but 

limited 

elsewhere 

Shrewsbury 70,000 � � �/� �/� Good 

connections to 

Birmingham  

but limited 

elsewhere 
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Town / City Population 

(approximate) 

Ring Road Park and Ride 

site(s) 

Quality Local 

Bus Network 

Good Strategic 

Connectivity 

Comments 

Durham 60,000 � � � �  

York 195,000 � � � �  

Source: Various – Council and travel information websites  

A number of notes relate to the information provided within Table 1, as follows: 

• Population is based on town / city populations rather than district and taken from 

sources; 

• Park and Ride sites offer free parking and regular bus service connections into the town 

/ city centres; 

• Quality Local Bus Network means provision of a number of local bus routes offering 

high frequency services; 

• Good Strategic Connections means frequent bus and/or rail connections to a major 

destination such as London or regular bus/rail services to a number of strategic 

destinations.   

For a town of its size Harrogate has poor transport access in comparison to other similar 

towns and cities.  Neither the local or strategic transport links are good when compared to 

other locations nationally. The quality of these links are covered in more detail in chapters 2, 

3 and 4 of the main report. 

C1.3 Transport Mode Shares 

A comparison of the transport mode share for each location has been undertaken using the 

2001 Census Journey to Work data. 

Table C1.3: Benchmarking Transport Mode Share 

 

Source: 2001 Census Journey to Work analysis 

A number of notes relate to the information provided within Table 2, as follows: 

• The data is for districts rather than individual towns and cities; 

• The data relates to journey to work arrivals only and not other journey purposes.  It should be noted that the 

towns and cities identified are generally not major commuter destinations, hence the rail mode share to each 

location is low; 

• Travel by motorcycle and taxi are included in other journey modes.    

District Car Driver 
Car 

Passenger 
Bus Rail Walking Cycling Other 

Harrogate 66% 7% 5% 1% 17% 3% 2% 

Chester 68% 7% 10% 1% 9% 3% 2% 

Salisbury 65% 7% 5% 1% 16% 4% 2% 

Stratford 74% 7% 3% 1% 11% 3% 2% 

Canterbury 65% 7% 5% 2% 15% 3% 2% 

Shrewsbury 67% 7% 6% 1% 12% 6% 2% 

Durham 66% 10% 11% 0% 10% 1% 1% 

York 55% 6% 8% 2% 14% 12% 3% 
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The mode share data for journeys to work in the district show that journeys by car, as either 

driver or passenger, are relatively consistent with other locations.  The total proportion by 

car is generally 70-80%.  The proportion of journeys by bus in the Harrogate area is low at 

5% and is comparable to the smaller towns / cities of Salisbury and Stratford rather than the 

larger Chester, Durham and York.  Harrogate does however have a high proportion of 

commuters walking to work but a low proportion of cycling trips. 

C1.4 Parking Provision and Park and Ride  

All the towns and cities reviewed have Park and Ride provision with one or more sites 

located on key highway routes and frequent bus services into the town / city centres.  A 

more detailed review of the Park and Ride facilities and town / city parking charges has 

been undertaken.  

Table C1.4: Benchmarking Park and Ride and Parking Provision  

Town / City Park and Ride Provision (Bus) Parking Charges 

 No. of 

Sites 

Service 

Frequency  

Journey Times 

(mins) 

Fares             

Adult return 

Short Stay -  2 

hrs (£) 

Long Stay –  8-

12+ hrs (£) 

Harrogate - - - - 1.20-3.00 4.00-4.80 

Chester 4 10-15 10-12 £1.70             

(under 16 free) 

2.50-4.00 4.90-5.40 

Salisbury 4 10-15 8-15 £2 / £2.50 (driver 

and 6 passengers) 

1.80-2.00 4.00-5.00 

Stratford 1 10-15  £1.50             

(£3.00 family) 

1.60-2.00 6.00-20.00 

Canterbury 3 8-10  £2.50 (driver and 6 

passengers) 

  

Shrewsbury 3 10 10 £1.20             

(under 16 free) 

1.40-2.50 2.00-3.00 

Durham 3 10-15 8-12 £1.70             

(under 16 free) 

1.50-1.80 6.00-11.00 

York 5 10  £2.30 1.40-4.00 5.60-16.00 

Source: Council websites and parkandride.net 

Notes: parking charges vary according to site. Car parks located close to the city/town centre typically have higher 

charges per hour. 

Harrogate is the only town to have no Park and Ride facilities.  In addition the parking 

charges are low compared with the majority of towns / cities reviewed.   

C1.5 Conclusions 

For a town of its size Harrogate has poor transport access in comparison to other similar 

towns and cities.  Neither the local or strategic transport links are adequate when compared 

to other locations nationally.   

The mode share data for journeys to work in the district show that journeys by car, as either 

driver or passenger, are relatively consistent with other locations.  The proportion of 

journeys by bus in the Harrogate area is low and is comparable to the smaller towns / cities 

of Salisbury and Stratford.  Harrogate does however have a high proportion of commuters 

walking to work.    
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There are few incentives to discourage visitors to drive into Harrogate as parking charges 

are low and there are no park and ride facilities offering alternatives to the relatively limited 

public transport services.    
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D1 Option Generation 

Table D.1: Review of DaSTS Challenges Against Possible Interventions (Wider Measures and Highways) 
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Reduce greenhouse gas emissions ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Reduce lost productive time ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Improve connectivity and access to labour 
markets ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Support the sustainable delivery of housing ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Ensure networks are resistant to shocks � � � � � � � � � � � � � � � 

Enhance social inclusion ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Reduce the output gap between regions � � � � � � � � � � � � � � � 

Reduce risk of death or injury � � � � � � � � � � � � � � � 

Encourage more physically active travel � � � � � � � � � � � � � � � 

Improve local air quality ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Reduce vulnerability of network to terrorism � � � � � � � � � � � � � � � 

Reduce crime � � � � � � � � � � � � � � � 

Reduce noise pollution ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Minimise impact on the natural environment ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Integrate transport into the streetscape � � � � � � � � � � � � � � � 

Improve the journey experience � � � � � � � � � � � � � � � 

Notes: Prioritised DaSTS objectives shown in bold. Note that all 3 environmental objectives have been highlighted 

Positive Impact � 

Neutral / No Impact � 

Negative Impact � 
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Table D.2: Review of DaSTS Challenges Against Possible Interventions (Bus Measures) 
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Reduce greenhouse gas emissions ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Reduce lost productive time ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Improve connectivity and access to labour markets ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Support the sustainable delivery of housing ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Ensure networks are resistant to shocks � � � � � � � � � � � 

Enhance social inclusion ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Reduce the output gap between regions � � � � � � � � � � � 

Reduce risk of death or injury � � � � � � � � � � � 

Encourage more physically active travel � � � � � � � � � � � 

Improve local air quality ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Reduce vulnerability of network to terrorism � � � � � � � � � � � 

Reduce crime � � � � � � � � � � � 

Reduce noise pollution ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Minimise impact on the natural environment ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    ����    

Integrate transport into the streetscape � � � � � � � � � � � 

Improve the journey experience � � � � � � � � � � � 

Notes: Prioritised DaSTS objectives shown in bold. Note that all 3 environmental objectives have been highlighted 
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Table D.3: Review of DaSTS Challenges Against Possible Interventions (Rail Measures) 
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Reduce greenhouse gas emissions ����    ����    ����    ����    ����    ����    ����    ����    

Reduce lost productive time ����    ����    ����    ����    ����    ����    ����    ����    

Improve connectivity and access to labour markets ����    ����    ����    ����    ����    ����    ����    ����    

Support the sustainable delivery of housing ����    ����    ����    ����    ����    ����    ����    ����    

Ensure networks are resistant to shocks � � � � � � � � 

Enhance social inclusion ����    ����    ����    ����    ����    ����    ����    ����    

Reduce the output gap between regions � � � � � � � � 

Reduce risk of death or injury � � � � � � � � 

Encourage more physically active travel � � � � � � � � 

Improve local air quality ����    ����    ����    ����    ����    ����    ����    ����    

Reduce vulnerability of network to terrorism � � � � � � � � 

Reduce crime � � � � � � � � 

Reduce noise pollution ����    ����    ����    ����    ����    ����    ����    ����    

Minimise impact on the natural environment ����    ����    ����    ����    ����    ����    ����    ����    

Integrate transport into the streetscape � � � � � � � � 

Improve the journey experience � � � � � � � � 

Notes: Prioritised DaSTS objectives shown in bold. Note that all 3 environmental objectives have been highlighted 
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Table D.4: Review of DaSTS Challenges Against Possible Interventions (Non-Transport Interventions) 

  Non-Transport Interventions 
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Reduce greenhouse gas emissions ����    ����    ����    ����    

Reduce lost productive time ����    ����    ����    ����    

Improve connectivity and access to labour markets ����    ����    ����    ����    

Support the sustainable delivery of housing ����    ����    ����    ����    

Ensure networks are resistant to shocks � � � � 

Enhance social inclusion ����    ����    ����    ����    

Reduce the output gap between regions � � � � 

Reduce risk of death or injury � � � � 

Encourage more physically active travel � � � � 

Improve local air quality ����    ����    ����    ����    

Reduce vulnerability of network to terrorism � � � � 

Reduce crime � � � � 

Reduce noise pollution ����    ����    ����    ����    

Minimise impact on the natural environment ����    ����    ����    ����    

Integrate transport into the streetscape � � � � 

Improve the journey experience � � � � 

Notes: Prioritised DaSTS objectives shown in bold. Note that all 3 environmental objectives have been highlighted 
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Table D.5: Review of Outcomes Required Against Possible Interventions (Wider Measures and Highways) 

    Wider Measures Highways 
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Reduce greenhouse 
gas emissions 

Reduce the desire and need to travel � � � � � � � � � � � � � � � 

Develop a 'secure' energy future � � � � � � � � � � � � � � � 

Reduce lost productive 
time 

Reduce highway congestion and improve journey time reliability � � � � � � � � � � � � � � � 

Reduce journey times and journey time variability for bus passengers � � � � � � � � � � � � � � � 

Improve rail punctuality � � � � � � � � � � � � � � � 

Improve connectivity 
Reduce journey times for strategic connections � � � � � � � � � � � � � � � 

Increase capacity of strategic routes � � � � � � � � � � � � � � � 

Support housing 
delivery 

Reduce need to travel from new housing sites � � � � � � � � � � � � � � � 

Enhance social 
inclusion 

Improve alternatives to the private car � � � � � � � � � � � � � � � 

Reduce negative 
environmental and 
social impacts 

Improve integration of transport � � � � � � � � � � � � � � � 

Reduced environmental and social impacts from transport � � � � � � � � � � � � � � � 

 

Positive Impact � 

Neutral / No Impact � 

Negative Impact � 
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Table D.6: Review of Outcomes Required Against Possible Interventions Bus Measures) 
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Reduce greenhouse gas 
emissions 

Reduce the desire and need to travel � � � � � � � � � � � � 

Develop a 'secure' energy future � � � � � � � � � � � � 

Reduce lost productive time 

Reduce highway congestion and improve journey time reliability � � � � � � � � � � � � 

Reduce journey times and journey time variability for bus passengers � � � � � � � � � � � � 

Improve rail punctuality � � � � � � � � � � � � 

Improve connectivity 
Reduce journey times for strategic connections � � � � � � � � � � � � 

Increase capacity of strategic routes � � � � � � � � � � � � 

Support housing delivery Reduce need to travel from new housing sites � � � � � � � � � � � � 

Enhance social inclusion Improve alternatives to the private car � � � � � � � � � � � � 

Reduce negative environmental 
and social impacts 

Improve integration of transport � � � � � � � � � � � � 

Reduced environmental and social impacts from transport � � � � � � � � � � � � 
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Table D.7: Review of Outcomes Required Against Possible Interventions (Rail Measures) 

    Rail 

Prioritised DaSTS 
Challenge 

Outcome Required 

Im
p
ro
v
e
d
 f
re
q
u
e
n
c
ie
s
 b
e
tw
e
e
n
 

K
n
a
re
s
b
o
ro
u
g
h
 a
n
d
 Y
o
rk
 

N
e
w
 r
o
ll
in
g
 s
to
c
k
 o
n
 H
a
rr
o
g
a
te
 

L
in
e
 

N
e
w
 s
e
rv
ic
e
 p
a
tt
e
rn
 o
n
 

H
a
rr
o
g
a
te
 L
in
e
 t
o
 r
e
d
u
c
e
 

jo
u
rn
e
y
 t
im
e
s
 a
n
d
 i
m
p
ro
v
e
 

c
a
p
a
c
it
y
 

B
e
tt
e
r 
c
o
n
n
e
c
ti
v
it
y
 t
o
 L
o
n
d
o
n
 

a
n
d
 o
th
e
r 
s
tr
a
te
g
ic
 d
e
s
ti
n
a
ti
o
n
s
 

E
x
p
a
n
s
io
n
 o
f 
e
x
is
ti
n
g
 r
a
il
-b
a
s
e
d
 

p
a
rk
 a
n
d
 r
id
e
 

N
e
w
 r
a
il
 s
ta
ti
o
n
s
 

E
x
a
m
in
e
 s
u
it
a
b
il
it
y
 f
o
r 

a
lt
e
rn
a
ti
v
e
 t
e
c
h
n
o
lo
g
ie
s
 f
o
r 
th
e
 

H
a
rr
o
g
a
te
 L
in
e
 

R
e
v
ie
w
 o
f 
p
o
te
n
ti
a
l 

te
c
h
n
o
lo
g
ie
s
 f
o
r 
R
ip
o
n
-

H
a
rr
o
g
a
te
 c
o
rr
id
o
r 

Reduce greenhouse 
gas emissions 

Reduce the desire and need to travel � � � � � � � � 

Develop a 'secure' energy future � � � � � � � � 

Reduce lost productive 
time 

Reduce highway congestion and improve journey time reliability � � � � � � � � 

Reduce journey times and journey time variability for bus passengers � � � � � � � � 

Improve rail punctuality � � � � � � � � 

Improve connectivity 
Reduce journey times for strategic connections � � � � � � � � 

Increase capacity of strategic routes � � � � � � � � 

Support housing 
delivery 

Reduce need to travel from new housing sites � � � � � � � � 

Enhance social 
inclusion 

Improve alternatives to the private car � � � � � � � � 

Reduce negative 
environmental and 
social impacts 

Improve integration of transport � � � � � � � � 

Reduced environmental and social impacts from transport � � � � � � � � 
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Table D.8: Review of Outcomes Required Against Possible Interventions (Non-Transport Interventions) 

    Non-Transport Interventions 

Prioritised DaSTS 
Challenge 

Outcome Required 

L
o
b
b
y
 f
o
r 
g
re
a
te
r 
ro
ll
-o
u
t 

o
f 
b
ro
a
d
b
a
n
d
 i
n
 r
u
ra
l 

a
re
a
s
 

S
h
o
p
p
in
g
 d
e
li
v
e
ry
 s
y
s
te
m
 

fo
r 
ru
ra
l 
a
re
a
s
 

R
e
lo
c
a
ti
o
n
 o
f 
s
o
m
e
 

e
x
is
ti
n
g
 t
ri
p
 g
e
n
e
ra
to
rs
 

w
it
h
in
 t
h
e
 t
o
w
n
 

C
h
a
n
g
e
 l
a
n
d
 u
s
e
 p
o
li
c
ie
s
 

to
 c
re
a
te
 '
tr
a
n
s
it
-

o
ri
e
n
ta
te
d
 d
e
v
e
lo
p
m
e
n
t'
 

Reduce greenhouse 
gas emissions 

Reduce the desire and need to travel � � � � 

Develop a 'secure' energy future � � � � 

Reduce lost productive 
time 

Reduce highway congestion and improve journey time reliability � � � � 

Reduce journey times and journey time variability for bus passengers � � � � 

Improve rail punctuality � � � � 

Improve connectivity 
Reduce journey times for strategic connections � � � � 

Increase capacity of strategic routes � � � � 

Support housing 
delivery 

Reduce need to travel from new housing sites � � � � 

Enhance social 
inclusion 

Improve alternatives to the private car � � � � 

Reduce negative 
environmental and 
social impacts 

Improve integration of transport � � � � 

Reduced environmental and social impacts from transport � � � � 
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Table D.9: Scale of Impact of Interventions 

DaSTS Challenges Transport Outcomes Required Intervention 

Greatest Impact 

H
a
rr
o
g
a
te
 

R
u
ra
l 

S
tr
a
te
g
ic
 

Reduce greenhouse gas emissions • Reduce the need and desire to travel 

• Reduce dependency on the private car 

• Develop policies to improve energy security 

Demand management � � � 

Land use policies � � � 

Broadband provision  �  

Shopping delivery scheme  �  

Smarter choices  � � � 

Low emission zone �   

Expanded cycling network �   

Alternative vehicle technologies �   

New bus regulatory measures and partnership working �   

Explore opportunities for new technologies on the Harrogate Line �  � 

Reduce lost productive time • Reduce highway congestion and improve journey time reliability 

• Reduce journey times and journey time variability for bus passengers 

• Improve rail punctuality 

Traffic management in town centre �   

Incremental upgrades to key highway routes including junction improvements �   

Construction of a northern/eastern bypass �   

Establish a HGV routing strategy �   

Establish town centre parking pricing controls �   

Queue re-location on radial corridors �   

Driver information systems / active traffic management �   

Bus priority on radial corridors �   

New bus regulatory measures and partnership working �   

New rolling stock on the Harrogate Line   � 

Improved home to school bus travel �   

Development of bus based park and ride �   

Expansion of rail based park and ride sites   � 

Improve connectivity • Reduce journey times 

• Improve access to strategic routes and connections 

• Increase capacity of strategic routes 

Frequency enhancements for selected bus services �   

Improved network of regular strategic bus connections   � 

Examine suitability for alternative technologies for the Harrogate Line   � 

Review of potential technologies for the Ripon-Harrogate corridor  �  

Support housing delivery • Reduce need to travel by car from new housing sites New rail stations   � 

Enhance social inclusion • Improve alternatives to the private car Further promotion of car sharing scheme  �  
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DaSTS Challenges Transport Outcomes Required Intervention 

Greatest Impact 

H
a
rr
o
g
a
te
 

R
u
ra
l 

S
tr
a
te
g
ic
 

Improved strengthening and coordination of rural bus services  �  

Further expansion of demand responsive services  �  

Improved hours of operation for public transport  �  

Improve the affordability of local bus fares  �  

Reduce output gap • Improved public transport connectivity to strategic destinations Ticketing integration / smartcards �  � 

Improved rail frequencies between Knaresborough and York   � 

New service pattern on the Harrogate Line to reduce journey times and improve capacity   � 

Better connectivity to London and other strategic destinations   � 

Reduce risk of death or injury • Continued development of local safety schemes Define a road hierarchy and examine the scope for reduced speed limits  �  

Reduce the social and economic 

cost of transport 

Reduce levels of noise pollution 

Minimise impact on natural 

environment 

Integrate transport into the 

streetscape 

 

• Improved integration of transport 

• Reduced environmental and social impacts from transport 

Pedestrianise more of Harrogate, Knarsborough and Ripon town centres �   

Establish a sustainable transport ‘hub’ at Harrogate rail station with improved walking and 

cycling access routes 

�   

Public realm / interchange improvements in Harrogate and Knaresborough �   

 

 


